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To The Elected Public Officials and Citizens
of the Northeast I1linois Region,

We take pleasure in presenting a summary description of the Year 2000 Transportation System
Developmert Plan for the six county Northeastern, I1linois Region. The report presents a
multimodal plan description, estimates of anticipated revenuss and costs, and a summary of the
plan making process. The plan has been endorsed by the Pglicy Committee of the Chicago Area
Transportation Study (CATS), and the Regional Transportation Authority (RTA) and adopted by
the Northeastern 111inots Planning Commission {RIPC).

The purpose of the Year 2000 Transportation System Development Plan is %o guide the investment
of transportation funds over the coming twenty years. The forecasts of socio-economic activity
and other assumptions used in developing the plan will be continuously monitored and corrected
as necessary., Future uncertainties regarding energy and financial resources require that these
particular areas be closely watched. This monitoring activity will be used during the annual
plan review process and will serve as the basis of any future updates of the plan.

We respectfully recommend that the Year 2000 Transportation System Development Plan be
considered in preparing your investment decisions. We seek your continuous comments and
recommendations for maintaining and improving the transportation system for our area.

Respectfully submitted,

i

John D: Krgaér
Chairman
Policy Committee - CATS







CHICAGO AREA TRANSPORTATION STUDY
POLICY COMMLTTEE

RESOLUTION

A RESOLUTION ENDORSING THE 1983 UPDATE OF THE YEAR 2000 TRANSPORTATION SYSTEM DEVELOPMENT
PLAN

WHEREAS, the Policy Committee of the Chicago Area Transportation Study endorszed the Year
2000 Transportation System Development Plan on September 4, 1980; and the 1981 Update on
December 17, 1981; and

WHEREAS, the Year 2000 Transportation System Development Plan, describing policies,
strategies and facilities formulated in accordance with the requiremenis of 23 U.5.C 134 and
Section & of the UMT Act, is the product regquired by 23 U.8.C 450.110 (a); and

WHERKAS, the Policy Committee agrees on the importance of maintsining a current regional
transportation plan to serve as a guide for iavestment decisions; and

WHEREAS, the Policy Committee as part of its review of the Plan has reviewed the Plan to
ensure that it reflects the concerns of the governmental units, the planning agencies, the
CATS Council of Mayors and the operating agencies; and

WHEREAS, the Northeastern Illinois Planning Commission has also reviewed the Plan, and
adopted the revisions in the 1983 Update.

ROW, THEREFORE BE 1T RESOLVED THAT:
The Policy Committee of the Chicago Area Transportation Study accepts and reaffirms its
endorsement of the Year 2000 Transportation System Development Plan including the revisions

in Lhe attached 1983 Update.

The sbove and foregoing Resolation is hereby adopted Lhig 13th day of October, 1983.

ottt
R. Bubtlter . &

wice Chairman, CATS Policy Committee

I @ B

Aristide E. Biciunas
Secretary, CATS Policy Committee
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. INTRODUCTION -

Trangportaton is one of the more Important services that governments provide for bheir
citizens. Without an adequate transportation system, we could not take advantage of many
cpportunities to improve our quality of life, and we would certainly experience a much lower
standard of living. Unfortumately, the provision of good transportation service is expenszive,
and funds are limited. Therefore, it is important Lhat we plan our future transportation
improvements so that we have the best system possible within this constraint. The major
improvements necessary require a substantial lead time for implementation and thus must be
delineated well in advance of the desired completion date. Transportation services need to
be mutuslly supportive and coordinated with overall regional objectives to yield optimum
results. The impacts of transportation decisions reach far into the future and can have both
positive and negative consequences to many aspects of community l1ife. These conditions
establish the need for a multimodal loang range transportation plan.

The first regional transportation plan was published by CATS in 1962. This highway and
trensit plen had a terget year of 1980 and covered Cook County and & portion of DuPage County.
Three smaller subregional planning studies followed in 1969, the Fox River Valley Transporta-
tion Btudy, the Joliet Area Transportation Study end the Lake County Transportation Study.
In 1971 CATS' original plans and proposals generaked by these subregional studies and the
City of Chicago's Comprehensive Plan were combined inkto an Interim Plan covering the six
ccunty srea. Then a full sixz county area planning effort culminated with the 1995 Transporta—
tion System Plan sdopted in 1974. Since that time this plan, with subseguent updates, has
served as the official regional transportation plan. The Vear 2000 Transportation System
Development Plen represents a thorough and complete reevaluation of the long range transporta-
tion needs of the six county Chicsgo Metropolitan Area and replaces the 1995 Plan.

The Year 2000 Plan was prepared by the staff of the Chicago Area Transportabtion Study
in close cooperation with the CATS Work PFrogram Committee., The Plan developed through this
coordinated process provides a pgeneralized guide for efficient development of the regional
transportation system. Because the Plan recopgnizes the need to preserve existing facilities,
over 60 percent of the capital resources available are planned for maintaining and upgrading
the existing system. The proposed fecilities contained in the plan document must nobt be
construed as recommending precise alignments or specifications. Rether, they indicate
corridors where a major new faclity will either relieve existing problems or inerease the
available transportation supply for anticipated future need. Before a facility contained in
the Year 2000 Plan is constrocted it must be subjected to detalled corridor and engineering
studies by the agencies resgponsible for implementing such an improvemeat. Tn general, the
implementing agency does not necessarily now own, have rights to, or possess consent of the
owner of any right-of-way needed. This is true even in the cage where %he owner of the
right-of-way is a member of or is represented on the policy. boards endorsing this Plan.



Recently, the Buraham Freeway was dedesignated from the Interstate System. This action
frees approximately two billion dollars for transportation projects in the first few years of
the plan period; however, funds for large scale capital projecis will become increasingly
scarce over the long run, as maintenance will be stressed. Some of the major projects recom-
mended in the plan are in the proposed Interstate Transfer Program and will be implemented in
the next Ffew years. Those major projects not In khat program may not be constructed unkil
near the end of the twenty-year period of the plan.

Planning Envieonment

In the years since the 1995 Plan was adopted, several issues have either grown in
importance ov have been clacified, and some changes have occurred ia the planning environ-
ment. These changes, taken together, have significantly altered expectations of what a
regional trangportation plan should do. BSome of these factors are:

1. Transportation Funding assistance has been inadequate to keep pace with iaflation
in the last several years. ' The combination of slow growth in funds and rapid
inflation of costs has led to a situation in which little money is available for
major transportation lmprovements once needed maintenance and operabing cosits are
covered, Specificaily, it looked more and move certain that the 1995 Plan c¢ould
not be realized due to bthis constraint. The Year 2000 Plasn was prepaved with
constant concern for the need to minimize capital costs while providing adeguate
service to people and businesses in the regioan.

2. An increasing concern over possible energy shortages in the future, particulacly
regarding motor fuel, has emerged. 1t is not possible to predicht what the future
fuel supply situation will be, although such a prediction would obvicusly be very
ugeful in preparing a tranrsportation plan. 1In order to address the energy issue,
the final stages of the plan evaluation process used two different future energy
scenarios, testing each alteranative against both a “high" and a "low" encrpy
availability condition.

3. In 1976, the Northeastern Tllinois Planning Commission (NIPC) adopted a new
regional Comprehensive General Plan (CGP). This was followed in 1978 by several
functional plans, including a Land Use Plan. One important aspect of this Land
Use Plan iz its emphasis on future developwent in existing urban areas rather than
geographical expansion of the urban area. Figure 1 shows that the expansion of

urbanization in the next 20 years is expected to be much less than in the past.

The Year 2000 Plan has been developed to contribute to the achievement of the
goals of the comprehemsive plan and is consistent with the ltand use and other
functional plans. : '

4. The 1995 Plan was based on population, employment and land use forecasts first
prepared by NIPC in 1968. This called for a northeasktern 11llinois population of

TR
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Figure 1 REGIONAL GROWTH PATTERNS ~ 1835 to 2000
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approximately 10.5 million by 2000. Monitoring of regional demographic and
economic trends made it clear by the mid 1970s that this Forecast was too high.
NEIPC lowered its population forecasts for 2000 to 9.2 million in 1974 and to 9.0
million in 1976. In 1977, the Illinois Bureau of the Budget published a forecast
of just under 8 million persons for 2000, some ?.% million iess than the forecasts
on which the 1995 Plan was based. In order to be in conformance with the
Governor's office planning directives, the forecasts that were used as an inpubt to
the Plan were pgenerated by factoring NIPC's small area results into conformance
with the Bureau of the Budget's county level projectionsg. The resulting Year 2000
forecasts are summarized in Table 1.

Several additional issues were important in the development of the Year 2000 Plan.
The impsct on air quality wss important in evaluating alternaktive plans. Concern for the
public transportation needs of the mobility-limited, and the costs that will be necessary to
meet these needs, was & factor in the transit planning work. The viability of improved trans
portation system management as an alternative to major capital investment was cosnsidered,
too. By addressing these conceras, the Year 2000 Plan has been made an effective and relevant
gulde for regional transportation investment decisions in the coming years.

Policy Framework

This section presents the framework within which long raage transportation pians are
to be developed in northeastern Illinois. “%he framework consistis of a series of policies and
objectives which serve te guide the continuing process of plan development and evaluation.
In addition to meeting travel demand, transportation systems have significant effeets oa the
physical end sociceconcmic characteristics of the areas they serve. Transportation planning
must therefore be guided, not only be transportakbion objectives {such as providing a safe,
eccnomical and efFficient transportation system which is mpaintained in good quality condition);
but also by the need to enhance the social, economic and environmeantal conditions of
northeastern Tllinois.

Public decisions always require a balancing of different goals. 1In the case of trans-
portation, the public officials who make the decisions are well aware that this balancing act
is difficult, but essential. The goal of providing a high guality transportation system musk
be constantly balanced against the goal of minimizing public expenditures and taxes. Simi-
larly, the goal of quality traasportation must also be balanced against the effects a parti-
cular project might have on neighboring homeowners.

These policies not only provide a framework for plan development, but they are also
used in decisionmaking on plan implementation. The decision to implement a project {include
it in the short range program) by local communikties, Council of Mayors, the State of fllineois,
or the regional transportation agencies, should be based on an assessmént of whether a project
is consistent with the long range transportation plannimg framewprk. Likewise, the design,
environmental assessment, and regional clearinghouse review {(A-95) stages of plan implementa-
tion should use the framework presented here to review projects.

o
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Table 1

YEAR 2000 FORECASTS

Year 2000
Plan
(1978)

2,180,752
301,729
158,468
230,963

78,206
192,233
3,143,051

5,540,739
903,611
434,161
642,250
239,220
563,366

8,323,347

3,140,803
251,954
137,353
180,239

54,949

107,436
3,872,734

wipc
(1976)

2,180,752
327,233
143,526
232,534

78,732
179,169
3,141,946

6,115,620
989,716
434,161
705,731
240,071
563,356

9,048,655

3,311,761
348,637
151,146
235,533

54,112
126,686
4,227,875

_BOB_
(1977}

2,257,375
287,395
166,988
219,870

83,056
202,472
3,217,156

5,277,647
869,969
448,899
$11,725
227,703
553,356

7,980,299

3,112,422
243,429
136,907
178,999

54,341
107,187
3,833,285



In any complete and reslistic plan, policies and objectives will somebimes compete with
one another. The framework presented below should, therefore, not be viewed as a rigid set of
rules that are applied strictly im all situations. Rather, Lhey are guidelines by which plan
componernts can be individually reviewed to determined if they meet both local and regional
needs prior to an implementation decision.

The policies are not designed to over-smpheosize one mode of trasmsportation over
another. The selection of a particuler mode of trangportation varies from Jocality to

locality. The analysis of any given area should consider all modes of transportation and all’

methods of efficiently managing the transportation systemeg
The choice of solution to be implemented should be the most cosk-effective for the
area in guestion and the decisionmaking process should include all affected units of leccal

governmenk .

Transportation Planning Policies

General
o Give first priority to the preservation of the region‘'s existiag itrensportation system

and to the maximization of its people and freight carveyiag capacity.’

0 Provide citizens and business users with safe, econcmical, aad efficient transportation
service in response to their needs.

4] Provide tLransportation service thet enhances the economic, environmental, and social
cenditions ia the reglon.

Q Encourage the development of diversified and integrated transportation gystems that
provide opportunikbies for inferchange bebween transporbation modes and between diffevent
services of the seme mode. ’

o Maintain the high accessibility of the Chicago Central Business Distriek.

4] Assure that.capital and operatiﬂg expenditures ers equitably distributed throughout the
region.

] Coordinate transportation -plans with the provision of utilities and municipal services
in areas designated for development and redevelopment in municipal, county, and regional
plans. . } o S

a Provide cost-effective alternatives Lo private aute travel in already developed areas,

major activity centers, and areas designated for urban densities in municipal, county,
and regional plaas.



Land Use in Support of Transportation

© Foster the development of land use patterns in the vieinity of interchanges that are
consistent with adjacent municipal plaens and compatible with the functions of expressways
and interchanges.

o Encourage the loecation of iantensive commercial, industrial, institutional, and recres-
tional uses adjacent to existing or programmed mass trangit service.

o Encourage the location of multiple family residentiel complexes in areas within one-half
mile of existing or programmed mass transit service.

Social

[+ Fromote transpovtabtion systems that effectively consider the travel needs of mobility-
limited persons.

<] Assure that a high level of Ekransporbtabion sgervices is available bto the economically
disadvantaged.

Economic

[ Enhance the Chicapo region's position as a major hub of national and international
passenger and freight travel.

o Promote transportation improvements which help to retain existing businesses and
encourage the attraction of new business enterprises to the vegion.

Environmentel

o Develop a trensportation system that uses energy efficiently, and is adaptable in
response to possible energy shorbaged..

o Encourage development patterns which reduce demand for energy by:

- promotion of & transportation and communication system designed to minimize the
travel distance for person and goods movement and to use the most enerpy efficlent
system;

~ encouragement of appropriate mix of land uses designed to minimize the need to
travel.

o Promete long term improvement in alr quality by encouraging land development patberns

which will reduce suto-dependence and increase mass transit usage, and by implementing
cost-effective transportation control measuves.

d



[+] Encourage the preservation of prime agricultural lands, .

