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Introduction

Niles will become a place
where people choose to
walk and bike.
1

The Village of Niles was recently ranked the best place
to raise children in the US by BusinessWeek.com (2010)
and it’s not hard to see why. Many families are drawn
to Niles for its central location in the region and the
quality of life, due in part to the great park spaces and
transportation options in Niles, such as the Village’s Free
Bus.
However, a need for a strategic and comprehensive
approach to improving bicycle and pedestrian conditions
has been identified through both the Village’s 2030
Comprehensive Plan and the Environmental Action Plan.
Improving bicycle and pedestrian mobility within the
Village will impact the sustainability of the Village, the
economic health of its commercial corridors, physical
health of residents, and will increase the attractiveness of
Niles as a place for young families to raise children.
The Village of Niles Bicycle and Pedestrian Plan builds off
of the Comprehensive Plan, the Environmental Action
Plan, as well as the Milwaukee Avenue Plan and related
regional planning efforts, to develop an implementable
strategy for creating a more walkable and bikeable
community. This Village-wide plan includes a range
of recommendations from specific capital projects to
over-arching policies that together enhance bicycle and
pedestrian circulation and better connect residents to
their destinations. This plan also includes a focus on
Milwaukee Avenue, with an assessment of land use in
addition to bicycle and pedestrian access. The goal for
Milwaukee Avenue is to create bicycle and pedestrian
connections that will be both supportive of and enhanced
by Pace’s forthcoming Arterial Rapid Transit (ART)
service.
The ART project along Milwaukee Avenue being planned
by Pace will improve the bus rider’s experience through
faster travel times and enhanced stations. For its part, the
Village can complement the transit service by improving
safety and access to the stations, enhancing the look
and feel of Milwaukee Avenue, and encouraging transitsupportive businesses and land uses near the stations.
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Village of Niles

getting to work

6600

80%

PACE BOARDINGS
& ALIGHTINGS
PER DAY

DRIVE ALONE

[76% drive alone in Cook County*]
* comparision to Cook County excludes City of Chicago

32

minutes

[average commute to work]

7% take transit
6% rideshare
3% bike/taxi/other
2% Walk
3% work at home

2

stops with >500
riders/day

9

stops with >100
riders/day

5

stops with >200
riders/day

Infographic based on data from the American Community Survey, US Census, and Pace.
Through the support of the Chicago Metropolitan Agency for Planning (CMAP), the Village is able to invest in
this process and advance the implementation of CMAP’s comprehensive regional plan, GO TO 2040. Among GO TO
2040’s objectives are to expand the range of transportation options available to the region’s residents and visitors.
Achieving the vision of this bold regional plan requires individual municipalities to incrementally contribute to
common objectives. The Village of Niles is committed to this regional effort through this bicycle and pedestrian plan,
and to make Niles a better place to live for current and future residents.

Background
The overall population of Niles declined slightly from 2000 to 2010, yet it is expected
to increase 20% by 2040, according to CMAP projections. Niles has a larger proportion
of older adults than does the region, with 25% of its residents being 65 years of age or
older. This population in particular will benefit from improvements to the walkability
of the community. Other demographic trends include a population that is diversifying
in ethnicity, and a notable growth in the size of the Asian community in the Village.
Niles is situated just north of the City of Chicago with Milwaukee Avenue creating the
primary spine through the Village stretching northwest from Chicago’s border. The
Village also shares a boundary with four other suburban municipalities; Skokie, Park
Ridge, Morton Grove, and Glenview.
Two Metra lines (UP-NW and MD-N) flank the Village, but there are no stations within
the Village boundaries. This may in part underlie why Niles residents use their cars for
commuting to work more so than residents of the rest of suburban Cook County; 80% of
Niles residents drive alone to work, versus 76% of suburban Cook County residents1.
Despite the lack of commuter rail within the Village, it is well-served by transit. The
regional arterial roadway network that travels through Niles is what allows for 7
regional bus routes to pass through the Village. Pace Route 270 in particular, which
runs along the Milwaukee Avenue corridor, is an important regional connection for
residents of Niles and Glenview. Route 270 connects to the Jefferson Park transit center
in Chicago, making transfers possible to the CTA Blue Line, Metra UP NW, and 11
additional Pace and CTA bus routes. It also provides access to important destinations
along the route including the Aon Center, Golf Mill Mall, and Notre Dame High School.
The Milwaukee Avenue and Dempster Street bus routes are among the first routes
in Pace’s system that will be converted to ART service due to their high ridership;
Golf Road, Touhy Avenue, and Harlem Avenue ART services are to follow. Another
important route, Route 241, connects Golf Mill Mall to the Metra station in Park Ridge
and then on to the CTA Cumberland Blue Line station. The Village also provides three
free circulator bus routes that connect the Village’s residential neighborhoods to the
regional transit routes.
Unfortunately, the same roads that create regional mobility can also create barriers for
walking and biking. Many carry over 20,000 vehicles per day (see Map 2). Developing
strategies to overcome this and other challenges is the task of this plan.
The Village of Niles has many of the elements it takes to be a walkable and bikeable
community: a gridded street network, sidewalks on most streets, and schools and parks
within a short distance from residents. Many Niles residents already choose to get
around on foot or on bike.
1

With a coordinated and strategic approach towards improving the environment
for pedestrians and bicycles, the Village will systematically become a better place
where people choose to walk and bike. This plan has been created to identify actions
that the Village can take to improve the safety and ease of walking and biking in the
community.

“Efficient, accessible, and effective transportation networks
that provide access to alternative modes of travel, such as
transit, biking, and walking, are vital for higher quality of life,
livability, and sustainability. “
- Village of Niles Environmental Action Plan

Safety & Crashes
Crashes are unfortunate events. Although each crash is unique, behind every crash
there is an set of reasons that can explain why the crash happened. Therefore, the
overall number and severity of crashes is an important indicator of how well the
transportation system is operating.
Safety is a primary concern in Niles. Improving safety and reducing crashes is one
of the primary motivations for creating and implementing this plan. The goals of
safety and crash reduction are supported by all of the recommendations in this plan.
The recommendations are intended to both directly improve conditions for cyclists
and pedestrians, as well as to increase the number of people walking and biking for
activities for recreation and transportation. Through these two approaches, the plan
helps create “numbers in safety” and “saftey in numbers.”
Data on the location, frequency and severity of collisions between motor vehicles
and pedestrians or cyclists in Niles were obtained from IDOT for 2007 through 2011.
During this period 75 crashes with pedestrians and 94 crashes with bicycles were
reported in Niles. Four fatal pedestrian crashes occurred, three of which were along
Milwaukee Avenue or near an intersection with Milwaukee Avenue. Overall, about
1 in 4 pedestrians and 1 in 5 of cyclists involved in a crash were killed or severely
injured (KSI). Severe or fatal crashes occurred primarily on major roads, particularly
Milwaukee, Golf, Dempster, Oakton, Touhy, and Greenwood. The crash rates, based
on population, in Niles are higher than in suburban Cook County, as shown in Table
1. A true crash rate based on the number of people out walking and biking cannot be
known as the basic use data is not available.

U.S. Census, 2010
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Map 1: pedestrian and bicycle crashes, 2008 - 2012

Current Plans
There are several existing plans that address and provide recommendations for
pedestrian and bicycle improvements and land use regionally and within the Village.
One of the central goals of the GO TO 2040 comprehensive regional plan, created
by CMAP, is to improve quality of life in our region. To achieve this, the plan seeks
to direct investment toward strengthening existing communities and finding
opportunities to encourage new and sustainable development and redevelopment
in livable communities that are denser and designed for mixed uses. GOTO 2040
promotes investment in alternative modes of transportation, including public transit,
bicycling, and walking, as a key component to sustainable development and livability.
Improvements to these modes will reduce congestion on the area’s roadways, which
benefits all roadway users.
This theme of sustainable development is also discussed in Niles’ Comprehensive Plan
and Environmental Action Plan (EAP). Both plans consider the relationship between
land use and transportation, particularly by locating higher-density residential and
key destinations near existing and proposed transit routes. The recommendations
acknowledge that the Village is fully built-out with limited opportunity for major land
use changes and focus instead on infill development and redevelopment. The Land
Use Plan within the Comprehensive Plan includes a focus on existing businesses and
maintaining commercial uses, aging shopping centers, and access and circulation along
major corridors, including Milwaukee Avenue. Land uses along Milwaukee Avenue vary
greatly and include residential, commercial, industrial, open space and civic uses. The
Milwaukee Avenue Corridor Plan, also part of the Comprehensive Plan, acknowledges
and largely confirms recommendations made in the Village’s Milwaukee Avenue Plan
completed in 2006 but includes updates for changes that have occurred since that time.
Due to historically strong ridership of area Pace routes on and around Milwaukee
Avenue, it is designated as a priority ART corridor. The Pace Transit Supportive
Guidelines also focus on transit service, targeting office, or residential uses that place
more people closer to transit stops and nodes, as well as pursuing a mix of land uses
that generate pedestrian foot traffic and create activity at various times of the day.
The Northwest Municipal Conference (NWMC) developed a regional plan for bike
routes in the north and west suburbs of Chicago. The recommended routes are
suggested corridors, but the ultimate route alignment and design of the routes are
developed individually through further study. One of these routes travels through
Niles, which is included among the bike network recommendations in this plan.

Below, paraphrased, is a sample of key recommendations that
resulted from one or more of the existing plans in Niles.

• Promote mixed-use developments and multi-family units near
commercial areas and key destinations, such as transit stops and along
Milwaukee Avenue. (Comprehensive Plan, EAP, Pace Transit Supportive
Guidelines)
• Create a more walkable scale through housing density and compact
built forms. (Comprehensive Plan, EAP)
• Improve access management along the corridor by consolidating
access points and encouraging cross-access between adjacent parcels.
(Milwaukee Avenue Plan)
• Focus on improving the appearance and function of Milwaukee Avenue
and maintain commercial uses along the corridor. (Milwaukee Avenue
Plan)
• Seek land uses that generate pedestrian foot traffic and place more
people closer to transit stops. (Pace Transit Supportive Guidelines)
• Cluster retail establishments or community shopping centers, rather
than strip retail development, near residential areas are preferred
for vehicle and pedestrian shopper convenience, as well as traffic
reduction. (Pace Transit Supportive Guidelines)
• Local land use decisions should focus on the interrelationship
of transportation, land use, and housing, with an emphasis on
development patterns that support the use of public transit. (GO TO
2040)
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What does it take to be a walkable
and bikeable community?
The factors can be categorized 		
into four topic areas:
+ Mobility
+ Access
+ Amenity
+ Culture

Plan Goals
The plan’s goals, objectives, and recommendations
were developed in collaboration with the Village,
CMAP, and the Steering Committee, which had a broad
representation of stakeholders. They were arrived at
through an analysis of the existing environment in
Niles and the results from a public outreach effort.
Detailed results of the public outreach are available in
Appendix D.
This document is organized by topic area, with
a chapter dedicated to each, describing the
existing conditions in Niles followed by the plan’s
recommendations. A fifth chapter focuses on
conditions along Milwaukee Avenue and how walking
and bicycling can be improved, particularly in light of
the forthcoming ART service. The overarching goals of
each topic area are listed here.
Implementation guidance is presented following the
recommendations.

R#
6

This symbol indicates the
recommendations of this document

Mobility:

Culture:

Mobility is the ease of getting around on foot or on bike.
Having a network of sidewalks, comfortable streets for
bicycling, safe and convenient street crossings are the
essential elements to achieve mobility.

A culture that is supportive of transportation choices
will encourage more people to travel on bike or by foot.
This includes political support, through policies that help
create a walkable and bikeable environment, and social
support in the form of encouragement programs.

+ Make walking and biking safe and
convenient transportation choices in
the Village of Niles.

Access:
Access refers to the ability to get to a particular
destination. This encompasses the way properties are
developed and the existence or absence of facilities that
make full connections to destinations.

+ Ensure land use decisions and site
design supports walking and biking.

Amenity:
Amenities are those things that make walking and biking
pleasant. Amenities can take a trip that is a chore and
enrich it, turning it into a desirable activity. While a
network that lacks amenities will not prevent people
from walking or biking, the addition of these items will
make these modes more appealing. Examples of amenities
are vegetation that provides a buffer from moving traffic,
street trees that provide shade, lighting, and wayfinding.

+ Enhance the pedestrian and bicycle
networks to make walking and biking
within the Village comfortable.

+ Foster a culture that supports
walking and biking as transportation
choices.
+ Allocate necessary resources to
implement the recommendations in
this plan.

Milwaukee Avenue:
Milwaukee Avenue is an important roadway for the
Village in terms of mobility for residents and the
economic vitality of the community. Making the
roadway and the adjacent land uses amenable to walking,
bicycling, and transit will only improve the function of
the corridor.

+ Cultivate a walkable and transitfriendly environment along Milwaukee
Avenue and establish it as the “heart”
of Niles.

Mobility

7

Street Typologies
The Village of Niles is characterized by three primary
street types - local residential streets and two categories
of major streets: the commercial arterial and the
residential arterial. Local residential streets generally
have low traffic volumes and curb-to-curb widths of
25-40 feet. These relatively narrower streets, combined
with on-street parking create neighborhood cores,
within which walking, bicycling on-street, and crossing
the street as a pedestrian or bicyclist are accessible to
a wide spectrum of people of varying levels of ability
and comfort with traffic. In general, local residents,
members of the Steering Committee, and City and
police department representatives have not expressed
a concern that vehicle speeding or other traffic hazards
pose a barrier to walking or biking on this type of street.
Major streets are characterized by designs that are
oriented primarily for the through movement of vehicles.
They are defined for the purposes of this plan as streets
with 4 or more lanes. The scale of these streets is much
larger in many regards: higher traffic speeds, wider
roadway widths, larger curb radii, longer distances
between traffic signals, and deeper building setbacks
from the street. These streets range from 48’ wide, where
there are four travel lanes with no median or on-street
parking, up to more than 80’, such as on Dempster, which
has six lanes of traffic. With the addition of turn lanes
and large curb radii, the resulting crosswalks can be over
100’ long in some locations.
As a result, the environment created by major streets
presents barriers for the movement along and across
them by pedestrians and bicyclists.
Map 2, on the next page, visualizes the layout of
local streets and major streets. This map illustrates
that the major streets create islands of independent
neighborhood cores with local streets within them. The
neighborhood cores are separated from each other by
major streets.
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EXISTING STREET TYPOLOGIES
COMMERCIAL ARTERIAL STREET
(e.g. Golf Rd)
walk & bike area

48+’
FASTER

WIDER

RESIDENTIAL ARTERIAL STREET
(e.g. Howard St)

48+’

slower

LOCAL RESIDENTIAL STREET

narrower

25-40’

Parked vehicle

Moving vehicle

Typical character of local streets and major streets in Niles

Since the majority of non-residential destinations
(e.g. offices, shopping and some schools) in the Village
are located along major streets, addressing walking
and biking conditions along these street types has
the potential to have a large impact on the overall
accessibility of places by non-motorized travel.

Map 2: local streets and major streets in Niles
9

Sidewalk Network
The primary purpose of a transportation system is to
enable connections. Sidewalk gaps in the Village result
in streetscapes that do not provide the most basic
accommodation for pedestrians: a smooth and level
surface to walk on. Therefore, these gaps potentially
have a major impact on inhibiting people from walking.
Sidewalk gaps are located throughout the Village on local
and arterial streets, as illustrated in Map 3. A total of 28.8
linear miles of sidewalk gaps have been identified within
the Village compared to 190 miles of existing sidewalks.
In other words, 13% of sidewalks are missing compared
to if a complete sidewalk network existed. Over 40% of
the sidewalk gaps identified are along major streets.The
longest continuous gap measures about 1/2-mile, and the
average gap is 400 feet.
As was also noted in previous planning efforts such as
the Village’s Comprehensive Plan, sidewalk gaps on
major streets are particularly onerous barriers since the
high volume and speed of traffic on these roads is not
conducive to motor vehicles and pedestrians sharing the
paved part of the right-of-way.
Sidewalk gaps are particularly disruptive to those with
mobility limitations, such as people in wheelchairs,
pushing strollers, or walking with a cane. For this
population, even existing sidewalks can effectively be
gaps if they are in poor condition. The Americans with
Disabilities Act (ADA) mandated that public entities
develop a plan, known as a transition plan, for upgrading
facilities within the public right of way to be traversable
by all users. The Public Rights of Way Accessibility
Guidelines (PROWAG) offer guidance for how and when
to upgrade facilities.* The Village of Niles does not have
a transition plan, but curb ramps are being upgraded to
comply with ADA. In 2012, the Village allocated CDBG
funds to upgrade curb ramps as part of the Sidewalk
Ramp Improvement Project.
* PROWAG is in draft format, but is the leading guidance on the
subject.
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Sidewalk gaps can be categorized into three main types:

missing links
where there is no sidewalk along
an entire block on one or both
sides of the street

missing
connections
where the sidewalk does
not extend continuously to a
pedestrian activity spot such as a
bus stop or crosswalk

obstructions
where an obstruction, such as a
utility, prevents the continuation
of a sidewalk
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Map 3: sidewalk gaps in the Village of Niles
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R1

Develop an ADA transition plan to retrofit existing non-compliant
sidewalks and crossings
The Village should develop an ADA transition plan to prioritize and
plan for improvements to the pedestrian network that provide mobility
for people with disabilities. CMAP has developed a useful guide for
communities in developing these plans, “ADA Transition Plans for Your
Community.”1
The first step of developing a transition plan is to conduct an inventory
of the existing facilities and document their compliance.
For both the inventory and the improvements, arterials that are
planned for ART bus service should be prioritized, followed by regular
bus routes and the areas around key destinations such as schools and
Village-owned facilities.
Available online at http://cmap.illinois.gov and included as an appendix.

