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Peoria Urbanized Area

TRANSPORTATION PLAN

ABSTRACT
The Peoria Urbanized Area Transportation Plan represents a
single-source documentation of the activities, findings, and
recommendations associated with the formal urban transpor-
tation planning process. This documentation is intended to
be inclusive of all planning periods, addressing all levels
of action from system management techniques to major recon-—
struction, new construction and acquisitions. The Plan also
provides a comprehensive discussion of the roles, relation-
ships and structure of the transportation planning process
and serves as an inventory of transportation system operation
and character1st1:s. The Transportation Improvement Program
is also contained within the Plan as an attached independent
document. The Plan is intended to be updated and endorsed
annually by the Policy Committee of the Peorla Urbanized Area
Transportation Study.
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SECTION 1

ROLES,RELATIONSHIPS AND STRUCTURES
OF THE TRANSPORTATION PLANNING PROCESS

ORGANIZATIONAL BACKGROUND

Areawide transportation planning services have been formally provided to this re-
gion since the establishment of the Tri-County Regional Planning Commission in
1958. The Commission's initial Regional Comprehensive Plan, developed in
1962, included a component that depicted the existing area transportation facil-
ities, a profile of their operatiocnal experience, and a perspective on future
needs and planned activities.

Shortly after the completion of the Regional _Comprehensive Plan, the Federal
Highway Act of 1962 was enacted requiring all urban areas to establish 2 formal
transportation planning process. This process was to include a thorough
analysis of the wurban transportation system and the development of a
twenty-year, long-range plan addressing the’ projected future transportation
needs of the area. In response to these mandates, the Peoria Urbanized Area
Transportation Study (PUATS) was created to initiate and direct the plamming pro-
cess. The PUATS organization was divided into two primary committees: a Policy
Committee, drawing its representatiou from elected local governmental leaders;
and Technical Committee, drawing its membership from area engineers, planners
and specialists. The local district of the Illinois Department of
Transportation was also represented on both committees.

PUATS retained the services of a consulting firm to develop the Urban Transporta-
tion Plan. After several years of intensive data collection and analysis, the
original PUATS report was presented. This report, completed in 1970, and a
summary report completed in 1972, provided a comprehensive profile of urban
transportation facilities and their operational experience. The plan also
provided a perspective on the future, and addressed any identified growth in
demand through the 1985 Recommended Plan. A financially attainable plan was
also developed for the same twenty~year period.

With the completion of the original PUATS Plan, the activities associated with
the continuing planning process were carried out by the staff of the Tri—County
Regional Planning Commission. The PUATS Committees continued to provide input
and direction to the planning process.

During the mid~1970's, federal funds were made available to support the urban
transportation planning process. A Metropolitan Planming Organization (MPO) was
to be designated by the Governor for each urban area in the state. These MPO's
would become the recipients of the planning funds and would be respousible for
administering the planning process. Initially, the PUATS Policy Committee was
the designated MPO for the Peoria Urbanized Area. Subsequently, the designation
was transferred to the Tri-County Regional Planning Commission in cooperation
with the PUATS Committees. According to the agreements, the Commission would be-
come responsible for administering the planning funds and providing a profes—
sional planning staff for the coordination of the PUATS Committee’s activities.
The PUATS Policy Committee retained the responsibility for directing the plan-
ning process and establishing local transportation policy.

Along with the receipt of federal transportation planning funds new federal man-
dates were placed upon the planning process. In 1975, joint plamning and pro-
gramming regulations were issued by FHwA and UMTA, requiring that a continuing,
comprehensive and coordinated (3-C) transportation planning process be certifi-
able for each urban area of 50,000 or more population. Certification was to be
based upon the completion of certain mandated activities including:
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1. The provision of a twenty-year, long-range Transportation System Development
Plan (TSD);

2. The development and update of a short-range Transportation System Management
Plan (TSM); o

3. The development and amendment of a short-range Transportation Improvement
Program (TIP);

4. The continual update of a Transit Development Program (TDP};

5. The development of special studies concerning significant transportation
issues; and

6. The development_of an Overall-Work Program (OWP) describing the various
planning activities, and the amount of funding and effort allocated to those
activities.

De~certification of the process could result in the loss of federal highway and
mass transit capital improvement and operating funds allocated to the area.

In accordance with the rules and regulations issued in 1975, the 1local planning
process yielded a TSM and TIP annually. In 1979, the original PUATS 1985 Recom—

mended Plan was revised, and the planning period effectively extended to the

Year 2000. The financially attainable program was also amended. The Transit De-
velopment Program (TDP) was updated and amended as necessary, the numerous
special studies concerning significant transportation issues were produced.

In 1980, the PUATS Policy Committee endorsed a Staff recommendation to consoli-
date the various elements of the transportation planning process into one compre-
hensive, single-source document. Since 1981, an overall tramsportation plan has
been produced annually. This method has provided an overall perspective on the
management and development of the wurban transportation system, including all
planning periods and levels of investment.

The Surface Transportation Act of 1982 effectively reduced the specific require-
ments relative to the transportation planning process, providing greater local
flexibility in the allocation of funds. The recently implemented documentation
process has been certified as being more than adequate in relation to those new
regulations. The basic requirements of the process now include:

I. The continual update of a transportation plan with a long and short-range
perspective.

2. The annual update of a Tramsportation Improvement Program (TIP);

3. The development of special studies relative fo significant transportation
issues; and

4. The development of an Overall Work Program descibing the planning activities
and the level of funding and effort allocated to those activities.
THE EVOLUTION OF THE TRANSPORTATION PLANNING PROCESS

In 1985 the Transportation Research Board published a report, The Evolution of
Transportation Planning, which reviewed the process from the initial

legislative endorsement of the 1934 Hayden—Cartwright Act to our present
policies. Following is a chronology of the important dates, legislation, and
regulation pertaining to the transportation planning process:
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1912-

1916~

1920-

1920~

1921-

Post Office Appropriations Act: Federal Aid in Comstruction of Rural

Post Roads

The Secretary of Agriculture, in cooperation with the Postmaster
General, was to provide federal assistance to state or local sub-
divisions for improving rural delivery routes; the purpose was to as-
certain how much rural delivery service could be improved, savings to
locals in tramsporting their products, and costs of properly maintain-
ing the roads.

The Secretary of Agriculture and Postmaster General were to report to
Congress after one year with their findings and with recommendations
for providing a general plan of national aid for improving postal roads
in cooperation with states and counties, bringing about uniform and eq-
uitable interstate highway regulations, and  providing necessary
funding. ' '

Federal Aid Road Act

Beginning of federal-aid highway program. Federal assistance provided
for construction of rural post roads and roads and trails in national
forests.

Highway Research

Formation of National Advisory Board on Highway Research to have a coor-—
dinated national research program on highway design for motorized
vehicles. It includes agencies and organizaticns engaged in highway
transportation and highway research.

Planning Surveys

A series of transportation surveys involving twenty states over a
period of sixteen years was initiated by the Bureau of Public Roads
(BPR). This can probably be considered the beginning of formal highway
planning.

Federal Highway Act

Established federal-aid program characteristics.
Funds to be apportioned.

Contract authority,

State highway department required.

State matching required.

Identified federal-aid highway system (later to become the primary

system) and forest highway system.

1934-

Hayden—Cartwright Act, Section 11

Earmarked 1.5 percent of the apportionments for the federal-aid system
for planning. Provided stimulus and means for statewide planning
surveys. Missouri was one of the first states to actively undertake a
statewide planning survey wusing funding provided by the act. By the
end of 1937, the number had risen to forty—-three.
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1936~

1937-

1938-

1939-

1941~

1943

1944~

1944~

1945-

1946~

1947~

Federal-Aid Highway Act

Established Railroad-Highway Crossing Program.
The American Association of State Highway Officials (AASHO) Committee
of Planning and Design formed to review and evaluate research and opera-

tional information on highways.,

Federal-Aid Highway Act

Required a study and report on feasibility of building north-south and
east-west superhighways, including consideration of making them toll
roads.

BPR produced the required report "Toll Roads and Free Roads," and recom-
mended development of a 26,700 mile system of iInterregional highways.
The report also wused input from the War Department, which had studied
military highway needs in 1935. This was the initial effort at
identifying an Interstate highway system.

