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White Paper Series ï 

Metropolitan Chicagoôs Regional Comprehensive Plan ï Developing Goals 

and Strategies 
 

 

Pedal Power: Bicycling as Transportation, Recreation and Place-Making 
 

 

Introduction  

 

The Chicago Metropolitan Agency for Planning 

(CMAP) is responsible for comprehensive 

planning for a seven-county region in 

northeastern Illinois.  The region is over 4,500 

square miles and home to more than eight 

million people.  CMAP was created in 2005 to 

combine previously separate transportation and 

land-use planning agencies in northeastern 

Illinois into a single entity designed to protect 

natural resources and minimize traffic 

congestion as the region plans for the 21st 

century and beyond.  CMAP serves the counties 

and communities of Cook, DuPage, Kane, Kendall, Lake, McHenry and Will Counties, as 

well as a portion of Grundy County. 

 

As part of its mission and mandate, CMAP has recently begun work on northeastern 

Illinoisô first Regional Comprehensive Plan.  Required to be finished and adopted by 

autumn 2010, this will be an integrated plan for land use and transportation, and will also 

contain elements on the environment, economic development, housing, and human 

services.  The plan will build on both the 2030 Regional Transportation Plan (produced by 

CATS in 2003) and the 2040 Regional Framework Plan (produced by NIPC in 2006).  

CMAPôs Comprehensive Plan, however, will focus more on implementation than either of 

these past planning efforts. 

 

One major step in the process of creating the Regional Comprehensive Plan is to identify 

and evaluate potential planning strategies.  Planning strategies are, very broadly, actions 

which the region, or governments within the region, might take in order to realize what 

they envision as their desired future.  These strategies fall under the broad headings 

Transportation, Land Use, Housing, Environment and Natural Resources, and Economic 

Development.  Examples of planning strategies may include, among others: promoting 

infill, redevelopment, and compact development; preserving, improving, and increasing 

parks and open space; increasing public transportation service and usage, and reducing 

automobile dependency/travel times; increasing the provision of affordable housing; 

promoting energy conservation; supporting taxation reform and tax sharing agreements; 

and creating ADA-compliant public places. 

 

Photo courtesy of Dan Burden 
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Included among the various transportation- and land use-related strategies is Improving 

Bicycling Conditions.  This paper will briefly introduce and define bicycling as a planning 

strategy, review the existing conditions and the potential for improving the conditions for 

bicycling in the region, and finally examine the (plausible) effects of implementing this 

strategy, for the region and for individual communities within the region.  This paper is not 

intended to be a comprehensive, definitive exposition of bicycle planning and 

programming ï generally or in our region ï but rather a planning tool, intended to initiate 

dialogue and discussion on the possible implications and impacts of improving bicycling 

conditions in our region. 

 

As is the case with other planning strategies, bicycling could very easily and appropriately 

have been placed under a number of other broad topic areas to be addressed in the 

Comprehensive Plan.  óLand Useô, óEnvironment and Natural Resourcesô, and óEconomic 

Developmentô are all areas for which bicycling improvement projects can ï and will, if 

implemented ï have significant effects.  In this paper, we will define bicycling broadly 

then, and consider its impacts not only on transportation, but also on health, the 

environment, and economic and community development. 

 

The strategy is defined very roughly as ñImproving the conditions for bicyclingò.  

Improvement could take the form of new bikeways, changes to existing transportation 

infrastructure to make bicycling easier and safer, new laws or ordinances protecting or 

promoting cyclists, educational and outreach programs designed to encourage and increase 

bicycling, or even enforcement programs intended to improve safety for bicyclists and other 

users of roadways and paths.  Our research represents, then, an attempt to answer the broad 

question: ñWhat would happen if the region improved bicycling/pedestrian conditions?ò 

 

Research Question 

 

This paper, then, will first look at existing conditions, both in terms of policy and in terms 

of existing plans and programs, which our region and its communities, agencies, and 

organizations have put in place in order to promote bicycling.  We will then briefly review 

some of the major literature and sources of information for understanding the challenges 

and benefits of implementing bicycle-friendly plans and programs.  This will involve, to 

some extent, surveying programs and projects outside the northeastern Illinois region.  