© Coordinate open space plans and. transportation facilities planning (for highways, public
trsnusportation and f&cilitie& for special users) in order to maximize accessibility te
recreation and leisure time opportunities.

Many of the above policies were used to guide the developwent of plan alternatives and
evaluation of those alternatives during the planning process. Messures were developed for
those objectives that could be quantifisd; they are listed in Table 2. BEach altecnative plan
was simulated with anticipated Year 2000 travel, and the .values for these measures were calcu-
lated. Additionally, =ach proposed project in the alternatives was evaluated against the
goals and objectives from other regional plans. Measures such as environmentally sensibive
features in the right-of-way, service provided to older communities and developing areas, and
access to developmeats of regiomal importance and major recreational facilibies were used.
The results of these anslyses were used in the alternatives. evaluabtion and plan selection
processes, : ’

Table 2
QUANTLTATIVE SYSTHM MEASURES FOR OBJECTLVES

Ohjective: Provide citizens and buginess wusers with safe, economical anmd and efficlent
transpovtation service in response to their needs,

Measures:

~ Average travel time per trip.
- Average user cost per trip.
- Index of accessibility to employment.
- Highway accident costs, : :
- Vehicle miles of travel exceeding Level of Sevvice "% on highway. system,
Objective: Provide transportation service that enhanees the social, economic and enviren-
mental conditions in the region.
Measures:
- Total pollutant emissions by type <{(hydrocarbons, carbon monoxide,
nitrogren oxides).
©— HNumber "of  potential wviolation sites of carbon wmonoxide "ailr quality
standards. ' :
Objective: " Assuré that a high level of transportaéion serviee is available to the

economically disadvantaged.



Mensure:

- Ratio of average trip travel time of low and moderate income arveas
to the regional average. ’

Objective: Develop a transportation system bthat uses energy efflciently and is adaptable in
response to possible energy shorbages.

Measures:

~  Fuel consumpbion on highway network.

-~ Households within reasonable access distance of fized rail service.

- Jobs within reasonable access distance of fixed rail service.
Chjective: Provide a real choice of transportation modes to all segments of society.
Measure:

-~ Average trip time for all trips made if auto mode was generally not

available for long hsaul trip making.

Objective: Maintain the high accessibility of the Chicago Central Business District.
Measure:

~  Average travel time of 21l households in the region to the Chicago
Central Business Distriet.

Plan Implementation

Even in the Year 2000 most of the region's travel will cccur on facilities that are in
place today. 1In a few cases complete replacement of a deteriorated structure will prove to
be cost effective, bubt im most instances maintenance and rehabilitation of existing facilities
wili be the mest efficient alternative. Preservation of the investment in the exzisting system
is a governing aspect of the Plan. In addition to maintaining the existing system, every
effort to get maximum utilization out of it needs to be made if scavce public funds are to be
conserved., The strategies used to achieve this goal have been formally outlined in a series
of Transportation System Mansgement reports issued in the last several years. These reporks
describe how the region intends to use the existing system in conjunction with certain opsra-
tional policies and practices, as well as gsome low cost minor modifications to existing
facilities, to insure maximum efficiency in the ugse of existing trensportation resources.

The £irst step in implementing the Plam 1is the development of a five-year Transporta-
tion Improvement Programm (TTPF) and its Annual Element. This document, produced annually,
lists the btransporkabtion improvements to be implemented in the next five years with an Annual
Element indicating those projects Yo be implemented during the next year. The TIP is
developed under the directlon of CATS, as Mekropolitan Planning Orpganization, in cooperation
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with project implementors and the Northeastern Tllineis Planniag Commission (NIPG), the
regional comprehengive plenning agency. The key implementing agencies are the State of
I1linois, the Regiofial Transportation Authority (RTA), the siz county goverpments, the City
of Chlcago, the Chicego Transit Authority (CTA), and the more than 260 suburban municipal
governments acting through regional councils af mayors.

Implementors develop project proposals as candidates for ‘inclusion im the TIP. The
projects are screened on techrical pecrformance and economic bases, as well as reviewed for
their consistency with regional plens. The program is constrained by available financial
vegsources, so only those projects that best conteribute to the short and long term needs of
the regiom are ultimstely included in the TIP. After a project 3¢ included in the TLP, the
implementor is thea responsible for construction of the faecility and pubtting it into service.

Bach major propased kransportabion facility eec: aded in this Plan will first reguire
8 detalied iaglementation study. This implementation study better defines a projeclt by deal-
ing with such topilcs as mode determinatiosn, exact alignment, operational considerations,
wirgnmental Iimpacts and construetlon staging. The study is csecried out by the project
implementor in cooperstion with other involved transportation agencies and local officials.
After the study is completed the project s ready for detailed design and then actual
implementation.

Critical Plen Assumptlons

Producing any plan to cover a twenty vear period necessitates making numercus assump-
tions about the future. Some of these assumptions are critical to the ocutcome of the planning
process, and all have a certain amount of uncertainkty associated with them. In the develop-
ment of thig plan the most critical assumphions concerned savailability of financial and
energy resources.

A forecest of Ffinancial resources for the transit and highway modes was prepared to
guide plan development. This forecast took an optimistic view in that it assumed a reversal
of the trend of the last few years; declining resources for transportation. Instead the fore-
cast assumed that a renewed recognition of the lwporiance of transportation would result in a
modest growth in real dollar terms for transportation funding, This growkth is vitally needed
to provide the transportation service necessary for the overall well-being of the regioa, and
thus, the Plan not only assumes but advocates growth in tremspuciation funding. TIf future
fingncial resources are not as great as assumed, the Plan would, of course, have to be gcaled
back.

Alternative energy cost and supply fubures were considered in Lhe develepment of the
PFlan. Analysis vevealed that with certain modest travel behavior adjustmente and more Fuel
efficient vehicles, the Year 2000 could see the region requiring as little as one half the
motor vehicle fuel that is presently used. Under this condition the Plan was judged to remain
useful snd valid. However, more extreme energy shortages could develop; this would invalidate
the premise on which the Plan is based and necessitate a substantial reworking of the Plan.

e



Alr Quslity Considerations

The anelysis work for the development of the Plam indicated that long term compliance
with Hational Ambienit Air Quality Standards would be achieved. This finding was largely the
rasult of federally mandabed vehicle emissions standards for future new vehicles. However,
in the shert term before encugh of the new lower emission vehicles are iategrated imto the
fleet, the Wortheastsen Illinois ares will continue to experience local carbon menoxide stand-
ard violations and an ozone problem contributed to by hydrocarbon emissions. The Federal
Clean Alr Act reguires that the State Implementation Plan include implementation of transpor-
tation control meassures npecessary for attainment and maintenance of standards for those areas
hat did not meet the air quality standards by 1982. Thé Wortheastern TIllinois area is such
an area. .

The Year 2000 Trangportation System Develeopment Plan supporks a number of transporta-
tion control measures as being overall beneficial measures as well as specifically aiding in
improving air quality. In Chapter 1I the future development of the transit system in general
and new major facilities in particular are discussed. As stated in that chapter "the plan
seeks to optimize use of the existing transit system and to increase its capacity within the
constraints of the financial capabilities of the region."™ The effect of improved public
transit is greater publiec transit ridership and less auto use and emissions. The Plan also
gupporte traffic flow improvements as discussed in Chapter TII. Traffic flow improvements
reduce emiggions by increasing speed and reducing idling inm traffic. Funding to carry oub
the public btreansit and traeffic flow improvements are included in the Plan under the categories
Trangit — Mew Facilities and Highway - Capacity Improvements as shown in Table & of Chapter
¥I.

In eddition, operations strategies such as cide sharing prometion, bicycle use and
promoticn, and alternative work schedules are consistent with the objectives of the Plan,
Although these operationsl strategies are non capital intensive, they serve to attenuate the
expected incrense in system deficiency that will occur without their implementation. As such,
non capital intensive trangportation measures are considered as impertant "maintenance®
ackivities which will gerve the regioa where system deficiencies are expected to be signifi-
cant and where cost considerations preclude the use of capital projects in meeting this need,

The veglon forecasts that a major portion of available funding will be for maintenance and
upgrading of the existing traensit and highway systems. A portion of this money is anticipated
to be used to fund non capital intensive transportation measures that will be implemented to
decrangse system deficiencies and improve air guality. :

[l
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Il. TRANSIT SYSTEM PLAN

The Year 2000 Transportation System Development Plan places special emphasis on improv-
ing the transit service in the region. The transit componeat of the plan seeks to optimize
the use of the existing transit system and to iacrease iks capacity within the constraints of
the financial capabilities of the region.

it is recognized that future epergy availability will play a large roie in determining the
importance of tranmsit in the years ahesd. The plan development process considered the impact
of energy availability in arriving at the recommendations for transit and highway developmeni.
The Plap recommends that serious consideration be given to near term implemeantation of some of
the fixed rail facilities (rapid trangit and commubter rail). If the energy situation worsens
in the coming years and necessitabes greater reliance on public transit, and if additional
funding becomes avallable, the implementation of ithe proposed fixed rail projects could be
accelerated. Tf Ffunding is available bug service could be significantly expanded in terms of
service and coverage, in response to energy shortages. However, it should be understood that
the facilities recommended in this section are viable and justified even without a deteriora-
tion in the national energy situatics. An explicit premise of the plan development work was
that only those facilities that constituted a cost effective investment irn a vange of fubure
energy availability situations were to be included in the Plan. This approach guarantees that
scarce public funds available Ffor transportation will be wisely spent even in the face of
future uncertainties.

The rapid transit and commuter rail lines form the skeleton of the transit system. These
fixed rail lines are the long haul, high cepacity portion of the transit system. Hecause they
have preat impact on the surrcunding communities in which they are located, need a separvate
right-of-way, and are generally costly to construct, they require careful planning and loong
lead times for construction. The bus component (including both fixed route and paratransit
service) is also important bubt more flexible. The key roles of bus service are as loeal trip
carriers and feeders to long haul fixed rail lines. The ubiquitous highway system throughout
most of the region gives pgreater Flexibility to the location of bus service because it can
share vight-of-way with other vehicle traffic. This characteristic of the bus system allows
modifications to. the system over relatively short tlime frames and obviates bhe importance of
detailed long range bus route planning.

Rapid Transit

The Plan recommends that es a first priority all existing rapid transit service should be
retained. Tn most cases, over the next twenty years the major capital expenditures that will
be required are for maintensnce of structures and replacemeat of some rolling stock. However,
some of the rapid transit system’s structures will be in need of extensive rehebilikbation



before the Year 2000. The Loop. elevated structure, as well -as portions of. the Ravenswood and
Jagkscn Park-Englewood lines, are in this category. The Plam includes proposed new lakefront
rapid transit lines both north and south of ‘the Chicago CBD. HMore detsiled corridor studies
for these proposals will determine if they could serve as rveplacements for portions of exist-—
ing lines, The Riverbank Line is included as a Central &rea distribution system to be supple-

.mental to the Loop 'L,' which is to be retained. Alternatives analysis For this line will

take into account all potential Central Area distributer alignments.

All the rapid transit projeets listed below, with the exception of the O'Hare Extension,
are subject to furlther investigation. Alternatives analyses and detailed corridor studies
will determine specific wode and exact alignment. Ta addition, they will also investigate
the feasibility of sbaging the impismentation of the larger projects by constructing them in
viable and useable segments. A map of the rapid tramsit plan is presented in Figure 2.

Q'Hare FExtension - from Jefferson Park to G'Hare Alrport via the Kennedy Expressway median.
This project is nearing completion as of the date of this plan document.

Skokie BSwift Exteusion - from the present terminus ak Dempster Street to the 0ld Orchard
Shopping Center area via abandoned North Shore Railroad right-of-way.

Dan Byan BExtensions - from the present terminus at 95th Street gsoutheast along the median of
the Calumet Eipressway to 103rd Street; and from the 95th Street terminal southwest along the
1-37 median and 1CG Blue Island branch rail right-of-way to Vermont Street in Blue Tsland.
The corridoy study for these lines will determine the feasibility of implementing one or both
lines, particularly in light of potential impacts on Rock Island ridership. (MHote: ICG
computer service on the Blue Tsland branch would Likely be discontinued if the southwest
extension were implemented.)

Southwest Line - from the south end of the Central Area soubthwest to Clecero Avenue, then south

along Cicero Avenue to the Ford City Shopping Center.

Horth Lakefront Line - from the North Michigan Avenue area ak Grand Avenue, north aloag the

.lake to the vieinity of elther Diversey or Belmont Avenue with a connection to the Howard/

Ravenswoud right-of-way. 1In the future, this line could be extended further north either as

. & replacement fFor the Ravenswood line or ss a new line continuing novrth along the lakefront.

South Lakefront Line - from Grand Avenue south along the east side of the Central Area to $5th
Street and South Chicago Avenue via 1ICG rail right-of-way and Conrail right-of-way. The
corridor study for this line would determine whether it should function as a hew rapid transit
service, a replacement for the south side elevated structure, or a rapid transit type serviece
by ICG trains along the in-city (main line to Kensington) portion of the ICE tommuter service.
As part of staged implementation, the Coarail portion .of this proposed line could be builtk
first and connected to the existing south side elevated structure,”

13



Riverbank line -~ using rail right-of-way west from WNevy Pier along the Chicago River then
turning south to run on the west side of the south branch, serving commuter rail stations, to
the Pilsen community where provision for easy transfer to the Southwest Line could be made,
A detailed implementation study will consider the impack on existing railroad operations and
capacity.

Dan Ryan/State Street Subwey Connection -~ allows Dan Ryan trains to leave their existing
alignment south of 18th Street and wake the transition teo the State Street subway iunnel near
Roosevelt Road. The connection of Howard and Daa Ryan services will better balance north and
south side demand resalting in increassed operational efficiency and a higher level of service
to more riders. :

Commuter Rail

The commuter rail component is depicted in Figure 3. All the Mass Transportation
Corridors shown correspond to existing rail eights-of-way. The simulation results and local
input recelived during the TSD process have indicated that the corridors listed below show
potential for commuter raill gervice; however, all corridors are subject to alternatives
analysis for final detevmination of mode and alignment and cost effectiveness.