% of gaps by type
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% of gaps by type

A sidewalk implementation schedule in 5 phases has been
suggested based on the proximity of the gap to key destinations.
The sidewalk phasing was based on the following priorities:

% of gap type filled in each phase
more later

1. Proximity to schools, parks, and civic institutions
2. Along roadways with 4 or more lanes
3. Along transit routes

more earlier

all gaps

phase 1
0%

phase 2
20%

phase 3
40%

phase 4
60%

% of gap type filled in each phase
phase 5
28.8latermiles
more
80%

100%

A map of the recommended implementation phases is included in Appendix A.
more earlier
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all gaps

phase 1

phase 2

phase 3

phase 4

phase 5

28.8 miles

In order for bicycling to be an attractive mode of
transportation, a connected network of well-designed
facilities is needed. The type of facility will vary,
responding to the context of the street, including the
street width, the presence of on-street parking, and the
volume and speed of motorized traffic.

Bike network
Bicycles are permitted on any of the Village roadways; however, many of the existing
streets are not specifically designed for bicycle travel. On local residential streets,
traffic is usually slow and infrequent enough that most people interested in bicycling
can ride in safety and comfort. In general, streets with speed limits less than 30mph and
less than 3,000 motor vehicles per day are considered friendly for biking. The bikeable
quality of local streets can be publicized by designating them as part of an official bike
network using bike route signage. Bike route signage that incorporates wayfinding
signs helps to guide people to important destinations. Both route and wayfinding signs
are lacking in Niles.
A bikeway network that only accommodates biking on local streets still limits the
mobility of bicyclists to a small neighborhood core (see Map 2). With safe crossings
of major streets and comfortable facilities on select major roadways, bicyclists can be
connected to a regional network and have the reach of their travel extended. A handful
of experienced bicyclists were observed already biking on major streets in Niles.
Based on survey results from communities across the United States, the cyclists who
are comfortable on these types of roadways represent only 1% of the population. The
majority of the population will not feel comfortable on these streets without a welldesigned bicycle facility.
The Village’s most significant bicycle facility is the North Branch Trail through the
Cook County Forest Preserve that borders several residential neighborhoods. This trail
is an asset not just to Niles, but to the region overall. The trail connects Niles southward
to Chicago and northward to Glencoe and the Chicago Botanic Gardens. Getting to the
trail on bike is a challenge as there are no on-street bicycle facilities marked in Niles.
Several local and regional connections are proposed by the Village, the Northwest
Municipal Conference, and through this plan, that will create connections to the North
Branch Trail via the street network.

R3

Install on-street bike routes
The proposed on-street bikeway network as shown in Map 4 uses
a combination of different facilities based on roadway and traffic
characteristics. The network connects to the North Branch Trail, and
to the Howard Street bikeway. The network also expands its reach
by joining up with existing and planned facilities in neighboring
communities. The various recommended bikeway types are described
in more detail on the following pages as well as in Appendix B. Streets
that intersect with the bike routes should be controlled by stop signs.
This proposed network should be reviewed regularly as
implementation occurs to identify opportunities for further expansion.
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Map 4: existing bike facilities and proposals for Niles and adjacent communities
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Bike Lanes
Streets with bike lanes will be the primary bike routes through Niles.
Bike lanes are recommended along Howard Street, Waukegan Road/
Shermer Road, and Cumberland Avenue.

Cumberland Avenue:
North of Dempster Street, Cumberland is 38’ curb-to-curb with parking
on both sides. Bike lanes can be added by removing parking on one side
of the street and striping two 10’ travel lanes, two 5’ bike lanes, and one
8’ parking lane.

38’
South of Dempster Street, Cumberland is 36’ curb-to-curb with parking
on the west side only. Bike lanes can be added by striping two 9.5’ travel
lanes, two 5’ bike lanes, and one 7’ parking lane.
Shermer Road:
Between Dempster Street and Waukegan Road, Shermer is 46’ wide with
parking on both sides. Bike lanes can be added without any parking
modifications. The recommended cross-section on each side of the
centerline is: one 8’ parking lane, one 5’ bike lane, one 10’ travel lane.

Waukegan Avenue:
The existing cross-section along Waukegan Avenue varies. North of
Jonquil Avenue, there are four travel lanes; parking lanes and a median
are intermittent. The recommended cross-section is to remove a travel
lane and add a bike lane (or buffered bike lanes) in each direction with a
two-way left turn lane.
Between Jonquil Avenue and Howard Street, the recommended
configuration is the same as that for Cumberland Avenue: two travel
lanes, two bike lanes, and a parking lane on one side only.
Careful design of the bike lanes is required at the accute angle
intersection with Shermer Road.

40’+

*Parking along Waukegan Avenue is intermittent and not shown in the above illustration.

46’
parking

bike lanes at Waukegan/Cleveland
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Howard Street:
Between Waukegan Road and the North Branch of the Chicago River,
Howard Street is 46’ wide. To the east and west, it becomes wider with
a small median or space for turn bays. The entire corridor through Niles
has 4 travel lanes.
The recommended cross-section is 3 travel lanes with a bike lane in
each direction between Harlem Avenue and Caldwell Avenue. The Annual
Average Daily Traffic volume on Howard St is approximately 16,000.
Current guidance from the Federal Highway Administration supports
4-lane to 3-lane conversions for streets with ADTs up to 20,000. If this
is not possible for the entire corridor, the segment between Waukegan
Road and the river, which has residential land uses, should have this
configuration with shared lane markings or a side path to the east and
west. An added benefit of the 3-lane cross-section is that a pedestrian
refuge island could be added at the North Branch Trail crossing.

Signed routes
Bicycle wayfinding signs are an integral part of the network as they
indicate to bicyclists the best route to their destinations. These signs
should accompany all bike lanes and shared lane markings, in addition to
marking some routes through the signs alone, as indicated on Map 4 as
signed routes.
The Northwest Municipal Conference has developed the North and
Northwest Cook County Bicycle Signage Plan (2012), which includes sign
layout, design, and placement guidelines and standards that should be
used as a reference when installing signage in Niles.

Shared lane markings

Local streets with shared lane markings will make up the
secondary bike routes, providing access to local destinations such
as schools and parks.

Shared lane markings on a street indicate a recommended bike route,
demarcate the preferred riding path for a cyclist, and also serve as
a visual reminder to motorists to share the road with bikes. They are
appropriate on streets with lower traffic volumes and speeds, and on
streets where there is not enough room for a full bike lane. Shared lane
markings are not appropriate on streets with a speed limit above 35mph.

Monroe Street, Cleveland Street, Ozark Avenue:
On streets where there is a marked parking lane or a significant amount
of parking, the marking should be placed at least 11’ from the curb.The
marking should be placed in the desired riding path for the cyclist. On
local streets with infrequent parking, such as Monroe St, Cleveland St,
and Ozark Ave, the marking is recommended to be placed in the middle
of the travel lane.
16

proposed shared lane markings on Monroe/Cleveland

R4

Improve access to the Forest Preserve and North
Branch Trail
Two capital projects are underway that will provide much needed
access improvements to the Forest Preserve and the North Branch
Trail at Howard Street and Cleveland and Caldwell. Following are
suggestions to be considered in the planning process of these
projects:
• Cleveland at Caldwell: A Phase I engineering study is underway
at this location to identify crossing treatments. This could
become a primary access point for Niles residents to the Forest
Preserve for both pedestrians and bicyclists. It is one of the few
points of access for residents on the north side of the Village.
With four lanes, high traffic volumes, and high speeds, a full
traffic signal is recommended to be considered in the study.
Also, with an average daily traffic volume of approximately
15,000, Caldwell Avenue could see significant safety and
livability improvements with a 4-lane to 3-lane conversion. The
Federal Highway Administration has identified road diets as a
“Proven Safety Countermeasure” and concluded that at ADTs
under 20,000, a roadway may be a good candidate for a road
diet.1

R5

Coordinate with neighboring communities to connect
planned bike routes in Niles to a regional system
The recommended on-street routes in Niles were developed with a
regional network in mind. Further regional coordination will facilitate
mobility for Niles residents as well as visitors in accessing the Village.
• Upon adoption, share this plan with neighboring communities.
• Hold a coordination meeting to begin discussions on connecting
municipal routes.
• Attend Northwest Municipal Conference bicycle and pedestrian
committee meetings to report on the plan’s adoption,
implementation milestones, and learn of plans in other
communities.

• Howard Street: A bikeway is proposed along Howard Street. This
project is in an initial planning phase, Phase I engineering. The
ultimate alignment of the bikeway will be determined through
the Phase I process. See R4 for specific recommendations along
Howard Street.
1

http://safety.fhwa.dot.gov/provencountermeasures/fhwa_sa_12_013.htm
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Similarly, suppose that a person wants to walk from Notre
Dame College Prep to their home near the intersection
of Oriole Avenue and Greenleaf Street, on the other
side of Harlem Ave using only signalized crossings of
arterial roads. The shortest route to do this would take
22 minutes, compared to the most direct route that only
takes 12 minutes (but this would require crossing 5 lanes
of Harlem Avenue at an unmarked crosswalk). In order
to use the signalized crossing, the person’s walking time
almost doubles. The options of either a long walk or a risky
crossing pose physical and psychological barriers to those
who might consider walking. For those who choose to walk
or who must walk, there may be a strong motivation to
make a risky crossing to save time.

!
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Suppose that a person on a bike wants to take a trip from
their home near the corner of Oleander Avenue and Kedzie
Street to the Oak Mill Mall at Oakton/Milwaukee using only
local streets and signalized crossings of arterial streets.
The shortest route to do this would be a 2.5 mile bike ride,
compared to the most direct route of only .75 miles along
Milwaukee Avenue. This represents a 250% increase in
distance for the person on the bike: a substantial deterrent
to making the trip by bike.

Eight segments of arterial streets in Niles have a spacing of 1/2mile or greater. This spacing means a pedestrian or bicyclist may
have
to travel
significantly out of their way to find a safe crossing.
!
!

HARLEM AVE

Traffic signals along arterial roads are key opportunities
for pedestrians and cyclists to reach destinations on the
other side, or to traverse between neighborhood cores. The
location and frequency of these opportunities impacts the
directness of walking and biking routes and the likelihood
that people may make risky crossings to avoid circuitous
detours. Map 5 demonstrates two potential scenarios in
which the absence of a traffic signal could have a big impact
on someone choosing to walk or bike.

CUMBERLAND AVE

Crossings

Places to safely and conveniently cross the street are necessary to create
a connected network for bicycles and pedestrians. Crossing multi-lane
roads at uncontrolled intersections is very challenging. Pedestrians and
bicyclists need to judge for adequacy of gaps in traffic simultaneously in
two different directions and time their crossing carefully. This can be even
more challenging for children and elderly pedestrians.

R6

Adopt a crosswalk marking and maintenance policy
The Village should adopt a crosswalk marking policy to ensure
crosswalks are consistently installed where they are needed and are
properly maintained to ensure consistent visibility. Guidance for the
policy is provided below.
Stripe high-visibility crosswalks at:
• All legs of signalized intersections
• All legs of intersections adjacent to bus stops, schools, parks, and
senior centers
• All mid-block or uncontrolled locations
Stripe standard crosswalks at all crossings of local streets except
noted above and at existing brick paver crosswalks to supplement
the paver material. Paver crosswalks are not recommended for future
use as they are more costly and less visible than high-visibility
crosswalks. Standard Crosswalk

6”

High-visibility Crosswalk

signalized intersections
At major intersections, traffic signals and pedestrian signals, with a “walk” or “don’t
walk” indication, can help establish the right of way to assist pedestrians and cyclists in
crossing the street.
The absence of pedestrian signals can contribute to confusing and hazardous situations
such as pedestrians becoming ‘trapped’ in the middle of an intersection when the
signal turns red for vehicles. Countdown signals have become the national standard for
pedestrian traffic signals and are required for all new installations, per the Manual of
Uniform Traffic Control Devices (MUTCD). Most traffic signals in Niles have pedestrian
signal heads; however, very few have the countdown signal heads. Four of the 60
intersections are lacking pedestrian signals altogether.

R7

Add pedestrian countdown signals where missing
Upgrades are planned for three of the following four
intersections that are currently missing pedestrian signals:
•
•
•
•

Golf/Milwaukee*
Greenwood/Milwaukee *
Golf/Greenwood
Harlem/Oakton*

* IDOT is planning for signal modernization at these locations which will include
pedestrian push buttons, countdown timers and high visibility crosswalks.

“the Village should consider improvements to pedestrian crossings at all signalized intersections”
— Niles 2030 Comprehensive Plan
2’ 2’
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R8

Convert existing signals at priority locations to
countdown signals
All substandard signals will eventually be phased out and upgraded to
countdown signals as they are replaced through routine maintenance.
However, at areas with high pedestrian traffic, signals should be
prioritized for replacement at an accelerated schedule. Priority
locations are listed below. All signals in Niles are under IDOT
jurisdiction, thus the Village will have to work with IDOT to get these
signals replaced.
•
•
•
•
•

Pace ART stations (see Map 6)
Pace bus stops
Schools
Civic institutions
Commercial corridors

Several signals are already scheduled for updates:
• Milwaukee/Harlem
• Milwaukee/Howard
• Howard/Harlem
• Milwaukee/Oakton
• Milwaukee/Main
• Waukegan/Oakton
• Caldwell/Oakton
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R9

Prioritize pedestrians and bicyclists in re-design of
intersections or signals
As intersections are rebuilt or traffic signals are re-timed, these
represent opportunities to improve pedestrian and bicycle safety and
mobility. Relatively minor geometric changes to minimize the curb
radii, or add curb bump-outs or pedestrian refuge islands reduce the
crossing distances and the time spent in the roadway for a pedestrian.
In terms of signal timing, a leading pedestrian interval or lagging left
turn phase separates users by separating the phases, thereby reducing
conflicts. For bicyclists, ensuring that bicycles can be detected at
actuated signals or providing a push-button that can be easily reached
by a bicycle can reduce their wait time.
Changes to improve pedestrian and bicycle travel should be routinely
considered at all intersections as they are being reconstructed. Two
intersections that are particularly challenging now that should be
addressed when the opportunity arises are:
• Dempster/Milwaukee - With the grade separation of Dempster
Street traffic and right-turn slip lanes from Milwaukee to
Dempster, pedestrians have to cross three legs instead of just one
to get across Dempster Street. The sidewalk in the center of the
intersection has no curb ramps, making it difficult for some and
impossible for others to access. While the three-stage crossing
makes each leg shorter, the overall crossing becomes more
complicated. Meanwhile, crossing Milwaukee Avenue is still long,
at over 100 feet, despite already being a two-stage crossing.
• Harlem/Oakton- The large curb radii at this intersection make the
crossings long. Simply tightening up the radii would make this
intersection easier to traverse on-foot.

Activation
Many traffic signals in Niles with pedestrian heads are
equipped with push-button actuation. At these locations,
the pedestrian ‘walk’ indication does not illuminate
unless the button has been pushed. This configuration
can create long waiting times, since a person who arrives
at a signal just as it turns green for vehicles would be
faced with a counter-intuitive ‘don’t walk’ indication.
One would have to wait an entire signal cycle for the
‘walk’ indication to appear after pressing the push button
in this case. These wait times may be rather considerable
in locations where minor streets cross major streets that
are allocated the majority of the green time. Also, at
certain locations, such as Greenwood/Church, the pushbuttons were observed to be malfunctioning, and the
‘walk’ indication could not be successfully activated.

