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Chicago Metropolitan Urban Partnership 
Executive Summary 

Need to Address Chicago Area Highway Congestion 
Metropolitan Chicago’s congestion is among the worst in the nation.  Monitors 
show that for more than 11 hours per day, more than 20% of our highway sys-
tem is congested.  Peak-period travel times are 150% of free-flow times.  
Moreover, unstable traffic flow, crashes, disabled vehicles, and other problems 
cause variations in travel times, requiring more time to be budgeted for trips.   
 
Congestion’s costs in our area are significant.  The United States Department of 
Transportation estimates the annual cost of transportation system congestion 
in metropolitan Chicago at $11.0 billion, of which 87% is related to highways. 
This expense includes direct costs of delay, productivity losses, environmental 
impacts, crashes and injuries, higher freight handling costs, and extra time 
budgeted for travel time variation (Wells, November, 2006).  
 
Chicago Partnership Proposes Action 
The Chicago Metropolitan Urban Partnership represents a commitment by the 
Illinois Department of Transportation, the City of Chicago, the Illinois State Toll 
Highway Authority, regional transit agencies, other local governments, and lo-
cal business and civic groups to aggressively address congestion.  The Partner-
ship recognizes that various types of congestion mitigation and congestion pric-
ing can be efficient and effective methods to reduce congestion, and intends to 
implement a combination of these if we are selected as an urban partner.  The 
Partnership proposes actions in the Chicago Central Business District (CBD) and  
the Interstate 90 and Southwest Corridors.  This submittal outlines the actions 
proposed by the Partnership. 
 
The region is also committed to studying additional congestion mitigation op-
tions, but implementation requires significant preparation concerning public in-
volvement, infrastructure, and supporting services, subject to more discussion. 
    
Higher peak-period parking prices are proposed within the Chicago CBD to fur-
ther reduce congestion.  Some freight operations in the congested CBD would 
be curtailed during the peak period. 
 
Along the tolled sections of I-90 (the Northwest Tollway and the Chicago Sky-
way), the Partnership proposes to identify and implement congestion pricing 
opportunities.  Congestion pricing in locations where it is facilitated by existing 
toll collection facilities will have beneficial impacts throughout the corridor.   
 
Congestion reduction in the CBD and on the I-90 and Southwest Corridors will 
be supported by integrated corridor management using technology and infor-
mation to reduce delay.  This approach will include substantial new suburban 
transit and improved urban transit operations.  Travel demand will be managed 
to mitigate congestion.  
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Congestion in Metropolitan Chicago’s  
Transportation System 

Scope and Scale of Chicago Area Traffic Congestion  
Traffic congestion in the Chicago metropolitan area is severe in intensity, wide-
spread in extent, long in duration, and persistent in frequency.  Metropolitan 
partners have extensive data collection and analysis programs in place to 
measure and manage system performance.  These data help demonstrate the 
severity of Chicago’s problem.  Data highlights are presented below. 

 
An Introduction: National Data Comparisons 
When compared with other metropolitan areas, the Chicago area’s congestion 
is among the worst in the nation. The Texas Transportation Institute’s (TxTI’s) 
frequently quoted Urban Mobility Report allows comparisons of congestion be-
tween regions.  This report’s Travel Time Index is the ratio of travel time in the 
peak period to travel time under free-flow conditions (60 mph on freeways and 
35 mph on principal arterials).  The 2003 Travel Time Index for Chicago was 
1.57, ranking number two among U.S. cities, second only to Los Angeles-Long 
Beach (TxTI, Urban Mobility Report, 2005).  The Texas Transportation Institute 
also calculates the annual delay per peak-period traveler.  TxTI estimates met-
ropolitan Chicago’s annual delay per peak-hour traveler at 58 hours per year, 
ranking 7th nationally.  These data demonstrate the intensity of the Chicago 
area’s traffic congestion problem.   
 
The newer, more focused “Urban Congestion Report” also shows significant 
congestion in Chicago compared to 19 other congested cities.  Table 1 shows 
results for the reporting period November 2006 - January 2007. 
 

Measure Chicago National 
Composite 

Explanation of  
Measurement 

Congested 
Hours 

11.6 5.980 Hours per day when 20% of 
system is congested 

Travel Time  
Index 

1.44 1.367 Ratio of peak-period travel 
time to free-flow travel time 

Planning Time  
Index 

2.01 1.834 Factor showing extra time to 
set aside for on-time arrivals 
because of travel time varia-
tion 

Chicago 
Rank 

Worst 

Third 
Worst 

Fourth 
Worst 

Table 1 
Urban Congestion Report Comparison, November 2006–January 2007 

 
 
 
 
 
 
 
 
 
 
 
 

Source: USDOT Urban Congestion Report, November—January 2007, National Executive Summary, Final. 
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Congestion in Metropolitan Chicago’s  
Transportation System (Continued) 

Intensity of Congestion:  
The region’s transportation agencies collect and maintain data revealing sub-
stantial congestion in the regional transportation system.  Regional travel 
model results show that congestion is severe.  Table 2 shows a regional sum-
mary, and indicates that the problem is particularly acute in low-income and 
minority communities. 
 

Spatial Extent of Congestion:  
Congestion is significant throughout Cook County, where nearly two-thirds of 
the regional population lives, and particularly acute in Chicago, home to nearly 
one-third of the region’s residents.  Nevertheless, congestion exists in many 
parts of the region, and many residents are impacted by traveling through con-
gested areas.  Figure 1 shows estimated 2005 speeds by area. 
 
Duration of Congestion: 
The duration of congestion is dependent upon the type and location of the facil-
ity.  Data suggest that the arterial system operates at congested speeds for a 
greater part of the day than freeways, but there is less variation in travel times 
overall.  Freeways have substantial variation by location and direction.   
 
Table 3 and Figure 2 show average and 95th percentile travel times for selected 
facilities.  Such data can be used to develop strategies for particular corridors. 
 
 
 
 

Ratio of Zone Income to 
Regional Mean Income 

Freeway /  
Tollway Speeds 

(mph) 

Arterial Speeds 
(mph) 

<.25 33 21 

.25 to .75 38 20 

.75 to 1.25 45 27 

1.25 to 1.75 46 28 

> 1.75 45 27 

All 43 26 

Table 2 
2005 Travel Speeds By Income Level 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
Source: CATS 2005 RTP/TIP Conformity Analysis, Appendix A, Table 74. 

 
 
 
 
Table 2 shows low  
daily average 
travel speeds.  
Travel speeds are 
lowest in low-
income communi-
ties.  Minority com-
munities are simi-
larly affected.  The 
data presents net-
work performance 
within low-income 
geographies. 
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Congestion in Metropolitan Chicago’s  
Transportation System (Continued) 

Table 3 shows regional con-
gested speeds through much of 
the day, particularly for arte-
rials.  However, variation in 
travel times is greater on free-
ways, both by time of day and 
within each time of day (see 
Figure 2, as an example).   

Figure 1 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

CATS 2005 RTP/TIP Conformity Analysis, Appendix A, Table 70. 

 
Figure 1 shows low speeds in 
the CBD and in the City of Chi-
cago.  The 2006 CMS Status Re-
port supported these numbers 
with an analysis of congested 
Vehicle-Hours Traveled (VHT).  
Congested VHT was most sig-
nificant in the City of Chicago, 
Lake County, Suburban Cook 
County, and DuPage County. 

Figure 2 
Sample Average and 95th Percentile Travel Times: I-55 Outbound 
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Facility Type 8p-6a 6a-7a 

Arterial 28 27 

Freeway 51 45 

7a-9a 

24 

36 

9a-10a 

26 

42 

10a-2p 

26 

43 

2p-4p 

26 

41 

4p-6p 

25 

40 

6p-8p 

27 

48 

Table 3 
Regional Speed by Facility Type by Time of Day 

 
 
 
 
 

CATS 2005 RTP/TIP Conformity Analysis, Appendix A, Table 70. 
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The Local Public’s Acknowledgement of 
the Congestion Problem 

Metropolitan Chicago has more than eight million residents.  The core values 
articulated by these residents include their personal mobility and accessibility 
to their homes, businesses, schools, and communities (2030 Regional Trans-
portation Plan).  Mobility of people and goods strengthens our economy.  Yet 
traffic congestion threatens mobility and accessibility by increasing travel time 
and travel costs.  Incidents, including traffic crashes, breakdowns, and other 
disruptions, add to the time people must set aside to take a trip and arrive on 
time. 
 
A poll that was part of the public involvement process for the 2006 update to 
the Regional Transportation Plan indicated that “improved traffic congestion 
management” ranked 4.2 on a 5 point scale for importance.  This poll also 
showed that about 86% “supported increasing overall levels of funding for 
transportation,” but not at the expense of other programs, and not just for 
“repair and rebuilding” (Public Priorities for Regional Transportation Investment, 
p. 18).  This seems to indicate a desire for “value for money,” real improve-
ments in return for better financing. 
 
Chicago residents are voicing their opinions about congestion in formal surveys, 
opinion polls, and in active participation in the transportation planning process.      
Public involvement activity by the Chicago Area Transportation Study summa-
rized in the 2006 Congestion Management System Status Report (p. 2-8) indi-
cated that more than 85% of the automobile users identified traffic congestion 
as a problem.  About half of automobile users also noted “intersection delays” 
as issues.  In addition, while the most frequent suggested improvements were 
for system expansions, large portions of the responses suggested specific im-
provements to highway and transit operations and services (pp 2-10 to 2-11).   
 
Likewise, the Illinois Department of Transportation regularly conducts the 
“Motorist Opinion Survey.” The Spring 2005 survey found that road closures 
and detours, current and future transportation projects, travel conditions, and 
transportation funding and taxation were all issues in which majorities of the 
public were either “very” or “quite a bit” interested (p. 33). 
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Local Officials and Community Leaders 
Are Ready to Take Action: Our Partners 

Support for Transportation Improvements 
Reducing congestion is a priority for the Chicago region.  Most notably, the Chi-
cago Metropolitan Agency for Planning was established in 2005 to make better 
regional decisions to effectively address congestion and other regional chal-
lenges by merging the staffs of the Chicago Area Transportation Study and the 
Northeastern Illinois Planning Commission.  The new regional agency reflects 
activity of partner agencies.  For example, the Mayor of Chicago has estab-
lished a Traffic Management Authority to better manage arterial highway con-
gestion.  The Illinois Tollway has instituted value pricing in the form of higher 
peak-period tolls for trucks.  Transit agencies instituted value pricing by offer-
ing substantial discounts and better service for automated fares. 

The region has committed substantial projected funds to congestion relief.  The 
region plans to spend $17.9 billion in capital improvements by 2030 to improve 
and expand the region’s transportation system, including $5 billion for arterial, 
bus, walking, biking and freight strategies.  Moreover, the region will spend an 
additional $47 billion required to maintain the existing system in good working 
order (CATS, 2030 Regional Transportation Plan, 2006).  Currently, the region 
has a capital funding shortfall that we are actively seeking to address. 

Chicago has been selected as the United States candidate to host the 2016 
Olympic Games, partly because of our extensive transportation infrastructure.  
To assure a successful Olympiad and to assure a continuing positive legacy 
from the Games, the region is pursuing transportation improvements and in-
creasing our ability to manage our expressway system.  Community support 
behind this effort is strong. 
 
