
MEMORANDUM REPORT NO. 215

REVIEW AND UPDATE OF
THE YEAR 2035 REGIONAL
TRANSPORTATION PLAN

S O U T H E A S T E R N    W I S C O N S I N    R E G I O N A L P L A N N I N G    C O M M I S S I O N



Michael A. Crowley

Jose Delgado

James T. Dwyer

KENOSHA COUNTY RACINE COUNTY

MILWAUKEE COUNTY WALWORTH COUNTY

WASHINGTON COUNTY

Adelene Greene,

Secretary

Robert W. Pitts

Michael J. Skalitzky

Gilbert B. Bakke

David Eberle

Peggy L. Shumway

Charles L. Colman

Nancy Russell,

Treasurer

Linda J. Seemeyer

Thomas H. Buestrin

David W. Opitz

Gus W. Wirth, Jr.

OZAUKEE COUNTY

WAUKESHA COUNTY

Daniel S. Schmidt

Daniel W. Stoffel

David L. Stroik,

Chairman

SOUTHEASTERN WISCONSIN REGIONAL

PLANNING COMMISSION STAFF

SOUTHEASTERN WISCONSIN

REGIONAL PLANNING COMMISSION

Marina Dimitrijevic

William R. Drew,

Vice Chairman

John Rogers

Kenneth R. Yunker, PE . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Executive Director

Michael G. Hahn, PE, PH. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Deputy Director

Stephen P.Adams . . . . . . . . . . . . . . Public Involvement and Outreach Manager

Nancy M.Anderson,AICP . . . . . . . . . . . . Chief Community Assistance Planner

Christopher T. Hiebert, PE. . . . . . . . . . . . . . . . . . Chief Transportation Engineer

Laura L. Kletti, PE, CFM. . . . . . . . . . . . . . . . . . . . Chief Environmental Engineer

ElizabethA. Larsen, SPHR . . . . . . . . . . . . . . . Assistant Director-Administration

John G. McDougall . . . . . . . . . . . . . . Geographic Information Systems Manager

Dr. Donald M. Reed . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Chief Biologist

DavidA. Schilling . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Chief Land Use Planner



 
RESOLUTION NO. 2014-10 

 
RESOLUTION OF THE SOUTHEASTERN WISCONSIN REGIONAL PLANNING COMMISSION 

ENDORSING THE URBAN TRANSPORTATION PLANNING PROCESS IN SOUTHEASTERN 
WISCONSIN, REAFFIRMING AND AMENDING THE ADOPTED YEAR 2035 REGIONAL 

TRANSPORTATION PLAN, AND REAFFIRMING THE 2013-2016 TRANSPORTATION IMPROVEMENT 
PROGRAM FOR SOUTHEASTERN WISCONSIN AS AMENDED TO DATE 

 
WHEREAS, the Southeastern Wisconsin Regional Planning Commission is charged with the responsibility of carrying 
out a long-range comprehensive planning program for the seven counties in the Southeastern Wisconsin Region and, as 
a part of that program, is presently engaged in a continuing, comprehensive, and cooperative areawide land use-
transportation planning process pursuant to the provisions of the Federal Aid Highway Act of 1962 and the Federal  
Urban Mass Transportation Act of 1964, as amended; and 
 
WHEREAS, the Southeastern Wisconsin Regional Planning Commission has been designated by the Governor of the 
State of Wisconsin as the official cooperative, comprehensive, continuing areawide transportation planning agency 
(Metropolitan Planning Organization, or MPO) under the rules and regulations promulgated by the U.S. Department of 
Transportation, Federal Highway Administration and Federal Transit Administration, with respect to the Kenosha, 
Milwaukee, Racine, West Bend, and Wisconsin portion of the Round Lake Beach urbanized areas, such rules and 
regulations being found in the Federal Register, dated Wednesday, February 14, 2007; and 
 
WHEREAS, the aforesaid rules and regulations promulgated by the U.S. Department of Transportation Federal 
Highway Administration and Federal Transit Administration, require that the MPO shall develop and update a regional 
transportation plan and transportation improvement program (TIP) in cooperation with State and local officials, transit 
operators, and other affected agencies and individuals; and 
 
WHEREAS, by Resolution 2006-11, the Southeastern Wisconsin Regional Planning Commission adopted the design 
year 2035 regional transportation plan documented in SEWRPC Planning Report No. 49, A Regional Transportation 
System Plan for Southeastern Wisconsin: 2035 and by Resolution 2007-12 amended the year 2035 regional 
transportation plan; and 
 
WHEREAS, by Resolution 2010-09, the Southeastern Wisconsin Regional Planning Commission reaffirmed and 
amended the adopted year 2035 regional transportation plan as set forth in SEWRPC Memorandum Report No. 197, 
Review, Update, and Reaffirmation of the Year 2035 Regional Transportation Plan; and 
 
WHEREAS, the Southeastern Wisconsin Regional Planning Commission by Resolution 2011-16, Resolution 2012-06,  
Resolution 2012-14, and Resolution 2012-15 amended the adopted year 2035 regional transportation plan, and  
 