Gurnee Extension - an extension of the Milwaukee Road north iine service from Rondout to
Gurnee gpiving access to a more conveniently located yard faeility.

Monee Extension - an extension of ICG (electric) service from Park Forest South to
onee.

Soo Line - from Mundelein in Lake County to Des Plaines in Cook County along existing
Soo Line rail right-of-way. The parallel alignment of this line with the FAP 432 high-
way corridor indicates that, in an alternatives analysis of each, the interrelatioaships
with the other mode must be zssessed and, where present, be duly taken into acecount.

Elgin-Elmhurst - along existing ICG rail right-of-way Petween Elgin in Kane County and
Elmhurst in DuPage Counly.

IC6_ (GHMO) and Norfolk & Western service Iimprovemenis ~ These two commuter lines will have
gignificant Improvements to track and support Facilities in addition to increases in Fleet
size, so that the level of service provided can be imgproved. Service would then be comparable
to thak currentiy provided on other existing suburban commuter lines.

Service Curtailment -
1. HMilwaukee Road north line west of Fox Lake.

2. Crystael Lake spur on the Chicapgo and North Western Northwest Line north of McHenry.
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The existiag reil right-of-way beiween HMcHenry and Richmond will be preserved should
future growth in this ares warrant reintroduction of commuter rail service. iIn
genersl, abandoned rall rights-of-way should be exasined by regional and local
" planning agencies for other potentiaml public wuses. A final hearing will be held
befors final determinatlion is made to Iimplement the decision to #bandon service on
either line. The curtailment of commuter rail service in these two areas wiil De
offset by enhanced bus sepvice offering greater flexibility and service area coverage.

Bus

Expansion of the region's bus system has occurred at a fast rate im the last Five
years, HNearly sll of the inner suburban area and the denser outlying suburbs have some bus
gervice. The sxpansion of bus service in the next twenty years will depend to some extent on
the scarcity of fuel for motor vehicles. 1If energy availability remains at current levels,
an approximate twenty-five percent imerenge in the suburban bus fleet would be desirsble based
on results of the travel demand simulations performed as a part of the plam development
process. IF motor fuel becomes even scarcer, furbther increases in suburban and city bug fleet
sizes would be necessary. However, because of operating expenses additional buges should not
be put in service until demand warrants.

0f course, changes will continually be made in bus routings and service frequencies
to accommodate local shifts in demand. Additionally, implementation of the proposed wrapid
transit lines will aliow reductions on some bus lines and cause other lines to be modified bo
provide feeder service. These modifications can best be made by the transit operators on an
annual basis as they monitor demand and service balance.

Circumferential Travel amd Reverse Commuting

The major tramsit Fecilities proposed in the Plan are mainly radially oriented to the
Chicage Central Business District. This situation results from the technical analysis
performed in plan development rather than a prior assumption. Major facilities are only
planned where sufficlient travel demands will exist to warrant such high capacity high cost
faeilities, The travel demand modeliling process used considered all types of travel demand
ineluding circumferential travel and reverse commuting. The analysis did not indicate any
circumferential corridor in the City of Chicago or the suburban area which would have the
level of demand necessary to justify a major transit Facility within the next twenty years.

Also, no major transit facility could be justified solely on the basis of reverse commuting
atthough many of the proposed facilities would accommodate substantial reverse travel., For
example, the O'Hare extension rapid trangit line will provide transportation for workers
living in Chicago to employment at or near 0'Hare Field. Finally, studies are currently
underway to identify low cost means of serviang circumferential travel and reverse commuting
etilizing existing transit services as much as possible.

17
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Transit Support Facilities

Ease of transferring between lines and between modes i1s important to the provisioun of
good tramsit service. Consolldated, well designed transfer points that facilitakte quick and
convenient trasnsfers should be encouraged. Where appropriate park-n-ride and kiss-n-ride
facilities should be considered as an integral part of & good intermcdal tramsferring system.

Pedestrian access to transit facilities is also important. In areas with high volumes
of pedestrian travel, weather proiected separate rights-of-way for pedestrians should be
considered. In the Chicago CBD a pedestrian way connection between ithe west slde commuter
rail stations and the central and east sides of the CBD would be valuable.

Mobility Limited Planning

buring 1979 and 1980 & major effort in planning for the needs of the disabled took
place in this region. The effort culminated in a Transition Plan which was completed in late
1980, The Plan complied with the federal regulations then in effect. TIn July 1981 the
federal regulations governing transportation for the disabled were significantly changed. The
new regulations contained less detailed requirements and dropped the role of the Transition
Plan. Although the federal mandate was dropped this Transition Plan vemains a useful guide to
improving transportation for the disabled., Although no agency is bound by the Transition
Plan, a general agreement on using it as a guide for programming projects Lo aid the disabled
is shared by all involved agencies.

The Transition Plan recognized that mainstreaming disabled persons into society is a
desirvable goal. However, it was recognized that many disabled persons would not be able to
use regular public transit even if extensive accessibility improvemenis were made. The
Mobility Limited Advisory Committee wiih the transit operators developed a *Jocal opbtion” plan
to meek these needs. 1In consideration of the pesramount importance of increased mobility the
plan incorporates both fized, system accessibility and special service. For a deseription of
the plan see “Sumiary Descriptihn of the Section 504 Transition Plan for the Northeastern
Il1lincis region," CATS, December 1980.

oy



i, HIGHWAY SYSTEM PLAN

The highway system carries the vast majority of persen trip travel and is an important
part of the freight movement system. This dominant role in btransportation iz expected to
contipue for the next twenty years. The only facior that might have the potential to

seriously ercde this importance is energy availability for highway vehicles. ¥a the plan

development process a low energy availabiity future scenario was considered, and all proposed
projects were evaluated against it. The results indicated that some expansion of the highway
system is justifiable and desirable within the possible range of envisioned energy shortages.

Hajor Facilities

The first priority, with regard to major facilities, is maknrtaining the existing
e¥pressway system in a stete of good repair. This emphasis on maintenance is vitally
necessary to preserve the strong backbone of the rosd system that the present expressway
system represents.  MNew ezpressways are planned only where future traffic will exceed the
capacity of the road system and where an expressway is judged as the best solution. The
amount of new expressway construction is much less than that contained in the 1895 Plan.
Changes in the region's growth rate as well as land use and environmental concerns have
necessitated this reduction. Tn several instances expressway corridors contained in the 1995
Plan are now indicated as corridors of access conbtrol. This designation indicates that some
type of access control facility is still being considered but that nonexpressway options are
to be given preference in the near term., The ultimate design of the facilities in access
controliled corridors will be determined by a detailed corridor study. Possible alternatives
inelude: modifying existing roads to control asccess and inerease capacity; or constructing a
new facility initially at & lower design standard than an expressway that could be upgraded
to expressway standerds if needed. The width of the line designating an access conbrol
corridor on the map In no way defines the 1limits to the geographical area in which possible
alternatives are to be considered.

It iz recognized that construction of some of the major facilities will be in stages.
In such cases the Plen recommends that each stage of construction be such that the segments
are functional and do not cause severs local coungestion problems.

The major Facility component i1g shown in Figure 4 and listed below:

Lake-Will South (FAP 431) - new expressway from Army Teaill Road at T11l 53 in DuPage County to
1-80 in Will County. The segment of this proposed route bhetween I-55 and I-80 will reguire
an investigation of land use and development pattern issues with respect to adopted regional,
county and local plans.
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Richmond - Woukerpan (FAP 420) - a fully controlied Access right-of-way from U.8. 12 at the
Wisconsin State line in McHenry County to U.S. 12 in Lake County with the specific improvement
to be detarmined as the result of an evaluation of the ¥inal Environmental Impact Sktatement
now being proecessed., The two improvement opltions are as follows:

1. A fully controlled access roadway with a2 limited number of access points along the
final FAP 420 alignment, as accepted by the Federal Highway Administration.

7. Upgrading selected segments of the existing arterial highway system in the FAP 420
corridor. ' : :

The design standards, including the numbsr of lanes to be initially constructed, will be
based ‘upon the results of the McHenry County Subregiocnal Transportation Study and further
regearch, The roule would contlnue east through Lake County as a fully controlled access
right-of-way having an initial two lane construction with a limited number of intersections,
all at grade and signalized, until its terminus at Almond Road and existing 111 120.

Lake-Will HWorth (FAP 437) - an expressway from the present terminus of 111 %3 at Dundee Road
in Conk County to Lake Cook Road; then continuing norihward as a broad corridor with full
access control through Lake County to terminate abt the preoposed Richmend-Wankegan expressway.

Elpin-0'Hare (FAP 476) - a new expressway from US 20 east of Elgin in Cook County to lrving
Park Road -south of G'Hare sirport.

Lakefront (FAP 437) - a fully controtled access right.of-way having an initial two lane
construction with a limited number of intersections, all at grade and signalized, from-
Wadsworth Road aleng the lakefront teo Greenwood Avenue 1in Waukegsn where it becomes an
expressway that continues south and weszst to tevminate at 1-94 just north of 11l 137.

South Loop Diskributor - a network of new access roads from the Dan Ryan near Cermak Road,
north to Cougress Street in the Chicago CBD to help relieve congestion on the Dan Ryan Bridge
and be compatible with the South Loop New Town development project.

111 31/Randall Road - an upgrading of 111 31 south from the Rithmond Waukegan (FAP 420) to
near the McHenrvy/Kane border where 4 new connection will be built to. Randall Koad., ¥From this
poink south Randall Road would also ke upgraded to terminate at existing 111 3% south of
Aurcra., :

Wisconsin and Indianas Conpectors - In recognition of and in order to be compabtible with the
long range transportation plans of borderiag regions, this plan contains possible interfaces
with expressways proposed in Wisconsin and Indiena.  These segmenis are between 1-94 and the
Wisconsin statd line and the present terminus of the Calumet Expressway to the Indiana state
line. Inclusion of these connections implies no commitment by any agency or government unit
within Illinpis to supply finencial assistance for their construction.




Avterials

The avterial road system accommodabes more of the Lravel needs of area vesidents than
any other componsnt of the transportation. system. The large investmesnt ilo existing arterials
will be protected with an emphasis on maintenance. Some expansion in the capacity of the
arterial system will-also be necessary to reiieve present. or future congestion problems,

In order toc have-a safe and:efficieant arterial system the capacity of the .roads must
be gufficient to handle anticipated traffic volumes. For this Plan the adequacy of the
arterial system to handle projected traffic was measured by the capacity deficiency method.
The capacity of a road was baken as the traffic thabt could be accommodabed -ab level of service
"D%: a condition in which. vehicle traffic density is greab, mancuverability is somewhai
vasbricted, and: speeds are about half of free flow conditions. TIf the traffic on a voad
exceads this capacity the aumber of excess vehicles multipliied by the .length of road canst1
tutes the excess vehicle miles of Lravel or capacity deficlency.

It would be highiy desirable if all roads were to operate at a lewel af service "B" or
better; then the exceds vehicle miles of travel would be zero and there would be no capacity
deficiencies, However, in opder to achieve Lthis condition in the Year 2000 the present
arterial system would have: to- be greatly expanded.. Figure 3 depicts on a vegional map the
cgpacity deficlencies that would exist in the ¥ear 2000 if no capacity changes were made o
the existing arterial system but the major facilities (both highway and transit) proposed in
this Plan were.in place. Figures 6-14 show these same deficiencies on gubregional maps. The
roads shown on’ these maps are those roads expected to serve as arterials in the Year 2000.
Deficiencies are summed for all roads in-an area, and the resultant ,hadlng is a depiction of
the degree of capacity deflcliency for that apea. :

The total capacity deficiency for the Year 2000 would be 675,000 excess vehicle miles
of travel under the coanditions déscribed. With the expected financial resources For arterial
capacity improvements, this can be reduced to about 575,000, In order to efficiently utilize
limited funds the Plan recommends that significant arterial capacity projects be limited to
the deficient areas as depicted by the shadings on the map. The map thus constitutes a guide
for the placement of future drterial capacity improvements.

More specific arterial plans are developed at the subregional level through locally
initipted studies. DuPage and HcHenry Counties have adopted Transportation Plans coasistent
with the major facilities in this Plan. For more detailed information refer to the DuPage
County Transportation Plan and &the HcHenry County. Transportation Plan. The North shere
Council of Mayors initiated a transportation study in 1981. & product of this study will be
an arterisl plan for the North Shore region.
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Areas of Concern

During the plan development process several arterial problem areas acrossg the region
were emphasized by local officials and planning agencies as deserving of detailed considera
tion. Im some of those cases the regional planning process was not able to adequately address
811 aspects of the situallon, Cited on the arterial maps (Figs. 6-14) and discussed in this
section are these areas of concern. '

The 1995 Plan contained the Fox Valley Freeway, which passed through northwestern Will
County. The proposed freeway, among other things, would have provided a connection from Will
Counky to the Fox Valley area and also would have provided ancther crossing over the Chicago
Sanitary and sShip Canal/Des Plaines River. This freeway is not included im the Year 2000
Plan. Another means of enhanciag access to thig part of Will County must be found if this
ares i% to develop as locally wished. The Plan does not recommend any specific solution, but
does clearly indicate this corridor as needing special attention.

In northeast Kane County and goutheagt MeHenry County the limlted number of Fox River
crossings cause current congestlon problems, and there is the potential for more serious
future problems. Refer Yo the McHenry County Transportation Study for a more detailed look at
this problem in McHenry Coualy.

Route 83 is the major north-south route through eastern DuPage Counby., At present the
road is of varying widths and access control conditions. The thirteen commurmities bordering
the Facility have & wvital interest in future improvements te the road. In conjunction wikth
the DuPage County Transportation Study a detalled study of Route 83 is underway, which will
result in a plan for future improvements to the road.

hecess to and egress from the Kennedy Expressway on the near north side of Chicago is
via the one way couple of Ohioc and Onbario Streeis. Although originally intended as a tempor
ary configuration, changing plang have forced this acrrangement inte a permaneal state.
Traffiec filow in this corecidor neesds Ffurther detailed study in order to develep a long term
solution that enables traffic to be handled in a more adeguate and safe mauner.