R10

Identify and repair malfunctioning and non-compliant push-buttons
• Inventory all existing traffic signals for push-buttons. Using a summer intern to
complete this task is a cost-effective way of developing this database.
• Document the ADA-compliance of all push-buttons and whether they are in working
order.
• For push-buttons not under Village jurisdiction, report malfunctioning or noncompliant push-buttons to appropriate agency.
• Establish a forum for citizens to report malfunctioning push-buttons and raise
awareness of the issue (see Recommendation 47).

At locations where traffic signals for vehicles are not on
a timer but instead activated by a loop detector, cyclists
may never be able to trigger a green signal unless the
detector is located and designed with cyclists in mind.

R11

Pilot a leading pedestrian interval
A leading pedestrian interval would be appropriate at traffic signals where there are frequent
conflicts between pedestrians crossing and turning vehicles. Leading pedestrian intervals at traffic
signals provide increased visibility for pedestrians to pass through an intersection by giving the
“WALK” signal several seconds before cars are given a green light to enter the intersection in same
direction.
Work with IDOT to try and implement the leading pedestrian interval pilot at a location already
scheduled for signal modernization (see recommendation 8). A location where an arterial street
intersects a local street (such as Milwaukee/Main) could be suitable for a pilot since there are
unlikely to be impacts on delay for motor vehicles. If the pilot is successful additional locations for
implementation should be identified.
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Unsignalized intersections are often
logical places for a pedestrian to cross
and are legal crosswalks, even where
the pedestrian crossing has not been
marked. However, the lack of markings
reduces visibility of the crossings.
milwaukee/monroe

unmarked crossings
In Niles, many of the unsignalized intersections along
arterials have no crosswalk markings. At intersections
of local streets, unmarked crossings are generally not
of much concern as the traffic volumes and speeds are
low. However, where local roads intersect major streets,
these may be logical or direct places for pedestrians and
cyclists to cross based on their destinations. At these
locations pedestrians and cyclists must wait for a suitable
gap in traffic on the cross street. Finding a suitable gap,
especially across two-way, multi-lane streets, may be
difficult or require long waiting times.
Per state law, motorists must stop for pedestrians in a
crosswalk. Compliance with this law is not high and at
unmarked crossings, it would be difficult for a motorist to
identify when a pedestrian is in a legal crosswalk.
milwaukee/monroe

22

refuge spaces

In some cases, a midblock location is the most convenient place
for a pedestrian to cross. This often occurs where the access points
to activities and destinations are between intersections. These are
only legal crosswalks if they are marked. The Village of Niles has
no midblock marked crosswalks. Where people frequently cross
midblock, it may be an indication that there are not enough marked
crossings in the vicinity or that the existing crossings are not in the
most convenient location.

Properly designed median islands on multi-lane
roadways can provide a useful role in assisting cyclists
and pedestrians to make midblock crossings. They
enable people to cross one direction of traffic, and then
wait in a protected place to find a suitable gap to cross
the other direction of traffic. However, in Niles painted
medians and two-way left turn lanes are used as de facto
pedestrian refuge areas, and this is a hazardous condition
since pedestrians and cyclists are left exposed in the
middle of the road.

impromptu crossings
These informal crossings can be hazardous since motorists may not expect or be able to see pedestrians and cyclists
crossing at these locations. Various design treatments are available to formalize these locations into marked
crossings and improve visibility, however, at present there are no such formal “midblock” crossings in Niles. In many
cases, impromptu crossing activity was observed to occur downstream of signalized intersections where people were
attempting to take advantage of a gap in traffic created by a upstream red signal for vehicles. The incidence of these
crossings is likely higher where the signal spacing is greater.

6600 block of milwaukee

greenwood avenue

milwaukee/golf
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R12

Provide a safe crossing opportunity at 1/4-mile intervals along arterial
roadways.
The Village should pursue installing new traffic control devices at 10 priority locations, as indicated
on Map 6, to achieve approximately 1/4-mile spacing. Traffic control devices include not only traffic
signals, but also a number of other different solutions that may be appropriate on arterial streets
(such as flashing beacons).*

Suggested locations:
•
•
•
•
•
•
•
•
•
•

As these segments of arterial streets are under the jurisdiction of IDOT, the Village will have to work
with IDOT to determine the appropriate treatments. The Village should secure funding for required
engineering studies and for the subsequent design and installation of suitable traffic control devices.
The following steps should be followed to determine the suitable treatment:
• Conduct traffic counts at each location to determine if warrants for a new traffic signal are
satisfied.
• If a signal is warranted, work with IDOT to install a signal.
• If a signal is not warranted, consider other treatments to provide a safe crossing. Possibilities
include a pedestrian hybrid beacon1, Rectangular Rapid Flash Beacon (RRFB), and/or pedestrian
refuge island with high-visibility pavement markings.
1

Milwaukee/Greenleaf2
Milwaukee/Monroe
Milwaukee/Jonquil
Dempster/Oriole
Harlem/Greenleaf
Waukegan/Cleveland*
Caldwell/Cleveland*
Greenwood/Park
Oakton/Ozark
Howard/North Branch Trail*

*beacons are planned at these locations

2

Coordinate with Pace ART locations;
if a bus stop remains at Milwuakee & Crain,
consider a pedestrian refuge island at Crain in
addition to improvements at Greenleaf.

As of this printing, IDOT has not installed a pedestrian hybrid beacon. However, these devices are included in the MUTCD

* An RRFB (left) or a pedestrian hybrid beacon (right) may be appropriate if it is determined that warrants for a traffic signal are not met.
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Pedestrian refuge islands
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Refuge islands should be considered for installation on arterial streets where a safer crossing is
desired but a traffic control device is not appropriate. Refuge islands are most effective when used
in conjunction with other traffic control devices such as RRFBs, signage and crosswalk markings.
The illustration here demonstrates how pedestrian refuge islands would be employed at Milwaukee
Avenue and Jonquil Terrace. This shows two islands, but if there is one primary pedestrian crossing
or if left turns from one direction need to be preserved, one island could be installed instead of
two.

Jonquil Terrace

Existing: Milwaukee and Jonquil

Proposed Pedestrian
Refuge Island
It is not necessary to install refuge
islands on both sides on an intersection.

Technical Guidance:
The islands should be a minimum of 6’ in width.
They are feasible in more constrained right-ofway by briefly narrowing travel lanes to 10’ or
10.5’ at the crossing.

nue
Ave
kee
wau
Mil

Left turns from Milwaukee Avenue may need to
be restricted after instillation and/or the island
may be implemented on only one side of the
street (e.g. the south side) so that left truns
from the opposite direction are allowed.

Jonquil Terrace

Proposed: Milwaukee and Jonquil
25

R13

Improve at-grade North Branch Trail crossings.
Howard Street: At a minimum, this trail crossing should be upgraded
to a signed and marked crosswalk with high-visibility pavement
markings. RRFBs are being considered as part of the Howard Street
project. If the cross-section of Howard Street remains 4 lanes,
installation of a median refuge island should also be considered.
However, reducing the cross-section of Howard St to 3 lanes, two
travel lanes with bike lanes, is preferable (see R4).
Harts Road: At a minimum, this trail crossing should be upgraded to a
signed and marked crosswalk with high-visibility pavement markings.
Installing a raised crosswalk is preferable.
existing trail crossing at Harts

Touhy Avenue: The Touhy Avenue bridge is currently in the planning
phase to be reconstructed by IDOT. IDOT has informed the Village of
Niles that the reconstruction will begin in 2016. The reconstructed
bridge will include widened sidewalks on both sides of the road, with
one side wider to accommodate trail traffic.
At Touhy Avenue, the trail crosses both the roadway and the river.
The reconstructed bridge will be a big improvement to the existing
crossing. Currently, an actuated traffic signal maintained by the Forest
Preserve lets trail traffic call for a walk signal. This signal is expected
to remain following the reconstruction of the bridge.
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proposed trail crossing at Harts
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Map 6: Summary of suggested locations for crossing improvements
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Access

28

The ability to access destinations is
separate from the ability to get from
one point to another. Accessibility is in
large part a function of the land use and
development of properties from a macro
scale, meaning what types of uses are
allowed and where, to a micro scale,
including how a building’s entrance is
oriented and how direct a pedestrian’s
path is. In Niles, land has historically
been developed without regard to how a
pedestrian or bicyclist would access it.

Land Use and Development
Destinations need to be within a comfortable distance to
achieve a walkable and bikeable community. Typically,
a distance of ¼-mile is considered to be a reasonable
distance for someone to walk to their destination. A
comfortable biking distance can vary greatly depending
on age, experience, and level of fitness, however, a
benchmark that has been used for children biking to
school is 2.5 miles.
Due to the neighborhood cores, Niles has many
destinations in close proximity to its residents: schools,
parks, and public institutions such as the family fitness
center and library. Many residents are also close to
Milwaukee Avenue as the crow flies; however, the
connections are often indirect, making the route longer
than it seems.
Milwaukee Avenue is the primary destination for
commercial uses in the Village. The land uses along
Milwaukee Avenue vary greatly and include residential,
industrial, open space, and civic uses in addition to the
commercial. Despite this variation, there is a lack of
deliberate mixed-use development along Milwaukee
Avenue that contributes to a walkable environment.
Several other small pockets of commercial uses exist
along Dempster Street, Oakton Street, and Touhy
Avenue. East of the Forest Preserve, the Village is largely
industrial, with some commercial mixed in.
The Village has limited multi-family developments,
particularly along Milwaukee Avenue. Increasing density
through additional multi-family residential properties

would support transit as well as commercial activity
along the corridor.
Several existing plans have addressed land use and
provided recommendations for future uses within the
Village. The most relevant of these recommendations are
reinforced here. These plans recognized that the Village
is fully built-out with limited opportunity for major
changes, thus the focus was instead on infill development
and redevelopment.
The goals and recommendations in the existing plans
are not currently supported by the Village’s Zoning
Ordinance. For example, mixed-use development is not a
permitted use and few of the current regulations permit
the form or density required for more walkable places.
The regulations that are limiting the type of development
that supports walkability include:
• Residential front yard setback of 25 feet for single
and multi-family properties
• Maximum FAR of 0.5 for residential properties
• Residential height limit of three stories or 40 feet
• Requirement of 2 parking spaces for every multifamily dwelling unit
• Landscaping requirements do not adequately
address parking lot screening and buffering for
pedestrians
In addition to these, some uses that can contribute to
vibrancy in a community, such as full service restaurants
and video stores, are not permitted uses.
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Map 7: Village of Niles land use designations
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R14

Create economic development incentives for desired
uses
Such as permit fee waivers, expedited review processes, parking
reductions, sales tax rebates, incentive zoning, and liquor licensing

R15

Encourage mixed-use development

R16

Increase the permitted intensity of residential
properties
• Increase the maximum FAR for residential properties or eliminate
it altogether as a way to restrict bulk
• Increase the permitted residential height limit
• Permit and encourage accessory units in single-family residential
areas

• Create a new mixed-use zoning
category in the zoning ordinance
• Allow mixed-use near ART stations
• Allow mixed-use along appropriate
areas of Milwaukee Avenue and other
major corridors
• Encourage multi-family developments
to be located near mixed-use,
business, and transportation nodes

Rendering of residential intensity at Oakton and Milwaukee
31

A sidewalk network, even a complete
one, that does not make connections
to buildings is like an expressway
without off-ramps. Everyone is a
pedestrian at the moment when they
enter or leave a building, and so,
making the “last yard” connection
between sidewalks and the bicycle
network to building entrances is
important to improve access for
everyone.

Building Form and
Site Design
With some exceptions from both old and recent
developments, site plan configurations for
commercial land uses in Niles tend to be designed
around providing access for motor vehicles, while
leaving circulation and access for pedestrians and
cyclists an afterthought or unaddressed. The extent
to which this is a barrier to walking and cycling
varies with the scale of the land use. A typology
of these contexts is presented here. Some of these
contexts occur in combination with each other.

32

strip malls

Sidewalks, if provided, tend to be adjacent to the building
facade or between the parking and the roadway. This
creates situations where the continuity of the sidewalk
is discontinuous as it jogs laterally along the streetfront
and in some cases seems to disappear in front of these
businesses. Where the sidewalk is between the parking
and the roadway, the pedestrian is effectively on a
narrow island between spaces for cars.

big box & shopping malls

side

wal

ks

These illustrations demonstrate various
prototypical configurations of buildings, parking
lots and sidewalks (illustrated in blue). Note how
the continuity of the sidewalks is broken and
how they do not reach the buildings.

Sidewalk continuity extends past these parcels on main
streets, but there is no continuity of access through the
parking area to the front door of the building. Challenges
for pedestrians and bicyclists are heightened by the scale
of the building and its associated parking lot.

stand alone uses

walkable
The access needs of motorists, pedestrians and bicyclists
are all provided for in this context, but the priority is
shifted and sidewalks connect from the street directly
to the buildings. Pedestrian and bike access points are
oriented based on the location of the building’s doors and
not based on the location of the driveway for vehicles.
Bicycle parking is located near the building entrance and
parking for vehicles is behind the property, away from
the sidewalk.

Again, sidewalk continuity may extend past these parcels,
but access to the front door often ends at the boundary of the
parking lot. Buildings may be set back a considerable distance
from the street and accessed by vehicles via a long driveway
and pedestrian or bicycle access requires walking/biking along
the driveway. The size, location and number of curb cuts along
the street when many of these uses are located adjacent to each
other creates a sidewalk that is continuously interrupted. In the
most severe cases, the sidewalk is effectively a series of islands
between driveways and cub cuts.
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R17

Require pedestrian paths in large surface parking lots to provide direct
access between the sidewalk and the front door.

Minimum of 6’ in width
for pedestrian pathways

Parking lots, like intersections, are a venue where vehicles and pedestrians share the same space.
Though cars typically drive more slowly in parking lots, pedestrian visibility can be obstructed
by parked cars. Pedestrian paths provide clear, safe walking routes between cars and business
entrances.

R18

Reduce vehicular parking requirements for commercial uses and
multifamily developments.
High parking requirements can in some cases hinder economic development and ironically hold
back the very increases in development density that contribute to creating more walkable and
transit-oriented places that require less parking to survive and in fact thrive with fewer parking
spaces and less associated traffic. For example, the City of Geneva, Illinois, recently removed its
parking requirements for restaurants within the downtown (zero parking spaces required) and
has since seen several new restaurants open. Land devoted to parking cannot be put to more
productive use that generates rent, and the cost of building structured parking for higher density
developments can be prohibitive.

2’
2’

2’

5’

6’

Maximum of 50’
from bicycle parking
to entrance.
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R19

Require bike parking for multifamily, commercial,
mixed-use, and civic developments.

R20

Require sidewalk improvements and maintenance
for all new developments and redevelopments.
Require sidewalks to be added where they are missing in front of any
property obtaining a zoning permit, subdivision/consolidation approval,
or major building permit.

R21

Amend the zoning ordinance to create a “build to” zone (or line) rather
than a minimum front yard setback of 25 feet.
A setback line indicates the closest a building may be placed to a property line, but is silent on
where behind that line a building may be placed. A build-to zone indicates a zone or area in which
the facade of a building must be located. The use of a build-to zone balances control over building
placement and needed flexibility. This method also provides an element of predictability that is
absent when the only requirement is to locate a building beyond a certain line. Build-to zones
typically bring buildings closer to the street with a level of predictability.

R22

Require main entrances of buildings to cater to pedestrian traffic
• Require all new developments and redevelopments to locate main entrances oriented towards
the street and sidewalk
• Ensure universal design by requiring all entrances to be accessible and ADA-compliant
• Ensure main entrances are clearly identifiable with appropriate signage and are free of
obstructions

R23

Implement recommendation from 2030 Comprehensive Plan to limit
the number of curb cuts on a property or block
To improve sidewalk continuity, particularly along Milwaukee Avenue, better access management
is required to improve pedestrian mobility while maintaining access to businesses.
Developments and redevelopment should be allowed to provide a maximum of 1 driveway for up
to 50 feet of frontage, 2 driveways for 51-150 feet of frontage and three driveways for >150 feet
of frontage. The Village should work cooperatively with IDOT and business owners to find ways
to pro-actively consolidate existing driveways, locating them to the side or rear of buildings, and
encourage cross-access between adjacent parcels.
35

Generally, pedestrians are expected to
walk up to a 1/4-mile to access transit.
Thus, having higher densities near transit
increases the potential ridership. If
transit is accessible to bicyclists, the
service area of a particular route can be
expanded beyond a 1/4-mile. However, if
the pedestrian or bicycle routes leading
to transit are nonexistent or insufficient,
the service area is diminished.

