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Thank you Mr. Chairman and Members of the Task Force. 
 
My name is George Ranney. I am President and CEO of Chicago Metropolis 2020, 
a business based organization committed to ensuring that the metropolitan Chicago 
region is one of the world’s most competitive economies over the next 20 years 
and beyond. 
 
I am also a developer, a lawyer, a suburbanite, and I am happy to say, a satisfied 
rider of the Metra system. Thirty years ago, I helped draft the RTA legislation, and 
chaired the citizen’s campaign that led to the passage of the public referendum that 
created the RTA.  
 
I care deeply about the responsibilities that each of you has assumed by becoming 
a member of this Task Force, and I wish you well. 
 
Our region is the transportation center of North America. We didn’t achieve that 
distinction by accident. It was the result of hard work and foresight on the part of 
leaders like you.  
 
It is the result of those far-sighted entrepreneurs who built the I&M canal to 
connect the east coast markets with the Mississippi River. It is the result of 
Abraham Lincoln’s role as an attorney and leader who made sure that the major 
railroads came through Chicago, not St. Louis. It is the result of the civic and 
governmental leaders who molded the scores of competing transit systems into the 
CTA in 1945.  
 
And, while you might chafe at having to wait in line to pay tolls, we should thank 
Governor Stratton1 and the members of the General Assembly, who created the 
Tollway Authority in 19532. 
 

                                                 
1 The Hon. William G. Stratton (R-Grundy County) was Governor when the Tollway 
Commission was established by the Illinois General Assembly. 

2 The Illinois General Assembly created the Tollway Commission in 1953. 
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Our goal at Metropolis 2020, which I know you share, is to build on this legacy of 
leadership.   
 
Thank you for allowing me the time, and courtesy, to walk through what we 
believe to be the most important items for consideration by this Task Force. 
 
First, we must focus on outcomes, not inputs.  Is the system working as well as it 
might? 
 
During the previous two meetings of this Task Force, we’ve heard substantial 
commentary and testimony about past successes in securing funding and building 
projects. Frankly, we generally agree. 
 
This region has been successful in getting federal transportation dollars, largely as 
a result of the effective leadership of the members of our congressional delegation.  
 
What we didn’t hear much about are the results of all these projects.  
 
Is congestion getting better or worse? Is transit ridership going up or down? Do the 
residents of our region spend more time stuck in traffic than residents of Atlanta or 
Los Angeles? Is our region safer for pedestrians or transit riders than other 
regions? How much do we spend on transportation and what do we get for that 
investment? How costly is congestion to our employers and workforce? 
 
In short, what are our transportation objectives and are we meeting them? And how 
might we do it better? 
 
The conversation has been reminiscent of the debates on education of a decade 
ago. Everyone was talking about student-teacher ratios, classroom size, the 
availability of computers, budgets and other inputs. Today, the education debate is 
more likely to start with the output questions:  What do our children need to know?  
Are they learning it?  And how can we measure that success?  
 
We need to turn the transportation debate around so that we are debating results 
and outcomes, not inputs.  
 
Last week we heard that telling phrase, “If it’s not broke, don’t fix it.” Well, we 
hope all those who embrace that sentiment don’t also embrace the corollary, “Let’s 
wait until it’s broken before we try to fix it.” We think the public demands more 
than that from its public officials. 
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We need to focus on the future, not the past, or even the present. 
 
Wayne Gretzky, perhaps the greatest hockey player ever, has said you don’t skate 
where the puck is, you skate where the puck is going. 
 
Let’s assume for the sake of example that our current transportation system is 
perfect – a global leader in every respect. Well, over the next 30 years, we can 
expect 1.9 million more residents, 1.2 million more jobs, and more than a million 
new cars.  
 
Between 1990 and 2000, the amount of land consumed by residential development 
grew at twice the rate of population growth. If that development pattern continues 
– as we have reason to believe it will without significant policy changes – then the 
resulting low-density housing patterns will have enormous consequences for how 
we get around.  
 