WHEREAS, by Resolution 2012-12 the Southeastern Wisconsin Regional Planning Commission prepared in 
cooperation with concerned State and local official officials, transit operators and other interested parties and adopted, 
A Transportation Improvement Program for Southeastern Wisconsin: 2013-2016, identifying transportation 
improvements recommended for advancement during the period 2013-2016, providing for a staging of improvements 
over the period 2013-2016 consistent with the regional transportation system plan, including estimates of costs and 
revenues for the period 2013-2016, and relating the improvements recommended in the program to the adopted 
transportation plan for the Region, and amended this transportation improvement program to date as needed; and 
 
WHEREAS, the Advisory Committee on Regional Transportation System Planning approved the reaffirmation and 
amendment of the year 2035 regional transportation plan at its meeting held on April 23, 2014; and 
 
WHEREAS, the transportation improvement program and the year 2035 regional transportation system plan have been 
determined to conform with the 2006 24-hour fine particulate standard and the existing State of Wisconsin Air Quality 
Redesignation and Maintenance plan for the 2006 24-hour fine particulate standard, and the 2008 eight-hour ozone 
standard and the baseline year 2011 emissions test as required by the Federal Clean Air Act Amendments of 1990. 
 
NOW, THEREFORE, BE IT RESOLVED: 
 
FIRST: That in accordance with 23 CFR 450.334(a), the Southeastern Wisconsin Regional Planning Commission 
hereby certifies that the regional transportation planning process is addressing the issues of the metropolitan planning 
area, and is being conducted in accordance with all applicable Federal laws, regulations, and requirements, including: 
 



 
RESOLUTION NO. 2014-10 

 

 

1.   23 U.S.C. 134 and 49 U.S.C. 5303, and this subpart; 

2.   In non-attainment and maintenance areas, Sections 174 and 176 (c) and (d) of the Clean Air Act as amended 
(42 U.S.C. 7504, 7506 (c) and (d)) and 40 CFR part 93; 

3.   Title VI of the Civil Rights Act of 1964, as amended (42 U.S.C. 2000d-1) and 49 CFR part 21; 

4. 49 U.S.C. 5332, prohibiting discrimination on the basis of race, color, creed, national origin, sex, or age in 
employment or business opportunity; 

5. Sections 1101(b) of the Moving Ahead for Progress in the 21st Century Act (MAP-21) (P.L. 112-141) and 49 
CFR Part 26 regarding the involvement of disadvantaged business enterprises in USDOT funded projects; 

6. 23 CFR part 230, regarding the implementation of an equal employment opportunity program on Federal and 
Federal-aid highway construction contracts; 

7. The provisions of the Americans with Disabilities Act of 1990 (42 U.S.C. 12101 et seq.) and 49 CFR Parts 27, 
37, and 38; 

8. The Older Americans Act, as amended (42 U.S.C. 6101), prohibiting discrimination on the basis of age in 
programs or activities receiving Federal financial assistance; 

9. Section 324 of title 23 U.S.C. regarding the prohibition of discrimination based on gender; and 

10. Section 504 of the Rehabilitation Act of 1973 (29 U.S.C. 794) and 49 CFR part 27 regarding discrimination 
against individuals with disabilities. 

 
SECOND: That the design year 2035 regional transportation plan, being a part of the master plan for the physical 
development of the Region and set forth in SEWRPC Planning Report No. 49, A Regional Transportation System Plan 
for Southeastern Wisconsin: 2035, published in June 2006, and amended on June 20, 2007, hereby is reaffirmed and 
amended as set forth in SEWRPC Memorandum Report No. 215, Review and Update of the Year 2035 Regional 
Transportation Plan. 
 
THIRD:  That the document entitled, A Transportation Improvement Program for Southeastern Wisconsin: 2013-2016, 
as amended to date be, and hereby is, endorsed as the transportation improvement program for the seven-county 
Southeastern Wisconsin Region. 
 
FOURTH:  That, in order to obviate the need to reconsider the transportation improvement program in the event that 
the air quality conformity findings for the new regional transportation system plan and the TIP lapse, a revised program 
of projects would then be comprised of the projects identified in Appendix A of the aforereferenced document 
identified as “Exempt,” as well as those projects that have either: 1) completed the NEPA process at such time as the 
air quality conformity finding lapses, or 2) are identified in the Code of Federal Regulations (Table 3, 40 CFR 51.462). 
 
The foregoing resolution, upon motion duly made and seconded, was regularly adopted at the meeting of the 
Southeastern Wisconsin Regional Planning Commission held on the 18th day of June 2014, the vote being:  Ayes 13, 
Nays 0.  
 
          

           
 
           
          David L. Stroik, Chairman 

ATTEST: 
 
 
 
Kenneth R. Yunker, Deputy Secretary 
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Chapter 1 
 
 

INTRODUCTION 
 
 
 
 

INTRODUCTION 
 
The year 2035 regional transportation system plan was adopted by the Regional Planning Commission in June 
2006, and was the result of a major review and reevaluation of the year 2020 regional transportation plan (see 
SEWRPC Planning Report Number 49, “A Regional Transportation System Plan for Southeastern Wisconsin: 
2035”). This major review and reevaluation was timed to utilize the data which becomes available at the 
beginning of each decade, including at that time the year 2000 U.S. Census of population, year 2000 regional 
aerial photography, year 2000 regional land use inventory, and year 2000-2002 regional travel surveys. The major 
reevaluation included preparation of new and extended (from the year 2020 to the year 2035) population and 
employment forecasts, and a new and extended regional land use plan. Major review and reevaluation of the 
regional transportation plan is typically conducted every 10 years as new population, employment, land use, and 
travel data is only available every 10 years. 
 