Access to Transit

While bus transit is a mode of travel to a destination, the
bus stops themselves are destinations for pedestrians and
bicyclists. Therefore, streets along and adjacent to bus
routes are also important activity areas for pedestrians
and bicyclists. Pace plans to develop ART on Milwaukee
Avenue, and the future stops for this service are expected
to generate more pedestrian and bicycle activity due
to projections of increased ridership. Seven proposed
ART stations for the Milwaukee ART route fall within the
Village of Niles with two additional stations immediately
outside the Village limits. The land uses surrounding
these proposed stations vary including public uses,
commercial uses, and residential uses.
Currently, Pace bus routes run as ‘flag stop’ services in
Niles, with the exception of routes on Milwaukee Avenue
and Dempster Street which have signed stops. With
flag-stop service, buses do not stop at set locations, but
instead passengers alert the driver to where they would
like to get on or off. Pace is working to convert its entire
system to signed-stops.
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R24

Create a multifamily residential zoning district.
The new category should allow for a smaller and more walkable scale of multifamily
development than the current R4 zoning district in order to support transit. Pace’s
development guidelines suggest a density of 8 or more dwelling units per acre.

R25

Allow zoning bonuses for developments within one block of ART
stations.
Zoning bonuses are used by many cities as a way to encourage development near proposed
ART stations and to achieve a higher standard of development than might otherwise be
required. Developers are incentivized with bonuses such as increased height and FAR
allowances, parking reductions, greater flexibility in use restrictions to accomplish mixeduse in exchange for meeting certain location or development requirements (e.g., public open
spaces, pedestrian and bicycle facilities, or even lobbies that provide a sheltered waiting
area for transit customers).

On the average day in the first
quarter of 2013, there were 6600
boardings and alightings of Pace
buses within Niles.

R26

Coordinate Village construction with Pace to construct
links between all bus stops and the sidewalk network.
• Conduct inventory of all bus stops, noting whether there is a
sidewalk connection.
• Where missing, schedule and install connections.
• For all new sidewalk installations, ensure that at each bus stop,
the sidewalk is connected to the bus stop pad.
• Coordinate with Pace to find out when and where bus stops will be
added. Survey the location of the new bus stop and plan for a new
connection to the bus stop, where necessary.

bus stop with missing sidewalk connection

R27

Establish sidewalk snow removal requirement for all property owners.
Maintenance of public facilities such as the Village sidewalk network deserves year-round
consideration and shared responsibility. The Village of Niles should acknowledge this by
establishing a Village Ordinance which requires the removal of a minimum 4’ width of snow and ice
on all sidewalks by property owners.
The Village should ensure that all Village-owned and maintained sidewalks are cleared of snow
within a few hours of a measurable snow event.
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Amenity
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When the conditions of the outdoor environment are harsh,
such as during a blizzard, little walking and biking tend to
happen. However, if the conditions for being outdoors are
favorable, walking and biking can be not only a form of
transportation, but also a pleasant activity. How streets
and buildings are designed, and whether they incorporate
amenities such as street furniture and adequate directional
signage, also impacts the physical and psychological comfort
of being a pedestrian or bicyclist.

Separation from traffic
Being physically separated and buffered from moving traffic makes walking and
biking more comfortable and feel more safe. The impact of a buffer becomes more
important as the speed of motor vehicle traffic on the adjacent roadway increases.
The buffers provided for pedestrians vary considerably in Niles, even along a single
corridor, since the ability to provide this separation is affected by the available rightof-way and the roadway width. Along Milwaukee Avenue, for example, separation
from traffic ranges from none (where the edge of the sidewalk is right up against
the curb) to a wide buffer planted with trees and grass (this buffer is known as a
“parkway”). In between the extremes, there are instances of wide sidewalks and
areas where streetscaping with brick pavers increase comfort levels by creating the
essence of a buffer space.
For bicyclists, the need for separation also increases as the traffic volume and
speed increases. On local streets, separation is usually not necessary, while on
arterials, a bike lane, buffered bike lane, or even a sidepath are desirable facilities.
Since as mentioned earlier there is no on-street bicycle network in Niles, there is
no separation provided between moving traffic and bicycles except for the Forest
Preserve where motor vehicles are prohibited entirely.
See the Milwaukee Avenue section for more about improvements to sidewalk
buffers.

Existing sidewalk buffers along Milwaukee Avenue: parkway (top), narrow
hardscape (middle), none (bottom).
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One of the least favorable impressions of a street, especially
for a pedestrian, is the sense of passing through a sea of
parking.

Parking lot buffers
Although parking lots can be important to supporting retail and commercial activity,
they exist in a supporting role for customers and employees. They should not dominate
the character of a commercial district or neighborhood. Many of the streetscape
improvements included in this section were first discussed in the 2007-2008 Milwaukee
Avenue planning documents.
Section XII of the Village Zoning Ordinance, specifies landscaping and screening
requirements with the intent to “foster aesthetically pleasing development which
will protect and preserve the appearance, character, health, safety, and welfare of the
community.” The existing requirements do specify vegetated buffers around parking
lots, however, very few parking lots in the Village have existing landscaping that
meets the current requirements. Recent efforts have been made to improve parking lot
buffers along Milwaukee Ave, especially at the corner of Milwaukee/Oakton.

Recommended configuration of vegetation and fencing in parking lot buffers
(left). Recently installed buffers in Niles (center).
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R28

Strengthen perimeter landscaping requirements in
the Village’s Zoning Ordinance
- Require ornamental metal fencing within perimeter landscaping of
new parking lots. Fencing should be set back from sidewalk so that the
vegetated area of the buffer zone abuts the sidewalk.
- Increase minimum width of required parking lot perimeter landscaping
from 5 feet to 7 feet (including 2 foot vehicle overhang area).
- Require perimeter landscaping along 100% (previously 50%) of the
street frontage for parking lots across from nonresidential properties.
- Increase required frequency of trees within perimeter landscaping of
parking lots to not less than one tree per 35 feet of street frontage.
- Strengthen the ordinance to apply to new parking lots designed for 10
or more spaces (currently 15).
- Existing parking lots that have no landscaping implemented and
are designed for 30 or more spaces should be required to meet the
landscaping standards by 2018. Existing lots smaller than 30 spaces
(without or without landscaping) would not need to make changes.

Tree canopy
A mature tree canopy provides shade and can also generate a traffic calming effect
compared to streets that are wide open. There are approximately 8,500 trees on Village
rights-of-way based on an inventory conducted in 2012, and about 200 new trees
are planted by the Village each year. The extent of the tree canopy in Niles varies.
Many residential streets have good tree coverage that provide complete shade along
the sidewalks in the summertime. However, certain residential street segments are
completely devoid of trees, despite the presence of a parkway to plant them in. Large
shade trees are absent along the majority of the length of major streets, particularly
Dempster Street and Greenwood Avenue, both of which have very few sections with
parkways.

R29

Continue to increase tree canopy coverage in the
Village by planting new trees on parkway locations.
Tree canopy coverage also advances policy goals for sustainability.
This plan endorses implementing the tree planting recommendations
from the Niles Environmental Action Plan, including reducing the
maximum allowable spacing between required parkway trees in new
developments. Niles has already increased the tree canopy coverage in
many neighborhoods and should continue these efforts. Over time, new
and existing trees will require maintenance and monitoring to ensure
they do not cause obstructions to the roadway or sidewalk.
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Shelter
Most bus riders are pedestrians at the start and end of
their trip. Shelters make walking to and waiting for the
bus more comfortable by protecting riders from weather
and by often including a bench for a place to rest. These
amenities are particularly important for older adults. The
Village of Niles participates in Pace’s ad shelter program.
Through a third party vendor, shelters are installed
along bus routes and the Village shares advertising
revenue with the vendor. Many of the bus stops in Niles
have shelters, including stops along the free circulator
routes. The drawback of this program is that Pace faces
restrictions on posting route information that would be
useful to its customers (such as a timetable and map) in
these shelters.

R30

Revise third party bus shelter contracts to allow posting of Pace bus
map and schedule information.

R31

Encourage awnings and shelter elements in buildings along ART
corridors through design guidelines.
The Village should develop urban design guidelines for the Milwaukee Avenue and Dempster
Street corridors that address criteria for architecturally appropriate integration of awnings
and canopies on buildings (especially on buildings at corners near ART stops and where tree
coverage is limited due to parkway constraints).

Shelter from inclement weather and shading from the
sun for pedestrians can also be achieved by integrating
awnings and canopies on buildings. Both more recent
as well as more traditional storefronts along Milwaukee
Avenue integrate these elements, however, in strip-malls
and other automobile-oriented businesses they are either
absent or function primarily as a place to put signage.

Contemporary application of awnings and canopies
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Bus shelter

Bus stop without amenities

Other street furniture
Other street furniture elements that are both useful and
attractive include sidewalk cafe seating, garbage/recycling
receptacles along commercial corridors, and bike parking.
Recommendations for bike parking are discussed in the
Access section of this plan (under Building Form and Site
Design). The development at the southeast corner Touhy
and Milwaukee has provided space for a sidewalk cafe, but
such cafes are rare in Niles. However, impromptu cafes set
up in strip mall parking lots suggest that there is a latent
desire for a place with more outdoor dining opportunities.

Makeshift sidewalk cafe in strip mall (Niles, IL)

R32

Develop opportunities for
outdoor seating.
The phsyical configuration of sidewalks
along Milwaukee Avenue and other
major streets in Niles, with large
building setbacks and parking between
the sidewalk and building facade,
is not overly conducive to creating
traditional sidewalk cafe space.
However, opportunities exist to creatively
repurpose parking lot space for outdoor
seating on a seasonal or permanent
basis.
Conversion of parking lot space into outdooor seating area (suburban Baltimore, MD)
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lighting
Pedestrian-scaled lighting along major streets increases visibility and the feeling of
personal safety. Pedestrian-scaled lighting has been installed along the southern end
of Milwaukee Avenue as part of the streetscaping improvements.

R33

Continue to implement pedestrian-scale and
decorative lighting in all future streetscapes.

The pedestrian environment must
be carefully designed to provide
buffering from vehicular traffic...
- Pace Transit Supportive Guidelines
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Milwaukee Avenue
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Milwaukee Avenue creates great connections for drivers and
transit riders to the City of Chicago and northwest suburbs.
It is the spine of retail and commercial activity in the Village.
But the design of the corridor creates a barrier, especially
for pedestrians and bicyclists traveling along and across the
street.
greenwood ave

golf rd
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greenwood ave

greenwood ave

1.1
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future ART stops

0.15
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future ART stops
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Milwaukee Avenue carries two lanes of traffic in each direction over its entire length through Niles. The exact
church st / maryland st
church st / maryland st
configuration of the cross-section
varies to at times include a painted median, on-street parallel parking,
or a
vegetated buffer next to the curb. Approximately 30,000 vehicles use Milwaukee Avenue on an average day. Weekday
ridership on Pace buses through the corridor was 3,392 in Jan 2013 (Saturday: 2,064; Sunday: 1,362), and 1,700
boardings and alightings occur at bus stops along or intersecting Milwakee Avenue on an average day.
courtland dr

future ART stops

church st / maryland st

0.34

courtland dr

In addition Pace is planning to implement ART (Arterial Rapid Transit) on Milwaukee Avenue. This priority provides
mobility across greater distances with stops located less frequently (typically every 1/4-mile to 1/2-mile) in order to
ballard rd
provide access to other bus linesballard
suchrdas the Dempster ART, major activity centers such as Golf Mill Mall,
and other
significant ridership nodes such as the transit hub at Jefferson Park. However, in order to be successful and to help
promote ridership growth that can
with
oak avebe enabled by faster transit service, the effort will need to be coordinated
oak ave
improvements to the pedestrian environment so that more people will choose to access bus stops.
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The Milwaukee Avenue corridor also has the highest number of crashes of any corridor in Niles, with an average of
dempster st over the past five years, the majority of which have occured
dempster
st
2.8 pedestrian crashes per year occurring
at signalized
intersections.

dempster st

The recommendations in this section
crain st address specifically this high profile corridor for the Village. crain st
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Avenue in Niles.
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Diagrams for other segments of the corridor are
provided in Appendix C.
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Sidewalk gaps occur along 23% of the length of block frontage along
Milwaukee Avenue in Niles. Where sidewalks do exist, they are often
frequently interrupted by curb cuts to the extent that overall 10% of the
total block frontage is occupied by curb cuts. There are 144 curb cuts
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After gaining Village Board approval in 2008, the Village began
implementing the Milwaukee Avenue Beautification Plan from Albion to
Monroe through a $820,000 Illinois Transportation Enhancement Program
(ITEP) grant. The program included decorative street furniture and lighting,
brick crosswalks, parkway plantings, and new sidewalks in some areas to
close gaps.

R34

Create a continuous sidewalk and parkway along
both sides of Milwaukee Avenue
Based on the designs developed for the Milwaukee Avenue
Beautification Plan, new sidewalks have been installed with no
buffer between Milwaukee Avenue on one side and parking lots on
the other. This design does not create a parkway nor does it support
future creation of a parkway when properties are redeveloped and
reconfigured with parking at the side or back. Furthermore, the
sidewalk created is a very marginal and isolated space that is
disconnected from the buildings and destinations that are across the
parking lot. In future phases of the Milwaukee Avenue Beautification
Plan where the configuration of existing parking does not leave space
for both parkway and sidewalk to be created next to the curb, it is
recommended that a parkway is created in the space adjacent to
Milwaukee Avenue and that a temporary sidewalk is created in the
parking lot adjacent to the building facades. Creating these sidewalks
will require coordination with business owners, but many businesses
already have these parking lot sidewalks and they need only be
connected together. Attention should be paid during the design
process to create smooth transitions between blocks with these
parking lots sidewalks (sidewalk typically set back 31’ from curb)
and existing blocks developed with parkway and sidewalk (sidewalk
typically set back 20’ from curb).
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R35

Continue a streetscape program for Milwaukee
Avenue
In conjunction with planned improvements started in the Milwaukee
Avenue Beautification Plan funded through ITEP, the Village should
develop an ongoing strategy to fill in remaining sidewalk gaps, build
a continuous parkway, consolidate driveways, and enhance amenities.
This strategy should encompass the entire length of Milwaukee
from Albion to Greenwood, and should engage local businesses to
coordinate streetscape improvement efforts to enhance storefront
accessiblity.

Design (top) and implementation (bottom)
of sidewalk gap retrofit Milwaukee Avenue
Beuatification Plan
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Through regulation and redevelopment, it
is possible to redefine the look and feel of
Milwaukee Avenue over time. And with creativity
and cooperation this is possible without totally
sacrificing parking. These illustrations (left)
demonstrate one possible trajectory from
today’s condition to establishing continuous
sidewalk, parkway and streetwall as suggested
in recommendations 38 and 40.
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Where strip malls with parking lots exist today,
they are typically setback about 36 feet from
the curb. As a first phase, a continous 5-7 foot
wide parkway is created in the right-of-way.
Existing perpendicular parking can be converted
to angled parking to if necessary to accomodate
the width of the parkway. Sidewalks along
the buildings are improved, formalized and
connected. After or along with the first phase,
an 8-10 foot sidewalk is installed next to the
parkway, and parallel parking can be provided.
The elements to fully reinstate the street wall
are now in place. When new developments occur
they are constructed at the“build to” line at the
sidewalk’s edge.
With a pleasant parkway and wide sidewalk
befitting of a buisness district and ART corridor,
walkability is increased and the need for
parking is reduced (see recommendation 22).
However, where necessary parking can still be
accomodated along the corridor. Parking can
be provided more efficiently, using less space,
through shared lots (see Recommendation 42).
These shared lots, along with with increased
walkability, will make possible a “park once and
walk” experience along Milwaukee Avenue.