Low-density development is usually not conducive to transit, walking or biking – 
which puts more people in cars for more of their trips.  
 
At the same time, our current land use patterns often separate residential and 
commercial development.  This physical mismatch between jobs and housing is 
leading to longer and longer commutes. 
 
So when we look at where the puck is going, this is what we see:  Over the next 
several decades, we will have almost 2 million more people in our region driving 
more than a million more cars; they’ll also be making more and longer trips.  They 
will also be living in places with fewer transit options. 
 
Are we ready for that? 
 
Any reasonable recommendations from this Task Force must deal with a series of 
transportation-related challenges that stem not only from growth in our region, but 
also from significant changes in development and travel patterns.   
 
Now I would like to touch on some of the challenges that we have identified in the 
course of our work. 
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Our population and job centers are diffused more broadly throughout the region 
than they were 20 or 30 years ago, leading to travel patterns, particularly suburb 
to suburb trips, that are not well accommodated by our existing transportation 
infrastructure.  
 
Historically, both jobs and population were concentrated in Chicago.  The most 
significant travel patterns were between the suburbs and the city and within the 
city. Over the past 30 years, that pattern has changed significantly. In 1970, 
Chicago’s share of the region’s population was 48%. By 2000 it had dropped to 
36%. NIPC estimates that by 2030 Chicago’s share of region’s population by 2030 
will be 32%3. 
 
The pattern with respect to jobs is even more dramatic. In 1970, 59% of the 
region’s jobs were in Chicago. By 2000, the city’s share of employment had 
dropped to 35% and by 2030 it is estimated to be 32%4.  
 
A transportation system that worked well in the 1970’s is already feeling the stress 
of moving people in different directions.  We built a system that is among the best 
in the nation at moving people from A to B and back again; the regional reality is 
that more and more people are now trying to go from A to C or E to F or A to G. 
 
Between 1990 and 2000, the number of trips by commuters from one of the five 
collar counties into a job in Cook County increased by 9%5.  
 
At the same time, the number of trips by commuters from Cook County into the 
collar counties increased by 35%6.  
 
And the number of trips by commuters between the collar counties (say, from Lake 
to DuPage) increased 56%7.  
 
Our major expressways and our Metra service are designed to address only the 9% 
growth in conventional commutes from the outlying counties into the City. We do 
not have comparable assets or services to handle the fastest growing travel 
patterns:  the “reverse commute” and trips between the suburban communities. 
 

                                                 
3 Source:  Northeastern Illinois Planning Commission (NIPC). 
4 Source:  Ibid. 
5 Source:  Review of U.S. Census data by Chicago Metropolis 2020. 
6 Source:  Ibid 
7 Source:  Ibid 
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At the same time, we have no regional land use planning process to encourage the 
kinds of development that make the best use of our existing transportation 
infrastructure. 
 
In short, we’re wasting resources because our transportation planning process does 
not reflect the changing reality of where people live and need to go. And our land 
use planning process – or lack thereof – does not leverage our existing 
transportation infrastructure.   
 
Travel times and traffic congestion are bad and getting worse. 
 
Chicago area residents spend more time commuting to their jobs than the residents 
of any other region in the country except New York. The distance we travel is 
comparable to other regions, but the length of those trips is growing at the second 
fastest rate in the country.  
 
Depending on which measure is used, Chicago area traffic congestion is the third, 
fourth or fifth worst in the country, and it is getting worse at a rate of 1.3% per 
year8

 
Meanwhile, our extraordinary public transit infrastructure is not attracting new 
riders. Among our peer cities, only Detroit and Philadelphia had a larger 
percentage decrease in transit ridership between 1970 and 2000. 
 