The President appointed a National Interregional Highway Committee of
highway engineers and planners to investigate need for a limited system
of national highways to improve facilities then available for inter-—
regional transportation. '

An Act amending certain provisions of highway acts also directed that a
study be made of the need for, cost of, and approximate location of a
system of express highways throughout the country. The report was due
in six months. The work of the Interregional Committee was used aud
the report ultimately recommended an “"optimum" system of 33,902 miles.

First home-interview origin~destination survey in urbanized areas.

Federal-Aid Highway Act

Established secondary highway program.
Established urban extension program.,

Directed the designation of a 40,000 mile national system of Interstate
highways; routes to be selected by joint action of the state highway de-
partments—--no funding was provided.

Public Roads Administration (PRA) asked each state for recommendations
for Interstate system routes within its boundaries. Recommendations
totaled 45,070 miles.

PRA reduced the mileage and asked to concur in a system map for their
states. Concurrence received from 37 states. Other 11 states and PRA
worked out rest of system mileage over next year,

Federal Works Administrator approved a 37,68l-mile system on August 2;
2,319 miles were held in reserve for urban circumferential routes to be
selected later.

Most states began to initiate state highway needs studies that igcluded
forecasts of future traffic demands and of funding requirements. In
scme cases, cost allocation of the financing burden among truck and
automobile users and property owners was included also.

1-4



1952-

TN 1956-
1959~
1961~

\/ _\\,‘

L/

- 1961-
1962-
|
v
1963-

Federal Aid Highway Act

First Interstate system funding.

Federal Aid Highway Act:

Significantly increased authorization for Interstate, primary , second-
dary, and urban extensions of primary. This also generated significant
increases in available planning and research funding.

Provided for Interstate cost estimate for report to Congress (initially
every 4 years).

Established federal share of 90 percent for Interstate program.
Provided for construction in advance of apportionment.
Established Highway Trust Fund,

Interregional Travel Survey

First interregional travel survey conducted cooperatively by about 10
states as part of Mississippi Valley Multiple Screenline O-D Study. 1In
1971, a similar survey was conducted in the Northeast Corridor between
Washingtoa, D.C., and Boston.

Housing Act

Amended Section 701 of Housing Act of 1954 to allow use of federal
funds on comprehensive urban transportation studies.

National Travel Surveys of U.S. Households

For the first time, the Bureau of the Census collected national tran-
sportation informatiom on the types and amounts of daily travel related
to household size, income, etc. This survey was repeated in 1969, 1977
and 1983.

Federal Aid Highway Act

P:ovided for fimancial and advisory relocation assistance to persons,
businesses, and nonprofit organizations displaced by highway projects.

Encouraged development of comprehensive transportation systems.

Directed states to develop long-range highway plans coordinated with
other modes.

Required that all federally funded highway projects be based on a con-
tinuing, comprehensive, and coordinated (3-C) planning process involv-
ing states and local communities.

Defined planning focus as the urban area.

Made 1.5 percent deduction for HPR mandatory. Provided for additional
0.5 percent deduction at option of states. Also, required matching

share by states.

Guidelines for Implementing 3€C Process
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1964~

1965-

1966~

1966-

1968-

1968~

1968-

1969~

Resulting in quick development of relatively standardized planning pro~
cesses in all urbanized areas,

Urban Mass Transportation Act

Encouraged planning of areawide urban mass transportation systems.
Established federal support match for acquisition and construction of
transit facilities at two-thirds of cost. Federal share was limited to

50 percent when no comprehensive plan existed.

Required that all funds be channeled through public agencies to
projects initiated locally.

Established a program of mass transportation research, development, and
demonstrations,

Housing and Urban Development Act

Authorized grants for comprehensive planning to regional organizations
thus allowing councils of government and regional planning councils to
participate in transportation planning.

Highway Safety Act

Established highway safety program.

Directed Secretary of Transportation to develop uniform safety
standards.

Established highway safety research and development program.

Department of Transportation Act

Created U.S. Department of Transportation (DOT) and provided focal
point for coordinated federal transportation policy.

Federal Aid Highway Act

Established Traffic Operations Program for Increasing Capacity and
Safety (TOPICS).

Required a study on functional highway classification (report submitted
in 1970).

Intergovermmental Cooperation Act

Required that national, state, regional, and local viewpoints be taken
into account (to the extent possible) in planning of federally assisted
development programs and projects.

Reorganization Plan No. 2 from the President to Congress

Established UMTA within DOT and transferred existing urban mass trans-
portation program from the Department of Housing and Urban Development
to DOT.

OMB Circular A-95
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1969~

1969-

1970~

Encouraged establishment of project notification and review systems.

Required areawide comprehensive planning agencies to comment on the re-—
lationship of proposed projects to the planned development of the area.

Required that federal agencies unotify governors of awards within their
state,

Policy and Procedure Memorandum 50-9

Comprehensive directive issued by FHwA that implemented Title 23,
section 134, of the U.S. Code regarding urban transportation planmning.

National Environmental Policy Act

Required the preparation of environmental impact statements for major
federal actions, which would include discussions of alternatives and un-
avoidable adverse effects.

Required a systematic ihterdiSciplinary approach to planning and
decision making.

Created Council on Environmmental Quality to implement policy.

Federal Aid Highway Act

Required report to Congress with specific recommendations on Ffunctional
realignment of the federal-aid systems. Report on functional classif-
ication study used as base. Highway Needs Report due in 1972 to in-
clude recommendations Ffor a continuing federal-aid highway program for
period 1976-1990. Needs estimates to conform to functional alignment
recommendations. Studies to be conducted in cooperation with state
highway departments.

Required promulgation of guidelines (known as the process guidelines)
to assure that economic, social, and environmental effects are fully
considered in highway projects.

Required promulgation of standards for highway noise levels compatible
with different land uses, to be applied to future federal-aid highway
projects (published in 1972),

Required promulgation of guidelines to assure that future highway con-
struction 1is consistent with state implementation plans to meet ambient
air quality standards established as result of 1970 Clean Air Act.
Established special bridge replacement program.

Established economic growth center highways program.

Established rail crossing demonstration projects program.

Established the federal-aid urban system.

Authorized expenditure of highway funds on bus transif projects.

Increased federal share for uon-lInterstate projects to 70 percent,
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1970-

1971-

1972~

1973-

Amended Section 134 to require comsultation with local officials before
any highway project was built in urban areas of 50,000 population or

more.,

Clean Air Act

Created the Environmental Protection Agency (EPA), authorized to set am-
bient air-quality standards.

Required development of state implementation plan (SIP) for these
standards.

Set deadlines for meeting EPA's ambient air-quality standards.

Required focus on low-capital and traffic management actions.

FHWA Instructional Memorandum 50-3-71
Established annual certification of 3C processes.

Policy and Procedure Memorandum 90-4: Process Guidelines

Required states to develop their own action plans to describe organiza-
tion and procedures for highway planning and allowed different
procedures for different categories of project {more flexibility than a
federally prescribed approach).

Topics to be covered included social, economic, and environmental ef-
feets, alternative courses of action, involvement of other agencies and
the public, systematic interdisciplinary approach, decision-making pro-
cess, responsibility for implementation, and fiscal and other re—
sources.

Federal-Aid Highway Act

Established Alaska highway program.

Established program to eliminate high-hazard locations.

Established pavement marking demonstration program,

Authorized rural highway public transportation demonstration program.
Established urban high-density program.

Redefined federal and state relationship by codifying in Title 23 the
intent of a federally assisted, state-administered program.

Required a realignment of federal-aid primary, secondary, and urban
systems based on their functional usage.

Set aside 0.5 percent of federal-aid system authorizations for metropo-
litan planning, funds to be apportioned state and made available fo
local agency designated by state as responsible for 3C process in urban
areas.

Required distribution of portion of federal-ajd urban system (FAUS)
funds to attributable urbanized areas of 200,000 or more population.
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1974~

1974~

1975~

1976-

Required that governors designate metropolitan planning organizations
(MPOs) in each urban area,

Required that programs for projects on the urban system be imn accor-
dance with Section 134 planning procedures.

Allowed expenditure of FAUS funds on urban mass transportation pro-
jects.

Allowed withdrawal of Interstate segments and substitution of mass
transportation projects.

