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Transit Service Characteristics
The following sections summarize the service characteristics regarding transit service within the
DSATS MPA. This includes an overview of operations, funding sources, and ridership.
Operations – The NIU Student Association contracts with Veolia to provide bus service along
the Huskie Line. The Student Association Mass Transit Board oversees the transit operations.
The Huskie Line consists of seven routes when school is in session. VAC operates a fleet of 34
vehicles to provide deviated route and paratransit service throughout DeKalb County. 100% of
the fleet is lift-equipped and have two to six wheelchair tie-downs. The majority of VAC’s fleet
was replaced between 2008 and 2009 using FTA grants given to the City of DeKalb and the
State of Illinois. All vehicles were purchased using IDOT’s Vehicle Procurement Program.
Currently 21 vehicles are owned by the City of DeKalb and leased to VAC, with VAC owning the
remaining 13. There are also currently three spare vehicles.
VAC has a 13,000 square-foot facility in Sycamore (1606 Bethany Road), which they have
outgrown. Various sized vehicles from minivans to 40-foot buses make up the VAC fleet. VAC
employs 35 full-time drivers and 20 part-time drivers.
Funding – Funding for the Huskie Line is one hundred percent generated from student fees.
TransVAC funding is generated through a variety of government grants and private grants
provided by charitable organizations. The various funding sources include the following:
 IDOT Downstate Operating Assistance Program (DOAP) – Fund’s 65% of VAC’s
urbanized area operating costs up to a specified amount determined in yearly contracts.
 FTA 5307 grants for urbanized areas – used for vehicle procurement, studies, and other
transit related capital and operating costs.
 FTA 5311 grant for non-urbanized areas – mainly used to fund vehicle procurement for
VAC’s rural services
 Local funding including: City of DeKalb, City of Sycamore, DeKalb County, and various
human services agencies and organizations.
 Illinois Department on Aging grant;
 Illinois Department of Human Services grant;
 United Way; and,
 Community Chest.
Ridership – The Huskie Line currently carries around 1.8 million students, staff, and DeKalb
residents annually. Ridership can exceed 17,000 passengers on a weekday during the school
year. While specific student ridership data is not collected, it is estimated that NIU students
account for upwards of 90% of the total system ridership. Figure 4-10 displays the annual
ridership for the VAC and Huskie bus systems for the years 2005 to 2009.
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Figure 4-10. DeKalb Area Transit Ridership (2005-2009)
DSATS Area Transit Ridership
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TransVAC provided 128,066 annual passenger trips in 2009 in the urbanized area, with around
135,200 rides overall between the Door-to-Door service and MedVAC over the entire county,
and the Blue, Green, and Kishwaukee lines in the metro area. A survey in 2007 found that 54%
of Door-to-Door passenger service was for disabled customers and 43% for seniors.

Transit Service Coverage
Both the Huskie Line and the TransVAC Green Line operations provide the majority of services
within the City of DeKalb. The Huskie Line, as previously mentioned, focuses on providing
service to the NIU student population with limited service beyond the campus area. The Huskie
Line serves the Dorm areas with approximately twelve (12) buses per hour, the Greek Row
Neighborhood with approximately six (6) buses per hour, and the student apartment area with
approximately nine (9) buses per hour. The University serves as the system’s hub. TransVAC
provides service to all of DeKalb County. However, it is estimated that approximately 71% of
actual service is provided within the City of DeKalb and approximately 13% is provided in
Sycamore. Detailed information regarding areas served is provided in the TDP.

Transit Issues
A number of transit issues were identified as part of the existing conditions evaluation. The
issues were identified through technical analysis and review of the on-going Transit Facility and
Needs Analysis Study. The major issues are summarized in the following sections.
Service Function and Coordination – The existing transit services within the DSATS MPA
provide two different functions. The Huskie Line service is oriented to serving the NIU campus
area and the student population. While the Huskie Line is available to the general public, the
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service area beyond the NIU campus is limited. In total, it is estimated that approximately 90%
of the Huskie Line ridership is in the form of NIU students, faculty, and staff. TransVAC’s Green
Line serves a different function. The Green Line is a large looping semi-fixed route through the
City of DeKalb and serves primarily the elderly, persons with disabilities, and other transit
depend persons. The length of the route and a significant number of stops results in potentially
long trips to access various destinations scattered throughout the community. The Blue Line
functions similarly to the Green Line, providing transit services to those living in the Sycamore
area. The Green Line, Blue Line, and Huskie Route 7 all serve the major shopping and medical
facilities along Sycamore Road (IL-23).
Currently, the Huskie Line and TransVAC’s Green Line do not coordinate services. Given the
different roles that these two agencies provide, there has not been a need or benefit to
coordinate service in the past. However, both the Huskie Line service, and TransVAC’s Green
and Blue Line services could potentially benefit from some coordination. It is possible that some
coordination of services could improve service area coverage, reduce operating expenses, and
ultimately improve service to area citizens. This is an area that the Transit Study is looking at in
more depth.
Growing Transit Dependent Population – A growing transit dependent population places a
greater demand on public transit within the DSATS MPA. As previously mentioned, the Huskie
Line provides service primarily to the NIU student population. Paratransit service along the
Huskie Line is provided; however, there is currently only one paratransit vehicle available oncampus. The Huskie Line paratransit service, Freedom Mobile, is focused on serving NIU
students with disabilities.
TransVAC operates door-to-door transportation throughout DeKalb County for those persons
who sign up for it. The Green Line was created to provide a circular route, which serves the
major commercial and medical centers within DeKalb, and in 2007, the Blue Line was created to
serve the same purpose for residents in Sycamore. While these routes provide a more
conventional service, their service areas have grown to a point where it has become difficult to
traverse the entire route within the allotted hour time frame. Part of the current Needs Analysis
Study is looking at more efficient ways to serve the entire metropolitan area.
Potential New Connections – There are three potential areas that should be considered in
terms of potential new connections. These connections include:




Existing local connections;
Developing residential/commercial area connections; and,
Regional connections.

In terms of existing local connections, there are a number of existing roadways that prohibit
transit usage due to design constraints. The system needs to be able to use some roads
currently restricted by the City to access certain market areas. These roads are generally
restricted due to weight restrictions and are not related to street widths. Several key local
roads, most notably, Hillcrest Drive, are not accessible to Huskie Line buses because of weight
limitations. As such, buses are required to take more circuitous routes, which increases travel
times and costs. Developing residential and commercial areas need to consider the impacts to
potential transit operations. Transit access needs to be considered with respect to future
development. While developing areas may not currently be served by transit operations, it is
important to consider the potential for a new transit service to be extended in future years.
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From a regional perspective, there is the potential to expand transit service beyond the existing
service boundaries. One of those expansions, service into Sycamore, was implemented in
2007. As part of the current Transit Needs Analysis study, DSATS, VAC, and Cortland have
been working together to look at the need for a conventional transit service through Cortland.
Additionally, a possible daily shuttle to the Metra Train Station in Elburn would provide more
access to the Metropolitan Chicago region. Another connection mentioned in the last LRTP was
transit service to Kishwaukee College in Malta. An arrangement between VAC and Kishwaukee
College has created the Kish Line, which provides two morning runs, three afternoon runs, and
one evening run between Kishwaukee Community College and residential areas of DeKalb.
This route has become one of VAC’s busiest.
In the past, there have also been discussions regarding the development of a multi-modal
transportation center in DeKalb. Specifically, the 7th Street Depot Station was identified as a
possible location for such a facility. However, this idea has not progressed further given several
potential difficulties with the project. Still, a multi-modal transportation center could potentially
serve as a central origination and transfer location for local transportation providers including
the Huskie Line, TransVAC’s Green Line, taxi services, and regional providers such as intra-city
bus services and potentially commuter rail services. A multi-modal transportation center could
become an important part of the overall regional transportation system. The current Transit
Facility Study is looking at the potential of a new Transit Facility and the possibilities of using
such a facility as a multi-modal transportation center.
Funding – The Huskie Line service funding is received directly from student fees. The Huskie
Line service does not receive any funding (operating and capital) from governmental sources.
This is likely because the FTA and the State require such funds to be funneled through a
governmental entity. The TransVAC system gets 65% of its operating funds from the
Downstate Operating Assistance Program (DOAP), with the remaining 35% from local
municipalities, DeKalb County, human service agencies, and private donations. In fiscal year
2009, the DeKalb area received approximately $2.2 million. The City of DeKalb is the current
recipient of these funds and transfers these funds to VAC for the operation of transit in the
DeKalb Metropolitan area.
Transit Issues – DeKalb area transit issues and concerns include:
 As the DeKalb area continues to grow, the area communities should consider the
potential need for a Transit Authority to coordinate and provide community wide services
in which a transit district could be formed with taxing authority. A transit district with
taxing authority has to be approved through county referendum.
 In the current financial downturn, it has been increasingly difficult to find sources of
revenue to cover the required 35% local match and with the State of Illinois fiscal issues,
the 65% state match cannot be guaranteed. It is important to continue to promote the
benefits of funding area public transit and to look at ways to increase ridership.
 Huskie Line service depends entirely on student fees. This has been the standard
source of funding since Huskie Lines inception. Should this source of funds be reduced
or eliminated, maintaining transit for a very transit dependant group (i.e. students) could
be in jeopardy.

BICYCLE AND PEDESTRIAN FACILITIES
Bicycle and pedestrian facilities and multi-use trail systems are valuable community assets,
which serve utilitarian transportation and recreational purposes. Historically, bicycles and
pedestrians have been overlooked or minimized as transportation modes. However, over the
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last couple of decades, many communities around the country have been promoting the use of
bicycles and walking as an important transportation component that also serve recreational
purposes and encourages healthy living.
Given the presence of NIU and its large student population in the DSATS MPA, bicycle and
pedestrian travel takes on an even greater importance, as it may be the primary transportation
mode for students traveling to and from classes, work, shopping, entertainment, and other
destinations. As such, potential conflicts with vehicular traffic are more pronounced, making
safety the most important pedestrian and bike issue, and one of the most important overall
transportation issues. While attending the Annual State of DeKalb County Dinner sponsored by
the DeKalb County Economic Development Corporation, DSATS staff maintained a booth to
gather input from those attending the dinner. The number one comment made by most people
was that the trail system through DeKalb County needs to be expanded and promoted more.

DeKalb County – Comprehensive Plan 2000
DeKalb County has proposed expanding the existing trail network in DeKalb and Sycamore to
various places throughout the County. Existing trails include the DeKalb Nature Trail, Peace
Road Trail, and the Great Western Trail. The 2000 DeKalb County Comprehensive Plan
identified a proposed trail system that would connect the existing trails with many of the forest
preserves in the County and would travel along roads, rivers, and some railroads. Since then,
additional trail possibilities have also been developed. Desirable hiking/biking trail locations
now include:
1) Along the Union Pacific Railroad Spring Valley line extending from the City of DeKalb
southwest to the county line;
2) A link from the City of DeKalb to Afton Forest Preserve, and then generally
south/southeast into Sandwich and Somonauk;
3) A link from the proposed Union Pacific trail to the Peace Road Trail;
4) An extension of the Peace Road Trail north along the proposed Airport Rd. extension;
5) Along the Kishwaukee River north from DeKalb and Sycamore, through Genoa,
Kingston and Kirkland west to the edge of the County;
6) A link from Kishwaukee College through Malta to the City of DeKalb;
7) A link from the City of DeKalb to the Town of Cortland along Loves Road and Barber
Greene Road; and
8) A link from Shabbona to Waterman to Hinckley.
These proposed trails will encourage travel to local forest preserves and make bike and
pedestrian travel more viable. The proposed locations of these trails are very conceptual.
There is no commitment to the exact location of these trails nor is there a specific period in
which these trails will be built. There has been much support by residents for such a trail
system. In fact, every individual community comprehensive plan that is part of this Unified
Comprehensive Plan has identified trail development and linkages to locations through the
County as a high priority.
Implementation of new trails will occur as funds become available. However, concern has been
raised regarding trails crossing over private property and this issue will be discussed at length
before implementation is started. In July 2003, the DeKalb County Greenways and Trials
Coalition (GTC) were formed to spearhead development of a countywide trail system. The GTC
is an outgrowth of the Kishwaukee Kiwanis Club Pathway Committee and the DeKalb County
Forest Preserve District, and includes representation by individuals, businesses, and
government bodies from all corners of the County.
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At present, the GTC, through the office of the DeKalb County Forest Preserve District, is
applying for grants to develop a comprehensive bike and trail system in the County. The Future
Transportation Plan shows all existing and proposed roads and trails. Forest Preserves are
also shown to help illustrate the accessibility of forest preserves via the proposed trails.

City of DeKalb – DeKalb 3D 2005
The City of DeKalb has identified goals to promote walkability and bikeability within the city.
The DeKalb Comprehensive Plan has identified the following goals:
 Desired Development Direction: Connectivity – New developments are not
created in isolation, but are additions to an existing, evolving, built environment.
Physical connections between older and newer parts of the community, such as
through-streets and bike/pedestrian paths, enhance DeKalb as a desirable
community.
 Smart Growth Best Practices: Create walkable neighborhoods; provide a variety of
transportation choices.
These practices are currently in practice by the City of DeKalb. All new developments are
presently required to construct sidewalks and/or trails. New developments will be designed to
be interconnected with the existing neighborhoods, particularly by bikeway / sidewalk
connections between residential and off-street connection between residential neighborhoods
and off-street internal circulation between commercial developments.

City of Sycamore – Comprehensive Plan 2008
The City of Sycamore, in its 2008 Comprehensive Plan has identified the following goals for bike
and pedestrian initiatives:










Link residential areas with a pedestrian/bicycle pathway system as new development
occur. Provide sidewalks along through-streets in developed areas where they may
not already exist.
Integrate amenities and natural areas into the site plans of multifamily developments.
Provide sidewalk links to parking areas and building entries; where possible provide
bikepaths to link areas with neighborhood shopping areas or parks; situate open
space and play areas at convenient distances from residences.
Negotiate with developers to establish land for open natural areas or greenways in
addition to recreational neighborhood parks. Such amenities have recreational
functions (e.g. allowing users to hike, jog, or bike); they protect and buffer streams
and wetlands; and they can potentially link existing trails to community facilities.
Connect the Kiwanis Bikepath to the Sycamore Park and thence to the Great
Western Trail through continuous overland or on-street bikeways.
Provide bicycle paths along major and minor arterials where adequate right-of-ways
already exist and where appropriate safety measures can be incorporated at
intersecting streets and driveways.
Develop new bicycle and pedestrian trails to link existing and future development to
recreational areas and open space.
Bethany Road Regional Planning Area:
o Incorporate parks and recreational space within easy walking and biking distance
of new dwelling units;
o Link major open spaces within the planning area to the Sycamore Community
Park through bike paths and a variety of walkways.
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Northeast Regional Planning Area:
o Establish a “green belt” that creates a final edge to the community’s growth. A
rural cordon with a width of 400 feet, more or less, from the Whipple Road rightof-way to the nearest platted lot line should be maintained, with an additional rear
yard setback of 100 feet from the rear lot line to the nearest principal structure. It
is expected that the “belt” will be characterized by a variety of natural features
such as retention areas, row crops, nature trails, grassy areas, etc., and that the
private property within such areas shall be maintained or farmed by the
developer or a homeowner association.
o Incorporate “hub” parks and recreational space within easy walking and biking
distance of new dwelling units;
o Link the planning area to the Sycamore Community Park and the Great Western
Trail through a bike path system beginning on the north at Whipple Road and
Illinois Route 23, extending south to Plank Road, then east to the Airport Road
extension, then southward on the east side of the Airport Road extension.
Urban Design Guidelines:
o Physical “connections” between old and new parts of town in the form of
sidewalks and bikepaths and open space development.

Town of Cortland – Comprehensive Plan 2004
The 2004 Town of Cortland Comprehensive Plan identifies as its first principal: “Pedestrian
scale shall be the common denominator in neighborhood development in Cortland in order to
create a positive comfortable public realm and facilitate interaction among neighborhood
residents.”
Cortland has identified several goals to improve the pedestrian and bicycling accessibility of
their community. Identified goals include:






WALKING AND THE PEDESTRIAN - The walking distance between home and
various neighborhood facilities must be a fundamental factor in design and layout. A
movement network, which supports and encourages pedestrian movement, is a
design element, which creates a sense of place. The movement network must be
designed to be attractive, safe, and comfortable for pedestrians of all ages and levels
of mobility.
WALKING AND BICYCLING - The ability to walk and bicycle to reach recreation,
shopping, and job destinations in Cortland can significantly reduce the consumption
of energy and pollution emissions. Walking and bicycling also allow for greater
interaction with nature and neighbors, the observation of seasonal and daily
changes, and an appreciation of such features as clean air and streets. Facilities
and conditions to enable and enrich walking and bicycling opportunities in Cortland
must be incorporated into neighborhood development plans.
WALKING SCALE SHALL DEFINE THE SIZE AND FUNCTION OF A
NEIGHBORHOOD - Residents of Cortland’s neighborhoods should be able to walk
to the center of the community or to the center of their neighborhood. Neighborhood
residents should not be dependent upon their automobiles for most of their daily
trips. They should be able to walk from home to school, recreation, shopping, to
places of employment, civic facilities, and, perhaps, in the future, transit opportunities
that may exist in Cortland. A pedestrian neighborhood is defined by walking
distances that are comfortable to the average person. For an adult, a five-minute
walk (1/4 mile) is deemed to be the optimum walking distance between home and
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the core of the neighborhood, e.g. a park, square, civic building, or commercial area,
and shall be the determining dimension for neighborhood size.
A NETWORK OF WALKWAYS - A network of interconnected pedestrian walkways
is an essential basic design feature in a neighborhood. The pedestrian network must
link and connect home with shopping, school, transit, recreation, and employment
opportunities in the neighborhood and beyond. Sidewalks and off-street paths must
be continuous, safe, and they must be clearly delineated and understandable.
SECURITY IN THE PEDESTRIAN REALM - Sidewalks should be separated from
traffic on the adjoining street. A parkway, or tree bank, between the street and
sidewalk having trees planted at regular intervals to increase the sense of security
for the pedestrian shall be provided in all neighborhoods regardless of the uses or
street characteristics. On-street parking should be encouraged to calm traffic and
significantly contribute to the security of the pedestrian.
BICYCLE PATHS - Bicycle paths, although not strictly pedestrian, have a critical role
in complementing the pedestrian network. Most streets in Cortland can
accommodate bicycle traffic. However, paths along major highways or the railroad
connecting Cortland to points of interest in DeKalb (city) or more distant places such
as Malta or Maple Park, or Hinckley, Genoa or the Fox River may be considered in
the future.

Bicycle System
The DSATS MPA has several trail facilities that can be used for biking; however, there are
limited on-road bicycle facilities. While there are several trails in the community, there are many
gaps within the trail system. Figure 4-11 displays some bicycle facilities within the DSATS
MPA. Map 4-12 shows the existing pathways in the DeKalb area.
Figure 4-11. Bicycle Facilities in the DSATS MPA

Bike path on South Annie Glidden

Bike path being constructed on Dresser Road near the site of the
new DeKalb High School

Bicyclists ride on sidewalks along Castle Drive on the NIU
campus

Pedestrian and Bicycle Underpass along IL-23
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EXISTING PATHS
The communities within the DeKalb-Sycamore Area Transportation Study have been proactive
in regards to building and planning for bike and pedestrian facilities. The result is a strong
network of routes between and through the communities. The network will be strengthened in
future years as planned paths are constructed.
 DeKalb-Sycamore Bike Path - The DeKalb-Sycamore Bike Path starts at Pleasant
Street in DeKalb and extends north and east into the City of Sycamore. The paved
trail is six miles in length with wooded and prairie features. The path follows along
the east side of Peace Rd. from Pleasant Street to IL-64. The pathway also winding
its way throughout Sycamore from Bethany and Peace Roads to the Sycamore
Community Park.
 Kiwanis Bike Path Bike Path - The Kiwanis Bike Path is a 6.5 miles path that is
owned and operated by the DeKalb Park District. The path begins at Lions Park and
generally follows the Kishwaukee River north to Hopkins Park before connecting with
the DeKalb-Sycamore Path and the DeKalb Nature Trail.
 DeKalb Nature Trail - The DeKalb Nature Trail is a one mile paved trail that extends
from the junction of Route 23, the Kiwanis Bike Path, and the DeKalb-Sycamore Bike
Path. The trail goes north to First Street. The trail is owned and operated by the
DeKalb Park District.
 Great Western Trail - Almost 12 miles long, the Great Western Trail is located within
the right-of-way of the former Chicago and Great Western Railroad. The trails are
surfaced with limestone screenings and average 10 feet in width. Pedestrians,
bicyclists, and horseback riders are all welcome on the trails.
 Dresser Road Trail – In the spring of 2010, a trail was constructed along Dresser
Rd in DeKalb between First St and Annie Glidden. The trail runs on the north side of
the road and passes the site of the new DeKalb High School.
PLANNED PROJECTS
 Regional Path Network - DSATS has identified a need and desire to build a
network of regional bike and pedestrian facilities. These paths will link communities,
destinations, and bring cohesion to the existing network of inner-city/town facilities.
Proposed routes include adjacent to S. Malta Rd. from DeKalb to Malta. Another
proposed route would form an outer loop around the City of DeKalb heading into
Sycamore, where riders could then head north to Sycamore and the Great Western
Trail.
 Health Services Complex Gap - Currently, a gap in the sidewalk along Sycamore
Rd. near the Health Services Complex exists. The gap is problematic because it is
outside of DeKalb and Sycamore city limits and DeKalb County policy does not
provide for the installation of sidewalks. At the same time, this area generates
significant bike and pedestrian traffic. In 2006, the project cost was estimated at
$25,000. DSATS plans to pursue grant opportunities to fill this gap.
 Airport Road - Located on the eastern edge of the MPO boundary, Airport Rd. runs
north and south. Path or sidewalk is proposed from the Plank Rd. intersection to the
Tollway.
 Peace Road Sidepath - An extension from Bethany Rd. north to Route 64 was
completed in 2008. There are still plans to extend the path eastward to link to the
Great Western Trail. As Peace Rd. is a major arterial that bisects DeKalb and
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Sycamore, this route would serve many employment, recreation, and entertainment
destinations.
Kishwaukee River Connection - The planned ten-foot asphalt path consists of
2,150 feet along the west bank of the Kishwaukee River, from north of Lincoln
Highway to south of the Union Pacific Railroad tracks. The path currently ends
abruptly, forcing unsuspecting cyclists onto a five-lane state route without a
designated bicycle or pedestrian crossing. When built, the connection will link the
DeKalb-Sycamore Bike Path and the Kiwanis Bike Path. The path is predicted to be
used as a neighborhood level transportation alternative, as a link for users of the
Great Western Trail and DeKalb-Sycamore trails, and as a useful connection for
those traveling by bicycle from the residential areas south of NIU. The project would
also link NIU, DeKalb’s downtown, and Prairie and Huber Parks.

A significant amount of interest has been expressed in connecting all of the trail segments to
create a comprehensive trail system. Toward that end, the DeKalb County Greenway & Trails
Coalition has created a plan for such a system and has identified a series of general
recommendations for both on and off-road facilities. Bicycle facilities that have been added as a
result include a pathway along Annie Glidden Road from Dresser Road to just north of Bethany
Circle. Another planned pathway extends west along the John Huber Parkway (Bethany Road
extension) beginning at Annie Glidden Road.
While a dedicated trail system for non-motorized transportation modes is extremely beneficial, it
is only one piece of a much larger and more extensive pedestrian and bicycle system. The
pedestrian system, which includes sidewalks, crosswalks, pedestrian crossing signals, etc. are
also important components for accommodating the needs of pedestrians. Likewise, bicycle
facilities that include on-road facilities, bike sensitive traffic signals, bike racks, etc. are
important for creating a community in which bicycling can be used for transportation purposes.
The majority of bicycle travel within the DSATS MPA takes place along roadways. Designating
bicycle routes or providing on-street facilities such as striped bicycle lanes can accommodate
bicycle travel along a roadway. Within the DSATS MPA, there are currently no striped on-street
bicycle facilities. A large percentage of bicycle travel occurs on sidewalks. Figure 4-12 displays
some of the potential problems associated with bikes using sidewalks.
Figure 4-12. Bicycle / Pedestrian Deficiencies

Unattached walkway under Lincoln Highway. Ultimately
this will connect the north end of the DeKalb Nature Trail
to the south end along the Kishwaukee River

Bike route near the Great Western Trail lacks
pavement markings, paths, or sidewalks
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Pedestrian System
Walking is often overlooked or undervalued as a transportation mode. Yet in many small
metropolitan areas, the share of pedestrians that are commuting is often as high as or higher
than those commuting via transit. Not surprising, older neighborhoods tend to see more
pedestrian activity than newer neighborhoods due to their higher density, a greater mix of land
uses, and closer proximity to traditional downtown and employment. Ultimately, everyone is a
pedestrian at some point in his or her trip, whether it is walking to the parking lot, to the bus
stop, or work from home. Persons using wheelchairs are also considered pedestrians.
Pedestrian Facilities – The most common pedestrian facilities people think of are sidewalks.
Other facilities include pedestrian ramps, pedestrian islands (i.e. road medians), crosswalks,
and pedestrian signals. Where sidewalks are not available, roads and/or road shoulders
provide the public right-of-way for pedestrians. Generally, sidewalks are usually present in older
neighborhoods built prior to the 1950s and 1960s. Residential developments constructed
between the 1960s and 1980s seldom included sidewalks along local streets. Newer residential
development have more recently been required to include sidewalks, which is the case in the
Cities of DeKalb and Sycamore and the Town of Cortland, all of which require sidewalks.
Sidewalk requirements for commercial developments vary by jurisdiction.
Pedestrian Environment – A walkable or pedestrian-friendly community is one that is a
comfortable and safe place for pedestrians to walk. Having sidewalks certainly is one part of
the equation; however, other amenities such as street trees, pedestrian-scale lighting, street
furniture, and boulevard space separating traffic lanes from sidewalks are also important.
People also need to have destinations within walking distance such as commercial areas, parks,
churches, and schools. The scale and interest of buildings can add or detract from the
pedestrian experience. Studies have found that pedestrians like company and seeing other
pedestrians increases one’s comfort level and sense of safety/security.
Within the DSATS area, there are many areas that could be described as pedestrian-friendly.
Many of the older neighborhoods and both the DeKalb downtown and Sycamore downtown are
pedestrian-friendly. Sycamore in particular, has gone to great efforts in adding pedestrian
amenities to their downtown. NIU has also gone to great efforts to create a walkable and
pedestrian-friendly campus.
However, there are also areas within the DSATS region that are difficult to navigate on foot.
The IL-23/Sycamore Road commercial area stands out as a key destination that is primarily
auto-oriented. While efforts have been made to accommodate pedestrians with sidewalks and
signalized crosswalks, the area is not a comfortable pedestrian environment. The Sycamore
section of the commercial corridor lacks sidewalk connections. In some areas “cow paths” have
been created where sidewalks end, suggesting pedestrians and/or bicyclists are present in the
area.
Pedestrian Safety – Pedestrian safety is an important issue within the MPA. Perhaps the most
notable pedestrian safety problem is along Annie Glidden road through the NIU campus. The
issue has been well documented and has generated much attention because of several high
profile pedestrian fatalities. The intersections at Lucinda Avenue and at Stadium Drive are of
particular concern. However, the entire corridor between IL-38 and Dresser Road needs to be
considered with respect to pedestrian safety. The problem is that there is high pedestrian
activity, heavy vehicular traffic, and higher vehicular speeds.
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Recent actions taken to enhance safety in the area include placing a traffic signal at the
intersection of Annie Glidden Road and Stadium Drive with countdown timers and audible cues
for pedestrian safety. Table 4-14 shows the area pedestrian and bicycle accidents with vehicles
from 2004-2008.
Table 4-14. DSATS Pedestrian & Bicycle Accidents
DSATS Pedestrian & Bike Accidents (2004-2008)
Pedestrian
Bike
Total
Fatal
Injury
Total
Fatal
2004
21
1
20
15
0
2005
13
0
13
22
0
2006
19
2
17
21
0
2007
16
0
16
16
0
2008
10
0
10
19
0
5 Year Totals
79
3
76
93
0

Injury
15
22
21
16
16
90

The issue of Pedestrian Safety has been studied for many years. In 2000, an Annie Glidden
Task Force was created in which possible solutions were developed to address safety
concerns. The Task Force identified specific recommendations in December 2000, which
included:
 Placing barriers along the west side of the road to funnel pedestrians to crosswalks
 Creating entrance treatments to indicate a different environment warranting a change in
travel behaviors at a new Stadium Drive South intersection and at Grant Drive
intersection
 Creating new crosswalks at: Varsity Boulevard, Loren Drive, and Crane Drive
The most effective solution would be to separate pedestrians from vehicular traffic by
constructing a pedestrian bridge or tunnel; both of which are very expensive. Furthermore, the
design of such a facility would have to provide a path as convenient as the current crossing or
else pedestrians will not be inclined to use it. The least expensive solution identified was
additional crosswalks, but the addition of crosswalks alone has not been shown to reduce
pedestrian accidents and may give pedestrians a false sense of security, particularly on arterial
roads where speeds are higher.
The next best alternatives involve slowing vehicular traffic. Slower vehicle speeds not only
reduce the likelihood of an accident but also greatly reduce the probability of a fatality when
accidents occur. The problem with many strategies to slow vehicles is that drivers tend to drive
at speeds they perceive as comfortable and safe for that environment. Because Annie Glidden
Road is a straight four lane wide arterial with few site line disruptions, drivers feel comfortable
driving at higher speeds. Many traffic-calming strategies are designed to make the environment
seem uncomfortable and unsafe at higher speeds. As a result, these measures tend to be “self
enforcing.”
While high traffic arterials are generally not considered for traffic calming, there are increasingly
examples of such strategies being used on high volume arterials. These strategies should
focus on narrowing site lines and changing the environment to convey the messages to drivers
that this is a high pedestrian activity area. The Task Force’s recommendations of creating
“entrance treatments” may have this effect. The three Task Force recommendations listed
above are reasonable and should be endorsed by DSATS. As of May 2010, these
recommendations have yet to be enacted.
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Multi-use Trails/Paths
The primary bicycle facility within the DeKalb MPA is the Kishwaukee Trail, which runs adjacent
the Kishwaukee River through the NIU campus north through Hopkins Park to Sycamore Road
(IL-23). A trail runs adjacent to and along the western side of Sycamore Road and continues
northwest from Sycamore Road to N. 1st Street. A small section of trail also runs adjacent to
Bethany Road west of N. 1st Street.
A pedestrian tunnel located near East Dresser Road (by Hopkins Park) provides a safe means
of crossing underneath Sycamore Road for both pedestrians and bicyclists. The trail continues
east of Sycamore Road along E. Dresser Road to the railroad tracks north to Barber Greene
Road, continuing east to connect with the Peace Road Trail.
The Peace Road Trail is another major trail facility, which runs adjacent to Peace Road from
Pleasant Street to Bethany Road in Sycamore, connecting DeKalb with Sycamore. A couple of
fragmented sections of trail exist in the southwest section of DeKalb. Existing bicycle paths are
also located along segments of Annie Glidden Road and Taylor Street.
Well-planned and designed multi-use trails/paths can provide good pedestrian and bicycle
mobility. The trails/paths can serve both commuter and recreational cyclists. According to the
Oregon Department of Transportation, the following points are critical to developing successful
trails/paths as part of a bicycle network.