Our Partners 
In response to our congestion challenge, many groups have developed strong, 
long-standing relationships that have led to substantial progress in the past. 
These parties will form the core of the Urban Partnership. Parties expected to 
participate in the congestion initiative include the following groups: 

Government: 
State of Illinois 
Illinois State Toll Highway Authority 
Regional Transportation Authority 
City of Chicago 
Cook, DuPage, Kane, Kendall, Lake, McHenry 
and Will Counties 
Pace 
Chicago Transit Authority 
Council of Mayors 
Chicago Metropolitan Agency for Planning 
Northwest Municipal Conference 

Civic and Advocacy: 
Center for Neighborhood Technology 
Chicago Metropolis 2020 
Metropolitan Planning Council 
Chambers of Commerce 
 
University and Private: 
University of Illinois at Chicago 
Northwestern University  
Consulting Engineering and Planning Firms 



 8 

 

Overview of Proposed Approach: 
Comprehensive Strategy 

Corridor Approach 
The Chicago Metropolitan Urban Partnership proposes congestion relief focused 
in the Chicago Central Business District (CBD),  I-90 and Southwest Corridors.  
The I-90 Corridor ranges from Kane County through Chicago to Indiana.  The 
Southwest Corridor stretches from Will County to Chicago.  Some proposals fo-
cus on the CBD, and have the impact of reducing congestion in both corridors 
and regionally. 
 
Our approach will address severe congestion in these corridors and the CBD.  
These corridors will be regional demonstrations of congestion pricing options 
and integrated corridor management, including transit enhancements and inno-
vative applications of technology and travel demand reduction.  The region is 
also committed to studying additional congestion pricing options and their con-
gestion mitigation impact on the corridors and region. 
 

 
Program 
Goals 
 
The Chicago 
Metropolitan 
Urban Partner-
ship has the 
following 
goals: 
 
Reduce Travel 
Times 
 
Reduce Con-
gested Hours 
 
Increase Travel 
Time Reliability 
 
Increase Person 
Throughput 
 
Reduce Vehicle-
Miles Traveled 
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Transit Services  
Multi-Corridor 

Arterial Rapid Transit and Integrated Arterial Corridor Management 
The Partnership proposes implementing planned Arterial Rapid Transit (ART) 
along project corridors. 

I-90 Corridor: Golf Road, Milwaukee Avenue, Higgins Avenue. 
Southwest Corridor: Cermak Road, Archer Avenue, and Ogden Avenue.   

 
Arterial rapid transit (ART) services will provide a viable transportation alterna-
tive to the single occupancy vehicle.  ART operates in mixed traffic on arterial 
streets.  ART integrates strategies for rapid passenger boarding and alighting 
with high operating speeds.  These strategies include low-floor buses, far-side, 
far-spaced stations, real-time information, and traffic management solutions, 
such as transit signal priority and queue jump lanes.  ART is integrated into the 
surrounding communities through feeder service.  ART will be a backbone of 
regional boulevards providing multi-modal service with high person throughput. 
 
The Partnership proposes that ART service in a corridor would achieve maxi-
mum benefits as part of a integrated arterial corridor management package.  
Transportation system and demand management strategies in a corridor man-
agement package are the keys to increasing the person throughput and eco-
nomic activity of the corridor. 
 
To increase the travel speed of a mixed traffic transit operation, the Partnership 
proposes to reduce congestion for all users, through traffic signal coordination, 
for example.  To create an incentive for people to switch from their cars, transit 
speed must be increased during peak periods when general traffic experiences 
congestion.  To achieve this, the Partnership also proposes transit signal prior-
ity coupled with queue jump lanes. 
 
Parking management is an important supporting strategy to improve traffic 
flow as part of the arterial rapid transit program.  This congestion management 
strategy might include peak-period on-street parking restrictions, comple-
mented with other strategies, such as working with local communities and busi-
nesses to relocate parking off-street, improving business and transit accessibil-
ity (sidewalks, safe street crossings, illumination, etc.) 
 
Other arterial corridor management strategies to be implemented as part of the   
integrated corridor management package will include surveillance and incident 
response, traffic control, lane management, information dissemination, and 
traffic law enforcement. 
 
Requirements: Substantial (phased implementation beyond 2010).  Engineering 
and economic evaluation; policy and legal actions and approval; substantial en-
gineering and operations improvements; program evaluation and integration; 
public involvement; public information and signing; mass media promotion. 
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Transit Services  
Multi-Corridor (Continued) 

I-90 Corridor Express Buses: Northwest Tollway. 
The Partnership proposes express bus service on freeways supported by feeder 
service.  Express bus service would be provided on the Northwest Tollway.  
This express service will be an interim improvement, building transit market 
share for a proposed diesel multi-unit rail service. 
 
Requirements: Moderate (expedited implementation of substantial service pos-
sible by 2009).  Engineering and economic evaluation; potential infrastructure 
improvements, construction or upgrade of any needed pavement and access 
points to the lanes, and bridge work; program evaluation and integration; com-
munications infrastructure; public involvement; public information and signing; 
mass media promotion; operations and maintenance. 
 
I-55 Bus Rapid Transit Shoulder Lane Demonstration Project 
(Feasibility Study) 
This study will investigate the use of inside shoulders by fleet bus vehicles on I-
55 between Illinois 53 and Damen Avenue.  Congestion is severe on this facility 
and transit times are not competitive. By using wide inside shoulders, transit 
travel times may be significantly decreased as buses bypass congestion delay. 

Phase 1: IDOT will perform a thorough feasibility study on this corridor.  The 
study would specifically assess the safety and physical parameters of the entire 
route; pavement characteristics; signage and pavement marking requirements; 
lane separation options; enforcement operations and ingress/egress.  In addi-
tion, the feasibility study will also examine existing state statutes and adminis-
trative rules, and applicable federal rules, codes, regulations, and acts to deter-
mine the legality of multi-use of highway shoulders.  Independent of the out-
come of the feasibility study, IDOT reserves the exclusive right to determine if 
any of the following phases will be considered for implementation.  And by un-
dertaking the feasibility study, IDOT is not committing itself, either intended or 
implied, to go beyond Phase 1.  In the event the feasibility study determines 
that the use of this right-of-way for BRT is not practical, phases 2 and 3 will not 
be undertaken. 

Phase 2: At the sole discretion of IDOT, Phase 2 would be a BRT express ser-
vice demonstration between Illinois 53 and Damen Avenue in the Chicago Cen-
tral Area employing lane-keeping driver assist technology. The BRT would oper-
ate on the inside shoulder of I-55 and provide bi-directional service to the CBD, 
the CTA Orange and Pink Lines, suburban park-n-rides, and employment cen-
ters. We would implement lane-keeping driver-assist technology (and corre-
sponding operator training) to allow for use of potentially narrow shoulders. 

Phase 3: At the sole discretion of IDOT, longitudinal driver-assist technology 



 12 

 

Transit Services  
Multi-Corridor (Continued) 

would be introduced to establish the ability to operate buses safely with shorter 
headways. We would also field-test this driver-assist technology in adverse op-
erating conditions. 

Rapid Transit Improvements: I-90 Corridor: Blue Line (O’Hare Branch) 
Service on the Blue Line, providing service to O’Hare Airport in the I-90 Corri-
dor, would be improved.  Blue Line tracks will be upgraded to eliminate slow 
zones caused by deteriorating infrastructure, and will provide faster service. 
   
This rapid transit service provides the core transit service in the northwest por-
tion of the I-90 Corridor.  Any program reliant on transit in this corridor re-
quires service improvements on the Blue Line, which has experienced a degra-
dation in service in recent years.  
 
Requirements: Substantial. Engineering and economic evaluation; substantial 
engineering and operations improvements; program evaluation and integra-
tion; public involvement; public information and signing; promotion. 
 
Bus/Train Tracking for Fleet Operation Management 
This is an internal use of automatic vehicle location (AVL) technology.  AVL en-
ables managers to use this information to make real-time fleet management 
decisions.  AVL also collect large amounts of vehicle data that can be used for 
system scheduling that reflects realities on the road, including express running 
and turn-arounds to address bus bunching and, very importantly, connection 
protection for transfers to and from feeder services or intersecting routes. 
 
Requirements: Substantial.  Technical, engineering and economic evaluation; 
substantial engineering and operations improvements; program evaluation and 
integration; public involvement; public information and signing; promotion. 
 
Real-Time Passenger Information Systems 
Real-time passenger information systems (RTPIS) provide vehicle arrival infor-
mation to passengers at stations and stops through the Web, visual displays, or 
audio systems.  Such systems improve quality perception by passengers 
through providing better information and increasing reliability, thus increasing 
ridership.  Regionally integrated information would facilitate transfers.  RTPIS 
requires regionally standardized information dissemination systems (such as 
LED signs or audio devices) and regional prediction accuracy standards.  
 
Requirements: Moderate (assuming AVL deployment).  Technical, engineering 
and economic evaluation; moderate engineering and operations improvements, 
including equipment procurement; program evaluation and integration.  
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Transit Services  
Multi-Corridor (Continued) 

Transit Supportive Pedestrian and Bicycle Facilities 
To support transit service usage, the Partnership proposes to improve pedes-
trian and bicycle access to transit.  Millions of walking trips to transit now take 
place in the region each weekday.  Significant expansion of transit usage will 
require expansion of the walkable portion of the urban area.  Key facilities will 
include sidewalks, roadway crossings, and transit passenger facilities.   
 
Requirements: Substantial. Engineering and economic evaluation; substantial 
engineering improvements; program evaluation and integration; public involve-
ment; public information and signing; mass media promotion. 
 
Document continues on the next page. 
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Congestion Pricing Measures  
I-90 Corridor 

The Partnership proposes the following congestion pricing measures in the I-90 
Corridor.  To expedite implementation and to demonstrate benefits, the Part-
nership proposes to first implement congestion pricing on the Northwest Toll-
way and the Chicago Skyway Toll Bridge, where congestion pricing is facilitated 
by existing tolling technology in place. 
 
Northwest Tollway (existing tolled facility) 
The Northwest Tollway (I-90) is operated by the Illinois State Toll Highway Au-
thority (the Illinois Tollway).  The Illinois Tollway has implemented electronic 
toll collection system-wide using radio-frequency identification (RFID) to com-
municate with vehicles via dedicated short range communications (DSRC).  Ap-
proximately 80% of Tollway customers have acquired transponders, since 
prices were doubled for cash payments.  Thus, toll infrastructure on the North-
west Tollway already facilitates congestion pricing.   
 
The Tollway recently implemented open road tolling for vehicles with trans-
ponders so that tolls can be collected while vehicles operate at highway speed.  
In addition, congestion pricing in the form of higher peak-period prices were 
implemented for trucks, but preliminary indications are that trucks were not 
highly responsive to modest peak-period price differentials on the interstate 
highway system. 
 
Congestion pricing would be implemented at toll collection sites from Elgin to 
River Road, including the mainline toll collection sites, to maintain high operat-
ing speeds on the Northwest Tollway and reduced congestion on the adjacent 
Kennedy Expressway.  Congestion on the Northwest Tollway is focused on 
three-hour-long peak periods in the peak direction (6:30—9:30 am inbound; 
4:00—7:00 p.m. outbound), therefore, pricing changes would focus on higher 
peak-period fees during these hours.  However, as the adjacent Kennedy Ex-
pressway shows substantial reverse commute congestion, reverse peak con-
gestion pricing on the Northwest Tollway will be explored to determine effec-
tiveness. 
 
Congestion pricing at toll plazas along I-294 (Touhy and Irving Park only) 
would be evaluated to determine whether pricing is necessary at these loca-
tions to meet program goals along I-90. 
 
Requirements: Minimal (implementation by 2009 is feasible).  Engineering and 
economic evaluation; policy and legal actions and approval; program evaluation 
and integration; public involvement; public information and signing; mass me-
dia promotion. 
 
Chicago Skyway Toll Bridge 
The Chicago Skyway Toll Bridge (I-90) is operated by Skyway Concession Com-
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Congestion Pricing Measures  
I-90 Corridor (Continued) 

pany, a private company operating under contract with the City of Chicago.  
The company uses a single barrier stop for toll collection, but has dedicated 
lanes for automated toll collection.  Like the Illinois Tollway, the Skyway uses 
RFID and DSRC technology.  The Skyway accepts both I-Pass and E-ZPass.  
Transponder use will likely increase on the Skyway when the Indiana Toll Road 
implements E-ZPass toll collection (interoperable with I-Pass) later in 2007. 
 
