DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP

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.
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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.

6-20

DEKALB-SYCAMORE AREA TRANSPORTATION STUDY – 2035 LRTP
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/
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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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