Our traffic problems are not merely a function of having more drivers on the road. 
Most of us are also driving more. Between 1950 and 2000, our State population 
grew by 43%, while the number of miles traveled on our roads increased 281%9. If 
these trends continue -- and the CATS Regional Transportation Plan (RTP 2030) 
suggests that they will – then we will be well down the road to regional gridlock. 
It’s worth noting that the worst of that traffic will be in the suburbs.  
How should we explain these traffic projections to the 82% of our region’s 
residents who already believe that our area roadways are “very” or “moderately” 
congested?  
 

                                                 
8 Source:  Texas Transportation Institute; 2000 U.S. Census SF3; U.S. Census; Chicago Metropolis 2020 Analysis. 
 
9 Source:  US Census, IDOT 2002 Illinois Travel Statistics 
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The cost and time burdens of transportation are not borne equally by the region’s 
population.  
 
Some of the areas with the most rapid job growth in our region, particularly the 
northwest and western suburbs, do not have sufficient affordable housing to 
accommodate new workers. Nor are these places easy to reach for workers who are 
coming from areas with more affordable housing, such as the City and the southern 
suburbs.  
 
This geographic mismatch between where low-skill workers can find jobs and 
where they can afford to live has three serious consequences:  
 
First, it places a significant burden on residents of our region who must make long 
commutes because they cannot afford to live near where they work.  
 
Second, employers find it harder to attract and retain workers.  This is something 
that we hear about anecdotally all the time from our supporters in the business 
community.  
 
And last, the rest of us are sharing the roads – and the subsequent congestion – 
with those workers making very long commutes. 
 
Traditional funding sources are not keeping up with our needs, or even with 
inflation. 
 
The transportation challenges we have are coming at a time when public budgets 
are seriously strained. The CTA has just raised fares and warns that more increases 
are underway without alternative sources of money or service cuts that will put it 
into the classic transit death spiral. PACE has capital but too little operating 
revenue, and is facing the same kind of crisis that confronts the CTA. The Toll 
Highway Authority does not have enough money to even repair and replace its 
existing system.  
 
Illinois FIRST is about to run out and there is no indication of an early 
replacement. While there is much attention focused on the new federal 
transportation legislation, we have to keep in mind that federal funds represent 
only about 15% of what we spend on transportation in this region. Federal funds 
are not going to bail us out.  
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Lake County is about to vote on a ¼ % sales tax increase for transportation. 
DuPage County and the DuPage Mayors and Managers Conference have 
developed an outstanding transit plan, but can’t find the money to pay for it. Fuel 
tax revenues are rising much slower than the number of miles traveled and the 
costs of building and operating transportation systems. Yet, neither the State nor 
the Federal government is inclined to raise taxes to keep up with demand. As a 
result more and more state and local governments are turning to borrowing, general 
fund appropriations, or new general-purpose taxes to make up the gap. 
 
Disappointingly, it is not an easy task to even find out how much our region spends 
on transportation, where the money comes from, how it is spent, or how decisions 
are made about the source and use of taxpayer’s dollars. What is clear is that the 
region needs to consider new revenue opportunities. 
 
Time is money, and we are wasting a lot of it stuck in traffic. 
 
Congestion is irritating. More to the point, it is expensive. The Texas 
Transportation Institute has estimated that the economic cost of congestion in our 
region – longer commutes, wasted fuel, freight stuck in traffic, and so on – is $4 
billion a year. This cost of congestion has been growing 13% a year for nearly two 
decades, and it shows no sign of abating.  
 
A significant portion of the Illinois Gross State Product is vulnerable to roadway 
congestion. Trucking, warehousing, transport services, and freight forwarding 
contribute $9 billion to our GSP; all depend on efficient roadways for their 
success. Another $110 billion of the GSP has “moderate exposure” to the effects of 
clogged roadways.  
 
Thus, it should be no surprise that the National Highway Research Program found 
that a 10% reduction in congestion in the Chicago region would have an annual 
value of $1.3 billion10 for Chicago area businesses.  
 