Emergency Highway Energy Conservation Act
Established temporary maximum speed limit of 55 mph on all highways, ef-~
fective until June 30, 1975, or until President declares no fuel shor-—

tage.

Set up first carpool-vanpool demonstration program and allowed expendi-
ture of federal aid funds.

Federal-Aid Highway Act Amendments

Continued the national maximum speed limit by providing that the
Secretary of Transportation shall not approve federal-aid highway pro-
jects in any state with maximum speed limit greater than 55 mph.

Project approval withheld if state fails to certify that it is enforc-
ing 55-mph speed limit or vehicle size and weight laws,

Established access to lakes program,
Established off-system roads program.

FHwA-UMTA Joint Regulations om Urban Transportation Planning

Comprehensive regulations consolidating directives issued by FHwA and
UMTA.

Required a unified planning work program and a prospectus.

Required Transportation Systems Management.

Required a transportation improvement program (TIP), including an
annual element detailing the next year's projects. The MPO must

endorse the TIP.

Required special efforts to plan for needs of the elderly and handicapp~
ed,

Federal Aid Highway Act

Established Interstate 3R program.

Revised Interstate withdrawal provisions to allow substitute highway
projects as well as substitute public transportation projects.

Changed fiscal year to October 1 through September 30 and provided that
apportionments be made on October | each year.
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T 1977-
/
1978-
-
,}
1978-
1979~
1980-
 \/)

Directed Secretary of Trausportation to conduct (in cooperation with
state, county, city, and other local organizations) a study of the fac-

tors in planning, selecting, programming, and implementing FAUS routes.

Clean Air Act Amendments

Tied together transportation and air-quality planning.

Required conformity of transportation plans, programs and projects with
the SIP and established sanctions if transportation-related SIPs are
not established,

Surface Transportation Assistance Act

Set September 30, 1986, as date by which all remaining portions of
Interstate system must be under contract or be designated.

Set September 30, 1983, as last date for withdrawing Interstate seg-
ments ‘and for approval of substitute projects. Increased federal share
for substitute projects to 85 percent.

Made carpool and vanpools eligible for financial assistance with
primary, secondary, and urban system funds.

Increased basic federal matching share from 70 to 75 percent.
Established bridge replacement and rehabilitation program with federal
share of 80 percent. Also required that 15 to 35 percent of a state's
apportionment be used for bridges off the federal system.

Changed period of availability of 1Interstate construction apportion-
ments from 4 to 2 years and provided that any unused funds after that

period go into a discretionary fund for distribution to other states.

Guidelines for Transportation and Air Quality Planning

Provided guidance on coordinated transportation and air-quality plan-
ning in urban areas.

Specified types of air-quality evaluation to be incorporated into trans-
portation planning activities.

DOT Regulation: Nondiscrimination of Handicapped

Implemented Section 504 of the Rehabilitation Act of 1973 by defining
how program accessibility was to be achieved for each mode.

Prescribed transition Planning process to be implemented by recipients
of federal funds, with specific rules for each transportation mode.

Required preparation of transition plans documenting how and when
system accessibility standards.

Regulation of Environmental Impact and Related Procedures

Established specific National Eavironmental Policy Act requirements to
be followed by FHwA and UMTA. Specified three classes of actioms that
prescribe the necessary level of documentation. Outlined "scoping pro-
cess'".
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1981~

1981-

Federal-Aid Highway Act

Redefined Interstate completion, limiting program to construction neces—
sary to provide minimum level of acceptable service, including full ac-
cess control, 20-year design, essential environmental requirements, and
maximum of six lanes in rural and smaller urbanized (400,000) areas and
eight lames in larger urbarized areas. Costs limited to those included
in 1981 Interstate cost estimate.

Changed 1-3R program to 1-4R by adding reconstruction as a major el-
igible activity. Defined reconstruction to include some of the items

eliminated under the redefined Interstate completion program.

DOT Regulation: Nondiscrimination to Handicapped

Rescinded 1979 rule in which DOT specified how program accessibility
for handicapped persons was to be achieved in local areas.

Promulgated a policy giving officials imn each locality the authority to
decide how to meet transportation needs to the handicapped.

Required mass transit operator receiving financial assistance from DOT
to certify that special efforts are being made to provide trans-—
portation that handicapped persons can use.

Deleted previous requirements that regularly scheduled fixed-route mass
transit operations be made accessible to all handicapped persons, in-
cluding wheelchair users. '

Surface Transportation Assistance Act (STAA)

Provided specific funding for Interstate construction discretionary by
setting aside $300 million from each year's apportionment. Established
priorities for distribution.

Created Interstate 4R discretionary funds, made up of lapsed 1-4R ap-
portionments.

Provided comtract authority and specific authorizations for Interstate
highway substitute projects.

Increased apportionments about 50 percent in FY 1983 over FY 1982 (HPR
and PL funds increased same percentage).

Earmarked 40 percent of primary, secondary, and urban apportionments
for 4R~-type projects.

Established requirement for 10 percent of authorizations to be spent by
disadvantaged business enterprises.

Required states to have maximumr weight limits of 80,000 1b. gross,
20,000 1b. single axle, 34,000 1b. tandem on Interstate system; to
allow twin trailer combination trucks on any segment of Interstate
system and designated primary-system routes; to have a maximum width
limit of 102 in. (actually established by 1983 DOT appropriations Act
and later incorporated in 1983 STAA by P.L. 98-17).

Increased motor fuel tax from 4 to 9 cents per gallom with one-ninth of
those revenues to be used for capital mass transit projects.

1-11
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Established mass transit within the Highway Trust Fund to which the
one~ninth of motor fuel tax receipts will be credited.

Established motor carrier safety grant program.

Allowed transfer of urban system attributable allocations from urbaniz-
ed areas of 200,000 or more population to another urbanized area in a
state or to the state for use in any urban area in the state. Required
approval of affected local officials and the Secretary.

Provided minimum allocation grants so that each state's percentage
share of apportionments should be ar least 85 percent of its percentage
of estimated Highway Trust Fund contributouns (would benefit only 10 to
12 states).

Executive Order 12372: Intergovernmental Review of Federal Programs

Federal government relied on state-established process for intergovern-

Federal government accommodated state and Ilocal officials concerned
with proposed program actions or explained basis for alternative

Product of 2.5 year effort to review comprehensively the planning pro-
cess to determine the appropriate federal role in the process.
Gave state and local officials more discretion in carrying out the plan-

Strengthen the tie between planning  activities and programming

The state and MPOs are required to certify that certain federal laws

launing process has evolved into a well organized collection of agencies,
izations and special interests devoted to the provision of a safe and
ient, multi-modal transportation system. The present structure includes:

1982-
Replaced OMB Circular A-95 issued in 1969.
mental review of federal programs.
decision,

1983~ FHwA/UMTA Urban Transportation Planning - Final Rule
ving process, including institutional relationships,
decisions.
and regulations are met,

PARTICIPATION IN TODAY'S PLANNING PROCESS

The p

organ

effie

1.

Metropolitan Planning Organization (MPO)

The Tri-County Regional Planning Commission, in cooperation with the PUATS
structure, is the designated MPO for the Peoria Urbanized Area. As such,
the Commission is the recipient of the transportation planning funds and is
resporsible for the administration of the funds and the provision of
professional planning staff which serves to coordinate and advise the PUATS
Committee's activities. The PUATS Policy Committee 1is responsible for
directing the transportation  planuning process and establishing
transportation policy within the Peoria Urbanized Area. The Commission
retains the right to review and comment on all PUATS Policy Committee
action, and serves as a participating agency ou the PUATS Technical
Committee. The Commission is a twenty-two (22) member board composed of

1-12



county board appointees from Peoria, Tazewell and Woodford Counties, and
representative from the District 4 Office of the Ilinois Department of
Transportation. (Exhibit 1-1).

PUATS Policy Committee

The Policy Committee is composed of representatives from the counties,
cities and villages located within the Peoria Urbanized Area. The chief
elected official from each governmental entity is the designated member, al-
though alternates can be appointed. Additional membership is required for
those agencies possessing more than a "one—-vore" status (based upon popula-
tion). Additionally the District 4 Engineer for 1IDOT is a designated
member of the Policy Committee and the Woodford County Board Chairman is a
non-voting member since nome of Woodford County 1lies within the Peoria
Urbanized Area,

The PUATS Technical Committee

The Technical Commmittee is composed of area planners, engineers, managers,
and specialists who are involved in the provision and maintenance of the
urban transportation system. Members are designated by each participating
jurisdiction., In addition to the participating local units of governmeut
and IDOT, the Tri-County Regional Planning Commission, the Greater Peoria
Mass Transit District, and the Greater Peoria Airport Authority also have
representation on the Technical Committee. (Exhibit 1-2).