Every four years, the Commission conducts an interim review and update of the regional transportation plan, in 
part to address Federal requirements. The last interim review and update was completed in 2010 (see SEWRPC 
Memorandum Report Number 197, “Review, Update, and Reaffirmation of the Year 2035 Regional 
Transportation Plan”). Even though VISION 2050—a major review and reevaluation of regional land use and 
transportation plans has been initiated and is well underway, there is a need to conduct an interim review and 
update of the regional transportation plan to be completed in 2014. This interim plan update and review will 
include an assessment of the implementation to date of the year 2035 regional transportation plan, a review of the 
year 2035 forecasts underlying the plan, and a monitoring of current transportation system performance. The 
review will also examine whether it remains reasonable for the recommendations in the year 2035 to be 
accomplished over the next 20 years, given the implementation of the plan to date and available and anticipated  
funding.  
 
This interim review and update will be documented in the following chapters of this report: 

 Chapter 2, “Year 2035 Regional Transportation Plan” 

 Chapter 3, “Review of Year 2035 Plan Forecasts” 

 Chapter 4, “Review of Transportation System Performance” 

 Chapter 5, “Review of Implementation to Date of Year 2035 Regional Transportation Plan” 

 Chapter 6, “Update of Year 2035 Regional Transportation Plan” 
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Chapter 2 
 
 

YEAR 2035 REGIONAL TRANSPORTATION PLAN 
 
 
 
 

INTRODUCTION 
 
The year 2035 regional transportation plan for the seven-county Southeastern Wisconsin Region was completed 
and adopted by the Southeastern Wisconsin Regional Planning Commission (SEWRPC) in June, 2006. The year 
2035 regional transportation plan was developed under the guidance of the Advisory Committee on Regional 
Transportation System Planning, which unanimously approved the plan in May, 2006. The Advisory Committee 
included representatives of the seven counties and 147 municipalities of the Region, and representatives from the 
Wisconsin Departments of Transportation and Natural Resources. In addition, representatives from the U.S. 
Department of Transportation and the U.S. Environmental Protection Agency served on the Committee as non-
voting members. The Advisory Committee was responsible for proposing to the Commission, after careful study 
and evaluation, a recommended regional transportation system plan. The Advisory Committee structure was 
intended to promote intergovernmental and interagency coordination, and to serve as direct liaisons between the 
Commission planning effort and the local and State governments that will be responsible for implementing the 
recommended plans. Since its adoption in 2006, the year 2035 regional transportation plan was amended on  
five occasions: 

 In June 2007, the plan was amended at the request of the Southeastern Wisconsin Regional Transit 
Authority and an Intergovernmental Partnership of the Cities and Counties of Kenosha, Milwaukee, and 
Racine, the Wisconsin Department of Transportation (WisDOT), and the Commission to add the 
Kenosha-Racine-Milwaukee commuter rail line following the completion of a transit alternative analysis 
corridor study/draft environmental impact statement.  

 In June 2010, the Commission completed an interim review, update, and reaffirmation of the year 2035 
regional transportation system plan, as documented in SEWRPC Memorandum Report No. 197, Review, 
Update, and Reaffirmation of the Year 2035 Regional Transportation Plan, which included amendments 
to the regional transportation plan. These amendments included the addition to the plan of the Milwaukee 
downtown streetcar line, the high-speed rail line, and amendments attendant to completed Washington 
and Walworth County jurisdictional highway system plans. This interim review, update, and reaffirmation 
also included an assessment of the implementation to date of the regional transportation plan, a review of 
the forecasts underlying the plan, and a monitoring of transportation system performance. The review also 
examined whether it remains reasonable for the recommendations in the year 2035 plan to be 
accomplished over the next 30 years, given implementation of the plan to date and available and 
anticipated funding. 
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 In September 2011, the plan was amended at the request of WisDOT to incorporate the improvement 
from six to eight traffic lanes of STH 100 (North 108th Street/North Mayfair Road) between IH 94 and 
Watertown Plank Road based on the conclusions of the preliminary engineering and environmental 
impact analysis for the reconstruction of the Zoo Interchange.  

 In September 2012, two amendments to the plan were approved by the Commission. The first amendment 
involved adding the widening of STH 50 from two to four traffic lanes between CTH F (south) and STH 
67, as requested by WisDOT and the Town of Delavan based on the conclusions of the preliminary 
engineering and environmental impact analysis for the reconstruction of STH 50 between IH 43 and STH 
67. The second amendment involved the addition of Mound Road between STH 11 and STH 67 to the 
planned Walworth County arterial street and highway system. 