Finally, we will briefly consider and attempt ï if not to answer, then at least to inspire 

reflection on our core research question, ñIn our region and in your communities, what 

effects would improving conditions for bicycling have?ò  The discussion and any answers 

we propose will , by nature and by design, remain hypothetical and tentative, though 

hopefully plausible.  

 

Bicycling as a Planning Strategy 

 

Bicycling is a form of active transportation.  Like walking, and other non-motorized 

modes of travel, bicycling relies on human power for locomotion.  As a form of active 

transportation, bicycling directly supports public health and safety objectives, including 

increased physical fitness, pollution reduction, and improved safety (reductions in serious 
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and fatal crashes).  As a substitute for automobile travel, bicycling provides significant 

social, environmental, and economic benefits, including congestion mitigation, reduced 

travel costs, mobility for non-driving populations, increased transit access and (perhaps) 

ridership, and improved community livability
1
.  Bicycling supports efficient, compact, 

sustainable land development patterns, in which transportation and land use are integrated 

and working together to achieve greater mobility, equity, health, prosperity, and a higher 

overall quality of life. 

 

As a planning strategy, bicycling ï often combined in theory and in practice with strategies 

to improve pedestrian travel and encourage walkable communities ï is commonly divided 

into the ñThree Eôsò: Engineering, Education, and Enforcement
2
.  The first ñEò refers to 

physical design/construction projects.  These projects include new facilities of various 

types, or reconstruction and improvements made to existing transportation infrastructure.  

The second ñEò refers to programs ï often in schools ï which educate and encourage 

students and citizens about bicycling, its benefits, safe riding techniques, and how to find 

and use additional resources.  The third ñEò refers to programs, and sometimes lobbying 

efforts, designed to create and enforce laws recognizing and protecting cyclists as 

legitimate roadway users.  These programs generally focus on traffic safety.  All three 

approaches ï all three ñEôsò ï work together synergistically and should be implemented 

simultaneously.  However, we will focus in this section, on the physical facilities, which 

communities may construct, commonly referred to as ñBikewaysò.  These infrastructure 

projects provide the physical network on which cyclists (hopefully, educated and 

informed) will travel. 

 

Bikeways and Bicycle Facilities 

 

There are six major types of bikeways: 

 

Bicycle/Multiuse Paths or Trails.  Paths are 

off-street facilities.  They are constructed 

of/surfaced with various materials, such as 

asphalt or crushed stone.  For more 

information see 

http://www.bicyclinginfo.org/de/shared.cfm and 
http://www.americantrails.org/resources/trailbuilding/i

ndex.html. 
 

Bicycle Lanes.  Bicycle lanes are defined as 

"a portion of the roadway which has been 

designated by striping, signing, and 

pavement marking for preferential or 

exclusive use by bicyclists"
3
.  Bicycle lanes are designed to make the movements of both 

motorists and bicyclists more predictable.  Insofar as they accomplish this, lanes ï as well 

                                                 
1 See Appendix A for resources, including a bibliography, arguing for ï and when possible, quantifying ï these benefits. 
2 According to some, two additional ñEòs should be included: Encouragement and Elected officials. 
3 Quoted from the Pedestrian and Bicycle Information Centerôs (PBIC) website.  PBICôs mission has been to improve the 

quality of life in communities through the increase of safe walking and bicycling as a viable means of transportation and 

Photo courtesy of Dan Burden 

http://www.bicyclinginfo.org/de/shared.cfm
http://www.americantrails.org/resources/trailbuilding/index.html
http://www.americantrails.org/resources/trailbuilding/index.html
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Photo courtesy of Dan Burden 

as other types of bicycle facilities ï offer 

safety advantages to all road users.
4
  For 

more information on lanes, see 
http://www.bicyclinginfo.org/de/onstreet.cfm#bike 
 

Bicycle Boulevards.  A bicycle boulevard 

is a shared roadway which has been 

optimized for bicycle traffic. In contrast 

with other shared roadways, bicycle 

boulevards discourage cut-through motor 

vehicle traffic, but typically allow local 

motor vehicle traffic. They are designed to 

give priority to cyclists as through-going traffic.  For more information, see 

http://en.wikipedia.org/wiki/Bicycle_boulevard and http://www.bta4bikes.org/at_work/bikeboulevards.php. 