North Lake Shore Drive running along Lake Michigan is a congested rush hour route to
and from downtown Chicago. In past years reversible lanes were used to increase peak direc-
tion capacity in rush hours. Accident problems ceused this practice to be halted. Also,
pther safety problems exist on this road because of the narrow lanes, sharp curves and short
access ramps. The city of Chicago is currently investigakting ways to increase the capacity
and safety of the rcoad. ‘

In northern DuPage County east-west travel is expected to exceed the capacity of the
road system even with the proposed Elgin-O'Hare expressway inm place. Bxpansion of arkerial
capacity is limiked by roadside developments includiag many cases in which major arterials
pass through residentisl areas. If this avea of DuPage County is to grow ss planned, a solu-
tion to this problem will have to be Found.
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Figure 7 Y.
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Figure 8 YEAR 2000 ARTEMAL DEFICIENCIES - NORTH GENTRAL AND CENTRAL
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Figure 11 ;'.Y:E:A_ : 000 A TERIA DE
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~ Figure 12 YEAR 2000 ARTERIAL DEFICIENCIES - LAKE COUNTY
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Figure 13 YEAR 2000 ARTERIAL DEFICIENCIES - McHENRY COUNTY
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In the panhandle portion of northwest Cook County, especially in the‘Schaumburg srea,.

the most serious arterial capacity deficiencies in the region are forecasted for the year
2000. Extensive expansion of the arterial network will be necessary to accommodate this
traffic along with additional provisions for public transit sevvice. Although coangestioca
problems in this area exist today, many of the future problems will be generated by the fore-
casted pgrowth in population and employment Ffor the area. It thus will be necessary to
adequately expand the transportation supply in conjunction with the land development.

The first regional loang range plan produced in 1962 included a proposed Crossbtown
Interstate Expressway running north-south through the city of Chicago in the viciaity of
Cicero Avenue. The 1995 Plan produced in 1974 designated the area as a "high accessibility
corridor.” This designation left the possibility of an expressway open, but indicated that
other options were to be seriously explored. 1In 1977 the north leg of the proposed express
way was dedesignated from the Interstaste System by an agreement between the Mayor of Chicago
and the Governor of Tklinois. In 1979 a similiar action was takes for the south leg. Both
actions freed up money to be used on other transportation projeckts within the vegicn. Without
federal interstate funding an expressway in the Crosstown Corridor is finesncially impossible,
and the facility has been dropped from the Year 2000 Plan. However, the Plan dues recommend
that extensive improvements be made to the transportation system in the Crosstown Corridor.
Particularly in the southern section, improved transportation 1ig the key to an ecouomie revi-
tilizakion of the ares. Improvements will be needed to increase the capacity of north-south
erterials in the corridor. An additiomal through arterial between Cicero and Harlem Avenues
also would be desirable. Finally, the reconmended alignment of the southwest rapid transit
line has been modified from the 1995 Plan to serve the corrider better. The line is now
recommended to extend radially from the Chicsgo CBD to Cicero Avenue and then south to the
Ford City Shopping Center area.

A5 discussed later in Chapter IV, a major capacity expansion is being proposed for
O*Hare Airport. This expansion will increase the ground access demands of thig already major
generator. It is recommended that planning efforts ensure the provision of sufficient ground
accegs capacity to O'Hare Airport.

Bicycles

This section presents the framework for the long range development of the-bicyele as a
mode of transportation in nertheastern Illincis. . The primary thrust fovr ithis considerstion is
to integrate the use of bicycles into the total transporiaklon system. Because the type of
activities that accomplish tkis are in the purview of local goveranments, this plan does not
list specific facilities to be built or actions to be taken. Rather, principles to guide
planning and implemenkation are presented that promote increased use of the bleyele as a mode
of transportation.

Bikeways already constitute a significant transportation resource in this reglon.
Six-hundred miles of bikeways have been built, striped or signed in noriheastecrn ¥llinols.




Forty communities have provided some type of bike routing system. Figure 15 shows the com-
munities with bike-route systems and the major existing and proposed bikeways in the six-
county region, HMore specific bikeway plans are developed at the local and subregional level
through locally initiaked studies (e.g., the Lake, Will, and DuPage counties’ bikeway plansg).
Please refer to the local plans for move detsil. Bicycling as a trensportation alternative is
not only healthful and economical for an individual but contributes to the oversll community,
as well. Energy resources are saved and air pollution is avoided.

Over the years, the methods developed to promete bieycle use have varied from
constructing bikeways physically separated from vehicular traffic (bike paths) to using
roadway design technigques that are not prohibitive to bieycle use (bicycle-safe storm drain
grates, for example}. The separate bike path was once seen as a panscea, but is now viewed
appropriate in some circumstances while inappropriate in others. The approach which has grown
in popularity recently is to accommodate the use of bicyeles within normal wehicular flow
patterns, The assumption for this solution is best stated by the American Azsociation of
State Highway and Transportation Officials in their Guide for Development of HNew Rievcle

where they are permitted.™ A key premise of this plan is to promote a comprehensive approach
to encouraging bicycle use. Therefore, thig plan also extends to other activities such as
proper bicycle use education, enforcement of the Bicycle Rules of %the Road laws, and the
provision of support facilities such as bicycle lockers or racks. '

In short, this is a framework plan that is designed to guide local planning and imple-
mentation so that the use of bicycles can be integrated into the total transportabtion system
in a cost-effective manner. State, regional, and local policies should be nmodified to reflect
this need for integration, and bicycle planning efforts at all levels should be coordinated so
that consistent design and trafflc management strategiee are used whenever possible. The
following principles should be used to coordinate the integration of bicycle use with the
further development of our highway and public kransportation systems and to guide the develop-
ment of new bicycle rouwtes and facilities. For a detailed presentation of bicycle transporta-
tion planning guidelines, see Bicycle Transportation Guidelines for Local Offiecials (NIPC,
1983).

General Transportation Principles

o Bicycle travel should be recognized as a small but integral part of the transportation
syshtem.

o] All new highwavs, except thogse where bicycles will be legally prohibited, should be
designed and constructed under the assumptlon that they will be used by bicyelists.
Therefore care must be taken to ensure that bicycle hazards are not built inte the route,

[+] When a road is scheduled For major reconstruction or regular maintenance, the potential
for improved bicycle uwse should be considered.
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o

Pacility design and planning should be consistent with the 1981 AASHTO guidelines and
efforts should be made toward design consistency and system continuity within this region.

Planning and eperating agencies should include bicycle usage In manual roadway traffic
counts to facilitate planning efforts.

& review of potential bicycle transportation corvidors should be made and, if right-of-way
in a high demand corridor becomes availablg, it should be preserved.

Neighboring communities should plan bike routes so they connect with each other and
provide continuous routes.

Promote proper bicycle use education and enforcement of Bicvwele Rules of the Road laws,

Principies for Roadways and Parking

o

Special attention should be given to providing bicycle access to important ¢rip generators
such ag transit stations, central business districkts, employment centers, schools,
colleges, parks, and recreational centers, if a demand potential exists,

On-toad bikeways should be planned to provide direct alternatives to more heavily uzed
roads; to morz safely integrate bicycle and automobile traffic by means of striping, sign-
ing, and intersection management; and to add directionsl information concerning destina-
tion and distance when traffic control of modal mix is needed and sufficient width is
available.

$idewalks should not be designated as bikeways unless no salternative exists; neither
should sidewalks be prohibited from bicycle use, except where conflicts with pedestrians
are frequent.

Two-way bikeways adjacent to one side of the road shouid not be constructed or designated.

When it is agreed that a bikeway should be part of the improvements to a given roadway,
engineering and consteuction of the Dbikeway should bhe concurrent with the road
improvement,

Roadways designated as bike routes should be considered for priority status when program-
ming routine and major maintenance including street cleaning, petching of potholes, and
resurfacing.

Local parking ordinances should consider including provisions for bicyecle parking in all
new developments and public buildings.

Promote the provision of support facilities such as bicyele lockers or bieyele racks,
especially those that allow locking of wheel and frame.
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Principles for Public Transportation

[}

Bicyéle pafking should be provided or upgraded whenever a public transit station is
improved.

Consideration should be given to carrying bicycles on commuter vallroads, espéciéily at
non-peak hours.

Consideration should be gfﬁeﬁ to experimenting with new technigues to encourage bicycle
use,
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IV. INTERCITY TRANSPORTATION
AND AIRPORT SYSTEM PLAN

Intercity Transportation

This system is the link between sortheastern Illinois and the rest of the nation and
the world. Intercity travelers arrive and depart each day via auto, aie, rail or bus. The
aecessibility these links provide between northeastern Illincis aend other reglons continues to
be a crucial factor in the economic development and well-being of the region. Each of the
intercity passenger modes has inherent advantages in serving specific travel needs. The Year
2000 Plan ig committed to maintaining the remarkably extensive combination of modes that
currently exists to serve the interregional and international transport demands of the
region's residents. Further development of these intercity facllities is encouraged to allow
Chicago’s continvation as a mejor bransportation center of the U.5. The following sections
will examine the suto, air, intercity busz and rail components of the intercity passenger
transportation system.

Automobile/Highway

Under any reasonsable scenario the private auto will continue to provide the majority
of intercity travel service. An extensive national highway system is in place and should
continue to be adequate through the plan period, though maintenance of these highways will
become an increasingly important issue. . The major intercity element of the national highway
nektwork is the Takterstate Highway System. This 18 a designated network of over 42,500 miles
of high design, limited access highways shown in Figure 16. The Interskiate System connects,
by as direct a route as practicable, all the principal metropolitan areas, cities, and indus-
trial centers in the U.8. Through connections to the remainder of the road network auto
aceess is provided to every conceivable point. Today, over B6 percent of all intercity pass-
enger miles of travel are accomplished via this extensive network of highways, Further, the
antomobile provides the major means of access to the public components of the intercity system
for urban/suburban dwellers, and it is particularly important for their rural counterparkts.

The Year 2000 Plan Highway Component has been described earlier in Chapter TII.
Figure 4 shows the major interstate asd intercity highway facilitles and identifies these
recommendations, Clearly, each of these major highway projects will improve interregional
auto access to varying degrees, in particular: ithe Richmond-Waukegan corridor access control
(FAP 420), from US 17 at bthe Wisconsin bopder in McHenry Counbty to US 12 in Lake County; the
Tliinois 31/Randall Road corridor access control conpecting with FAP 420 and punning south
aleong I11 31 to the Aurora area; the Wiscoasin Expressway connector rupning from 1I-94 just
gouth of the state line to the Illinoig/Wisconsin border; and the Indiana connector running
from the present terminus of the Calumet Expressway to the Illinois/Indiana bovrder south of Ug
30.
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Commercial Alr Service

Air travel accounts for nearly 11 perceat of all intercity passenger mileg in the
United States. Commerciel air service should continue to increase its modal share particular-
iy in the long distance market. The best way to accommodate growth and expand the aic systen
is a complex problem of alrcraft, airports, and sile traffic control systems. Obvicusly the
best quality sevvice is nonstop, direct flighit, but this can be justified only between fairly
large citles. Smaller cities must consolidate air demand alb transfer hubs such as Chicago.
Figure 17 is a map of the major commercial airports.

An important element in the commercial air system is the provision by the airlines of
scheduled service between defined poiats at published fares and times. These carriers can be
categorized as either domestic trunk lines {(long distance, natilonal), flag (international},
regional, or commuter.. Scheduled air service in northeastern Tllineis iz provided at three
airports in Chicapgo: O*Hare, Midway and HMeigs. Intérnational, trunk, regional and commuter
gervices are currently offered at O'Hare, with regional service dt Hidway, and commuter
service provided at Heigs. O'Hare handles about 99 percent of the intercity air passenger
gervice available in the region. About half its passengers originate within the Chicago-Gary
metropolitan area with: the other half consisting of connecting or transfer traffic. Like
other major hub alrports O'Here is already operating near capacity. The O'Hare Midwey Haster
Plan Study conducted by the city of Chicago examines the fubure development needs for commet-
cial aviaktion in the Chicapgo area.

Chicago’'s role as a major aviation hub is vital to the economy of the region. 1In
order 0 maintain this position expansion of commercial aviation capacity is necessary. The
Plan oncourages such expansion but stresses this expansion must not be accomplished at the
expense of degrading the environmental conditions of the communities surrounding the alrports.

Intercity Bus Service

Although this mode accounts for only two percent of the intercity passenger miles it
iz an extremely important component of the intercity trensportation system. It sevves a
gegment of the population that otherwise may not have access to intercity travel. The inter-
state and intercity bue industry is the most extensive of the common carrier passenger modes,
(See Figure 18.) Inkercity bus connecks approximately 15,000 communities nationwide including
1,000 that are not served by any other publiic intercity mode., Ninety-six percent of towns
with 2,500 to 5,000 population, end virtually all of these over 5,000 population, have some
intereity bus service. - N

Intercity bus has a sigaifitant distribution function to other modes especially for
those who live in small towng. Also, it is primarily the poor, the young, and the elderly who
cennot afford, or have no access to other means of intercity travel that patronize intercity
bus with its generally lower fares. Further, intercity bus service is highly energy effi-
cient, it is one of the gzafest medes, and it is considerably less costly to operate than other
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intercity passenger modes for many markets., This private industry is expected bto continue
its valuable contribution to intercity travel through the Year 2000.

Intercity Rail Passenger Service

Rail passenger service accounts for less than one percent of the nation's total inter-

city passenger miles. The ubiguitous, economical and highly perscnal suto, the highly
developed intercity bus network, and high speed modern aviation services have combined to
reduce the atbtractiveness of the rall passenger mode. Passenger service has long been

unprofitable to the private railroad companles, and the Rail Passenger Service Act of 1970
established the Mational Rail Passerpger Corporation, or Amtrak, in an effort to halt the vapid
deterioration of service and to rationalize the passenger system. The establishmenl of Amirak
in 1970 resulted in major planned cutbacks in service, which were only partly implemented.
Continued reduction of the overextended system is likely with efforts being made to focus
service in high density corridors with better ridevship prospects.