Continuous separation from traffic, by locating paths along a river or a greenbelt such
as a rail-to-trail conversion, with few street or driveway crossings (paths directly adjacent
to roadways are less desirable as they tend to have many conflict points);
Scenic qualities, offering an aesthetic experience that attracts cyclists and pedestrians;
Connection to land-uses, such as shopping malls, downtown, schools and other
community destinations;
Well-designed street crossings, with measures such as bike and pedestrian activated
signals, median refuges and warning signs for both motor vehicles and path users;
Shorter trip lengths than the road network, with connections between dead-end
streets or cul-de-sacs, or as short-cuts through open spaces;
Visibility, proximity to housing and businesses increases safety. Despite fears of some
property owners, paths have not attracted crime into adjacent neighborhoods;
Good design, by providing adequate width and sight distance, and avoiding problems
such as poor drainage, blind corners and steep slopes; and
Proper maintenance, with regular sweeping and repairs. The separation from motor
vehicle traffic can reduce some maintenance requirements, such as sweeping the debris
that accumulates on roads. 19

Intermodal Bike & Pedestrian Connections
Accessibility to community resources such as schools, universities, libraries, and parks is an
important aspect of any bicycle and pedestrian network. Potential bicycle and pedestrian
improvements will be identified to maximize connections to community resources. While the
majority of bicycle travel is for recreation/exercise (52%), a large percentage is for traveling to
specific destinations (43%). 20 Another study indicates that the majority of bicycle travel takes
place on roadways as opposed to trails. There are two primary reasons for this, 1) trails are

19
20

Oregon Department of Transportation.
2001 National Household Travel Survey.
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often limited to a set length and location, and 2) trails do not always go where people want to
go. 21
While less frequent than recreation use, bicycles are used for commuting to work, for shopping
purposes, or for travel to/from schools or universities. In terms of intermodal connections,
bicyclists generally share roadways with automobiles, trucks, and buses. In terms of safety and
accessibility, it is important that bicycle accommodations be considered as a primary concern in
the planning and design of roadway improvement projects. Another intermodal consideration is
bicycle parking. For bicycles to be considered a viable travel option, it is necessary that major
destinations are able to accommodate bicycle parking.

RAIL OPERATIONS
System Overview
The main rail operation through the DSATS MPA runs east-west and generally parallels IL-38
(Lincoln Highway). West of Fourth Street, the rail line runs south of IL-38, while east of First
Street the rail line runs north of IL-38. The line is currently owned and operated by Union
Pacific (UP) Railroad and includes the former Chicago and North Western Railroad lines. The
east-west line is the mainline from Omaha, NE to Chicago, IL and handles more than 60 trains
per day. This line handles unit coal trains, intermodal (including stack trains), and other
merchandise. The volume of rail traffic through the DeKalb area, destined to Chicago, can
result in trains being parked east of DeKalb waiting to get into the Chicago area. This is
especially true during the morning rush when Metra uses the same rail lines to provide
commuter service within the Chicago area.
Metra also operates along this line and currently terminates service at the Elburn Passenger
Train Station. Some plans have also been discussed that include extending a third rail line to
DeKalb to provide direct commuter rail service between DeKalb and Chicago; however, no
specifics have been identified although this alternative transportation mode may prove
worthwhile. A second rail line extends to the southwest from downtown DeKalb. This is a
Union Pacific branch line that does not receive much use. Figure 4-13 displays the UP rail line
as it runs through in the DSATS MPA; Map 4-13 displays the rail lines & crossings within the
DSATS MPA.
Figure 4-13. Union Pacific Rail Line

Train Crossing at IL-38 and IL-23
21

Train on the UP Rail Line heading East out of DeKalb

USDOT 2002 National Survey of Pedestrian and Bicyclist Attitudes.
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At-grade Rail Crossings
Within the DSATS MPA there are a total of 20 at-grade rail crossings, (2) rail crossings over
roadways, and two (2) rail crossing under roadways. The majority of these crossings are along
the UP main rail line which crosses most major roadways within the City of DeKalb and the
Town of Cortland. The close proximity of the at-grade rail crossings also adds to the travel
delay as trains traveling through downtown DeKalb block alternative travel routes. The
downtown at-grade rail crossings, combined with the high volume of rail traffic, have an impact
on other transportation modes as well including transit, bicyclists, and pedestrians.
North-south vehicular traffic is limited to a few key routes crossing the railroad tracks. Roads
with grade-separated crossings include Annie Glidden Road, Peace Road, and Pearl St. The
Town of Cortland, which is also divided by the railroad, has two at-grade crossings, one at
Somonauk Road, and one at Loves Road. Figure 4-14 displays examples of existing at-grade
rail crossing and a grade-separated facility within the DSATS area. Table 4-15 and Table 4-16
chart railroad crossings by roadway type and grade separations. Wayside horns at railcrossings are installed as a way to mitigate the noise impacts associate with locomotive horns
on areas of the MPA that are not in the immediate vicinity of a crossing.
Table 4-15. Railroad Crossings by
Roadway Type

Table 4-16. Railroad Crossings by Grade
Separation

DSATS Area Rail Crossings by Roadway Type
DSATS Area Railroad Crossings by Grade Seperation

70

25

60

50

# of Crossings

# of Crossings

20
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20

15

10

10
5
-

SYCAMORE
DEKALB
CORTLAND

Public

Private

Abandonded

15
4

5
Roadway Type

29
33
1

-

SYCAMORE
DEKALB
CORTLAND

At-Grade

RR Over

RR Under

16
4

2
Grade Seperation

2
-

SOURCE: Highway-Rail Grade Crossing Accident/Incident Report FRA F 6180.57 (http://safetydata.fra.dot.gov)

Figure 4-14. Rail Facilities (At-Grade and Grade Separated)

At-grade crossing on Somonauk in Cortland

Rail Viaduct on Annie Glidden Road
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Rail Accident History
Over the past five (5) years, there have been five (5) rail accidents within the DSATS MPA with
one fatality. Three of the accidents occurred at the intersection of Fourth Street and Lincoln
Highway in downtown DeKalb. Given the high traffic and train volumes, combined with the
awkward at-grade crossing (two sets of train tracks cross the four-way intersection near a curve
in the tracks) makes this location a continuing safety concern. The removal of the building at
the northwest corner and intersection improvements has been implemented to improve safety at
this corner, and there has not been an incident in the past two years. Train travel speeds along
this corridor are also a concern. Many of the trains traveling through downtown DeKalb are
traveling at speeds between 35 and 70 mph. Table 4-17 summarizes the accident history at atgrade rail crossings within DeKalb County from 2004 to 2009. Map 4-13 identifies the rail
crossing with accidents in red.
Table 4-17. Accident History at Rail Crossings (DeKalb County – 2004 to 2009) 22
Incident #
City
0904PR006
DE KALB
1005PR017
CORTLAND
1005PR022
DE KALB
0107PR013
DE KALB
1107PR032
DE KALB
MPO Area Rail Accidents
0104PR013
DE KALB
331055
GENOA
0406PR021
MALTA
0606PR020
SHABBONA
0906PR022
SHABBONA
CH0607202
WATERMAN
0707PR015
DE KALB
CH1207203
SANDWICH
CH0108201
HINCKLEY
112561
SANDWICH
CH0809200
SANDWICH
Rural Area Rail Accidents
DeKalb County Totals

Street Name
IL-38 & 4TH ST
LOVES ROAD
IL-38 & 4TH ST
7TH STREET
IL-38 & 4TH ST

RR
Crossing ID
#
175042V
175028A
175042V
175039M
175042V

Date
2004
2005
2005
2007
2007

Vehicle Type
Pedestrian
Auto
Auto
Other Motor Vehicle
Pedestrian

Warning
Device
Four Quad
All other Gates
Four Quad
All other Gates
Four Quad

175775P
289962P
175116K
175778K
175778K
069758J
175048L
079598A
069741F
079601F
079599G

2004
2005
2006
2006
2006
2007
2007
2007
2008
2009
2009

Auto
Auto
Other Motor Vehicle
Other Motor Vehicle
Auto
Pedestrian
Auto
Auto
Auto
Auto
Auto

Crossbucks
Crossbucks
Stop Signs
Crossbucks
Crossbucks
Flashing Lgts
All other Gates
All other Gates
Flashing Lgts
All other Gates
All other Gates

5
MC GIRR ROAD
PIERCE ROAD
PRIVATE ROAD
LEE ROAD
LEE ROAD
LELAND ROAD
NELSON ROAD
LATHAM STREET
OAK STREET
MAIN STREET
LAFAYETTE STREET
11
16

Total
Kille
d
1
1
1
1
2
3

Total
Injur
ed
1
1
3
3

Total
Occ
1
1
1
1
4
1
1
1
1
1
1
1
1
2
10
14

Rail Intermodal Connections
The DSATS MPA is well located in terms of shipping products to other parts of the country.
With the exception of some west coast destinations, such as Los Angeles and Seattle, most
goods can be shipped to their destination within two days by either rail and/or truck. The City of
DeKalb is located along a main Union Pacific Railroad line that runs from the Chicago
Metropolitan Area to Rochelle, IL and continues to areas south and west. As shown in Figure
4-15, the City of DeKalb is located between two UP Railroad Intermodal facilities (Global II in
Northlake, IL and Global III in Rochelle, IL).
The Global III Intermodal Facility is a state-of-the-art terminal serving as the critical interchange
hub and loading/unloading terminal for rail intermodal shipments moving through the Chicago
metropolitan area. The Global III facility provides UP rail operations with the necessary capacity
for current shipments as well as room for future expansion. The close proximity of Global III to
the DSATS MPA is a benefit for existing and future industries located around the MPA.
Warehouse, distribution facilities, and other industries in the MPA have close rail and highway
access to Rochelle, IL and Global III (see Figure 4-16).

9 SOURCE: Union Pacific Website (http://www.uprr.com/)
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These features make the DSATS MPA a highly attractive location for attracting similar facilities
in the future. The close proximity to the Rochelle Intermodal facility could also result in
potentially negative impacts from increased freight movement through the DSATS MPA. As the
UP rail operations increase over time, the number of trains running though the DSATS MPA will
likely increase. The increased freight movement levels must be balanced with other
transportation modes to ensure a high level of mobility and quality of life is maintained
throughout the MPA. DSATS is considering a freight study of the DeKalb region to identify the
impacts of freight moving through the DSATS region.
Figure 4-15. Union Pacific Intermodal
Facilities

SOURCE: Union Pacific Website
(http://www.uprr.com/)

Figure 4-16. Union Pacific Rochelle Global III
Highway Access

SOURCE: Union Pacific Website
(http://www.uprr.com/)

AVIATION
The following provides an overview of existing facilities and operations at the DeKalb Taylor
Municipal Airport. The airport is located just east of downtown DeKalb at 3232 Pleasant Street.

Overview
The DeKalb Taylor Municipal Airport offers general aviation services and currently estimates
about 25,000 operations per year with approximately seventy-three aircraft currently based at
the airport. The airport has a substantial economic impact to the community and it is anticipated
that the western Chicago area suburbs will provide a growing market of airport users, as the
airport is able to provide more cost-effective facilities than the large Chicago area airports. The
DeKalb Taylor Municipal Airport Master Plan was last updated in 2003. Currently, a runway
extension was recently constructed to accommodate larger aircraft. Furthermore, aircraft
approach technology and equipment has been updated with the installation of a full instrument
landing system with approach lighting and four GPS approaches to all runways. The airport
noted noise impacts are not issues as all noise contours above 65 DNL are on airport property
and this is not anticipated to change. Similarly, there are no issues concerning safety zones,
which are currently in place.
Figure 4-17 displays the DeKalb Taylor Municipal Airport. Map 4-14 displays the current layout
of the airport.
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Figure 4-17. DeKalb-Taylor Municipal Airport Photos

DeKalb-Taylor Municipal Airport Main Building

A View of the East/West Runway

Map 4-14. DeKalb Taylor Municipal Airport Layout

Facilities
The DeKalb Taylor Municipal Airport consists of two runways (Runway 2/20 and 9/27). Both
runways are paved and runway 2/20 has a grooved surface. Runway 2/20 is 7,025 feet long
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and 100 feet wide while runway 9/27 is 4,201 feet long and 75 feet wide. Both runways have
medium intensity runway lights (MIRL). The electronic and visual landing aids for each runway
end are summarized in Table 4-18.
Table 4-18. Summary of Airport Electronic and Visual Landing Aids

DeKalb Aviation is currently the acting Fixed Base Operator for the DeKalb Municipal Airport.
DeKalb Aviation services include aircraft handling and servicing, aircraft fueling, aircraft storage,
catering, aircraft cargo handling, aircraft maintenance, and the operation of a flight school.

Operations
The DeKalb Taylor Municipal Airport is a public airport consisting of private based aircraft.
There is no commercial air service provided to the airport, although DeKalb is in the process of
becoming a limited commercial airport. The primary use of the airport is general aviation. In
2009, there were a total of 74 based aircraft. Table 4-19 shows the breakdown of the aircraft
type based on information provided in the Illinois Airport Inventory Report 2009. The latest data
regarding flight operations was collected in 2008. It was estimated that the annual operations,
which include take-offs and landings, were 43,000 in 2004. Current operations for the year
2009 are estimated at approximately 25,000. Figure 4-18 displays the historic airport operations
dating back to 1995.
Table 4-19. General Aviation Aircraft Type (2009)
Aircraft Type
Percentage

Single
Engine
64
86.5%

Multi-Engine
8
10.8%

Jet Engine
2
2.7%

RotorCraft
0
0.0%

Total
74
100%
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Figure 4-18. DeKalb-Taylor Historic Airport Operations
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Airport Accessibility
The DeKalb Taylor Airport is located on the eastern edge of the City of DeKalb and is easily
accessible from Peace Road. The airport is in close proximity to I-88 making it easily accessible
from a regional perspective. Road access to the Airport is sufficient and is convenient to area
businesses.
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CHAPTER 5: 2035 CONDITIONS
The Travel Demand Proto Model was originally developed for the DSATS Metropolitan Planning
Area (MPA) as part of the 2030 LRTP. The model was reviewed for the 2035 LRTP update to
include new roadways and other capacity projects completed within the past five years. The
model relies on current socioeconomic data and land use data to estimate existing travel
demand. However, it should be pointed out that the DSATS model relies on socioeconomic
data obtained from the 2000 U.S. Census (the next LRTP update will be able to use 2010 U.S.
Census data). To forecast 2035 travel demand behavior, 2035 socioeconomic and land use
data is needed. This data includes: population, housing units, auto ownership, retail sector
employment, service sector employment, other employment, and total employment.

2035 SOCIOECONOMIC PROJECTIONS
DSATS staff originally provided 2030 population forecasts by municipality and by township as
part of the 2030 LRTP. As part of the 2035 LRTP update, the socioeconomic data was
extended to the year 2035. Population forecasts for 2010, 2020, 2030, and 2035 are shown in
Table 5-1. The additional socioeconomic data, between 2030 and 2035, was then allocated to
Transportation Analysis Zones (TAZs) based on community land use plans, past development
patterns, consultations with community representatives and input from DSATS staff. The study
area is divided into TAZs, which are contiguous compact geographic areas with relatively
homogenous land uses used for assigning socioeconomic data in travel demand models.
Table 5-1. DSATS Area Travel Demand Model Residential Projections
Municipality
DeKalb
Sycamore
Cortland
Total

1990
34,925
9,708
963
45,596

2000
39,018
12,020
2,066
53,104

2010
46,822
14,424
2,479
63,725

2020
56,186
17,309
2,975
76,470

2030
67,423
20,771
3,570
91,764

2035
69,416
21,700
3,941
95,057

Township
1990
2000
DeKalb
38,710
42,189
Afton
665
640
Sycamore
8,843
10,401
Mayfield
741
810
Cortland
4,637
6,986
Malta
1,430
Total
53,596
62,456
Source: DSATS 2030 LRTP, URS Corporation.

2010
50,627
768
12,481
972
8,383
1,716
74,947

2020
60,752
768
14,977
1,166
10,060
2,059
89,783

2030
72,903
768
17,973
1,400
12,072
2,471
107,586

2035
74,773
805
18,644
1,436
12,914
2,612
111,185

2035 Households
The number of housing units was estimated by dividing the population by the year 2000 person
per household ratios obtained from the US Census Bureau (see Error! Reference source not
found.). Given the Village of Malta’s proximity and their expectation for growth, Malta was
included in the Travel Demand Proto Model study area. Malta’s 2035 population forecast was
calculated under the same assumptions as the MPA. The population for the DSATS MPA is
projected to increase by nearly 49,000, or approximately 78%, between the years 2000 and
2035. Based on the 2035 population, it is expected that the number of households within the
DSATS area will increase by approximately 17,000 to over 39,000 households. In the year
2000, the average number of persons per household was 2.83, which is the same value that is
5-1
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used for 2035 projections of dwelling units. The number of projected dwelling units is important
from the standpoint that dwelling units translate into households. Essentially, a household is a
group of people occupying a dwelling unit. The Travel Demand Proto Model calculates the
number of person trips based on household trip rates.
Table 5-2. DSATS Metropolitan Planning Area Housing Unit Forecasts
Population

Dwelling Units

Households size

2000

62,456

22,070

2.83

2035

111,185

39,288

2.83

Difference

48,729

17,218

0

78%

78%

0%

% Difference

Source: DSATS 2030 LRTP, URS Corporation.

2035 Employment
Employment projections were developed for the Travel Demand Proto Model. The area’s labor
participation rate was applied to the 2030 population projections to determine 2030
employment. Similar to developing the 2035 population estimate, the 2035 employment was
developed by extending the 2000 - 2030 trends to the year 2035. Table 5-3 lists the 2000
employment totals for the DSATS MPA and the 2035 employment projections used for the
model forecasts. The employment data is categorized by retail, service, and other employment,
which is used to calculate trip productions in the model. DSATS staff provided the original
employment data from the DeKalb County Economic Development Corporation (DCEDC). The
database includes Standard Industry Codes (SIC) and addresses information that was used to
allocate the employment throughout the MPA. Employment projections show a 90 percent
growth in employment by the year 2035, from about 18,500 jobs to over 35,000 jobs.
Table 5-3. Employment Projections for the DSATS Travel Demand Model
Retail
Service
Other
Total

2000
2,780
8,938
6,847
18,565

2035
5,292
17,015
13,034
35,340

Difference
2,512
8,077
6,187
16,775

Percent Change
90%
90%
90%
90%

Source: DSATS 2030 LRTP, URS Corporation.

2035 Land Use
As updated data was not available for future land use for DeKalb, Sycamore, and Cortland, the
data available from the County Comprehensive Plan used in the 2005 LRTP was used to
develop the future land use forecasts. The land use plans were developed as part of each
community’s comprehensive planning process and reflect anticipated land uses indentified as of
2005 Planned land uses were used to identify areas of growth and allocate future household
and employment within the DSATS MPA. As the 2010 US Census was being performed at the
same time as the 2035 LRTP was being developed, the demographic information (i.e.
population, employment, etc.) used data gathered from the 2000 census. For the 2040 LRTP
update, DSATS anticipates to update its demographic information to 2010 Census Information,
and update future land use to available community Comprehensive Plan updates. Noteworthy
land use patterns or issues include:
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The concentration of Industrial, Commercial, and Office Uses surrounding the Airport
and near the I-88 Tollway.
Development of residential areas differs by municipality as DeKalb and Sycamore tend
toward single-family residential being separated from other uses while Cortland
integrates future single-family areas into the Urban Landscape with other uses.
Large areas are planned for Open Space uses within the MPA.
Regional Detention Areas occupy large tracts of land throughout the city and town of
Sycamore.

Residential Growth – Table 5-4 lists the total acres of planned residential land uses by land
use type within the metro area by municipality. Low density residential accounts for 73 percent
of all planned residential land uses, of which 6,500 acres of the 11,000 acres of low density
residential is identified for the City of DeKalb. About 440 acres were allocated to high density
residential, 380 acres of which were identified by the City of Sycamore.
Table 5-4. Total Acreage of Planned Residential Land Uses by Municipality

Table 5-5 lists the number of housing units that could be accommodated within the planned
areas given the density assumptions for each land use classification identified in the table. The
residential density assumptions do not exclude land reductions required for roads, topography
constraints, etc.
Table 5-5. Full Build-out Scenario of Planned Residential Land Uses

Employment Growth – To allocate forecasted employment within the metro area, the amount
of employment related land uses were calculated using GIS for each Transportation Analysis
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Zone (TAZ). Planned land uses correlating to employment industry sectors, used in the model,
are as follows:
Planned Land Use Industry Sector
 Commercial Retail
 Downtown Commercial Retail
 Institutional Service
 Office Service
 Industrial Other
 Mixed Use 25% retail, 25% Service, and 50% residential.
The land area currently planned for employment-related uses totals about 6,500 acres, of which
41 percent is designated for industrial uses, 31 percent for institutional and office, and 37
percent for commercial. The exact details for each municipality within the MPA are listed in
Table 5-6.
Table 5-6. Land Acreage of Planned Employment-related Uses by Municipality

Similar to the allocation of population and housing forecasts, employment forecasts were
allocated to TAZs within municipalities proportionately to land uses acres, which correspond
with employment type. The DSATS MPA has experienced significant growth in population and
employment over the past several decades. Population and employment are projected to
continue to grow and the location and distribution of this growth will affect future transportation
demand. Likewise, future transportation improvements may influence where and how future
growth occurs further affecting the transportation system and the area’s quality of life.
As noted, population is a key variable in the demand for transportation. While births and deaths
affect population, migration, both in and out, plays a more critical role in population shifts.
Employment is often the key factor influencing migration. Even though there is a “chicken and
egg” conundrum with respect to employment and population, in our increasingly mobile society,
people generally tend to move to where there are jobs.
Employment locations can also be used as a surrogate variable for identifying trip destinations,
given that employment sites not only attract workers, but they also attract shoppers, students,
truckers, etc. depending on the type of work being conducted. By using socioeconomic data,
such as population and employment, it is possible to generate a better understanding of the
distribution of human activities and travel demand.
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The socioeconomic and land use data presented here provide some of the data needed in the
development of the travel demand model. The model can then be used to measure the
transportation impacts of projected growth and test transportation system improvements in
addressing those impacts.
The limited model verification statistics indicate that on the surface the model is doing a
reasonable job of replicating traffic volumes in the DeKalb region. However, it is recommended
that the current sketch-level model be validated and further refined before or concurrent with the
next Transportation Plan Update in 2015. A fully validated travel model will offer the MPO and
its member agencies full-featured travel model with a complete set of analysis capabilities.

TRAFFIC FORECAST METHODOLOGY/MODEL DEVELOPMENT
This section documents the methods and parameters used in developing the proto-level DeKalb
travel model. The model application is most accurately termed a “proto-level” model because it
was not put through a rigorous model validation process. A full model validation is a process
performed to ensure that a regional travel demand model does a reasonable job of simulating
observed traffic levels and travel patterns across the region. When it can be demonstrated that
the model is reasonably replicating current travel conditions in the study area, then we can have
confidence that the model would react reasonably to changes in the transportation system and
future land development changes.
A cursory set of model “tuning” refinements were performed on the base-condition travel model
so that the model would better replicate existing traffic levels on major streets within the study
area. This fine-tuning was performed so that when future (2035) traffic levels were generated
and assigned; the model would do an acceptable job of identifying the general magnitude of
traffic growth that should be expected by corridor.

Model Network
Using the TransCad software package, the travel model was developed to encompass the
entire study area, and includes some outlying areas outside of the MPA. The model network
coverage includes approximately 220 square miles and extends to the following limits:





Base Line Road (north boundary),
Perry Road (south boundary),
Kane County Line (east boundary),
Malta Road (west boundary).

Within the MPA, the roadways functionally classified as collector and arterial were included in
the network. Some local roads were also included in the model network where they added
unique access between the centroids and the regional roadway system.

Traffic Analysis Zones
The traffic analysis zone (TAZ) is the base geographic unit for establishing trip-making data in
the DeKalb travel model. The TAZ structure was developed based on several factors, including:


Census Geography: 2000 census data was the primary source of household data for the
traffic model. Where the other geography constraints allowed, TAZ boundaries were
developed along census block and block group geography.
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Roadway Network: TAZ boundaries were developed along streets classified as a
collector or higher.
River: The Kishwaukee River represents a barrier to access and in most cases defined
TAZ boundaries.
Railroad: Rail lines through the city are also a barrier to access was used to define many
TAZ boundaries. The DeKalb traffic model includes 117 TAZs.

Network Speeds and Capacities
Travel time is the impedance used in the DeKalb travel model. Network speeds were
developed based on posted speeds, as documented in the DeKalb County roadway GIS
inventory available from IDOT. Along some corridors, the model speeds were adjusted slightly
through the model refinement previously described. Travel speeds are also affected by the link
capacities, because the model was developed to consider capacity restraint during traffic
assignment. Link capacities applied to the network were developed to reflect level-of-service E
conditions. The capacities are documented in Table 5-7.
Table 5-7. DeKalb Travel Model Capacity by Roadway Type
LOS "E"
Functional Classification/Lanes

CBD

Non-CBD

N/A
N/A

63,100
94,700

14,100
18,700
20,800
29,800
35,300
37,400
56,100

15,700
20,600
22,700
33,200
39,200
41,600
62,400

10,800
14,100
15,500
23,000
26,900
28,200
42,300

12,000
15,500
16,900
25,500
29,800
31,300
47,000

7,900
10,600
11,800
16,800

8,800
11,600
12,800
18,700

- Freeway
4-lane
6-Lane

- Arterial (Urban)
2-lane
2-Lane/Left or Right 1
2-Lane/Left or Right 2
4-Lane (Undivided)
4-Lane Left or Right 1
4-Lane/Left/Right 2
6-Lane/Left/Right 2

- Minor Arterial (Urban)
2-lane
2-Lane/Left or Right 1
2-Lane/Left/Right 2
4-Lane (Undivided)
4-Lane Left or Right 1
4-Lane/Left/Right 2
6-Lane/Left/Right 2

- Collector (Urban)
2-Lane
2-Lane/Left or Right 1
2-Lane/Left/Right 2
4-Lane (Undivided)
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4-Lane Left or Right 1
4-Lane/Left/Right 2
6-Lane/Left/Right 2

19,900
21,100
31,700

22,100
23,500
35,200

Source: Highway Capacity Manual 2000, URS Corp.
1 - Left and right turn lanes are assigned similar capacity for this macro-scale analysis. Right
turns on red are underestimated.
2 - Divided and undivided segments are not separated.
- Center left turn lanes and left turn lanes impact capacity to similar levels.
- Free rights and right turn lanes influence capacity to similar levels.
- Dedicated Left and Right turn lanes is similar capacity as 4-Lane.
CBD - Commercial Business District

MODEL FOUR-STEP PROCESS
Trip Generation
Two different levels of trip generation were developed within the DeKalb travel model:




Internal Trip Generation: Internal trip generation was based on the procedures outlined
in Travel Estimation Techniques for Urban Planning, NCHRP Report 365, Transportation
Research Board, 1998. NCHRP 365 recommends a cross-classification approach for
determining trip production rates and a set of trip attraction equations for generating
internal trips. For this analysis, the aforementioned land use and socioeconomic data
were the independent variables used for the calculation of internal trip generation.
External Trip Generation (Including Internal-to-External Trips): Trip generation for
internal-to-external and external-to-internal (I-E) traffic was based on traffic counts
available from the IDOT roadway inventory file. Trips in the DeKalb model were
generated for three purposes: home-based work (HBW), home-based non-work (HBNW)
and non-home based (NHB) trips. The discussion of trip generation parameters is
divided into trip production and trip attraction sections. Northern Illinois University trips
were also placed into these three categories, as described below under “Special
Generators.”

Trip Production Rates
Trip production was estimated for each TAZ based on the number of households within each
TAZ. The trip production rates were estimated by the rate of automobile ownership and the
average household sizes within each TAZ. 2000 Census data at the block-group level was the
basis for estimating both automobile ownership and persons-per-household data for each TAZ.
NCHRP 365 data was the starting point for developing trip production data.
The trip data available in NCHRP 365 are cross-classification tables of person-trip rates based
on nationwide travel surveys, categorized by urban area size. Trip production data available for
urban areas between 50,000 and 200,000 people were used as a starting point for estimating
trip production rates for DeKalb. It was determined that the general trip production data
presented in NCHRP 365 were slightly lower than those observed in DeKalb. Trip rates were
increased by 10 percent so that the levels of traffic the model was generating was more
consistent with the traffic volumes observed on the DeKalb roadway system. The person trip
production rates used in the DeKalb traffic model are documented in Table 5-8.
Table 5-8. DeKalb Model Daily Person Trip Rates by Household Size and Auto Availability
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Trip Attraction Rates
Trip attractions were estimated for each TAZ based on its level of employment and households.
Employment data was available from the DeKalb County Economic Development Corporation,
and was divided into three types:




Retail Employment
Service Employment
Other Employment

Employment was further subdivided for Sycamore and DeKalb public schools, based on data
available from the districts.
A set of equations from NCHRP 365 was used to develop the person trip attraction rates. The
equations a separate set of trip attraction rates for HBNW and NHB attractions within the
Central Business District (CBD) than outside the CBD. The trip attraction rates used for the
DeKalb model are:






HBW Attractions: 1.45 x TE
HBNW Attractions: 9 x RE + 1.7 x SE + 0.5 x OE + 0.9 x HH
HBNW Attractions (CBD): 2 x RE + 1.7 x SE + 0.5 x OE + 0.9 x HH
NHB Attractions: 4.1 x RE + 1.2 x SE + 0.5 x OE + 0.5 x HH
NHB Attractions (CBD): 1.4 x RE + 1.2 x SE + 0.5 x OE + 0.5 x HH, where:
o TE = Total Employment
o RE = Retail Employment
o SE = Service Employment
o OE = Other Employment
o HH = Households

Special Generators
Special generators were used at the University because the area-wide trip levels did not fit well
with observed traffic volumes. The daily trip generation for NIU was based on the ITE’s Trip
Generation, 8th Edition, and allocated to the three trip purposes: HBW, HBNW, and NHB.