8-10’

Phase 3

5-7’

Where existing businesses or new developments
have parking lots fronting Milwaukee Avenue
they can still reinforce the streetwall using
extensive landscaping and fencing of the parking
lot at the build-to” line (see recommendation
31).
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Building Form and Site Design
Milwaukee Avenue is characterized by site designs where parking occupies
the street frontage of building lots. Overall, parking (either as parking lots
or strip mall parking), occupies 57% of the overall length of block frontage
along Milwaukee Avenue. Places where buildings are oriented with their
facades up against the sidewalk or where uses accessible by people on foot
exist (such as parks and plazas) account for only 22% of the total block
frontage in the corridor. Many of the buildings with facades that address the
sidewalk (rather than a parking lot) are single-family homes between Monroe
Street and Crain Street. The only continuous segment of commercial
activity where businesses have front doors and display windows right at the
sidewalk is a 380 foot stretch on the east side of Milwaukee Avenue south
of Keeney Street.

The building (above) shows a recent commercial development in Niles
that has been built right up to the sidewalk line. This is a step in the
right direction. However, more could be done to “activate” the building
facade to pedestrians.
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It is possible to achieve both economic development and good pedestrian
facilities. Improvements along commercial streetscapes focused on
enhancing the pedestrian experience can have a positive, lasting effect on
the economic stability of those commercial strips by creating spaces that
shoppers want to return to again and again.

This building (above) is in a neighboring municipality. It makes use of
the facade to provide a very high quality experience for pedestrians.
Many more windows are provided, and weather-protected seating
ledges for the adjacent bus stop are integrated right into the building.
See recommendation 25 for policies to incentivize these higher quality
buildings by developers.

The average length of a parking lot on Milwaukee Avenue
is 330 feet. It would take someone one and a half minutes
to walk past this sea of parking.

R36

Establish the streetwall along Milwaukee Avenue
Niles has established a community vision to make Milwaukee Avenue a place its citizens
and neighbors want to visit, linger, and walk along. An integral component of creating a
walkable corridor is an intact streetwall. A streetwall is a continuous frontage of buildings
facing the street that provides a sense of scale and enclosure for pedestrians by creating
the feel of an “outdoor room.”Small town main streets are examples of intact streetwalls.
By contrast, commercial corridors that are overwhelmingly characterized by surface parking
lots send the signal of a place that is for cars, not people.
The streetwall is not only defined by buildings. Landscaping, fencing, public plazas and
other urban design gestures offer options and flexibility in reinstating a streetwall (see
recommendation 28). For example, the fence along the cemetery is a context-appropriate
move towards a more consistent streetwall.
The Village should use the ongoing project to review and revise the zoning code to create
masures to achieve this goal. This includes language to establish a “build-to” zone along
Milwaukee Avenue (see recommendation 25).
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R37

Develop façade transparency requirements for new
developments, especially for ground floors.
Blank and windowless facades create a bleak environment for
pedestrians. Transparency requirements help ensure a high
standard of urban design. Transparency requirements for walkable
business districts typically require a minimum of 75 percent of the
building facade at the street level being transparent (made up of
glass\windows that are not mirrored or darkly tinted).

Plantings of low bushes and taller trees help create the feeling of a
streetwall. Similarly, fencing can be used to achieve a similar effect.
These approaches offer flexibility in developing a continuous streetwall,
especially as techniques to incorporate parking lots that have a frontage
on the street.
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Even land uses that serve large numbers of people arriving by
car can support an overall pedestrian-friendly environment
through the site design. Limiting the number and width of
driveways, giving sidewalks priority at driveway crossings, and
locating parking at the side or back (rather than front) enable
the building to provide a frontage that addresses the sidewalk.
However, the most value is created when the building facade
has many doors and windows to give access and interest to
people on foot.

Land use and development
Milwaukee Avenue is a spine of retail and commercial activity in the Village.
Nevertheless, a diversity of land use types can be found along the 4.6 mile
corridor, including services, cemeteries, parks, and even single-family homes.
Expanding the amount and extent of diversity in business, housing and
social opportunities will help create a more ‘complete’ walkable district.

R39

Use prior plans, in particular the Comprehensive Plan, as an
important reflection of community desires. Periodically update the
market study prepared as part of the Comprehensive Plan to gauge
potential for new development and redevelopment that can expand
the diversity of land uses along Milwaukee Avenue.

R40

Explore the creation of Village-owned parking lots
along Milwaukee Avenue.
To reduce redundancies in parking provided among adjacent uses,
the Village should initiate discussions with private property owners
about public-private shared parking. As a first step, the Village
should prepare a list of targeted locations for potential shared
parking arrangements based on the recommendations of the
ongoing zoning code review.

Create an assorted and appropriate mix of uses
within walking distance along the corridor.
As part of the ongoing project to review and revise the zoning code
consider the following: methods for planned developments or
land assembly to achieve needed flexibility in creating mixed-use
developments; review permitted uses to ensure the broadest range
of appropriate uses are permitted by-right; review height, bulk,
and density requirements to ensure they mandate an appropriate
intensity of use to create a walkable district that can support
ground-floor retail.

Visualization of potential future Milwaukee Avenue with continuous
streetwall, and a sidewalk buffered from traffic with a grass parkway with
trees.

R38

Ensure infill development fulfills the amenities and
uses desired by the community and visitors.

R41

Encourage uses that are active throughout the day
and night.
The Village’s zoning ordinance may inadvertently be inhibiting a
more vibrant, active Milwaukee Avenue. For example, restaurants
are not permitted as of right in business districts.
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Culture
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The culture of an area can also impact how much people walk
or bike for recreation or for transportation. Cultural and social
support are impacted by state and local policies and programs,
as well as the behavior of community members, i.e. how many
people walk or bike to destinations and whether roadway users
are courteous to each other.

State Policies

Local Policies & Programs

Complete Streets law: The State of Illinois passed a Complete

Bicycle laws:

Streets law stating that bicycle and pedestrian ways must be given full
consideration in the planning and design of transportation facilities and
furthermore, that within one mile of an urban area, bicycle and pedestrian
ways must be included in the construction or reconstruction of a state
transportation facility. Exceptions to this include when a transportation
facility is merely being repaved (although pedestrian and bicycle facilites can
be included in these projects, it is not required) or when the cost has been
deemed excessive to the benefit provided.

Pedestrian stop law: This law requires drivers to stop for

pedestrians in a crosswalk where the right of way is not determined by a
traffic signal. Pedestrians must allow the driver ample time to stop, meaning
that a pedestrian may not step directly in front of a vehicle, expecting them
to slam on the brakes.

• Anyone operating a bicycle on the roadway must follow the
rules of the road as they are applicable to vehicles
• All bikes must be in good working order and be equipped with
a bell and, when traveling at night, all bikes must be equipped
with a white front light and a red rear light
• Bikes are permitted on all sidewalks unless a restriction is
imposed by sign. Bicyclists riding on a sidewalk must yield the
right-of-way to pedestrians
• Riding two or more abreast is prohibited on roadways

Sidewalks: The Village has a budget of $250,000 per year to replace

sidewalks. Twenty percent of that budget is to go towards constructing
new sidewalks. The Village incurs the entire cost of replacing the sidewalks,
rather that sharing the cost with property owners.

3-foot passing law: This law stipulates that drivers must allow 3

feet of clearance when overtaking a bicyclist traveling in the same direction.
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R42

R43

Adopt a Complete Streets policy

Maintain and expand the Niles Police Department
bike patrol

The policy should be adopted by the Village Board to ensure that
roadways within the Village ensure the needs of all users when being
planned, designed, or constructed. A sample policy is included in
Appendix E and model ordinances and resolutions can be found at
Change Lab Solutions: http://changelabsolutions.org/publications/
laws-resolutions-cs. This policy should be reviewed by stakeholders
before being brought before the Village Board.

The Niles Police Department has a bike patrol during the
warmer months of the year. This program is an important way
to legitimize biking on streets and provide an example of proper
biking behavior at the same time. The Village should maintain
this program and expand it.

Establish a Safe Routes to School encouragement
program

Increase funding opportunities for bicycle and
pedestrian improvements

Encourage schools to develop Safe Routes to School (SRTS) programs
to promote walking and biking to school. A Village-wide competition
between schools with a small prize would provide incentive for schools
to participate.
Funding is available for SRTS programs to support capital projects as
well as education and encouragement programs. Funding applications
are more likely to succeed when a comprehensive approach is taken,
that focuses on the engineering solutions as well as the behavior.
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R44

R45

• Increase the Village budget for bicycle and pedestrian
improvements.
• Seek grant funding for implementation of specific
recommendations; grant funding for bicycle and pedestrian
projects is available from Illinois’ Safe Routes to School and
Transportation Alternatives funding programs.

R46

Create a forum for reporting issues, concerns, or
ideas
Develop a system, such as 311, that residents can access via phone
and internet to report issues, such as a sidewalk in disrepair, or a
malfunctioning traffic signal. Advertise this service so that residents
know how to report these issues and become confident that the Village
receives them.

R47

Establish a yearlong calendar of community events
• Create a Community Outreach Committee (COC) in order to create,
update and maintain the calendar, as well as to create events to
engage the community.
• Partner with community groups, schools, businesses, the
Chamber of Commerce and Industry, and other organizations to
host events.
• Survey the community about the types of events they would like
to see in the Village.
• Promote walking, biking and transit as the preferred modes of
transportation to community events.
• Use social media to continuously keep the public informed about
events.

First annual ‘Bike Niles’ community event organized by the members of this
plan’s steering committee.

57

R48

Conduct pedestrian and bicycle safety enforcement
campaigns

R49

The free bus service is a significant benefit of living in Niles.
However, many people are unaware of the service or of the routes
that the buses follow. Make people aware of this service through
the community newsletter, the Village website, and by posting ads
and posters in Pace’s long-haul routes and at major destinations
served by the free bus.

Establish a rotating enforcement campaign to focus on key issues in
pedestrian and bicycle safety including:
•
•
•
•
•

motorists yielding to pedestrians at crosswalks
right turn on red violations (where restricted)
right turns in front of bicyclists
bicyclists riding without proper lights and reflectors
pedestrians crossing outside a legal crosswalk

The enforcement campaigns should first focus on educational
messages and then progress towards enforcing violations. These
should be conducted in high-profile locations in addition to new or
altered facilities, such as in conjunction with the planned crossing
at Cleveland and Caldwell. The campaign should be paired with
media outreach to expand the messages beyond just those involved
in the campaign.

Promote the Niles Free Bus service

R50

Develop marketing materials in multiple
languages
As the population of Niles diversifies, it is important to offer
outreach materials in multiple languages. Census estimates show
that over 56% of the citizens of Niles speak a language other
than English at home, of which 26% speak English less than “very
well.”* Major language groups include Korean, Polish, Romanian,
and Spanish. The committee responsible for implementation of this
plan should identify any other notable language groups in addition
to these.
*ACS Estimates (2010-2012: Selected Social Characteristics in the US, 3-year Estimates.)
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R51

Host an annual bike tour of progress
Build off of the success of the first Bike Niles! event by establishing
it as an annual event. A second event is already being planned for
May 17th, 2014. These events will go a long way towards building
a culture in Niles around bicycling and also serve as a forum for
educational outreach.

R52

Include safety messages in the Village’s newsletter

R53

Identify a point person or committee for
implementation of this plan
• Appoint a staff person or establish a committee to oversee the
implementation.
• Develop an annual report on the plan’s progress and present it
to the Village Board.
• Re-launch the survey from this planning process and track the
difference in responses to determine if the changes made are
improving people’s perceptions of walking and biking in Niles
or changing their behaviors.

Create a section in the quarterly newsletter to focus on bicycle and
pedestrian safety and encourage users of all modes to share the
road.
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Implementation
Guidance on the implementation of recommendations in this plan is organized into three broad types of initiatives:
Capital projects; policy and law; and, Village programs and operations.
General comments on challenges and opportunities in implementing
each group of recommendations is provided. An implementation matrix
that covers specific recommendations follows, which establishes action
items to get started on each initiative.

Capital Projects
Capital projects hold the ability to make highly impactful improvements to
the experience of walking and biking in Niles. This transformative nature of
capital projects means that their implementation will also come along with
a degree of legitimate scrutiny from the general public who are interested
in how the nature of proposed changes will impact them. While some will be
routine changes, such as upgrading pedestrian signals to countdown signals
or installing curb ramps, others will be new and different to the community.
Therefore, successful implementation of some capital projects recommended
in this plan will require a public outreach strategy that clearly communicates
the benefits of the investments, educates users on how to use any new types
of facilities or infrastructure, and also gives people an opportunity to share
concerns.
The capital projects will also vary in cost, and complexity of design and
construction. Many projects, such as painting lane markings and crosswalks,
can be routinely designed and implemented through the Niles Department of
Public Services. These smaller scale projects can be funded through existing
Village sources or can “piggy-back” off of other capital projects, such as street
repaving.
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Major construction projects may require partnering with consultants who can
contribute specific technical expertise and will likely require seeking grant
funding. The primary grant programs that these types of projects are eligible for
include:

• Congestion Mitigation and Air Quality Improvement Program (CMAQ),
administered by CMAP http://www.cmap.illinois.gov/mobility/strategicinvestment/cmaq
• Illinois Transportation Enhancements Program (ITEP), administered by IDOT
and CMAP http://www.dot.state.il.us/opp/itep.html
• Safe Routes to School Program (SRTS), administered by IDOT http://www.
dot.il.gov/saferoutes/saferouteshome.aspx
Another challenge is that physical infrastructure is not always owned by the
Village, but can instead be under the jurisdiction of other agencies such as IDOT
and the Forest Preserve District. Village staff will have to coordinate with the
relevant agency on a case-by-case basis.

Estimated costs
To assist with programming and
planning for implementation, cost
estimates for capital projects of a
smaller scale and more routine nature
are provided here. Large projects, such
as a streetscape program, tend have
such diverse scopes of work that an
individualized cost estimate should be
prepared for each project.
The costs presented here are estimates
of typical costs in the Chicago region
based on the fees of contractors who
specialize in each type of work (e.g.
signal contractor for traffic lights or
painting contractor for bike lanes).
General contractors will likely have
higher costs. Also, economies of scale
exist when implementing larger
projects. Therefore, actual costs will
tend to vary within a +/- 10-30%
margin of these estimates based on
project specific factors. All costs
include materials and installation
labor (but not resources for planning,
design or permitting).

Unit

Unit Cost

Includes

Notes

Bike lane

Mile

$40,000

(2) 4” lines & bike lane symbols

Shared lane markings

Mile

$35,000

(1) 4” line & shared lane symbols

If bike lanes or shared use lanes are installed as a
retrofit, additional costs may be incurred for removal
and restriping of other pavement markings.

Standard crosswalk

LF

$2

(2) 6” lines

Marking a 40-foot wide street would cost $160

High-visibility crosswalk

LF

$8

24” bar

Marking a 40-foot wide street would cost $480

In-street Stop for Pedestrians sign

Ea.

$375

Bike route signs

Mile

$450

Countdown pedestrian signal head

Ea.

$1,500

RRFB

Ea.

$50,000

Standard traffic signal

Intersection

$250,000

Pedestrian push button

Ea.

$1,500

Pedestrian refuge island

Ea.

$30,000

Sidewalk

Ft.

$100

Markings

Signs
Sign estimates do not include installation labor
3 signs in each direction

Signals
Signal re-timing may also be necessary
(2) double-sided signs with
beacons

Concrete
30’ x 8’ island
This cost estimate is for a longer segment; shorter
segments will likely cost more.
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Policy and Law
The Policy and Law recommendations in this plan are mechanisms to set the path along
which future development and investment will follow. Making a single change to a
law or policy today can create an impact that continues and amplifies over years and
decades.
As they fall wholly under the jurisdictions of Niles, the Village is empowered to
implement these recommendations, and as such, these can all be implemented in
the near term. In fact, many of these recommendations can be incorporated into the
current project to revise and update the Village’s zoning and subdivision ordinances.
For other policy changes, Village staff will need to work closely with key decisionmakers: Village Board trustees, the mayor, and the Village manager to draft and
implement the changes.