Skyway traffic volumes more than doubled from 1995 to 2005. In addition, it 
feeds traffic into the Dan Ryan Expressway.  The Dan Ryan has highly variable 
traffic times, with northbound traffic congestion occurring from 6:00 a.m. to 
after 6:00 p.m., and southbound congestion occurring from 3:00 p.m. to 7:00 
p.m. Further study will be needed to determine whether congestion pricing on 
the Skyway would have an impact on the Dan Ryan. 
 
Requirements: Minimal.  Engineering and economic evaluation; policy and legal 
actions and approval; program evaluation and integration; public involvement; 
public information and signing; mass media promotion. 
 
I-290 High-Occupancy Vehicle Lane / High Occupancy Toll Lane 
The new high-occupancy vehicle facility proposed for I-290 between Oak Park 
and Hillside, in the western suburbs, may provide an opportunity for congestion 
pricing.  The I-290 Corridor is an alternate to I-90 from Schaumburg to the 
CBD. The partnership proposes to evaluate the I-290 HOV proposal for its po-
tential for use as an High-occupancy Toll (HOT) lane.  Excess capacity in the 
HOV lane could be converted to toll operation, allowing the facility to be used 
by people who voluntarily prefer to pay a toll in return for the higher speeds.    
Using price, volumes would be managed to remain at 1500 to 1700 vehicles 
per hour to maintain highway speeds.  The HOT lane would operate for high-
occupancy vehicles (free) or for those with transponders.  Other users would 
use the existing I-290 lanes, which would remain free of charge. 
 
Requirements: Substantial.   The I-290 project will cost many hundred million 
dollars.  The incremental cost of adding toll collection, even when limited to 
transponder users as proposed, has not been evaluated.  Toll collection gan-
tries would be required.  However, video surveillance and other features for 
HOT lanes may be the same as under the HOV scenarios.   
 
Remainder of Tollway System 
The region is committed to study additional congestion pricing, but implemen-
tation is dependent on infrastructure preparation, new services and public in-
volvement, and is subject to further discussion.   Congestion pricing will be ex-
plored within the context of a recently announced Value Pricing Pilot Program 
grant.  This grant will support Partnership activities and facilitate further study. 
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Congestion Pricing Measures  
Chicago Central Business District (CBD) 

Variable Parking Pricing 
Note: This project is focused on downtown Chicago but has substantial benefits for the region and for all cor-
ridors. 
 
The Chicago Central Area contains over 100,000 off-street parking spaces 
(CATS, unpublished data, 1999).  Working with parking owners and operators, 
the Partnership will implement value pricing for offstreet parking in the central 
area.  Pricing may be based on expressway and arterial congestion, time of day 
(peak/off-peak), or parking occupancy.  The intent is to reduce the congestion 
load caused by the concentration of vehicles simultaneously entering and exit-
ing central area parking facilities during peak periods.   
 
The City of Chicago currently collects a parking tax.  This tax might be modified 
to be more focused on congestion.  Long-term regular parkers tend to be price-
responsive, while short-term parkers are less so.  Parking operators now re-
spond to these varying price elasticities by providing discounts to long-term 
parkers, and maintaining very high short-term parking rates.  This strategy en-
courages long-term parking for commuters and reduces short-term parking ca-
pacity for travelers who arrive throughout the day for other purposes, impact-
ing downtown business accessibility.   
 
Typical downtown street volumes are 10,000 to 20,000 ADT.  However, during 
the peak period, these streets have substantial congestion.  Much of this con-
gestion is caused by traffic operations challenges, particularly the interplay be-
tween on-street parking, off-street parking, and freight operations.  Thus, the 
variable parking pricing program will be designed with companion freight initia-
tives to reduce arterial congestion by rationalizing prices for the use of con-
gested urban space by various users. 
 
The Variable Parking Pricing program will modify consumers’ out-of-pocket 
driving cost to reduce congestion.  Previous demonstration projects and experi-
ence have shown that consumers are responsive to changes in price, increasing 
the likelihood of success for a well-designed rate change. 
 
Requirements: Minimal.  Engineering and economic evaluation; policy and legal 
actions and approval; program evaluation and integration; public involvement; 
public information and signing; mass media promotion. 
 
Truck Loading Fees 
Note: This project is focused on downtown Chicago but has substantial benefits for the region and for all cor-
ridors. 
 
Truck loading fees for on-street loading zones in the Central Area would be im-
plemented through enhanced applications of the pay and display technology 
already used by the City of Chicago for on-street parking of private vehicles.  
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Congestion Pricing Measures  
Chicago Central Business District (CBD) 

The program will introduce paid truck loading zones in the most congested lo-
cations in Chicago’s Central Area, with possible extensions to the Southwest 
Corridor and the I-90 Corridor.   
 
Truck loading zones compete for other uses of busy streets, including both paid 
auto parking and parking for the disabled.  Under the current system, the prop-
erty owner requests a loading zone and pays an annual fee for use of the public 
way.  Under the proposed system, the annual fee would be replaced or aug-
mented by a pay-for-use system.  The ability to increase loading zones will re-
sult in less double parking and other conflicts with moving traffic.  The effect 
will be less congestion and smoother traffic flow.   
 
The proposed fee for the Chicago Central Area would be based on congestion.  
To facilitate and simplify deployment, the initial implementation would set fees 
based on time of day to reflect existing congestion conditions.  Increasing rates 
per hour would also be applied for longer stays to encourage turnover and as-
sure available space for arriving trucks.   
 
Requirements: Moderate.  Engineering and economic evaluation; policy and le-
gal actions and approval; cooperation with building and freight stakeholders; 
program evaluation and integration; enforcement issues; public involvement; 
public information and signing; mass media promotion. 
 
Chicago Cordon Pricing (Study Only) 
Note: This project is focused on downtown Chicago but has substantial benefits for the region and for all cor-
ridors. 
 
This project would evaluate charging vehicles for entering the congested core 
of Chicago’s Central Area, known as the Loop.  The feasibility, design, and im-
pacts of a possible pilot program involving cordon based pricing or other con-
gestion pricing options would be evaluated.  The City would evaluate vehicle 
classes (trucks or  passenger vehicles)  to be tolled, as well as hours of opera-
tion, fees to be charged by time of day, etc.  For example, a narrow option that 
would charge only trucks making deliveries in the Loop during hours with 
greatest congestion (7:30-9:00 AM, 11:30 AM-1:30 PM,  3:00-6:00 PM) could 
represent the initial program.  Broader programs will also be evaluated.  
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Telecommuting and Travel Demand  
Management (Multi-Corridor) 

Business Partnerships for Flex Time and Staggered Work Hours 
The Urban Partnership will interact with the business community including ma-
jor employers located in the congestion-priced corridors to promote the bene-
fits and encourage the implementation of flex time and staggered work hour 
arrangements not only as a means of reducing travel delay and congestion, but 
as a way of increasing goods throughput during peak periods and reducing the 
adverse effects on business enterprises of traffic congestion. 
 
Ridesharing Promotion 
The Urban Partnership will actively encourage the traveling public to explore 
ridesharing as a cost effective mode choice regardless of how the ridesharers 
obtain information on potential partners for such arrangements (workplace, of-
ficial matching sites, social networking forums) and will support capital infra-
structural improvements to the expressway and arterial road system that pro-
vide travel time (HOV/HOT Lanes) and access advantages (HOV Priority Ramp 
Metering) to high-occupancy vehicles.  The Urban Partnership will encourage 
businesses in the targeted corridors to provide incentives for employee ride-
sharing.  The Partnership will promote Pace Suburban Bus’s 
www.sharethedrive.org website for carpool matching. 
 
Vanpooling Promotion 
The Urban Partnership will actively encourage businesses to explore opportuni-
ties for expanding vanpooling amongst employees and to promote Pace’s Van-
pool Incentive Program (VIP) and other workplace travel services such as Van 
Shuttles.  The Partnership will also promote vanpools to the general public 
given the increasingly dispersed nature of employment and the increasing 
prevalence of contract and short term work arrangements. 
 
Car Sharing 
The Urban Partnership supports car sharing services, particularly in relation to  
congestion priced areas.  Car sharing reduces the need for parking and driving 
automobiles to and within a congestion priced area during traditional work 
hours.  Car sharing also reduces the need for and expenses of owning and 
maintaining personal automobiles by residents of a congestion priced area. 
 
Telecommuting, with a Focus on People with Disabilities 
The Urban Partnership proposes telecommuting for the region.  Special empha-
sis will be on provisions for people with disabilities.  Greater telecommuting op-
portunities will increase workforce participation of people with disabilities, re-
duce the financial burdens of the congestion pricing plan on both user and op-
erator, and also enable reallocation of transit resources from cost intensive 
paratransit services to line-haul transit services that provide the most effective 
alternate means of travel through and to a congestion priced area. 

http://www.sharethedrive.org/�
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Travelers Affected 

Counting travelers affected by the Partnership is difficult, but the following is 
indicative of the scale.  The Chicago Central Area, for example, has a  high con-
centration of jobs (more than 600,000).  Approximately one-third of the com-
muters drive alone to work, though this ratio is lower in the transit-rich Loop, 
and much higher in the Outer Central Area, where transit is less abundant 
(data from RTAMS, 2007).  As is typical for dynamic business districts, non-
work trips in the CBD can be expected to be greater than work trips (CATS, 
2006 Conformity Analysis).  Traffic volumes (AADT’s) of highways approaching 
the Central Area are high (nearly 300,000 each on the Dan Ryan and Kennedy 
Expressways; 200,000 on I-290; about 150,000 on I-55; and more than 
100,000 on Lake Shore Drive north and south of the Central Area, totaling 
more than 1,200,000 AADT on six highways).  Snapshots of other corridor 
travel data and travel counts are presented below. 

The tables below show rapid corridor 
growth: 

 

Forcasted REGIONAL TRIP GROWTH in Northeastern Illinois, 
by PURPOSE, Year 2000 to Year 2030

Work Trips
Produced Attracted Produced Attracted

2000 6,296,186   6,296,111   13,966,572   13,966,374   
2030 7,817,485   7,817,575   18,023,262   18,023,308   

% Growth 24% 24% 29% 29%

Forecasted TRIP GROWTH, 2000 to 2030, 
Selected Collar Counties and Travel Corridor

Work Trips
Produced Attracted Produced Attracted

Kane 2000 277,916      266,782        610,071        647,894        
(Northwest) 2030 489,026      430,455        1,155,905     1,156,182     
% Growth 76% 61% 89% 78%

Kendall 2000 39,048        22,834          88,281          69,612          
(Southwest) 2030 138,071      103,921        315,222        284,194        
% Growth 254% 355% 257% 308%

McHenry 2000 188,742      133,742        401,934        398,472        
(Northwest) 2030 324,902      201,293        740,935        659,352        
% Growth 72% 51% 84% 65%

Will 2000 347,973      213,923        773,314        656,240        
(Southwest) 2030 711,933      507,616        1,763,452     1,430,109     
% Growth 105% 137% 128% 118%

Home Based Other 

Home Based Other 

 

 
 

Average Daily Traffic
in Northwest (I-90) and

Southwest (I-55) Corridor Areas

I-90 NW TOLLWAY TRAFFIC VOLUMES ADT Truck %
Randall Road to IL Route 31 85,800 12%
Beverly Road to IL Route 59 119,700 6%
Roselle Road to IL Route 53 159,900 6%
IL Route 83 to I-294 182,200 6%
East River Rd to Cumberland Ave 220,800 4%
Harlem Ave to Nagle Ave 197,800 4%
Irving Park Rd to Addison St 300,000 6%
North Ave to Division St 311,900 7%

PARALLEL ARTERIAL VOLUMES > 40,000 ADT
Higgins Rd from Roselle Rd to Plum Grove Rd 40,200
Higgins Rd from Plum Grove Rd to I-290/IL-53 41,900
Golf Road from Roselle Rd to I-290 / IL-53 45,900
Golf Road from I-290 / IL-53 to New Wilke Rd 52,000
Algonquin Rd from Meacham Rd to I-290/IL-53 40,400

I-55 STEVENSON EXP TRAFFIC VOLUMES ADT Truck %
I-80 to US 52 84,000 20%
US 30 to IL Route 126 93,000 16%
IL Route 126 to Weber Road 108,000 17%
IIL Route 53 to I-355 134,000 17%
Cass Ave to IL Route 83 160,900 16%
County Line Road to I-294 171,700 15%
IL Route 171 to Harlem Ave 156,700 16%
Cicero Ave to Pulaski Rd 179,300 12%
California Ave to Damen Ave 200,600 9%
Ashland Ave to I-90 / I-94 162,200 11%

CORRIDOR ARTERIAL VOLUMES > 42,000 ADT
22nd St from Butterfield Rd to IL Route 83 42,000
Butterfield Rd from Highland Ave to 22nd St 45,900
Butterfield Rd from I-355 to Highland Ave 52,300
Butterfield Rd from IL Route 53 to I-355 42,800
Pulaski Rd from 79th St to 71st St 48,300
Cicero Ave from 55th St to Archer Ave 61,800
Harlem Ave from 63rd St to Archer Ave 49,600
US Rt 12/20/45 from IL Route 171 to I-55 67,400
IL  Route 83 from I-55 to 75th St 51,600

The tables at right demonstrate high 
traffic on the I-90 and Southwest Corri-
dors.  I-90 has more than 180,000 
AADT on the Northwest Tollway, and 
300,000 AADT on the Kennedy Express-
way near downtown.  Parallel arterials 
have more than 40,000 AADT each.   
 