Trip Distribution
Trip distribution was developed for all three trip purposes by employing a doubly constrained
gravity model. The friction factors used were relatively “flat”; to better reflect DeKalb’s position
as a community where trip lengths are likely above average.
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Automobile Occupancy
Transit does not constitute a significant share of trips across the larger DeKalb region,
estimated at approximately 1 to 2 percent of home-to-work trips and likely a smaller percentage
of all trips. Thus, a separate transit component was not included in the sketch-model and likely
is not warranted for the DeKalb region.
Person trips were converted to vehicle trips through application of auto occupancy rates to the
HBW, HBNW and NHB person-trip tables. The following occupancy rates were used:




HBW: 1.11 persons per vehicle
HBNW: 1.56 persons per vehicle
NBH: 1.66 persons per vehicle

All three auto occupancy rates were taken from values for small urban areas in NCHRP 365.
The home-based work rate was consistent with estimates of DeKalb travel from the 2000
Census journey-to-work information.
Traffic Assignment
The DeKalb travel model uses an equilibrium assignment method, which uses the Bureau of
Public roads volume-delay function. The assignment function uses parameters adjusted to
better fit with small urban areas like DeKalb, based on recommendations of NCHRP 365.
These parameters are:



Volume/Capacity Multiplier (alpha) = 0.84
Volume/Capacity Exponent (beta) = 5.5

An equilibrium convergence criterion of 0.01 was used. Six iterations of the assignment were
completed prior to reaching an optimum result.

Base Year Model Performance
The previous 2030 DeKalb proto-level travel model showed an acceptable base year model
performance. As such, this iteration of the model can be utilized without further validation. As
more current data becomes available through the US Census in time for the 2040 LRTP update,
it may be beneficial to once again validate the model through a review of its base year
performance.

2035 TRAFFIC GROWTH FORECASTS
Total trip levels for 2035 were estimated based on the projected 2035 household and
employment levels. There are two different traffic variables documented in Table 5-9:



The level of trip generation, consistent with the growth anticipated in housing, is
projected to increase by 76 percent.
Table 5-9 also shows the growth in vehicle miles of travel (VMT), a calculation of the
number of system-wide trips multiplied by their trip length. VMT was calculated based
on model assigned volumes for all roadway links (not including centroid connectors) in
the travel model network. As shown, the VMT is projected to grow more than the
number of trips between 2004 and 2035. This indicates that the average trip length is
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forecasted to increase between now and 2035, which is expected given that the
development concept anticipates the majority of new development will occur on the
fringe of DeKalb.
Table 5-9. Preliminary Trip Generation and Vehicle Miles Traveled Growth, 2004-2035
Model Scenario
Vehicle Trips
VMT
Base Year
201,000
1,470,000
2035 E+C Network
353,000
2,872,000
2004-2035 Percentage Growth
76%
95%
Average daily traffic throughout the MPA will continue to grow proportional to the growth in the
population. As more homes and destination locations are built, traffic patterns will shift
dramatically in those areas. AADT volumes along many roads within the MPA are projected to
increase significantly over the next 25 years. These roads include: Somonauk Road, Twombly
Road, 4th Street, Fairview Drive, Gurler Road, Airport Road, and Plank Road.
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CHAPTER 6: TRANSPORTATION SYSTEM ALTERNATIVES
This chapter provides potential alternatives for addressing existing and future transportation
issues within the DSATS Metropolitan Planning Area. All major modes of transportation are
addressed as separate sections. However, it is the intent of this document and the goal of
DSATS to take an integrated and multimodal approach to assess alternative improvements with
respect to the entire transportation system and not to a single component of that system.
Because of the comprehensive scope of the Long Range Transportation Plan, it is necessary to
build on past and current planning efforts that offer more detailed analysis of particular
transportation issues, the most recent of which include the DeKalb County Greenways and
Trails Plan, the Transit Development Plan, and the Transit Facility and Route Expansion Study.

ROADWAY ALTERNATIVES
This section looks at the roadway system with a focus on vehicular traffic issues. While roads
serve many different users and functions, transit, pedestrian and bicycle use are discussed in
greater detail in later sections.

Functional Classification
As there have not been any significant changes in the DSATS traffic network in the past five
years, there have only been minimal changes to the region’s roadway functional classifications.
Since the last update, two roadway segments have been updated:



Dresser Road (Glidden Rd. to N. 1st St.) was upgraded to a Major Arterial
1st Street (Gurler Rd. to Perry Rd.) was upgraded to Major Arterial

A list of proposed Functional Classifications was made in the 2030 LRTP. As there has not
been a signification change in traffic patterns in the past five years, DSATS has not
implemented most of the proposed changes, but continues to monitor the network. As part of
the LRTP process, the system is reviewed every five years. When reviewing the network
several factors are considered with respect to functional classification. These factors include:




Traffic volumes;
Trip lengths; and,
Type of use (local versus through-traffic).

The Existing Conditions Report Chapter 4 Map 4-2. Daily Traffic Volumes & Functional Class),
served as a guide for analyzing the current functional classification system. The 2030 LRTP
identified potential changes to the functional classification, identified below, and are based on
quantitative and qualitative assessment of road functionality. The purpose of changing the
functional classification system is to make road classifications consistent with how the road is
actually functioning and not to change how the road is functioning.
In general, the current DSATS functional classification system provides adequate connections
between the local transportation network and higher-class facilities. However, there are some
classifications that have been identified as potential changes that should be reviewed every five
years. The recommended changes were based on current traffic volumes, roadway spacing
and type of use, and not necessarily whether the roadway was designed and constructed
according to current design standards. Potential changes to the functional classification system
are listed and explained below.
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1. Annie Glidden Rd (between Rich Road and IL 64) – Consider changing from a Major
Collector to a Principal Arterial. This section of roadway has 4,900 vehicles per day
(vpd) projected to increase, in one portion, to 9,800 vpd by 2035. IL 64 has slightly less
traffic just east and west of its intersection with Annie Glidden Road. More importantly
however, is Annie Glidden Road’s connection between IL 64 (principal arterial) to the
north and I-88 to the South.
2. Rich Road (between Nelson Road and North First Street.) – Consider changing from a
Minor Arterial to Major Collector. Annual Average Daily Traffic (AADT) ranges from
1,000 vpd west of Nelson Road to 2,150 west of North First Street, which is significantly
lower than suggested functional classification guidelines. Furthermore, the road
parallels a Minor Arterial, Bethany Road, which has notably higher traffic volumes and is
less than ¼ mile away.
3. Hillcrest Avenue (Annie Glidden Road to Sycamore Road) – Consider changing from a
Major Collector to a Minor Arterial. Hillcrest Avenue serves a significant amount of traffic
with between 8,800 and 14,300 vpd using the connection between Annie Glidden Road
and IL 23. While Hillcrest is a relatively short route and Dresser Road provides a parallel
Minor Arterial, Hillcrest Avenue provides a connection to IL 23 and may be serving more
of a Minor Arterial function than Dresser Road. While Hillcrest may be functioning as a
Minor Arterial, this may not be desirable given that it travels through a residential
neighborhood, where efforts have been made reduce traffic impact via traffic calming
devices.
4. Fairview Drive (west of Annie Glidden Road) – Consider changing from a Minor Arterial
to Major Collector. Fairview Drive currently serves a low AADT volume with 1,000 vpd.
5. Fairview Drive (between Annie Glidden Road and Somonauk Rd) – East of Annie
Glidden Road, Fairview Drive currently experiences traffic volumes between 1,350 and
6,000, a somewhat low volume for a Minor Arterial. However, the route does provide
connections between three Principal Arterials, two Minor Arterials, and two Major
Collectors. It is also serves as a truck route along much of the route.
6. South Malta Road (west of Annie Glidden Road) – Consider changing from a Minor
Arterial to Major Collector. South Malta Road is a Minor Arterial west of Annie Glidden
Road and Taylor Street is a Major Collector east of Annie Glidden. However, traffic
volumes range between 1,500 to 1,700 vpd west of Annie Glidden and as high as 5,200
vpd east of Annie Glidden along this route.
7. Gurler Road (through MPA) – Consider changing from a Minor Arterial to Major
Collector. Gurler Road maintains low traffic volumes between 225 vpd to 1,900 vpd. It
is not a major through-route as it parallels I-88.
Future Road Functional Classifications – The following functional class changes are based
on considering future land use plans in conjunction with the 2035 traffic forecasts. It should be
noted that these changes are merely suggestions for future examination depending upon the
development that occurs around these roads and subsequent traffic increases.
8. Pleasant Street (Loves Road to Airport Road) – Consider changing from a local road to
a Major Collector as traffic and development growth warrants.
9. Fenstermaker Road – Consider changing to Major Collector as traffic and development
growth warrants.
10. Airport Road (IL 38 to Peace/Plank Road) – Consider changing from a Minor Collector
to a Major Arterial if or when it is extended between when Old State Road to Plank
Road/Peace Road.
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11. Barber Greene Road (Somonauk Road to Airport Road) – Consider changing from a
Major Collector to a Minor Arterial as traffic and development growth warrant.

Traffic Volumes: Future Year (2035) Deficiencies
A cursory set of model “tuning” refinements were performed on the base-condition travel model
so that the model would better replicate existing traffic levels on major roadways within the
DSATS MPA. This fine-tuning was performed so that when future (2035) traffic levels were
generated and assigned; the model would do an acceptable job of identifying the general
magnitude of traffic growth that should be expected by corridor. Existing capacity deficiencies
were summarized in CHAPTER 4: . Map 6-1 displays 2035 forecasted traffic volumes, along
with future year capacity deficiencies, for the existing plus committed (E+C) roadway network.
Roadway Capacities – Roadway capacities are generally considered in terms of vehicles per
hour or vehicles per lane per hour, which better reflects actual roadway level-of-service
conditions experienced by drivers. However, assessing capacities on a system-wide basis
requires generalizing capacity assumptions to correspond with available daily traffic volume
data. In the DSATS travel demand proto-model, daily capacities are calculated based on
simplified highway capacity manual calculations, starting with a per-lane per-hour capacity for
roadway facility types. These are then adjusted according to the number of lanes and
converted to a daily volume assuming a peak hour factor (e.g. between 8% and 12%). Capacity
assumptions are included in the TRAFFIC FORECAST METHODOLOGY/MODEL
DEVELOPMENT section of Chapter 5. Level-of-service deficiencies developed from the travel
demand proto-model should be considered in light of these generalized capacity assumptions.
Actual capacities may vary significantly given a particular roadway’s characteristics and use.
Likewise, the driver experience along a roadway may also be quite different compared to the
planning capacity analysis.
Map 6-1 displays the projected 2035 Existing plus Committed (E+C) roadway network. The
E+C network includes the extension of Airport Road, between IL 64 and Plank Road, and the
widening of Peace Road, between IL 38 and Pleasant Avenue. While the map displays several
segments operating at LOS F, it is important to note that many of these segments are just over
the LOS F threshold. As a result, many of the segments highlighted may not require major
capacity improvements as these roadways may experience some peak hour congestion but do
not necessarily warrant significant capacity improvements. Instead, DSATS will continue to
monitor these segments and plan roadway improvements as appropriate. Roadways that could
have existing and/or future capacity deficiencies, and should be more closely monitored, include
Hillcrest Avenue, Lucinda Avenue, Peace Road/Plank Road (DeKalb Avenue to Eastern MPA
boundary), and 1st Street (near the intersection of N. Dresser Road --- based on the segment
capacity analysis, this location may warrant future year intersection improvements).
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Understanding Congestion 23 – Congestion is a lot more complex than simply "too many
vehicles trying to use the road at the same time," although that is certainly a major part of the
problem. Congestion results from the interaction of many different factors — or sources of
congestion. Congestion has several root causes that can be broken down into two main
categories:
1. Too much traffic for the available physical capacity to handle – Just like a pipecarrying water supply or the electrical grid, there are only so many vehicles that can be
moved on a roadway for a given time. Transportation engineers refer to this as the
physical capacity of the highway system. Physical bottlenecks are locations where
the physical capacity is restricted, with flows from upstream sections (with higher
capacities) being funneled into smaller downstream segments. This is roughly the
same as a storm pipe that can carry only so much water — during heavy rains, the
excess water floods the streets and houses behind the pipe. However, the situation is
even worse for traffic. Once traffic flow breaks down to stop-and-go conditions, capacity
is actually reduced - fewer cars can get through the bottleneck because of the extra
turbulence. Bottlenecks can be very specific chokepoints in the system, such as a
poorly functioning freeway-to-freeway interchange, or an entire highway corridor where a
"system" of bottlenecks exists, such as a closely spaced series of interchanges with
local streets. Physical capacity can be reduced by the addition of "intentional"
bottlenecks, such as traffic signals and tollbooths.
2. Traffic-influencing events – In addition to the physical capacity, external events can
have a major effect on traffic flow. These include traffic incidents such as crashes and
vehicle breakdowns; work zones; bad weather; special events; and poorly timed traffic
signals. When these events occur, their main impact is to "steal" physical capacity from
the roadway. Events also may cause changes in traffic demand by causing travelers to
re-think their trips (e.g., snow and other types of severe weather). The level of
congestion on a roadway is determined by the interaction of physical capacity with
events that are taking place at a given time. For example, the effect of a traffic incident
depends on how much physical capacity is present. Consider a traffic crash that blocks
a single lane on a freeway. That incident has a much greater impact on traffic flow if
only two normal lanes of travel are present than if three lanes are present. Therefore,
strategies that improve the physical capacity of bottlenecks also lessen the
impacts of roadway events such as traffic incidents, weather, and work zones.
Only recently has the transportation profession started to think of congestion in these
terms. Yet it is critical to do so because strategies must be tailored to address each of
the sources of congestion, and they can vary significantly from one highway to another.
Nationally, a composite estimate of how much each of these sources contributes to total
congestion is listed below.
Causes of Congestion 24 :
 Bottlenecks 40%
 Traffic accidents 25%
 Bad weather 15%
 Work Zones 10%
 Poor signal timing 5%
 Special events/other 5%
23

US Department of Transportation, Federal Highway Administration, Office of operations website; Traffic Congestion and
Reliability: Linking Solutions to Problems.
24
These estimates are a composite of many past and ongoing congestion research studies and are rough approximations.
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Capacity Improvements - DSATS should continue to work with IDOT, DeKalb County, and
individual municipalities to cooperatively determine and prioritize major capacity improvements
and establish how best to address negative impacts of increased capacity. Roadways and
intersections identified as a Level of Service (LOS) “D” should prompt DSATS to assess
transportation improvement options. Improvements should be evaluated from the least intrusive
to the most intrusive. The following capacity improvement examples are identified from least
intrusive to most intrusive approaches:







Travel demand management strategies (e.g. pedestrian, bicycle, transit/carpool use
incentives)
Signal timing coordination
Improved turn lanes
Reduce driveways and left-turn movements
Widen roadway
Build new road

When implementing capacity improvements, acquisition or reservation of sufficient right of way
for the long-term needs and future expansion of proposed roadways is encouraged. Capacity
improvement options may be limited due to extenuating circumstances; for example, limited
right-of-way in an older neighborhood. The impact of some capacity improvements may also
conflict with other community goals and values. In these situations, the community may be
willing to tolerate a lower level of service (i.e. greater congestion). Hillcrest Avenue may be a
corridor where accommodating increased traffic will create unwanted consequences (e.g.
increased vehicle speeds, noise and safety concerns).









Travel Demand Management (TDM) strategies, which offer incentives to walk, bike,
carpool or use transit may be effective in reducing some vehicular trips.
Transportation System Management (TSM) strategies should be considered at spot
locations, intersections operating over-capacity, and along corridors operating over
capacity. TSM strategies could consist of adding or extending turn-lanes and/or
improving/upgrading traffic control devices to improve traffic flow.
Intelligent Transportation System (ITS) alternatives should be considered along corridors
that are identified as operating over-capacity. Traffic signal optimization and/or signal
interconnects can often reduce intersection delays and ultimately reduce corridor and/or
system wide travel delays.
Access management techniques should be explored as a possible solution to improve
traffic flow and safety along corridors operating overcapacity. Access management may
consist of closing or consolidating access points and/or left turn lanes to promote a high
level of traffic flow ultimately helping to preserve traffic capacity. Access management
techniques should be specifically considered along the IL 23/Sycamore Road
Commercial corridor to enhance safety and traffic flow.
Potential improvements to parallel routes may reduce travel demand along congested
corridors and could save potentially expensive capacity improvements. Such
improvements should be considered in the study phase of any proposed transportation
improvement project within the MPA. Improving local connections adjacent to high
volume arterials should be evaluated to reduce the use of arterials for local trips. A
significant percentage of traffic along the IL 23/Sycamore Commercial corridor is likely
due to shoppers traveling between nearby destinations.
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Roadway System Programmed Projects
A major portion of roadway projects on the DSATS FY11-15 TIP involve resurfacing and bridge
rehabilitation projects. Appendix Table A-1 provides a listing of all anticipated projects in the
DSATS region out to 2035 and beyond. Table 6-1lists the various capacity building projects,
which are scheduled on the current TIP or anticipated in future years. Additional projects, which
fall into the financially unconstrained category, are discussed in the Future Year (2035) Model
Scenarios included in the Appendix, which are the results of additional model runs.
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Table 6-1. Capacity Building Roadway Projects in DSATS MPA
Roadway
Airport Rd.
Bethany Rd.
NIU

North Avenue (Cortland)
Peace Road

Somonauk Road
Plank Road (Sycamore)
South Annie Glidden Road
Taylor Street (DeKalb)

TIP IDs

Project Description
Improvement
DSATS Scheduled TIP Capasity Building Projects

Member Org

42, 69, 59, Extension of Airport Rd. from IL-64 to Plank Rd. with new bridge
76 over Blue Heron Creek
11 Widen Bethany Rd. from North 1st Street to Meadow Trail West

Roadway Extension & New Bridge

County of DeKalb

Widening, 4 lanes

6 Construction of two North-South and two East-West Boulevards on
the far west Northern Illinois University Campus
5 Closing, Reconfiguring, Widening, and Resurfacing of various
Campus Roadways
15 Upgrade North Avenue to accommodate industrial development and
associated truck traffic
9 Widening Peace Rd. from 2 to 4 lanes from 1000 feet south of
Pleasant St. to 1000 feet south of IL-38.
137 Reconstruction of Peace Rd. / Lincoln Hwy (IL-38) Intersection
51,77 Widening of Somonauk Rd. from Bethany Rd. to North St.
49, 56, 64 Relocation of Plank Rd. at Moose Range Rd.
88 South Annie Glidden Road Reconstruction to 4 Lanes - Bellevue Dr.
to Tollway I-88
25 Widening & Resurfacing of Taylor St. from David Ave. to Sharon Dr.

New Roadways

24 New Construction to extend Taylor St. from Industrial Dr. to Peace
Rd.

Fiscal
Year

Fairview Dr.
John Huber Parkway Extension
Peace Road

Twombly Road (DeKalb)

$

1,600,000.00

$

1,919,108.00

City of DeKalb

2014

$

1,500,000.00

$

1,754,787.84

2011

$

10,400,000.00

$

10,816,000.00

2012

$

5,776,930.00

$

6,248,327.49

Roadway Upgrade

Northern Illinois
University (NIU)
Northern Illinois
University (NIU)
Town of Cortland

2011

$

1,000,000.00

$

1,040,000.00

Widening, 4 lanes

City of DeKalb

2011

$

2,100,000.00

$

2,184,000.00

Intersection Reconstruction
Widening
Roadway Realignment
Widening, 4 lanes

City of DeKalb
County of DeKalb
County of DeKalb
City of DeKalb

2013
2012-13
2014-15
2013

$
$
$
$

6,200,000.00
500,000.00
1,010,000.00
6,400,000.00

$
$
$
$

6,974,156.80
558,106.00
1,228,352.00
7,199,129.60

Widening, new turn lanes

City of DeKalb

2011 $

170,000.00

$

176,800.00

Roadway Extension

City of DeKalb

2012

$

700,000.00

$

757,120.00

$

37,356,930.00

$

40,855,887.73

Roadway Realignment

DSATS 2016-2035 Projected Capasity Building Projects
115 Intersection realignment of Dresser/Twombly at N. Annie Glidden
Roadway Realignment
Rd.
117, 118 Reconstruction of Fairview Dr from S. 1st St. and S. Annie Glidden, Reconstruction & Turn Lanes
and S. 1st St. to IL-23 with addition of turn lanes
126, 127 Extension of John Huber Parkway from IL-38 to S. Malta Rd. with
Roadway Extension, 2 lanes
bridge over UP Railroad
113 Widening and Resurfacing of Peace Rd. from IL-38 to Fairview
Widening, 4 lanes
Drive from 2 lanes to 4 lanes
114 Widening and resurfacing of Peace Road between Fairview Drive
Widening, 4 lanes
and Tollway I-88, from 2 lanes to 4 lanes
130 Extension of Peace Road south to at least Keslinger Rd, possibly
Roadway Extension
further
122,125 Widening & resurfacing of Twombly Rd. between Annie Glidden Rd. Widening, 4 lanes
to Rosenow Way to John Huber Parkway, 2 phases

City of DeKalb

2016-20

$

3,000,000.00

$

3,795,957.06

City of DeKalb

2026-30

$

5,400,000.00

$

10,114,098.00

City of DeKalb

2031-35

$

9,500,000.00

$

21,648,296.00

City of DeKalb

2016-20

$

7,000,000.00

$

8,857,233.13

City of DeKalb

2016-20

$

2,500,000.00

$

3,163,297.55

County of DeKalb

2026-30

$

-

City of DeKalb

2021-26

$

3,200,000.00

$

5,593,307.00

$

30,600,000.00

$

53,172,188.73

Total 2016-2035 Projected Projects
Eastern DeKalb County North/South
Corridor

DSATS Capasity Building Projects - Long Term Concept Projects
131, 139, New Eastern DeKalb Corridor (4 possible alternatives identified)
New Roadway
140, 141

-

2036+

$

168,749,200.00

$

467,852,058.00

8,000,000.00

$

22,179,758.28

$
$

490,031,816.28

134 Widen Peace Rd. from IL-64 to IL-23 to 4 lanes as Sycamore Grows Widening, 4 lanes

County of DeKalb

2036+

$

West Hillcrest Drive Ext.
Total Long-Term Concept Projects

136 Extension of West Hillcrest Dr. to John Huber Parkway

City of DeKalb

2036+

$
$

Roadway Extension

$

County of DeKalb

Peace Road

Total Cost

Future Value Cost

2013-16

Total TIP Scheduled Projects
Dresser Rd. / Twombly Rd.

2010 Cost

$

176,749,200.00

244,706,130.00

$

584,059,892.74
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NIU/Convocation Center Event Traffic
The Convocation Center, owned and operated by NIU, is the primary large event destination
site for concerts, sporting events, trade shows etc. Nearby, NIU’s football stadium hosts around
five regular season games, which draw substantial attendance in the fall. These large events
can create significant traffic impacts that can result in large delays for both attendees and
regular traffic on nearby roadways.
It would be unwise to allocate substantial amounts of limited resources on trying to eliminate
event congestion, which may only occur for a few hours a couple of days per week on average,
where congestion is not a problem otherwise. However, where problem areas have been
identified there are a host of improvements that can and should be considered.
The travel demand-proto-model is designed to simulate average annual weekday daily traffic
volumes, which is the appropriate measure for considering major capacity expansion
investments. However, the model is not the appropriate tool for assessing specific traffic events
that occur at various times of day on various weekdays. The model can assist in assessing the
degree to which event traffic may become more problematic based on the traffic forecasts along
adjacent and nearby streets.
Traffic along IL 38/Lincoln Highway near the Convocation Center is projected to increase from
16,200 vpd to 29,700 vpd by 2035. Traffic along Annie Glidden Road near the NIU football
stadium is forecast to increase from 18,400 vpd to 26,700 vpd in 2035. These daily traffic
increases would greatly increase the congestion delays associated with NIU/Convocation event
traffic. The West Arterial, known as the John Huber Parkway has been built between Bethany
Road and Lincoln Highway (IL-38). Plans are to extend the road south to Fairview Drive when
funds become available. NIU is also planning to create additional roadways and increase
capacity on existing roadways in this area. The 2035 LRTP model looked at these additions
when analyzing future demand in the area. While the addition of these roads did not have a
noticeable impact on IL-38/Lincoln Highway traffic, they did result in a slight traffic decline along
Annie Glidden Road. However, these roads may have a notable impact on decreasing delays
associated with event traffic by providing alternative routes.
The more appropriate tool in analyzing event traffic impacts would be the development of a
traffic simulation model of the area. Traffic simulation models can provide detailed analysis of
specific traffic behaviors from which to test improvement options. These models can test a
variety of intersection controls and designs such as signal timing changes and turning lane
configurations. DSATS is a member of a Travel Demand Model Users group, which is made up
of Illinois MPO staffs across the state. They are looking into ways that smaller MPO’s can use
resources to develop better models. The biggest issue faced by DSATS is insufficient funds to
buy the costly software, the high cost of keeping up annual licenses for the software, and
sufficient staff with proper education to keep the model up to date. The MPO will continue to
look at ways to develop some form of a model despite these limitations.
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Access Management
The DSATS member organizations do not
have formalized Access Management
Plans within their municipal ordinances.
The City of DeKalb, in Article 9 of its Unified
Development Ordinance identifies the
following access management regulations:
9.02.02 Access to Arterial Streets
Whenever a development or subdivision
involves the creation of one or more
streets, borders on, or contains an existing
or proposed arterial street, no direct access
may be provided from the lots within the
development or subdivision onto this
arterial street.
9.02.03 Entrances to Streets
All driveway entrances and other openings
onto streets within the City's planning
jurisdiction shall be constructed so that:
1. Vehicles can enter and exit from
any lot in question without posing
any substantial danger to
themselves, pedestrians or vehicles
traveling in abutting streets;
2. Interference with the free, safe and
convenient flow of traffic in abutting
or surrounding streets is minimized
or mitigated by the developer;
3. They are designed in accordance
with the standards adopted by the
City and other Jurisdictions; and
4. Their number, placement, and/or
alternative location are in accordance with any officially adopted policy, or with the
recommendations provided in any traffic access and impact studies.
The municipalities and County worked together to implement Access Management Plans for
Annie Glidden Road and Peace Road. Recognizing the importance of Peace Road as a major
arterial that bisects DeKalb and Sycamore and carries much of the area's through traffic,
DSATS endorses the continued implementation of the Peace Road Access Management Plan.
Many arterials already limit driveway and crossroad spacing and/or have included center turn
lanes and/or left-turn lanes. However, as traffic volumes continue to increase, there may be
greater need to separate directional traffic with medians and constructing dedicated left-turn
bays. Locations to consider such strategies include:



IL 23/Sycamore Road (between North 7th Street and Peace Road)
IL 38/Lincoln Highway (between Western Arterial and Peace Road)
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Figure 6-1. DSATS Area Access Management Examples

Raised median helps separate traffic at 3-way
intersection

Center medians help divide traffic and control access
points

Access management is the control and regulation of the spacing and design of driveways,
medians, median openings, and traffic signals. These strategies can increase capacity, improve
traffic flow, and improve safety while maintaining appropriate speeds compatible with adjacent
land uses. When combined with a streetscape plan, they can help create an attractive multimodal environment. The following strategies should be considered along congested corridors
and as part of an overall access management plan:






Controlled left turns
Raised medians
Combined driveways
Driveways located away from intersections
Driveway accesses from cross streets where possible

Sufficient traffic flow through the MPA via principal and minor arterials does not have to be at
odds with creating livable and safe neighborhood streets. As described in the Analysis of
Conditions and Identification of Issues Report, the following benefits can be realized when a
streetscape program with a pedestrian-friendly design is combined with access management
strategies.
 Traffic flow and speeds are more consistent
 Driving environment is more predictable
 Increased capacity and safety due to removing left turning vehicles from through-lane
 Improved safety due to right turning vehicles consolidated to fewer driveways
 Traffic calming effect of street trees in median and between road and sidewalks
 Improved safety by pedestrians having to cross fewer driveways
 Raised medians providing a pedestrian refuge at street crossings

More comfortable pedestrian environment with street trees providing a buffer between
the drive lane and sidewalk and slower travel speeds
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Figure 6-2. Combined Streetscape Enhancements with Access Management Strategies

DSATS encourages its member organizations to use the IDOT’s Bureau of Design and
Environment Manual Chapter 35 on Access Management issues when dealing with any new
development or implementing a new transportation project.
Three-lane Roadway Configurations
Evaluate the use and
appropriateness of three-lane road
configurations for urban streets
currently designed as four-lane
undivided roadways and for twolane urban arterial streets carrying
between 10,000 to 15,000 vpd.
The DeKalb County Greenways
and Trails Plan recommended
three-lane roads to allow space for
bike lanes.
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Figure 6-3. Examples of Three-Lane Configurations in DSATS Area

Fairview Drive between IL-23 and Peace Road

The John Huber Parkway west of the City of DeKalb

A three-lane configuration consists of one through lane in each direction and a center two-way
left-turn-lane (TWLTL) or dedicated left turn lanes. Converting four-lane undivided roadways to
three-lane configurations have been shown to improve traffic flow, reduce speeding, decrease
speed variability, increase safety, and provide a safer and more comfortable environment for
pedestrians and bicyclists than four-lane undivided roadways with a minimal decrease in
capacity. 25
Simply re-striping drive lanes can accomplish the task of converting an existing four-lane
undivided roadway to a three-lane configuration. However, if the three-lane concept proves to
be desirable in the long-term, streetscape improvements such as planted medians, street trees,
and pedestrian crossing treatments at intersections should be considered to improve safety and
appearance.
Converting a four-lane undivided roadway to a three-lane roadway is appropriate in areas with
frequent left turning movements and/or where speeding and safety concerns are problems. The
feasibility of replacing an urban four-lane undivided road with a three-lane configuration should
be considered on a case-by-case basis. Appendix C includes a list of factors to be considered
for determining the feasibility of three-lane configurations. Characteristics and sample
evaluative questions are provided under each or the following factors:










Roadway function and environment
Overall traffic volume and level of service
Turn volumes and patterns
Frequent-stop and/or slow-moving vehicles
Weaving, speed and queues
Crash type and patterns
Pedestrian and bike activity
Right-of-way availability, cost and acquisition impacts
General characteristics:
o Parallel roadways
o Offset minor street intersections

25

Guidelines for the Conversion of Urban Four-Lane Undivided Roadways to Three-Lane
Two-Way Left Turn Lane Facilities; Center for Transportation Research and Education
(CTRE) Iowa State University; April 2001.
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o
o
o

Parallel parking
Corner radii
At-grade rail crossings

Three-lane Feasibility – The feasibility of a four-lane undivided to a three-lane configuration from
an operational point of view (with respect to volume only) are as follows based on bi-directional
peak-hour traffic:




< or = 1,500 vehicles per hour (vph):......................... feasibility probable
1,500 to 1,750 vph: ................................................... exercise caution
> or = 1,750 vph: ....................................................... feasibility less likely

These volumes are general guidelines. Three-lane conversions have been used on roads with
traffic volumes up to 24,000 vpd. Further study is required for any corridor being considered for
a three-lane conversation.