 In December 2012, two amendments to the plan were approved by the Commission.  The first amendment 
involved the addition of an extension of the Lake Parkway (STH 794) as a four-lane surface arterial 
facility from its current terminus at Edgerton Avenue to STH 100 in Milwaukee County. This amendment 
was requested by the Milwaukee County Board of Supervisors and Executive based on the results of the 
Lake Parkway extension study conducted by the Commission staff. This study was guided by an 
Advisory Committee composed primarily of elected officials that was responsible for making final study 
recommendations. The second amendment involved the addition of the widening of USH 45/STH 100 
from four to six traffic lanes between Drexel Avenue and Rawson Avenue in Milwaukee County that was 
requested by WisDOT based on the conclusions of the preliminary engineering and environmental impact 
analysis for the reconstruction of USH 45/STH 100 between St. Martins Road and College Avenue.  

 
The process for the development of the year 2035 regional transportation plan began by considering the forecast 
growth of the Region to the year 2035 in terms of employment, population and households. Trends in land use 
development, travel, and transportation system development were reviewed, as well as the implementation to date 
of the previous regional transportation plan. A guiding vision, principles, and goals and objectives for 
transportation in the Region were then defined. Land use pattern alternatives were considered and a preliminary 
recommended year 2035 regional land use plan was developed. Regional transportation plan alternatives were 
then prepared and evaluated, and a preliminary recommended year 2035 regional transportation plan was 
proposed. Public comment on the preliminary recommended plan was considered and a final year 2035 regional 
transportation plan was recommended. Throughout the plan development process, extensive efforts were made to 
inform and obtain input from the public, in order to shape plan alternatives and the preliminary and final 
recommended plans. These efforts included four series of public meetings and hearings throughout Southeastern 
Wisconsin; a series of newsletters and summary brochures prepared throughout the study process; and the 
Commission website (www.sewrpc.org) containing comprehensive information regarding the study, including 
notifications of meetings, draft plan materials, and Advisory Committee rosters, agendas, and minutes.  The 
website also provided the opportunity to submit comments on the plans. The Commission staff also provided 
briefings and presentations, and conducted outreach to provide information about, and obtain input on, the 
regional plans and the planning process to minority and low-income populations, business and industry groups, 
freight transportation interests, and Federal and State environmental resource agencies. 
 
YEAR 2035 REGIONAL TRANSPORTATION PLAN 
 
The development of the year 2035 regional transportation system plan for Southeastern Wisconsin was guided by 
the following vision for the transportation system of Southeastern Wisconsin: 
 
A multimodal transportation system with high quality public transit, bicycle and pedestrian, and arterial street 
and highway elements which add to the quality of life of Region residents and support and promote expansion of 
the Region's economy, by providing for convenient, efficient, and safe travel by each mode, while protecting the 
quality of the Region's natural environment, minimizing disruption of both the natural and manmade 
environment, and serving to support implementation of the regional land use plan, while minimizing the capital 
and annual operating costs of the transportation system. 
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The development of each plan element of the recommended regional transportation system plan for the year 
2035—public transit, bicycle and pedestrian, travel demand management, transportation system management, and 
arterial streets and highways—built upon the previous regional transportation plan, which had a design year of 
2020, recognizing the successful implementation of approximately 15 to 20 percent of each element of the year 
2020 plan since the adoption of that plan in 1997.  
 
The recommended year 2035 regional transportation system plan was designed to serve, and to be consistent with, 
the year 2035 regional land use plan. Future needs for public transit, street and highway, and other transportation 
improvements considered in the regional transportation planning process were derived from the projected travel 
based upon the regional land use plan. In addition, the consistency of the regional transportation and land use 
plans was evaluated by comparing the accessibility provided under the recommended transportation plan and the 
location of improvements proposed under the recommended transportation plan to the location of land use 
development and redevelopment proposed under the land use plan. 
 
The process for the development of the recommended year 2035 regional transportation plan began with 
consideration and development of the travel demand management, transportation systems management, bicycle  
 

and pedestrian, and public transit elements of the plan. Arterial street and highway improvement and expansion 
was then considered only to address the residual highway traffic volumes and attendant traffic congestion which 
could not be expected to be alleviated by travel demand management, transportation systems management, 
bicycle and pedestrian facilities, and public transit.  
 
Discussed in the remainder of this chapter are the public transit, bicycle and pedestrian facilities, transportation 
systems management, travel demand management, and arterial street and highway elements of the year 2035 
regional transportation plan as amended. Also discussed are the safety and security elements that were created in 
2011, under the guidance of the Advisory Committee on Regional Transportation System Planning, as 
refinements to the year 2035 regional transportation plan. 
 
PUBLIC TRANSIT ELEMENT 
 
The public transit element of the plan envisioned significant improvement and expansion of public transit in 
Southeastern Wisconsin, including development within the Region of a high-speed rail line, rapid transit and 
express transit system, improvement of existing local bus service, and the integration of local bus service with the 
recommended rapid and express transit services. Map 1 displays the transit system proposals for each of the three 
transit system components. Altogether, service on the regional transit system would be increased from service 
levels existing in 2005 by about 100 percent measured in terms of revenue transit vehicle-miles of service 
provided, from about 69,000 vehicle-miles of service on an average weekday in the year 2005 to 137,300 vehicle-
miles of service in the year 2035 (see Table 1). 
 