Village program and operations

CMAP Role

Similar to the policy and law recommendations, many of these programs and
CMAP will continue to work with the Village over the next two years to assist with the
operational changes can be implemented internally within the Village or through
implementation plan. CMAP can assist the Village in the following ways:
partnerships with community organizations. Village resources are primarily staff
time to coordinate with appropriate departments. Oftentimes the biggest challenge to
• Meet with Village every six months to review implementation progress and
creating new programs is getting them started. Therefore, it is imperative that a staff
discuss funding set aside for plan implementation in upcoming FY budget
member or special committee take ownership of implementation of the plan. There
needs to be someone who coordinates all of the efforts described in the implementation
plan and is held accountable.
There are many opportunities for Village efforts to result in immediate implementation
and these programs can quickly become quite popular and attract the support of
community members and local organizations who step-in to help continue them. The
Bike Niles! event was developed in conjunction with the development of this plan and
is an example of how low effort can result in rewarding implementation. The success
of the first Bike Niles! event has now created momentum for the community to plan a
second annual event.
Guidance on the implementation of recommendations in this plan is organized into
three broad types of initiatives: Capital projects; policy and law; and, Village programs
and operations. General comments on challenges and opportunities in implementing
each group of recommendations is provided. A implementation matrix that cover
specific recommendation follows this. It establishes action items to get started and
timelines for accomplishing them.
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• Modify implementation plan after one year and subsequently every six months to
match capacity of the Village and other changes in federal and state funding
• Alert Village of funding opportunities and provide guidance on grant applications
for funding capital projects
• Ensure coordination of this plan with any future local technical assistance (LTA)
plans in Niles or adjacent municipalities

Implementation Matrix
Section

Subsection

R# Recommendation

First Action Item

Timeline

Additional
Resources

Capital Projects
2014

Inventory all existing traffic signals pushbuttons, and document state of repair
Initiate 2014 summer
and ADA compliance.

Mobility

Crossings

10

Identify and repair malfunctioning and noncompliant push-buttons

Mobility

Crossings

7

Add pedestrian countdown signals where
missing

Mobility

Sidewalks

Develop an ADA transition plan to retrofit
1 existing non-compliant sidewalks and
crossings

Conduct an inventory of the existing
Initiate 2014 summer
facilities and document their compliance.

CMAP

Mobility

Sidewalks

2 Complete the sidewalk network

Implement phase 1 of sidewalk infill
strategy.

Complete in 2014

Property owners

Ongoing action

Property owners

Already started

ITEP

Milwaukee Sidewalks

34

Create a continuous sidewalk and parkway
along both sides of Milwaukee Avenue

Milwaukee Sidewalks

35

Continue a streetscape program for
Milwaukee Avenue

Mobility

Bike Network

3

Install on-street bike routes: shared lane
markings

Mobility

Bike Network

3 Install on-street bike routes: Howard St

Milwaukee

Land Use and
Explore the creation of Village-owned
38
Development
parking lots along Milwaukee Avenue.

--

Implement recommended sidewalk and
parkway design north of Oakton St in
2014 cthrough Milwaukee Ave
streetscape program.
Continue improvements started in the
Milwaukee Avenue Beautification Plan
funded through ITEP.
Paint sharrows and install signage on
Monroe St from Cumberland Ave to
Caldwell Ave. Coordinate timing with
crossing project at Cleveland and
Caldwell
Complete "Phase 1" engineering study.
Prepare a list of locations for potential
shared parking arrangements.

Already started

IDOT

IDOT

Install in 2014

Already started

NWMC

Initiate 2014

Niles Chamber of
Commerce and
Industry; local
business owners
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Section

Subsection

R# Recommendation

First Action Item

Timeline

Additional
Resources

2015
Mobility

Crossings

Mobility

Crossings

Convert existing signals at priority locations
Coordinate with IDOT schedule of signal
to countdown signals
upgrades.
11 Pilot a leading pedestrian interval
8

12

Implement at least one
location in 2015

Conduct traffic counts at each
recommended location and determine if Already started at
warrants for a new traffic signal are
Caldwell Ave /
satisfied. Design at least two locations in Cleveland St.
2015.

Provide a safe crossing opportunity at 1/4mile intervals along arterial roadways.

Mobility

Crossings

Mobility

Bike Network

Mobility

Crossings

Improve access to the Forest Preserve and
North Branch Trail
13 Improve at-grade North Branch Trail

Mobility

Bike Network

3 Install on-street bike routes: Cumberland

Mobility

Bike Network

3 Install on-street bike routes: Waukegan Rd

Complete RRFB project at Caldwell Ave /
Already started
Cleveland St.
Complete design in
Design options for Harts Rd crossing.

4

-Approach IDOT to study 4-lane to 3-lane
conversion.

Install in 2015
Begin study in 2015

Ongoing Actions
Mobility

Crossings

Access

Access to
Transit

Amenity

Tree Canopy

Amenity
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Lighting

Prioritize pedestrians and bicyclists in re9
design of intersections or signals
Coordinate Village construction with Pace to
26 construct links between all bus stops and
the sidewalk network
Continue to increase tree canopy coverage in
29 the Village by planting new trees on parkway
locations

--

Ongoing action

Maintain inventory of all bus stops,
Ongoing action
noting whether there is a sidewalk
connection.
Continue to implement the Milwaukee
Avenue Beautification Plan and update as Ongoing action
necessary.

Continue to implement the Milwaukee
Continue to implement pedestrian-scale and
33
Avenue Beautification Plan and update as Ongoing action
decorative lighting in all future streetscapes
necessary.

FPDCC
FPDCC

Section

Subsection

R# Recommendation

First Action Item

Timeline

Additional
Resources

Policy and Law
2014

Culture

42 Adopt a Complete Streets policy

Bring draft policy to Village Board.

Adopt policy in 2014

National Complete
Streets Coalition;
walksteps.org;

Bring draft policy to Village Board.

Adopt policy in 2014

City of Chicago
Pedestrian Plan

Adopt a Village ordinance.

Adopt and
communicate policy
for 2014-2015 winter

Active Transportation
Alliance

Initiate 2014

Pace

Mobility

Crossings

6 Adopt a crosswalk marking policy

Access

Access to
Transit

27

Amenity

Shelter

Milwaukee

Establish sidewalk snow removal
requirement for all property owners

Revise third party bus shelter contracts to
30 allow posting of Pace bus map and schedule Schedule discussion with Pace.
information
Revise zoning regulations as part of
Create an assorted and appropriate mix of
40
current zoning review project.
uses within walking distance along the

Amend zoning code in
2015 with changes
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Section

Subsection

R# Recommendation

First Action Item

Land Use and
Development
Land Use and
Development
Land Use and
Development
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Building
Form and
Site Design
Parking lot
buffers

Create economic development incentives for Review list of recommended incentives
14
desired uses
and further develop a short-list.

Timeline

2015
Access
Access
Access
Access

Access

Access

Access

Access

Access

Access

Access

Access
Amenity
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Initiate 2015

15 Encourage mixed-use development
16
17

18

19

20

21

22

Increase the permitted intensity of
residential
Require pedestrian paths in large surface
parking lots to provide direct access
between the sidewalk and the front door
Reduce vehicular parking requirements for
commercial uses and
multifamily developments.
Require bike parking for multifamily,
commercial, mixed-use, and civic
developments
Require sidewalk improvements and
maintenance for all new developments and
redevelopments
Amend the zoning ordinance to create a
“build to” zone (or line) rather than a
minimum front yard setback of 25 feet
Require main entrances of buildings to cater
to pedestrian traffic

Implement recommendation from 2030
23 Comprehensive Plan to limit the number of
curb cuts on a property or block
24

Create a multifamily residential zoning
district

25

Allow zoning bonuses for developments
within one block of ART stations

28

Strengthen perimeter landscaping
requirements in the Village’s Zoning

Revise zoning regulations as part of
current zoning review project.

Amend zoning code in
2015 with changes

Additional
Resources

Section
Amenity

Subsection
Shelter

Building
Milwaukee Form and
Site Design
Building
Milwaukee Form and
Site Design
Milwaukee

R# Recommendation

First Action Item

Timeline

Additional
Resources

Encourage awnings and shelter elements in Develop urban design guidelines for the
Adopt guidelines in
31 buildings along ART corridors through
Milwaukee Avenue and Dempster St
2015
design guidelines
corridors.
This include language in zoning code to
Establish the streetwall along Milwaukee
36
establish a “build-to” zone along
Avenue
Milwaukee Avenue.
Develop façade transparency requirements
37 for new developments, especially for ground
Revise zoning regulations as part of
floors
current zoning review project.
Encourage uses that are active throughout
41
the day and night

Amend zoning code in
2015 with changes

Village Programs and Operations
2014

Identify a point person or committee for
53
implementation of this plan

Culture

Culture

47

--

Establish a yearlong calendar of community Support 2nd Annual Bike Niles event in
events
2014.

Within one month of
plan adoption
Active Transportation
Alliance; Niles
Have a calendar ready Chamber of
for 1/1/2015
Commerce and
Industry; Family
Fitness Center

2015
Create a forum for reporting issues,
46
concerns, or ideas
Establish a Safe Routes to School
43
encouragement program
Develop marketing materials in multiple
50
languages

Culture
Culture
Culture

Amenity

Other street
furniture

32

Develop opportunities for
outdoor seating.

--

Initiate 2015

--

Initiate 2015

--

Initiate 2015

Install outdoor seating as part of
municipal projects. Revise zoning
regulations to require or encourage
outdoor seating where appropriate.

Initiate pilot summer
2015

Active Transportation
Alliance
Active Transportation
Alliance
Niles Chamber of
Commerce and
Industry;
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Section

Subsection

R# Recommendation

First Action Item

Timeline

Additional
Resources

Ongoing action

NWMC

Ongoing Actions
Coordinate with neighboring communities to Upon adoption, share this plan with
Mobility
Bike Network 5 connect planned bike routes in Niles to a
neighboring communities and NWMC
regional system
Periodically update the market study
Ensure infill development fulfills the
prepared as part of the Comprehensive
Milwaukee
39 amenities and uses desired by the
Plan to gauge potential for new
community and visitors
development and redevelopment
Maintain and expand the Niles Police
Culture
44
-Department bike patrol
Increase Vilage budget and seek grant
Increase funding opportunities for bicycle
Culture
45
funding for implementation of specific
and pedestrian improvements
recommendations
Conduct pedestrian and bicycle safety
Culture
48
-enforcement campaigns
Culture
49 Promote the Niles Free Bus service
-Culture

51 Host an annual bike tour of progress

Culture

52
Abbreviations
CMAP
CMAQ
ITEP
FPDCC
NWMC

68

Include safety messages in the Village’s
newsletter

Chicago Metropolitan Agency for Planning
Congestion Mitigation and Air Quality Improvement Program
Illinois Transportation Enhancement Program
Forest Preserve District of Cook County
Northwest Municipal Conference

Ongoing action

Ongoing action
Ongoing action
Ongoing action

--

Already started

--

Ongoing action

ITEP; CMAQ
Niles Police
Department
Pace
Niles Police
Department; Active
Transportation
Alliance

Appendix A
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Appendix B

Bike Lane

Bike Lane

Side Path

Best Practices for Bicycle and Pedestrian Facilities
≥ 6’

MIN 4’

6’
6”

Bike Lanes
Bike Lane

2’ 2’

≥ 8’

Bike Lane

Side Path

Marked shared lanes are denoted with
symbols in the driving lane. These symbols
alert motorists that bicyclists are likely
5-6’to
30’
occupy the traveled way, and are able to use
the full lane for travel. The position of the
marking is intended to suggest the proper
lateral positionShared
to bicyclists.
Bike Lane

10’

Bike lanes provide a dedicated lane to cyclists
within the public right-of-way. The dedicated
space tends to avoid competition between
cars and cyclists for travel space.

Marked Shared Lane

An off-street multi-use path that follows the
roadway provides a safe space for bikers and
pedestrians away from traffic on the adjacent
street.

Side Path

Slope Down from Sidewalk Level

own from Sidewalk Level

30’

5-6’

28’

Shared Bike Lane

≥ 8’

Varies

Bike Lane
3

Bike Wayfinding

Road Diet
Before

30’

Road Diets
Road diets are an effective way to reappropriate lanes in over-designed
roadways to make space for bike lanes,
pedestrian islands, or street parking.
Typically, road diets refer to reconfiguration
of a 4-lane road (bi-directional traffic) into
two lanes for cars, one center-running, two
way left turn lane, and a bike lane in each
direction. Pedestrians also benefit from
this new street configuration, crossing
fewer driving lanes. In addition, narrowing
driving lanes is an effective tool for traffic
calming; traffic in a single, narrow lane
typically moves more slowly than on a
4-lane road.

4

Bike Route Wayfinding Signage

After

30’

Bike Route Wayfinding is a signage system
throughout an area indicating safe biking
routes to cyclists. Signage often includes
distances to major destinations and
directional indications to other parts of the
existing bike network. This signage and
symbol indicators can be integrated into
typical street signage.

Slope Down from Sidewalk Level

2’ 2’

Crossing Treatments
Pedestrian refuge island

≥ 8’

Bump-outs

Bike Lane

Raised Crosswalk28’

Varies

≥ 6’
Slope Down from Sidewalk Level

2’ 2’

Slope Down from Sidewalk Level

2’ 2’

A pedestrian refuge island is a curbprotected space mid-crossing which provides
pedestrians a refuge when crossing larger
streets. Pedestrian refuge islands can be
landscaped and used as a traffic-calming
technique.
Slope Down from Sidewalk Level

Slope Down from Sidewalk Level

5-6’

30’

Bump-outs can be used at crossings to
shorten the distance pedestrians must
Shared
Bike Lane
travel unprotected
across
a street. Curbs are
gradually extended toward the street center,
narrowing the pavement or intersection at
a pedestrian crossing. Bump-outs should be
used only where travel is restricted, such as
a parking lane. Consideration of bike routes
should be included in the design so that the
bump-outs do not extend into the traveled way
of bicyclists.

28’

Raised crosswalks maintain the sidewalk height
through the right-of-way. Cars experience the
crosswalk like an elongated speed bump, which
forces motorists to slow as they approach the
pedestrian crossing.

2’ 2’

Varies

2’ 2’

5

Intersections and Signal
Timing

Pedestrian Crossings
Standard Crosswalks

Leading Pedestrian Interval

Standard crosswalks are defined as two 6”
stripes perpendicular to the driving lanes.

High visibility crosswalks
Due to the low angle of approach at which
drivers view street level pavement markings,
standard crosswalks can be difficult to discern.
High visibility crosswalks use a pattern of
thicker stripes (2’) parallel to driving direction
to provide a pathway for pedestrians to cross
streets which is more visible to drivers.

Leading pedestrian intervals at traffic signals
provide increased visibility for pedestrians
to pass through an intersection by giving
the “WALK” signal several seconds before
cars are given a green light to enter the
intersection in same direction.
Pedestrian Countdown Signal

Lagging left turns reverse typical crossing
signal timing. In this signal timing, the left
turn phase is after the green phase instead
of before, allowing pedestrians to clear the
intersection before the left turning vehicles,
thus reducing conflicts.

Rectangular Rapid Flash Beacon

Rectangular Rapid Flash Beacon

In-street “Stop for Pedestrians” sign

Regular Rapid Flash Beacons (RRFB) are
pedestrian-activated flashing LED lights that
supplement warning signs at uncontrolled
intersections and mid-block crosswalks.
As they are only active when a pedestrian
is present, the beacons draw a motorist’s
attention to someone crossing.

Pedestrian Hybrid Beacon

These brightly colored signs located in the
center of the roadway draw extra attention to
pedestrian crosswalks and at the same time,
remind drivers of their responsibility to stop
for pedestrians in a crosswalk. This reminder
reinforces the pedestrian’s right of way.

Pedestrian Hybrid Beacon
6

Lagging left turn

A Pedestrian Hybrid Beacon is a pedestrianactivated warning device located on the
roadside or on mast arms over midblock
pedestrian crossings. Once the signal is
initiated, yellow flashing, then red steady
signals alert drivers to pedestrians in
the crosswalk. The lights go dark once
pedestrians have cleared the intersection.
These can be integrated into coordinated
signal timing.