Complete Streets
Complete Streets programs are becoming increasingly popular across the nation and are
supported by the Federal Highway Administration and many Transportation Advocacy
Organizations who promote looking at all forms of transportation, not just roadway management
for motorized vehicles. The Complete Streets Organization (http://www.completestreets.org/)
has developed a definition of Complete Streets:
Complete streets are designed and operated to enable safe access for all users.
Pedestrians, bicyclists, motorists, and transit riders of all ages and abilities must be able
to safely move along and across a complete street.
Creating complete streets means transportation agencies must change their orientation
toward building primarily for cars. Instituting a complete streets policy ensures that
transportation agencies routinely design and operate the entire right of way to enable
safe access for all users. Places with complete streets policies are making sure that
their streets and roads work for drivers, transit users, pedestrians, and bicyclists, as well
as for older people, children, and people with disabilities.
Since each complete street is unique, it is impossible to give a single description. But
ingredients that may be found on a complete street include sidewalks, bike lanes (or
wide paved shoulders), special bus lanes, comfortable and accessible transit stops,
frequent crossing opportunities, median islands, accessible pedestrian signals, curb
extensions, and more. A complete street in a rural area will look quite different from a
complete street in an urban area. However, both are designed to balance safety and
convenience for everyone using the road.
Illinois was the first state in the nation to develop a full Complete Streets law through the
adoption of SB 314 in October 2007. The law (posted below) provides that "bicycle and
pedestrian ways shall be given full consideration in the planning and development of
transportation facilities, including the incorporation of such ways into State plans, and
programs.” Within one mile of an urban area, "bicycle and pedestrian ways shall be established
in conjunction with the construction, reconstruction, or other change of any State transportation
facility."
(605 ILCS 5/4-220 new)
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Sec. 4-220. Bicycle and pedestrian ways.
(a)

(b)

(c)

(d)

Bicycle and pedestrian ways shall be given full consideration in the planning and
development of transportation facilities, including the incorporation of such ways
into State plans and programs.
In or within one mile of an urban area, bicycle and pedestrian ways shall be
established in conjunction with the construction, reconstruction, or other change of
any State transportation facility except:
(1) in pavement resurfacing projects that do not widen the existing traveled way
or do not provide stabilized shoulders; or
(2) Where approved by the Secretary of Transportation based upon documented
safety issues, excessive cost, or absence of need.
Bicycle and pedestrian ways may be included in pavement resurfacing projects
when local support is evident or bicycling and walking accommodations can be
added within the overall scope of the original roadwork.
The Department shall establish design and construction standards for bicycle and
pedestrian ways. Beginning July 1, 2007, this Section shall apply to planning and
training purposes only. Beginning July 1, 2008, this Section shall apply to
construction projects.

In the DSATS area, DSATS adopted its Bikeways Plan on July 24, 2006. The DSATS Bikeways
Plan serves to coordinate the efforts of DSATS communities in providing bike facilities. The
focus of this plan is identifying current facilities, identifying gaps, and documenting future plans.
Between the IDOT Complete Streets legislation, which governs all state projects within the
DSATS region, and the Bikeways Plan goals, which all member communities are to use as
guidelines when starting new transportation projects, the region has been moving towards a
more holistic approach when developing new transportation projects. After the completion of
the LRTP, DSATS staff intends to update its Bikeways Plan, to look at how we can improve all
forms of transportation in the future.

Highways for Life
In the past few years, the concept of Highways for Life has taken root. According to the Federal
Highway Administration website (http://www.fhwa.dot.gov/hfl/) the purpose of Highways for LIFE
(HfL) is to advance Longer–lasting highway infrastructure using Innovations to accomplish the
Fast construction of Efficient and safe highways and bridges. The three goals of HfL are to...




Improve safety during and after construction
Reduce congestion caused by construction
Improve the quality of the highway infrastructure

Specifically, HfL is focused on accelerating the adoption of innovations in the highway
community. For a number of reasons, that adoption has traditionally been measured, not
merely in years, but in decades. A recent example is the adoption of the SuperPave asphalt
binder specification, which began in 1992 and was adopted by the 50th State in 2004. In fact,
SuperPave has been cited as an example of accelerated adoption by AASHTO, the States, and
FHWA that was supported by specifically authorized funding. One might wonder if it takes that
long for a technology that has Congressional sponsorship, how much longer other things will
take.
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HfL is based upon the realization that there are currently available innovations within the
highway community that, if widely and rapidly adopted, would result in significant benefits to the
highway motorist, users, and owner agencies. Quite often, a typical response to suggesting one
of these innovations is "oh, that's been around for years.” While that may, in fact, be the case,
nonetheless its use is far from the routine.
Thus, although innovations themselves are important, Highways for LIFE is as much about
changing the highway community's attitude toward them. From a culture that looks at
innovation as something that will only add to one's work, delay the project; add to the cost, or
increase risk, to one that sees it as an opportunity to provide a better highway transportation
service. It is also effort to change the way highway community decision makers and participants
perceive their jobs and the service they are providing. As a State highway administrator said of
his staff, "it's getting them to understand that they are providing a highway transportation service
rather than a highway construction program."
As an integral part of this service focus, HfL introduces the concept of performance goals that
are aimed at serving the highway user and motorist. These performance goals are set at a level
that represents the best of what we can do, not just the average of what we have been doing.
Moreover, that all performance goals must be applied to each project and to reach the goals
requires an integrated team approach to highway delivery rather than the current stove-piped
approach. Today, the most widely used goals are (1) the cost of the project, (2) the time to
develop and advertise the project and in some cases (3) the time it takes to actually construct
the projects. Since the great majority of highway design and construction is covered by
standards and guidelines, the assumption exists that meeting the standards will result in the
best performance.
The legislation for Highways for LIFE represents a change strategy. It contains elements to
create awareness, inform, educate, train, assist, and entice State DOTs and their staff. Funding
for projects is an enticement, but it is only one of the elements. In fact, with the anticipated
funding levels for HfL, funding for projects by itself will not bring about or sustain such a change.
HfL must address the underlying issues such as, "I didn't know," "It's not needed here," "It's not
my job," or "I don't have time.” Beyond those issues, HfL also intends to provide the training
and technical assistance necessary to ease and sustain the innovation adoption. A key strategy
of HfL is getting the word out on innovations and success stories that describe the benefits to
the highway motorist, users, and owner agencies.
FHWA is committed to the core concepts of HfL. This commitment is based upon the decades
of FHWA's leadership in innovation, delivery, and deployment and its role as the steward of the
Federal-aid highway program to provide the best highway transportation service to the Nation.
DSATS has not as of yet developed any policies that address the concepts of Highways for Life.
It is anticipated that in the coming years, these concepts will increasingly be promoted by
federal and state legislation and regulations. DSATS is aware of these new ideas and will look
at ways to address the issues identified in the Highways for Life goals.

TRANSIT ALTERNATIVES
DSATS is concurrently updating its Long Range Transportation Plan and a Transit Facility and
Needs Analysis Study. This new study should identify updated transit alternatives for the
DeKalb region. The first Transit Development Plan was adopted and summarized in the 2030
LRTP. The Plan presented three alternatives with three different types and levels of service for
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Voluntary Action Center and DeKalb County, which are provided below. It should be recognized
that three different organizational alternatives are matched with three different service levels. In
this section, we review the alternatives identified in the previous plan and indicate the progress
in implementing parts of these plans.

Status of Alternative 1
Alternative 1 suggested a system where VAC and Huskie Lines continue to operate separately
while trying to implement improvements to both of the systems. While the region continues to
look at various options, transit in the DeKalb region has followed the suggestions of Alternative
1.
The following actions have been accomplished or still under consideration:
 VAC has continued to provide public transportation service county-wide
 VAC continues to operate from 7 a.m. to 9 p.m. Monday – Friday. No weekend
service has been implemented.
 The VAC Blue Line has been implemented and provides circular service throughout
Sycamore.
 With FTA grants, DSATS purchased a trip scheduling software system and the
computer hardware and software to support it.
 Using Urban 5307 and Rural 5311 grants, the majority of the VAC bus fleet has been
replaced.
Advantages of Alternative 1:
 More people will learn about the service, which will enhance ridership and
productivity.
 The City of DeKalb receives Illinois Downstate Operating Assistance Program
(DOAP) grant funds, which pay for 65% of the operating expenses for transit. The
City contracts with VAC to provide these services using DOAP funds.
 New state and federal funding has been used to replace aging Voluntary Action
Center vehicles.
Disadvantages of Alternative 1:
 Separate specialized services will continue to exist that will not leverage existing
resources to maximize public transportation available to the general public.
 Multiple administrative bodies and service providers result in an overlapping of
management and administrative functions.

Summary of Alternative 2
Alternative 2 greatly increases Huskie Bus’ role in providing the DeKalb-Sycamore area’s public
transportation services. Through a contractual arrangement between the City of DeKalb and
the Northern Illinois University Student Association, Huskie Bus operates the DeKalb-Sycamore
area’s local fixed route services. Voluntary Action Center continues to provide countywide
demand response and agency contract services. In this alternative, Voluntary Action Center
also provides complementary ADA paratransit services within the DeKalb-Sycamore area.
While this may be a viable future option, at this time there has been little interest in moving
forward towards a more comprehensive sharing of transit operations in the DeKalb area.
Advantages of Alternative 2:
 With the introduction of the NIU Student Association and its Huskie Bus service as part
of the public transportation system, new local funding becomes available to match state
and federal transit grants.
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The NIU Student Association uses state and federal funding for part of the transit service
that is currently operated.
 Voluntary Action Center simplifies its operations in this alternative by focusing on
providing demand response paratransit service, while fixed route or route deviation
service is provided by Huskie Line Buses.
 NIU students along with residents of the DeKalb-Sycamore area will have improved
transit service.
Disadvantages of Alternative 2:
 There is a change in the organizational structure that will need to be accomplished if this
alternative is to be implemented. This can be difficult to do, and there is no assurance
that the NIU Student Association, or the City of DeKalb, is willing to make this change.
The City of DeKalb may have two separate contractors for its transportation services
requiring two different procurement processes and service contracts. This will increase
administrative time.
 This may be difficult to implement because of the high turnover of the members of the
NIU Student Association Board of Directors. Generally, students will only serve on this
Board for one or two years.
 The NIU Huskie Line would have to come into compliance with FTA and IDOT rules and
regulations.

Summary of Alternative 3
In Alternative 3, the local Mass Transit District (MTD) functions as the provider of fixed route
service in the DeKalb-Sycamore area, outside of the NIU campus. Huskie Bus would continue
to operate its on-campus routes. In addition, Voluntary Action Center would continue to operate
countywide public transportation; provide demand response and ADA paratransit service in the
DeKalb-Sycamore area on behalf of the Mass Transit District; and coordinate agency
transportation services.
The new local Mass Transit District would operate a revamped fixed route service in DeKalb
and Sycamore. These routes would replace the current Route 7 operated by Huskie Bus and
the Green and Blue Lines operated by Voluntary Action Center. In this alternative, Voluntary
Action Center will function as an agency transportation brokerage and provide assistance to
individuals who need transportation. A function of this brokerage will be to determine if
individuals who need transportation qualify under agency program eligibility standards.
Currently, not much thought has been given to creating an MTD. In the coming years, it is
anticipated that public transit will become a bigger issue in this region. In the next 10 to 20
years, the creation of an MTD for the region may become a more important issue, especially if
regional mass transit options are expanded, such as the extension of Metra from Elburn to
DeKalb.
Advantages of Alternative 3:
 Alternative 3 includes the highest level of transit service among the three alternatives.
 The participation of the NIU Student Association in the public transportation system
creates a partnership with the City of DeKalb that results in the maximum possible
leverage of state and federal transit funding.
 The creation of a Mass Transit District will add a degree of specialization that will lead to
the most effective and highest quality transit services possible.
Disadvantages of Alternative 3:
 The operating and capital costs for Alternative 3 are the highest of the three alternatives.

6-18

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP



The creation of a Mass Transit District is a significant change in the organizational
structure and may be difficult to implement.
The creation of a new unit of local government such as a mass transit district could
jeopardize a considerable amount of local dollars currently provided to Voluntary Action
Center for its transportation services. The funding sources, which include local units of
government, United Way organizations, and other charitable giving sources, may not
continue to provide funding to a mass transit district.

Safety Alternatives
Several areas within the DSATS MPA are potential locations that could warrant further analysis
to improve safety for the traveling public. Based on IDOT crash data, the following intersections
have been identified as possible locations to review safety concerns.









IL 64 at Peace Road
IL 64 at Main Street
IL 38 at Annie Glidden Road
IL 38 at 4th Street
IL 38 at Peace Road
IL 23 at Peace Road
IL 23 at Keslinger Road
Annie Glidden Road at IL 38








Annie Glidden Road at Lucinda
Avenue
Annie Glidden Road at Stadium
Drive
Annie Glidden Road at Rich Road
IL 38 at 1st Street
Peace Road at Barber Greene Road
Peace Road at Fairview Drive

Other areas of concern include:
 IL 23 between Peace Road and Park Avenue
 Main Street in Downtown Sycamore
 IL 23 Between North 7th Street and Barber Greene Road
DSATS may consider conducting a safety study to address these areas of concerns and gather
the data needed to conduct the analysis in order to generate appropriate recommendations.
Annie Glidden Road at NIU
The one safety problem that has been well documented and has generated much attention
because of several high profile pedestrian fatalities is the intersections along Annie Glidden
Road. The safety of pedestrians crossing Annie Glidden Road is a major concern, particularly
at Lucinda Avenue and at Stadium Drive. Current actions to enhance safety include a traffic
signal at the intersection of Annie Glidden Road and Stadium Drive with countdown timers and
audible cues for pedestrian safety. Also in 2005, permanent roadside mounted radar with
speed display boards were installed near Lucinda Ave. to give individual driver feedback on
vehicle speed. The posted speed limits were also reduced for much of Annie Glidden near NIU
Facilities. However, the entire corridor between IL-38 and Dresser Road needs to be
considered with respect to pedestrian safety.
This corridor sees high pedestrian activity, heavy vehicular traffic, and higher vehicular speeds.
The issue has been looked at for many years. In 2000, an Annie Glidden Task Force was
created in which possible solutions were developed to address safety concerns. The Task
Force identified specific recommendations in December
2000, which included:


Placing barriers along the west side of the road to funnel pedestrians to crosswalks
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Creating entrance treatments to indicate a different environment warranting a change in
travel behaviors at a new Stadium Drive South intersection and at Grant Drive
intersection
Creating new crosswalks at: Varsity Boulevard, Loren Drive, and Crane Drive

The most effective solution would be to separate pedestrians from vehicular traffic by
constructing a pedestrian bridge or tunnel, both of which are very expensive. Furthermore, the
design of such a facility would have to provide a path as convenient as the current crossing or
else pedestrians will not be inclined to use it.
The next best alternatives relate to encouraging slower vehicular traffic and pedestrians that are
more attentive. Slower vehicle speeds not only reduce the likelihood of an accident but also
greatly reduce the probability of a fatality in the case of an accident.
The problem with many strategies to slow vehicles is that drivers tend to drive speeds that they
perceive as comfortable and safe for that environment. Because Annie Glidden Road is four
lanes wide, straight, and presents few disruptions in site lines, drivers feel comfortable driving at
higher speeds. Many traffic-calming strategies are designed to make the environment seem
uncomfortable and unsafe at higher speeds and as a result, these measures are “self
enforcing.”
While high traffic arterials are generally not considered for traffic calming, there are increasingly
examples of where such strategies are being used on high volume arterials. These strategies
should focus on narrowing site lines and changing the environment to convey the messages to
drivers that this is a high pedestrian activity area. The Task Force’s recommendations of
creating “entrance treatments” may have this effect.
The three Task Force recommendations are reasonable and should be endorsed by DSATS.
However, the addition of crosswalks alone has not been shown to reduce pedestrian accidents
and may give pedestrians a false sense of security, particularly on arterial roads where speeds
are higher.

PEDESTRIAN AND BICYCLE ALTERNATIVES
The DeKalb County Greenways and Trails Plan is a long-range, visionary master plan for the
greenway infrastructure of the region. The plan includes a thorough study of the County’s
existing greenway conditions, a review of planning efforts by the County and encompassing
municipalities, and public involvement through public meetings and open houses. The plan
presents general guidelines for the Cites of DeKalb and Sycamore and also provides DSATS a
wealth of information and recommendations from which to work toward addressing metropolitan
bicycle and trails issues and developing a comprehensive bike and trails system.
The Greenways and Trails Plan focuses on the larger issues of developing open space and
improving recreational trail systems. The MPO’s focus is on how bicycle facilities can facilitate
utilitarian bicycle use as well as recreational use. Improving the transportation benefits of trails
and improving the existing roadway system for walking and biking are two of the plan’s
objectives, which also correspond with DSATS goals and objectives.
The following Greenway and Trails Plan recommendations are consistent with DSATS goals
and warrant consideration by the DSATS Technical and Policy Committees.
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DeKalb County Greenways and Trails Plan General Policy Recommendations
Incorporate Bicycle and Pedestrian Elements into Roadway Improvements




Implement bicycle and pedestrian enhancements as part of all development and
transportation projects
Encourage local jurisdictions to accommodate bicycles when adding or improving
roadways by building wide outer lanes, bicycle friendly drainage grates, traffic signal
actuation devices, paved shoulders, and other amenities
Coordinate with IDOT to ensure that pedestrian and bicycle accommodations are
incorporated into bridges, underpasses, arterial intersection improvements, at-grade rail
crossings, and highway interchanges early in the design process to minimize costs

Improve or construct rural roads with paved shoulders - Create a policy to ensure that all
roads planned for major improvements and new roads include a minimum of a four-foot wide
paved shoulder to allow for bicycle use where appropriate.
Connect paths to adjacent public spaces and trails - Coordinate strategies with appropriate
organizations and entities to connect paved trails to important community destinations.
Strategies may include:
 Obtain or purchase public access easements to construct paved trails;
 Encourage public agencies to designate easements to reserve corridors;
 Adopt development or subdivision ordinances mandating new development connectivity
to adjacent parks or paved trails;
 During review process, seek a set aside or construction of paved trails to adjacent public
spaces;
 Incorporate bikeway right-of-way designations in transportation and master plans;
 Improvements near schools should employ designs that minimize studentpedestrian/vehicle conflicts by directing students to safer routes with sidewalks or multi
use paved trails, controlling vehicular traffic, traffic calming, and improving motorist
awareness of school aged children;
 New school site plans should be reviewed for safe and appropriate pedestrian and bike
access; and
 Require public rights-of-way to construct paved trails connecting cul-de-sacs between
developments.
Establish Guidelines - to be used in determining facility recommendations for on-road sections
of the system:
 Shared travel lanes - when Average Daily Traffic (ADT) is below 5,000 vehicles and
traffic speeds are low (i.e. most local roads in the County)
 Paved shoulders - (at least four feet) included in the construction of new roads and
upgrades of existing roads
Sidewalks - Gaps should be filled, particularly within a half-mile radius of schools, parks, and
popular walking destinations. Crosswalks should also be improved and maintained. Sidewalks
may be used by children and inexperienced adult cyclists.
Sidepaths - Gaps should be filled, particularly if connecting residential areas to popular
destinations. On-road bike facilities are also recommended along collector and arterial roads
with sidepaths for experienced cyclists. When considering new sidepaths, the following issues
should be considered:
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Sidepaths should have as few crossroad and driveway intersections as possible to
minimize vehicle-bicycle/pedestrian conflicts;
Terrace areas between traffic lanes and sidepath should provide a sufficient buffer; and
Directional instructions need to be provided at ends of sidepaths to inform users of safe
routes from which to continue their trip.

Road Diets - is the term sometimes used for converting four-lane undivided roadways to threelane roadways with one through-lane in each direction and a center-turn lane or a series of left
turn lanes. The Greenways and Trails plan proposed using such a design to free up right-of
way for bike lanes. Three lane configurations can handle significant amounts of traffic, having
almost as much capacity as a four-lane divided road, depending on the turning movements of
the specific roadway. The three-lane configuration is discussed in greater detail in the roadway
section.

Potential DSATS Recommendations
Bike Facility Guidelines – Adopting guidelines for determining where and what bicycle facilities
are appropriate would be beneficial. These guidelines should be based on best practices and
utilize existing tools such as IDOT’s bicycle level of service data and guidelines and the Federal
Highway Administration’s Bicycle Compatibility Index (BCI) 26 .
Data and Plan Coordination – The Illinois Department of Transportation has developed an
interactive Geographic Information System (GIS) model that uses extensive data to help IDOT
evaluate bicycle projects. DSATS should stay up to date with the plan and work toward
exchanging and integrating data to improve bicycle planning in the region. DSATS should also
continue to serve as a forum for municipalities in coordinating trail development plans and
linking existing and future trails to promote a comprehensive regional trail system.
Safe Routes to School – Safe Routes to School is a federally funded program that provides
grant funds for projects that focus on "on-street bicycle facilities, off-street bicycle and
pedestrian facilities.” Applicants must submit to the State a School Travel Plan before applying
for project funds.
 Providing safe routes to schools, in particular, is an important consideration and should
be incorporated in the planning and development of the DSATS MPA bicycle and
pedestrian networks
 Safe connections to schools not only protect children, they can also reduce busing and
transportation costs for schools and parents. Ironically, more and more parents drive
their kids to school, in part due to concerns of traffic safety concerns, and in the process
generate more traffic
 DSATS should encourage area schools to consider pedestrian and bike access issues in
new school location decisions

26

The Bicycle Compatibility Index: A Level of Service Concept, Implementation Manual FHWA-RD-98-095 can be
downloaded at http://www.hsrc.unc.edu/research/pedbike/98095/

6-22

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP

CHAPTER 7: FINANCIAL ANALYSIS
This chapter summarizes the financial analysis of potential transportation investments.
Estimated revenue from existing and proposed funding sources is compared with estimated
project costs of constructing, maintaining, and operating the total (existing and planned)
transportation system to the year 2035.

BACKGROUND
Prior to ISTEA, TEA-21, and SAFETEA-LU, Long Range Transportation Plans often contained
"wish lists" of projects that had very little chance of being constructed. The planning regulations
of ISTEA, TEA-21, and SAFETEA-LU brought about a change that required MPOs to consider
the financial implications of their planning efforts. To this end, the federal planning regulations
put in place the requirement for financial constraint of these documents.
The LRTP must include a financial plan that demonstrates the consistency of proposed
transportation investments with already available and projected sources of revenue. The
financial plan shall compare the estimated revenue from existing and proposed funding
sources that can reasonably be expected to be available for transportation uses, and the
estimated costs of constructing, maintaining and operating the total (existing plus
planned) transportation system over the period of the plan. (23 CFR 450.322)
Funding for DSATS transportation maintenance and improvement projects comes from a variety
of Federal, State, local and private sources. The Federal government is the primary source of
funding for transportation systems in the United States. These funds come from federally
assessed user fees, fuel taxes, and landing fees. They are apportioned back to the states on a
formula basis.
The primary source of revenue at the Federal and State levels includes motor fuel taxes, vehicle
registration fees, special motor carrier fees, parking fees and toll fees. Finances at the county
and municipal levels are primarily based on property taxes, sales taxes, and special
assessments. The private sector, such as developers and business associations, often
supports transportation projects through impact fees, right-of-way donations, and cost sharing.
Federal, State, local agencies and private developers have invested hundreds of millions of
dollars in the DSATS transportation system over the past decades. In the late 1990’s, programs
such as TEA-21 and Illinois FIRST significantly increased Federal and State funding
authorizations above previous levels. However, the cost of maintaining the existing
transportation infrastructure is continually increasing as the facilities age. The challenge that
DSATS faces in the future is to balance the maintenance of the existing transportation
infrastructure while at the same time identifying adequate funding for the construction of new
transportation facilities.

FUNDING PROGRAMS
Federal
SAFETEA-LU provided federal funding for transportation projects over four years (2005-2009).
SAFETEA-LU expired at the end of September 2009, and was given a 1-year extension. The
federal government is currently in the process of authoring a new transportation bill to take the
place of SAFETEA-LU, and provide funding for future transportation infrastructure in the United
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States. The details and funding sources for the new authorization are unknown at this time;
therefore, all programs listed are programs available for SAFETEA-LU. Table 7-1identifies the
various Federal Highway, Transit, Rail, and Alternative Transportation grants available through
SAFETEA-LU. Most programs identified provide 80% funding with a required 20% local match
with a few other programs requiring anywhere between 50-100% federal funding.
Table 7-1. Federal Transportation Grants
Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

YES

-

-

Program Name

Alternative
Transportation in
Parks & Public Land

Transit

Planning/
Studies

Other

Funding
Source

YES

YES

YES

FTA-5320

Congestion in and around popular national parks, wildlife refuges, national forests, and other federal lands causes
traffic delays and noise and air pollution that substantially detract from the visitor’s experience and the protection of
natural resources. http://www.fta.dot.gov/funding/grants/grants_financing_6106.html
Bus & Bus Facility
Grants

-

-

-

YES

-

YES

FTA – 5309 &
5318

The Buses and Bus Related Equipment and Facilities program provides capital assistance for new and replacement
buses, related equipment, and facilities. http://www.fta.dot.gov/funding/grants/grants_financing_3557.html
Capital Investment
Grants – New Starts

NO

-

NO

YES

-

-

FTA - 5309

The transit capital investment program (49 U.S.C. 5309) provides capital assistance for three primary activities: New
and replacement bus buses & facilities (Bus and Bus Related Facilities program
http://www.fta.dot.gov/funding/grants/grants_financing_3557.html); Modernization of existing rail systems (Fixed
Guideway Modernization program http://www.fta.dot.gov/funding/grants/grants_financing_3558.html), and; New fixed
guideway systems (New Starts program and Small Starts).
http://www.fta.dot.gov/funding/grants/grants_financing_3559.html
Clean Fuels Formula
Grants

-

-

NO

YES

-

YES

FTA - 5308

This program has a two-fold purpose. First, the program was developed to assist nonattainment and maintenance
areas in achieving or maintaining the National Ambient Air Quality Standards for ozone and carbon monoxide (CO).
Second, the program supports emerging clean fuel and advanced propulsion technologies for transit buses and
markets for those technologies. http://www.fta.dot.gov/funding/grants/grants_financing_3560.html
Congestion
Mitigation/Air
Quality
Improvement
Program

YES

-

YES

YES

-

YES

FHWA

The primary purpose of the Congestion Mitigation and Air Quality Improvement Program (CMAQ) is to fund projects
and programs in air quality nonattainment and maintenance areas for ozone, carbon monoxide (CO), and small
particulate matter (PM-10) which reduce transportation related emissions. Currently the DSATS area is under
attainment and therefore not eligible for CMAQ funds. Projects can be funded up to 100% federal funding.
http://www.kipda.org/Transportation/Funding_Programs/CMAQ.aspx
Emergency Relief
Program

-

YES

YES

-

-

-

FHWA

The emergency relief (ER) program provides funds for the repair or reconstruction of Federal-aid highways and roads
on Federal lands, which have suffered serious damage as a result of (1) natural disasters or (2) catastrophic failures
from an external cause. http://www.fhwa.dot.gov/programadmin/erelief.cfm
Highway Bridge
Program

-

YES

-

-

-

-

FHWA

The Highway Bridge Replacement and Rehabilitation Program (HBRRP) provides funds to assist the States in their
programs to replace or rehabilitate deficient highway bridges and to seismic retrofit bridges located on any public
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Project Type
Program Name
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

Funding
Source

road. Funds are generally distributed to State DOTs and then distributed to urban and rural areas based on awards.
Projects are usually funded on a 80% federal, 20% local mix. http://www.fhwa.dot.gov/bridge/hbrrp.htm
Highway Safety
Improvement
Program

-

-

YES

-

-

-

FHWA

The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU), which was
signed into law on August 10, 2005, established the Highway Safety Improvement Program (HSIP) as a core Federalaid program. The overall purpose of this program is to achieve a significant reduction in traffic fatalities and serious
injuries on all public roads through the implementation of infrastructure-related highway safety improvements.
Projects are usually funded on an 80% federal, 20% local mix. http://safety.fhwa.dot.gov/hsip/
Highways for Life
Pilot Program

-

-

YES

-

-

-

FHWA

A new discretionary program that provides funding to demonstrate and promote state-of-the-art technologies,
elevated performance standards, and new business practices in the highway construction process that result in
improved safety, faster construction, reduced congestion from construction, and improved quality and user
satisfaction. http://www.fhwa.dot.gov/safetealu/factsheets/highways4life.htm
Intelligent
Transportation
Systems