Good transportation is essential for a healthy economy. It helps existing businesses 
stay competitive, and it attracts new businesses that care about getting their 
employees to work, their supplies delivered, and their products to market.  
 

                                                 
10 Source:  National Cooperative Highway Research Program (NCHRP) Report 463 – Economic Implications 
of Congestion 2001 

 8



A poor transportation system is a huge tax on our citizens. And it is a tax that falls 
far too often, and far too heavily, on those who can least afford to pay it. 
Transportation, particularly public transit, should be a powerful tool for connecting 
people with opportunities.  
 
It’s sad and shameful that we can look at a map of demographic changes between 
1990 and 2000 and see jobs moving in one direction, affordable housing moving in 
the other, and few good transportation connections between the two.  
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Recommendations 
 
We offer a number of recommendations for your consideration. They are based on 
the following key ideas: 

• As the region continues to grow and disperse, the most serious transportation 
challenges of the future will center on the reverse commute and auto travel 
within the suburbs. 

• We need strong operating agencies such as Metra, the CTA, and the Toll 
Authority to provide crucial transportation services. 

• Transportation services and investments that are regional in scope should be 
planned and coordinated at the regional level.  

• Sub-regional transportation responsibilities should be managed at the county 
and local level, closer to the people who really know what they need. 

• The quality of our financial management and planning for regional 
transportation and land use must be significantly improved if our region is to 
be economically competitive. 

 
Recommendation # 1: 

Create a Regional Planning Organization (RPO) that will perform and 
unify the planning and financial management functions necessary  

to meet our transportation challenges. 
 
It is alarmingly difficult to determine how much we are spending on transportation, 
where it is spent, where it comes from, and – most important – why it is being 
spent. These planning and budgeting functions are scattered between CATS, NIPC, 
the RTA, IDOT, the three individual service boards, and the Toll Highway 
Authority. In addition, we have little understanding of what objectives are being 
pursued by the counties, the municipalities or the townships – and consequently 
little ability to direct public spending to achieve the best results.  
 
An effective regional transportation and growth program requires three different 
interconnected elements: Planning (Are we doing the right things?); Operations 
(Are we doing them right?) and Financial (How do we pay for it?) 
 
In general, we have strong operating units, such as Metra, CTA, IDOT, and 
increasingly, due to recent management changes, the Toll Highway Authority. 
They build, maintain, and operate major pieces of the system. They need good 
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internal operational planning capability and financial management tools to do their 
job effectively. However, all these units, plus the work of the local governments, 
need to be interconnected and interdependent. They do not and cannot exist in 
isolation from each other, nor can they operate in isolation from commonly 
determined regional objectives. 
 
We need to forge a strong regional agency that combines and improves upon the 
current work of CATS and NIPC, the planning activities of the RTA and the 
Illinois Toll Highway Authority, as well as essential new responsibilities that none 
of them is doing. This new agency should be responsible for regional strategic 
planning and financial management, not operations.  
 
With respect to planning, the new agency should first establish goals and clear, 
measurable objectives for transportation and development in the region and 
conduct regular public assessments of progress in meeting those objectives. Those 
objectives might address time spent in traffic, or acres of open space preserved, or 
other regional objectives the public would like to monitor. 
 
The second planning responsibility would be to prepare and maintain a regional 
plan that effectively integrates transportation and development objectives. Planning 
for transportation without also planning for development is like one hand clapping. 
It can’t be done.  
 
By far the single most effective way to maximize investments in transportation 
assets is to plan land use and transportation simultaneously. This is true at a 
regional scale as well as a local scale. It relates to where growth is going, to what 
kind of uses surround interchanges and transit stops, and to how we use the land 
adjacent to our streets.  
 
A perfect example of integrated land use and transportation planning is transit-
oriented development – taking a valuable asset like a transit station and planning 
an attractive mix of retail, commercial, and residential development around it.  If 
transit-oriented development is done right, public agencies can capture some of the 
value of that new development to offset some of their own costs. These kinds of 
projects are happening elsewhere in the world right now. This region, with 380 rail 
stations, should be a leader in these kinds of initiatives. 
 