Advanced Stop Line and Sign
Multiple threat crashes are a concern at midblock
crosswalks on multi-lane roads.These crashes
occur when a driver stops in the outside lane of
a multilane road to permit pedestrians to cross,
but an oncoming vehicle in the inside lane (in
the same direction) does not see the pedestrian
crossing in front because visibility is blocked by
the stopped vehicle. The recommended minimum
setback of a stop line from a crosswalk is 4 feet,
however, painting the stop line further in advance
of this minimum helps improve sight lines into
the crosswalk.
The advance stop bar can be suppplemented with
a “stop here for pedestrians” sign.
Bike Lane

MIN 4’

Side Path
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main st
ozark ave / grennan pl
kedzie st
madison st
monroe st
ottawa ave

0.6

oriole ave / cleveland st
keeney st

oakton st

0.09

mulford st
mulford st

0.5

lawler av
jonquil tr
future ART stops

howard st

0.09

Sidewalks
unbuffered sidewalk
sidewalk with hardscape buffer
sidewalk with landscape buffer
curb cut
sidewalk gap

Land Use Configuration
pedestrian-oriented forms

buildings with street facade
usable green space (e.g. park, plaza)

auto-oriented forms

parking lot
parking strip
inaccessible open space/ greenspace

Crossings
Intersection with traffic signal
≥ 0.5 mi
0.25-0.5
≤ 0.25

vacant
Milwaukee Ave Sidewalk Survey Results
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future ART stops

howard st

0.09

harlem av
birchwood av

jarvis ave

0.4

neva ave
waukegan rd

0.08

touhy ave

0.27

newark ave
harts rd
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0.9 mi

albion ave
devon ave

Sidewalks
unbuffered sidewalk
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Land Use Configuration
pedestrian-oriented forms

buildings with street facade
usable green space (e.g. park, plaza)

auto-oriented forms

Milwaukee Ave Sidewalk Survey Results

parking lot
parking strip
inaccessible open space/ greenspace
vacant

Crossings
Intersection with traffic signal
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≤ 0.25
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greenwood ave

no pedestrian signals or
crosswalks at these
intersections 1.1 mi to next
one at Central Parkway

1.1
0.19

golf rd

0.15
0.16

future ART stops
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church st / maryland st

0.34

courtland dr
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usable green space (e.g. park, plaza)

auto-oriented forms
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Intersection with traffic signal
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0.25-0.5
≤ 0.25
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Community Outreach Summary
Background
Public input was sought in a variety of ways for the Village of Niles Bicycle and Pedestrian Plan, using a
combination of online outreach, in-person events, and a targeted workshop. The intent of the outreach
efforts is to both get input from the community about what walking and biking is like in Niles now and
what they’d like to see in the future, as well as to spread the word about the plan and the Village’s efforts to improve walking and biking.
Online outreach included a Facebook Page and an online survey. The Facebook Page is used continually
throughout the project to keep people informed of plan-related events and relevant news items regarding bicycling and walking in Niles. All other outreach events have been advertised through the Facebook
Page in addition to more traditional means, such as press releases. The online survey was posted at
the beginning of the project and remained active during the entire data analysis and existing conditions
phase of the plan. The Facebook Page has 44 ‘Likes’ and through those fans sharing the plan page
posts, the information has reached countless others. The online survey garnered 102 responses, with a
75% completion rate.
In order to get the word out to people who may not already be informed
about the plan and to get input from
those who do not or cannot make it out
to a traditional public meeting, three
“pop-up” meetings were held. A pop-up
meeting is a smaller version of an open
house, in which quick and interactive
activities are used to engage people
passing by or at an event. Pop-up meetings were held at the Jewel at Oak Mill
Mall on a Saturday morning, along the
North Branch Trail at Miami Woods on
a Saturday morning, and at Music in the
Park at Oak Park on a Friday evening.
Finally, a Milwaukee Avenue workshop
was held at the library with Village staff
and elected and appointed officials,
followed by a public open house. The
workshop included two parts: a walking
tour of Milwaukee Avenue and a follow-up debrief session to discuss the
future of the corridor. Several Village
departments and sister agencies were
represented including: Community
Development, Village Manager, Fitness
Center, Teen Center, Senior Center, His-

2
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Pop-up meeting at Jewel
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Milwaukee Avenue
Workshop - Walking
Tour

torical Society, and the
Village Board.
The walking tour focused on the section
of Milwaukee Avenue
between Howard Street
and Monroe Street. This
area was chosen because the intersection
of Oakton and Milwaukee is seen, in some
respects, as the heart of
the Village and is seen
as having the biggest
potential for becoming
a walkable area. The walking tour facilitated informal discussions from a variety of viewpoints on land
use, streetscape, aesthetic, and pedestrian considerations.
Input was recorded through the use of a walking tour handout, which asked participants to record his
or her first impression of the corridor as well as any positive and negative elements they encountered.
Participants were also given the opportunity to provide any recommendations and general comments.
The open house included an interactive image preference survey as well as a preference survey of three
visualizations created for Milwaukee Avenue. The visualizations were also completed by the workshop
participants. Despite extensive advertising of the open house (see list of actions below), only six members of the public attended the open house along with three representatives from local papers. Due to
the low attendance, the interactive image preference survey was canceled.
• Facebook page
• Pace car cards (one garage, including Milwaukee and Oakton buses)
• Pace email alerts to all Niles routes
• Pace website post
• Press release to area media
• Email to Steering Committee with flyer for their own promotion
• Recommendation to post flyers at the nearby water park
• CMAP email and blog

Community Outreach Summary
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What We Heard
At the pop-up meetings and at the open house, people were asked for their “big ideas.” This gives them
an opportunity to share what they most wish to see for Niles in the future, with respect to walking and
biking. Similarly, on the online survey, an open comment form was included so that people could expand
upon their survey answers or add ideas that were not included in the questions. This allowed people
to comment on specific locations or issues that were important to them. The graphic below shows the
trends of the comments received and the frequency with which people commented on the same things.
Things that stood out from these exercises were that people would like to see more sidewalks and more
bike lanes in Niles. Street crossings are difficult, particularly of major streets. Even walking along the
major streets was seen as dangerous and/or unpleasant. The streets that came up repeatedly as needing attention were Milwaukee Avenue, Oakton Street, Dempster Street, Howard Street, Cleveland Street,
and Caldwell Avenue. Specific intersections that were noted as problematic were Milwaukee and Oakton, Milwaukee and Monroe, and Dempster and Harlem.

The online survey was accessed by 102 respondents, 75% of whom completed the entire survey. The demographics of people who completed the survey are as follows:
•
Average household (HH) size: 3.11
•
Average # of children in HH: 0.76
•
Average # of motor vehicles in HH: 2.25
•
Average # of bicycles in HH: 3.46
•
Female respondents: 61%
•
Average age: 46
•
Age range: 14 – 82
The complete results from the survey responses follow on the next four pages.

Community
Summary
Niles Multimodal
Plan – 2013
4 Village ofOutreach
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strongly
agree

Reported Enjoyment of and Desire to
Walk and Bike in Niles

0%
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70%

80%

strongly
disagree

90%

100%

I enjoy riding my bike on nearby off-street trails and paths
An overwhelming majority of survey respondents, 90% either 'strongly
agreed' or 'agreed,' suggesting that bicycle riding in certain parts of
Niles is already considered a pleasurable activity for many people.
I would like to try to bike to more places in Niles and to drive less
The same overwhelming share of respondents also indicated a desire to
increase the amount of biking they do in Niles to reduce car trips. This
suggests a latent demand for utilitarian cycling in addition to the
existing enjoyment of trail-riding.
I feel safe walking in my community
By and large residents report feeling 'safe' walking in Niles.
I would like to try to walk to more places in Niles and to drive less
An overwhelming majority (80%) also indicate a desire to increase the
amount of utilitarian walking they do in order to reduce driving, and 50%
of respondents even 'strongly agree.'
There are destinations on Milwaukee Avenue that I would walk to if it
were safer or more pleasant
Similarly, more than two-thirds of respondents indicate an interest to
walk to existing destinations on Milwaukee Ave if the conditions were
more pedestrian-friendly.
There are convenient destinations in my community that I like biking
to; There are convenient destinations in my community that I like
walking to
Despite the desire to bicycle and to walk more, about two-thirds of the
respondents reported that they currently find convenient destinations to
ride a bike to or walk. However, for both modes 25% of respondents
'disagree' or 'strongly disagree' that they find such destinations in Niles.
There are destinations on Milwaukee Avenue that I like to walk to
With respect to Milwaukee Ave, even more respondents (33%) disagree
that there are destinations that they desire to walk to. These responses
may reflect both the quality of the walking environment and of the
destinations.
I feel comfortable biking to the trails from my home; I feel
comfortable biking on the streets in my community
Just over half of respondents feel comfortable riding a bike to access
the trails. With respect to riding on the street in general, less than half
of respondents report feeling comfortable.
I feel safe crossing streets in my community
The majority of respondents either feel unsafe or do not 'agree' that
they feel safe crossing the streets in Niles.
Walking along Milwaukee Avenue is pleasant
The desirability of walking along Milwaukee Ave was the point of
greatest dissatisfaction. Only 10% agreed that it was pleasant.

Community Outreach Summary Memorandum
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Reported Enjoyment for Children
to Walk and Bike in Niles
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My kids enjoy walking around the community
Nearly 70% of respondents agreed or stronly agreed that their children
find walking in Niles a pleasurable activity.
My kids enjoy biking around the community
More parents disagreed about their kids' enjoyment of biking in
Niles, but the majority of parents agreed or were 'neutral.'
I feel comfortable letting my kids walk around the community
Parents were mixed in their reported comfort level of letting their
children walk in Niles. The single largest response was 'neutral.'
I feel comfortable letting my kids bike around the community
However, 45% of parents did report that they were not comfortable with
their children riding a bike in Niles.

strongly
agree

Reported Concern with Walking and
Biking in Niles
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I am concerned about my safety from traffic when biking
Although respondents overwhelmingly want to bike more, 80% agree or
strongly agree that they have safety concerns about cycling. This is a
barrier to increasing cycling.
I am concerned about my safety from traffic when walking
Similarly, 70% agree of strongly agree that they have safety concerns
about walking. This is a barrier to realizing the reported desire to walk
more.
I avoid biking due to concerns about safety from traffic
Despite the strong concern about safety from traffic while biking, less
than half report that they avoid biking. This, suggests that there is a
strong desire and other factors motivating people to bike in Niles.
I avoid walking due to concerns about safety from traffic
Similarly, only a third of the respondents report avoiding walking due to
safety concerns. Along with the other results, this suggests that people
in Niles walk when they need to and want to, but are not walking
perhaps not as much as they would like to.

6
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Reported Mode Choice for Daily Activities
work/
school

to
transit

shopping,
errands

to the
park

leisure/
exercise

During the past seven days, how many times did you
WALK for the following activities?
By and large, people reported walking infrequently in
Niles. Among the walking that did occur, 90% walked
only once a week for trips to school/work, 90% only
once a week for trips to access transit, and about 70%
only once a week to go to the park, to run errands, or
to go shopping. The notable exception was for exercise
and leisure, where 50% of respondents walked
between 2 and 5 times a week.

70

frequency distribution
60
50
40
30
20
10
0
1

If you have kids, during the past seven days, how
many times did they WALK for the following
activities?
Reported patterns of walking by children were mostly
similar to those of adults. The vast majority of walking
activity occurred once only during the week. As a ratio
of the total walking activity reported, the instances of
walking more than once in a week to the park or for
exercise were lower for children than adults, but
children were more likely to walk more frequently in
the week to go to school or access public transit.
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frequency distribution
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2-3

4-5

number of times per week

50% walked for exercise or leisure
2-5 times/week
60% biked for exercise or leisure 2-5
times/week
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Reported Mode Choice for Daily Activities
work/
school

to
transit

shopping,
errands

to the
park

leisure/
exercise

During the past seven days, how many times did you
BIKE for the following activities?
Similar to with walking, people by and large reported
biking infrequently in Niles. When people do bike to
work/school, to access transit, for shopping or errands
or to the park, it overwhelmingly occurs only once in
the week. However, for exercise and leisure, nearly
60% of respondents did ride their bike between 2 and 5
times during the week.

80

frequency distribution

70
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1

If you have kids, during the past seven days, how
many times did they BIKE for the following
activities?
Reported patterns of biking by children were mostly
similar to those of adults, and as with walking children
were relatively less likely to bike more than once in a
week when compared to the relative proportion of
adults who reported biking more frequently.
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During the past seven days, how many times did you
DRIVE for the following activities?

2-3

70

frequency distribution

60

Driving was reported as a frequent mode chosen,
especially for trips to work and for shopping and
errands. A very large proportion of the respondents
reported making one trip in the week by car to access
transit and to go to the park. This result may suggest
either weekly leisure activities such as taking the
Metra to Chicago on the weekend or going to the
Forest Preserve, or an error in the survey design.
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4-55

number of times per week
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Milwaukee Avenue Workshop
Participants were asked to record their first impressions during the field visit to Milwaukee Avenue.
These impressions are listed below. They were also asked to go beyond their first impressions and list
the positive and negative aspects of Milwaukee Avenue.
• Loud; 1970s
• Old and tired looking and not appealing; Howard to Mulford on east side of Milwaukee like
a concrete jungle; need greening and freshening up
• Not user-friendly sidewalks along some stretches on Milwaukee.
• Poor signage; limited parking; poor walkways; need nature and trees (greenery), get green
streets; sidewalks away from road; design and constraint challenges for bikers and how to
get to Milwaukee
• Chem. Lawn/manicured lawn vs. native; neva bioswale; green streets; combined lots; don’t
rely on redevelopment everywhere.
• Jerry’s – no landscaping, heavy sidewalk and lot

Positive and negative elements of Milwaukee Avenue

-great density
-visible improvements to the sidewalk
network
-local businesses present along corridor
-transit access
-nice brickwork along oasis pool by park
district
-like the new fencing by McDonalds and all
four corners by Oakton

-perpendicular parking adjacent to
sidewalks
-building stock looks disposable and dated
-no separation between sidewalks and
streets in some instances
-poor condition of sidewalks and parking lots
-lack of sidewalks in some cases
-shady storefronts that don’t look inviting
and condition of signage
-some curbs not accessible
-lack of signage
-poor bus stop areas – no benches or shelter
-no bike route
-lack of a downtown Niles
-big setback causes speed
-lack of accessibility

Community Outreach Summary
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Finally, participants were asked to consider recommendations to improve the corridor and were
prompted by three categories: must do right away, should do, and would be nice if. The following To Do
list resulted.

TO DO

Milwaukee Avenue
To Do List

Must Do Right Away:
continue progress on streetscaping work
continue coordination with Pace
update zoning ordinances to accommodate the types of
development the Village wants to see
fix broken concrete for safety
ask businesses to update signage
plant more trees for shade and shelter
Should Do:
more natural plantings along corridor
parking study along Milwaukee
spruce up bus stops
better landscaping - trees and sustainable plants
add more crossings and signals
safer sidewalks
It would be nice if...
more changes could be made to the road and the
road’s character
buses could be provided with bus turnouts

Niles Multimodal
Plan – 2013
10 Village ofOutreach
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Summary
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Visualizations
Attendees at the Village of Niles Bike and Pedestrian Plan workshop were introduced to various ideas
and visualizations for potential improvements to Milwaukee Avenue. The major topics discussed were
Street Frontage, Parking Lots, Sidewalks, and Walking and Biking. Participants then completed Idea
Response Cards where they were given the opportunity to rank how each overall idea looked, as well as
provide input on what they thought of the idea and how it could be improved.

I like this idea because:

-Additional areas for family and new people to area; Continuous sidewalk would be great
-Trees and grass makes a nice look
-Love the trees and two-story buildings, again very inviting and neighborly
-This whole area needs to be redeveloped, some uniformity on each side
-Against street/sidewalk; Looks good with trees
-More landscaping and density
-Safer feeling closer to storefronts – no crossing parking to
access stores

Sidewalks

-Looks good, I like the look of
the two-story buildings
-It looks inviting to walk through
-The green of the grass and
trees is appealing; this looks
more like a street people would
walk on
-More greenery, more aesthetics

I don’t like this idea/it could be

existing

improved by:

-No bike lane near side of road
-Store signage not very visible –
can’t stay if I don’t know what’s
there
-Anything is an improvement to
what it is now
-Road is still the main focal
point; nothing that connects
one side to the other. Could the
median be something better?
Planters? Stamped concrete?
Etc.