  

Bicycle Marked Routes (ñSharrowsò).   A ñsharrowò is an arrow-like design, often 

combined with a symbol of a bicycle, painted on a roadway to mark an official bicycling 

route.  The City of Seattle defines it thus: ñBicycle symbols that are placed in the roadway 

lane indicating that motorists should expect to see and share the lane with bicyclists.ò  For 

more information, see 
http://www.bicycle.sfgov.org/site/uploadedfiles/dpt/bike/Bike_Plan/Shared%20Lane%20Marking%20Full%

20Report-052404.pdf  
 

Bicycle Signed Routes.  Signed routes are roadways along which signs indicate1) that it is 

an official bike route, 2) direction to specific destinations, and 3) distance to specific 

destinations.  The AASHTO Guide for the Development of Bicycle Facilities 

(https://bookstore.transportation.org/item_details.aspx?ID=104) describes signed shared roadways 

(bike routes) as "those that have been identified by signing as preferred bike routes."  For 

more information, see http://www.bicyclinginfo.org/de/onstreet.cfm#signed  

 

Paved Shoulders (Rural areas) and Wide Outside Lane 

(Urban areas).  Paved shoulders should be a minimum 

of 4 feet wide ï or 5 feet if a guardrail or other barrier is 

present ï in order to function as official bikeways.  The 

AASHTO Guide for the Development of Bicycle 

Facilities notes that in rural areas "adding or improving 

paved shoulders often can be the best way to 

accommodate bicyclists."  In urban areas, paved 

shoulders are not normally provided on major roads. A 

wider outside (or curbside) lane allows a motorist to 

                                                                                                                                                    
physical activity.  The PBIC is managed and operated by staff at the UNC Highway Safety Research Center.  

http://www.pedbikeinfo.org/ 
4The 1999 FHWA study, ñA Comparative Analysis of Bicycle Lanes Versus Wide Curb Lanes: Final Reportò 

(Publication No. FHWA-RD-99-034) states: ñThe presence of a stripe separating bicyclists and motorists (as with a BL 

or paved shoulder) has been shown to result in fewer erratic driver maneuvers, more predictable bicyclist riding behavior, 

and enhanced comfort levels for both groups of users.ò  The report concludes thus:  ñBoth BL and WCL facilities can and 

should be used to improve riding conditions for bicyclists, and this should be viewed as a positive finding for the 

bicycling community.ò 

Photo courtesy of Dan Burden 

http://www.bicyclinginfo.org/de/onstreet.cfm#bike
http://en.wikipedia.org/wiki/Bicycle_boulevard
http://www.bta4bikes.org/at_work/bikeboulevards.php
http://www.bicycle.sfgov.org/site/uploadedfiles/dpt/bike/Bike_Plan/Shared%20Lane%20Marking%20Full%20Report-052404.pdf
http://www.bicycle.sfgov.org/site/uploadedfiles/dpt/bike/Bike_Plan/Shared%20Lane%20Marking%20Full%20Report-052404.pdf
https://bookstore.transportation.org/item_details.aspx?ID=104
http://www.bicyclinginfo.org/de/onstreet.cfm#signed
http://www.pedbikeinfo.org/
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safely pass a cyclist while remaining in the same lane and this can be a significant benefit 

and improvement for cyclists, especially more experienced riders.  Lanes should be 14 feet 

wide, or 15 feet where extra space for maneuvering is required.  For more information, see 

http://www.bicyclinginfo.org/de/onstreet.cfm#wide. 

 

In addition to bikeways, another major physical element must be planned, designed, 

installed, and maintained by communities in order to be truly bicycle-friendly and to offer 

bicyclists and other users of the public rights-of-way a safe, convenient, and comfortable 

experience ï namely, bicycle parking.  Bicycle parking requires substantial knowledge and 

experience to plan and design well. 