The principal potential berefit of a modern rail passenger nebiwork is its enervgy effi-
ciency. Given the uncertain energy future the role of rail for intercity travel could sigai-
ficantly expand by the year 2000. TIf the rail passenger system ceases compietely, a reinsti-
tution to meet future needs may be very difficult and extremely expensive, With that in mind
the Plan recommends the continued public support of thig mode. Specific recommendations for
rail service improvements to benefit this vegion are shown in Figure 19 and are discussed
here. )

1. Union Station Connector. Construction of connecting trackage from the ICG to the
Conrail Line at Grand Crossing {(on Chicagoe's south side) bo facilitate moviag the
“I1lini"” train into Union Station without requiring the awkward backup turnaround
novement now necessary. This maneuver gdds approximately 30 minutes to the train btime
from Champaign and Carbondale.

2. S8tation improvements at each of the seven stations in northeastern Tilinois. Stations
should be renovated with local public and private sector participation into comfort-
able and pleasant surroundings, scaled to use. Tntermodal facilities should be incor
porated into these renovations where Feazible. TImprovesent of staklon attractiveness
is expected to yield long term ridership gainsg that «will reduce service deficits.

3. Waukegan-Gurnee Station. Construction of a new station along bkhe Chicago-Milwaukee

corridor on the Hilwaukee Railroad kine. This station will provide access to the

Great America Amusement Park, which is located one mile from the Milwaukee tracks and
attracts over 2.5 million visitors between April and October each year. The new
stabtion would be served by shuttle buses to provide convealent transfer.

4., Commuter service exbtension from Geneva to DeKalb on the Chicago and North Western west
line was proposed as part of the 1995 plan, but is sot included in the recommended
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commuter rail component of the Year 2000 plan. However, great interest still exists
in Kane County for a local nconcommuter type service (one train per day or weckend
anly) between Geneva and DeKalb. This local service is recommended as an intercity
rail service, :

These recommendations recognize the need to provide a balanced transportation service.
As the price of private transportation, partieularly petroleum Fuels, econtinues to rise, it 1s
important to develop alternatives to further reliance on the automobile. Energy efficient,
enviconmentally sound, fast and convenient rail passenger service wiil make a major contribu-
tion towards system balance in the short haul, high density cortiders where its advantages are
greatest.

Regional Airport System Plan

This section of the chapter presents the recommended Year 2000 Reglonal Airport Sﬁstem

Plan (RASP) for northeastern Illinois. The.aviation system services three major catepories of
users, Most familiar to the air traveler are the airlines providing certificated route
services which inelude domestie trunk, .flag, rcegional, supplemental (nonscheduled) and
commuber airlines Ffor passenger service and scheduled cargo service. The second major user
group is general aviation, which encompasses all other aviation services including nonschedul-
ed air taxi and air charter, business/corporate, instructional and personal or recreational
use. The final user group is the wmilitary, which operates from Glenview Naval Air Station
and, to a limited degree, O'Hare. The Year 2000 RASF concentrates on the general avialion
system, though the obviously strong interrelationship between the air carrier anﬁ general
aviation wsers is an important cossideration in the development of the plan.

The Year 2000 RASP would provide continued aviation services primarily thiough utili-
zakion of the existing airport system. Some capacity improvements would be - needed at the
region's air carrier and commuter airports. As the world’s busiest airpori O'Hare obviously
has a erucial role in the future composition and development of the region's airport system,
O'Hare will continue to funcbtion as the primary air carrier hub alrport serving the Chicago
region, which will neccssitate substantial improvements in the areas of ‘noise ‘reduction,
corporate business ayiation relief at general aviation reliever alrvports, air carrier and
commuker airline velief at Midway and Meigs airports, phasing onk of military opervations,
better ground access by both highway and transit, aad continued improvement in air traffic
control procedures. These and other airport related issues are dealt with in the O'Hare
Midway Master Plan Study. O'Hare was prevxously discussed in the section onrn the intercity
passenger trasmsportation system.

Because of increasing air carrier demand in the vegion and the lack of convenieat,
firancially feasible, environmentally acceptable sites for a third ale carcier airport, Midway
nuskt be recommended for maximum air carrier utilization of uwp to 400 operations per day. Low
fare service in short to medium range wmarkets will help revitalize HMidway Alrport. To be
successful such service will require solutions to the problems of austo packing at the termin-




al, access from the Loop, environmental impact, and displacement of pgeneral aviation aircraft
and operations. The most obvious peneral aviation alternatives to Midway are Lewis-Lockport,
Clow, and Crestwood-Howell airports. Of these Crestwood-Howell is privately owned and likely
to close within the plan period, and Lewis-Lockport is already near capacity.

Hew construction is called for only te replace the existing Joliet Municipal and
possibly Elgin airport. Publie acquisition of seven existing privately owned airports is
recommendad including, in approzimate order of priority, Pal-Waukee, Crystal Lake, Frankfort;
Campbelli's, Lewis-Lockport, Clow, and Elgin. Improvement of existing publicly owned facili-
ties is recommended at DuPage, Auvora, Lansing, and Waukegan. The remaining airports in the
region sre not recommended for change either because of local resistance, lack of available
space, Or because the airport is small and on the region’'s frisge. The recommendations for
the airports are presented in Table 3 and are shown in Figure 20.

These recommendstions require further study and refinement through the individual airp-
port master planning process. Some airports have only recently completed master plans while
others are curreatly in progress. In each case compatibility between the individual aleport
plans and the regional system plan must be insured. Implementation of these recommendations
is criticsl, however, if the region is to continue to benefit from a viable aviation system.
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Table 3 ™

YEAR 2000 REGTLONAL ALRPORT SYSTEM PLAN RECOMMENDATIONS

Public Extended Length Instrument Crosswind  Touch Taxiway Apron
Purchase of HMain Landing Runway & Go

Airport Runway Syskem Runway
HMeigs X
Aurora 5,900 X (%) X X
Campbell's X 3,900 X x X o
Glow Tnt'l X 3,900 ) X X b
Crystal Lake X 3,900 ' % X X
DuPage

Counky 5,000 R X X o
Elgin X 3,900 X X X
Frankfort X 3,800 X X X
Jollet T
{(new airpork) X 4,500 §:9) X i X o
Lansing 3,400 X X
Lewis- .

Lockport p:s 3,900 {(x) X X X X
Pal--Waukee X X X o,
Waukexan &, 000 x [§9] X X

Note: X indicates improvement is recommended. -

{X) indicates improvement is recommended only if demand
warrants it,

B
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Figire 20 YEAR 2000 REGIONAL AIRPORT SYSTEM : GENERAL AVIATION
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V. FREIGHT SYSTEM PLAN

The production of goods and services in response Lo market demand is depeadeni upon
freipht transportation to assemble rvaw materials and distribube finished products. The wove-
ment of these goods and services is a large-scale, iutense activity that is vital to the
national economy as well as the urban components of that economy. FBach year the cost of
moving goods on hational transportation arteries amounts to approximately 8 percent of Lthe
gross national product (G.M.P.), or akt present values, over $204 billion per year.

A look at urban goods movemeni presents us with a another perspective on the freight
industey. The cost of urban goods movemenst is substanblally greater than intercity truck,
rail, air, or water expenditures individually and is almost as large as. all intercity freight
bransport combined. Its importance is reflected in its impact on regional economies and ou
metropolitan transportation networks. As the economies of urban areas expand and develop, so
too will the business of collecting and distributing commocdities. Realizing this, transporta-
tion planners have attempted to research and analyze regiconal freight systems. TIncorpotrating
urban goods movement into the urban tramsportation planning process can result in significant
improvements in the transportation system and cen create corresponding benefits to the
community. -

To obtain a perspective on the local significance of urbsn freight Ekransportation,
Table 4 is presented. This data indicates the role played by each tode of Freight transport
in the interregional movement of goods into, out of, snd through the Chicago Production Area.
The total of 985 million tons carried by all modes has grown by more than 67 percent since
1965, As a freight trangsportation hub, Chicago has no. rivals. HNo other production area in
the nation handles as much freight as the Chicago metropolitan area. 1In order Lo maintain
this preeminent position as a freight tramsportation hub, the Chicago region must direct new
freight facility investments into programg and projects which continue to attract FEreight
traffic and stimulate economic growth.

Chicago’'s economic strength rests in large part on its continuing role as the traos-
portation hub of the midwest. For many years the dominant hub of the natlon's rail network,
Chicage in the late 1950's gained prominence in the areas of highway, air, and water transpeor-
tation as well. This period saw the devélopwment of a modern expressway system, the completion
of the St. Lawrence Seaway, and the construction of O'Hare International Airport. As a
result, Chicago became an important 1link ia the natiomn’s shipping lanes, TInterstate highway
system, and air lanes.

These transportation developments have paced the growth and progress of Chicago's
regional economy. The region's complex of transporbtation arteries annually move over 100 tons




of goods per resident and its trsneportetion industries continue to provide employment %o
thousands of people throughout the metropolitan area., Urban goods movement has been and will
continue to be a major factor shaping Chicago's economic growth. 1Its strategic geographic
location and extensive bransportation infrastructure can act as the biggest tools Lhe region
has to achieve its economic developmént goals.

In developing this plan an attempt has been made to researvch those areas where the
region’s freight industry can optimally make improvements and investments to attract traffic
and move it most efficiently. Guidelines for these investments 'have been developed which

weigh such diverse elements as private transport interests, goversment's role in transporta
tion, land use development, and overall regional goals.

TABLE 4
FREIGHT TONNAGH

Frajight Tonhage Originating in the Chicago Production Area*. and
pestined to the Chicago Production Area by Mode for all Commodibies - 1977

Freight Tons Originating Freight Tons Destined

Hode in Chieago to Chicago Total Tons
Air 299,602 218,000 . 517,692
pipeline. : 177,926,840 : 93,807,609 Q17,734,449
Rail 111,902,150 83,577,307 195,479,457
Truck . 224,676,238 ' 149,251,824 373,928,062
Water _ 19,842,410 _ 26,723,411 46,565,871
Other 60,201,103 37,056,683 97,257,786
Tokal o 594,848, 343 390,634,924 . 985,483,267

AChicago Production Area includes Cook, DuPage; Kane, Lake, Mcﬁenrj,ran& Will counties in
I1linoig end Lake end Porter counties in Indiana.
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General Goals & Objectives

The general goals and objectives describe the desirable charscteristics of a regional
freight transportation system. Attainment of these objectives will depend on move detailed
project plenning, special studies on selected topics, and cperating procedure development.

GOAL 1: A Trangportation System Which Meets Regional Heeds for Moving Goods

Objective 1A,
Objective 1B.
Objective 1C.
Objective 1D,

GOAL 2: A Freight

Objective 2a.
Objective 2B.

Gbjective 2C.

Provide trapspovtation accessibility to aceas of commodity trip generation
sych as industeial packs, )

Provide transportation services to meet increased demand during peak
periods.

Provide a transportation network which iz designed Lo optimize intermodal
sccessibility.

The users of the intercity and intracity freight transportation aetworks
should have a choite of modes.

Transportation System Which Is Operationally Viable

Inceease the coordination of physical facilities between modes and within
each mode.

Minimize physical conflicts and congesticn within the transportation
system.

Maximize the efficiency and rveliability of the freight trassportation
system.

GOAL ;i A Freight Transportation System Which Promotes Innovabion and the Safe, Efficient
’ Functioning of Each Mode to ihe Aid of Carriers, Shippers, and the Region as a Whole

Objective 3A.

Objective 3B,

Promote a system which insures safety and security for the users and the
community.

Develop coordinated public/private research and planning for -freight égs
tem improvements.

GOAL 4: A Freight Transportation System Which Minimizes Negative Environmental Bffects and
Encourages Desirable Reglonal Growth and Optimum Use of Resources.

Objective 4A.

A freight system which supports the regional land-use plaht

J—



Objective 4B. A freight system which minimizes social sand economic disruption of exist-
ing land use patterns and minimizes negative air guality impacts.

Objective 4C. A freight system which egqualizes user fees to the social cost of providing
services. :

Hultimodal Freight Concepts

The following freight' concepts and -subsequent recommendations represent the specific

objectives and strategies of the freipght plan.

HOTOR CARRIER FREIGHT CONCEPTS

1)

2)

3}

4)

3}

Establish a regional preferential truck route system of selected major arterials and all
freeways. This network would be designated Ffor heavy truck traffic with proper design
and maintenance standards. Heavy truck use of nondesignated routes would be restricted
to local access only.

Develop a truck bterminal c¢luster system that is compatible with the preferential truck
route system. Encourage implementation of the cluster concept through incentives such as
infrastructure provision.

Implement new commercial zone expansion criteria to allow for more rational commercial
zone expansion. MNew zonal boundaries would be set at the county rather than municipal
level. Expansion would be encouraged to county boundaries if municipalities within that
county are included in the current commercial zone.

Tdentify locations of severe truck ktraffic congestion and truck access restrictions
throughout the region. Develop and evaluate altérmatives to ease congestion and access
problems at these locations,

Identify Chicago CBD locations which restrict truck access and result in freight and
passenger service conflicks., Develop and promote capital and operational improvements to
mwaximize truek cireulation and service access and to minimize interference with auto and
pedestrian treffic in the CBD., Evaluate Lhe long-term prospects of utilizing the Loop's
extensive subterranean freight tunnel system for growing package express movements.

RALL FREIGHT CONCEPTS

13

2

Encourage grade separation of rail-highway crossings at high density intersections and
improve crossing protection at all crossings.

Encourage the development of a consolidated network of designated high speed, prade
separated strategic interciby freight limes supported by a comprehefisive urbanized area
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3)-

4)

3

switching- line system. - Provide railroads with technical assistance in developing this
network. - - - : : .

‘Tmprove the: efficiency of Chicago's‘ intermodal trangportation operations by providing

facilities to expedite the interchange of traffic between rall yards.
Promote the electrification of railroad right-of-way where feasible.

Provide a forum for rallroads and shippers to discuss rail abandonment alternatives,

WATERBORNE FREIGHT CONCEPTS

1)

2}

3

4)

5)

6)

AIR

Encourage - and promote commercial waterborne transportation onr appropriate segments of
Chicago's inland waterway system. .

Develop and mainkain rail and motor carrier access to Chicago Regional Pori District and
Indiana Port Commission facilities to promote intermodal coordination.

Tdentify methods to reduce or eliminate clearance restrictions over the Chicago Sanitary
and Ship Cansl at the Santa Fe Ship Canal Railrosad Bridge crossing.