I-55 AADT’s rise from nearly 100,000 in 
Will County to over 200,000 approach-
ing the Central Area. I-55 dominates 
travel to and from the southwest, but 
sector arterials with AADT’s greater than 
40,000 include Cermak/22nd, Pulaski, 
Cicero, Harlem, LaGrange, and others. 
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Use of Technology 

Metropolitan Chicago will expand and integrate technology available to manage 
its transportation system.  We will begin by using existing technology infra-
structure.  Existing Radio Frequency ID and Dedicated Short Range Communi-
cations will be used to implement congestion pricing on toll facilities.  Existing 
surveillance and highway signal systems will be used and integrated to improve 
operations.  One important planned improvement is to integrate our county and 
City of Chicago traffic management centers into the regional ITS Gateway sys-
tem, the integrated information system that provides data to operating agen-
cies and the traveling public throughout the Gary-Chicago-Milwaukee ITS Corri-
dor.  Integration will facilitate response to rapidly changing highway conditions. 
 
Chicago CBD Improvements 
Technological expansion includes CTA’s system-wide real-time bus tracking ca-
pability to improve customer and management information, and facilitating 
management to control bus bunching.  Customer information will be initially 
distributed via the internet and mobile communications devices, and later to 
on-street sites such as bus shelters displays.  In addition, technologies such as 
smart corridors, signal coordination improvements, parking management, tar-
geted incident management, surveillance, and closed-circuit TV will also be em-
ployed here, all coordinated through the City’s traffic management center.   Ex-
isting fee collection infrastructure will be used to collect new truck loading fees. 
 
Southwest Corridor Technological Improvements 
Technology will be deployed to improve service to growing Southwest Corridor 
populations.  Surveillance and closed-circuit television will be deployed on addi-
tional congested corridor segments, facilitated by a new fiber optic backbone.  
New transit service with lane-keeping technology will be studied for the shoul-
der of I-55.  Later, if feasible, suitably equipped freight vehicles may be al-
lowed use of the lane.  Integrated corridor management approaches, including 
“smart corridor technologies,” will improve parallel arterial traffic flow.  Arterial 
improvements will include, among other strategies, transit signal priority, arte-
rial variable message signs, parking management, targeted arterial incident 
management, signal coordination, and surveillance.  Arterial improvements 
with transit are designed to complement improvements on I-55. 
 
I-90 Corridor Technological Improvements 
In addition to new express transit service on I-90, alternatives to congestion-
priced facilities will be provided on parallel arterials, including Golf Road, Hig-
gins Road, and Milwaukee Avenue.  Like on Southwest Corridor arterials, inte-
grated corridor management approaches will be deployed on these arterials.  
Smart corridor features proposed for deployment include, among other strate-
gies, adaptive signal control, advanced signal systems, lane management, 
highway advisory radio, and enforcement technologies.   
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Research, Planning and Experience to 
Date 

The Chicago region has a long history of actively managing the regional trans-
portation system to improve performance.  In the 1960’s, IDOT was the first 
agency to experiment with ramp metering.  Recently, the region has embraced 
Intelligent Transportation System technology on its highway and transit sys-
tems and has experimented with value pricing. 
 
Pricing experiments to date have focused on facilities where payments are re-
quired.  The Chicago Transit Authority, Pace, and the Illinois State Toll Highway 
Authority have all implemented  steep discounts (up to 50%) for payments us-
ing electronic fare technology (smart cards and transponders).  ISTHA’s new 
toll structure was successful and resulted in high (80%) transponder use, which 
in turn allowed the desired move to open-road, free-flow tolling at all ISTHA toll 
plazas.  Also, ISTHA has experimented with congestion pricing for trucks.  
While this experiment revealed that truck volumes are not sensitive to small 
price changes, it demonstrated a willingness to experiment with congestion 
pricing.  Aside from Partnership activities, the region is committed to further 
evaluation of value pricing, with federal financial assistance for the study.  
Lastly, the Chicago Metropolitan Agency for Planning (CMAP) is studying con-
gestion pricing through its regional household travel inventory process.  The 
travel inventory will include a stated preference survey evaluating travelers’ 
trade-off between price and time saved.  Value pricing was evaluated and rec-
ommended in the 2030 Regional Transportation Plan when it was endorsed in 
2003. 
 
Chicago also understands technology and information.  Chicago was a leader in 
implementing intelligent transportation systems through the Gary-Chicago-
Milwaukee (GCM) ITS corridor.  Technological leadership ranges from sophisti-
cated  signal systems operated by many agencies to the surveillance systems 
in place to monitor and manage traffic flow.  For example, IDOT was an early 
leader not only in ramp metering but in placing detectors along its freeway sys-
tem to monitor speeds and detect incidents. ISTHA followed suit with algo-
rithms to determine segment speeds using transponder data. Both agencies 
and other agencies are supplementing this data with widespread video feeds 
and other monitoring in modern traffic management center, all to be linked to 
the GCM Corridor Gateway Program.  The GCM Corridor Gateway is the core of 
the regional ITS architecture. The GCM Corridor uses the Gateway as an inte-
grated information system to provide data to agencies and the traveling public. 
 
Chicago also has more than a century of large-scale mass-transit use, with ex-
tensive commuter rail, rapid transit and bus systems, and a strong support sys-
tem of shuttles, business support, and support for bicycling, walking, car shar-
ing, and user information.  In 2006, there were over 600 million unlinked pas-
senger trips on the transit system, ranking Chicago second in the nation.   
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Project Schedule and Time Frame Con-
siderations  

To implement the Partnership activities, 
the Partnership proposes the following 
schedule, subject to approvals: 
 
2007 
• Federal and state agreements 
• Intergovernmental agreements 

drafted 
• Necessary board endorsements 
• Public information and outreach 
• Engineering & economic evaluation 
• Program evaluation and integration 
• Public involvement 
 
2008 
• Intergovernmental agreements ap-

proved 
• Legal authority granted 
• Engineering & economic evaluation 
• Program evaluation and integration 
• Public involvement 
• Communications infrastructure 
 
2009 
• Engineering & economic evaluation 

• Program evaluation and integration 
• Public involvement 
• Communications infrastructure 
• Public information and outreach 
• Construction 
• Phase-in of program elements not 

requiring construction 
 
2010 
• Engineering & economic evaluation 
• Program evaluation and integration 
• Public involvement 
• Communications infrastructure 
• Public information and outreach 
• Construction 
• Phase-in of construction and non-

construction program elements 
 
2011 
• Program evaluation and integration 
• Public involvement 
• Complete phase-in of substantial 

part of program elements 

Time Frame Considerations 
The Partnership recognizes that USDOT is seeking urban areas to implement 
comprehensive congestion reduction strategies, including congestion pricing, 
within a very short time frame (2—3 years).  Thus, congestion pricing is best 
implemented where toll collection technologies are in place.  We intend to im-
plement these elements by 2009.  Longer-term, broader implementation of 
congestion pricing is subject  to further research, discussions, and negotiations, 
especially if Chicago hosts the 2016 Olympic Games.   
 
As a national model of a fast-track implementation of technology and conges-
tion pricing, the Illinois State Toll Highway Authority stands alone.  A compre-
hensive program of congestion relief, “Open Roads for a Faster Future,” was 
developed and approved by the ISTHA Board within 21 months of new guber-
natorial leadership.  New rates, including significant value pricing features, took 
effect in three months, on January 1, 2005.  By November 1, 2006, within 22 
months, all twenty main-line toll plazas were equipped with free-flow mainline 



 23 

 

Time Frame Considerations (Continued)
Funding Support 

toll collection (“open road tolling”).  Fast-track implementation is possible. 
 
Some Partnership activities may require legislation, and while attorneys have 
been consulted throughout this process, a comprehensive legal review of new 
necessary authority has not been conducted.  However, most of the proposed 
program, including congestion pricing components, are unlikely to require legis-
lation.  If new legislation is required, it would most likely take place in the 2008 
legislative session.   
 
No board or agency approvals have yet occurred.  If metropolitan Chicago is 
selected as a Partnership, these approvals will be sought as soon as possible. 
 
Capital elements, assuming expedited engineering, would be under construc-
tion from 2009 to 2015. Further analysis of congestion pricing and freeway 
management is also expected. Chicago has been selected by the United States 
Olympic Committee to be the United States prospect to host the Olympic 
Games in 2016.  Thus, all congestion relief and transportation management ac-
tivities should be fully implemented in time for the 2016 games. 
 
 

Proposed Funding Support: 
The Chicago Metropolitan Urban Partnership seeks the following (federal share, 
in thousands): 

Fund Source: VPP ITS-
OTMC 

5309 TCSP Match Total 

Variable Parking Pricing  4,400    1,100 5,500 

Chicago CBD Cordon Pricing Study 720    180 900 

Commercial Vehicle Loading Fee  5,600    1,400 7,000 

I-55 BRT Shoulder Lane Demonstration 
Project  

 600   150 750 

Northwest Tollway I-90 Congestion Pric-
ing (Existing Toll Facility) 

35,468     44,335 

Chicago Skyway Toll Bridge Congestion 
Pricing (Existing Toll Facility) 

TBD     TBD 

Park and Ride Lots   8,000  2,000 10,000 

I-90 Express Bus 4,800  88,640  23,360 116,800 

Bus Arterial Rapid Transit  on Regional 
Boulevards 

8,640  268,792  69,358 346,790 

ART and Express Bus Feeder Routes 2400  5,936  2,084 10,420 

CTA Bus Replacement Program   13,791    
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Funding Support 

The Chicago Metropolitan Urban Partnership seeks the following (federal share, 
in thousands): 

Fund Source: VPP ITS-
OTMC 

5309 TCSP Match Total 

Enhanced Blue Line Transit    80,000 20,000 100,000 

Pedestrian  Transit Access    1,120 280 1,400 

Bike Station: Self Service Bicycle 
Rental Program 

   1,280 320 1,600 

Pedestrian Countdown Signals  728   182 910 

Chicago Flextime business part-
nerships and Telecommuting 
Programs 

   1,760 440 2,200 

Suburban Telecommuting, Ride-
sharing and Vanpools 

2,400    600 3,000 

Car Sharing 439   400 130 1,079 

Bus Tracker  34,978   8,744 43,722 

Train Tracker  5,219   1,305 6,524 

Smart Corridors 
 

 22,052   5,513 27,565 

Transit Signal Priority       

Signal Interconnects  35,100   8,775 43,875 

Signal Optimization  1,642   410 2,052 

Parking Management  600   150 750 

Gateway—City/County Traffic 
Management Center Integra-
tion 

 5,630   1,408 7,038 

Targeted Incident Mgmt 
 

 6,016   1,504 7,520 

New Fiber Optic Backbone  3,400   850 4,250 

Improved Surveillance  4,800   1,200 6,000 

Closed Circuit TV  1,800   450 2,250 

Total $64,867 $122,565 $385,159 $84,560 $151,893 $804,230 
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Contact Information 

Questions about this Urban Partnership Agreement submittal may be addressed 
as follows: 
 
Primary Contact: 
 

David Spacek 
Bureau Chief  
Division of Public and Intermodal Transportation 
Illinois Department of Transportation 
300 W Adams St 2nd Floor 
Chicago, Illinois 60606 
Voice: 312-793-2154 
Fax: 312-793-1251 
Email: david.spacek@illinois.gov 
 

The following key people helped prepare this submittal and related grant appli-
cations.  Contact should be coordinated through Mr. Spacek, above, but contact 
information is provided here for reference. 