-

YES

YES

YES

YES

YES

FHWA/FTA

The ITS program provides for the research, development, and operational testing of Intelligent Transportation
Systems (ITS) aimed at solving congestion and safety problems, improving operating efficiencies in transit and
commercial vehicles, and reducing the environmental impact of growing travel demand. Proven technologies that are
technically feasible and highly cost effective will be deployed nationwide as a component of the surface transportation
systems of the United States. While this program provided funds during the TEA-21 years, this program has not
been funded in recent years. http://www.its.dot.gov/index.htm
Interstate
Maintenance

-

YES

YES

-

-

-

FHWA

The Interstate Maintenance (IM) program provides funding for resurfacing, restoring, rehabilitating, and reconstructing
(4R) most routes on the Interstate System. http://www.fhwa.dot.gov/safetealu/factsheets/im.htm
Interstate Oasis
Program

-

-

YES

-

-

YES

FHWA

This program requires the Secretary to establish standards for designating certain facilities near the Interstate System
offering services to travelers as "Interstate Oases." http://www.fhwa.dot.gov/safetealu/factsheets/iop.htm
Job Access &
Reverse Commute
(JARC) Program

-

-

-

YES

YES

YES

FTA - 5316

The Job Access and Reverse Commute (JARC) program was established to address the unique transportation
challenges faced by welfare recipients and low-income persons seeking to obtain and maintain employment. Many
new entry-level jobs are located in suburban areas, and low-income individuals have difficulty accessing these jobs
from their inner city, urban, or rural neighborhoods. In addition, many entry level-jobs require working late at night or
on weekends when conventional transit services are either reduced or non-existent. Finally, many employment
related-trips are complex and involve multiple destinations including reaching childcare facilities or other services.
http://www.fta.dot.gov/funding/grants/grants_financing_3550.html
etropolitan Planning

-

-

-

-

YES

-

FHWA / FTA
5303

The metropolitan planning process establishes a cooperative, continuous, and comprehensive framework for making
transportation investment decision in metropolitan areas. Program oversight is a joint Federal Highway
Administration/Federal Transit Administration responsibility. http://www.fhwa.dot.gov/safetealu/factsheets/mp.htm
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Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

Funding
Source

-

-

YES

-

-

-

FHWA

Program Name

National Corridor
Infrastructure
Improvement
Program

A discretionary program that provides funding for construction of highway projects in corridors of national significance
to promote economic growth and international or interregional trade. This program replaces TEA-21 section 1118,
National Corridor Planning and Development program. http://www.fhwa.dot.gov/safetealu/factsheets/corridors.htm
National Highway
System

-

YES

YES

YES

-

YES

FHWA

This program provides funding for improvements to rural and urban roads that are part of the NHS, including the
Interstate System and designated connections to major intermodal terminals. Under certain circumstances, NHS
funds may also be used to fund transit improvements in NHS corridors.
http://www.fhwa.dot.gov/safetealu/factsheets/nhs.htm
National Historic
Covered Bridge
Program

-

YES

-

-

-

-

FHWA

To provide for the rehabilitation, repair, or preservation of covered bridges that are listed or eligible for listing on the
National Register of Historic Places. http://www.fhwa.dot.gov/safetealu/factsheets/histcovbridges.htm
National Scenic
Byways Program

YES

YES

YES

-

YES

YES

FHWA

The National Scenic Byways Program provides for the designation by the Secretary of Transportation of roads that
have outstanding scenic, historic, cultural, natural, recreational, and archaeological qualities as All-American Roads
(AAR) or National Scenic Byways (NSB). The program also provides discretionary grants for scenic byway projects
on an AAR, an NSB, or a State-designated scenic byway and for planning, designing, and developing State scenic
byway programs. [1219]. http://www.fhwa.dot.gov/safetealu/factsheets/scenic.htm
New Freedoms
Program

-

-

-

YES

YES

YES

FTA - 5317

The New Freedom formula grant program aims to provide additional tools to overcome existing barriers facing
Americans with disabilities seeking integration into the work force and full participation in society. Lack of adequate
transportation is a primary barrier to work for individuals with disabilities. The 2000 Census showed that only 60
percent of people between the ages of 16 and 64 with disabilities are employed. The New Freedom formula grant
program seeks to reduce barriers to transportation services and expand the transportation mobility options available
to people with disabilities beyond the requirements of the Americans with Disabilities Act (ADA) of 1990.
http://www.fta.dot.gov/funding/grants/grants_financing_3549.html
Projects of National
& Regional
Significance

YES

YES

YES

YES

YES

YES

FHWA

The Projects of National and Regional Significance program provides funding for high cost projects of national or
regional importance. http://www.fhwa.dot.gov/safetealu/factsheets/natlregl.htm
Rail & Fixed
Guideway
Modernization

-

-

-

YES

-

-

FTA-5309

The transit capital investment program (49 U.S.C. 5309) provides capital assistance for three primary activities:
modernization of existing rail systems; new and replacement buses and facilities
(http://www.fta.dot.gov/funding/grants/grants_financing_3557.html), new fixed guideway systems.
http://www.fta.dot.gov/funding/grants/grants_financing_3558.html
Railroad
Rehabilitation
Financing

-

YES

YES

-

-

YES

FRA

The Railroad Rehabilitation & Improvement Financing (RRIF) Program provides direct federal loans and loan
guarantees to finance development of railroad infrastructure. http://www.fra.dot.gov/us/content/177
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Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

Funding
Source

-

-

YES

-

-

-

FHWA

Program Name

Railway-Highway
Crossings

To reduce the number of fatalities and injuries at public highway-rail grade crossings through the elimination of
hazards and/or the installation/upgrade of protective devices at crossings.
http://www.fhwa.dot.gov/safetealu/factsheets/railcrossings.htm
Recreational Trails
Program

YES

-

-

-

-

-

FHWA

The Recreational Trails Program provides funds to develop and maintain recreational trails for motorized and nonmotorized recreational trail users. http://www.fhwa.dot.gov/safetealu/factsheets/rectrails.htm
Rural and Small
Urban Areas
Formula Grants

-

-

-

YES

-

YES

FTA-5311

This program (49 U.S.C. 5311) provides formula funding to states for the purpose of supporting public transportation
in areas of less than 50,000 populations. Eighty percent of the statutory formula is based on the non-urbanized
population of the States. Twenty percent of the formula is based on land area. No State may receive more than 5
percent of the amount apportioned for land area. In addition, FTA adds amounts apportioned based on nonurbanized population according to the growing States formula factors of 49 U.S.C. 5340 to the amounts apportioned
to the States under the Section 5311 program. http://www.fta.dot.gov/funding/grants/grants_financing_3555.html
Safe Routes to
School Program

YES

-

YES

-

YES

YES

FHWA

The purpose of the Federal Safe Routes to School (SRTS) Program is to address these issues head on. At its heart,
the SRTS Program empowers communities to make walking and bicycling to school a safe and routine activity once
again. The Program makes funding available for a wide variety of programs and projects, from building safer street
crossings to establishing programs that encourage children and their parents to walk and bicycle safely to school.
http://safety.fhwa.dot.gov/saferoutes/
Surface
Transportation
Program - State

YES

YES

YES

YES

YES

YES

FHWA

Surface
Transportation
Program - Urbanized

YES

YES

YES

YES

YES

YES

FHWA

The STP provides flexible funding that may be used by States and localities for projects on any Federal-aid highway,
including the NHS, bridge projects on any public road, transit capital projects, and intracity and intercity bus terminals
and facilities. A portion of funds reserved for rural areas may be spent on rural minor collectors. These funds are
distributed between states, MPOs, and rural urban areas based on formula allocation. Projects are usually funded on
a 80% federal, 20% local mix. http://http/www.fhwa.dot.gov/safetealu/factsheets/stp.htm
TIGER II

-

-

-

YES

-

YES

FTA

DOT is authorized to award $600 million in TIGER II Discretionary Grants pursuant to Title I (Department of
Transportation) of the FY 2010 Appropriations Act (Pub. L. 111-117, Dec. 16, 2009). This appropriation is similar,
but not identical to the appropriation for the Transportation Investment Generating Economic Recovery, or “TIGER
Discretionary Grant”, program authorized and implemented pursuant to the American Recovery and Reinvestment
Act of 2009 (the “Recovery Act”). Because of the similarity in program structure and objectives, DOT is referring to
the grants for National Infrastructure Investments under the FY 2010 Appropriations Act as “TIGER II Discretionary
Grants.” As with the TIGER program, funds for the TIGER II program are to be awarded on a competitive basis for
projects that will have a significant impact on the Nation, a metropolitan area or a region.
http://www.dot.gov/recovery/ost/tigerii/
TIGGER

-

-

-

YES

-

YES

FTA

Managed by FTA’s Office of Research, Demonstration, and Innovation in coordination with the Office of Program
Management and Regional Offices, the Transit Investments for Greenhouse Gas and Energy Reduction (TIGGER)
Program works directly with public transit agencies to implement new strategies for reducing greenhouse gas
emissions or reduce energy usage from their operations. These strategies can be implemented through operational
or technological enhancements or innovations. http://www.fta.dot.gov/funding/grants/grants_financing_11424.html
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Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

Funding
Source

YES

-

-

YES

-

YES

FTA

Program Name

Transit
Enhancements

The term “transit enhancement” means, with respect to any project or an area to be served by a project, projects that
are designed to enhance public transportation service or use and that are physically or functionally related to transit
facilities. Eligible projects are: historic preservation, rehabilitation, and operation of historic public transportation
buildings, structures, and facilities (including historic bus and railroad facilities); bus shelters; landscaping and other
scenic beautification, including tables, benches, trash receptacles, and street lights; public art; pedestrian access and
walkways; bicycle access, including bicycle storage facilities and installing equipment for transporting bicycles on
public transportation vehicles; transit connections to parks within the recipient's transit service area; signage; and
enhanced access for persons with disabilities to public transportation.
http://www.fta.dot.gov/documents/transit_enhancement_faqs-guidance_2-10-06_final_rev1.doc
Transportation for
Elderly Person and
Persons with
Disabilities

-

-

-

YES

-

YES

FTA - 5310

This program (49 U.S.C. 5310) provides formula funding to States for the purpose of assisting private nonprofit
groups in meeting the transportation needs of the elderly and persons with disabilities when the transportation service
provided is unavailable, insufficient, or inappropriate to meeting these needs. Funds are apportioned based on each
State’s share of population for these groups of people. Funds are obligated based on the annual program of projects
included in a statewide grant application. The State agency ensures that local applicants and project activities are
eligible and in compliance with Federal requirements, that private not-for-profit transportation providers have an
opportunity to participate as feasible, and that the program provides for as much coordination of Federally assisted
transportation services, assisted by other Federal sources. Once FTA approves the application, funds are available
for state administration of its program and for allocation to individual subrecipients within the state. Projects are
usually funded on a 80% federal, 20% local mix. http://www.fta.dot.gov/funding/grants/grants_financing_3556.html
Transportation,
Community &
System Preservation
Program

YES

YES

YES

YES

YES

YES

FHWA

The TCSP Program is intended to address the relationships among transportation, community, and system
preservation plans and practices and identify private sector-based initiatives to improve those relationships.
http://www.fhwa.dot.gov/safetealu/factsheets/tcsp.htm
Transportation
Enhancement
Program

YES

YES

YES

-

-

YES

FHWA

Transportation enhancements (TE) are transportation-related activities that are designed to strengthen the cultural,
aesthetic, and environmental aspects of the Nation’s intermodal transportation system. The transportation
enhancements program provides for the implementation of a variety of non-traditional projects, with examples ranging
from the restoration of historic transportation facilities, to bike and pedestrian facilities, to landscaping and scenic
beautification, and to the mitigation of water pollution from highway runoff.
http://www.kipda.org/Transportation/Funding_Programs/Transportation_Enhancement.aspx
Urbanized Area
Formula Grant

-

-

-

YES

-

-

FTA-5307

The Urbanized Area Formula Funding program (49 U.S.C. 5307) makes Federal resources available to urbanized
areas and to Governors for transit capital and operating assistance in urbanized areas and for transportation-related
planning. An urbanized area is an incorporated area with a population of 50,000 or more that is designated as such
by the U.S. Department of Commerce, Bureau of the Census.
http://www.fta.dot.gov/funding/grants/grants_financing_3561.html
SOURCE: FHWA (http://www.fhwa.dot.gov/) FTA (http://www.fta.dot.gov/) & FRA (http://www.fra.dot.gov/) websites.
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State
The State of Illinois, through the Illinois Department of Transportation (IDOT), distributes funding
from the federal transportation bill to the MPOs. The allocation for each MPO is based on
urbanized area population. Most state funding allocated to projects in the urbanized area
require at least a 20% local match from DSATS member agencies, private parties, or the State.
The State also disperses its own transportation funding through IDOT for expansion and
improvement projects; these funds also require a minimum 20% local match. In addition, IDOT
receives funding from the State to maintain its highways.
The Illinois Department of Natural Resources (IDNR) is another state agency that provides
grants for greenways and trails. Many local bike paths and trails have been funded in part by
IDNR; a local match is required in order to receive funding. Table 7-2 provides a listing of the
various state transportation grant programs available.
Table 7-2. Illinois Transportation Grants
Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

-

YES

YES

-

-

YES

Program Name

Illinois
Consolidated
County Program

Funding Source

IDOT

Provides funding to all counties excluding Cook based on MFT formula by combining three previous special county
programs. http://www.dot.state.il.us/blr/Local Program Matrix.pdf
Illinois County
Engineer Salary
Program

-

-

-

-

-

YES

IDOT

Aids counties in paying a reasonable professional salary for their county engineers by exchanging an equal amount
of Federal Surface Transportation Program Rural (STR) funds for state funds.
http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Downstate
Operating
Assistance
Program (DOAP)

-

-

-

YES

-

-

IDOT-DPIT

The DOAP program provides Transit Operating Assistance grants to urbanized and rural areas outside the Chicago
Metro region. This program currently provides funding for 65% of a transit providers operating costs.
http://www.dot.state.il.us/dpit/index.html
Illinois Economic
Development
Program

-

-

YES

-

-

YES

IDOT

The purpose of the Economic Development Program (EDP) is to provide state assistance in improving highway
access to new or expanding industrial distribution or tourism developments. The intent is to make available state
matching funds that will be a positive contribution in the location-selection process and to target those projects, which
will expand the state's existing job base or create new employment opportunities. The focus of the program is on the
retention and creation of primary jobs. Funding will be available to construct highway facilities that provide direct
access to industrial, distribution, or tourism developments. The program is designed to assist in those situations
where development of theses types of facilities is imminent. Projects, which only improve opportunities for
development or are speculative in nature, are not eligible for EDP funding. Projects providing access to retail
establishments, office parks, government facilities, or school/universities are not eligible for EDP funding.
http://www.dot.il.gov/edp/edp.html
Illinois Grade
Crossing
Protection
Program

-

YES

YES

-

-

YES

IDOT
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Project Type
Program Name
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Funding Source
Other

Provides funding for safety improvements at rail / highway crossings.
http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois High
Growth Cities
Program

-

YES

YES

-

-

-

IDOT

-

IDOT

Provides funding to municipalities over 5,000 population experiencing above normal growth.
http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Highway
Safety
Improvement
Program

-

YES

YES

-

-

Illinois’ HSIP is intended to be consistent with Federal Highway Administration’s (FHWA) safety requirements. Those
requirements are to produce a measurable and significant reduction in fatalities and serious injuries resulting from
crashes on the highway system. The highway system includes all roadways under the jurisdiction of the Illinois
Department of Transportation (IDOT) as well as those owned and maintained by local units of government. It
includes at-grade highway-railway crossings. http://www.dot.state.il.us/illinoisSHSP/hsip.html
Illinois
Jurisdictional
Transfer for
Present Work
Program

-

-

YES

-

-

YES

IDOT

Allows the state to transfer a highway to a local agency in return for state funds that are deposited in the local agency
MFT account. http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Local
Agency Federal
Flexible Match
Program

-

YES

YES

-

-

-

IDOT

In the current climate of limited local agency cash-flows, coupled with the passage of a new federal highway
transportation bill, the Bureau of Local Roads and Streets (BLRS) is implementing a Local Agency Federal Flexible
Match Program (FFM). The following benefits may be realized through the Federal Flexible Match Program:
Acceleration of projects that receive donated resources; Allowing local agencies to reallocate funds that otherwise
would have been used to meet Federal matching requirements; Promoting public-private partnerships by providing
incentives to seek private donations. http://www.dot.state.il.us/blr/manuals/infocirculars/CL2007-03.pdf
llinois Matching
Assistance
Program

YES

YES

YES

YES

YES

YES

IDOT

Provides counties with funds to assist in matching federal dollars in areas that do not have sufficient tax base to
provide adequate local funds. http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Motor Fuel
Tax Program (MFT)

-

YES

YES

-

-

-

IDOT

Motor Fuel Tax provides funds for the purpose of improving, maintaining, repairing, and constructing highways.
http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Park Access
Road Program

-

YES

YES

-

-

YES

IDOT

Program for both internal and access road improvement projects to sites operated by IDNR or IHPA.
http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Rail Freight
Program (RFP)

-

YES

YES

-

-

YES

ICC

The Illinois Commerce Commission provides several Railroad Safety Programs including:
 Crossing and Collision Statistics in Illinois (http://www.icc.illinois.gov/railroad/crossingmap.aspx);
 Crossing Safety Improvement Program (http://www.icc.illinois.gov/railroad/CrossingSafetyImprovement.aspx);
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Project Type
Program Name
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Funding Source
Other

 Grade Crossing Search (http://www.icc.illinois.gov/railroad/search.aspx);
 Highway-Rail Grade Crossing Safety and Enforcement Manual
(http://www.icc.illinois.gov/downloads/public/rr/021213manual.pdf);
 ICC Rail Brochure - Illinois Rail Crossing Safety Program (http://www.icc.illinois.gov/downloads/public/rr/Brochure
2008.pdf);
 Illinois Railroad Safety Fact Sheet – 2008
(http://www.icc.illinois.gov/downloads/public/rr/RRSafetyFactSheet2008.pdf);
 Pedestrian Safety at Rail Grade Crossing in Northeastern Illinois
(http://www.icc.illinois.gov/downloads/public/rr/Pedestrian_Safety_at_Rail_Grade_Crossings_in_Northeastern_Illin
ois.pdf);
 Illinois Operation Lifesaver (http://www.icc.illinois.gov/ILOL/);
 Illinois Operation Lifesaver Newsletter (http://www.icc.illinois.gov/ILOL/ILOLNewsletter.aspx);
 Inspections Program (http://www.icc.illinois.gov/railroad/InspectionsProgram.aspx);
 PEERS (http://www.icc.illinois.gov/railroad/PEERS.aspx)
 RFP Website: http://www.dot.il.gov/rfp.html
Illinois Rail
Freight Program
(RFP)

-

YES

YES

-

-

YES

IDOT

The purpose of the RFP is to provide capital assistance to communities, railroads, and shippers to preserve and
improve rail freight service in Illinois. The primary role of the program is to facilitate investments in rail service by
serving as a link between interested parties and channeling government funds to projects that achieve statewide
economic development. http://www.dot.il.gov/rfp.html
Illinois Safe
Routes to School
Program (SRTS)

YES

YES

-

-

-

YES

IDOT

The Illinois Safe Routes To School (SRTS) Program supports projects and programs that enable and encourage
walking and bicycling to and from school. The program applies to schools serving grades Kindergarten through 8th
grade. For more information on the program and its components, please view the links on the left side of the page.
http://www.dot.il.gov/saferoutes/saferouteshome.aspx
Illinois Toll
Credits Program

YES

-

-

YES

YES

YES

IDOT

The Toll Credits Program allows local agencies to leverage Illinois Toll Credits as the local match for Federal Grant
Programs. The Toll Credits Program does not provide actual local match funds, rather by leveraging the credits; a
local match for a grant does not have to be provided.
Illinois Township
Bridge Program
(TBP)

-

YES

-

-

-

-

IDOT

Township Bridge Program provides funds for the use of road districts for the construction of bridges 20 feet or more in
length. http://www.dot.state.il.us/blr/Local%20Program%20Matrix.pdf
Illinois Trails
Grant Programs

YES

-

-

-

-

YES

IDNR

The Illinois Department of Natural Resources (IDNR) administers five (5) grant programs that can provide funding
assistance to acquire, develop and, in some cases, maintain trails for a variety of public recreation uses. These
programs can also restore areas damaged by unauthorized trail use activity. (http://dnr.state.il.us/ocd/newtrail2.htm)
The programs are:






Bike Path Program: (http://dnr.state.il.us/ocd/newbike2.htm)
Local Government Snowmobile Program: (http://dnr.state.il.us/ocd/newsnow2.htm)
Snowmobile Trail Establishment Fund (STEF) Program: (http://dnr.state.il.us/ocd/newstef2.htm)
Off-Highway Vehicle (OHV) Program: (http://dnr.state.il.us/ocd/newohv2.htm)
Federal Recreational Trails Program (RTP): (http://dnr.state.il.us/ocd/newrtp2.htm)
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Project Type
Bike/Ped

Bridge

Highway, Road
and/or
Intersection

Transit

Planning/
Studies

Other

YES

-

-

YES

YES

YES

Program Name

Illinois
Transportation
Enhancement
Program (ITEP)

Funding Source

IDOT

ITEP provides funding for community based projects that expand travel choices and enhance the transportation
experience by improving the cultural, historic, aesthetic, and environmental aspects of our transportation
infrastructure. Project sponsors may receive up to 80 percent reimbursement for project costs. The remaining 20
percent is the responsibility of the project sponsor. A project must qualify as one of the 12 eligible categories listed in
the ITEP Guidelines Manual and it must relate to surface transportation to be eligible for funding.
http://www.dot.state.il.us/opp/itep.html
Illinois Truck
Access Route
Program (TARP)

-

-

YES

-

-

YES

IDOT

The purpose of the TARP is to help local government agencies upgrade roads to accommodate 80,000-pound trucks.
The routes are to provide access to points of loading and unloading and to facilities for food, fuel, and truck repair and
driver rest. Projects must connect to a truck route and end at another truck route or truck generator.
http://www.dot.il.gov/tarp.html
SOURCE: Illinois DOT (http://www.dot.state.il.us/) and DNR (http://dnr.state.il.us/) websites

Local
Transportation projects receive local funding through municipal and county budgets, public
transit fares, local park districts (for greenways and trails projects), Northern Illinois University,
and private donations.
The basis of local funding of transportation projects in the local municipalities and DeKalb
County is primarily through Federal and State allocations and block grants. Additional revenues
come from property taxes, sales taxes, special assessments, and special tax districts. General
funds for roadway maintenance may be obligated from the general property tax proceeds for
transportation purposes. While this represents a funding source, the trend in local government
is to use general fund property tax proceeds for operation and maintenance of general
government. Additional funding includes:
Bonds – Transportation projects may be financed utilizing bonded indebtedness. This method
allows a unit of government to raise capital through the sale of public bonds to be repaid with
interest be either general property tax receipts, motor fuel tax, or revenue from the project upon
completion.
Tax Increment Financing (TIF) – The TIF technique captures all increases in property tax
resulting from improvements to a property until such time as allowable project expenses have
been paid. Proposed improvements and planned expenditures are defined in a plan and must
meet eligibility requirements under the enabling legislation. City government defines the district
and program in consultation with units of local government impacted by the proposed district.
Capital Improvement Program (CIP) – Funding for near-term (one to five years) transportation
projects are identified in the State’s multi-year program, a municipality’s Capital Improvement
Program (CIP) and DeKalb County’s CIP. Estimates of near-term transportation funding are
based on appropriated levels of federal funding, cash flows of state funding sources, and city
and county bonding programs and general revenue sources.
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Private Sector Funding Sources
As a community grows, vacant land or farmland is often converted to urban uses. As part of
that growth, land developers pay the cost of infrastructure development including streets.
Particularly as it relates to commercial development and industrial development, developers pay
a large share of arterial and collector street widening, enhancement, or rehabilitation. The
continued enforcement and management of growth through subdivision code administration
minimizes the cost to the community.
When developing major roadways, units of local government may negotiate with private
interests to share in the development costs of arterial or collector streets that provide direct
benefit to private interests. The amount of money available using this technique is limited only
by the degree of commitment from the private sector and the willingness of the private sector to
share in those costs. Impact fees are costs assigned to new development for the maintenance
of existing facilities. Developers pay these fees with costs generally passed on to the eventual
owners of the property.
Under Illinois law, Special Service Taxing Districts may be established for the purpose of
construction and financing public improvements within a defined service area. Projects that
could be considered under this financing method could include street lighting, street
construction or rehabilitation, and sidewalk construction.
A Special Assessment District is established under Illinois law for the purpose of financing and
providing certain public facilities. A special assessment district is established through a judicial
process that attempts to fairly allocate costs between private and public interests. It has been
the practice of the city to utilize special assessment districts for utility projects and not
transportation projects.

General Notes Regarding Funding
It is current and common practice for federal, state, and local transportation dollars to be largely
dedicated to the operations and maintenance (O&M) of the existing transportation network. It is
a costly endeavor to keep the existing system in “good” operational standing, devoid of major
cracks, chips, potholes, and ruts. Large amounts of transportation funding are allocated to
resurfacing and reconstruction projects on existing roadways. Current federal and state
projections conclude that very few transportation system expansion projects will be possible
without a significant increase in transportation funding. Funding for the maintenance of the
existing transportation network is often undercut, leading to poor pavement conditions, unsafe
roadways, and faulty structures.
One significant issue with transportation network expansion projects is that expansion creates
new roadways, which over time need to be resurfaced or reconstructed, similar to the existing
transportation network. As the overall network expands so must the budget for O&M. This
issue creates concerns for efficient and proper management of the asset that is the
transportation network. In order to effectively choose which roadways are resurfaced or
upgraded, it is important to look at specific life cycle costs for each proposed transportation
project. Life cycle cost refers to looking at multiple design solutions for a transportation
improvement project and weighing the benefits of each solution against the proposed costs to
find the most effective way of spending taxpayer dollars. Utilizing asset management practices
such as life cycle cost analyses will help with the strategic planning of the right improvements at
the right time to maximize transportation funding resources.
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ROADWAYS
The following section outline the estimated roadway improvement costs by project and
compares the total against estimated funding levels.

Roadway Improvement Costs
For the 2035 LRTP, DSATS, and member organization staffs identified all anticipated projects
from 2011 to 2035. The appendix includes Table A-1: DSATS 2035 LRTP Highway Projects
Listing, which shows all anticipated roadway projects in the DSATS area out to 2035 and
beyond. The projects are separated into three Tiers:
1. Tier 1: Projects from 2011 to 2015, which have been approved, are identified on the
current TIP, and are fiscally constrained.
2. Tier 2: Projects from 2016 to 2035 are projects that are anticipated to be completed;
however, many of these projects do not have guaranteed funding sources. These
projects are fiscally constrained as they will only be implemented if federal and state
funding resources become available, but if those sources do not become available, the
projects will not be implemented or will be funded locally.
3. Tier 3: Large Scale capacity building projects not anticipated to be implemented before
2035. These are large scale projects needed to build capacity should the region see
significant population growth. These projects will require significant funding, are likely to
create significant public reaction to the projects, and will most likely require significant
environmental review. While these projects need to be considered and identified for
planning purposes, their implementation in the next twenty to thirty years is far from
certain.
The appendix also includes Table A-2: DeKalb County 2035 Rural Highway Projects Listing for
informational purposes only. This is a listing of anticipated projects in Rural DeKalb County out
to 2035. Project costs were developed by member organization engineers and reviewed by
Baxter & Woodman for accuracy. Once the 2010 project costs were identified, the future value
of the project was computed out to the year the project is expected to be implemented,
assuming a fixed annual inflation rate of 4%. The fiscal year that a project will be implemented
is only a rough estimate, and could be moved forwards or backwards depending on the
availability of funding and other factors. In addition, since specific details regarding design,
engineering, and construction are often not available, the estimated costs represent a very
general planning level cost estimate. As projects proceed to the detailed planning and
engineering phases, resulting in more accurate estimates, the project cost estimates contained
in this LRTP should be updated.