 

Bicycle Parking.  Bike parking is a crucial aspect of any bicycle-friendly community.  

More than 1.5 million bicycles are reported stolen every year in the United States.  

Concerns about bicycle theft are recognized as a significant deterrent to bicycle use.  The 

availability of safe and convenient parking is as critical to bicyclists as it is for motorists.  

Providing high quality, useful bicycle parking is not as easy as leaving a "fence" or "grid" 

style rack out by the back fence of the shopping plaza or school yard. Indeed, many 

agencies are now adopting very specific bicycle parking design, location, and installation 

requirements.  For more information, see http://www.bicyclinginfo.org/de/park.cfm. 
 
 

 

Existing Conditions 

 

The existing conditions for bicycling (and walking) throughout the northeastern Illinois 

region have been documented and analyzed in great detail in Soles and Spokes: The 

Pedestrian and Bicycle Plan for Chicago Area Transportation prepared by the Chicago 

Area Transportation Study (CATS) in 2004
5
.  In addition, CMAP, as part of the Strategic 

Regional Systems element of the Regional Transportation Plan has created and maintains a 

Bicycle Information System (BIS).  The BIS is an inventory of all local and subregional 

bikeway plans, as well as northeastern Illinoisô Greenways and Trails plan (adopted by 

NIPC in 1997 and currently being updated).  Plans are compiled in the BIS and, as a GIS-

based geodatabase, are mapped as the Strategic Regional Bicycle and Pedestrian System 

(SRBPS) Map
6
.  Given the regional scope of the BIS and its inclusion of planned and 

                                                 
 
5 See especially ñTask 2 Report: Existing Conditions and Regional Trendsò, online at 

http://www.solesandspokes.com/Task2FinalReport.pdf  
6 See Figure 1.  The SRBPS map is designed to be printed at a much larger size ï 44ò x 34ò.  This 8.5ò x 11ò reproduction is 

for illustrative purposes only.  The map can be viewed at http://www.sp2030.com/strategic_bikeped_map.pdf. 

Photos courtesy of Dan Burden 

http://www.bicyclinginfo.org/de/onstreet.cfm#wide
http://www.bicyclinginfo.org/de/park.cfm
http://www.solesandspokes.com/Task2FinalReport.pdf
http://www.sp2030.com/strategic_bikeped_map.pdf
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future routes, the SRBPS map is not intended to function as a userôs map.  Rather its value 

and use is as a planning tool to help officials, planners, and transportation agencies 

understand, communicate, and coordinate efforts to accommodate bicyclists and other non-

motorized modes of travel in our region.  The BIS allows implementers of individual 

transportation and development projects to identify existing and planned bicycle facilities 

in the area of their projects and to integrate these plans into their designs. 

 

Developing and improving the regional bikeway network ï as well as other facilities and 

opportunities for non-motorized travel ï is an important part of our overall regional 

development strategy.  Specific policy recommendations and guidance in both the 

Regional Transportation Plan (RTP), entitled Shared Path 2030
7
, and in the 2040 Regional 

Framework Plan
8
 affirm this fact and clearly express the importance of such a strategy. 

 

The 2030 Regional Transportation Plan, most recently updated and 

approved by CMAP and the MPO in June 2007, discusses 

pedestrian and bicycle travel in ñChapter 5: Strategic Regional 

Systemsò.  The plan strongly encourages shared-use, multi-modal 

design of roadways and states that ñbicycle and pedestrian 

transportation strategies that encourage non-motorized travel and 

improve the quality of walking and biking trips are integral to 

successful shared-use design.ò  Increasing bicycle (and pedestrian) 

travel would directly help achieve a number of the RTPôs stated 

objectives, including better mobility and accessibility, system 

efficiency, public health and safety, and community and economic development.  

Specifically, it makes the following recommendations: 

 
The RTP recommends strategic improvements to shared-use facilities that foster ñroutine 

accommodationò of pedestrian and bicycle design in all transportation projects and 

services (p. 128). 