Urban Partnership: Key People 

Name Affiliation Telephone Email 
Tom Murtha Chicago Metropolitan 

Agency for Planning 
312-386-8790 tmurtha@cmap.illinois.gov 

David Seglin Chicago Department 
of Transportation 

312-742-2762 dseglin@cityofchicago.org 

David Zavattero Chicago Office of 
Emergency Mgmt and 
Communications 

312-743-7372 dzavattero@cityofchicago.org 

David Simmons Chicago Transit Au-
thority 

312-681-3460 dsimmons@transitchicago.com 

Rocco Zucchero Illinois Tollway 630-241-6800 
x3909 

rzucchero@getipass.com 

David Tomzik Pace Suburban Bus 847-228-2463 david.tomzik@pacebus.com 

Leanne Redden Regional Transporta-
tion Authority 

312-913-3221 reddenl@rtachicago.org 

mailto:tmurtha@cmap.illinois.gov�
mailto:dseglin@cityofchicago.org�
mailto:dzavattero@cityofchicago.org�
mailto:rzucchero@getipass.com�
mailto:david.tomzik@pacebus.com�
mailto:reddenl@rtachicago.org�
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1.  Applicant Information 
 
The applicant for funding under this announcement is the Illinois Department of 
Transportation.  The point of contact for the submittal is: 
 

Mr. David Spacek 
Bureau Chief  
Division of Public and Intermodal Transportation 
Illinois Department of Transportation 
300 W Adams St 2nd Floor 
Chicago, Illinois 60606 
Voice: 312-793-2154 
Fax: 312-793-1251 
Email: david.spacek@illinois.gov 
 
FTA Recipient ID Number: 1177 

 
2.  Project Description 
 
a.  Project Selection Criteria Addressed 
The Chicago Urban Partnership responds to the following selection criteria 
laid out in the solicitation of applications. 
 
(1) Effect of Congestion Reduction Demonstration: 
The Chicago Metropolitan Urban Partnership intends to institute road pricing 
on two sections of I-90 so that, by policy, price mechanisms will eliminate 
recurrent congestion.  Congestion pricing will also be implemented by 
parking and loading fees in Chicago’s central business district.  These 
measures will reduce travel demand and smooth traffic flow.  By smoothing 
traffic flow, crashes and incident delay will also be reduced.  Congestion 
pricing in these corridors will be facilitated by accompanying transit and 
travel demand reduction (“telecommuting”) strategies to reduce auto travel 
demand.  The Partnership will also deploy technological innovations to 
improve traffic flow and to detect incidents for quicker response.   
 
Transit improvements, telecommuting, and technology will also be 
implemented in the Chicago region’s southwest corridor.  These 
improvements are likely to reduce travel demand and smooth traffic flow. 
 
Thus, the Partnership is proposing a congestion reduction demonstration 
that will, by design, reduce congestion.  I-90, for example, “breaks down” 
daily, running at level of service F.  The Partnership intends that road-priced 
sections will run at level of service C or D (free-flow).   
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(2) Transit Service Improvements: 
The Chicago Metropolitan Urban Partnership’s comprehensive congestion 
reduction strategy includes several new Pace point-to-point free-flow 
freeway-speed suburban express and arterial rapid transit services with 
headways as low as 15 minutes.  Many of these services will feed into the 
Chicago Transit Authority (CTA) Blue Line Service, running along I-90.  The 
Partnership is seeking to improve the Blue Line by the elimination of slow 
zones afflicting more than 60,000 feet of the line, mostly between O’Hare 
and downtown Chicago, with speeds as low as 15 miles per hour.  
Eliminating these slow zones as we propose will reduce downtown to O’Hare 
running times by 10 minutes or more.  Also, CTA is seeking to improve 
transit service reliability by purchasing 41 new buses and by deploying 
automatic vehicle location information, for better supervision and for the 
public. 
 
(3) Necessity of Transit Acquisition for Qualitative Benefits 
Many of the proposed services by Pace are designed to be attractive to 
people who now use their automobiles.  Therefore, the quality standards for 
the new service are expected to be high, with features like branded, modular 
stations that will include specially-designed bus poles, information kiosks 
(including system map, schedules and real-time information display), 
shelters, and benches. Service will be on low-floor buses for easy boarding 
and alighting. 
 
Without the proposed funding from the Partnership, no progress has taken 
place in funding these concepts since they were first proposed in 2002. 
 
(4) Necessity of Transit Acquisition for Congestion and Service Benefits 
The congestion reduction demonstration depends on viable transit service 
alternatives to congestion-priced roads.  However, aside from federal 
assistance there are no funds available to finance the proposed capital 
improvements, except on a very limited, demonstration basis.  No Pace 
services like those proposed currently exist.  While the CTA regularly 
improves service, many reliability and maintenance problems still plague 
service.  Aside from the Partnership, no financial opportunity has presented 
itself to solve these problems.  No new capital assistance for transit has 
been approved in Illinois since 1999, though transit agencies are now 
actively seeking such assistance, and remain hopeful.   
 
Thus, the Partnership’s proposed congestion reduction demonstration 
depends on better transit service.  Better transit service depends on federal 
assistance. 
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b.  Description of Congestion and Overview of Metropolitan Chicago’s 
Congestion Reduction Demonstration 
 
(1) Demonstration of Severity of Chicago Area’s Traffic Congestion 
Metropolitan Chicago’s congestion is among the worst in the nation.  
Monitors show that for more than 11 hours per day, more than 20% of our 
highway system is congested.  Peak-period travel times are 150% of free-
flow times.  Moreover, unstable traffic flow, crashes, disabled vehicles, and 
other problems cause variations in travel times, so travelers must budget 
additional time for trips.   
 
Congestion’s costs in our area are significant.  The United States Department 
of Transportation estimates the annual cost of transportation system 
congestion in metropolitan Chicago at $11.0 billion, of which 87% is related 
to our roads. These losses include direct costs of delay, productivity losses, 
environmental impacts, crashes and injuries, higher freight handling costs, 
and extra time budgeted for travel time variation (Wells, November, 2006).  
 
Because the nation relies on Chicago for  much of its freight movement, and 
because transportation is so important to Chicago’s trade and industry, 
congestion costs present a particularly critical threat to Chicago. 
 
Traffic congestion in the Chicago metropolitan area is severe in intensity, 
wide-spread in extent, long in duration, and persistent in frequency.  
Metropolitan partners have extensive data collection and analysis programs 
in place to measure and manage system performance.  This data helps 
demonstrate the severity of Chicago’s problem.  Data highlights are 
presented below. 
 
AN INTRODUCTION: NATIONAL DATA COMPARISONS 
When compared with other metropolitan areas, the Chicago area’s 
congestion is among the worst in the nation. The Texas Transportation 
Institute’s (TxTI’s) frequently quoted Urban Mobility Report allows 
comparisons of congestion between regions.  This report’s Travel Time Index 
is the ratio of travel time in the peak period to travel time under free-flow 
conditions (60 mph on freeways and 35 mph on principal arterials).  The 
2003 Travel Time Index for Chicago was 1.57, ranking number two among 
U.S. cities, and second only to Los Angeles-Long Beach (TxTI, Urban Mobility 
Report, 2005).  The Texas Transportation Institute also calculates the annual 
delay per peak-period traveler.  TxTI estimates metropolitan Chicago’s 
annual delay per peak-hour traveler at 58 hours per year, ranking 7th 
nationally.  These data demonstrate the intensity of the Chicago area’s 
traffic congestion problem.   
 



The newer, more focused “Urban Congestion Report” also shows significant 
congestion in Chicago compared to 19 other congested cities.  Table 1 shows 
results for the reporting period November 2006 - January 2007. 

 

Measure Chicago National 
Composite 

Explanation of  
Measurement 

Congested 
Hours 

11.6 5.980 Hours per day when 20% of 
system is congested 

Travel Time  
Index 

1.44 1.367 Ratio of peak-period travel 
time to free-flow travel time 

Planning Time  
Index 

2.01 1.834 Factor showing extra time to 
set aside for on-time arrivals 
because of travel time varia-
tion 

Chicago 
Rank 

Worst 

Third 
Worst 

Fourth 
Worst 

Table 1 
Urban Congestion Report Comparison, November 2006–January 2007 

 
 
 
 
 
 
 
 
 
 
 
 

Source: USDOT Urban Congestion Report, November—January 2007, National Executive Summary, Final. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

INTENSITY OF CONGESTION:  
The region’s transportation agencies collect and maintain data revealing 
substantial congestion in the regional transportation system.  Regional travel 
model results show that congestion is severe.  Table 2 (below) shows a 
regional summary, and indicates that the problem is particularly acute in 
low-income and minority communities.  This fact points very clearly to the 
necessity of substantially improving transit service when instituting 
congestion pricing strategies.  The two efforts – congestion pricing and 
providing well designed and efficiently functioning transit options – work 
together to reduce congestion and improve the quality of life for all residents 
and visitors, including those who cannot afford to travel alone by automobile. 
 

Ratio of Zone Income to 
Regional Mean Income 

Freeway /  
Tollway Speeds 

(mph) 

Arterial Speeds 
(mph) 

<.25 33 21 

.25 to .75 38 20 

.75 to 1.25 45 27 

1.25 to 1.75 46 28 

> 1.75 45 27 

All 43 26 

Table 2 
2005 Travel Speeds By Income Level 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
Source: CATS 2005 RTP/TIP Conformity Analysis, Appendix A, Table 74. 

 
 
 
 
Table 2 shows low  
daily average 
travel speeds.  
Travel speeds are 
lowest in low-
income communi-
ties.  Minority com-
munities are simi-
larly affected.  The 
data presents net-
work performance 
within low-income 
geographies. 
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OTHER DATA: 
More information demonstrating and describing the Chicago area’s 
congestion is presented in the Partnership’s Urban Partnership proposal 
(attached). 
 
(2)  Public Acknowledgement of the Congestion Problem in Chicago 
Metropolitan Chicago has more than eight million residents.  The core values 
articulated by these residents include their personal mobility and access to 
their homes, businesses, schools, and communities (2030 Regional 
Transportation Plan).  Mobility of people and goods strengthens our economy.  
Yet traffic congestion threatens mobility and accessibility by increasing travel 
time and travel costs.  Incidents, including traffic crashes, breakdowns, and 
other disruptions, add to the time people must set aside to take a trip and 
arrive on time. 
 
A poll that was part of the public involvement process for the 2006 update to 
the Regional Transportation Plan indicated that “improved traffic congestion 
management” ranked 4.2 on a 5 point scale for importance.  This poll also 
showed that about 86% “supported increasing overall levels of funding for 
transportation,” but not at the expense of other programs, and not just for 
“repair and rebuilding” (Public Priorities for Regional Transportation 
Investment, p. 18).  This seems to indicate a desire for “value for money,” 
real improvements in return for additional financing. 
 