Roadway Improvement Categories
Federal transportation legislation from ISTEA to SAFETEA-LU puts a much greater emphasis
on ensuring that the existing roadway network is in good repair, prior to dedicating substantial
resources to capacity expansion projects. The committed improvement project costs listed
above were summed according to the categories listed in Table 7-3.
Projects that involve the construction of new roadways or bridges were identified as New
Roadways / Bridges. Projects that add lanes to existing roadways were identified as Roadway
Capacity Building. Projects such as resurfacing, shoulder, and sidewalk improvements, and
existing bridge replacement or rehabilitation were identified as Roadway / Bridge Maintenance.
Projects such as adding traffic signals, adding or lengthening turn lanes were categorized as
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Transportation System Management (TSM) improvement projects. Right-of-Way acquisition
was categorized separately given that the purpose of the land acquisition could be for
maintenance, TSM Improvement, or Capacity Improvement.
Of the scheduled projects identified as Tier 1 projects, which are part of the DSATS FY11-15
TIP, around 65% of almost $66.3 million in transportation is for either roadway maintenance or
TSM projects. In the extended years, the focus of this plan is on new roadways and capacity
building.
Table 7-3. Roadway Improvement Categories
LRTP
Phase
ID

Fiscal Year
2010
2011
2012
2013
2014
2015

Tier 1

Tier 2

Tier 3

Total
% of Total
2016-20
2021-25
2026-30
2031-35
Total
% of Total
2036 & Beyond
% of Total

Grand Total

New
Roadways /
Bridges
$10,400,000
$700,000
$300,000
$925,000
$12,325,000
18.6%

$9,938,000
$26,009,000
$35,947,000
50.7%
$147,350,200
60.6%
$195,622,200
51.4%

Roadway
Capacity
Building
$2,100,000
$6,400,000
$1,500,000
$10,000,000
15.1%
$11,041,194
$4,645,978
$4,513,272
$20,200,444
28.5%
$26,424,934
10.9%
$56,625,378
14.9%

Roadway /
Bridge
Maintenance
$1,062,560
$2,715,500
$11,619,750
$3,150,000

Transportation
System
Management
$994,000
$10,493,500
$5,776,930
$6,200,000

$450,000
$18,997,810
28.7%
$4,900,000
$500,000
$0
$1,000,000
$6,400,000
9.0%

$1,000,000
$24,464,430
36.9%
$3,000,000

0.0%
$25,397,810
6.7%

Right-of-Way
Acquisition

$100,000
$10,000
$400,745
$510,745
0.8%

$5,400,000
$8,400,000
11.8%
$69,420,036
28.5%
$102,284,466
26.9%

$0
0.0%
0.0%
$510,745
0.1%

Grand Total
$2,056,560
$25,709,000
$18,196,680
$16,050,000
$1,510,000
$2,775,745
$66,297,985
100.0%
$18,941,194
$5,145,978
$19,851,272
$27,009,000
$70,947,444
100.0%
$243,195,170
100.0%
$380,440,599
100.0%

*Project costs are based on 2010 Estimated Costs for comparison values

Projected Revenues
Projected revenues, or funding forecasts, were developed to estimate the amount of
transportation funding that could be anticipated to go toward transportation improvements over
the next 25 years. Because DSATS is a relatively new MPO, there is not substantial historical
data from which to draw from. However, DSATS allocation of Federal Surface Transportation
Program (STP) funding is currently set at $487,868 annually. In order to ensure sufficient
funding for projects programmed on the TIP, the annual STU allocation is projected at the
current year allocation with no annual inflation increase. Table 7-4 lists projects that have been
identified to receive STP funds through the year 2015. Table 7-5 identifies the anticipated future
STU grant revenues and associated State/Local match from 2016 to 2035.
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Table 7-4. DSATS Federal STU Program Commitments (2011-15)
FY11-15 Highway DSATS TIP: Surface Transportation Program - Urban (STU) Current Committed Projects in the DeKalb-Sycamore Area
$ STP - U
$ Other Sources
Jurisdiction /
TIP #

City of DeKalb
9

Fiscal Year

2011

Activity

Total Project Cost

STU Program Balance

$

Peace Rd Widening: Pleasant St. to 1,200
feet south of IL-38

$

City of DeKalb

2012

No Project

$

City of DeKalb
19

2013

LAPP Resurfacing of N. First St. from
Hillcrest Dr. to Ridge Dr.

$

-

$

2,100,000.00
-

$

1,680,000.00

$

450,000.00

Annual
Allocation

STU Expenditure

$

360,000.00

$

-

$487,868.30

Balance (after
project)
$

1,625,000.00

$

432,868.30

$487,868.30

$

920,736.60

$487,868.30

$

1,048,604.90

$
$
$
$

City of DeKalb
11

2014

Bethany Road
Scope: Widen N. 1st to Meadow Tr. W.

$

City of DeKalb

2015

No Project

$

1,500,000.00
-

$

1,200,000.00

$

-

$487,868.30

$

336,473.20

$487,868.30

$

824,341.50

$

Local

State

Source

Source

Federal
(non-STU)
Source

420,000
MFT
-

$

90,000
MFT
300,000
MFT

$

-

$

-

$

-

$

-

-

-

$

-

-

$

-

-

$

-

Under the guidance of the Intermodal Surface Transportation Act of 1991 (ISTEA), the Transportation Equity Act for the 21st Century (TEA-21) and SAFE TEA-LU, the Transportation
Improvement Program must demonstrate that DSATS has sufficient STP-URBAN funds for programmed projects. The information in the TIP is based upon a $487,868 STU annual
allocation (FY11 and beyond). Based upon the projected funds allocation, there will be sufficient funds to implement the stated projects.

Table 7-5. DSATS 2016-2035 Projected Federal STU Grant Revenues
$ STP - U
Fiscal
Year

Activity

Annual Allocation
(anticipated 4%
annual Increase)

STU 2015 Program Balance
2016
2017
2018
2019
2020
2021
2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035

Actual funded projects in
outlaying years have not been
identified. When the TIP is
updated each year, the DSATS
Technical Advisory Committee
reviews the list of projects
eligible for Federal STU funding
and makes recommendations to
the Policy Committee on which
project(s) should be funded next.

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

507,383
527,678
548,785
570,737
593,566
617,309
642,001
667,681
694,389
722,164
751,051
781,093
812,337
844,830
878,623
913,768
950,319
988,332
1,027,865
1,068,980

$ State/Local Match
Anticipated
Balance

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

824,342
1,331,725
1,859,403
2,408,188
2,978,925
3,572,492
4,189,801
4,831,802
5,499,484
6,193,872
6,916,037
7,667,087
8,448,180
9,260,517
10,105,347
10,983,970
11,897,738
12,848,057
13,836,389
14,864,254
15,933,233

Anticipated
State/Local
Match
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

126,846
131,920
137,196
142,684
148,392
154,327
160,500
166,920
173,597
180,541
187,763
195,273
203,084
211,208
219,656
228,442
237,580
247,083
256,966
267,245

State/Local Match
Contribution
Balance
$
206,085
$
332,931
$
464,851
$
602,047
$
744,731
$
893,123
$
1,047,450
$
1,207,951
$
1,374,871
$
1,548,468
$
1,729,009
$
1,916,772
$
2,112,045
$
2,315,129
$
2,526,337
$
2,745,993
$
2,974,435
$
3,212,014
$
3,459,097
$
3,716,063
$
3,983,308

As it is unknown when a new transportation act will be enacted to replace SAFETEA-LU, it is
difficult to forecast future federal funding revenues. SAFETEA-LU regulations require that
anticipated project expenses and program revenues be based on the future inflationary value,
rather than current costs. In order to calculated the future value of project expenses and
program revenues, DSATS, under guidance from FHWA and IDOT anticipates an annual
inflation rate of 4%. As the inflation is based on the previous year’s values and not the 2010
values, the further out in years that a project is expected to occur, the greater the inaccuracy of
the future value is expected to be. While the actual inflation rate in future years may be
significantly different from the figures provided here, by assuming there will be a certain amount
of inflation each year, a more accurate picture of funding and expenses required can be
developed.
Figure 7-1 shows the anticipated cost of projects seeking federal funding and the anticipated
Urban Surface Transportation grant funding from 2016 to 2035. During this period, there is
$28,979,082 in identified federally funded projects seeking $23,183,265 in federal funds
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including STU funds, with $5,795,816 required in local and state matches. During the same
period, there is an anticipated $15,933,233 in Federal STU funds, with $3,983,308 required in
local matching funds for a total of $19,916,541. During the next 25 years, it is anticipated that
$19.9 million (69%) in transportation projects will be funded with Federal Urban Surface
Transportation funds, and $9.1 million will require funding from other federal funding sources.
Figure 7-1. DSATS Federally Funded Projects and Revenues (2016-2035)
DSATS Federally Funded Projects and Revenues (2016-2035)

$28,979,082
$30,000,000

$23,183,265

$25,000,000

$20,000,000
$19,916,542

$15,933,233
$15,000,000
$5,795,816
$10,000,000

$5,000,000

$3,983,308
Federal Funded Projects

$
STU Anticipated Revenue

Federal
Local Match
Total
Federal

Local Match

Total

STU Anticipated Revenue

$15,933,233

$3,983,308

$19,916,542

Federal Funded Projects

$23,183,265

$5,795,816

$28,979,082

STU Anticipated Revenue

Federal Funded Projects

TRANSIT OPERATIONS
In Fiscal Year 2009, the operating costs for the TransVAC service was approximately $3.15
million. The Downstate Operating Assistance Program (DOAP) funded by IDOT provided
approximately $1.95 million, with approximately $1.2 million in locally provided assistance. The
appendix includes Table A-3: DSATS 2035 LRTP Transit Projects Listing, which shows the
anticipated capital projects and revenue funding for 2011 to 2035.
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Table 7-6. Public Transit Capital and Operating Assistance for Transit Services (2011-35)
TIP Project #

Brief Project Description

TIP Year

4,9,10,11,12,13,
25,26,27,28,29, FTA 5307 Grant allocations for 2005
30,32,33
2011 and 2011 DOAP Allocation
2011
14
FY12 Transit 5307 & DOAP Allocation
2012
15
FY13 Transit 5307 & DOAP Allocation
2013
31
FY14 Transit 5307 & DOAP Allocation
2014
34
FY15 Transit 5307 & DOAP Allocation
2015
36
FY16 Transit 5307 & DOAP Allocation
2016
38
FY17 Transit 5307 & DOAP Allocation
2017
39
FY18 Transit 5307 & DOAP Allocation
2018
40
FY19 Transit 5307 & DOAP Allocation
2019
41
FY20 Transit 5307 & DOAP Allocation
2020
42
FY21 Transit 5307 & DOAP Allocation
2021
43
FY22 Transit 5307 & DOAP Allocation
2022
44
FY23 Transit 5307 & DOAP Allocation
2023
45
FY24 Transit 5307 & DOAP Allocation
2024
46
FY25 Transit 5307 & DOAP Allocation
2025
47
FY26 Transit 5307 & DOAP Allocation
2026
48
FY27 Transit 5307 & DOAP Allocation
2027
49
FY28 Transit 5307 & DOAP Allocation
2028
50
FY29 Transit 5307 & DOAP Allocation
2029
51
FY30 Transit 5307 & DOAP Allocation
2030
52
FY31 Transit 5307 & DOAP Allocation
2031
53
FY32 Transit 5307 & DOAP Allocation
2032
54
FY33 Transit 5307 & DOAP Allocation
2033
55
FY34 Transit 5307 & DOAP Allocation
2034
56
FY35 Transit 5307 & DOAP Allocation
2035
*Values are calculated on an expected 4% annual inflation rate.

Capitol
5307 Grant*

Operating Expenses
DOAP Grant*
Local Match*

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

4,438,657
932,067
969,349
1,008,123
1,048,448
1,090,386
1,134,002
1,179,362
1,226,536
1,275,598
1,326,622
1,379,686
1,434,874
1,492,269
1,551,960
1,614,038
1,678,600
1,745,743
1,815,573
1,888,196
1,963,724
2,042,273
2,123,964
2,208,922
2,297,279

2,422,400
2,519,296
2,620,068
2,724,871
2,833,865
2,947,220
3,065,109
3,187,713
3,315,222
3,447,831
3,585,744
3,729,174
3,878,340
4,033,474
4,194,813
4,362,606
4,537,110
4,718,594
4,907,338
5,103,631
5,307,777
5,520,088
5,740,891
5,970,527
6,209,348

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

1,304,369
1,356,544
1,410,806
1,467,238
1,525,928
1,586,965
1,650,443
1,716,461
1,785,119
1,856,524
1,930,785
2,008,017
2,088,337
2,171,871
2,258,745
2,349,095
2,443,059
2,540,781
2,642,413
2,748,109
2,858,034
2,972,355
3,091,249
3,214,899
3,343,495

Total*

$ 8,165,426
$ 4,807,907
$ 5,000,223
$ 5,200,232
$ 5,408,241
$ 5,624,571
$ 5,849,554
$ 6,083,536
$ 6,326,877
$ 6,579,952
$ 6,843,150
$ 7,116,876
$ 7,401,552
$ 7,697,614
$ 8,005,518
$ 8,325,739
$ 8,658,768
$ 9,005,119
$ 9,365,324
$ 9,739,937
$ 10,129,534
$ 10,534,716
$ 10,956,104
$ 11,394,348
$ 11,850,122

Table 7-6 above, shows the anticipated FTA 5307 Capital allocations, and State of Illinois
Downstate Operating Assistance Program funding from 2011-2035. The identified transit
revenues/expenses assume the continuation of the federal and state grant programs designed
to support public transit. The costs identified here also do not anticipate expansion of services
in the future, which are being identified in the Transit Study currently being performed.
Local funding is provided from a wide variety of sources, including the Cities of DeKalb and
Sycamore, surrounding townships, and various public and private agencies and foundations.
Federal guidelines assume a simple straight-line increase of 4% per year for the Capital funding
for the foreseeable future. DOAP operating assistance funding is also anticipated at a straightline 4% yearly increase, which would pay for 65% of transit operating expenses, up to the total
indicated in Table 7-6. It is expected that local sources shall cover the other 35% and any
additional expenses not covered by the DOAP grant.

Transit Funding Sources
Table 7-1 and Table 7-2 above; identify all the various federal and state grant programs
available to fund transportation. Those grants provided by the FTA and IDOT-DPIT are
available for the provision of public transit in the region.
Federal Funding - Capital funds to support VAC operations in the DeKalb metropolitan are
mainly obtained from the FTA 5307 Urbanized Area Formula Program. Each year, all urbanized
areas within the US are apportioned a certain amount of federal funds for capital purchases and
operational costs for urban areas below 200,000 based upon an allocation formula. As VAC
also serves the rural DeKalb County area, the state also provides FTA 5311 Rural and Small
Urban Area Program funds for the services in rural areas and 5310 Elderly and Persons with
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Disabilities Program. As DSATS only serves the metropolitan area, the rural operations of VAC
are not tracked in this plan. In addition to these funding grants, DSATS receives FTA 5303
Metropolitan & Statewide Planning grant funds for the operation of the MPO. Other federal
grants available on a competitive application basis are the FTA 5316 Job Access and Reverse
Commute (JARC) Program, which can be used to support programs to get lower income
residents to work places, and FTA 5317 New Freedom Program to increase handicap access to
transit.
State Funding - The Downstate Operating Assistance Program provides reimbursements to
transit operators for a percentage of their public transit operating expenses. Eligible participants
are defined by the Downstate Public Transportation Act. 65% of the transit operating expenses
are eligible for reimbursement up to an amount authorized within a participant’s yearly contract.
Flexible Funds for Highway and Transit Flexible Funding - Flexible funds are certain
legislatively specified funds that may be used either for transit or highway purposes. This
provision was first included in ISTEA and was continued with SAFETEA-LU. The idea of flexible
funds is that a local area can choose to use certain Federal surface transportation funds based
on local planning priorities, not on a restrictive definition of program eligibility. Flexible funds
include FHWA STP funds, Congestion Mitigation, Air Quality Improvement Program (CMAQ),
and Federal Transit Administration (FTA) Urban Formula Funds.
Since the enactment of ISTEA, FHWA funds transferred to the FTA have provided a substantial
new source of funds for transit projects. When FHWA funds are transferred to FTA, they can be
used for a variety of transit improvements such as new fixed guideway projects, bus purchases,
construction and rehabilitation of rail stations, maintenance facility construction and renovations,
alternatively-fueled bus purchases, bus transfer facilities, mulitimodal transportation centers,
and advanced technology fare collection systems
The STP provides the greatest flexibility in the use of funds. These funds may be used (as
capital funding) for public transportation capital improvements, car and vanpool projects, fringe
and corridor parking facilities, bicycle and pedestrian facilities, and intercity or intracity bus
terminals and bus facilities. As funding for planning, these funds can be used for surface
transportation planning activities, wetland mitigation, transit research and development, and
environmental analysis. Other eligible projects under STP include transit safety improvements
and most transportation control measures.
The National Highway System (NHS) provides funding for a wide range of transportation
activities. Eligible transit projects under the NHS program include fringe and corridor parking
facilities, bicycle and pedestrian facilities, carpool and vanpool projects, and public
transportation facilities in NHS corridors, where they would be cost effective and improve the
level of service on a particular NHS limited access facility.

BICYCLE FACILITIES
The bicycle element of the DSATS LRTP looks to expand the bicycle network within the MPA by
constructing new facilities to connect with existing facilities. A number of potential trail
connections within the MPA have been identified in this plan, but cost estimates for these
improvements have not been calculated.
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Bicycle Funding Sources
Illinois Transportation Enhancement Program (ITEP) – SAFETEA-LU requires states to set
aside ten percent of their Surface Transportation Program funds for projects that serve to
enhance the transportation system. The enhancement program allows transportation projects
to include alternative transportation modes, including bicycles. The goal of the ITEP is to
allocate resources to well-planned projects that provide and support alternate modes of
transportation, enhance the transportation system through preservation of visual and cultural
resources and improve the quality of life for members of the communities. Under ITEP, the
IDOT works jointly with other state agencies, local governments, interest groups, and citizens in
enhancing the transportation system and building more livable communities.
According to IDOT, project submissions for ITEP funding will be accepted through mid-2010 via
a new online application process. Future funding commitments are unknown at this time due to
a lack of new federal transportation legislation. Transportation Enhancement funds have been a
major funding source for bicycle projects in the past, as nearly half of its dollars in Illinois went to
bicycle and pedestrian improvements.
Illinois Bicycle Path Grant Program - The Illinois Bicycle Path Grant Program was created in
1990 to financially assist eligible units of government acquire, construct, and rehabilitate public,
non-motorized bicycle paths and directly related support facilities. Project applications are
limited to land acquisition or trail development along a single trail corridor. Bicycle routes
sharing existing roadway surfaces are not eligible for funding consideration under this program.
Agencies eligible for assistance under this program are any unit of local government with
statutory authority to provide lands for public bicycle path purposes. This includes, but is not
limited to; counties, townships, municipalities, park districts, conservation districts, and forest
preserve districts. Federally funded projects only in Phase I or Phase II engineering are not
eligible for Bicycle Path funding consideration.
The Bicycle Path grant program provides up to a maximum of 50% funding assistance on
approved local project costs. The maximum grant assistance for construction projects is limited
to $200,000 per annual request. There is no maximum grant amount limit for acquisition
projects other than the established annual state appropriation level for the program.
Recreational Trails Program (RTP) - The Federal RTP was created through the National
Recreational Trail Fund Act (NRTFA) enacted as part of the ISTEA and re-authorized by
SAFETEA-LU. The RTP provides funding assistance for acquisition, development,
rehabilitation, and maintenance of both motorized and non-motorized recreation trails. By law,
30% of RTP funding allocated to each state must be earmarked for motorized trail projects, 30%
for non-motorized trail projects, and the remaining 40% for multi-use (diversified) motorized and
non-motorized trails or a combination of either.
In Illinois, RTP funds are administered by the DNR in cooperation with IDOT and FHWA. The
Illinois Greenways & Trails Council serves as the official “state trails advisory board” as required
by NRTFA. Eligible applicants include federal, state, and local government agencies and notfor-profit organizations. The RTP program can provide “up to 80%” federal funding on approved
projects and requires a minimum 20% non-federal funding match. Eligible projects include:
 Trail construction and rehabilitation;
 Restoration of areas adjacent to trails damaged by unauthorized trail uses;
 Construction of trail-related support facilities and amenities such as trail head parking,
restrooms, rest areas, signage, etc.; and

7-18

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP


Acquisition from willing sellers of trail corridors through easements or fee simple title.

Community Development Block Grant (CDBG) Funds - CDBG funds are allocated to
metropolitan areas by the Federal government on a formula basis. These funds must be used
to principally benefit low and moderate-income persons and must be an eligible activity as
defined by program regulations.
Other Grants - Other grants to assist in motorized recreational trails include the Local
Government Snowmobile Program, the Snowmobile Trail Establishment Fund, and the OffHighway Vehicle (OHV) Recreation Trails Program. Additional information on these programs is
available from IDOT.
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CHAPTER 8: FEDERAL PLANNING PRIORITIES
The DeKalb-Sycamore Area Transportation Study (DSATS) is the federally recognized
Metropolitan Planning Organization (MPO) for the urbanized area consisting of DeKalb,
Sycamore, Cortland, and the surrounding area. DSATS was formed in 2003 following the US
Census Bureau's designation of DeKalb as an "urbanized area" with a combined population
exceeding 50,000. The City of DeKalb Engineering Department provides staff for the DSATS
program.
DSATS serves as a forum for discussing regional transportation issues, provides transportation
planning assistance, and coordinates state and federal transportation investments in the area.
DSATS is responsible for the following planning activities, which occur at regular intervals:
Table 8-1. DSATS Planning Activities Timeline
Planning Document
Unified Planning Work Program
Transportation Improvement Program (TIP)
Long Range Transportation Plan (LRTP)
Human Services Transportation Plan (HSTP)
Public Participation Plan (PPP)
Supporting Plans (recommended frequencies)
Bike & Pedestrian Plan
ITS Architecture Plan
Transit Needs Analysis Plan
Disadvantaged Business Enterprise Report

Update
Schedule
Annually
Annually
Every 5 years
Every 5 years
Annually
Every 5 years
Every 5-10 years

Every 5 years
Annually

Time Horizon
1 year
5 years
25 years
5 years
1 year
25 years
5-10 years
25 years
1 year

The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users
(SAFETEA-LU) was signed into law on August 10, 2005 soon after the adoption of the DSATS
2005 Long Range Transportation Plan (LRTP). The act expired on September 30, 2009. As of
April 20, 2010, Congress and the President signed an Extension Act extending surface
transportation programs, including the highway and highway safety programs, under the Safe,
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU),
Pub. L. 109-59, through December 31, 2010. As a new transportation act has not been
approved, this Long Range Transportation Plan has been written under the guidelines of
SAFETEA-LU. As the DSATS 2030 LRTP was completed before the approval of SAFETEA-LU,
a supplemental SAFETEA-LU update to the plan was approved in 2007. Chapter 8 reviews the
Federal Planning Priorities identified in the SAFETEA-LU update and updates these
requirements and goals for the 2035 plan.

FEDERAL PLANNING AND PROGRAMMING REQUIREMENTS
SAFETEA-LU planning and programming requirements put an emphasis on the safety and
security of the planning system. The priorities of the SAFETEA-LU surface transportation bill
include:
 Updating requirements for regional transportation plans and transportation
improvement programs (“metropolitan plan cycles”)
 Annual listing of projects
 Metropolitan and Statewide Transportation “Planning Factors”
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Coordination with state Strategic Highway Safety Plan
Environmental mitigation activities
Consultation with other agencies
Transit major capital project improvement review / approval process
Management / maintenance of existing facilities
Congestion management process
Public participation plan/program
Coordinated public transit/human services transit plans
Air quality conformity analysis / plan

FEDERAL PLANNING PRIORITIES
As part of the planning process, FHWA has identified eight planning priorities for Long Range
Transportation Plans. These planning priorities are addressed in Chapter 2, “GOALS AND
OBJECTIVES” but are also briefly outlined below:
1. Safety for all Motorized and Non-Motorized Users;
 Safety and Security issues are addressed in this chapter (Chapter 8), as well as
throughout the LRTP where specific modes of transportation are referenced,
such as in Chapters 4 and 6. DSATS “Goals and Objectives” also address safety
issues for motorized and non-motorized users.
2. Economic Vitality including Global Competitiveness;
 DSATS supports economic vitality and global competitiveness primarily by
working to ensure transportation systems operate smoothly and allow for the
efficient delivery of goods and services. Goals and Objectives that relate to this
planning priority can be found in Chapter 2.
3. Homeland Security and Personal Security;
 The DSATS LRTP addresses security issues in its Goals and Objectives,
Chapter 2, as well as in Chapter 8.
4. Accessibility and Mobility of Users and Freight;
 Accessibility and mobility issues are addressed in Goals and Objectives, Chapter
2, as well as in Chapters 4, 5, 6, and 9. DSATS continues to focus on improving
road systems that carry heavy truck traffic, as well as mitigating congestion. A
Truck Traffic Study was performed specifically to address these issues.
5. Environment, Energy Conservation, and Quality of Life;
 Chapter 2 addresses these issues through Goals and Objectives and the LRTP
generally addresses quality of life issues by promoting efficient, effective,
coordinated transportation networks.
6. Connectivity Across and Between Modes;
 The LRTP looks at connectivity in transportation networks throughout the
document, primarily in Chapters 2, 4, 6, and 9. Achieving greater connectivity is
a prime focus of DSATS, especially with regard to upgraded bicycle/pedestrian
facilities.
7. Efficient System Management and Operation;
 Chapter 2 of the LRTP outlines how DSATS maintains efficient systems
management, mainly through communication and coordination between member
agencies. Chapter 5 also outlines land use plans and forecasting methodologies.
8. Preservation of Existing System
 The LRTP, as noted in Chapter 2, identifies the number one objective under the
Goal “of developing a safe and secure transportation system” as the preservation
of existing transportation systems. Pavement condition monitoring, access
management strategies, and other improvements all help address this objective.
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The LRTP also addresses these and other network preservation issues in
Chapters 5, 6, and 9.

TRANSPORTATION SYSTEM MANAGEMENT AND OPERATIONS
Background & Introduction
SAFETEA-LU and its associated implementing regulations include efforts to “promote efficient
system management and operation” as a required planning factor in the MPO planning process.
SAFETEA-LU also states, “A [long-range] transportation plan…shall contain, at a
minimum…Operational and management strategies to improve the performance of existing
transportation facilities to relieve vehicular congestion and maximize the safety and mobility of
people and goods.” While federal law and regulation has required some focus on transportation
system management and operations for a number of years, management and operations
strategies such as incident response, special event planning, and work zone management have
received relatively little attention. However, during the last two decades, various constraints
have highlighted the need for coordination of regional operations strategies within the planning
process. Among the factors making it increasingly difficult to construct new highway and transit
capacity are:
Environmental, Community, and Space Constraints
In many metropolitan areas, there are fewer opportunities for highway or transit capacity
expansion along congested corridors. Often the environmental and community impacts that
would result from new or widened roadways go beyond what is acceptable to the public. In
some cases, there is little or no additional space within public right-of-ways. These constraints
on traditional infrastructure construction have placed increased pressures on public officials and
transportation agencies to find new ways of enhancing the effective capacity and reliability of
the existing transportation network.
Funding Constraints
As transportation construction costs have increased, state and local budgets have been strained
even more. Some transportation capacity projects move forward despite community,
environmental, and space constraints, but overcoming these constraints requires longer
construction periods, frequent project mitigations, and increasingly complex construction
techniques.
This means that each project consumes a bigger share of available funds. At the same time
that project costs are increasing, many states and localities are facing infrastructure
deterioration from years of deferred maintenance. These funding challenges mean that few
agencies can build all of the facilities that might be desired or even required.
Inability to Respond to Short-term Problems
Major construction projects rarely deliver new capacity in the short term. In fact, some largescale projects take well over a decade to complete. At the same time, transportation patterns
are more diverse and less predictable than ever. New transportation challenges emerge
unexpectedly as a result of economic shifts or short-term trends. Thus, there is a need for
transportation solutions that can respond quickly to congestion, safety, and economic concerns.
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Interest in improving the reliability and operating efficiency of the transportation system is
paramount in importance for MPOs. Effective transportation systems requires not only the
provision of highway and transit infrastructure for movement of the public and freight, but also
the efficient and coordinated operation of the regional transportation network in order to improve
system efficiency, reliability, and safety. Furthermore, linking planning and operations is
important to improve transportation decision-making and the overall effectiveness of
transportation systems.
Planning for Operations
“Planning for operations” can be defined as a set of activities with the intent of making
investment decisions and/or establishing and carrying out plans, policies, and procedures that
enable and improve transportation systems management and operation. For a regional
transportation system Management and Operations (M&O) program to be effective, those
directly responsible for operating the system must agree on what measures to use to assess
performance, a concept for how the system should be operated on a regional basis, and how to
make changes to achieve desired improvements in system operating performance.
The statutes and regulations that govern the transportation planning process have the flexibility
to accommodate and, in fact, encourage M&O solutions. MPOs, State DOTs, and other
agencies that lead transportation planning efforts can use the planning process as an important
forum and tool for collaboration between planners and operators. Coordination between
planners and operators helps ensure that regional transportation investment decisions reflect
full consideration of all available strategies and approaches to meet regional goals and
objectives.
Management and Operations Goal
The goal of DSATS is to link operations and planning of the regional transportation system to
solve operational problems, improve system performance, and improve communication across
transportation-related agencies. There are many programs in the region that, in order to be
successful, must cross functional and jurisdictional boundaries. Examples include corridor
signal system coordination, pavement management, traveler information services, response to
weather events, and emergency management. These programs depend on a comprehensive
level of collaboration, coordination, and integration to achieve optimum performance and truly
benefit the region’s residents, businesses, and travelers. Planning for operations at the regional
level is therefore a deliberate, collaborative, and coordinated activity that takes place when
transportation agency managers responsible for day-to-day operations work together at a
regional level with transportation planners.
Measuring Performance of the Regional Transportation System
Performance measurement involves the act of developing specific transportation system
performance criteria and quantitatively tracking those measures. Performance measures have
many functions and can be used to:
 Identify what attributes of the transportation system are most important;
 Provide information on current system conditions and performance;
 Evaluate the success of implemented and on-going projects and programs;
 Provide a metric for communicating with decision-makers and the public about past,
current, and expected future transportation system conditions; and
 Serve as criteria for investment decisions made in the transportation planning process
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Efforts to focus on system performance often result in better recognition of the value associated
with management and operational improvements. Data on system performance can highlight
the value of investments in programs that minimize incident-related delays, provide information
on real-time travel conditions, and improve emergency response times by showing how they
can improve transportation system reliability and reduce travel times for customers.
Performance measures can also help link planning and operations by focusing attention on
customer-oriented outcomes and elevating attention to M&O strategies within the transportation
planning process. By focusing attention on system characteristics that are important to the
traveling public, the issues faced by operators such as incident response, work-zone
management, and provision of traveler information take on greater importance. Incorporating
these issues into the planning process will help focus planning on those issues, which are of the
highest importance to the traveling public in the region.
The limitation on the development of extensive performance measures for smaller MPO’s is
limited staff, limited funding, and often a transportation system that looks more at the
maintenance of the existing system than at expansion. DSATS will work to ensure that
standards and levels of service are identified and reported, however, these limitations may limit
the development of large-scale performance measuring which larger MPO’s may implement.
Approach to Management & Operations
In order to integrate transportation system M&O into the regional planning process, DSATS will
develop a program that identifies key transportation performance measures of relevance to the
region, coordinate with transportation system operators and providers to collect appropriate data
for those measures, compile and analyze the data and produce regular reports on the
performance of the region’s transportation system. This information will be used by DSATS to
help develop Long Range Transportation Plans and Transportation Improvement Programs by
facilitating the development of more cost-effective and performance-based transportation
investments and actions.

SAFETY FOR ALL MOTORIZED AND NON-MOTORIZED USERS
Revised TEA-21 Provisions: 23 U.S.C. 134/49 U.S.C. 5303(h)(1) and 23 U.S.C. 135/49 U.S.C. 5304
(d)(1).