The Technical Committee coordinates, reviews and accomplishes the work

tasks associated with the planning process, and recommends action to the
Policy Committee, '

Advisors to the Technical Commmitee

Advisors to the Technical Committee include technical representatives of
transportation agencies from outside the area, whose responsibilities ip-
volve the provision of assistance to the Technical Committee. Addition-
ally, the Chairman of the Transportation Coordination Committee serves as
liaison to the Technical Committee., (Exhibit 1-2).

Transportation Coordination Committee (TCC)

The TCC provides a forum for the participation of special interests and the
general citizenry in the transportation planning process. The TCC is
primarily responsible for the identification of transportation issues,
problems and opportunities and conveying recommendations to the PUATS Com—
mittees. (Exhibit 1-2).

Paratransit Advisory Committee (PAC)

The PAC, now in the process of being formed, serves as an advisory
committee to be made up of representatives of public, non-profit, and
private providers as well as representatives of the various groups to be
served. Its function would be to advise the PUATS structure, it'sg
recommendations to: effect economies of operation; coordinate the
provision of service; prioritize the acquisition of capital equipment., As
a2 forum it will enable participants to identify gaps in service, or areas
of inadequate service, as well as areas with duplication of services to
essentially the same client groups. (Exhibit 1-2).

1-13
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Transportation Plamning Staff

A full-time professienal transportation planning staff is maintained to ad—
minister the plaoning process and carry-out the associated work tasks.
This staff is part of the Comprehensive Planning Section of the Tri-County

Regional Planning Commission. Its efforts are reviewed by the PUATS Com—
mittees. (Exhibit 1-2). '
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Additional imput to the planning process is derived from the creation of special
ad~hoc committees, and from the retention of private consulting and management
services, as necessary.

GOALS OF THE TRANSPORTATION PLANNING PROCESS

The various participants in the formal urban transportation planning process
have adopted broad goals to provide general guidance for the planning, develop-
ment and management of the overall transportation system, The establishment of
all are plans, programs and policies is directly related to these goals. The on-
going aspects of the planning process, characterized by the specific work
program elements, represent the described objectives or steps leading toward the
accomplishment of these adopted goals:

1. Continue to provide a comprehensive multi-modal transportation system that
will permit:

- The safe, efficient and economical movement of people and goods;

- Easy interaction among all modes with a continual effort to minimize
conflicts; and

- Continued system development aligned with the preservation of the
character of the environment.

2. Maintain a planning process that considers all modes of transportation as
components of one overall system, wherein each is dependent upon the other
for successful operations.

3. Promote a management philosophy designed to identify the wmost efficient
utilization of the existing transportation system.

4, Coordinate the transportation planning and improvement programs with area
land-use and development objectives to insure that:

- Transportation needs are met as growth occurs;

- Guidance is provided for the expansion of existing services and
developments: and '

- Guidance is provided for the location of new  services and
developments.

5. Continually strive to provide an adequate transportation system through the
effective management of available capital and financial resources, and
identify potential alternative sources of financing that will allow the im-
provement program to advance according to existing and projected needs.

PLANNING WORK PROGRAM AND FUNDING PROFILE

Funding to support the planning process is obtained through grants from the
Federal Highway Administration (FHwA) and the Urban Mass Transportation Ad-
ministration (UMTA), with a local match provided by the participants in PUATS.
The grants are administered at the state level by the Illinois Department of
Transportation (IDOT}. The funds, administered locally by the Tri~County Region-
al Planning Commission, are programmed as directed by the PUATS Policy Commit-
tee. An Overall Work Program, developed and approved each year, specifically de-
fines the allocation of funds to various work tasks for the state fiscal year of
July 1, through June 30.
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The funds obtained from the FHwA, denoted as PL funds, have an 85/15 percentage
split requirement in respect to the local match. Such funds are provided by the
IDOT through a formal grant agreement covering the time frame of the Overall
Work Program.

Funds obtained from UMTA are allocated from two distinct categories: UMTA Sec.
8, which is also under am IDOT grant agreement and has an 80/20 percentage split
requirement in respect to the local match, and UMTA Sec 9. Because UMTA Sec. 9
funds are wused primarily for transit capital projects and operating assistance,
the local designated recipient is the Greater Peoria Mass Trausit District. The
funds used to support the formal planning process are passed through by GP
Transit to the Tri-County Regional Planning Commission. They also have an 80/20
percentage split requirement as to the local match. GP Transit alsc utilizes
UMTA Sec. 9 funds for its internal planning activities, and provides its own
match for these funds.

As noted earlier, the local match for the grants comes from the participants in
PUATS. Each participant is assessed its share of the match based upon its per—
centage of the combined total Motor Fuel Tax funds of all participants. Any
balance at the end of the program year is held in the PUATS working capital
account, and has been used to fund special locally-determined activities. When
the working capital account balance exceeds dan amount determined by PUATS, the
excess is utilized to offset the local match contributions of the wvarious
participants for the next planning year's grants.

Monthly progress reports are submitted to the funding agencies along with in-
voices for the reimbursement of expenses incurred in the transportation planning
process. These monthly progress reports and invoices, and a year—end completion
report are the primary fiscal reporting requirements of FHwA and UMTA.

Exhibit I-3 illustrates the allocation of planning funds according to the sub-
categories of the Overall Work Program (OWP). Although the funds for the plan-
ning process come from distinctly separate sources, they are generally combined
Lo support the various work tasks. Direct charges only to a particular grant
occur when a specific planning activity is identified as having no benefit to
the other grant objectives. In these cases, a fair-share formula 1is
implemented, the necessary direct charges and associated indirect charges are
subtracted from the total grant, and then the remaining grant funds are combined
with the other grants funds to support the cross-shared subcategories. Exhibit
1-3 is updated annually to reflect current funding usage,

The OWP is developed annually to define the specific activities and the al-
location of funds to support those activites. An indirect-cost allocation plan
is utilized to support such necessary items as office supplies, rent, telephone,
postage, equipment, audits, insurance, legal assistance, maintenance, subscrip-
tions and clerical and administrative support. This process simply allocates a
percentage of direct costs of the program to support the indirect needs. This
provides for a more efficient accounting procedure. Direct costs include the
salary and fringe of the staff involved in the planning process, defined in man-
weeks for each subcategory of the OWP. '

The transportation — related subcategories of the OWP are:

- Subcategory 103 ~ Indirect Costs

- Subcategory 401 ~ 3-C Process

- Subcategory 402 - Surveillance and Data Base Management

- Subcategory 403 - Transportation Plan Development

- Subcategory 404 - Transportation Improvement Program Development
- Subcategory 405 — Special Transportation Studies and Issues
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- Subcategory 406 - Roadway Inventory/Pavement Management Systems
Program Support
- Subcategory 407 - Regional Transportation Planning Outside PUATS Area
- Subcategory 408 -~ pekin Municipal Bus Service Operations Assistance
Subcategory 409 - Internal Planning - Greater Peoria Mass Transit
District

R
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SECTION 2 HIGHWAY SYSTEM

INTRODUCTION

The development of the national highway system during this
century has provided a principal medium by which the basic
movement of people and goods could occur. The Peoria
Urbanized Area has been no exception. The existing network
of facilities ranges from interstate freeways to local access
roads representing a major public investment. The plamnning,
provision and maintepance of this system has become one of
the most difficult public services to provide. The
proliferation in the use of private vehicles has created a
situation which places ever increasing demands upon this
system. The agencies responsible for providing and
maintaining this network are dedicated to troadway safety, the
increase of roadway space as well ac creating new ang better
facilities. This process, however, has been severely
restrained over the past decade by an imbalance between the
increasing demands and the availability of highway funding.
Funding~ primarily from motor {fuel taxes -—was severely
weakened by more than ten years of inflation; a situation
that was particularly significant in relation to the
construction industry. Further weakening was experienced as
the public did two things: 1) they switched (o fuel-~
efficient vehicles, and 2 mass transit and ridesharing
volumes increased. As the improvement program fell further
behind necessary system maintenance was resulting in
deterioration and a compounding of costs in maintenance and
reconstruction.