Chicago residents are voicing their opinions about congestion in formal 
surveys, opinion polls, and in active participation in the transportation 
planning process.      Public involvement activity by the Chicago Area 
Transportation Study summarized in the 2006 Congestion Management 
System Status Report (p. 2-8) indicated that more than 85% of the 
automobile users identified traffic congestion as a problem.  About half of 
automobile users also noted “intersection delays” as issues.  In addition, 
while the most frequent suggested improvements were for system 
expansions, large portions of the responses suggested specific 
improvements to highway and transit operations and services (pp 2-10 to 2-
11).   
 
Likewise, the Illinois Department of Transportation regularly conducts the 
“Motorist Opinion Survey.” The Spring 2005 survey found that road closures 
and detours, current and future transportation projects, travel conditions, 
and transportation funding and taxation were all issues in which majorities of 
the public were either “very” or “quite a bit” interested (p. 33). 
 



(3) The Political Leadership’s Readiness to Solve the Congestion Problem 
The Chicago region has targeted congestion to reduce its high costs.  Most 
notably, the Chicago Metropolitan Agency for Planning was established in 
2005 to make better regional decisions to effectively address congestion and 
other regional challenges.  The new regional agency reflects activity of 
partner agencies.  For example, the Mayor of Chicago has established a 
Traffic Management Authority to better manage arterial highway congestion.  
The Illinois Tollway has instituted value pricing in the form of higher peak-
period tolls for trucks.  Several agencies instituted value pricing by 
instituting higher fares for time-consuming cash payments while improving 
service for those with transponders.   
 
The region has also committed substantial funds to congestion relief.  The 
region plans to spend $17.9 billion in capital improvements by 2030 to 
improve and expand the region’s transportation system, including $5 billion 
for arterial, bus, walking, biking and freight strategies.  Moreover, the region 
will spend an estimated $47 billion through 2030 to maintain the existing 
system in good working order (CATS, 2030 Regional Transportation Plan, 
2006).  Currently, the region has a capital funding shortfall that we are 
actively seeking to address in part through the initiatives contained herein. 
 
Chicago has been selected as the United States candidate to host the 2016 
Olympic Summer Games.  To assure a successful Olympiad and to assure a 
continuing positive legacy from the Games, the region is pursuing 
transportation improvements and increasing our ability to manage our 
expressway system.  Community support behind this effort is strong. 
 
In response to our congestion challenge, many groups have developed 
strong, long-standing relationships that have led to substantial progress in 
the past. These parties will form the core of the Urban Partnership. Parties 
expected to participate in the congestion initiative include the following 
groups: 
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(4) The Partnership’s Proposed Solution Incorporating Transit, Tolling, Technology, 
and Telecommuting 
The Chicago Metropolitan Urban Partnership represents a commitment by 
the Illinois Department of Transportation, the City of Chicago, the Illinois 
State Toll Highway Authority, regional transit agencies, other local 
governments, and local business and civic groups to aggressively address 
congestion.  The Partnership recognizes that various types of congestion 
mitigation and congestion pricing can be efficient and effective methods to 
reduce congestion, and we intend to implement a combination of these 
methods if we are selected as an urban partner.  The Partnership proposes 
actions in the Chicago Central Business District (CBD) and  the Interstate 90 
and Southwest Corridors.  This submittal outlines the proposal by the 
Partnership. 
 
Higher peak-period parking prices are proposed within the Chicago CBD to 
further reduce congestion.  Some freight operations in the congested CBD 
would be curtailed during the peak 
period. Figure 1 
 
Along the tolled sections of I-90 
(the Northwest Tollway and the 
Chicago Skyway), the Partnership 
proposes to identify and implement 
congestion pricing opportunities.  
Congestion pricing in locations 
where it is facilitated by existing 
toll collection facilities will have 
beneficial impacts throughout the 
corridor.   
 
Congestion reduction in the CBD 
and on the I-90 and Southwest 
Corridors will be supported by 
integrated corridor management 
using technology and information 
to reduce delay.  This approach will 
include substantial new suburban 
transit and improved urban transit 
operations.  Travel demand will be 
managed to mitigate congestion. 
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3.  Proposed Congestion Reduction Demonstration 
 
a.  Comprehensive Strategy: General Description 
The Chicago Metropolitan Urban Partnership proposes congestion relief 
focused in the CBD and the I-90 and Southwest Corridors.  The I-90 Corridor 
connects Kane County to Indiana, passing through northwest Cook County 
and the City of Chicago.  The Southwest Corridor stretches from Will County 
to the Chicago CBD.  Some proposals focus on the Chicago Central Business 
District (CBD), reducing congestion in both corridors and regionally. 
 
Our approach will address severe congestion in these corridors and the CBD.  
These corridors will be regional demonstrations integrated corridor 
management, including transit, innovative applications of technology, and 
travel demand reduction.  The region is also committed to studying new 
congestion pricing options, though implementation requires significant 
preparation concerning public involvement, infrastructure, and supporting 
services, and is subject to further discussion. See Table 3, p. 10. 
 
b. Comprehensive Strategy: Program Goals 
The Chicago Metropolitan Urban Partnership has the following goals:
o Reduce Travel Times 
o Reduce Congested Hours 
o Increase Travel Time Reliability 

o Increase Person Throughput 
o Reduce Vehicle-Miles Traveled 
 

 
c. Explanation of How Program Elements Would Interact 
Tolling – Transit: Congestion pricing would encourage transit use.  Road 
pricing on I-90 would facilitate faster bus speeds. Better transit would allow 
alternatives to driving alone, making tolling an effective congestion reduction 
technique. 
Telecommuting – Transit: These two elements are mutually supportive 
insofar as they each facilitate less car dependency. 
Technology – Transit: Technology will improve transit reliability by allowing 
management to address bunching and respond to incidents faster. 
Tolling – Telecommuting: Congestion pricing would encourage 
telecommuting, and reduce single-occupant travel demand. Telecommuting 
would present an alternatives to driving alone, making tolling an effective 
congestion reduction technique. 
Technology – Telecommuting: Better information facilitates telecommuting 
and other travel demand reduction techniques. 
Technology – Tolling: Modern telecommunications technology makes road-
based congestion pricing and other congestion pricing possible.  In addition, 
transponder information helps provide information for incident management 
technologies. 



Table 3: Overview of Proposed Approach: Comprehensive Strategy 
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4.  Congestion Pricing Measures and Affected Areas 

Congestion pricing will be used to encourage travelers to shift travel 
from congested to uncongested times of day, from single-occupant 
vehicle mode to transit, ridesharing, or to alternate, un-priced routes.  
Congestion-pricing on roads will keep the roads operating reliably at 
high speeds, thus maximizing vehicle throughput.  These reliable high 
speeds created by congestion pricing will also facilitate high-speed, 
reliable bus transit operations. 
 
Chicago CBD congestion pricing, e.g., cordon pricing or parking 
pricing, would serve to reduce peak-period congestion in the CBD and 
on roads and streets approaching downtown.  Non-road congestion 
pricing measures, including a rationalization of on-street loading zones 
and parking, will also improve operations on downtown streets.  
Operations problems are a major cause of downtown congestion that 
these congestion pricing mechanisms can mitigate.   
 
Below are projections about how congestion pricing would work.  
These are subject to feasibility studies and detailed engineering, but 
they represent intent: 
 
a.  I-90 Northwest Tollway from Randall Road (Elgin) to I-190 
(Chicago):  
Set prices so that peak-period level of service changes from LOS F to 
LOS C or D, subject to further study.  Vehicle classes affected will 
include passenger autos.  Application to other vehicle classes will be 
studied. 
 
b.  I-90 Chicago Skyway Toll Bridge from Indiana State Line to I-94: 
Pricing policy will be subject to study.  Vehicle classes affected will 
include passenger autos.  Application to other vehicle classes will be 
studied. 
 
c.  Variable Parking Pricing 
Chicago Central Business District parking taxes will be adjusted to 
discourage peak-period vehicle use, particularly by commuters.  Short-
term parking will be more available and potentially less expensive than 
now.  This pricing strategy would apply to passenger vehicles. 
 
d.  Truck Loading Fees 
Some Chicago Central Business District on-street vehicle parking will 
be reallocated to truck loading and unloading.  These truck loading 



zones will be price-managed to reduce peak congestion on CBD 
approach roads.  The expanded loading zones will also reduce the 
double-parking by loading and unloading trucks that significantly 
reduces current downtown roadway capacity.  This pricing strategy 
would apply to trucks. 
 
e.  Downtown Chicago Cordon Pricing Study 
Pricing entry to the congested Central Business District will be studied 
through a cordon pricing study.  Cordon pricing could reduce the travel 
demand and improve operations on roads in and approaching the CBD.  
A sketch of one possible cordon line is presented in Figure 2.   This 
pricing strategy could apply to any vehicle class, subject to more 
study.   
 

5.  Transit Services Proposed for 5309 Funding 

Figure 2 – Potential Chicago CBD Cordon Pricing Study 

 

The Chicago Metropolitan Urban Partnership proposes numerous 
improvements to transit, including equipment, facility, technological, and 
technology/operations improvements.  The overall outline of the transit 
improvements is summarized in previous sections.  Those improvements 
eligible for 5309 funding for which we are propose 5309 funding are outlined 
below.  The program outline shows operating expenses and capital costs; 
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the 5309 capital request for the Partnership transit program follows in 
section 6 of this submittal. 
a.  Bus Arterial Rapid Transit Corridors 
The Partnership proposes a variation of bus rapid transit, “Arterial Rapid 
Transit,” (ART), more feasible than bus rapid transit in the conditions 
prevalent in metropolitan Chicago. 
 
“Bus Rapid Transit (BRT) is a flexible rubber-tired rapid-transit mode that 
combines stations, vehicles, services, running ways and intelligent 
transportation system elements into an integrated system with strong 
positive identity that evokes a unique image.  BRT applications are designed 
to be appropriate to the market they serve and their physical surroundings, 
and can be incrementally implemented in a variety of environments.”  
Transportation Cooperative Research Program (TCRP), Report 90, Bus Rapid 
Transit, Vol. I, 2003   
 
Although the infrastructure, vehicle and operation characteristics of 
individual BRT systems vary, the objectives of BRT reflect that it is a high-
quality transit service: 
Á Reduce transit travel time 
Á Increase transit reliability 
Á Increase frequency to reduce waiting time  
Á Improve transit connections 
Á Enhance system identity to ease system use by increasing system 

recognition  
Á Increase accessibility through low floor vehicles, enhanced 

infrastructure and quality up-to-date information  
Á Enhance transit safety and security  
 
These objectives are achieved through the combination of the following elements 
of BRT: 
Á An uncongested running way 
Á Attractive vehicles 
Á Frequent service  
Á Convenient route structure 
Á Expedited fare collection 
Á ITS: 

o Automatic Vehicle Location (AVL) combined with traffic 
management systems 

o Transit Signal Priority (TSP), signal coordination  
o Transit supportive services (information systems: web site, 

maps, real-time information system, on-board 
announcements) 

Á Identity branding of infrastructure and vehicle  
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One of the advantages of BRT is that it can be tailored to serve the local 
demand and to fit in the local transportation and political environment.  A 
low-cost, mixed traffic BRT system running on arterial streets would have 
some of the elements of the above list, while a more elaborate BRT, running 
on its own dedicated right-of-way and serving high demand, would have all 
these features.  The challenge is to develop a BRT project without sacrificing 
the quality and the system effect of the combination of these features.  Pace 
calls its solution Arterial Rapid Transit (ART).  
 
Due to the fact that BRT is a rubber tired operation it can be developed 
incrementally in terms of both time and space:   
Á An initial investment phase would put some of the key features in 

place, start operation to reap benefits early while additional 
features are implemented.  As demand grows, additional features 
can be added to increase capacity and to maintain travel time and 
reliability. 