Sidewalks

sidewalk
curb cut
sidewalk gap

-Street becomes to small and
not enough room to park
future possibility

Community Outreach Summary
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I like this idea because:

-Clear area by lights for people

driving and biking to see each other;
Wide path to allow for multiple
people

Street Frontage

-Looks very attractive
-Uses unused land
-It brings the corner to life – makes
better use of a great intersection
and encourages residential use on
Milwaukee where they can easily
catch a bus either way, I like it!
-Niles needs this kind of development – condo with shopping underneath; Close to public transit

existing

-Rounds out the corner; conceals
parking lot; ties streetscaping to
uses
-Great use of space to create shopping/living area
-I like the look and the idea that you
would be bringing in more residential which would hopefully create a
bit more foot traffic
-You can see where you are going to
– your destination
-It does look more engaging and
would encourage more foot traffic
(and people living in the residential
space would be walking and shopping in Niles)

pede

future possibility

-Modern, more vibrant

I don’t like this idea/it could be improved by:

-Light at corner does not have long enough “walk”
-May create parking issues
-Development at corner blocks mall stores. A one-story named restaurant would bring in customers
to eat and then hopefully stay.
-No ART stop
-Increased traffic on Milwaukee

-Maybe too dense – less stories
-Too close to street; too urban-looking

12 Village of Niles Multimodal Plan – 2013
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Parking Lots

I like this idea because:

-Good use of permeable
pavers; I like themain
landscape
st
strip between the road and
ozark ave / grennan pl
sidewalk

what it co

kedzie st
-Looks less rundown;

friendly; path is madison
morest family
monroe st
oriented
ottawa ave

P

arking (eith
lots or strip
parking), ta

57%

of the o
length of block fr
Milwaukee Ave

-The trees and sidewalks
oriole ave / cleveland st
are inviting and keeney
the stpavers
look clearer

existing

-Looks much better, would
st
encourage moreoakton
walking
– sidewalk pedestrian safety
-Provides buffer to street
-It is a great pedestrian
and
mulford st
mulford
st
vehicle sharing of
space
-More greenery,lawler
great
av aesthetics
jonquil tr
future ART stops
-Looks very attractive

The average length of
lot frontage is approxi
feet. At an average wa
would take someone n
and half to walk past a
length – making for a
engaging walk.

howard st

I don’t like this idea/it could be
improved by:
-Directional signs look the
same

auto-oriented forms

parking lot too close to street
-Sidewalk
parking strip

future possibility

side of sidewalk a culvert/rain garden

-Make
sureopen
pavers
are perinaccessible
space / greenspace
meable
vacant
– make green strip on each
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with the Americans with Disabilities Act
and the Rehabilitation Act
June 2012

ADA Transition Plans
for Your Community
Accessibility for People with Disabilities
Purpose of this Brochure
This brochure provides information to assist local governments in improving accessibility and
complying with the Americans with Disabilities Act by conducting a self-evaluation for
accessibility and updating their “transition plans.” Most local communities in the Chicago
region are required by the Americans with Disabilities Act (ADA) and/or the Rehabilitation Act
to have a transition plan. Many communities addressed the requirement when the ADA was
passed in 1992, but may not have updated the self-evaluation or plans since then, as may be
required by regulations. Indeed, only about 54 municipalities in the region had up-to-date
transition plans (or equivalent) in 2010, down from 60 in 2002.1
The process of self-evaluation for accessibility and updating a transition plan can help
communities sort through and prioritize issues, leading to changes that can help people with
disabilities. In the long run, improving accessibility at the local level may reduce some (but not
all) of the need for door-to-door paratransit demand-response services, and increase the level of
independence for some people now needing such services. In addition, developing and
implementing a transition plan can be a valid defense in ADA-related legal actions. However,
when there is no up-to-date plan, and there are inaccessible programs or facilities, a community
is vulnerable to court action, including injunctive relief and attorneys’ fees.
Accessibility brings benefits not only for people with disabilities, but for the community at
large. For example, following guidance for public right-of-way accessibility will bring about a
more walkable, attractive, and livable community. Indeed, a community that wants to improve
walkability is strongly advised to start by following the process to improve accessibility
outlined in the pages that follow, including a focus on the public right-of-way accessibility
guidance published by the U.S. Access Board.2
This brochure will provide a base of information that communities can use to update their
transition plan. It is not legal advice, but is meant as a planning guide.

CMAP 2010 Municipal Plans Programs, and Operations Survey; Chicago Area Transportation Study 2002 Soles and Spokes
Municipal Survey.

1

2See www.access-board.gov/prowac/index.htm. A full list of reference materials to assist local communities in providing
accessibility for people with disabilities is at www.cmap.illinois.gov/bike-ped/accessibility.
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What Are Transition Plans?
An evaluation and plan for physical improvements to address accessibility.
Self-evaluations and transition plans are required by federal regulations to implement Title II of
the ADA.3 Regulations implementing Section 504 of the Rehabilitation Act require selfevaluations for recipients of federal financial assistance.4 Regulations implementing the ADA
require transition plans. Title II requires state and local governments to make their programs
and services accessible to persons with disabilities. Section 504 prohibits discrimination against
people with disabilities for programs or activities receiving federal financial assistance, and
prohibits exclusion or denial of benefits for such programs and activities based solely on
disability. The process to develop a self-evaluation and transition plan ensures that a
community identifies barriers to accessibility, prioritizes actions to address the barriers, and sets
forth a schedule for those actions.

Who Should Develop Transition Plans?
All government entities must develop self-evaluations; entities with 50 or more employees (either full- or
part-time) must develop transition plans.
Transition plans are required by federal regulations for public entities with 50 or more
employees, if the public entities require structural changes to achieve program accessibility.5
Both full-time and part-time employees count toward the 50-employee level.6
Self-evaluations are required for all government entities covered by the ADA. Self-evaluations
are also required by Section 504 of the Rehabilitation Act for all entities receiving federal
financial assistance, including federal highway aid for transportation projects.

When Should Transition Plans Be Developed?
If you haven’t developed a transition plan, but one is required, you should develop the plan as soon as
possible. Adopted transition plans should be periodically updated.
Affected governments were required to complete ADA transition plans in 1992. A system for
periodically reviewing and updating the evaluation is strongly recommended, and is required
for federal-aid recipients.7

3

42 U.S.C. §§ 12131-12164

4

29 U.S.C. §794

5

The requirements of the ADA apply to all public entities or agencies, no matter the size. The transition plan formal procedures as
outlined in 28 C.F.R. section 35.150 only govern those public entities with more than 50 employees.

6

Disability Rights Bureau, Illinois Attorney General’s Office, personal communication.

7

49 CFR 27.11 (c)(2)(v)
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Generally, updates should be completed to reflect new guidance and standards, though there
are some “safe harbor” provisions for recent construction that met 1992 standards.8 Recent
guidance and standards include accessibility standards that were updated in 2010; the new
standards became effective in 2012. Public right-of-way accessibility guidance has been
updated several times recently, including proposed final rules released in 2011. Also, the
Federal Highway Administration and the Illinois Department of Transportation have revised
procedures on such design specifications as truncated domes. Therefore, most communities
should update their transition plans now, if their plans have not recently been updated to reflect
the latest guidance and standards.

To Which Facilities Does the Transition Plan Requirement Apply?
Existing facilities identified during the self-evaluation as requiring physical changes to provide
accessibility, and pedestrian facilities.
If a program self-evaluation determines that physical changes to existing facilities are necessary,
those changes must be included in the transition plan. In addition, pedestrian facilities must be
included in the transition plan for agencies with jurisdiction over streets or walkways. While
the federal regulations specifically mention curb ramps, the broader spectrum of pedestrian
facilities have been ruled by courts to be a program that is subject to accessibility regulations. 9
Pedestrian facilities might include crosswalks, curb ramps and level landings, pedestrian
pushbuttons and signal indications (including accessible pedestrian signals, where
appropriate), sidewalks, bus stops, and driveway crossings.
Some provision is made for historic preservation, but this provision does not change the basic
requirement for program accessibility.10
Rail transit stations are subject to a special planning process that identifies key stations for
accessibility. Consultation with transit agencies is suggested when considering accessibility
requirements for transit stations in your community.

How Does a Government Develop a Transition Plan?
Identify the official responsible for developing and implementing the plan; establish a complaint
procedure; adopt design standards; engage the community; develop a self-evaluation that includes
necessary physical changes; prioritize physical changes; schedule physical changes; maintain
documentation; make the self-evaluation and transition plan documents available for the public.

8

28 CFR 35.150 (b)(2)

28 CFR 35.150; Barden v. City of Sacramento, 292 F. 3d 1073 - Court of Appeals, 9th Circuit 2002. The position that public sidewalks
are a service, program, or activity of a municipality subject to Title II of the ADA was supported by Theodore B. Olson, Solicitor
General in a Supreme Court brief as amicus curiae, www.justice.gov/osg/briefs/2002/2pet/6invit/2002-0815.pet.ami.inv.pdf (the
Supreme Court denied Sacramento’s petition for a writ of certiorari after the City of Sacramento settled with Barden et al).
9

10

28 CFR 35.150(b)(3)
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1. Identify the official responsible for developing and implementing the plan. A responsible
employee is required to be identified for complying with the ADA and for investigating
complaints.11 A single point of contact with excellent management and organizational
skills will be very helpful in coordinating the development and implementation of the
plan, since the transition process will usually need to identify programmatic and
physical changes over a number of departments, and may require substantial
compromise among competing interests. The point of contact should be either
cognizant of engineering challenges associated with accessibility, including applicable
design standards, or should establish a close working relationship with the staff or
consulting engineer who is cognizant. The person responsible for implementing the
plan must be identified within the plan. 12
In addition, Illinois statutes also govern the identification of an ADA coordinator for
municipalities. Each municipality must post the name, office address, and phone
number of its ADA coordinator on the municipal web site or, if there is no municipal
web site, must publish the information every two years in either a newsletter mailed to
residents or in a newspaper of general circulation.13
2. Establish a complaint procedure. A procedure to identify program access issues, and to
resolve the issues, must be adopted and published14 and will be helpful in establishing
priorities. As with the ADA coordinator, Illinois statutes govern the publication of
grievance procedures.15 These statutes require that the grievance procedures must be
published on the municipal web site. If there is no municipal web site, information
about how to obtain the procedures must be published every two years in either a
newsletter mailed to residents or in a newspaper of general circulation.
3. Identify, adopt, and understand applicable design standards and guidelines.16 This is perhaps
the most technically challenging element of the process for planning for accessibility for
large organizations like cities and villages. Technical guidance from an experienced
engineer or architect is recommended. There are a large number of guidance documents
and standards to sort through, so it is important that the most recent applicable
guidance and standards be used for the problem at hand.17
4. Engage the community. Individuals with disabilities, organizations representing people
with disabilities, and other interested individuals should have the opportunity to
participate in the development of the self-evaluation and the transition plan. Although
it is not necessary, a consultant to assist the plan may be helpful if the firm has extensive

11

28 CFR 35.107(a)

12

28 CFR 35.150(d)(iv)

13

65 ILCS 5/1-1-12

14

28 CFR 35.107(b)

15

65 ILCS 5/1-1-12

16

Kevin Burke, Illinois Department of Transportation, Presentation to the Council of Mayors Executive Committee, May 2012.

17

A compendium of design information is at www.cmap.illinois.gov/bike-ped/accessibility.
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successful experience engaging with the community, including people with disabilities.
An alternative is to form a committee or task force that includes individuals and
stakeholder organizations to provide advice on the plan. A list of the persons consulted
must be kept for record-keeping as part of the self-evaluation process.18
5. Prepare the self-evaluation.
a. Identify barriers to accessibility. The government entity should review its “services,
policies, and practices, and the effects thereof” to determine whether there are
barriers to participation by people with disabilities.19 This process should
include the identification of existing and planned accessible paths of travel for
public facilities and programs to facilitate prioritization later in the process.
For agencies with “responsibility or authority over streets, roads and walkways,”
the transition plan must include curb ramps20 and other pedestrian facilities, so
the self-evaluation should do so as well. Some curb ramps, sidewalks,
pedestrian signals, driveway crossings, and other pedestrian facilities may need
to be reviewed for compliance with recent design standards. For example,
specific items for curb ramps that may need review for existing ramps include
the appropriate detectable warnings, slopes, level landings, and algebraic slope
changes from the ramp to the street surface.
b. Describe how the barriers to accessibility will be addressed. Barriers may be overcome
by a number of means, only some of which involve physical improvements. Title
II regulations specifically provide that a public entity may comply with the
requirements of this section through such means as redesign or acquisition of
equipment, reassignment of services to accessible buildings, assignment of aides
to beneficiaries, home visits, delivery of services at alternate accessible sites,
alteration of existing facilities and construction of new facilities, use of accessible
rolling stock or other conveyances, or any other methods that result in making its
services, programs, or activities readily accessible to and usable by individuals
with disabilities. A public entity is not required to make structural changes in
existing facilities where other methods are effective in achieving compliance with
this section.21
Many of these solutions do not provide “universal access,” but may be an
alternative when financial constraints do not allow universal access in the short
term. Financial or programmatic considerations may be considered in rejecting

18

28 CFR 35.105(c)(1)

19

28 CFR 35.105(a)

20

28 CFR 35.150(d)(2)

21

28 CFR 35.150(b)(1)
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proposed physical improvements, so long as the selected alternative ensures the
benefits or services for people with disabilities.22
Recipients of federal aid, including highway and transit assistance, are required
to develop a system for periodically reviewing and updating the selfevaluation.23
Required physical improvements identified in the self-evaluation are carried
forward to the transition plan itself.
6. Develop a Transition Plan to set out the priority, cost, and schedule for physical improvements.
A transition plan is required by ADA regulations to address the physical changes to
existing facilities identified as being necessary in the self-evaluation. The plan can begin
by carrying over those physical obstacles and detailed recommended physical
improvements from the self-evaluation. The plan must then include the schedule for
physical improvements, including the programmed year for each improvement.24 Good
practice will also include a budget for each year and an estimated cost for each
improvement; assistance by an experienced engineer or architect is recommended for
this step. The plan should also identify the person responsible for carrying out the
details of the plan, as noted in Step 1, above.25
The transition plan will typically include physical improvements for both public
buildings and the public right-of-way (streets, walkways, etc.); some communities have
developed separate plans for buildings and right-of-way.26 As noted above, a transition
plan must include a schedule for curb ramps, and must address sidewalk accessibility in
general.27 Priority should be given to curb ramps and sidewalks for identified accessible
paths of travel to employment sites and public facilities, including “state and local
government offices and facilities, transportation, places of public accommodation, and
employers,”28 but all inaccessible sidewalks need to be addressed.
Developing a transition plan that improves public right-of-way accessibility will result
in a walkable, more livable community, benefiting all residents and businesses.
Examples of both plans that address public right-of-way accessibility and sidewalk
accessibility checklists for self-evaluations are posted at www.cmap.illinois.gov/bikeped/accessibility.

22

28 CFR 25.150(a)(3)

23

49 CFR 27.11

24

28 CFR 35.150(3)(iii)

25

28 CFR 35.150(3)(iv)

26

Such a division of plan products may facilitate an efficient division of labor between architects and professional engineers.

Since courts have ruled that sidewalks are a service, program, or activity of a municipality subject to Title II of the ADA,
municipalities must maintain program accessibility for all sidewalks, not just identified accessible paths of travel. Barden v. City of
Sacramento, 292 F. 3d 1073 - Court of Appeals, 9th Circuit 2002.

27

28

28 CFR 35.150(d)(2). Emphasis added.
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The plan’s implementation should be closely monitored. This should be documented,
and should feed into updates of the self-evaluation and plan.
Federal regulations require that recipients of federal aid update their self-evaluation
periodically. Because these processes are closely related, this means that the transition
plan will also be periodically updated.
7. Maintain documentation. Regulations require that documentation of the transition plan
process be maintained. Specific documentation requirements, some of which are noted
above, include the following:
a. The name and contact information for the person responsible for implementing
the plan (see step 1).
b. Adopted and published complaint procedures (see step 2).
c. For the self-evaluation, recipients of federal aid and all government entities with
more than 50 employees should have a list of persons consulted, areas examined,
problems identified, modifications made, and remedial steps taken.29 These shall
be available for three years following the completion of the self-evaluation.30
d. “A copy of the transition plan shall be made available for public inspection.”31

More Information
Key resources for accessibility and transition plans are available through federal agencies:
•

Department of Justice: www.ada.gov

•

Access Board: www.access-board.gov

•

Federal Highway Administration
www.fhwa.dot.gov/civilrights/programs/ada.htm

•

Federal Transit Administration: fta.dot.gov/civil_rights.html

Additional information and resources on regulations, design guidance, and implementation is
posted at www.cmap.illinois.gov/bike-ped/accessibility. The resources include sample plans
and public right-of-way accessibility checklists.

29

49 CFR 27.11(c) and 28 CFR 35.105 (c)

30

Ibid.

31

28 CFR 35.150(d)(1)
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233 South Wacker Drive, Suite 800
Chicago, IL 60606
312 454 0400
info@cmap.illinois.gov
www.cmap.illinois.gov

The Chicago Metropolitan Agency for Planning (CMAP) is
the region’s official comprehensive planning organization.
Its GO TO 2040 planning campaign is helping the region’s seven
counties and 284 communities to implement strategies that
address transportation, housing, economic development,
open space, the environment, and other quality of life issues.
FY12-0160