 

The RTP recommends that project implementers consider a facilityôs potential use by 

bicycle and pedestrian travelers and make appropriate design accommodations using 

flexibility included in most highway design manuals. (p. 128). 

 

The RTP includes the following statement regarding such projects: 
 

[Routine accommodation] includes pursuing improvements that support bicycle and 

pedestrian access to transit and providing bicycle and pedestrian travel information and 

promotion as part of larger management and operation strategies applied to the entire 

transportation system (p. 128).  

 

Finally, the RTP lists (pp. 128-129) a number of specific ways that communities and 

implementing agencies can make roadways and other transportation infrastructure safer and 

more convenient for bicyclists and pedestrians. 

 

                                                 
7 See the website www.sharedpath2030.com  
8 See the website www.nipc.org/2040/  

http://www.sharedpath2030.com/
http://www.nipc.org/2040/
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Figure 1: 
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The Northeastern Illinois Planning Commissionôs (NIPC) 2040 

Regional Framework Plan, focusing on land use and the promotion 

of sustainable development patterns throughout the region, 

discusses walking and bicycling most extensively in ñChapter 7: 

Implementation Strategiesò.  The ñPromotion of Walking and 

Biking as Alternative Modes of Travelò is one of 17 major 

strategies, which the Framework Plan establishes in order to 

achieve the vision of the region, which communities expressed as 

most desirable.  The plan discusses the synergistic, mutually 

supportive ways in which improving bicycling and walking 

conditions support and are supported by other important goals of the plan, such as compact 

development, mix of uses, promotion of transit, reduction of barriers between 

neighborhoods and communities, increased public health and safety, and equitable 

mobility and access.  Overall, the 2040 Regional Framework Plan recommends that 

bicycle and pedestrian connections be ubiquitous in fully urbanized parts of the region and 

that bicycle and pedestrian connections linking centers be developed in less urbanized 

areas (pp. 193-194). 

 

At municipal and sub-regional (i.e. county 

and council of government) levels of 

government, several examples of bicycle-

friendly places exist within our region.  On a 

national level, the League of American 

Bicyclistsô Bicycle Friendly Community
9
 

awards program has recognized both the City 

of Chicago and the City of Schaumburg as 

exceptionally bicycle-friendly communities 

(receiving the Silver and Bronze Awards, 

respectively). 

 

In Soles and Spokes
10

, various approaches 

and measures are used to attempt to answer 

the question, ñHow walkable and bikeable is 

our region?ò  Appraising general 

compactness of development, mix of land 

uses, and average block lengths; calculating 

bicycle and pedestrian levels-of-service; and 

counting/ inventorying bicycle and pedestrian 

facilities, as well as barriers, throughout the 

region, leads ï as one might expect for such a 

large, diverse region ï to mixed conclusions.  

Overall, the region is a mixture of good and 

bad, bicycle-friendly and bicycle-hostile 

areas.  Given such a conclusion, the section on ñExamples of Developments that 

                                                 
9 See the website http://www.bicyclefriendlycommunity.org/index.htm  
10 See Footnote 2 above. 

ILLINO IS:  

Chicago  
Silver  

 
Schaumburg  
Bronze  

Bicycle Friendly Communities 

Source: http://www.bikeleague.org/programs/communities/ 

http://www.bicyclefriendlycommunity.org/index.htm
http://www.bikeleague.org/programs/communities/bfc_chicago.php
http://www.bikeleague.org/programs/communities/bfc_schaumburg.php
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Encourage Bicycling and Walkingò (pp. 51-53) is very useful.  Examples like the City of 

Chicagoôs aggressive, ñretro-fitò bike program
11

, the pioneering efforts in Schaumburg, 

and recent compact, mixed-use, bicycle- and pedestrian-friendly developments in Vernon 

Hills, Arlington Heights, and other communities ï as well as county-wide efforts in 

DuPage, Lake, and Kane Counties ï give us a clear picture and good understanding of 

what works when setting out to create bicycle-friendly places. 