Á BRT can be developed by sections.  An initial investment phase 
could open on a short section to reap early benefits while 
additional sections could be connected later.  Furthermore, higher 
cost elements, such as a dedicated running way can be 
implemented on portions of the route where it is needed.   

 
Pace is implementing an Arterial Bus Rapid Transit in its Pace Arterial Rapid 
Transit Network for the Region or PARTNER Program.   
 
Pace’s Arterial Rapid Transit Network serves as the high-quality trunk-route 
for Pace’s family of services.  It is integrated, on the I-90 corridor, with 
Pace’s proposed Express Bus Service to provide regional connectivity.  It is 
supported by Pace’s integrated community services as its feeder service.  
PARTNER Program’s goals are to: 
Á Connect the region’s suburban centers 
Á Serve growing, non-traditional travel demand directions 
Á Reduce travel time 
Á Improve reliability  
Á Improve frequency 
Á Simplify transit usage in the suburbs 
Á Anchor Pace’s family of services 



The advantages of an Arterial Rapid Transit Network are that it: 
1. Reaches the maximum number of people in the region 
2. Takes the shortest time to implement out of all rapid transit options, and 
3. Takes the least amount of capital expenses to implement out of all options 

  
The PARTNER Program is currently under development.  It is planned to: 
Á Operate on arterial street in mixed traffic with short sections of 

bus-only lanes and queue bypass lanes where necessary to help 
buses get through congested road sections 

Á Branded modular stations that will include specially-designed bus 
pole, information kiosk (including system map, schedules and 
real-time information display), shelter, bench  

Á Utilize low-floor buses 
Á Use corridor-based route structure providing regional connectivity 
Á Incorporate ITS systems (Automatic Vehicle Location, Transit 

Signal Priority, and transit supportive services, such as web sites, 
maps, real-time information, and on-board station announcer) 

Á Identity branding of infrastructure and vehicle  
 

The ART system will provide a major element in the improvements to transit, 
which the Urban Partnership proposes and which are necessary in order to 
relieve any negative impacts that congestion pricing may have on low 
income populations.    
 
I-90 (NORTHWEST) CORRIDOR 
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GOLF ROAD CORRIDOR SERVICE (EVANSTON ăĄ ELGIN) 

vice 
n 

etween 
Street 

ion 
 

-

ect 

 
Daily ser
operating o
Golf Road 
b
Davis 
CTA Stat
in Evanston
and the 
Elgin 
Transport
ation Center 
in Elgin. 
Service will 
also conn
Pace 
services at 
Northwest 
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ban 

     
Routing:  

– Davis – Asbury – Church – Skokie – Golf -  Old Orchard – 

ighway 

ld Road 

Table 4: Golf Rd Summary 
Approximate 

Transportation Center, Woodfield Mall, Cumberland Circle, Des Plaines Metra 
Station, Golf Mill Mall, Old Orchard, creating new main line service in the 
Golf Road corridor.  Local circulators would be instituted to serve subur
stop locations along with existing fixed route service.   

        

Benson Avenue 
Old Orchard Road – Skokie Court House – Harms – Golf – Milwaukee – Golf 
Mill Mall – Maryland Street – Milwaukee – Golf – College – Oakton 
Community College – Des Plaines/River Road – Miner – Northwest H
– State Street – Golf/Wolf Road – Golf – Woodfield Mall – Mall Dr. – 
Kimberley – Northwest Transportation Center – Martingale – Woodfie
– Meacham – Golf – Barrington – Schaumburg Road – Irving Park/Chicago 
Street – Center – Highland – Elgin Terminal   
 

 
One Way 
Mileage 

Approximate 

e 
 irementsOne-Way 

Travel Tim

Weekday Bus 
Frequency Requ  

Service Estimated 
tHours Annual Cos  

39.70 129 - 158 
minutes 

20 min 
 

9 peak, 5 off M – F 
 9 

$1,853,799 

,261,296 
peak; 30
off-peak 

peak 5 am –
pm 

- 
$2

 
ILWAUKEE ROAD CORRIDOR SERVICE (JEFFERSON PARK ăĄ GOLF MILL MALL): 

rk 

 

ute 

ting:   
rk CTA Station – Milwaukee – Golf Mill Mall.  

Table 5: Milwaukee Avenue Summary 
Approximate 

M
Weekday service operating on Milwaukee Avenue between Jefferson Pa
CTA Station in Chicago to Golf Mill Mall in Niles.  Service will connect Pace 
services at Golf Mill Mall and Jefferson Park CTA Station, creating main line
service in the Milwaukee Avenue corridor.  Local circulators would be 
instituted to serve suburban stop locations along with existing fixed ro
service.  
    
Rou
Jefferson Pa
 

 
One Way 
Mileage 

Approx

e 
 irements

imate Weekday Bus 
One-Way 
Travel Tim

Frequency Requ  
Service Estimated 

tHours Annual Cos  

6.79 26 – 30 
minutes 

20 min 
 

5 peak, 3 M – F 
 9 

373,633 - 
peak; 30
off-peak 

off peak 5 am –
pm 

$431,115 
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IGGINS ROAD CORRIDOR SERVICE (PRAIRIE STONE ăĄ ROSEMONT CTA) 
ne 

 will 

w 

outing: 
ne Transit Center – Prairie Stone Parkway – Higgins – Mall Dr. – 

n. 

Table 6: Higgins Rd Summary 
Approximate 

H
Daily service operating on Higgins Road between Sears Prairie Sto
Hoffman Estates and the Rosemont CTA Station in Rosemont. Service
also connect Pace services at the Northwest Transportation Center in 
Schaumburg, O’Hare Kiss-n-Fly and Rosemont CTA Station creating ne
main line service in the Higgins Road corridor.   Local circulators would be 
instituted to serve suburban stop locations along with existing fixed route 
service. 
 
R
Prairie Sto
Kimberly Drive – Northwest Transportation Center – Martingale – Higgins – 
Touhy – Higgins – Mannheim Road – Bessie Coleman – O’Hare Kiss-n-Fly – 
Bessie Coleman – Mannheim – Higgins – River Road – Rosemont CTA Statio
 

Approxima

e 
 irements

te Weekday Bus  Service Estimated 
tOne Way 

Mileage 
One-Way 
Travel Tim

Frequency Requ  Hours Annual Cos  

23.29 85 – 94 
minutes 

20 min 
 

7 peak, 4 off M – F 
 

$1,221,495 

,350,829 
peak; 30
off-peak 

peak 5a – 9p - 
$1

 
OUTHWEST (I-55) CORRIDOR 

 CORRIDOR 

ERVICE (CICERO ăĄ 

mak 
icero 

al 

ns 
fixed 

4  Street CTA Station 
  Road – 

  

S
 
CERMAK ROAD

S
DANADA SQUARE) 
Weekday service 
operating on Cer
Avenue between C
and Wheaton, IL.  Loc
circulators would be 
instituted to serve 
suburban stop locatio
along with existing 
route service.     
 
Routing: 

th5
– Cermak
Butterfield – Danada 
Square.  
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: Cermak Rd Summary 
proximate 

Table 7
Ap  
One Way 

Approximate 
One-Way

Weekday Bus 
Requirements

Service 
Hours 

Estimated 
Annual  Frequency  

Mileage Travel Time Cost 
19.5 65 minutes 

peak 30 
 

peak 5 am – 
 

00020 min 

off-peak

7 peak, 4 off- M – F 

11 pm

$1,500,  

     

CICERO-PLAINFIELD 

ERVICE (OGDEN 

 
 on 

o 
d 

 
ocations 

 

icero – Ogden -
47th – 

 
ainfield-Naperville (end @ Plainfield 

Park-n-Ride) 

Table 8: Cicero-Plainfield Summary  
pproximate 

 

S
AVENUE) 
Weekday service
operating
Ogden Avenue 
between Cicer
and the Plainfiel
Park-and-Ride.  
Local circulators 
would be 
instituted to serve
suburban l
along with existing 
fixed route service. 
 
Routing:   
C
Plainfield – 
East – Plainfield –

 

Lemont – 87th – Oldfield – Boughton – Pl

 Bus 
Requirements 

Service 
ours 

Estimated 
Annual H

A
One Way 

Approximate 
One-W

Weekday 
ay Frequency 

Mileage Travel Time Cost 
31.34 118 – 140

minutes 
 

peak; 30  
 

5 am – 
00015 min 

off-peak

12 buses M – F 

9 pm 

$3,200,  

      
MIDWAY-PLAINFIELD SERVICE (AR UE) 

erating on Archer Avenue between 55th Street (at 
d.  Local circulators would be 

CHER AVEN

Weekday service op
Midway Airport) and Main Street in Plainfiel
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te 

 
5th – Archer – Main – Stephen – Lemon – Internationale – I-55 Frontage – 

 – I 55 Frontage – Gateway –Crossroads – Normantown 

: Midway-Plainfield Summary  
pproximate 

instituted to serve suburban stop locations along with existing fixed rou
service. 
 
Routing: 
5
IL 53 – Old Chicago
– Budler –  143rd –  Main 
 

Table 9
A  
One Way 

Approximate 
One-W

Weekday 

Mileage 
ay Frequency

Travel Time 
 

Bus 
Requirements 

Service 
urs 

Estimated 
Annual Ho
Cost 

33.12 80 minutes 
peak; 60 

 
5 am – 

00030 min 

off-peak

6 buses M – F 

9 pm 

$1,600,  

 
 
.  I-90 Express Bus Serviceb  
xpress bus service will provide direct point-to-point connection between 

90 corridor and an end-stop at Rosemont 

 
at 

en 
 

 
rigin and destination they utilize expressways, tollways, and highways.  

ress Bus Service.  
ace is in the process of evaluating the need for new park-and-ride facility 

nsist of – at 
e minimum: 

e facilities 
stations and 

-and-ride facilities 
 

E
four major nodes along the I-
(O’Hare Airport and CTA rapid transit).  Point-to-point express buses 
generally take the fastest route between origin-destination points.  Such
express routes have a cluster of stops at origin and a cluster of stops 
destination without stops in between.  This allows them rapid travel betwe
origin and destination nodes.  The I-90 Express Bus Service will provide a
one seat ride between the route defining origin and destination centers. 
 
Since point-to-point express buses take the shortest-time route between
o
Such limited access roadways (in this case, I-90), when controlled by 
congestion pricing, make a high-speed operation possible.   
 
Park-and-ride facilities are important components of the Exp
P
locations and the quality of amenities at these facilities.  Express Bus Service 
is likely to be supported by real-time information systems.   
 
The infrastructure needs of Pace’s Express Bus System will co
th
Á Express stops for point-to-point Express Service 
Á Park-and-rid
Á Real time information systems at all Express bus 

stops, as well as at Park
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 CORRIDOR 

EXPRESS BUS 

ERVICE 

 

g on 

A 
d 

i 
 

es. Th
Bus services will provide regional connectivity, reduce conges
improve air quality, reducing overall travel time and providing high quality 

e instituted to serve all of these suburban 
stops, along with existing fixed route service. 

I-90

S
(ROSEMONT CTA
ăĄ RANDALL 

ROAD) 
Daily express 
bus service 
travelin
Interstate 90 
(Northwest 
Tollway) 
between the 
Rosemont CT
station an
various termin
along the route.
Please see 
route 
e I-90 Express 
tion, and 

rapid transit service in the corridor.  Combined with value pricing measures, 
this transit service will help preserve mobility and accessibility for all 
travelers along the corridor.  

 
Connections: 
Note: Local circulators would b

descriptions for more detail of service on individual rout

 
Á Rosemont: O’Hare Airport, downtown Chicago (via CTA Blue Line) 
Á Des Plaines Oasis: Elk Grove Village industrial areas (currently served 

by Routes 223 and 757). Limited park-n-ride at this stop. 
Á Arlington Heights Park-n_Ride: Arlington Heights Rd/Algonquin Rd 

office agglomeration (currently served by Routes 606, 616 and 757). 
Full park-n-ride facility at this stop. 