In 1982 the Federal Motor Fuel Tax was increased. Shortly
thereafter the Illinois Motor Fuel Tax was raised. These
increases in user-type fees will benefit the highway
improvement program by bringing it back to a relative
equilibrium with current demands. It will be necessary to

maintain a management process that focuses upon the most
efficient utilization of the existing system to insure that
funding is available for necessary major reconstruction and
new construction projects.

Certainly highways will remain the primary means for
transporting people and goods well into the future. It is
equally certain that the demand for efficient highway
facilities will increase. This demand must be anticipated
and efficiently addressed as growth occurs. Efforts must
also be directed at the reduction of unnecessary demands upon
the highway system through such technigques as: improving
intermodal transfer opportunities to reduce unnecessary motor
carries volumes; increasing vehicle poccupancy  during peak-—
period operations to reduce vehicle volumes; increasing mass
transit opportunities and ridership to reduce vehicle
volumes; and influencing user attitudes and behavior to
reduce unnecessary trips.



The highway system will grow with the alteration of demand
patterns and volumes, although the fundamental services will
he preserved. A comprehensive and coordinated approach to
the provision, maintenance and development of the highway
system will insure that the needs associated with the basic
movement of people and their goods are met.
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PEDRIA AREA HIGHWAY SYSTEM OVERVIEW

Major regipnal access to and from the Peoria Urbanized Area
is provided by the Interstate and Supplemental Freesway
System. Although a majority of the local system 1is in place
and operating, certain segments are still in various stages
of development. The completion of the system will insure
efficient, controlled access facilities joining Peoria
directly with other major points throughtout the United
States.

The Peoria Urbanized Area highway svstem includes:

1. Interstate 74 - 1s complete through the Peoria area from
Cincinnati, Ohio teo Rock Island, Illinpis. It connects
with I-71 and I-75 at Cincinnati; I~-45, I-4&% and I-70 at
Indianapolisy I-57 at Champaign; I-35 at Bloomingtons

and I-80 at Rock Island.

1-474 - a bypass for I1-74 around Pepria and East Peoria
—provides alternative Interstate route choice and an
additional highway crossing of the Illinois River.

2. iliiﬂgig_ggggg_é - is a segment of the Illinois
Supplemental Freeway System that effectively extends the
I-474 Bypass around the north side of Peoria. In

addition to providing bypass service to the area, this
facility is a segment of the proposed Chicago-to—-Kansas
City Expressway. This facility will extend to the north
of Peoria to a connection with I-BO and west of Peoria
to the Mississippi River at Ruincy. Eventually it will
extend through Missouri and end in Kansas City.

S.  FAP_406 - Illinois Route 121 - is  another  proposed
segment of the Illinois Supplemental Freeway System for
which the design and environmental impact analysis has
been recently completed. Construction began on the
north end of the project - from 1-74 to South of Tremont
— in April 1988. This facility will 1link I-74 at Morton

to I-55 at Lincoln.

4. US _Route S1 - runs north/sputh through the entire state
of Illinois and skirts the eastern edge of the Peoria
MSA. It has become a major component of the Illinois
Supplemental Freeway System and has certain segments
currently under construction. This route has received
additional emphasis with its close proximity to the

Diamond Star plant.

Additional regional access 1is provided by the primary and
secondary roadway system. The specific routes associated
with this area include:
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I11. Route 29

I111. Route BB

I11. Route 71

I11, Route B

I11. Route 116

I11. Route % Connected directly with the
I1l1. Route 98B Peoria Urbanized Area
I11. Route 121

I111. Route 26

U.S5. Route 130

U.S. Route 24

I1l. Route 7B

I11. Route 0 )

I1l1. Route 122 Froviding service to the Peoria MSA
I1l. Route 1356

I1l. Route 117

Within the Peoria Urbanized Area, more than 1100 miles of
local roadways are maintained teo provide various urban access
and circulation needs. This system of urban facilities is
monitored and managed to insure that the basic existing
travel demands are satisfied with only a mifnimum of delay. A
massive investment in traffic signals and signs, roadway
markings, and enforcement has been directed toward the urban
system to enhance its operational character.

The Illinois River crossings exert the greatest influence on
the Peoria Urbanized Area transportation network. - The river
bisects the urban area presenting a interaction barrier
between the two sides. Six bridges with twentvy—-two traffic
lanes span the river in the Peoria area. They are:

1. Pekin Bridge (Illinois Route %)

An orthantropic bridge (plate girder) with a four-lane
deck was replaced the old through—-truss 1ift bridge at
Pekin. Estimated service life is fifty years. Redesign
of surface treatment is underway due to a failure in the
original adhesion process.

2. Shade-Lohmann Bridges (1-474)

Two cantilever, two-lane, through-truss span structures
were constructed south of Creve Cgeur as part of the I-
474 bypass. Estimated service life is fifty vyears.

3. Cedar Street Bridge (Illinois Route 114, 8 and 29)

This truss—span structure with a four lane deck has an
expected remaining service life of thirty vears.
Maintenance activities are required to keep this
facility operational. Extensive deck and approach work
is underway.
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Franklin Street Bridge

This bridge is notorious for its hindrance to the
Illinois River due to its narrow channel opefning. An
intensive study of +this problem concluded that the
stiructure should be replaced. It was recommended that a
new high level, four—-lane facility be constructed.
After enormous efforts to promote this recommendation
and establish local support and commitments, a
$1,280,000 discretiocnary federal grant Was made
available to IDOT to begin the design phase and initiate
an environmental review process. Continued efforts will
be directed toward acguiring the estimated $40, 000,000
to construct the new bridge. The State will perform
routine maintenance and make minor 'repairs to the
existing structure. Barring any catastrophe the present
structure will remain operational.

Murray Baker Bridge (I-74)

This single cantilever through—-truss bridge is equipped
with a four-lane deck. It has a femaining service life
of thirty vears. Continual maintenance is required on
this bridge due to the very high volume of traffic. A
new deck was applied, and certain incidental work was
performed during 1985.

MeClugage Bridge (US Route 24 and 150)

At this location are two through-truss structures each
with a two-lane deck. One structure was built inm the
1940’ s and has a remaining service life of thirty vears.
The other span was only recently completed and made
operational. Some approach and interchange work remains
to be completed on the west end of the bridge.
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Plesse refer to the Appendix Al-AB for maps indicating the
approximate locations of the projects listed hereafter.

The State Highway Network

The State highway system provides the principal
transportation network within the Peoria Urbanized fArea.
Maintenance and roadway improvements are needed on the state
and state supported highways to insure the movement of pepple
and commodities in the most efficient manner possible.
System improvements under the State’s jurisdiction include
the Interstate and Supplemental Freeway System, and Federal
and State marked routes.

A primary step in the transportation process is the
identification of highway deficiencies. This activity
assists in the evaluation of the effectiveness of the

existing highway network and in the planning of necessary
improvements and expansions.

Those projects listed in the current Annual Element are:

— Landstaping along I-474 +from I-74 south to Farmington
Road, and from Farmington Road south and east to Adams Street
in Bartonville. The respective costs for the two projects
are $350,000 and $150,000.

— Preliminary engineering on Big Hollow Road {(SBI 30) from
Big Hellow Creek to southwest of US 150 will cost +80, 000.

= Five projects involve the Franklin Street Bridge. They
are: right-of-way acquisition for %46, 000, 000; Mussel
relocation for %50,000; preliminary engineering (Caterpillar
Tank Farm Study) at $164,000; the second phase of preliminary
engineering for $1,500,000; demolition at the site will cost
$250, 000. '

~ Flve projects will occur along US 24. The first is in
Bartonville (McKinley Street) where widening and resurfacing

south of Center Street to south o©of Rosaria Avenue are
programmed for %350, 000. Right-of-way acquisition for this
project will cost $70,000. Resurfacing and intersection

improvement on US 24 from Illinocis Central College to Grange
Road intersection costs $825,000. Traffic signal installment
at the intersection of Grange Road and US 24 will cost

$135,000. The fourth project will entail traffic
signalization and intersection improvement at the U5 24
(Peoria Street in Washington) and Wilmore Road intersection

for $125,000. Right of way acquisition for the Washington
Bypass will cost $15,000.