A perfect example of our current fragmented planning is our ongoing inability to 
produce a real universal fare card. When a typical commuter gets off a Metra train 
and onto a CTA bus, he or she doesn’t care that they are different agencies with 
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different boards and different operating budgets. It should be as easy to transfer 
from a Metra train to a PACE bus as it is from a CTA train to a CTA bus.  
 
The Regional Planning Organization would not have authority over local land use 
decisions. It would exercise leadership by demonstrating what can be 
accomplished through more integrated planning and influencing government 
spending to achieve it. 
 
With respect to financial management the agency should report annually to the 
public with respect to the following five issues.  
 

• Adequacy.  Are enough capital and operating funds available to support 
needed transportation programs? 

• Stability.  Are the sources of funds predictable and stable enough over 
the intermediate term for efficient use of resources? 

• Allocation to Priorities.  Are the available funds allocated to the highest 
priority uses first? 

• Equity. Is there a reasonable balance between “who pays” for the 
investments and “who benefits” from them? 

• Accountability.  Have identified program objectives been met in a 
timely and efficient way? 

Second, the agency should prepare long term and annual capital budgets for the 
region that identify all major capital projects, not merely those that might qualify 
for federal funding. Spending by government agencies should conform to these 
plans.  
 
The Regional Planning Organization should be designated by the Governor as the 
Metropolitan Planning Organization (or MPO) for the region. The intent of the 
Federal government has always been to have the MPO represent local and regional 
interests, not the interests of the State Highway Department. Our MPO is currently 
CATS, an arm of IDOT, and is chaired by the State Secretary of Transportation. 
We should have an MPO that works collaboratively with IDOT, not one that is 
controlled by IDOT. 
 
We understand the complexity of this kind of organizational change. We know it 
isn’t going to happen by Monday morning.  But this Task Force should recognize 
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the need for a consolidated planning agency. Once that decision is made, we can 
work together on the details. 
 

Recommendation # 2: 
Create County Planning Organizations (CPOs) with municipal 

representatives to give local officials more control over their 
transportation and growth challenges. 

 
The biggest transportation challenges of the future will be in the collar counties, 
where auto travel will continue to grow exponentially and development patterns 
are not likely to support significant transit use. Most of these development 
challenges transcend municipal borders but can still be dealt with best at the sub-
regional level. County Planning Organizations would play such a role. 
 
The proposed CPOs would provide a locally controlled framework for drafting and 
implementing transportation plans that are consistent with local plans for land use, 
housing, and development. These plans would also be used as the building blocks 
for the comprehensive regional plan.  
 
The County Planning Organizations would be authorized to plan and finance road 
investments, engage in traffic management, and operate countywide transit 
systems. 
 
Our collar counties are rich with jobs, services, cultural institutions, universities 
and more. Will County is one of the fastest growing counties in America. DuPage 
is one of the 20 largest counties in America that doesn’t have a major central city. 
We need to celebrate the fact that our region is becoming a place with multiple 
centers of opportunity. We also need to give local and county officials better tools 
to manage the transportation challenges associated with growth and development.  
 
The Planning Organizations we are recommending are modeled in part on the 
Stormwater Management Act. After the floods of 1987, the General Assembly 
amended the Counties Act and gave the collar counties the authority to establish 
commissions to plan, finance, and manage flooding problems. Power is vested in a 
body that has equal representation from the county and from the municipalities 
within the county. 
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The proposed CPOs would be authorized to do the following: 

• Develop and implement countywide and intergovernmental plans for 
transportation, infrastructure, and development. 

• Assume responsibility for transit services currently performed by PACE 
as well as any additional transit services that do not conflict with Metra 
services. 

• Assume the responsibilities of the County Regional Planning 
Commissions. 

• Prepare the County Local Land Resource Management Plan. 