 

In the section entitled, ñConnectivity and Distribution of Bicycle Facilitiesò (p. 74), Soles 

and Spokes summarizes the overall situation in northeastern Illinois thus: 

 
An examination of the distribution of developed bikeway systems throughout the region 

seems to indicate a relationship between development patterns and provision of bicycle 

facilities. Put simply, densely developed communities have more bikeways. In particular, 

urban areas tend to have bike lanes and signed bike routes on streets. These bikeway 

systems tend to be in older urban areas where bicycling has become common and grid street 

systems can provide connectivity for a variety of bicycling skills. By contrast, suburban and 

rural areas have provided riders predominantly with off-road facilities such as multi-use 

paths. For the most part, these off-road facilities have been developed along natural 

recreational corridors (rivers, forest preserve green belts) or abandoned or unused railroad 

rights-of-way (Illinois Prairie Path, North Shore Trail). 

 

Over the past several years, subsequent to the much of the data used in analyses in Soles 

and Spokes, bicycling appears to have increased in northeastern Illinois, both in terms of 

the number of persons bicycling for transportation and recreation, and in terms of the 

planning and provision of bicycle facilities by governments and governmental agencies.  

Most recently, on October 10, 2007, the Illinois House overrode the Governorôs veto on 

Senate Bill 314, commonly known as the ñComplete Streetsò law.  This new law requires 

that bicycle and pedestrian travel ways or routes shall be given full consideration in the 

planning and development of transportation facilities.  It also requires that bicycles and 

pedestrians be accommodated when roads are built or rebuilt in urban areas.  And finally, 

the bill requires that IDOT establish design and construction standards for bicycle and 

pedestrian ways. 

 

An improvement in the overall conditions for bicycling, and an increase in official support 

and promotion of bicycling as a legitimate travel mode in our region, may be related to 

trends in land use and development patterns, demographic changes, achieving a ñcritical 

massò of bicycling infrastructure, increasing automobile congestion, growing awareness of 

environmental problems, higher gasoline prices, increased funding opportunities, and/or 

successful marketing and advocacy efforts.  Most likely, improvements/increases in 

bicycling can reasonably be connected with all of these factors, as well as others.  

However, no clear causality can be definitively established.  The complexity and inter-

relatedness of such disparate factors and spheres of activity hinders attempts to isolate 

causes and to affect quick, sweeping changes.  As a result, those seeking to improve 

conditions for bicycling and to increase its share as means of transportation, must work on 

several, very different fronts, integrating and coordinating wide-ranging efforts.  

                                                 
11 See website http://egov.cityofchicago.org/city/webportal/home.do, then go to Department of Transportation, Bike 

Program 

 

http://egov.cityofchicago.org/city/webportal/home.do
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Nevertheless ï and regardless of the elusiveness of an obvious ñcauseò for or a simple 

ñmeansò to increasing bicycling as a travel mode ï the reason for and the benefits of doing 

so are very clear indeed. 

 

Reasons for Improving Bicycling Conditions in Northeastern Illinois 

 

The justification for federal, state, and local support of bikeways initiatives, and for 

proactively seeking to increase the mode share of bicycles within our transportation system 

is based on widely accepted transportation planning concepts, and even more broadly, on 

the fundamental principles of planning itself ï namely, the health, safety, and welfare of 

our communities and the individuals who live in them.  The effort to increase bicycling as 

transportation and as recreation in northeastern Illinois is important for reasons of mobility, 

health, safety, and the environment.  In the context of our transportation system, 

developing bicycle facilities and programs is important for reducing congestion and 

improving the overall operation of the system. 

 

Á Congestion Relief.  Bikeways can offer an alternative to passenger 

cars.  Local trips using passenger cars now clog our arterial and 

expressway systems with short trips and turning vehicles.  In Chicago, 

31% of trips are less than one mile in length; 59% are less than three 

miles long, an easy distance by bike.  In the suburbs, 20% of trips are 

less than a mile; and 51% of trips are less than three miles long.   