—Two Illinois Route 121 (FAP 406) projects are programmed.
Right—-of-way acquisition south of Illinois 98 to TR91 north
of Tremont will cost $1,400,000. There will be new
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construction (costing %$11,5007, right-of-way acquisition
{costing $&650,000) and construction engineering {$600, 000Q)
along Route 121 from TR?! south to TR-133 south of Tremont.

—~ Right-of-way acquisition will occur along US 150/Illinagis
8 (Camp Street in East Peoria) costing $125,000.

- Illinois Route 29 will undergo intersection improvement
and turn lane construction at McGrath Road in Pekin (8th
Street) for $200,000.

~ The widening, resurfacing and +turn lane construction of
Il1linpis Route 9B (Birchwood Avenue) from Detroit Avenue to
to Main Street in Morton costs 355,000 while the right-of-
way acquisition for the same stretch costs $15,000.

— B0One State project will take place on Illinpis Route 8B
(Knoxville Avenue) in Peoria. It will cccur  at  the
intersection with McClure Avenue where traffic signalization,
intersection improvement and skidproofing will occur at a
price of $473,00Q.

- Traffic signalization on University at the Main GStreet
intersection will cost $30,000.

State projects to be listed in the current Multi-Year Element
ares;

— OBrading and paving of the Washington Bypass from US 24
west of Washington to west of Cruger Road has been programed
at a cost of $7,3500,000.

- Intersection improvement and turn lane construction on US
150/1I11inois B/Cedar Street From 1-74 to Rosedale Road has
been programmed for $2,700,000.

— Cedar Street Bridge has been programmed to be painted for
at the price of %1, 180,000. '

— Right-of-way acquisition and bridge repair of Illinois
Route 8 over a Kickapoo Creek tributary has been programmed
in Pottstown and will cost $202,000.

- Illinecis 29/8th Street/Sth Street in Pekin has been
programmed to be widened and resurfaced while having the
intersections improved from south of Brenkman to Maragaret at
a cost of $3,18B5,000.

- 1I}llinocigs Route 116 (Plank Road) is programmed for
widening, resurfacing and right—-of-way arguistition from
Farmington Road to Kickapoo Creek Road for $1,870,000.

— Bridge replacement, approachments and right-of-way
acquisition of Big Hollow Road over Big Hollow Creek is
programmed for $835,000.



— Bridge repair of East Washington Street in East Peoria
over Farm Creek has been programmed at a cost of $125,000.

— Five projects are programmed for Illinois Route 121 (FAP
406). Intersection construction at TR 61 and TR 71 will cost
$3,497,000 and $3,798,000 respectively. Grading, paving,
construction engineering and miscellaneous activities along
the route will cost $7, 138,000. Interchange construction and
grade separation over Main Street in Morton will cost
$2,619,000. Grade separation at County Highway 5 will cost
$760,000.

- War Memorial Drive (US 150) is programmed for resurfacing
from Prospect Road to McClugage Bridge with right—of-way
acquisition for the same stretch at $1,185,000. ' '

- Ililinois 29/2nd Street in Pekin is slated for traffic
signalization, resurfacing, widening and intersection
improvement from Washington to Koch for $1,660,000.

— The Franklin Street Bridge is scheduled for replacement,
utility adjustment, right-of-way acquisition, approach
construction and construction engineering for $41,800,000.

- Illinois Rpute 8 {Washington Street in Eacst Peoria) is
programmed for right-of-way acguisition and bridge
replacement over Farm Creek east of US 150 faor $270,000.

- US 24 (Peoria Street) will have a bridge replaced over
Farm Creek in Washington for $115,000. '

- Right-of-way acquisition and bridge replacement on US 150
over Little Farm Creek three (3 miles sputheast of of
Il1linois B in East Peoria is programmed at $164,000.

Long-range plans for the State network to improve system
deficiencies include the following proposed activities:

I. Interstate 74
1. The design and reconstruction of the substandard

interchange ramp configuration from Camp Street in
East Peoria to Knoxville Avenue in Peoria.

Il. FAP 669 (Maxwell Road Spur)
1. Right-of-way acquisition for future extensions.
I1I. FAP 405
1. New facility under construction with a long range
plan to extend north from Illinois Route 298 to I-80

as a segment of the Chicago to Kansas City
Expressway,
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IV.

FAP 4046 (Illinois Route 121)

1.

After the proposed Illinois Route 121 corridor is
constructed as a four-lane controlled access
facility from I-74 in Morton to I-35 in Lincoln only
routine maintenance is anticipated.

US Route 24

1.

The construction of a bypass around Washington is
proposed from WS 24 west of the city following a
parallel alignment with Cruger Road to Cruger in
Wood+ord County. Its planned completion will occur
after 1991,
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Peoria County

The Peoria County Highway network within the urbanized area
is limited to the urban fringe. There are some streets
within the city limits for which the County still has
Jurisdiction, including segments of BSheridan, Lake, Glen,
Northmoor, Mossville Road, Willow Knolls Road, 0ld Big Hollow
Road, Charter Qak Road, Richwoods Boulevard, Sterling,
Laramie, Koerner/Trigger Road, Bale, Forrest Hill, Nebraska,
Park Road, and Gardner Lane. As some of these highways are
updated and improved, their jurisdiction will be given to the
City of Peoria. In addition to the relationship with the
City of Peoria, the County has jurisdiction for Gardner Lane
in Peoria Heights, Kickapoo Creek Road, Bartonville Road,
Airpprt Road and Ffieffer Road within Bartonville. ' '

The County has the following projects sthedul ed for
construction in FY BZ:

— Sterling (in West FPeoria). Reconstruction, right of way
acquisition and preliminary engineerino from Rohmann to
Manor Parkway. Cost: $875,000.

The improvement actions that has been programmed by Peoria
County in the multi-year FY Q0-%3 perspective:

— Alrport Road. Construction from Harp Hollow to Smithville
Road. Cost: $2,117,500.

— Blen Avenue. Reconstruction from Sherwood to Edgebrook.
Cost: $2,640,000,.



Tazewell County

Tazewell County highways within the Peoria urbanized Area are limited to a small
stretch of Springfield Road, Muller Road, and Washington/Morton Road. The re-
mainder of the Tazewell County Roads are outside the urbanized area. However,
they do serve as vital links in the overall highway system. With the potential
for increased development outside the current urbanized area boundaries, ad-
ditional highways maintained and upgraded by Tazewell County may be included
within future urbanized area boundaries.

There is currently one project in the mmlti-year program (FY 90-93) that Taze-
well County will participate in implementing. The extension of Pinecrest Drive
from Muller Road southward to comnect with Springfield Road will be completed
during this period. At this time, there are no additional projects anticipated
to be completed within the short-range perspective.

One extremely significant long-range concern for Tazewell County will be the con-
struction of FAP 406 from Mortom to Lincoln, Illinois. New interchanges will be
constructed at Queenwood Road and Broadway Road. Traffic along these roads will
be significantly increased in both an easterly and westerly direction. Added
traffic will place an additional burden on the County to upgrade and ‘maintain
these roads because they will serve as a vital link from some sections of the ur-
banized area to this new segment of roadway,
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Village of Bartonville

The Village of Bartonville, populatiom 6,137, is in the southwest section of the
urban area immediately adjacent to the City of Peoria. The Village is
characterized by industrial development along the river, and is developmentally
influenced by the I-474 corridor to the north and The Greater Peoria Airport to
the northwest. US Route 24 serves as the principal arterial for movement
through Bartouville, with primary minor, arterial service associated with
Smithville Road, Garfield Avenue, Pfieffer Road, Airport Road, Lafayette Avenue,
Adams Street, and Ricketts Avenue.

Primary development concerns for the Village of Bartomville are the US Route 24
area from Washington Street to the Keystone plant, Garfield Avenue commercial
corridor, riverfront industrial activity, the Greater Peoria Airport area, and
the Bartonville Village Industrial Park (0ld Peoria State Hospital campus). Of
immediate concern is the trend toward increased development along Garfield
Avenue, and the potential for increased development both at the airport area and
at the Bartonville Village Industrial Park. '

The Garfield Avenue corridor has been reconstructed in response to the increased
traffic demand and influence of the adjacent commercial activity. Although this
provides additional roadway capacity and increased roadway safety, a continual
monitoring of the operational character of this corridor will be necessary.
Such a monitoring has been recommended for future work programs in the urban
transportation plammning process.