Overview
SAFETEA-LU calls for the security of the transportation system to be a stand-alone planning
factor, signaling an increase in importance from prior legislation, in which security was coupled
with safety in the same planning factor. A goal of DSATS is to “develop a safe and secure
multi-modal transportation system that provides for the efficient movement of people and
goods.” As part of that goal, one objective is to “Coordinate with local and national law
enforcement agencies to incorporate emergency response and homeland security in the
regional transportation planning process.”
Coordination and information sharing between local transportation officials, providers and
emergency responders is part of ongoing development of the areas ITS infrastructure.
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ADDRESSING GAPS IN SECURITY
DSATS looks to IDOT and its work with Illinois Terrorism Task Force (ITTF) for leadership,
support, and direction related to appropriate measures for the DeKalb-Sycamore Urbanized
Area.
The mission of the Transportation Committee of the ITTF is to “…maximize the security of the
Illinois transportation system for the movement of people and goods by ensuring that
transportation professionals have available and utilize the tools, training, and methods jointly
considered most effective to protect our citizens and the State’s infrastructure investment.”
DSATS supports this mission.
The Transportation Committee of ITTF has four work groups to address the highest priority
topics. They include: Evacuation Implementation, Vulnerability Assessment, Training/Users
Outreach, and the Inland Waterways & Port Security Workgroup. The most likely issues for
DSATS relate to evacuation followed by training and vulnerability assessment. While the
DSATS MPA is a lower priority target of terrorism, it’s proximity to both the Chicago metropolitan
area and a likely evacuation route (I-88) mean that the DSATS MPA could be impacted by an
emergency situation in the Chicago metropolitan area. DSATS is committed to participating in
all aspects of response planning as appropriate.
Below is a list of ongoing and future planning activities that DSATS has identified as important
tasks in addressing the security planning factor in the DeKalb-Sycamore Urbanized Area:






Appropriate Transportation Security Plan Component
o Identify any emerging security targets within and near the urbanized area.
o Identify critical transportation routes, including those needed for evacuation.
o Identify alternative routes in the event of bottlenecks or other hazards such as
train derailment.
o Identify hazardous material transport routes and actions to take in case of
spillage or theft.
o Identify key locations to communicate about routing and other mobilization and
evacuation information (i.e., where to go, when, and why).
Inter-Agency Coordination
o Consultation with Region 3 offices of the Illinois Emergency Management Agency
(IEMA), which is responsible for coordinating mitigation, preparation, response
and recovery operations.
o Identify emergency routes and evacuation procedures for the urbanized area.
o Include in the planning process security related stakeholders such as local law
enforcement agencies, fire departments and rescue squads, federal response
agencies, the regional office of the Department of Homeland Security (DHS), and
NIU.
Public Information and Education
o Educate the public about how they should use the area transportation system in
case of an emergency and/or disaster.
o Maintain and update the area’s Intelligent Transportation Systems (ITS)
architecture plan as a tool to coordinate and implement security strategies for the
area’s transportation system.
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COORDINATION AND CONSULTATION
MPO CONSULTATION WITH CERTAIN AGENCIES
Revised TEA-21 Provisions: 23 U.S.C. 134/49 U.S.C. 5303(g) and (i)(4) and (j)(1)(C). 23 U.S.C. 135/49
U.S.C. 5304(f)(2) and (f)(2)(D) and (g)(2)

Metropolitan Planning Organizations must develop a process for incorporating the following
agencies into the transportation planning process:





Environmental protection (e.g., Illinois Environmental Protection Agency)
Wildlife management (e.g., Illinois Department of Natural Resources)
Land management (e.g., IDNR, Illinois Department of Agriculture)
Historic preservation (e.g., Illinois Historic Preservation Agency)

In developing policy, transportation improvement programs, and project plans, DSATS will
consult with state and local agencies responsible for land use management, natural resources,
environmental protection, conservation, and historic preservation. This will occur as appropriate
throughout the project cycle from planning through permitting to implementation. As also
discussed in the Environmental Mitigation Section, DSATS member agencies will utilize
EcoCAT, the Environmental Compliance Assessment Tool, as a means of engaging the Illinois
Department of Natural Resources.
DSATS will ensure that its various efforts are informed by appropriate agency and technical
resources. Standing and ad hoc committee membership will reflect this. Furthermore, DSATS
will maintain appropriate distribution lists for meeting agendas and minutes as well as project
plan sets.

Coordinated Public Transit – Human Services Transportation Plan (HSTP)
New SAFETEA-LU Provision: 23 U.S.C. 134 (i)(5)(A) and 49 U.S.C. 5303 (i)(5)(A). (1) Special Needs of
Elderly Individuals and Individuals with Disabilities [49 U.S.C. 5310(d)(2)(B)(i) and (ii)]; (2) Job Access
and Reverse Commute [49 U.S.C. 5316(g)(3)(A) and (B)]; and (3) New Freedom [49 U.S.C. 5317(f)(3)(A)
and (B)]

Numerous local programs supported by state and federal agencies provide separate
transportation services, including services for the elderly, hospital access for low-income
individuals, services for the physically and mentally handicapped, rural transportation, and
transportation for job training or job access. In Illinois, there are 62 different programs
administered by nine different federal departments that provide human service transportation
funding. Without coordination among providers, this can lead to duplication and/or inefficiency.
Federal transit law, as amended by SAFETEA-LU requires that projects funded from the Section
5310 (Elderly and Disabled), Section 5311 (Rural and Small Urban), Section 5316 (Job Access
and Reverse Commute, or JARC), and Section 5317 (New Freedom) programs be derived from
a locally developed, coordinated public transit-human service transportation plan (HSTP).
The DeKalb-Sycamore Area Transportation Study (DSATS) adopted its HSTP plan in
December 2007. The DeKalb-Sycamore Urbanized Area consists of two transit systems. The
Veolia Huskie Line is a student-run transit system focused on serving the NIU student
population. TransVAC is a countywide transportation service provided by the Voluntary Action
Center (VAC) of DeKalb County. VAC is a private non-profit organization, which provides the
following services.
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 Green Line, a semi-fixed, regular bus route that loops through City of DeKalb;
 Blue Line, a semi-fixed, regular bus route that loops through the City of Sycamore, with
common stops with the Green Line at commercial and medical facilities along IL-23;
 Kishwaukee Line, a shuttle service between locations in the City of DeKalb and
Kishwaukee College in Malta available for students, faculty, and staff of the college;
 Demand response services and subscription services;
 Paratransit;
 Med-VAC, which provides transportation for out-of-town medical appointments
These services are available to the general public on a countywide basis; however, the majority
of customers come from within the DSATS metropolitan area.
DSATS will continue to coordinate planning to meet both general and specialized transit needs.
A transit study for the DeKalb area, the Transit Development Plan (TDP), was completed at the
end of 2004 and an update of that plan along with a Transit Facility Study is being performed
concurrently with the update of the LRTP. This detailed Transit Study analyzes existing transit
operations within DeKalb and makes recommendations for improving and/or expanding transit.
In Illinois, the local Metropolitan Planning Organization (MPO) is responsible for ensuring that
the new federal coordination requirements are met for urbanized areas while IDOT is
responsible for other areas. IDOT has created a framework for developing the plan and project
submission process for human services transportation funding. IDOT has created eleven
planning regions supported by IDOT Regional Coordinators and a local review committee. The
non-urbanized portion of DeKalb County is within Region 3. A key responsibility of the IDOT
Regional Coordinator will be to work with the DSATS to integrate HSTP activities of Region 3
with that of the DeKalb-Sycamore Urbanized Area. DSATS staff is a member on the Region 3
HSTP board and attends Region 3 meetings when possible.
The HSTP addresses the following issues:
 Inventory of transportation facilities and services;
 Assessment of human service transportation needs;
 Analysis of gaps in or inefficient provision of human service transportation services; and
 Recommended short and long-term transportation strategies to address gaps and improve
coordination.

STRATEGIC HIGHWAY SAFETY PLANS (SHSP)
Revised TEA-21 Provision: Not Addressed in TEA-21.

SAFETEA-LU requires a statewide plan/program for systematically incorporating projects that
address safety issues into the project development and prioritization process. Each MPO’s
long-range transportation plan must reference and be consistent with the adopted SHSP. The
2035 DSATS LRTP update identified and analyzed high accident locations. Figure 4-8
identified high accident locations and Chapter 6 identified “roadway safety concern areas.”
Some of these locations have been addressed as a result of completed maintenance and
improvement projects while other areas could be addressed with future roadway improvements
or detailed traffic operation/safety studies. As stated in the goals and objectives, DSATS is
committed to, “Develop a safe and secure multi-modal transportation system that provides for
the efficient movement of people and goods.” One objective is to, “Reduce the number and
severity of crashes within the metropolitan planning area.”
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The DSATS’ LRTP also supports the objectives of the State of Illinois’ Comprehensive Highway
Safety Plan (CHSP).The CHSP is a statewide, coordinated, integrated, safety plan that focuses
on the four Es of highway safety identified in SAFETEA-LU: engineering, enforcement,
education and emergency services—and integrates them into the following areas of areas of
emphasis identified by the federal government.






Alcohol and other impaired
driving
Driver behavior and
awareness
Highway/railroad grade
crossings
Information systems for
decision making
Intersections







Large trucks
Roadway departure
Safety belts/occupant
protection
Vulnerable users
(pedestrians, bicyclists and
motorcyclists)
Work zones

Many of these programs are statewide and are the responsibility of state officials and
agencies. They are listed in the Illinois Transportation Plan. However, many programs
and strategies may be particularly relevant to the DeKalb-Sycamore area, and would
involve participation by local officials. These may include, but are not necessarily limited
to the following programs:









Highway Safety Improvement Program (HSIP)
o HSIP Road Program
o Highway-Railway Crossing Program
o High Risk Rural Roads Program
Motorcycle/Pedestrian/Pedal Cycle Program
o Partner with local, state and federal agencies on pedestrian and pedal
cycle safety programs
o Provide technical assistance with the Safe Routes to School Initiative
Occupant Protection Program
o Identify and focus on part-time seat belt users (males ages 16-34)
o Coordination between local officials and Regional Occupancy Protection
Resource Center in Rockford
Impaired Driving Program
o Underage Drinking Prevention Program
Work Zone Safety Program

PUBLIC PARTICIPATION PLAN (PPP)
Revised TEA-21 Provisions: Amended 23 U.S.C. 134(i)(6) on plans and 23 U.S.C. 134(j)(7)(a) on
TIPs, and for transit, amended 49 U.S.C. 5303(i)(6) and 49 U.S.C. 5303(j)(7)(a)

SAFETEA-LU states that MPOs should publish or otherwise make available for public
review transportation plans and TIPs “including (to the maximum extent practicable) in
electronically-accessible formats and means, such as the World Wide Web.” These
publication requirements must be in place prior to adoption of transportation plans and
TIPs addressing SAFETEA-LU provisions.
The DSATS Policy Board maintains a stand-alone Public Participation Plan. The intent
of the plan is reflected in the plan’s mission statement and objectives, which are restated
below:
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Public Participation Plan Mission Statement
The DeKalb-Sycamore Area Transportation Study will provide opportunities for
meaningful public and stakeholder involvement in transportation related decisionmaking processes. DSATS will accomplish this by making information
accessible to all citizens through multiple venues and techniques. Actual and
meaningful discussion and input is the key to effective public involvement. This
Policy outlines the strategies that DSATS will employ to accomplish this goal.
Objectives of the DSATS Public Participation Plan
 Notify the public in a timely manner of policies, progress of specific projects, and
issues related to the planning process.
 Engage all stakeholders with opportunities for participating in the decision-making
process.
 Listen to citizen concerns and ideas and address them in a prompt manner.
 Learn from collected information and stakeholders’ ideas to develop consensus and
resolve conflicts, to generate better planning decisions.
 Expand an effective outreach process that includes an integrated feedback process
for evaluation and improvement.
 Evaluate regularly the measured effectiveness of participation strategies.
Achievements of DSATS Public Participation Outreach
 DSATS maintains a website (http://www.dsats.org and http://www.dekalbilmpo.org)
which includes:
o Calendar of Events and announcement of all meetings;
o Archives of all meeting Agendas, Minutes, and meeting documents;
o Electronic copies of all DSATS Plans and Studies and TIPs;
o Identification of all public transit options in the regions;
o Other useful transportation information
 Outreach to various Human Service agencies, Economic Development
organizations, and others to identify what DSATS is and seek input on how we can
improve the area transportation system
 Implementation of public surveys.

ENVIRONMENTAL MITIGATION
Revised TEA-21 Provisions: 23 U.S.C. 134(i)(2)(B) and 23 U.S.C. 135(f)(4) and a similar
provision for transit appear in the amended 49 U.S.C. 5303(i)(2)(B) and 49 U.S.C. 5304(f)(4)

A discussion of potential environmental mitigation activities in Metropolitan
Transportation plans is a requirement of SAFETEA-LU. This legislation also
emphasizes consultation, as applicable, with federal and state land management, and
wildlife and regulatory agencies.

Overview
Environmental mitigation activities are strategies, policies, and programs that serve to
minimize or compensate for the disruption of the built and natural environment that
would be associated with implementation of recommended transportation projects. As
the projects included in the Transportation Improvement Plan (TIP) have been defined in
only very general terms (i.e. expansion from a two-lane to a three-lane route, a new
corridor along an identified general alignment, etc.), the discussion of potential mitigation
measures are restricted to general elements of the built and natural environment.
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DSATS and its member units of government must consult with Illinois DNR before
authorizing, performing, or funding any action that disturbs the land, water, or air.
DSATS can begin this process by utilizing EcoCAT, the Ecological Compliance
Assessment Tool. This tool was created to help local governments as well as state
agencies initiate consultation under related environmental legislation. EcoCAT utilizes
geographic information system (GIS) databases to flag potential adverse impacts of
construction projects on the natural environment. EcoCAT does not, however, replace
more detailed analysis that may be required as part of Environmental Assessments or
Environmental Impact Statements.
Illinois DOT’s Bureau of Design and Environment maintains a manual (“BDE Manual”)
that presents most of the information normally required for location, design and
environmental evaluation of state highway construction projects. Of greater interest to
local units of government is the Bureau of Local Roads and Streets Manual, which
addresses current design and environment policies and procedures for use in
developing local agency highway projects. Its contents are updated on an ongoing
basis.

Water Resources
The DeKalb-Sycamore Urbanized Area includes water resources including streams and
wetlands. Transportation projects may cross or run alongside a stream or river or touch
a wetland area. In these cases, it is a goal to avoid, to the fullest extent practicable, any
activity that adversely affects streams or wetlands during the design, construction, or
maintenance of the transportation facility. Appropriate action throughout the project
development steps is needed to avoid, minimize, and mitigate impacts as required by
federal, state, and local law. Impact analysis and mitigation are integral parts of the
project development process. Early review and analysis of project alternatives by
regulatory and resource agencies combined with effective inter-office coordination are
required to develop successful transportation projects.
As it relates to water resources, DeKalb County plays a significant environmental policy
and regulatory role for the entire DSATS urbanized area. Relevant efforts include a
planned Phase 2 Stormwater Management Plan, a countywide groundwater study and
floodplain regulation ordinance. In the event that impacts to streams and wetlands are
unavoidable, a wide variety of mitigation strategies are available, which always begins
with evaluation of on-site opportunities (e.g., natural channel design techniques, bankfull
culverts, wetland creation, etc.) within the project work area. Once the on-site (within the
project area) resources are exhausted, the search can begin for mitigation opportunities
off-site. Mitigation opportunities may include mitigation banking, stream and wetland
creation, restoration, and/or preservation, and possibly even preservation of upland
buffers adjacent to stream and wetland resources.

Stormwater Mitigation
Stormwater runoff occurs when precipitation from rain or snowmelt flows over the
ground. Impervious surfaces such as driveways, sidewalks, and streets prevent
stormwater runoff from naturally soaking into the ground. Stormwater can pick up
debris, chemicals, and other pollutants as it flows the storm sewer system or directly to a
lake, stream, river, or wetland.
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Stormwater runoff can pollute water bodies and also cause them to overflow and flood.
There are multiple mitigation techniques that can be used to curb storm water runoff.
These techniques can include bioretention, detention ponds, grass swales, and filter
strips.
Grass swales are planted areas that line a ditch or channel near impervious surfaces,
are designed to capture stormwater run off, and filter it into the ground. For postconstruction stormwater management in new development and redevelopment, the use
of grass swales, where feasible, should be used in median and drainage ditches. These
are low cost Stormwater conveyances.
Vegetative filter strips and buffers are areas of land with vegetative cover that are
designed to accept stormwater runoff from upstream development. They can be
constructed, or existing vegetated buffer areas can be used. Dense vegetative cover
facilitates water filtering into the ground. Unlike grass swales, vegetative filter strips are
effective only for areas with no defined channels.
Bioretention is a practice that manages and treats storm water runoff using a conditioned
planting soil bed and planting materials to filter runoff stored within a shallow depression.
The method combines physical filtering and adsorption with biological processes to
retain and treat surface runoff before it leaves a site. Detention ponds are used to
capture large amounts of water and slowly filter it back into the ground. Detention ponds
are usually used in large residential or commercial developments.
Whenever an acre or more of ground is disturbed for roadwork, it is IDOT's responsibility
to implement measures to control the discharge of sediment and other pollutants into
nearby rivers, streams, and wetlands. Highway construction projects must comply with
the National Pollutant Discharge Elimination System (NPDES). This requires an Erosion
Control and Sediment control Plan, which implements both temporary measures during
construction (e.g., silt fences) and permanent measures (e.g., stormwater ponds)
following completion of a project.

Wetland Mitigation
Wetlands are areas where the water table stands near, at, or above the land surface for
at least part of the year and are described according to the degree of wetness and the
type of vegetation that the site supports. Wetlands are important elements of a
watershed because they serve as the link between land and water resources. Wetlands
help to curb flooding by slowing down the flow of excess rainwater and absorbing it.
Wetlands also cleanse water as it filters back into the water table, and provides natural
habitats for a number of plant and animal species. Often times, transportation projects
can negatively affect wetland areas. Mitigation measures strive to avoid, minimize, and
mitigate impacts to streams and wetlands throughout the project development process
as required by federal, state, and local law.
The Illinois Interagency Wetland Policy Act (IWPA) includes the identification and
delineation of regulated wetlands. Under the Clean Water Act (CWA) and IWPA, the
responsible unit of government must demonstrate that all measures were taken to first
avoid and then minimize impacts to wetlands to the fullest extend practicable.
Unavoidable impacts are mitigated by either restoring the wetland or creating new
wetlands. Wetland Compensation Plans must adhere to a schedule of increasing
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compensation ratios based upon the amount of adverse wetland impact and the location
of compensation projects. Guidance for wetland restoration and creation is maintained
in the Illinois Wetlands Restoration and Creation Guide. Procedures for ensuring
compliance with the CWA and IWPA are detailed in the IDOT Wetlands Action Plan.
Although there are five government agencies in Illinois with primary wetland regulatory
authority, the United States Army Corp of Engineers (USACE) is considered the lead
agency.
Section 404 of the Clean Water Act "prohibits the discharge of dredged or fill material
into waters of the United States without a permit from the U.S. Army Corps of
Engineers.” The DeKalb-Sycamore Urbanized Area falls within the Rock Island District.

Floodplains
Use of the land adjacent to a stream has a major impact on protecting water quality,
avoiding flood damage, maintaining fish and wildlife habitat, and accessing water-related
recreation. Also known as the floodplain, the area adjacent to the stream channel
serves as a natural reservoir for storing excess water during a flood. When the main
stream channel cannot accommodate the level of runoff from precipitation, the spreading
of floodwaters into the floodplain helps reduce the amount of damage incurred by
flooding. The “floodway” is an area that includes the stream channel area plus an
immediate area of floodplain. It is an area of greater regulatory concern as it where
floodwater currents are strongest. It is distinguished from the “flood fringe.” The
floodway can often be found on the local flood insurance map Construction in the
floodway of the rivers, lakes, and streams of the state requires a permit from the IDNR’s
Division of Water Resource Management. Federal funded projects require special
requirements imposed by Executive Order 11988 when the project will entail significant
flood plain encroachment. These requirements are in addition to the special hydraulic
analyses associated with determining bridge and culvert heights and widths. A project
that will have significant floodplain encroachment will require the preparation of an
Environmental Assessment or Environmental Impact Statement (EIS). Both the BDE
Manual and IDOT Water Quality Manual provide additional information and procedures
for projects involving floodplains.
Possible impacts to floodplains require consideration in the planning, design,
construction, and maintenance of transportation projects. Construction includes such
activities as building structures, channel modifications, bridges, culverts, dams, levees,
grading, and other similar activities. Floodplains are considered impacted if fill is added,
vegetation is removed, or heavy equipment is placed in the floodplain.
The following are general planning and design guidelines/objectives for transportation
projects:





Avoid or minimize impacts to floodplains.
Coordinate with watershed management plan.
Seek out community input and local requirements regarding flood prone areas.
Maintain natural drainage patterns and runoff rates to the extent practicable.

The following are general construction and maintenance guidelines:
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 Establish special requirements into plans, specifications, and estimates provided to
contractors.
 Confine construction staging area to the smallest area needed.
 Implement erosion control best management practice.
 Maintain riparian vegetation or replace as soon as possible.
 Properly handle, store, and dispose of hazardous materials.
 Implement spill control and clean up practices.
 Conduct on-site monitoring during construction to ensure floodplains are protected
as planned.

Section 4(F) Impacts to Public Lands
Section 4(f) of the Department of Transportation Act requires that special effort be made
to preserve public parks and recreation lands, wildlife and waterfowl refuges, and historic
sites.
Section 4(f) specifies that federally funded transportation projects requiring the use of
land from a public park, recreation area, wildlife, and waterfowl refuge or land of
significant historic site can only occur if there is no feasible and prudent alternative.
Using Section 4(f) land requires all possible planning to minimize harm.
IDOT’s BDE Manual includes procedures for completing 4(f) evaluations. As projects
are advanced through the project development process, Section 4(f) properties may be
identified as impacted areas. If Section 4(f) resources are impacted, it is required that
specific measures to minimize harm or mitigate the impacts be identified and evaluated.
These activities involve close coordination with the officials that have jurisdiction of the
specific resources.
In cases where projects have Section 4(f) impacts and there is no feasible and prudent
alternative to avoid use of the resource, it is required that project sponsors consider “all
possible planning to minimize harm.” Minimization of harm may entail both alternative
design modifications that lessen the impact on 4(f) resources and mitigation measures
that compensate for residual impacts.
Minimization and mitigation measures should be determined through consultation with
the official or the agency owning or administering the resource. Neither the Section 4(f)
statute nor regulation requires the replacement of 4(f) resources used for transportation
projects, but this option is appropriate as a mitigation measure for direct project impacts.
Mitigation measures involving public parks, recreation areas, or wildlife and waterfowl
refuges may involve a replacement of land and/or facilities of comparable value and
function, or monetary compensation, which could be used to enhance the remaining
land. Mitigation of historic sites usually consists of those measures necessary to
preserve the historic integrity of the site and agreement by FHWA. In any case, the cost
of mitigation should be a reasonable public expenditure in light of the severity of the
impact on the Section 4(f) resource in accordance with federal requirements.
Reasonable mitigation for impacts to Section 4(f) resource impacts may be:
 Modify the transportation facility design
 Minimizing construction noise or limiting construction to specific times
 Landscape or screening of resource
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Installation of enhancements such as park benches, trash receptacles, signage, etc.
Improving access or expansion/ pavement of parking areas
Rerouting of traffic
Direct compensation for improvements to on-site resources

SECTION 6(F) IMPACTS TO LAND CONSERVATION
RESOURCES
Section 6(f) of the Land and Water Conservation Fund Act of 1965 applies to any
USDOT funded projects, which involve the use of lands, which have Land and Water
Conservation (LAWCON) or Open Space Land Acquisition and Development (OSLAD)
funds involved in their purchase or development. IDOT, as part of its BDE Manual has
procedures in place for handling 6(f) lands when developing highway projects. These
procedures focus on early and ongoing coordination with local officials as well as the
Illinois Department of Natural Resources.

FARMLANDS
DeKalb County’s growth management policies address the inappropriate or premature
conversion of farmland to urbanized uses. In the development of a project,
consideration is given to the impacts that the action will cause in conversion of farmland
to non-farm uses. Under certain circumstances, coordination must be initiated with the
U.S. Department of Agriculture, Natural Resources Conservation Service, and/or the
Illinois Department of Agriculture to evaluate the impacts on farmland and obtain the
views of those agencies on alternatives to the proposed action. As practical, any
proposed actions involving farmland will be implemented in ways that are compatible
with programs and policies developed to protect farmland. The BDE Manual outlines
coordination procedures and defines those lands subject to these provisions.

HISTORICAL & CULTURAL RESOURCES MITIGATION
Appropriate measures must be taken to avoid and/or minimize impacts on properties
that are included or eligible for the National Register of Historic Places. Where such
properties will be affected, the Advisory Council on Historic Preservation shall be
afforded a reasonable opportunity to comment prior to project approval. Special efforts
shall be made to minimize harm to any National Historic Landmark. The BDE Manual
contains specific procedures for minimizing harm to historic resources in cooperation
with the Advisory Council on Historic Preservation and the State Historic Preservation
Officer.
Mitigation measures may involve a variety of methods including, but not limited to
aesthetic treatments, avoidance, archaeological data recovery, salvage and re-use of
historic materials, informing/ educating the public and documentation per the Historic
American Buildings Survey (HABS)/Historic American Engineering Record (HAER).
Approaches may vary widely depending on the type of historic property, the qualities that
enable the property to meet the National Register Criteria of Eligibility, the location of the
historic property with respect to the project, etc. Mitigation plans are should be
developed in consultation with IDOT, the Illinois State Historic Preservation Agency,
FHWA, consulting parties (i.e., local officials, organizations, public), federally recognized
Native American Indian tribes, as applicable.

8-15

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP

THREATENED & ENDANGERED SPECIES
Throughout Illinois, land use change has been one of the largest causes for decline in
species range and diversity. Contamination and degradation of natural waters has also
contributed to loss of habitat. In the development of a transportation project, special
studies and coordination are required when the action may affect federal or state-listed
threatened and endangered species.
The Illinois Endangered Species Protection Board determines which plant and animal
species are threatened or endangered in the state and advises Illinois DNR on means of
conserving those species. IDOT also conducts studies and coordination activities on
actions that may adversely affect areas included in or eligible for the Illinois Natural
Areas Inventory. Federal designations in DeKalb County include two species of animal
and two species of plant. State designations in DeKalb County include two species of
plant and five species of animal. Two Natural Areas have been identified just outside
the jurisdiction of DSATS: the Wilkinson/Renwick Marsh, located adjacent to the west
side of Annie Glidden Road, north of Illinois Route 64; and a natural area referred to as
DeKalb Geological Area, which is located west of Nelson Road and south of Twombly
Road.
It is IDOT’s policy that in the development of a project, an assessment shall be made of
the likely impacts on threatened or endangered species of plants or animals listed in the
federal or state level as threatened or endangered and on state-designated Natural
Areas. Every effort is made to minimize the likelihood of jeopardizing the continued
existence of listed threatened or endangered species or the destruction or adverse
modification of a Natural Area. Efforts are also made to avoid negative impacts on areas
of habitat designed as critical habitat or essential habitat.
The BDE Manual specifies procedures for avoiding and/or mitigated impacts on
endangered or threatened species and Natural Areas including consultation with the
U.S. Fish and Wildlife Service and the Illinois Department of Natural Resources. If there
is the potential for impacting a designated species, a number of potential mitigation
could include the following:





Restricting the clearing of trees during sensitive roosting periods;
Relocation of listed plant species out of construction areas;
Restricting blasting activities during sensitive roosting periods;
Timely removal of carcasses from roadways to minimize the potential of vehicles
striking scavenging bald eagles;
 Inclusion of “critter crossings” to allow species to pass across roadways; and
 Measures to ensure that all equipment is in proper working order to minimize
construction noise and reduce the risk of equipment spills and leaks.

NOISE MITIGATION
Roadway projects that add lanes or replace pavement may require an investigation of
noise levels. The level of roadway noise depends upon the volume of traffic, the speed
of traffic and the number of trucks in the flow of traffic. Noise is produced by the engine,
exhaust, and tires; and it is exacerbated by such conditions as defective or faulty
equipment or conditions that cause laboring of the vehicle (e.g., trucks on steep
inclines).
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Federal laws and regulations require that it may be necessary to undertake special
technical analyses to identify and evaluate the potential noise impacts a project will
involve. Once a noise impact is identified, IDOT will evaluate feasible and reasonable
noise abatement methods to reduce traffic noise impacts. Traffic noise can potentially
be reduced by addressing the noise source, noise path or noise receiver. The BDE
manual includes specific guidance and procedures for determining the need for noise
abatement evaluations and the types of mitigation strategies that are appropriate for a
variety of situations. The manual also specifies coordination requirements with local
government and public participation procedures.
Noise mitigation involves one or a combination of measures that create physical
distance or which block or filter the noise. They include:






Creating buffer or setback zones;
Planting dense vegetative strips;
Constructing barriers;
Restricting truck traffic along certain routes or in certain periods of the day; and
Enforcement of muffler restrictions

Physical solutions to noise mitigation have both positive and negative characteristics.
Buffers or setbacks require large amounts of land, as do measures such as vegetative
strips or earthen berms.
Vegetative strips, though aesthetically more pleasing, must be sufficiently dense to
achieve noise attenuation. Noise barriers such as walls take less space and can be built
of a variety of materials suitable to their context. They do require maintenance,
however, and negative reactions can result from restriction views, a sense of
confinement, and a reduction in air circulation, sunlight, etc. Noise mitigation can also
be aggravated by conditions such as grade changes between source and receiver.