Develop and maintain port facilities ko accommodate the transfér of cargoes between
barges and inland carriers and between barges and deep-draft vessels.

Maintain confined disposal facilitlies to accommodate the materials dredged from Chicago
waterways to maintain depths.

Encourage and promocte dialogue between rail and motor carriers and port. officials

regarding the need for reduced, preferential rates to and From Chicago and Burns Harbor
port Facilities.

FREIGHT CONCEPIS

1)

2)

3

Tnerease the capacity of the reglon's air cargo facilities tu accommodate expanded air
freight traffic,

Improve airport ground access systems to inerease truck access to cargo areas, The costs
and benefits of multiple access pointy should be investigated.

Promote the development of a foreign trade zone at O'Hare International Alrport.

Proposals & Recommendations:




HMotor Carrier NWetwork

Increasing the efficiency of the motor carrier freight system is a primary goal of
the Chicage region in its efforts to promote econcmic growth. Thirty-eight percent of all
freight tous originating in the Chicago region 1s handled by the truck mode and okther freight
modes are becoming increasingly dependent upon trucking as intermodal traffic continues to
grow. Chicago has evolved as the nation's major trucking center with over 2,400 for- hlre
motor carriers located in the six county reglon. The region's motor freight network is
characterized by & proliferation of truck terminals which act as interfaces between inter-
regional line hauls and intraregional distribution, Within Chicago, more than 70 percent of
all truck miles are of the intra-urban type, with both origing and destinations found within
the Chicago Commerical Zone (CCZ). TFor all of these reasons, motor carriers are a key part
of the regilonal freight transportation network.

The concepts presented in this plan Ffor trucking focus on seversl strategies to
improve the efficiency of the system: truck voute channglization, for-hire terminals cluster-
ing, commercial zone expansion, and CBD truck access and cireulation improvements. The best
estimates available leave little doubt that freight movement by truck will increase in the
next several years, that a grester percentage of motor freight movement will be handled by
larger, heavier trucks, and that the types of system improvements suggested in this plan will
have a positive impact on those motor freight movements.

Truck route channelization would be accomplished through the development of a regional
preferential truck route system of selected major arteriasis and all freeways. Heavy truck
movements would be channelized along a series of well-defined corridors. Highways within
these corridors would be upgraded to enable them to carry the increased heavy truck traffic.

CATS, through the application of a motor freight planning model has simulated a
preferential truck corcidovr system om its regional sketeh planning network. The simulation
results suggest Lthat a preferential rowting system for medium and/or heavy trucks is a
feasible and sensible planning strategy for the Chicagoe region. The preferential truck
corridor system designated on the skelch network is only a representation of general corridors
within which truck route designation would be appropriaste. However, as the model is later
refined and a simulation is performed on the CATS zone network more detailed information on
specifFic routes would be provided.

The criteria to be followed in setting up a preferential truck route system are
listed below:

1)} Connections to major freight facilities such as truck terminals, warehouses, and
freight forwarding and consolidating facilities.

2} Connections to major freight producing zones (trip generatxon areas) as identified in
the motor freight planaing model,
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3) Connections to all of the reglon's highly freight accessible zones as identified in
the motor freight planning model. : ' '

4) Adequate'underpaés‘clearéﬁcé along the identifed routes.

" The potential benefits of setbting up such & truck route system would be operational,
environmental, and financial. Auto/ truck tratfic interacticns would be minimized through the
channelization of truck volumes over the designated routes. The negative .environmental
impacts associated with heavy truck traffic in inappropriate areas such as reéidential neigh-
borhoods &ould be reduced. Limited street maintensnce and reconstruction funds could be mezi-
mized by targeting the funds to the designated truck routes. Walntenance costs on non-desig-
nated streets would be reduced. Tinally, the concentration of transporiation flows .would
improve urban goods movemeni efficiencies by designating larger, more effective transportation
facilities. .

Onee a preferential truck route network Iis designated the information could be pre
sented in a format similar to the Illincis Highway Map. This map would identify the preferen-
tial kruck routes throughout <¢he region as well a8 locations of inadequate uanderprss clear-
ances and other information useful to. truckers. This "Chicago Trucker's Map" would provide
truckers with a practical tool to make their trip through the Chicago region more efficient
and safe. Development of the system and preparation of the map should be implemented in the
1980's.  During the interim period between system planning and implementation,- CATS should

work closely with local trucking companies to identify locations of severe truck traffic

congestion and truck access restrictions throughout the reglon. Alternatives ko ease conges
tion and access problems at these locations should be develepsd and evaluated.

The suggested Chicago system plan would encourage the clustering of for-hire motor
freight terminals throughout the region. The development of these terminal clusters would be
encouraged through infrastructure provision and other incentives to be idenLified with the aid
of local municipal officials. <The terminal system would be compatible with the network of
preferential truck routes and conform as clesely as possible to existing Lerminal. development
patterns.

There are 24 suggested prime areas for terminal clusters. The criteria for selection
of these sites include:

1) Areas of greatest access to Interstates and primary arterials.

2} Closest proximiﬁy to trucking serviée demands; notably manufacturing and industeial
land use.

3) Kreaé of greaéest iniefliﬁing opportunities due to their proximity to othef_carriers.




4) Best connectivity to the major freight service demands throughout the system.
5) Low congested truck travel times.
6) Locationg with currently high terminal activity.

The potential benefits associated with the spatial clustering of terminals into the
supgested locations are economic, environmental and operationsl. The concentration of truck
terminals would increase interlining oppertunities among carriers. Clusters could be used to
stimulate future industrial park development by atbracting motor carrvier customers to particu-
iar sites. Some of the recommonded peripheral locations would help reduce currently high
central area traffic congestion and promote a more efficient utilization of the region’s high-
way network., Auto/truck traffic interactions could also be reduced and negative environmental
impacts minimized.

Local municipalities in coopevation with highway planners and trucking companies would
identify specific locations for development of motor carrier tecrminals, public warchouse faci-
1ities, and related industrial park uses. Where these types of facilities are clustered
together, traffic signals, turning channels, and possibly short length expressway access ramps
could be provided. Carviers would be discouraged from locating new facilities in areas not
designated as clusters., All terminal locations would be linked to the expressway system and
to adjacent clusters by way of the preferential truck route network. See Figures 21 and 22.

Another component of the motor freight plan is the expansion of the Chicago Commercisl
Zone boundary. Within the CCZ interstate shipments and carriers operating solely within the
zone are exempt from Interstate Commerce Commission rvegulations. The zone ig also useful as a
uniform rate territery. The last major expansion of the Chicago zone occurred in 1%77 in
recognition of changed commercial and industrial locations.

Through the implementation of new zone expansion criteria, the CCZ would expand out-
ward to the county boundaries rather than the piecemeal expansion which presently occurs as
individual municipalities are added. Hence the entire six county area should be included in
the CCZ.

The suggested expansion will allow for greater competition in the urban goods movement
market by including recommended terminal cluster areas in the regulation free zone. The
continued suburbanization of commercial and industrial establishments will be complimented by
the new truck terminal developments whiech will then provide for shipper accesg bto all inter-
state common carriers serving the urbanized area.

Industrial park and truck terminal developmenkts within Lhe expanded zone should be
planned carefully with proper consideration For the negative environmental impacis of such
developments. Congistency with the regional land use plan must be assured to avoid the
problems agsociated with suburban sprawl.
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Figure 21 YEAR 2000 MOTOR CARRIER FREIGHT
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Rail Freight Hetwork

Since deregulation in 1980, railroads have experienced a dramatic turnaround that has
transformed a dying industey into a growth industry. The long-term prespects for rallroads
have never been brighter. Deregulation has resulted in shipper/ecarrier contract arrangements
which have provided railroads with a predictable traffic volume and income, and increased
ratemsking Flexibility has enabled the railrosds to offer shippers competitive pricing pack-
ages. In short, these changes have provided railroads with new ways to solicit traffic.

The Chicago vegien, as the nation's largest railroad center, will certainly experience
the impacts of increased rail traffiec as the economy improves in the future. Twenty-four
companies operate within the six county region, with the greatest concentration of rail opera-
tions occcurring within the 400 sguare mile Chicago Switching District. Within this disteliet,
classificatlon yards, iatermodal Ffacilities, cvight-of-way trackage, storage yards and other
rail-related facilities are mejor landscape features of the urban transport complex.

With its extensive network of trackage and terminals, the rail industry's freight
operations often conflict with person movements. Planning for an efficient, nondisrvuptive
rail freight network can have far-tveaching beneficilal effects on many facets of urban life.

The concepts presented in this plan for the rail freight system call for a number of
improvements to meximize the efficiency of the system while reducing person freight conflicts.
The concepts also recommend further study for several proposed system improvements and stress
the impertance of intermodal and public/private cooperation to the achievemeant of the region's
freight transportation objectives.

A major objective of the rail system plan is to encourage the development of high
speed, grade separated strategic intercity freight limes supported by a comprehensive switch-
ing line system. CATS has identified a set of existiag railroad lines within the Chicago-Gary
region which it deems especially important. These lises are called strategic because they
represent the spine of the midwestern rail network and link together each of the major cities
in the midwest.

CATS envisions the strategic system as a rail network of highest quality linking major
urban reglons to facilitate the movement of intercity freight. The railroads would be encour
aged to upgrade six major intercity radial-rights-of-way, portious of two belt Lines for
through traffic, and an extensive system of major switching routes Lo serve the Chicago
Terminal District., The grade separated main lines should be electrified where warranted by
traffic density. The strategic intercity system would not extend into the heart of the Chicage
region, but would instead terminate at an innet belt line in a risg arcund the nesr suburbs of
Chicago. The purpose of the belt lines is to transfer traffic from one strategic line to
another without Lraveling into the congested core area,

The system would be particularly eflicient for the movemeni of high-value intercity



freight. Long-range implementation of such & system is justified based on general trends
ghowing increases in high-value TOFC/COFC freight shipments and on the fact that rall lines
in the Chicago region secem to be holding their own with regard to traffic density during the
current recession. Poiential benefits include: improved transit time and car ukilization
resutting in economies in operating costs, complete eliminaiion of grade crossing blockage
and safety hazsrds, and a reductiem in alr pollution levels on those routes selected for
electrification.

As noted above, rail electrification is suggested as part -of the development of stra-
tegie lines. Those lines carrying the highest traffic density would be electrified first and
the remaining lines would be prioritized according teo gross ton miles carried. It should be
noted, however, that electrificetion requires great initial capital expense that may secve as
a deterent to its implementation. TIn addition to the positive air gquality impaets anticipated
as a result of this improvement, significant energy savings could also be expected as a result
of the switch Lo electricity from diegsel fuel,

Cooperatlon among public planping agenclies, local academic institutions, and the
private carriers may result in the development of innovative proposals to plan and design an
improved regional rail network, and will be essential to the eventuazl implementation of the
suggested system. CATS would provide railrosds with technical assistance in developing the
proposed rail network. Implementation of the system is envisioned by the year 2000.

Recognizing the increasing imporbance of intermodsl traffic to the rail industry, the
rail system plan recommends the provision of facilities to expedite the interchange of traffic
between intermodal terminals and Lo maximize the efficiency of operations at intermodal inter-
change points.

This freight plan encourages the continued consolidation of intermodal terminals and
envigions a network of 14 such facilities throughout the Chicago region in the year 2000. The
projected growth in intermodal traffic bebtween now and 2000 will certainly have important
impacts on regional freight movement, The suggested improvements to these complimentary
intermodal exchange facilities will expand opportunities Ffor shippers and improve freight
system efficiency as this traffic continues to grow. See Figure 23.

Another recommendation of the rall system plan relates te the effect of rail line
abandonments on Chicago industries. Since deregulatios, rail line sbandonments are increas-
ing due to streamlined abandonment procedures and railroad mergers causing larger railroads
to trim duplicate facilities. This has resulted in a loss of direct rail service to certain
buginegses and communities snd has had a very detrimental effect on these industries which
depend on rail transportstion ko move their products. As a result, many companies are forced
to either relocate or pay higher rates for alternate transport. Alternatives to total discon-
tinuance of service on certain lines should be examined carefully with input from shippers and
railroads. It is recommended that the CATS Freight Advisory Committee be used ag a forum for
the railroads and shippers to discuss rail abandonment alternatives in the region.
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Waterway and Harbor Network

-Chicago serves as a waterway interface in the movement of traffic bound for beth
foreipn and domestic markets. Tt is a terminus for two distinct waberway systems, both of
which ubilize the local canals, rivers and harbors. The two systems are the Great Lakes
St. Lawrence Seaway, and the Internal Wakerways, Waterborne commerce for the Port of Chicago
connecting the two systems, toteled 32.9 million tons in 1980 ranking Chicago 7th in total
tonnage among the major U.S. Seaway ports and 1st in tons of inbound and outbound general
eargo.

The waterborne freight plan for this complex system is degigned to promote commercial
water transportation, improve coovdination within the mode and between modes, and to reduce
conflicts with other modes. BSeveral concepts are presented in an effort to encourage greater
use of the Ports of Chicage and Indiana and to improve overall waterway system efficiency.
See Figure 24.

Commercial waberborne transportation would be encouraged on appropriabte segments of
Chicago's 41 miles of rivers and canals. Except for the Dez Plaineg River, the North Shore
Channel and the Chicapo River north of Addison Street, all waterway segments are commercially
navigable. This waterway system serves as an important transportation artery and should be
viewed as an invaluable resource for economic develepment and transportation innovabion,
Maritime traffic on this system would be actively promoted through the coordinated efforts of
all agenslies responsible for planning, waintenance, and improvements on the varicus waterway
gsegments. Disruptions to wvehicle and pedestrian traffic crossing the navigable segments of
the waterwsy should be winimized through strict sdherence to applicable Coazt Guard regula-
tions relating to bridge operations during peak person travel hours. All waterbovrne freight
improvemaents should be checked for consistency with the envirornmental snd commercial tranrgpor-
tation policies contained in the Chicago Wakerways Study, plans for the fllineis and Michigan
Cenal National Heritage Gorridor, and other regional waterway and harbor plans.