The recommended expansion of public transit was considered essential in Southeastern Wisconsin for many 
reasons: 

 Public transit is essential to provide an alternative mode of travel in heavily traveled corridors within and 
between the Region's urban areas, and in the Region's densely developed urban communities and activity 
centers. It is not desirable, and not possible, in the most heavily traveled corridors, dense urban areas, or 
the largest and densest activity centers of the Region to accommodate all travel by automobile with 
respect to both demand for street traffic carrying capacity and parking. To attract travel to public transit, 
service must be available throughout the day and evening at convenient service frequencies, and at 
competitive and attractive travel speeds. 

 Public transit also supports and encourages higher development density and infill land use development 
and redevelopment, which results in efficiencies for the overall transportation system and other public 
infrastructure and services. 

 Public transit also contributes to efficiency in the transportation system, including reduced air pollution 
and energy consumption.  
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Table 1 
 

PUBLIC TRANSIT ELEMENT OF FINAL RECOMMENDED YEAR 2035 REGIONAL TRANSPORTATION PLAN 
(AS AMENDED FOR KENOSHA-RACINE-MILWAUKEE COMMUTER RAIL SERVICE) 

 

Average Weekday Transit 
 Service Characteristics Existing 2005a 

Recommended 
Plan 2035 

Planned Increment 
Number Percent Change 

Revenue Vehicle-Miles     
Rapid     
Bus ...........................................................  7,900b 21,100 13,200 167.1 
Commuter Rail .........................................  - - 2,200 2,200 - - 
Subtotal 7,900 23,300 15,400 194.9 

Express ......................................................  - - 17,000 17,000 - - 
Local ..........................................................  61,100 97,000 43,200 58.8 

Total 69,000 137,300 76,200 99.0 
Revenue Vehicle-Hours     
Rapid     

Bus..........................................................  350b 1,000 650 177.8 
Commuter Rail ........................................  - - 100 100 - - 
Subtotal 350b 1,100 750 214.3 

Express ......................................................  - - 1,100 1,100 - - 
Local ..........................................................  4,750 8,900 4,150 87.4 

Total 5,100 11,100 6,000 117.6 
 
aEstimated. 
 
bIncludes the existing commuter bus route operated in the Kenosha-Milwaukee-Racine corridor. While portions of this route 
operate with express stop spacing, the long trips served by, and average operating speeds of, this route are typical of those for 
rapid service. 

 
Source:  SEWRPC. 
 
 
 
 
 

 Public transit permits choice in transportation, enhancing the Region's quality of life and economy. A 
portion of the Region's population and businesses would prefer to have public transit alternatives 
available and to travel by public transit. High quality public transit helps provide a high quality of life and 
contributes to the maintenance and enhancement of the Region's economy. 

 Public transit is essential in the Region to meet the travel needs of persons unable to use personal 
automobile transportation. In the year 2000, approximately 80,000 households, or 11 percent of the 
Region's households, did not have a personal vehicle available and were dependent upon public transit for 
travel. The accessibility of this portion of the Region's population to the metropolitan area―jobs, health 
care, shopping and education―is almost entirely dependent upon the extent to which public transit is 
available, and is reasonably fast, convenient, and affordable. 

 
High-Speed Rail Service 
The planned high-speed rail line between Chicago, Milwaukee, and Madison will be developed and overseen by 
WisDOT, which received Federal funding for the project in January 2010. The planned high-speed rail line is 
intended to be part of an initial phase in the development of a Midwest high-speed rail network, planned in 
partnership with other Midwest states and Amtrak. Implementation of the planned Chicago-Milwaukee-Madison 
high-speed rail service will include improvements to Amtrak’s existing Hiawatha Service operating between 
Chicago and Milwaukee and infrastructure improvements to allow service to continue to Madison, with trains 
reaching maximum speeds of 110 miles per hour between Milwaukee and Madison. 
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Rapid Transit Service 
The recommended rapid transit service was to principally consist of buses operating over freeways connecting the 
Milwaukee central business district, the urbanized areas of the Region, and the urban centers and outlying 
counties of the Region. Rapid transit bus service would be provided south to Racine, southwest to Mukwonago 
and East Troy, west to Waukesha and Oconomowoc, northwest to West Bend and Hartford, and north to 
Cedarburg, Grafton, Saukville, and Port Washington. The proposed rapid transit system would have the following 
characteristics: 

 The rapid transit service would be provided by buses with commuter seating and amenities, and would 
operate in both directions during all time periods of the day and evening providing both traditional 
commuter and reverse-commute service. 

 The rapid transit service would operate with some intermediate stops spaced about three to five miles 
apart to increase accessibility to employment centers and to increase accessibility for reverse-commute 
travel from residential areas within central Milwaukee County. The stops would provide connections with 
express transit service, local transit service, or shuttle bus or van service to nearby employment centers. 

 The service would operate throughout the day. The frequency of service provided would be every 10 to 
30 minutes in weekday peak travel periods, and every 30 to 60 minutes in weekday off-peak periods and 
on weekends. 

 
The recommended rapid transit service also included a commuter rail line connecting Milwaukee, Racine, and 
Kenosha, as well as the Chicago area through existing Chicago-Kenosha Metra commuter rail. The commuter rail 
would operate similar to the rapid transit bus service, providing service at convenient frequencies in both 
directions throughout the day and evening with stops spaced about three to five miles apart. 
 