Á Meacham Road: Woodfield Mall (Routes 208, 554, 606, 696, 699, 7
905), Northwest Transportation Center (Woodfield routes and Route 
600), Golf Road office corridor (Rout

57, 

es 208 and 606). Limited park-n-

Á 
ride at this stop. 
Prairie Stone: Prairie Stone complex (Routes 610, 767), Barrington 
Road office corridor (Route 557); limited park-n-ride at this stop. 
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Á Randall Road: Randall Road business corridor (Route 550), Elgin 
Transportation Center (Routes 541, 542, 543, 544, 546, 547, 548, 549, 

 
Fares:   
 

se travel 
mes and help alleviate traffic congestion Recommended improvements 

nt 
tion exit and the I-90 entrance ramp; on Randall Road at the I-90 

Á 
hanges would not need to be 

Á tween 
nd IL 59. 

tic access gate from River Road toll plaza to 

Point-to-Point Route Descriptions: A thru D 
There would be a bus running from one of these routes approximately every 

 12 minutes during off-peak 

oute 
Letter 

Point to Point Span of Headway Terminus or Park 
 

552, 554, 556, 801). Full park-n-ride facility at this stop 

  The fare would vary by distance, but would average $3.

Infrastructure: These recommended improvements would decrea
ti
include: 
Á Signal priority: along River and Higgins roads between the Rosemo

sta
access ramps and Point Blvd. 
Full bus access: Beverly Rd, Barrington Rd (If buses were to use 
dedicated pulloffs, these interc
completed) 
Pulloff stations: Immediately to the west of Meacham Rd; be
Beverly Rd a

Á Toll plazas: use of emergency lane (lane at right end of plaza at 
certain times); automa
Rosemont station driveway  

 

6 minutes between 5-9 am and 3-7 pm, and
periods on I-90 (30 minutes late night). 
 

Table 10 I-90 Corridor Express Bus Route Summaries 
R

Service and Ride
Route A Rosemont-

Randall Rd
5am to 
9pm 

30 min peak; 90  
off-peak 

 Randall Rd & Point
Blvd. 

Route B Rosemont-
Prairie Stone

5am to 
9pm 

30 minutes peak 
only 

Prairie Stone 
Transportation Ctr 

Route C Rosemont-
Convention 
Center

5am to 
12am ak 

, 15 min peak; 30 
off-pe

Pull-off station
just west of 
Meacham Rd  

Route D Rosemont-
Arlington 
Heights

5am to 
12am 

ak; 30 
off-peak 

lage 
top 

15 min pe Elk Grove Vil
Park-n-Ride, S
at Des Plaines 
Oasis) 
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.  Arterial Rapid Transit and Express Bus Local Circulator (Feeder) Routesc  
he Pace Vision 2020 Plan calls for a suburban mobility network of line haul 

 

assengers to the network: the “first and last mile” of a passenger’s trip.  
 

ristics.    

ansit centers and on-line station stops.   Potential routes will operate based 

nd 

T
services utilizing arterials; an Express Bus Network operating on regional 
limited access roadways; community based services utilizing flexible routes, 
vans and demand responsive service; and improved passenger amenities. 
 
The success of the regional arterial system depends on how well it brings 
p
The plan envisions a development of local circulator services connecting to
main line Arterial Rapid Transit and Express Bus Networks serving 
commercial, retail and residential areas.  The circulator system can vary 
depending upon market conditions, land use and operating characte
 
The services will connect to the ART and Express Bus Network at regional 
tr
on market demand and land use densities.  Routing characteristics include 
dedicated routing, flexible services that can deviate within a defined corridor 
or area and services operating on request within a defined service area.  
These routes and service will provide the necessary connectivity between the 
places where people live, work, shop, and play and the ART lines, and 
represent a part of a transit improvement strategy, which when combined 
with the value pricing measures proposed, will increase travel options a
mobility in the region. Detailed market analysis and service planning will 
continue.  Current service will be utilized where appropriate. 
 
d.  Park-and-Ride Lots 
The Urban Partnership proposes to construct park-and-ride facilities.  Park-

vided at appropriate service points along the arterial 

ints will 
ain 

e the 
ajor corridors Chicago’s Urban Partnership proposal contemplates.  They 

ths, 

and-ride lots will be pro
and express corridors, and at appropriate points of transit service to or 
within the corridors.  These facilities will concentrate transit riders, 
particularly those from low density developments that do not receive 
frequent transit service. These convenient collection and transfer po
provide a means for automobile users, pedestrians, and bicyclists to g
access to express bus service. These lots also can be used as "park-n-pool" 
locations to consolidate riders participating in vanpools and carpools.  
 
To provide a high level of access to transit, park-and-ride lots will serv
m
will at the same time be located along major arterials and at nodes of 
activity. Site selection will in addition be based on travel time from point of 
origin to destination, competing service and facilities, feeder route leng
site access points, service accommodation needs as well as site 
characteristics and amenities. 
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al services 
-and-ride facilities.  Services such as daycare 

sportation centers 
nd transfer facilities where a number of transit routes and modes intersect.  

nd 
cational features. The Pace Passenger Facility and Park-n-Ride Guidelines 

e 

hicago’s Urban Partnership proposal advances, a strategy in which 
ments.  

As a convenience to transit users, businesses that provide person
can be located adjacent to park
and dry-cleaning can be offered for transit users in an effort to reduce the 
need for automobile trips and the resulting congestion.  
 
Park-and-ride facilities also can be incorporated into tran
a
Additionally, transit user parking can be combined with parking facilities 
used for recreational or commercial purposes. Since periods of use 
oftentimes vary, both demands may be efficiently accommodated.  
 
The design of park-and-ride lots will differ according to facility size a
lo
outline design criteria such as walkways, pavement design, parking spac
dimensions and types, signage, lighting, landscaping and passenger 
amenities for Regional, Subregional, Local and Vanpool park-n-ride lots. 
 
These lots will provide an important element in the overall strategy 
C
congestion pricing connects and works together with transit improve
 
e.  Chicago Transit Authority Bus Replacement Program 
The Chicago Transit Authority operates approximately 2,212 buses, making 

ing almost one 

the 

r 47.24%) is currently over-age 
nd due for replacement.  Some of these over-age buses may currently be 

le to 
fied 

over 24,213 weekday trips on the 150 bus routes, provid
million rides on a typical weekday.  Buses are operational 24 hours a day, 7 
days a week, and travel approximately 205,000 miles each day.  Each 
customer boards a fully accessible, air conditioned bus at one of the 11,924 
bus stops located throughout the CTA’s service area.  The backbone of 
system is the bus fleet.  The system’s success depends on CTA’s ability to 
renew, maintain, and operate the bus fleet. 
 
Almost half of CTA’s bus fleet (1,045 buses o
a
found on the #88 Higgins, #56 Milwaukee, #62 Archer, and #60 Blue Island 
routes, which are parallel to the identified I-90 and I-55 (Southwest) 
corridors.  They are certainly utilized on the many routes serving the 
Chicago Central Area and the CBD.  Providing new buses induces peop
switch from automobiles to transit in the target areas.  CTA has identi
funding to replace most of the oldest buses (16-17 years), but the funding 
has not been identified for forty-one of these very old buses.  We are 
seeking this funding through the FTA Bus Program under the Urban 
Partnership Agreement. 
 



   
 
 
 

24

.  Financial Plan 
To finance the Urban Partnership, and to make congestion pricing possible, 
The Illinois Department of Transportation seeks Section 5309 financial 
assistance for the bus transportation improvement program outlined above.   
 
This early in the planning phase, detailed plans have not yet been worked 
out, so many elements of this proposal do not yet have line item budgets 
sufficient for detailed work later.  So the costs presented are sometimes 
estimates based on corridor-level planning work completed over the past 
several years.  Details will be worked on together with our partners should 
the Chicago Metropolitan Urban Partnership receive federal funding. 
 
To match federal capital funds, a variety of local funds will be tapped.  
Transit agencies are seeking a state financial package to match federal funds 
and to assure continued facility maintenance and capital improvements.  As 
a last resort, tollway revenue credits may be used.   
 
Section 5309 does not fund operating costs.  The Partnership will be seeking 
operating cost subsidies for the startup services through other federal (e.g., 
VPP) and state programs.  Operating cost subsidies will be sought through 
new congestion-pricing revenues, though institutional mechanisms do not 
now exist to effect such a subsidy, even if value pricing is instituted.  
Addressing this institutional barrier is a key to a successful program. 
 
A summary of Partnership costs associated with the 5309 grant program 
elements, including the requested federal share, follows below. 
 
a.  Bus Arterial Rapid Transit Corridors 

6

 
Northwest Corridor Southwest Corridor Task 
Quantity@ 

Cost 
Total Cost Quantity Total Cost 

Total Cost 
(Federal Share 

Requested)  
19.5 @ 
 $2.5 M 
per mile 

48,750,000 Physical 
Facilities 
(stations, bus-
related road 
improvements, 
station 
amenities, etc)  

69.78 @ 
$2.5 M 

per mile 

$174,450,000 

64.46@ 
$1.5 M 

per mile 

96,690,000 

$319,890,000 
(255,912,000) 

Buses, Arterial 
Rapid Transit 
Vehicles 

21 @ 
$350 K 

each 

7,350,000 25@ 
$350 K 

each 

$8,750,000 16,100,000 
(12,880,000) 

Subtotal (Federal Request in Parentheses) $335,990,000 
(268,792,000) 
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b.  I-90 Express Bus Service 

Northwest Corridor Southwest Corridor Task 
Quantity@ 

Cost 
Total Cost Quantity@ 

Cost 
Total Cost 

Total Cos
(Federal Share 

Requested)

t 

  
Physical 

menities, etc) 

5 @ $100,000,000
Facilities 
(stations, bus-
related road 
and 
interchange 
improvements, 
station 

$20.0 M 
each 

a

   $100,000,000 
 (80,000,000)

Buses, Arterial 
Rapid Transit 
Vehicles 

27@ 
$400 K 

each 

10,800,000   10,800,000 
(8,640,000) 

Subtotal (Federal Request in Parentheses) $110,800,000 
(88,640,000) 

c.  Arterial Rapid Transit and Express Bus Local Circulator (Feeder) Routes 
Northwest Corridor Southwest Corridor Corridor 

Quantity@ 
Cost 

Total Cost Quantity@ 
Cost 

Total Cost 
Total Cost 

(Federal Share 
Requested) 

Small Buses  
 

15@ 
$250,000 

$3,750,000 10@ 
$250,000 

$2,500,000 $6,250,00
(5,000,000

0 
) 

High-
performance  

10@ 
$65,000 

650,000

Vans  

 8@ 
$65,000 

520,000 1,1
(9

70,000 
36,000) 

Subtotal (Federal Request in Parentheses) $7,420,0
(5,936,00

00 
0) 

d.  Park-and-Ride Lots 
Northwest Corridor Southwest Corridor Corridor 

Quantity Total Cost Quantity Total Cost 
Total Cost 

(Federal Share 
Requested) 

Park and Ride 
Facilities 

0,000Lump $6,00
Sum 

 Lump 
Sum 

$4,000,000 $10,000,000 
(8,000,000) 

Subtotal (Federal Request in Parentheses) $10,000,000 
(8,000,000) 

e.  Chicago Trans ority Bus Replace rogram it Auth ment P
Multi-Corridor 

 
Corridor 

Quantity @cost Total Cost 

Total Cost 
(Federal Share 

Requested) 
Urban Buses 41 @ $420,460 $17,238,860 $17,238,860 

(13,791,088) 
Subtotal (Federal Re  in P ) quest arentheses $17,238,860 

(13,791,088) 

Grand Total Bus Capital Cost $481,448,860 

Federal 5309 Share Requested $385,159,088 
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