 

We have been successful in encouraging travelers to use alternative 

transportation.  For example, between 1990 and 2000, work trips by 

bicycle increased 58%.  More broadly, walking and bicycling together 

account for 1.5 million trips daily in the region, and many more if 

transit access is considered (our transit system depends on non-

motorized access).  As our region and our transportation system grow, 

we will need additional facilities to provide the linkages for local, non-

motorized links to keep local trips off our congested regional road 

system.  Support at all levels of government is an important 

component of this effort.    

 

Á Safety.  In our seven-county region in 2005, we had 75,696 motor vehicle 

injuries, of which 629 were fatal.  Our region has a motor vehicle crash each 

one minute and forty-six seconds.  We have a fatal crash every 18 hours.  

Providing safe facilities and encouraging less driving can result in fewer 

crashes, injuries, and deaths.  Such a strategy has led to lower death rates in 

northwestern Europe: whereas the United States had 14.9 traffic fatalities per 

100,000 population in 2002, the United Kingdom and the Netherlands both had 

6.1 traffic fatalities per 100,000 population by providing a safe traffic system 

and with a bicycle-pedestrian mode share of 30% and 48%, respectively.  Less 

vehicle exposure can lead to fewer vehicle deaths. 
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Á Public Health.  Our transportation system should not contribute to our obesity 

epidemic. Obesity contributes to cardiovascular disease, diabetes, cancer, 

arthritis, and other chronic diseases.  Sedentary lifestyles, including automobile 

dependence, contribute to obesity.  Without adequate non-motorized facilities, 

our wide, high-speed highways can preclude active transportation like walking 

and bicycling.  Providing bikeways, which cross these barriers, makes healthy 

walking and bicycling trips possible where they otherwise would not be.  These 

barrier-crossing links are often far beyond the capabilities of local communities 

alone to finance, so state and federal support is crucial. 

 

Á Environment.  Non-motorized trips are also important to reduce automobile 

emissions.  Bicycles have no carbon emissions, and donôt contribute to smog.  

An average of 1 mile of walking or bicycling by each of the three million 

households in the Chicago region adds up to savings of more than 1,800 

kilograms of VOC emissions.  We are seeking to provide a robust 

transportation system that will work in a number of future energy and 

environmental scenarios.  Bicycle and pedestrian transportation options will be 

a part of this robust system. 

 

 

General Benefits of Bicycling
12

 

 

There is growing interest, among both residents and officials in northeastern Illinois, in 

walking and bicycling as both a means of transportation and a recreational activity.  

Although, walking continues to decrease as a travel mode here and across the country, 

there are signs that a reaction to this is beginning to set in, among government and health 

officials, as well as urban planners and architects.  As noted above, walking and bicycling 

are healthy, efficient, low cost, and available to nearly everyone. They help communities 

achieve the larger goals of developing and maintaining ñlivable communities;ò making 

neighborhoods safer and friendlier; reducing transportation-related environmental impacts, 

mobile emissions, and noise; and preserving land for open space, agriculture, and wildlife 

habitat.  Perhaps most importantly, they provide transportation system flexibility by giving 

people alternatives in congested conditions and by providing improved multimodal access, 

particularly in combination with transit systems.  There is also growing interest in 

encouraging walking and bicycling as a means for improving public health.  Increasingly, 

public health organizations are looking to urban, regional, and state transportation planners 

to create more walkable and bikeable communities in order to encourage healthier 

lifestyles across the United States. 

 

Transportation System Flexibility and Connections to Transit 

 

There are many benefits of integrating bicycle, pedestrian, and transit methods of travel.  

Transit enables the bicyclist or pedestrian to take longer trips.  Adequate non-motorized 

                                                 
12 This section is taken in large part from the report entitled, ñPedestrian and Bicycle Facilities in California: A Technical 

Reference and Technology Transfer Synthesis for Caltrans Planners and Engineersò, July 2005.  Available at: 

http://www.dot.ca.gov/hq/traffops/survey/pedestrian/TR_MAY0405.pdf  

http://www.dot.ca.gov/hq/traffops/survey/pedestrian/TR_MAY0405.pdf