An approximate tripling in rapid transit service was recommended as measured by daily vehicle-miles of bus 
service, from the 7,900 vehicle-miles of such service provided on an average weekday in the year 2005, to 23,300 
vehicle-miles in the plan design year 2035 (see Table 1). 
 
Express Transit Service 
The recommended express transit service was to consist of a grid of limited-stop, higher-speed routes located 
largely within Milwaukee County connecting major employment centers and shopping areas, other major activity 
centers such as General Mitchell International Airport, tourist attractions and entertainment centers, and 
residential areas. The express routes would replace existing major local bus routes. Stops would typically be 
spaced about one-quarter mile apart. It was envisioned that this system of limited-stop express service routes 
would initially consist of buses operating over arterial streets in mixed traffic, and would be upgraded over time to 
buses operating on reserved street lanes with priority treatment at traffic signals. 
 
As envisioned under the plan:  

 The express service would operate in both directions during all periods of the day and evening providing 
both traditional and reverse-commute service. 

 The service would generally operate with a stop spacing of about one-quarter mile with one-half mile stop 
spacing in outlying portions of Milwaukee County and the Milwaukee urbanized area. 

 The frequency of service provided would be about every 10 minutes during weekday peak periods, and 
about every 20 to 30 minutes during weekday off-peak periods and on weekends. 

 The overall travel speed provided would be about 16 to 18 miles per hour, a significant improvement over 
the average 12 miles per hour speed provided by the existing local bus transit service. 

 No express transit service existed in the Region in 2005. As proposed, about 17,000 vehicle-miles of 
express transit service would be provided on an average weekday in the Region in the year 2035 (see 
Table 1). 

 The recommended express service also includes the City of Milwaukee downtown streetcar line. 



9 

Table 2 
 

FREQUENCY OF LOCAL BUS SERVICE UNDER THE  
RECOMMENDED YEAR 2035 REGIONAL TRANSPORTATION PLAN 

 

Area 

Average Weekday Headways on Local Bus Service (minutes) 
Morning and Afternoon 

Peak Periods 
Midday Off-Peak 

Period 
Evening Off-Peak 

Period 
Within Milwaukee County    

Central Milwaukee County .............................  5-15 10-20 15-20 
Remainder of Milwaukee  
County ..........................................................  15-20 20-30 20-60 

Outside Milwaukee County 15-30 30-60 30-60 
 
Source: SEWRPC. 
 
 
 
 
 
Local Transit Service 
The improvement and expansion of local bus transit service over arterial and collector streets, with frequent stops 
throughout the Kenosha, Milwaukee, and Racine urbanized areas was also recommended. Service would be 
provided on weekdays, and during weekday evenings, Saturdays, and Sundays. An approximately 59 percent 
increase in local bus service was recommended from the 61,100 vehicle-miles of local bus service provided in 
2005 on an average weekday to 97,000 vehicle-miles in the plan design year 2035 (see Table 1). The 
recommendations included expansion of service area and hours, and significant improvements in the frequency of 
local transit service provided, particularly on major local routes. The recommended frequency of local bus service 
is shown in Table 2. 
 
Paratransit Service 
Paratransit service was recommended to be provided consistent with the Federal Americans with Disabilities Act 
(ADA) of 1990. Under the provisions of this Act, all transit vehicles that provide conventional fixed-route transit 
service must be accessible to persons with disabilities, including those persons using wheelchairs. All public 
entities operating fixed-route transit systems must also continue to provide paratransit service to those disabled 
persons within local transit service areas who are unable to use fixed-route transit services consistent with 
federally specified eligibility and service requirements. The complementary paratransit services must serve any 
person with a permanent or temporary disability who is unable independently to board, ride, or disembark from an 
accessible vehicle used to provide fixed-route transit service; who is capable of using an accessible vehicle, but 
one is not available for the desired trip; or who is unable to travel to or from the boarding or disembarking 
location of the fixed-route transit service. The planned paratransit service must be available during the same hours 
and on the same days as the fixed-route transit service, be provided to eligible persons on a "next-day" trip-
reservations basis, not limit service to eligible persons based on restrictions or priorities to trip purpose, and not 
be operated under capacity constraints which might limit the ability of eligible persons to receive service for a 
particular trip. The paratransit service fares must be no more than twice the applicable public transit fare per one-
way trip for curb-to-curb service. 
 
Upgrading to Rail Transit or Bus Guideways 
Rapid and express transit service is recommended to initially be provided with buses. This bus service would 
ultimately be upgraded to commuter rail in six corridors for rapid transit service and to bus guideway or light rail 
in six corridors for express transit service, as shown on Map 2. Public transit cannot offer convenient accessibility 
or provide an attractive alternative to the automobile in heavily traveled corridors and dense urban activity centers 
if it is caught in traffic congestion and its travel times are not comparable to those of automobile travel. 
Upgrading to exclusive guideway transit may also be expected to promote higher density land development and 
redevelopment at and around the stations of the exclusive guideway transit facilities, promoting implementation 
of the regional land use plan. The plan recommends that corridor studies be conducted for each potential rapid and  
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express transit guideway corridor. The corridor studies 
would be conducted by the transit operator concerned, or 
jointly by the multiple transit operators concerned, to 
determine whether to implement a fixed guideway transit 
alternative in each corridor, and to refine the conceptual 
guideway alignments shown in the regional plan. At the 
conclusion of each corridor study, the transit operator 
would determine whether to implement fixed guideway 
transit, and identify the preferred alignment within the 
corridor that should proceed into preliminary 
engineering. The Commission would then, at the request 
of the transit operator(s), revise and amend the regional 
plan to include the fixed guideway. 
  