• Raise revenues and collect fees. 
 
The CPOs would only be created in counties within the RTA service area with a 
population less than 3,000,000. 
 

Recommendation # 3: 
The functions currently performed by PACE should be 

assumed by the County Planning Organizations. 
 
The services provided by PACE are not regional in scope. In the collar counties, 
these functions should be planned and operated by the County Planning 
Organizations. Local officials are in the best position to design appropriate and 
specialized local services:  van pooling to help local employers, paratransit, transit-
on-demand, shuttle connections to Metra stations, or the comprehensive services 
called for in the DuPage County transit plan, for example.  
 
In Cook County, the CTA, which already serves 38 suburban communities, could 
assume responsibility for the services now provided by PACE. The CTA service 
area already includes all but six townships in north Cook and one township in 
south Cook. Approximately half of all PACE’s current routes are in Cook. 
However, if the assumption of PACE responsibilities by the CTA is not practical, 
then the local suburban governments in Cook County may create an organization 
similar to the County Planning Organizations described above. 
 
We are sympathetic to the fact that PACE has been given a difficult task; it serves 
populations that have few or no alternatives and has had some success in doing so. 
However, suburban transit service needs to be designed and controlled locally. The 
County Planning Organizations, directed by municipal and County officials, are in 
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a position to employ smaller, more nimble modes of transit, such as van pools and 
taxis.  In the short term, it would be more productive to focus on locally planned 
service that is designed to meet community needs.  Local circulation systems are 
the vital foundation for successful regional suburban transit. 
 
Meanwhile, suburban transit will be far more successful in attracting riders if new 
development, both commercial and residential, is planned in ways that make transit 
use practical and convenient 
   
There is a need for transit service in lower density communities.  The Metropolis 
Plan recommends investments in transit modernization to make public 
transportation – and buses in particular – more convenient and attractive. It 
recommends identifying corridors that would be appropriate for bus rapid transit 
and investing in those systems.  And it recommends developing streets and 
highways that support transit service. These are all projects more likely to get done 
locally than regionally. 
 

Recommendation # 4: 
Expand Metra service so that it can make better use of its assets, 

particularly to accommodate reverse commuters. 
 
The Chicago region is exceedingly fortunate to have the Metra commuter rail 
system. No region in the country has a more robust system for getting suburban 
residents into the central city in the morning and back home at night. Metra is a 
gem, but it could provide even greater value to the region.  
 
Metra has little financial incentive to accommodate reverse commuting by city 
residents.  Although 15% of Metra riders board in Chicago neighborhoods, Metra 
receives no tax support from Chicago. In contrast, about 44% of the Metra riders 
come from Suburban Cook County, which provides more than 70% of Metra’s 
public funding support.  
 
City residents are not adequately represented on the Metra board. Despite the fact 
that every train terminates in the City (and originates there in the evening) the City 
has only one representative on the Metra Board of directors. Suburban Cook has 
three board seats and the remaining collar counties have three.  
 
City residents who might use Metra for the reverse commute also face what is 
called the last-mile problem. Once a rider reaches a suburban commuter station, his 
or her final destination is unlikely to be within walking distance, nor is there likely 
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to be the kind of supporting transit service that the CTA offers to commuters into 
the City. Metra might mitigate some of this problem if it were to operate shuttle 
systems (or PACE buses) in concert with nearby employers.  
 
More effective land uses around Metra stations would also help with the problem 
of reverse and inter-suburban commuting. The current priority around stations is 
given to parking, which benefits traditional commuting patterns. If priority were 
also given to development around stations that created jobs within walking 
distance (and is not incompatible with parking), then reverse commuting from the 
City to the suburbs via Metra would be more feasible.  
 
There are regions in this country that would not allocate public money to build a 
train station without some measure of control over the surrounding land use. Some 
transit systems authorize and encourage transit-oriented developments that capture 
the economic value that is created when public funds are used to build a commuter 
rail station. Under these models, a station site becomes a source of revenue for the 
transit system, not a cost. 
 