The second concept presented in the water system plan focuses on operstionsl strate-
gles and capital improvements to maintais sufficient rail and motor carcier sccess to
Chicago's reglonal port facilities. Reil and street access problems and facilities in need of
improvement shouwld be identified ia the vicinity of majoe port Facilities in an effort to
remove congtraints  on the multimodal movement of goods at thege locations and promote inter-
modal coordination.

Particular attention should be given to the Iroquolis Landing carpgo facility. Low
viaduct clearance in the vicinity of this facility presents a severe access problem for trucks
disteibubing goods to and from the highly industrialized ares surrounding the site, and forces
many truckers to follow circuitous routes te access Irogqueis Landing. The problem of inade
guate rail access at Irvequois Landing also needs to be investigated., At present the facility
is served by only two railroads - the EJ&E and the Short Line. Helther of these lines carries
any substantial container traffic. To promote efficient intermodal exchange it would seem
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more logical to have this facility served directly by a railroad which carries substantial
container btraffic. Improved rail and . truek access to Troguois Landing for container and
general cargo traffic moving betwéen the port and inland points is essential to encourage
multimodal use of this major developing watevborne freight facility. -

As access improvements are implemented and intermodal traffic  grows, Chicago area
ports will reguire expanded facilities to expedite the transfer of freight from one mode to
another and from one waterway system to amother. It is vecommended that port Facilities be
developed and maintained to accommodate the transfer of cargoes between barges and inland
carriers and between barges and deep-draft vessels. Projecked traffic increases between lake-
front harbors and inland waterways will require substantial investments in new infrastructure
i{f the waterborne freight network is to remain competitive with cther modes.

The Chicage Sanitery and Ship Canal is & heavily used water corridor through south-
west Cook Counkty. Connecktions ave made with the Chicago River on the north and the Cal-Sag
Channel near its south end. As the primary link between the Illineis River and the City of
Chicago, unrestricted passage for barge traffic on this Ffacility wust be maintained. One
problem area which has been identified by barge lines using the waterway is the Santa Fe Ship
Canal Railroad Bridge crossing ak Lemont. Prior to 1945 this railrpad bridge was moveable.
“The bridge was lifted as needed for the passage of barges and other vessels on the ship cansl,
For over 30 years however, this bridge has not been moveable and presents a serious clearance
restriction to barges using the canal.

Petroleum products, coal and building materials account for nesrly 65 percent of all
Sanitary and Ship Canal traffic and major petroleum depots, electric generating plants, and
sand and grevel yards line the channel as a result. Recognizing the importance of this
traffic to Chicago area industries, CATS should work closely with other planning agencies, the
Santa Fe Railroad, and the multitude of barge operators using the cenal to identify methods to
reduce or eliminate the clearance restriction over the ship canal at the railroad bridge
crogsing.

Air Freight Network

The alr cargo sepment of the freight transportation industry is expected to continue
growing through the year 2000, Deregulation and the current economic situation have combined
to create an akmosphere in which.the air freight industry has become competitive with other
modes. Deregulation has made it easier for new carriers and freight forwarders to enter the
air cargo business and the kind of rate cutbing permitted under derepulation hds attracted
shippers. The depressed economy has lead to a consclidation of company distribution points
throughout the nation which has made transportation by air seem wvery atlbractive. These
fectors and others have given industry representatives confidence that air cargo business will
be booming in the neer future.

Within the region over 40 carriers offer ailr cargo services in. scheduled passenger

65



66

aireraft., HNearly 20 air cargo sirlines offer exclusive cargo services including the rapidly
growing small package express airlines. In addition, wmamy air Ffreight Fforwarders provide
conselidation and connecting services for alr shippers. The majority of this activity occcurs
at and avound O'Hare International Alrport.

The efficient movement of goods via air demands facilities that can interchenge a high
volume of freight between aircraft, terminal, and other modes of the regional Freight network.
Host airports in the Chicago ares are not equipped for this type of activity. Only O'Hare and
Hidway airports carry significant air freight traffic. These two airports handle over 99 per-
cent of the regional air cargo,

The concerns of the reglonal air freight indusiry center asvouand khe ability of this
region's major air cargo faclilities to handle expanded quastities of freight. Recognizing
these and other air carrier concerng, the City of Chicago has recently completed the master
plan for future development of O'Hare Airport. The plan focused on the constraints limiting
O'Hare's capacity to accommodate anticlipated Ffuture avistion demand including the growing
demand for air cargo services. These consktraints were identified as: 1) the number and size
of gates; 2) the available terminal space; and 3) the ground access and traffic circulatica
systems supporting the airport. The master plan consists of three phases - phase 1 of which
is already under comstruction. Phases 2 end 3 include the relocation and redevelopment of the
cargo facilities at O'Hare. The present Facilities ab O'Hare have become taxed and the latest
propesal in the O'Hare Development Program calls for the redevelopment of a new "cargo city"
in the southwest corner of the airport with facilities capable of handling the doubling or
tripling of demand, The new cargo complex would include new postal processing facillties and
would be accessible off Irving Park Road.

In order to efficiently handle increased air Freight beafflc, facilitias at O'Hare
wili have to expand as planned in phases 2 and 3 of the master plan. Tt is recommended that
O'Hare, as well as Midway and other gmaller sirports increase the capacity of their air cacrgo
facilities to accomodate the projected expansion of air freight traffie in the Ffuture,

As mentioned previously, one of the major factors constrainimg fubure growth at O'Hare
is the existing ground access system. Highway sccess will be an exiremely importsnt factor in
the planned cargo complex developments, as the air cargo industry i¢ inereasingly dependent on
trucks to service expanding air express operations. It ig recommended that airport ground
access systems be improved Lo increase Lruck access to cargo areas. Direct actess from adja-
cent expressways should be studied, and the expansion of nearby truck terminals considered, as
access improvements are planned. The costs and benefits of multiple access points to the
cargo complex should also be investigated, These studies should occur during the 1980°'s.

A final component of the air Freight plan is the support and promotion of a foreign
trade zone at O'Hare International) Airport. A foreign trade zone is a secured area legally




outside the nation's customs territory. Its primary purpose is to attract end promote inker-
national trade and commerce. These zones are normally located in or near a customs port of

enkry such as OQ'Hare.

The establishment of a foreign trade zone at O'Hare, or an area adjacest to and
including a poriion of the airport, is highly recommended. The wany exporters, importers,
customs brokers and freight forwarders clustered im the O'Hare area as well as companies
engaged in assembling, sorting, or manufacturing foreign or domestic merchandise would find
guch a designation beneficial.

The benefits of foreign trade zone establishment at O'Hare are 1) goods in the zone
are not subject to any U.S. duty or excise tax, 2) goods may be exported from the zone free of
duty and tax, 3) it enables importers to pay the lowest possible duty on merchandise which is
manipulated within the zone. As a resulk, the zone would attract greater international trade.
Although already & leader in exports and international trade, the Chicago region could use the
geonomic boost- that trade zone establishment would provide.
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VI. FINANCIAL CONSIDERATIONS

Transit and Highway Components

In order to develop Ffizcally vesponsible btransit and highway plans, forecasts of
financial resources were prepared. Over the last several years growth of traditional revenue
sources hag slowed while inflation has greatly increased construction costs. The result is
that the veal dollar value of capital available for transportation improvemenkts has declined.
The forecast used to prepare this Plan assumes that a reversal of this situstion will develop
in the years ahead. It is assumed as the overall negative impacts of the declines in the
recent past become known, a gredter proportien of publie Ffunds will be channeled to transpoc-
tation. This assumption, of course, makes the forecast optimistic, and thus it can be viewed
as a realistic upper 1limit on what can be achieved. The Plan’s cost meets the forecasted
resources available. As such, the Plan is a guide for utilizing these constrained financial
resources to provide the best possible transportation system for the future. At the same time
the region's transportation program should be considered as a worthy candidate for additional
public funding because the forecasted resources will fall short of what 1s necessary to solve
all the region's transportation problems. The firgt porkion of this section describes the
financial forecast used., The latiter portion details the cost associated with the transit and
highway plans.

This is a forecast of federally assisted programs supporbing the transit and highway
modes in northeastern Illinols. Tt is expected that the major source of funds for traasporta
tion will continue to be the federal aid programs. Data for the first three years (1980-1982)
of the forecast were taken from authorizations in the Surface Transportation Assistance Act of
1978. Forecasts beyond 1982 are extrapolated from the average annual program aukthorization ia
the Act projected into the future with certain modifications. The total national funding for
transit programs was assumed to experience real growth of two percenb per year from 1983 to
2000, This is based on the assumption of real growth in federval government revenues of at
ieast three to four percent and of Congress deeming transit workthy of a moderate share of this
growth. The national totals for highway programs are assumed to experience a real growth rate
of one percent per year from 1983 to 2000. This is basoed on the same assumptlons of federal
revenue growth as was used in the case of transit; however, it seems likely that transit fund-
ing could grow more guickly than highway funding due to energy eand enviconmental issues
attaining increased influence. After national totals were Fforecasted, the region's share was
calculated based oo established formulas or historical patterns.

Depending on the particular program the federal share for a transportation project can
range from 50 to 90 percent of the total cost. The remainder, termed local match, is_provided
by the sponsors, of the project. It was assumed Lhat there will elways be sufficient local
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funds to meet the matching requirements for federal grants. This assumption will veguire
growth in nonfederal funds For trangportation, necessitating consideration of additionasl
gtate-local funding measures.

Tn 1979 dollars a total of $15,428 million is Forecasted to be available between 1980
and the year 2000, This total includes $10,325 million of funds generally associated with
transit projects and $5,103 million for highway related work. Of the transit total, &4,546
million is expected to be used for operating subsidies and would not be available for capital
projects, leaving $5,779 million for capital projects.

Table 5 presents a detailed breakdown of the source of the forecasted funds. Indivi-
dual program estimates are separated out ia this exhibit to provide some ingight into the
nature of the total financial forecasts. However, it is important to keep in mind thak while
the forecasts were prepared at the level of detail depicted in the table, the reliability of
the forecast ingreases with greater aggregation. Also, the specific institutional mechanisms
used to distribute transportation funds could change causing shifts of funds between listed
programs or new programs without substantially altering the overall federal resource commit-—
ment to transportabion., Thus, in the plan development process the modal totals were the most
heavily relied upon.

The cost for implementing the tramsit and highway componente of the Plam are presented
in Table 6, All costs were estimated in 1979 dollarg and can thus be directly compared to the
forecasted Funds.

out of the $5,779 willion for capital expenditures forecasted for transit, $3,775
miliion (65 per cent) will be needed to maintain and upgrade the existing system. This cost
incliudes rolling stock replacement and the capital cost of maintaining and upgrading to good
operating condition track, sktatlons, structures, yards, garages and other support facilities
and equipment, A total of $120 million was included to meet accessibility requirements for
the mobility limited.

The cost of the major transit Ffacilities (those depicied in Figures 2 and 3) are
$1,548 million for rapid transit and $279 million for commuter rail. These Eigures include
the cost of all additional rolling stock needed to operate the new service. The $177 million
for buses represents the amount available for expanding the bus fleet size and is over and

‘zbove the periodic replacement of buses in the existing fleet.

For highways & total of #$3,200 million (63 percent of forecasted hipghway funds) has
been reserved for periodic resurfacing, structural renewal, and all the other capitsl costs
associated with maintaining and upgrading the roads to good operaking condition. This leaves
a total of $1,903 million to expand the capacity of the system. The Plan recommends that the
facilities depicted in Figure 4 be constiucted for a cost of $1,186 million and that $717
million be spent on capacity expansion projects on the arterial system.
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Table &

FORECAST OF FUNDS TO TMPLEMENT TRANSIT AND HIGHWAY COMPONENTS OF PLAN
{millions of 1979 dollars)

Program Federal Grant Local HMatch Total

TRANSIT CAPITAL

Rapid Transit 3220 805 4025
Bus 491 123 6l4
Hiscellaneous 65 16 a1
A*FAU & Intershtate .

Transfer 300 159 105
Total Transit Cap. 4676 1103 5779

TRANSIT OPERATING.

Basic 2208 2208 4416
Hiscellaneous _ 65 65 o 130
Total Transit Oper. 2273 2273 4548
Total Transit 6949 3376 10325
HIGHWAYS
FAP & FAS : 1518 417 1935
Bridges 500 125 625
Safety & RR Crossing 205 59 264
FAT-RRR
(Interstate Rehab) 106 30 © 136
*FAU & Inkerstate .
Transfer 1159 384 3143
Tokal Highways 4088 1015 5103
TOTALS 11037 4391 15428

*Note: The FAU & Inkterstate Transfer category constitutes Funding that 1is  locally
discretionary between the transit and highway modes. The split between modes shown
here ig for planning purposes.
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Table &

CAPITAL COST OF THE TRANSLIT AND HIGHWAY COMPONENTS
(illions of 1979 dollars)

TRANSTT
. Maintenance and Upgrading Existing System 3775

New Facilities

Commuter Rail 279
Rapid Transit 1548
Bus A
Total New Facilities 2004 _ 2004
TOTAL TRAWSLIT 51719
HIGHWAY
Maintenance and Upgrading Existing Ststem 3200

System Expansion

New Major Facilities 1186

Capacity Improvements on Existing System 717

Total System Expansion 1903 1503
TOTAL HIGHWAY 5103

Intercity Transportation and Alvrport System Plan

As this component of the plan is tied to a national purview, it is not pogsible to
delineate the financial considerations in the detailed fashion of the last section. The
following is a general discussion of financial issues for each element of this component of
the Plan. ‘

Automobile/Highway: The major new investments in highway facilities in the region
have been degeribed in Chapter 111. The financial aspects of that highway component are
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degeribed in the previous section. Nationally, the Interstate Highway System is virtually all
in place. Future financial concerans involve maintenance and the reconstruction of the older
gegments,

Commercial Air Service: The ©O'Hare-Widway Master Plan Study is examining future
development needs at both aivportg. The tobtal cost of recommended improvements is approxi-
mately 1.1 billion in 1982 dollars.

Intercity Bus: The intercity bus industry receives no direct poverumental financial
asgsistance. Tt operates wholly as a private enterprise system competing with other nodes,
and, where vroutes overlap, one company competes with another. Fare adjustments maintain
financial viability.