There were two efforts underway in Southeastern 
Wisconsin at the time of regional plan adoption 
considering upgrading to fixed guideway transit. 
Milwaukee County, the City of Milwaukee, and the 
Wisconsin Center District were conducting the 
Milwaukee downtown connector study which was 
evaluating a streetcar line in the central portion of the 

City of Milwaukee and an express bus transit line in Milwaukee County. The other was a study of a commuter rail 
line connecting the Kenosha, Racine, and Milwaukee areas. These corridor level studies for the streetcar and 
commuter rail line were completed, and the regional plan was amended to include the streetcar line and the 
commuter rail line. 
 
Summary and Conclusions―Public Transit 
The recommended expansion of public transit in Southeastern Wisconsin in the year 2035 plan represented a near 
doubling of transit service in Southeastern Wisconsin by the year 2035. As shown in Figure 1, this entailed about 
a 2.3 percent annual increase in transit service to the year 2035, less than the level of annual increase which 
occurred between 1995 and 2000. Significant implementation of the year 2020 plan occurred between 1997 and 
2000 as transit service expanded by over 25 percent. However, due to State and local budget problems, transit 
service was significantly reduced from 2000 to 2005. 
 
Implementation of this recommended expansion was envisioned in the year 2035 plan to be dependent upon the 
continued commitment of the State to be a partner in the maintenance, improvement and expansion, and attendant 
funding of public transit. The State had historically funded 40 to 45 percent of transit operating costs, and had 
increased funding to address inflation in the cost of providing public transit, and to provide for transit 
improvement and expansion. State transit funding to the Milwaukee County Transit System increased by 29 
percent from 1995 to 2000 and by 70 percent for all other transit systems in the Region, but only by 7 percent 
between 2000 and 2005 for the Milwaukee County Transit System and by 12 percent for all other transit systems. 
An annual 4 to 5 percent increase was envisioned in the plan to be essential to address rising costs, including 
inflation and real increases in fuel costs, and to support system improvement and expansion. 
 
Implementation of the recommended expansion of public transit in Southeastern Wisconsin was also envisioned 
in the 2035 plan to be dependent upon attaining dedicated local funding for public transit. In the absence of 
dedicated local funding, the recommended expansion may not be expected to be implemented, and continued 
reductions in transit service may be expected. The local share of funding of public transit in Southeastern 
Wisconsin is provided through county or municipal budgets, and represents about 15 percent of the total operating 
costs and 20 percent of total capital costs of public transit. Thus, the local share of funding public transit is largely 
provided by property taxes, and public transit must annually compete with mandated services and projects. 
Increasingly, due to the constraints in property tax based funding, counties and municipalities have found it 
difficult to provide funding to address transit needs, and to respond to shortfalls in Federal and State funding. 
Most public transit systems nationwide have dedicated local funding, typically a sales tax of 0.25 to 1.0 percent. 
A sales tax provides funding which should increase with inflation and area growth, thereby addressing funding 
needs attendant to inflation in the costs of providing public transit and transit system expansion. 

Figure 1 
 

HISTORIC AND PLANNED 
VEHICLE-MILES OF PUBLIC TRANSIT 

SERVICE ON AN AVERAGE WEEKDAY IN THE 
SOUTHEASTERN WISCONSIN REGION:  1995-2035 
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A regional transit authority was also envisioned in the 2035 plan to assist in implementing the recommended 
transit system expansion. A number of the proposed transit services extend across city and county boundaries. A 
regional transit authority could assist in the implementation of these proposed services. 
 
BICYCLE AND PEDESTRIAN FACILITY ELEMENT 
 
The bicycle and pedestrian facility element of the recommended plan was intended to promote safe 
accommodation of bicycle and pedestrian travel, and encourage bicycle and pedestrian travel as an alternative to 
personal vehicle travel. The plan envisioned that as the surface arterial street system of about 3,300 miles in the 
Region is resurfaced and reconstructed segment-by-segment, the provision of accommodation for bicycle travel 
would be considered and implemented, if feasible, through bicycle lanes, widened outside travel lanes, widened 
shoulders, or separate bicycle paths. The surface arterial street system of the Region provides a network of direct 
travel routes serving virtually all travel origins and destinations within Southeastern Wisconsin. Arterial streets 
and highways—particularly those with high-speed traffic or heavy volumes of truck or transit vehicle traffic—
require improvements such as extra-wide outside travel lanes, paved shoulders, bicycle lanes, or a separate bicycle 
path in order to safely accommodate bicycle travel. Land access and collector streets, because of low traffic 
volumes and speeds, are capable of accommodating bicycle travel with no special accommodation for bicycle 
travel.  
 