The Greater Peoria Airport Authority has set aside land south of the present
Smithville Road for future light industrial development. This property is now
within the corporate limits of the Village of Bartonville and also within the
6.2 square mile enterprise zone in the area. In addition, a new Illinois Air
National Guard Base is plamned for construction just south of runway 13-31 and
just west of runway 4-22 within the airport authority property. A Joint Armed
Forces Reserve Center is planned along Airport Road near Smithville Road. Two
Army helicopter wunits, the &44th Combat Helicopter Battalion and the 4th Army
Area Helicopter Training Center, have recently wmoved into the Illinois Air
National Guard Base along Airport Road. These two Army units will continue to
occupy this facility after the Air National Guard moves its operations into the
new base. As these developments become established, and the associated roadway
impacts are realized, further improvement may become necessary along Smithville
Road and Airport Road. Peoria County which has zoning jurisdiction north of the
present Smithville Road has proposed improvements to Airport Road from Middle
Road south to Smithville Road. These improvements will improve drainage and
traffic flow along Airport Road. Smithville Road will be relocated to the south
and improved in preparation for the exteasion of runway 4-22 to the southwest
(see Exhibit 2-3).

The Bartonville Village Industrial Park has been targeted for industrial
redevelopment. Although this objective has not been accomplished as quickly as
originally envisioned, this area has great potential and is anticipated to show
new vitality im the near future. The development plans for this area include
the extension of Pfieffer Road from its current terminus at Ricketts Avenue,
across the Industrial Park, to a connection with US Route 24. When this new
facility is constructed, related improvements may be necessary along existing
sections of Pfieffer Road and along Ricketts Avenue. The improvement to Pfieffer
Road iz seen as the key to more rapid development of the Industrial Park.

The need for improved north/south movement through the Village has been
expressed primarily im the existing Lafayette Avenue and Ricketts Avenue
corridors. Continued study of this need aund appropriate action will be
performed to insure that adequate traffic flow management will occur relative to
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new and expanded development.

Within the short-range, five-year perspective, the Village has

programmed the
following actions:

- South Lafayette Avenue. Construction from Pfieffer extending
south. Cost: $350,000.

one mile
Another transportation concern of the Village of Bartonville is the impact that new
airport development will have on noise levels in the Village. This is an issue that

will receive more interest and attention in the future as airport related development
occurs and air traffic over Bartonville increases.
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Village of Creve Coeur

The Village of Creve Coeur, population 6,581, is located near the center of the
urban area, along the east bank of the Illinois River. The Village is bounded
on the north and east by East Peoria, on the south by Marquette Heights and
North Pekin, and on the west by the River. Such a geographic location causes
Creve Coeur to realize trausportation operations and impacts influenced by other
communities, activities and eveats. The Illinois Route 29 corridor serves as
the single arterial through Creve Coeur, with primary minor arterial being
Fischer Road, Creve Coeur Avenue, Wesley Road, Rusche Street and Pekin Avenue.

The Village of Creve Coeur will for the most part, remain primarily residential.
The most significant commercial activity occurs along Illinois Route 29. The
I-474 corridor along the southern edge of the Village may also provide for
increased highway-related development. Illinois Route 29 presents the most
significant transportation comcerns. Recent reconstruction of this facility . has
measurably improved traffic flow and roadway safety through Creve Coeur.
Programmed for implementation during thé FY 90-93 period is the introduction of
traffic signal control at the intersection of Illinois Route 29 and Fischer
Road, at a cost of $80,000, and the reconstruction on Fischer Road from Strojon
Court to Illinois Avenue at a cost of $400,000.
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City of East Peoria

The City of East Peoria, population 22,385, is located at the heart of the urban
area with fingerlike development reaching out from the Illinois River through
the valley areas of the city's hilly terrain., The city is characterized by wvast
industrial activity along the Illinois River, strip commercial development
following the major highways im their fingerlike projections, and growing
residential developments within the intermediate areas. The city is bisected by
I-74. Its principal arterials are Illinois Route 116, Illinois Route 8, Us
Route 150 and TIllinois Route 29. Minor arterials are Springfield Road, Camp
Street, Washington Street, Bloomington Road, Pinecrest Drive and Highview Road.

The city's primary development concerns are the Central Business Digtriet, the
industrial areas along the Illinois River, the potential commercial/industrial
development along Pimecrest Drive, the commercial strip along Illinois Route 8,
the residential development along the Highview Road corridor and near the
Illinois Central College campus, and the Illinois Route 116/Caterpillar Trail
corridor.

Work has been completed to improve traffic flow through the heart of East
Peoria. In conjuction with the downtown redevelopment, the reconstruction of
Iilinois Route 116 (Main Street), including the replacement of the structure
over Farm Creek, the improvement of the Main/Camp intersection, and
widening/resurfacing from Cedar Street to I-74; and the reconstruction of
segments of Washington Street. Additionally, work has been completed to improve
access to the Illinois Central College and adjacent residential developments
through the extension of Highview Road, as Centenmial Drive, down the bluff to a
new connection with Illinois Route 116; and improved access to the southeastern
sections through a new intersection with I-74 at Pinecrest Drive and the
reconstruction of Pinecrest.

Operational monitoring of the East Peoria highway system provides an on-going
check of the level-of-effectiveness of implemented actions, and provides for the
identification of those system deficiencies which require  alternative
improvement action recommendations. One of the primary operational monitors
utilized, is the evaluation of roadway safety. Traffic accident information
obtained through the Urban Reference System provides a detailed listing of
accident occurrence by location. Urban Reference System data is available upon
request from the Tri-County Regional Planning Commission.

Several improvement actions have been programmed by the City of East Peoria in
the short-range, five-year perspective:

— Washington Street, widening from Anna Street to Springfield Road. Cost:
$200, 000.

— Washington Street, widening from Springfield Road to I-74. Cost:
$160,000.

- Washington Street, widening and resurfacing from Edmund Street to the
600 block west. Cost: $300,000,

— Springfield Road, extension from Taylor Street to Main Street. Cost:
$876,350.

- Washington Street, resurfacing, milling, and curbing from C Street to
Edmund Street. Cost:

- Springfield Road, widening and resurfacing from East Washington to 500
Block south. Cost: $680,000.
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~ Pekin Avenue, widening and resurfacing from Highland to South Main.
Cost: $300,000.

Longer raunge plans for the City of East Peoria include local actions and state
actions on these segments:

- Washington Street at Edmund Street, traffic signal modernization.
~ Illinois Route 8, various locations, widen to four-lanes.

= Illinois Route 116, traffic signalization at Highview Road, Access Road
#6, and at Centennial Drive, if warranted.

A significant long-range consideration for the City of East Peoria involves the
establishment of improved north/south connection Between I~74 and US Route 24.
Several plans have been discussed in the past, and the planning for improved
connections between Morton and Washington have been identified as parallel to
this action. The planning process is expected to evaluate more fully all
roadway proposals in this area to identify the most appropriate actions for
connecting the eastern sections of the urban area, and establish an alternative
corridor for movements north and south through East Peoria.

Another matter of local concern became apparent in February and March 1985:
severe flooding of the 1Illinois River caused sections of Camp Street and
Washington Street to be closed. The flooding in 1985 was abnormally severe and
usual water levels were greatly exceeded. Traffic had to be detoured around
these areas. '

Delays due to highway/rail conflicts are also a concern. Recently, one set of
tracks was removed at the Camp/Main intersection, however trains will cause
traffic delays at both there and at the East and West Washington intersections.

In addition to the previously mentioned activities, other potential areas of
highway concern include: Pekin Avenue from Highland Avenue to Illinois Route 29;
the improvement of Springfield Road hill south of East Washington; and the
upgrading of Oakwood Road to an FAU collector. Since many of the major highways
in East Peoria are under the State's jurisdiction, improvement activities are in
part dependent upon the State's annual and long-range highway programs.
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Village of Morton

The Village of Morton, population 14,178, is located in the southeastern
section of the urban area adjacent to one of the fingerlike projections of East
Peoria. The community is largely influenced by the presence of the Caterpillar
Tractor Company's world-wide parts distribution center. The Village is heavily
influenced by the I-74 corridor transversing east to west across the northern
section of the community, as well as the Illinois Route 121 corridor running
north and south along the western edge of the Village. In addition to these
major arterial corridors, Illinois Route 98, Main Street and US Route 150 serve
as principal arterial routes. Minmor arterials are Detroit Avenue, Jefferson
Street, Queenwood Avenue, Idlewood Avenue, Tennessee Avenue, and Morton Avenue.