Intercity Rail Passenger Service: Rail passenger service today is heavily dependent
on government support. Almost every route is losing money, though service on some routes hasg
been substantially upgraded. The fare structure reburns legss than 50 pevegent of system
expenses, and Amtrak vequires heavy federal operating subsidies. Tllineois® owa rprail
passenger program is one of the most extensive in the natlon, as it supports five Amtrak
trains per day under Section 403(bh) of the National Rail Passenger Service Act of 1970. The
deficits of such a service are shared equally between the state and Amtrak. 7The capital cost
of the four proposed improvements cited in Chapter IV and shown in ¥Figure 19 is 15 million
197% dollars.

Regionasl Airport System Plan (genetal aviation): Full implementation of these recom-
mendations would result in a reglonal airport system consisting of at least 15 publicly owned,
public use airports by the Year 2000. This publicly owned core system would have sufficient
capacity to handle 80 percent of the region'ts future based ai;craft and could accommcdate over
three-fourths of the expected operations. 1In 1979, the toktal cest of implementation was esti-
mated et $135 willion. This cost would be spread over the 20 year period of the plan and
includes $£79 million in land costs and $56 million in facility improvement costs. Much of the
improvement costs are required to bring the privately owned airports into conformance with FAA
standards, which apply to publicly owned facilities. The majority of these proposgls are
eligible for federal airport development Ffunds. These are provided through the Airport
Development Aid Program Trust Fund from user charges on commercial air passengers, aviation
fuel and other aviation related use taxes. Public acguisition and facility improvement costs
could then be shared by federal, state, and local governments. However, full implementabion
of this plan component depends on significant inéreases In the rvegion's shace of federal
funds.

Freight System Flan

Evaluation of the problems and benefits apparent with each mode is discussed in
Chapter V. The nature of this component does not lend itself to assigning costs.




VIi. PLANNING PROCESS

The Year 2000 Plapning Process published in July 1982 presents a detalled aarrative
of the entire process including the role of public participation, an explanation of the organ’
izational framework and a complete documentation of the Ltechnical evaluation of the
alternatives. The following sections present a summary of the pilanning process.

Overview

The staff efforts on the development of the Plan were coordinated by a subcommittee of
the CATS Work Program Commitee (WPC), the Trangportation System Development (TSD) subcommit
tee. This TSD subcommittee consisted of representatives of Illinois DOT, NIPC, RTA, Coock
County, Lake County, City of Chicago, CTA and CATS. T80 subcommittee meetings were, however,
open ko all members of the WPC, and other members did frequently attend and participate in the
discussions. Also, the subcommititee reported regularly to the WPC, and 2ll major decisions
were approved by the WeL. The subcommitiee was in existence for the 18 month duration of the
plan development process, which began in the fall of 1978. One of the subcommittee's princi-
pal tasks was to integrate the technical and public participation aspects of the plan develop-
meni work.

The initial technical analysis included evaluating the impact of future travel on the
existing transportation system and forecastiing financial rescurces avsilable for improving the
system. From these efforts four test alternatives, termed A, B, C, and D, were developed, A
technical performance evaluation of thesge four alternatives was performed using the procedures
described in the publication "Year 2000 Transportation System Plan Methods and Models.® Albier-
natives were also evaluated against Lhe policies of the Regional Comprehensive Plan and
checked for consistency with the other functicnal plans. A public review of the alternatives
was simeitaneously conducted duriag the technical evaluation, This public participation is
digcugssed in the next section.

Based on the public review and the evaluations, a sel of major projects were identi-
fied as potential candidates for inclusion in the Plan. These projecis were cast inko two
alternatives E and F, which were approved for review and evaluation by the WPC and a NIPC sub-
committee, The alternatives were evaluated 1in the same manner as the first set of alterna
tives with the addition of an extensive analysis of energy impacts on plan performance.

By July 1979 a general consensus was developing on the majbr highway and transit faci-
lities for the suburban area. The CATS staff technical work on the plan was also completed,
and the results were sent to the Policy Committee. Ab that time the Tllincis Gemeral Assembly
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was considering transportation funding options, and the Burnhem Interstate dedesignation was
being initiated. Action on the Plan was halted until the results of these important initia-
tives could become finelized and accounted for in the planning process. Tn late October the
process began again, and the major changes resulking from the policy decisions over the
summer were reflected in the recommended plan, which was evaluated and adjusted by the TSD
subcommittea.

At the January 29, 1980 WPC meeting the wmajor facilities recommended by the TSD sub-
comnittee was approved and passed on to the Policy Committee. At the Februry 21, 198¢ CATS
Policy Committee Meeting an Execubtive Summary was endorsed, and the staff was directed to
prepare a plan document for public and official review, After this review the plan document,
which included the previously updated aviation component and updated intercity and freight
components, was subnitted to the Policy Committee for final endorsement at the 1980 summor
Policy Commitiee meeting.

Publie and Local Cfficial Involvement

Planners in large wmetropolitan areas must address geveral audiences or publics.
Reaching the technical and planning communities 1g, to a certeain extent, built into the
system. Reaching the general public and the hundreds of elechbed officials in an area such ag
northeastern Illinols requires particular effort. In developing this plan two series of
public meetings were conducted to solicit public input.

The first series, 30 sessions held during January, February and ¥March of 1979,
involved informational presentatioms in slide show forwmat on the long range planning process
in general and particular projects being considered far inclusion in the Plan, At least one
meeting was held in each of the five collar countles. Tn Cook County a meeting with each of
the six regional councils of mayors was conducted and a general public meebing was held ia
Chicago. The meetings were publicized in several ways. PFirst, & regular council meebing
asanouncement, including an agenda, was sent to wmember communities and to organizations, medla,
and residents who have attended previous meetings. A general press release, “Planning Trang-
portation for the Year 2000, describing the subject and inviting public involvement, was sent
to newspapevs and radios covering each council area; a final paragraph was attached giving
specific meeting information. Finally, in many cases individual council chaiemen or county
officiels issued personal invitations to groups or persons thought to have an ianterest in
future transportation developienis. ALl meelings were open for comusats by anyone in attend-
ance.

Comments obtained during thig first round of meetings were considered along with tech-
nical ewvaluations in arriviag abt two Year 2000 Plan alternatives labelled ¥ and ¥. These
alternatives were presented to local officials and the general public in a sgecond series of
meetings throughout the region in spring 1979. Elected officiels representing each of the
region's over 260 nmunicipalities were individuslly contacted. Again the press was used Lo
publicize the effort. A press release, "Energy, Funding and Transportation,"™ was distributed




to media outlets inm the region topether with project 1listw and maps showing the two plan
alternatives., The release included meeting dates and a brief background discussion. Local
media were called with specific information on meeting times and locations.

During May 1980 a draft of the complete Plan was reviewed publicly. The draft was
sent to transportation and planning agencies and the chief elected offirial of each of the
municipalities within the region. Local media (including over one hundred and fifty community
and ethnic newspapers) and civic ovganizations (including over two hundred and fifty local
community organizations) were informed of the draft Plan and invited to a special CATS® open
house to discugs and comment on the Plan. Also, four publiec hearings on the Plan were held by
NIPC. These formal hearings were slso well publicized throughout the region. The result of
this public participation effort was a public response that was very valuable in the refine-
ment of this Plan document. A list of all the publie meetings held during Plan development is
presented in Table 7.

During the entire planning process media coverage played an important role by inforam--
ing the public of the plannning effort. On various occasions the major metropolitan daily
newspapers carrizd general gtories on the Plan development including liste of projects and
meps. Local newspapers often focused their coverage on issues affecting thelr areas. Numer-
ous interviews with CATS staff and staff of other participating agencies were aired over
various redio stations. Also, several radie talk shows were devoted to the Plan. Television
coveragae included brief news show features as well as & half hour talk show focusing on the
draft Plan.

The great amoﬁnt of public exposure during the entire process through both the meet-
ings and the media allowed the key issues affecting the Plan to be publicly debated. The
public response was gratifying and provided a valuable contribution to the production of this
Plan.

Updates

In 1981 an update of the Plan took place with the principal thrust of providing an
eiplicit poliecy framework component For the Plan. The policy framework section. produced in
chis update ensured complete consistency between the Comprehensive General Plan, the other
functional plang such as the “Regional Land Use Policy Plan™ and the "Regional Open Space and
Recreabional Policy Plan,” and the Year 2000 Transportation System Development Plan. Okher
more minor changes to the Plan also resulted from the 1981 update work.

In 1983 apother update to the Plan was made. This updste included a major revision te
the Freight System Plan chapter with the aid of the Freight Advisory Commitiee which consisted
of representatives from all modes of freight transportation providers, users and involved
government agencies. The 1983 update also included the addition of & bicyele system plan
component .
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First Round

1/1L/79
11779
L/26/79
1/30/79
1/31/79
2/1779
212719
2/6/18
2/8579

2/9/79

2713779
2714479

2/14/79
2/15/79
2/20/79
2/e21/19
2/23479
3710779

/7719

312779
213479
3713719
3728719
3727479

Table 7

YEAR 2000 PLANMING PROCESS LIST OF PUBLIC MERTINGS
{hate, Group, and Location)

Second Round —o
NIPC - PPD Committee: WNIPC offices Chicago 6/4/79 Will County: JolietX
McHenry Regional Planning Commission: Woodstock 6/5/79 Lake County: Waukegan*
Lake County Highway and Plananing Departments: Liberkyville 6/ 7719 Regionwide general public: NIPC office ChicagoX -
Lake County: Waukegan* 641779 NIRPC Commissioner: Uamwmond :
Central Region Council of Mayors: Western Spriags® 6/9/79 NIPC Assembly of Mayors {display): Rosemonb
Joliet Urbanized Area Council of Mayors: Lockporb* ) 6/13/79 DuPage County: Wheaton*
Regionwide general public: HNIPC offices Chicago® 6/14/79 RTA Board: Chicago .
Nerth Shore Council of Mayors: Northfield»® 6/34/79 HcHenry County: Woodstock* ?
Northwest Municipal Conference Tranzportabion Committee: 6/15/79 Kane County: Geneva®* '
Mount Prospect* 6/26/79 Will County Highway Committee of the County Board:

Will County Highway Committee of the County Soard: Will County Highway Department offices

Will County Highway Department offices Final Round %
Transit Carrlers Coordinating Committee: CATS Conference Room
DuPage Mayors and Managers Association Transportation 5/20/80 NIPC Public Hearing: TFrankfort*

Committee: Oakbrook S/21/80 HIPC Public Heariang: NIPC Offices Chicapgo*
Will County: Joliet*® 5/21/80 WIPC Public Hearing: Glen Eliyn® s
Trusl Luncheoun: Downtown Chicago* 5/22/80 NTPC Public Hearing: Fox LakeX
Chicago Association of Commerce & Industry: Downtown Chicago 5/29/80 Open House: CATS Offices Chicago*
MeHenry County: Woodstock*
Southwest Council of ¥ayors: Evergreen Park* -5

Kane County: Geneva®

Lake Urbanized Area: Libertyvillex

South Regional Councii of Mayors Transportation Committee: Steger®
North Central Council of Mayors: Broadview® :

Lockport Planming Commission: Lockport

Round Lake Beach Area: Round Lake Beach

Barrington Area COG: Barrington

ENOTHE :

All meetings were open to the public. Those with an asterisk were well
publicized with the public specifically invited through press releases and . .
other means. "

.
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gach of the update efforts waé_guided‘by the CATS Work Program Committee and Lhe NIPC
Plarning and Palicy Development Committee. The updates were subject to Council of Mayor
review and public rveview including formal public hearings held by NIPC. Both updates were
éndorsed by the CATS Policy Committee and adopted by NIPC. The results of these updates ave
included .in this document. o

Future Activities

The Year 2000 Transportation System Development Plan has been reviewed by the North-
western Indiana Regional Planning Commission (NIRPC), the Southeastern Wisconsin Regional
Plenning Commission (SEWRPC) and the Illinois-Iadiana Bi-State Regiomal Flanning Commission.
tn the near future the Northwestern Indiana Regional Planning commigsion will be completing a
year 2000 transportation plan for its area of responsibility. There will be close liaison
between CATS and NIRPC in order to assure that the plans and btransportation facilities are
fully coordinated,

Mo viable transportation plan is static; the planning process must allow modifications
to any approved plan as the planning enviconment changes. This plan has been updated twice
and will undergo a mejor review in 1985 or 1986. As subregional and project specific imple-
mentation studies are completed the Plan will be Further detailed. Future reports will also
record progress in implementing the plan. However, during the next few years there are two
major issues areas that have the potential of radically altering the planning environment.
Depending on the resolution of Lhese issues major changes may be necessary in the Plan. The
issue areas identified as possessing this potential are:

The kransit and highway components of the Plan are based on the financial forecasts
discussed in Chapter VI, These forecasts assumed a reversal of the trend toward
declining real dollar expenditures for transportation. This reversal will require
changes at both the state and national levels in the mechanisms for funding transpor

tation. If no change occurs {(i.e., funding remaine dependent upon relatively constant
per gallon gasoline taxes and transit fares) then the absolute dollars for transporta

tion will decline slightly. With inflation at high levels the real dollars would
drastjcally decline. The Plan then would have to be substantially modified. The
financial situstion will be closely monitored annually and the Plan reivsed
asceopdingly.

Alternative energy supply futures including a scenario with high motor fuel prices and
low savailability were considered in the plan development process. Projects were
selected for inclusion in the Plan partly baged on their ability to perform well in a
variety of future energy conditions. As a great deal of uncertainty axists at this
time about Future energy price and availability this approach was judged the most
prudent. However, if the energy situation is clarified in such a way that a more
definitive idea about the future emnerpy situation emerges then the Plan will be
reassessed, This would be particularly important if severe shortages were expected.
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Resolution of these issuwe areas has. financial implications. TIndeed, most of the
current concerns regarding transportation center on gquestlons of financial supporb. The moni-
toring of the financial situation will be a critical factor in future plaa updates. The last
several years has seen a decline in real dollars for transportation improvements. Over the
long run bransportation expenditures have, however, proven a good investment, enabling the
region to achieve a high level of economic development. Recogrition of the importance of
transportation to the well-being of the regilon will insure adequate future funding and assure
that northeastern Il1linois will remsin the transportation hub of the nation.
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