The Task Force should recommend ways to support Metra’s capacity to use its 
assets more efficiently by promoting reverse commuting.  It could do so, in part by 
changing the funding formula and the governance structure. It should also give 
Metra more explicit direction, responsibility, and authority to address the last mile 
problem and to capture some of the value created by publicly funded stations. 
 
In particular, Metra should be far more aggressive in promoting transit-oriented 
development since these projects accomplish so many of our shared objectives:  
They make transit stops more attractive and user-friendly; they encourage the 
development of housing and jobs near transit; they make the commuter rail system 
more accommodating for reverse commuters; they help municipalities build a 
walkable downtowns; and they can generate revenue for our public agencies.  
 

Recommendations #5: 
The Toll Highway Authority should aggressively expand the use of  

I-Pass, consider toll increases and congestion pricing, and bring 
its current assets into a state of good repair. 

 
The 274 miles of the Toll highway system are an essential and integral part of the 
region’s road system that must be maintained and protected.  
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The Authority has long suffered from an expectation that tolls would go away. 
This expectation was advanced when the Authority was created and has been 
repeated periodically in the face of overwhelming evidence to the contrary. The 
notion that we can eliminate the tolls is misleading. It fails to take into account 
maintenance and replacements costs, let alone the costs of possible expansion of 
the system.  
 
The Authority has also suffered from misleading promises of extensions when it 
didn’t have the money to bring the current system into a state of good repair or to 
replace those portions that have exceeded their useful life.  
 
This isn’t to argue that the extensions are good or bad. It is to argue that focusing 
so exclusively on the idea of the tollway paying for the extensions has stifled and 
narrowed public debate. If we had an excellent regional planning function of the 
kind described in Recommendation #1, we would focus first on planning for the 
best ways to meet our transportation needs, and then decide the best ways to pay 
for it. Tolls should continue to be one of our important funding tools. 
 
The Authority should focus on operating the system it has. Expansions of the 
system should not be considered without the approval of the regional planning 
organization. 
 
We strongly support the Authority’s current efforts to promote the electronic 
tolling practices and to experiment with variable pricing techniques. Pricing is one 
of the most effective forms of traffic management and the easiest way to maximize 
the efficiency of our existing transportation capacity. Experiences around the world 
suggest that pricing techniques will be common in urban areas. The experience 
gained by the Authority will provide valuable lessons on how to use this important 
tool throughout the region.  
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Summary 
 
The transportation system we have in place has generally served us well. It is not 
prepared to serve us well in the future. The region is changing rapidly, and we are 
not prepared for these changes.  
 
Part of the task of this Task Force is to look for efficiencies. We have no doubt that 
implementation of our recommendations would lead to cost efficiencies. A 1% 
savings on the $5 billion dollars we spend annually amounts to $50 million.  
 
Larger savings are probably possible. Consider, for example, that the agencies you 
are reviewing have more than 100 board members earning more than $1 million is 
compensation for their services. 
 
Cost savings are important and we urge you to pursue them aggressively. 
However, we are more concerned about the cost of doing nothing. As we have 
mentioned, families and businesses pay for most of the transportation costs in this 
country. A 10% reduction in congestion yields a savings of $1.3 billion to 
businesses while improving the lives of our residents and their families.  
 
Improving our transportation system is the equivalent of repealing a tax. It puts 
more money into the hands of citizens and businesses, who will in turn invest it in 
our economy. 
 
Last week, we heard several speakers express concern about the lack of funding. 
We agree that improving the system will require money. Our work has shown that 
none of the traditional sources of funding are keeping up with inflation, let alone 
our growing needs.  
 