The Village's primary development concerns include occupancy of the unconmpleted
Caterpillar parts distribution facility north of I-74, the Central Business
District, and the western and southwestern sections containing commercial/light
industrial activities as influenced by the Illinois Route 121 corridor.
Additional development concerns focus on the potential for expanded residential
activity to the north, south, and east of the community.

A continual monitoring of the Mortom area transportation network provides an
indication of the effectiveness of the system and facilitates the identification
of system deficiencies. A primary monitoring tool is the evaluation of traffic
accident information. For the most part, the Village highway system operates at
an acceptable level of roadway safety. Traffic accident data is available from
the Village of Morton, the 1Illinois Department of Transportation, and the
Tri-County Regional Planuning Commission.

The short-range perspective for highway improvements include:

~ First Avenue. Construction from Birchwood to north of Wick. Cost:
$185,000.

= North Main Street. Reconstruction from I-74 to Courtland Street. Cost:
$600,000,

= Courtland Street, extemsion from North Morton Avenue to North Main
Street (influenced by the occupancy of the unfinished Caterpillar parts
distribution center)}, Cost: $1,215,000.

— Morton Avenue, reconstruction from I-74 to Courtland Street. Cost:
$220,000.

- First Avenue. (Phase I) Reconstruction from Madison to Monroe. Cost:
$23%,000,

- First Avenue. (Phase II) Recomstruction from Monroe to Jacksomn, Cost:
$100,000.

Reconstruction of the Illinois Route 121 (FAP 406), from I-74 at Morton to I~55 at
Lincoln, as a four-lane fully access-control facility is underway. The recomnstruction
of this route has resulted in new interchanges at Illinois 98 (Birchwood Avenue,
Queenwood Avenue, Main Street, and Broadway).

With the reconstruction of Illinois Route 121, Tllinois Route 98 (Birchwood) from
Detroit to Main Street will have advance improvements, including curb and gutter,
storm sewer and intersection improvements at Main and Detroit in preparation for the
new Illinocis Route 121 interchange. IDOT has included this in the FY 89 program.

Morton's long-range highway system plans include:
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- With increased residential development in the eastern and southern
sections of the Village, will probably come the development of a
coordinated collector system through the reconstruction of Queenwood
Avenue from Second Street to Fourth Street, Fourth Street from Idlewood
south, and Nebraska Avenue from Idlewood to Queenwood Avenue.

— Possible extension of Harding Road to align with the Courtland Street
extension at North Main Street and the recomstruction at North Main Street
from I-74 to Courtland Street, providing a complete east/west corridor on
the north side of the Village. This corridor, along with Detroit Avenue,
on the west, Queenwood on the south, and Tennessee Avenue on the east,
will effectively provide a bypass for circulation around Morton and reduce
the demands on the local road system and through the Central Business
District.

- There has been consideration in the past for a better linking of Morton
with Washington by constructing a new road from either Morton Avenue or
Main Street in Morton to Cummings Lane or the Illinois Route 8/US Route 24
intersection iIn Washington. Presently, however, the Village 1is not
interested in pursuing this proposal.

- U.S. 150 (Jackson Street) from Detroit Avenue to Main Street. Proposed

improvement include removal of median strip, resurfacing, and the addition
of a bi~directional center left—turn lane.
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City of Pekin

The City of Pekin, population 33,967, the second largest community within the
Peoria Urbanized Area 1s located in the southermost section. Illinois Route 9
and Illinois Route 29 serve as the prinicipal arterials for movement through
Pekin, with arterial service provided by the Sheridan Road, Parkway Drive,
Broadway, 14th Street, Willow Street, Derby Street, 5th/8th Street and EKoch
Street.

Pekin's development concerns the industrial and intermodal transfer activities
along the Illinois River, the Central Busimess District, strip commercial along
Court Street, business expansion along Court Street, and commercial development
on the east side near the existing Pekin Mall.

Operational monitoring of the Pekin highway network provides an on-going check
of the Ilevel- of-effectiveness of past improvement actions, and assists in the
identification of system deficiencies for which alternative improvement actions
must be designed. One of the primary operational monitors utilized to evaluate
the network is roadway safety. Traffic accident information obtained through
the Urban Reference System provides a detailed listing of accident occurrence by
location. This and other transportation related data are available upon request
from the Tri~County Regional Planning Commission, the Illinois Department of
Transportation, and the City of Pekin.

For the most part, the Pekin highway system operates within an acceptable level
of roadway safety, Although the Court Street, Parkway Road, and
Broadway/Parkway Road intersections show the highest frequency for accident
occurence, roadway safety was improved through intersection treatments, and the
current frequency is related to the high number of entering vehicles. The most
eritical accident location exists at the Third/Margaret Streets intersection,
for which future improvements are under coustruction (as a part of the propesed
S. 2nd/3rd Streets one~way couple).

The City lists the following roadway improvements in its short-range program:

- Parkway Drive. Widening at the Sheridan Road intersection. Cost:

$100,000.

- Parkway Drive. Widening at the Willow Street intersection. Cost:
$85,000.

- l4th Street. Widening from Royal Street to Court Street. Cost:
$340,000,

~ Circumferential Highway I. Construction from Court Street to Allentown
Road. Cost: $2,000,000.

- Circumferential Highway II. Construction from Allentown Road to
Broadway Road. (ost: $51,900,000.

- 1Illinois  Route 29, Widening, resurfacing, and  intersection

improvements from south of Brenkman Drive to Margaret Street. This IDOT
project is planmed to begin in 1990. Cost: $2,970,000.

- Illinois Route 29. Widening, resurfacing, and traffic signal updates
from Washington Street to Koch Street. This IDOT project is planned to
begin in 1989. Cost: §1,600,000.

- North 3rd/Somerset Streets. Widening and reconstruction from Ann Eliza
to North Second Street. This eity project is planmned to begin in 1988,
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Cost: $900,000.

- Broadway Road. Resurfacing. This city project is planned to begin in
1988, Cost $275,000.

Another short-range concern for Pekin is centered on the potential
commercial/business development along Court Street. Additional capacity demands
there will cause significant problems. A comprehensive evaluation of this
corridor was prepared in 1985, This includes analysis of access problems and
signalization actions, which may result in a coordinated system with
interconnected control at 14th Street, Parkway Drive, Allentown Road, Valle
Vista Drive and the Mall entrance. A summary of this evaluation can be found in
the Special Studies Section of this report.

Additional short-range concerns for Pekin include:
- Respounse to development along northern Parkway Drive.
- Response to T.I.F. I and T.I.F. 2 developments.

- Response to future development along Court Street. Traffic signals at
Allentown Road, Reservoir Road, and Barney Avenue (and/or a frountage road
to connect opposite the Pekin Mall entrance).

- Upgrade needs on Sheridan Road, Broadway and Allentown Road resulting
from the Illinois Route 121 reconmstruction to the east.

- The establishment of a one-way couple using 2nd and 3rd Streets from the
CBD to the mnorthern section of the city. This may also result in the
elimination of Capitol and 4th Street as a one-way couple.

- Intersection improvement at Parkway Road and Willow Street.
— Intersection improvement at Parkway Road and Sheridan Road.
- Improvements at 14 th Street corridor.

- Bypass from the Pekin Mall northerly to Route 98; to relieve traffic on
Parkway Drive.

— Computerized monitoring of traffic signals.

The city is becoming more concerned about maintaining its existing 180mile
street network, With the cooperation of the IDOT and under the auspices of the
City's Public Works Coordinator, the city has a up-to-date Street
Inventory/Rating System. The Condition Rating program has developed into a
cost-effective maintenace program for each individual section of each street. A
fully  operational  Street Inventory/Rating/Pavement Mangagement System has
commenced this year on an in-house micro-computer. Further improvements in this
process are anticipated as a result of an areawide effort to develop a
micro—computer based system.
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