8-17

E RD

BRICKVILLE RD

WHIPP LE RD

School

NIU Campus

GLIDDEN RD

â â â â Trail
E CLARE RD
Park\Forest Preserve
Modeled Projects

OL
D

Committed Projects
Scenario #1

ST
AT
E

N GRO VE

INT S RD
FIVE P O

350' School Buffer

23

¬
«

K
AN
PL

RD

LINDGREN RD

RD

SWANSON RD

SWANSON RD

64

¬
«

Scenario #3

1ST ST

250' Road Project Buffer

Syca more

OLD
S TA
TE R
D
64

QUIGLEY
RD

PE
AC
ER

LOVES RD

CORTLAND CENTER RD

RD
AIRPO RT

Cortland

NORTH ST

38

MAPLE PARK RD

LINCO LN

¦
¨
§
88

KESLINGER RD

SOMONAUK RD

LYNCH RD

23

¬
«

0

CHASE RD

GURLER RD

GURLER RD

H WY

HINCKLE Y RD

FAIRVIEW DR

PLEASANT ST RD

¬
«

WEBSTER RD

PEACE RD

1ST
ST

MACOM DR

FENSTERMAKER RD

PLEASANT ST

4TH ST

S. MALTA ROAD

BARBER GREENE RD

SOMONAUK RD

23

¬
«

LUCINDA AVE

LOVELL RD

D

RE R D

1ST
ST

NORMAL RD

W. HILLCREST DR

BETHANY RO
AD

CREGO RD

38

W. DRESSER RD

ANNIE GLIDDEN RD

¬
«

SYC A
MO

De Kalb

Northern
Illinois
University

RD

¬
«

BETHANY RD

TWOMBLEY RD

MT
HU
NG
ER

STAT E
ST

VE
BA
AL
K
DE

RICH R
D

JOHN HUBER PKWY

NELSON RD

URS Corporation N:\31810734\Projects\Map8-1_EnvironmentalMitig.mxd Date: 7/27/2010 12:11:48 PM Name: JB

S MAYFIELD RD

MA I N S
T

PEACE RD

Scenario #2
Scenario #2 Alternatives

RD

HEN DER SON RD

1/4 Mile Water Buffer

RD

100 Year Flood Zone

WHIPP
LE R D

PL
AN
K

PLE
AS

Wetlands

MO
RAN OS E
GE
RD

ANT
HILL
RD

JOHNSON RD

DSATS MPO Boundary

LUKENS RD

LLOYD RD

LUKENS RD

STO
RY
RD

ALDRICH RD

Legend

å

Figure 8 - 1
MOOS E
RA NG

D
SR

Environmental Mitigation

LLOYD RD

PLE ASANT
HILL RD

INT
PO

CHURCH RD

JOHNSON RD

MS
WIL LIA E
CIRCL

E
FIV

DeKalb - Sycamore Area
Transportation Study

BASE LINE RD

ELLEN DR

1

2
Miles

Data Sources: DSATS, IDOT, US Census

±

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP

PROVISIONS NOT APPLICABLE TO DSATS
Air Quality Conformity
Revised TEA-21 Provision: Amended 23 U.S.C. 134(i)(3)

This revised provision does not apply to the DeKalb-Sycamore area. In air quality
nonattainment areas, an MPO must demonstrate a program for attaining air quality
conformity through the end of the planning period. In these areas, long-range
transportation plans and air quality analysis must be revised every four years. The US
EPA is looking at lowering the level of acceptable ground level ozone and other pollution
factors that affect human health. DSATS staff continues its outreach with other Illinois
MPOs, IDOT, and Illinois EPA staff to keep abreast on how such changes could affect
the DSATS region, and the impacts for transportation planning should the DSATS region
loose its attainment status.

Congestion Management Process in TMA’s
Revised TEA-21 Provisions: Amended 23 U.S.C. 134(k)(3)) and 49 U.S.C. 5303(k)(3)

Transportation Management Areas (TMA’s) are generally those metropolitan areas in
excess of 200,000 where additional planning is required and where there are additional
resources available for congestion management, such as ITS and travel demand
management (TDM). This provision does not apply to the DeKalb-Sycamore urbanized
area.

Major Capital Investment Projects (NEW STARTS)
Revised TEA-21 Provision: Amended Section 5309

New Starts funding is intended for major investments in fixed-guideway transitways,
such as light rail transit. New federal legislation emphasizes economic development as
a criterion for selection of these types of projects. The DSATS LRTP is not proposing
major transit capital investments, so this change is not applicable to the DeKalbSycamore urbanized area. There continues to be discussions about ultimately
extending the Chicago Metra system from the Elburn Train Station out to DeKalb and
possibly beyond. While this extension is not feasible in the short term, it is a long-term
goal for the communities in the region, and should this extension move forward in the
future, NEW STARTS will likely be a major funding source.
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CHAPTER 9: RECOMMENDED PLAN
This chapter summarizes the DSATS 2035 LRTP recommended transportation
improvements and policies. The LRTP addresses all transportation modes and is a
financially constrained plan. The improvements and policies for the respective
transportation modes are described in the following sections.

ROADWAYS
Several potential roadway improvements, many of which have been previously identified
in past planning efforts, were identified by local agencies for evaluation as part of the
2035 LRTP. Proposed roadway improvement projects were evaluated using the DSATS
travel demand forecasting proto model to determine the future year impacts on the
regional transportation system.
Based on the evaluation and analysis of the various improvements, specific roadway
related improvements were identified as having the most benefit to traffic operations
within the DSATS MPA. Priority projects are those that were identified as having the
greatest benefit to the regional transportation system. More importantly, the LRTP is
intended to serve as a working document that can constantly be updated to reflect the
changing needs and priorities of the DSATS MPA. Improvement priorities will evolve
and change over the next 25 years, which could result in the addition, deletion, or
modification of proposed transportation projects.
Short-term Recommended Road Improvements – Several priority roadway
improvements have committed funding and are included in the most recent DSATS
2011-2015 Transportation Improvement Program (TIP). Projects include the extension
of Airport Rd. from IL-64 to Plank Rd., construction of additional North-South and EastWest Boulevards at NIU, and widening of Bethany Rd., Peace Rd., Somonauk Rd.,
South Annie Glidden Rd., and Taylor St. These capacity expansion projects are listed in
Chapter 6, Table 6-1. Capacity Building Roadway Projects in DSATS MPA), and shown
on Map 9-1.
Table 9-1 identifies roadway policy recommendations. These recommendations are not
project specific but instead relate to policies that the MPO can act on to further their
stated goals and objectives outlined in Chapter 2.
Table 9-1. Proposed Roadway Recommendations / Policies
Issue Proposed Recommendations / Policies
a) Continue to emphasize the maintenance and preservation of
1) Roadway Maintenance
the existing roadway facilities.
and Preservation

2) Roadway Capacity
Improvements



Local agencies and the DSATS technical committee
should encourage coordinated monitoring of facility
conditions, maintenance history, and planned
improvement schedules, utilizing analysis tools, including
GIS.



Support the implementation of the recommended
roadway projects identified in Table 6-1. Monitor the
priority projects to determine if projects should be added,
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3) Truck Traffic

modified, or deleted.
b) As part of the annual traffic counts process, a truck flow study
should be completed at least once every five years and utilize
results to assess truck routing alternatives and develop
strategies to minimize negative truck impacts through
sensitive areas of the community (e.g. downtown DeKalb).
c) Regularly monitor truck traffic volumes and
accommodate/encourage truck use on appropriate truck
routes. The amount of truck traffic on appropriate designated
truck routes should be considered with respect to prioritizing
roadway improvements that improve access to the regional
transportation system (e.g. I-88 Tollway).
 Explore alternatives to encourage truck traffic to utilize
the I-88 Tollway whenever possible, such as assessing
financial impacts of tolls on choice of truck routes.
 Evaluate the feasibility of diverting truck traffic away from
land uses not appropriate for heavy truck traffic.

4) Road Design
Considerations

d) Support roadway design standards consistent with
community goals and appropriate for neighborhood design
characteristics. Periodically review the design standards to
determine those that should be eliminated, updated, or
added. When possible, apply complete streets principles to
promote the safe and efficient operation of all transportation
modes.
e) Periodically review functional class system for consistency
with guidelines outlined in Chapter 4, Table 4-3 and possible
functional classification changes identified in Chapter 6.
f) Promote the use of traffic calming strategies where
appropriate to discourage cut-through traffic and/or speeding.
g) Continue to build upon the existing grid street pattern where
possible to disperse traffic impacts and provide route
alternatives that minimize single access point traffic loading
on arterials. Pedestrians, bicyclists, and transit users also
benefit from the direct connections provided by the gridpatterned street networks.

5) Capacity Concerns

h) Where capacity deficiencies are identified, alternatives to
adding new capacity should be considered and evaluated
prior to new construction. Where mitigation measures have
been determined to be unsuccessful, additional capacity
should be evaluated and implemented to minimize congestion
delays. However, it is important to assess the potential
negative impacts adding capacity may have on adjacent
roadways, neighborhoods, schools, businesses and the
environment.
 The following capacity improvement examples are
identified from the least intrusive/expensive to the most
intrusive/expensive approaches:
o Travel demand management strategies (e.g.
pedestrian, bicycle, transit/carpool use
incentives)
o Signal timing coordination (i.e. Transportation
System Management)
o Improve turn lane configurations. A three-lane
configuration with one lane of through-traffic in
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i)

j)

6) Event Traffic
Congestion

7) Safety

each direction and a center left turn lane has
been shown to provide almost as much capacity
as a four-lane undivided road in certain
situations.
o Reduce driveways and left-turn movements (i.e.
access management)
o Add traffic lanes
o Build new road
Develop a Travel Demand Management (TDM) plan to
identify and implement programs that promote the efficient
use of the transportation system. A TDM plan should
encompass and be coordinated with other transportation
modes.
Refine and calibrate the travel demand proto-model to
improve accuracy and confidence in traffic forecasting. The
model will continue to be a tool available for analyzing various
transportation improvements and land use scenarios. This
refinement should occur with the next LRTP update (2040) as
2010 U.S. Census data will be available as a model input.

k) Consider conducting a Convocation Center area traffic impact
study, utilizing a traffic simulation model, to provide a tool for
quantifying the problem and for analyzing various intersection
control and design improvements to address event traffic
congestion. A traffic simulation model would be able to test
the effects of the strategies listed above.
l) Evaluate cost-effective solutions for addressing congestion
delays associated with large event traffic at the Convocation
Center and on the NIU Campus. It is virtually impossible to
eliminate all congestion associated with large events;
however, there are a variety of cost effective strategies that
can help minimize delays and improve event-related traffic
flow.
 NIU uses changeable message boards’ enroute to the
Convocation Center for large events. This system should
remain a part of future ITS improvement projects.
 Consider strategies for dispersing traffic out of
Convocation parking areas.
 Assess traffic signal installation and improvements along
IL 38/Lincoln Highway at Convocation Center main
driveway.
 Assess turning lane needs along IL 38/Lincoln Highway
at Convocation Center main driveway.
 Evaluate impact on event traffic of West Arterial
Extension between Bethany Road and Fairview Drive.
 Evaluate proposed collector system connections to Annie
Glidden Road and/or Twombly Road north of
Convocation Center.
m) Conduct a safety study to address areas of concerns and
gather the data needed to conduct the analysis in order to
generate appropriate recommendations.
n) Address pedestrian safety issue along Annie Glidden Road
between Stadium Drive and Lincoln Drive. Implement Annie
Glidden Task Force Recommendations:
 NIU has installed landscaping and stone pillars to funnel
pedestrians around Lucinda and Annie Glidden Roads.
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o)

p)

q)
r)

s)

Creating entrance treatments to indicate a different
environment warranting a change in travel behaviors at a
new Stadium Drive South intersection and at Grant Drive
intersection
 Widen Annie Glidden Road for addition of left turn land
from Crane Drive to Varsity Blvd. and install easily
identifiable crosswalks as part of improvements.
Work with appropriate agencies to develop a complete and
comprehensive vehicular crash/accident database utilizing
GIS technology to analyze safety issue patterns.
Identify and implement appropriate Intelligent Transportation
System (ITS) applications within the DSATS area to maintain
or enhance travel safety.
Identify priority corridors for implementation of signal
preemption that gives priority to emergency vehicles.
Identify potential technical improvements at at-grade rail
crossings to ensure a high level of traffic, pedestrian, and
bicycle safety.
Access management techniques the improve traveler
predictability and reduce conflict points should be explored as
possible solutions to improve traffic safety, including
pedestrian and bicycle safety. Specific areas to consider
access management strategies include:
a) IL 23/Sycamore Road commercial Area. Include
alternatives for internal area circulation such as backage
(aka reverse frontage) roads or parking lot connectors to
minimize local traffic (i.e. traffic traveling between
commercial destinations) from loading onto the Principal
Arterial
b) IL 38/Lincoln Highway west of 1st Street.
c) Annie Glidden Road from I-88 to Bethany Road.
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TRANSIT
Public Transit is vitally important to NIU and the surrounding area. The Huskie line
provides convenient access around the campus and surrounding areas for NIU students,
staff, and faculty. By providing a viable transit system, NIU is able to reduce vehicular
traffic in and around campus and subsequently avoid the costs associated with providing
additional auto-related infrastructure.
TransVAC provides an essential service to transit dependent riders, the elderly, and
those with disabilities. The Green Line and the Blue Line also provide an alternative for
those who cannot drive or do not want to drive. As the DSATS area continues to grow,
so too will the demand for public transit.

Transit Improvement Recommendation Alternatives
With SRF currently developing the Transit Facility and Needs Analysis Study for the
DSATS region, that report will be publish and be made available as a supplement to the
2035 Long Range Transportation Plan and provide the main core of the Transit
Improvement Recommendation Alternatives. In this section, we will look at the
Alternatives recommended in the 2030 LRTP, and the accomplishments achieved
towards those identified goals.
Alternative 1:
Alternative 1 looks to expand upon the existing transit systems in the region. VAC would
continue to provide paratransit and city loop service to the various human service
agencies, medical facilities, and commercial facilities to those in the DSATS region who
are dependant upon public transit to perform their daily activities. NIU’s Huskie Bus Line
would continue to provide the on and off campus service to students, faculty, staff, and
DeKalb City residents. VAC, Huskie, DeKalb, Sycamore, Cortland, DeKalb County, and
NIU would continue to work together through DSATS to find ways to improve the existing
transit system.
Improvements to the system that have occurred since the last LRTP include:
 With the additional funds that have been made available through the Downstate
Operating Assistance Program (DOAP) VAC has been able to expand their
paratransit system and provide many more trips throughout the North Center and
North Eastern Illinois region;
 VAC Transit is available from 7 a.m. to 9 p.m. Monday through Friday. When school
is in operation Huskie lines provide limited service through DeKalb until 2:30 a.m.
and also provide service on Saturdays and Sundays.
 Huskie provides shuttle service to the Elburn Train Station on Friday and Sunday
evenings while school is in service (not available in the summer).
 The VAC Blue Line has been implemented and provides loop service through
Sycamore
 The VAC Kishwaukee Line provides service from various locations in the City of
DeKalb to Kishwaukee College in Malta.
 DSATS staff received a grant to install a RouteMatch trip scheduling system along
with supporting computer hardware in order to allow more efficient scheduling of the
VAC paratransit System.
 Through various grants, the majority of the VAC transit fleet has been replaced.
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 New grants have been approved to repave the VAC parking lot, install Mobile Data
Computers into the VAC bus fleet, install new radio equipment in the VAC fleet,
install new bus shelters in the region, and purchase 35 new passenger buses.
Short Term Transit Goals:
 The current VAC Green and Blue lines are over-extended and it has become difficult
to maintain the one-hour loop schedule for each line. Ways need to be identified to
increase the efficiency of the transit system to increase on-time performance.
 VAC and Huskie should identify ways to better promote the entire transit system.
Ideas include updating bus stop signage through the region, installation of more bus
shelters, development of integrated route system maps, and website promotion of
both systems.
Long Term Transit Goals:
 Extension of route deviated service into Cortland;
 Development of a daily shuttle service to the Elburn Train Station. This system
could be provided by Huskie, VAC, or a cooperative system;
 Building of a new transit facility, possibly as a multimodal system to serve as a hub
for all transit systems and possibly a park and ride lot;
 Ultimately, extend the Chicago Metra system from Elburn to DeKalb.
Alternative 2:
Alternative 2 would greatly increase Huskie Bus’ role in providing the DeKalb- Sycamore
area’s public transportation services. Through a contractual arrangement between the
City of DeKalb and the Northern Illinois University Student Association, Huskie Bus
could operate the DeKalb-Sycamore area’s local fixed route services. Voluntary Action
Center could continue to provide countywide demand response and agency contract
services. In this alternative, Voluntary Action Center could also provide complementary
ADA paratransit services within the DeKalb-Sycamore area.
All the goals identified in Alternative 1 would also be part of Alternative 2.
Alternative 3:
In Alternative 3, a local Mass Transit District would function as the provider of fixed route
service in the DeKalb-Sycamore area outside of the NIU campus. Huskie Bus would
continue to operate its on-campus routes. In addition, Voluntary Action Center would
continue to operate countywide public transportation, provide demand response ADA
paratransit service in the DeKalb-Sycamore area on behalf of the Mass Transit District,
and coordinate agency transportation services.
The new local Mass Transit District would operate a revamped fixed route service in
DeKalb and Sycamore. These routes would replace the current Route 7 operated by
Huskie Bus and the Green Line operated by Voluntary Action Center. In this alternative,
Voluntary Action Center would function as an agency transportation brokerage and
provide assistance to individuals who need transportation. A function of this brokerage
would be to determine if individuals who need transportation qualify under agency
program eligibility standards. The following transit recommendations in Table 9-2 relate
to policies that DSATS can pursue to improve and promote transit use in the area.
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Table 9-2. Proposed Transit / Paratransit Recommendations / Policies
Transit Road Access



Transit Funding





Land Use /
Development
Considerations





Land Use /
Development
Considerations




All roads functionally classified as collectors and above should
be accessible to transit providers.
o
Weight restrictions on a section of Hillcrest Drive force
Huskie Line buses to divert from the desired and direct
route, adding time delays and inconvenience to their
costumers.
Greater transit funding was made available with the DOAP
program. There are indications from the Transit Study currently
in development that other transit funding may be available if
VAC and NIU work together. DSATS member agencies should
look at ways to leverage more funds.
In economic difficult times, it is difficult to get local communities
to invest more in public transportation. In coming years,
however, with more global warming regulations imposed by the
federal government, funding of public transit on the federal,
state, and local levels will likely increase. DSATS staff should
identify the importance of funding and expanding public transit
options.
Encourage land use design standards, polices, and principles,
that promote pedestrian and transit-oriented development
within the DSATS MPA.
o Support requirements to provide sidewalks and curb
cuts that comply with ADA standards and requirements.
o Support the repair and upkeep of existing sidewalks to
provide better connections to transit facilities.
Local agencies should include potential transit access issues in
reviewing major commercial and residential developments to
ensure transit/paratransit accessibility.
Assess the viability of developing a Transit Center linking local
and regional transit and taxi services at a centralized location.
Support projects that encourage the integration of transit and
bicycles.
o Consider a bicycle on buses program to encourage
increased accessibility for bicyclists throughout the
MPA. Initial implementation of a bicycle on buses
program could focus specifically on the Huskie Line
route serving the Sycamore Road commercial area and
TransVAC’s Green line.

BICYCLE/PEDESTRIAN FACILITIES
The bicycle plan focuses on the potential to expand the bicycle or multi-use trails beyond
the current and or previously identified limits. Over the next twenty-five years,
opportunities will arise to incorporate bicycle travel into planned roadway projects.
Potential road improvements should consider the possible construction of bicycle and
pedestrian facilities to improve bicycle and pedestrian mobility.
The DeKalb County Greenways and Trails Plan was prepared for the DeKalb County
Greenways and Trials Coalition. The Plan is a long-range, visionary master plan for the
greenway infrastructure of the region. The plan provides DSATS a wealth of information
and offers recommendations from which to work toward addressing metropolitan bicycle
and trails issues and developing a comprehensive bike and trails system.
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The LRTP’s focus is on transportation and how bicycle facilities can facilitate utilitarian
bicycle use as well as recreational use. Improving the transportation benefits of trails
and improving the existing roadway system for walking and biking are two of the
Greenway Plan’s objectives that correspond with DSATS goals and objectives. Below
are the prioritized location specific bicycle and pedestrian related recommendations from
the Greenway Trails Plan.

DeKalb County Greenways and Trails Plan Specific
Recommendations
Specific recommendations for the DeKalb-Sycamore Metropolitan area from the DeKalb
County Greenways and Trails Plan include on-road improvements, such as paved
shoulders and wide curb lanes, and dedicated trails including greenway trails, sidepaths,
and trails adjacent to railroad lines. It should be noted that current STP funding
practices only allow monies to be spent on paved trails or shoulders. Below are the
bicycle and pedestrian related recommendations by priority given (see Error! Reference
source not found.).
High Priorities
1. Complete missing path along South Branch Kishwaukee River from Prairie Park
at Clifford Street to the West Lincoln Highway at the NIU Lagoon.
2. DeKalb to Cortland:
a. On-road paved shoulder along Barber Greene Road between Peace
Road and Somonauk Road. On road paved shoulder and/or sidepath
along Somonauk Road to Cortland is the short term goal
b. Rails with trails facility along the Union Pacific Railroad between Rotary
Park and Cortland Community Park as the long-term goal
3. DeKalb/Sycamore heading south:
a. On-road paved shoulder along IL-23 with a sidepath or on-road paved
shoulder along future Peace Road extension as the short-term goal
b. Rails with trails facility along the Union Pacific Railroad beginning at
Rotary Park as the long-term goal
4. Sycamore to Cortland: On-road paved shoulder along IL-23. Combination of onroad paved shoulders and sidepaths from Sycamore along Airport Road
extension to Bethany Road to IL 23. Install On-road paved shoulder and/or
sidepath along Somonauk Road to Cortland with paved shoulders and sidepaths
constructed in tandem with expansions or upgrades to these roads. Sidewalks
on the south side of Bethany have been installed between IL-23 (DeKalb Ave.) to
the Voluntary Action Center building.
5. DeKalb to Malta:
a. On-road paved shoulder along South Malta Road as a short-term goal
b. Rails with trails facility along the Union Pacific Railroad as a long-term
goal
Medium Priorities
1. South Branch Kishwaukee River (main stem): A greenway trail, which would
complete trail gaps and connect the DeKalb Nature Trail to the Nehring Forest
Preserve as the long-term goal.
2. South Branch Kishwaukee River (east branch from Sycamore): Complete a trail
from Stanley Larsen Park to Sycamore Lake. The trail could connect to the
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Great Western Trail to a future Greenway Trail if the facility began at the
Sycamore Park District Golf Course.
The Plan did not address design aspects of rails with trails. The east-west Union Pacific
Railroad carries about 70 trains per day at fairly high speeds, which would be a safety
concern and/or a cost issue depending on what type of barrier would be required
between the railroad tracks and the trail.
Sidewalks of 4 or 5-foot widths as a standard throughout most communities may prove
most practical as an alternative for bicycle and pedestrian traffic along proposed street
improvements. These sidewalks can serve as sidepaths for bikes and pedestrians
instead of pathways that are generally 8 to12 feet wide and require more right-of-way.
Table 9-3. Proposed Bicycle/Pedestrian Recommendations / Policies
Issue Proposed Recommendations / Policies
a) Continue proactive regional bicycle planning to coordinate
1) Regional Bicycle
development of a bicycle network that serves all areas of the
Planning.
MPA and connects to statewide bicycle facilities beyond the
MPA boundaries.
 Identify and preserve potential rights-of-way that could be
used to develop bicycle/pedestrian facilities. Specifically,
abandoned rail corridors should be identified and
preserved as potential linkages to the existing and
planned bicycle network.
b) Incorporate bicycle and pedestrian elements into roadway
8. Roadway Bike/Ped
improvements:
Improvements
 Implement bicycle and pedestrian enhancements as part
of all development and transportation projects
 Encourage local jurisdictions to accommodate bicycles
when adding or improving roadways by building wide
outer lanes, bicycle friendly drainage grates, traffic signal
actuation devices, paved shoulders and other amenities
 Coordinate with IDOT to ensure that pedestrian and
bicycle accommodations are incorporated into bridges,
underpasses, arterial intersection improvements, atgrade rail crossings, and highway interchanges early in
the design process to minimize costs
 Include a minimum four-foot wide paved shoulder on
roads planned for major improvements and new roads to
allow for bicycle use where appropriate.
 The Greenways and Trails plan proposed using threelane configurations replacing four-lane undivided roads to
free up right-of-way for bike lanes. Three lane
configurations have almost as much capacity as a fourlane divided road, depending on the turning movements
of the specific roadway.
1. Data and Plan Coordination – The Illinois Department of
9. System Connections
Transportation has developed a State Bicycle Plan. The plan
is an interactive Geographic Information System (GIS) model
that uses extensive data to help IDOT evaluate bicycle
projects. DSATS should stay up to date with the plan’s
progress and work toward exchanging and integrating data to
improve bicycle planning in the region. DSATS should also
continue to serve as a forum for municipalities in coordinating
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2. Safe Routes to Schools

trail development plans and linking existing and future trails to
promote a comprehensive regional trail system.
b) Connect paths to adjacent public spaces and trails:
coordinate strategies with appropriate organizations and
entities to connect paved trails and provide connections to
important community destinations
Strategies may include:
 Obtain or purchase public access easements to construct
paved trails
 Encourage public agencies to designate easements to
reserve corridors
 Adopt development or subdivision ordnances mandating
new development connectivity to adjacent parks or paved
trails
 During the review process, seek a set aside or
construction of paved trails to adjacent public spaces
 Incorporate bikeway right-of-way designations in
transportation and master plans
 Improvements near schools should employ designs that
minimize student-pedestrian/ vehicle conflicts by directing
students to safer routes with sidewalks or multi-use
paved trails, controlling vehicular traffic, traffic calming
and improving motorist awareness of school aged
children
 New school site plans should be reviewed for safe and
appropriate pedestrian and bike access
 Require public rights-of-way to construct paved trails
connecting cul-de-sacs between developments
c) Sidewalk gaps should be filled, particularly within a half-mile
radius of schools, parks, and popular walking destinations.
Crosswalks should also be improved and maintained.
Sidewalks may be used by children and inexperienced adult
cyclists.
 Specifically, Improve pedestrian access between
commercial destinations and across IL 23/Syscamore
Road through sidewalks and crosswalks. (Sycamore
section)
d) Sidepath gaps should be filled, particularly if connecting
residential areas to popular destinations. On-road bike
facilities are also recommended along collector and arterial
roads with sidepaths for experienced cyclists. When
considering new sidepaths, the following issues should be
considered
 Sidepaths should have as few crossroad and driveway
intersections as possible to minimize vehicle
bicycle/pedestrian conflicts
 Terrace areas between traffic lanes and sidepath should
provide a sufficient buffer
 Directional instructions need to be provided at ends of
sidepaths to inform users of safe routes from which to
continue their trip
e) Prioritize bicycle and pedestrian improvements along
corridors connecting to schools within the DSATS MPA.
1. Inventory existing bicycles/pedestrian facilities by
identifying condition of sidewalks, crosswalks, presence
of traffic control devices, traffic volumes, posted speed
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3. Land Use / Design
Considerations

4. Intermodal
Connections.

limits, and observed speed limits. Identify appropriate
routes for bicycle and pedestrian travel.
f) Encourage area schools to consider pedestrian and bike
access issues in new school location decisions.
g) Local agencies should adopt polices that emphasize and
promote bicycle/pedestrian travel.
 Amend or adopt building codes and development
standards to emphasize bicycle/pedestrian travel.
Building codes could be amended to require bicycle
parking/racks as part of the building design or site plans.
 Apply Context Sensitive Solutions (CSS) as appropriate
to help support pedestrian and bicycle travel. Specifically
address pedestrian and bicycle travel as part of any
roadway improvement.
 Adopt street repair policies that help support bicycle and
pedestrian travel.
 Designate and post bicycle route signs to increase
awareness of motorists to share the roadway with
bicyclists.
h) Develop Bike route maps to promote bicycling and inform
bicyclists how bike-compatible roads are and identify bike and
trail facilities.
i) Bike Facility Guidelines – Adopting guidelines for determining
where and what bicycle facilities are appropriate would be
beneficial. These guidelines should be based on best
practices and utilize existing tools such as IDOT’s bicycle
level of service data and guidelines and the Federal Highway
27
Administration’s Bicycle Compatibility Index (BCI) .
j) Encourage the integration of land uses and mixed-use
development. This type of development supports pedestrian
and bicycle travel and would improve connections to transit
stops.
k) Incorporate bicycle facilities in the design and construction of
major roadway improvements throughout the DSATS MPA.
l) Support projects that encourage bicycle connections to transit
services.
 Consider a bicycle on buses program to encourage
increased accessibility for bicyclists, specifically on the
Huskie line route serving Sycamore Road and
TransVAC’s Green line and Blue Line.

27

The Bicycle Compatibility Index: A Level of Service Concept, Implementation Manual FHWA
RD-98-095 can be downloaded at http://www.hsrc.unc.edu/research/pedbike/98095/
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RAIL
Rail improvements are generally the responsibility of the individual rail companies that
operate the respective rail lines through the area. Rail operations, as they relate to the
roadway network, generally focus on the maintenance of existing at-grade rail crossings.
In some cases, a particular at-grade rail crossing may warrant improved traffic control
devices or possibly a grade separated facility. Table 9-4 summarizes the proposed rail
recommendations and policies for consideration within the MPA.
Table 9-4. Proposed Rail Recommendations / Policies
Issue Proposed Recommendations / Policies
a) Monitor at-grade rail crossings to provide a high level of
1. At-Grade Crossings
safety and mobility for motorists, bicyclists, and pedestrians.
Identify high priority crossings that could be considered for
improved traffic control devices and potential grade separated
facilities.
b) Continue routine maintenance and upkeep of the existing rail
infrastructure.
c) Identify and preserve abandoned rail corridors that could be
2. Intermodal
used for potential bicycle and/or multi-use trails. Investigate
Connections
feasibility of sharing right-of-way with railroad for trails.

AIRPORT
Continued investment in the DeKalb Taylor Airport is necessary to maintain and
enhance its position to attract businesses to the area and attract general aviation
customers for the western Chicago area. The Plan recommends the following actions to
utilize the airport as an economic development tool. Table 9-5 summarizes the
proposed recommendations and policies.
Table 9-5. Proposed Aviation Recommendations / Policies
Issue Proposed Recommendations / Policies
a) Maintain good road access to the airport.
1. Accessibility.
 Improve truck access to/from the airport to encourage
and enhance freight movement within and beyond the
MPA.
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