No one likes to pay taxes, fares, fees or tolls. And no one likes to recommend 
them, including us. However, we would enthusiastically support greater levels of 
investment, paid for with higher taxes if necessary, if we saw progress consistent 
with the recommendations we have presented today. 
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The Metropolis Plan vs. Business As Usual
The differences between two alternative futures for 2030

1



Parking Space Required for 
a Million Additional Cars
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Chicagoland must 
address 3 key 
challenges in a tight 
budgetary environment
• Maintain existing 

services
• Address city-to-suburb 

transportation
• Address suburb-to-

suburb transportation

Travel times and congestion in 
Chicago are 2nd and 3rd worst, 
respectively, in the country
• Chicagoans drive 2.3% further each 

year, and congestion has been 
worsening at 1% per year

Commute complexity has increased 
significantly
• In the past 10 years, the number of 

county-to-county suburban (non-
Cook) commuters has increased 
56%, and intercounty reverse 
commuting has increased 35%

Many low-income and minority 
residents live in the City and may 
need to travel to jobs
• Poverty rates in the city are 

3 times worse than in the suburbs

Transit ridership has recently 
dropped, especially in collar 
counties
• Metro and Pace trip count declined 

3.2% per year from 2000-02, while 
the collar county population jumped 
3.3% from 2000-01

Jobs and population growth has 
occurred outside of core 
transportation areas
• 1990-2000, The City of Chicago 

gained only 40,000 jobs, while 
collar Cook and other suburbs 
gained 430,000 jobs

Future transportation funding may 
be a challenge
• CATS forecasts a $13 billion 

unfunded shortfall for key 
transportation projects in the next 
30 years

• Funding may be limited due to EPA 
and ADA nonattainment

The Chicago region will still need 
to provide over 500 million transit 
trips per year
• CTA ridership is up 15 million rides 

in the past 5 years

Congestion and overall 
transportation costs are high for 
Chicago
• Congestion costs of $4 billion are 

estimated for the Chicago area
• Individuals’ overall transportation 

costs are high compared to their 
peers

The Region Faces Emerging Travel Trends That Are 
Placing Stress on the System

3



4



5



McHenry Lake

Kane

Cook w/o Chicago

Source: NIPC 1990 and 2000 revised (employment);  U.S. Census 1990 and 2000 (population)

4077 126128

Will

66145

New residents

New jobs

DuPage

Jobs and population growth 1990-2000*
Thousands

25159

City of Chicago

40112
1131226187

Employment grew 
very slowly

in the City of 
Chicago during 
these economic 

boom years

Regional Job and Population Growth 1990-2000
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Source: 1990-2000 Census 

9

35

56

Increase in commuting
% change 1990-2000

378

258

170

Total daily commuters in 2000
Thousands

Commute Patterns Have Changed

Between 
Collar 
Counties

Cook to 
Collar 
Counties

Collar 
Counties to 
Cook County

Between 
Collar 
Counties

Cook to 
Collar 
Counties

Collar 
Counties to 
Cook County
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Under Business As Usual
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* Travel time index is the ratio of time it takes to travel the same distance during peak vs. non-peak times
Source: Texas Transportation Institute; 2000 U.S. Census SF3; U.S. Census; Chicago Metropolis 2020 analysis
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Comparison of Congestion and Commute 
Times in Peer Cities
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Accelerating Demands on Illinois’ Road System

Sources:  US Census, IDOT 2002 Illinois Travel Statistics

Cumulative Change in Population vs. Vehicle Miles Traveled 1950-2000 (Statewide)
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Sales tax revenues for transit are allocated by fixed formula, not on 
the basis of need or demand.

$673$104$367$202Total $ million

$7325.5%12.7%0Pace

$23459.5%46.7%0Metra

$265025.5%85%CTA

$10115%15%15%RTA

Total Dollars 
(in millions)

5 Collar 
Counties

Suburban 
Cook

Chicago

% Allocation of Taxes Collected from:

Sources:  Chicago Metropolis 2020 Analysis

Sales tax allocations to transit
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Metra Ridership vs. Funding Sources

Source:  Regional Transportation Authority data13
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