The level and unit of government responsible for constructing and maintaining the surface arterial street or 
highway should have responsibility for constructing, maintaining, and funding the associated bicycle facility. A 
detailed evaluation of the alternatives for accommodation of bicycles on surface arterial streets or highways 
should necessarily be conducted by the responsible level and unit of government as part of the engineering for the 
resurfacing, reconstruction, and new construction of each segment of surface arterial. 
 
The plan also recommends that a system of off-street bicycle paths be provided between the Kenosha, Milwaukee, 
and Racine urbanized areas and the cities and villages within the Region with a population of 5,000 or more 
located outside these three urbanized areas. This system of off-street bicycle paths was initially also proposed in 
the adopted park and open space plans prepared by the Commission for each of the seven counties of the Region. 
These off-street bicycle paths would be located in natural resource and utility corridors would be intended to 
provide reasonably direct connections between the Region's urbanized and small urban areas on safe and 
aesthetically attractive routes with separation from motor vehicle traffic. Some on-street bicycle connections 
would be required to connect segments of this system of off-street paths. These connections if provided over 
surface arterials would include some type of bicycle accommodation—paved shoulders, extra-wide outside travel 
lanes, bicycle lanes, or separate parallel bicycle paths―or if provided over a nonarterial collector or land access 
street would require no special accommodation. The proposed system of on- and off-street bicycle facilities is 
shown on Map 3, and includes 548 miles of off-street bicycle paths with 168 miles of surface arterial and 89 miles 
of nonarterial connections. Approximately 203 miles of the planned 548 miles of off-street bicycle paths were in 
existence in 2005 during the preparation of the plan. Also shown on Map 3 is the surface arterial street and 
highway system within the Region proposed to be provided with bicycle accommodation. 
 
The pedestrian facilities portion of the recommended bicycle and pedestrian facilities plan element was 
envisioned as a policy plan, rather than a system plan. It recommended that the various units and agencies of 
government responsible for the construction and maintenance of pedestrian facilities in Southeastern Wisconsin 
adopt and follow a series of recommended standards and guidelines with regard to the development of those 
facilities, particularly within planned neighborhood units. These standards included the provision of sidewalks in 
the urban portions of the Region. 
 
TRANSPORTATION SYSTEMS MANAGEMENT 
 
The transportation systems management element of the recommended year 2035 regional transportation plan 
included measures intended to manage and operate existing transportation facilities to their maximum carrying 
capacity and travel efficiency, including: freeway traffic management, surface arterial street and highway traffic 
management, and major activity center parking management and guidance. 



Source: SEWRPC.

Map 3

OFF-STREET BICYCLE PATHS AND
SURFACE ARTERIAL STREET AND 

HIGHWAY SYSTEM BICYCLE
ACCOMMODATION UNDER THE

RECOMMENDED YEAR 2035 
REGIONAL TRANSPORTATION PLAN

OFF-STREET BICYCLE WAY IN UTILITY 
OR NATURAL RESOURCE CORRIDOR

SURFACE ARTERIAL STREET CONNECTION 
TO OFF-STREET BICYCLE WAY SYSTEM

NONARTERIAL STREET CONNECTION 
TO OFF-STREET BICYCLE WAY SYSTEM

SURFACE ARTERIAL STREETS 
AND HIGHWAYS WHERE
BICYCLE ACCOMMODATIONS
SHOULD BE CONSIDERED 
WHEN FACILITIES ARE RESUR-
FACED OR RECONSTRUCTED

a

a
This map shows the envisioned location of off-street bicycle paths as proposed in the Year 2035 Regional Transportation Plan and County Parks and Open
Space Plans.  Since the completion of the review and update of the Year 2035 Regional Transportation Plan in 2010, the Walworth County Board of
Supervisors adopted the Walworth County Park and Open Space Plan recommending revised locations for a number of bicycle paths in Walworth County.  The
bicycle path element of the regional transportation plan was thus revised to incorporate all of the revised bicycle path locations included in the adopted
Walworth County Parks and Open Space Plan.
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Freeway Traffic Management 
Recommended measures to improve the operation and management of the regional freeway system included 
operational control, advisory information, and incident management measures, as well as a traffic operations 
center supporting these measures. Essential to achieving freeway operational control, advisory information, and 
incident management is the WisDOT traffic operations center (TOC) in the City of Milwaukee. At the TOC all 
freeway segments in the Milwaukee area are monitored, freeway operational control and advisory information is 
determined, and incident management detection and confirmation is conducted. The TOC is important to the safe 
and efficient operation of the regional freeway system and is in operation 365 days a year, 24 hours a day. 
 
Operational Control 
Measures to improve freeway operation—both during average weekday peak traffic periods and during minor and 
major incidents—through monitoring of freeway operating conditions and control of entering freeway traffic were 
envisioned to include traffic detectors, freeway on-ramp-meters, and ramp-meter control strategy. Traffic 
detectors measure the speed, volume, and density of freeway traffic, and are used for operational control, advisory 
information, and incident management. Existing freeway system traffic detectors in 2006 consisted of detectors 
embedded in the pavement at one-half mile intervals on the freeways in Milwaukee County and on IH 94 in 
Waukesha County, and at about one- to two-mile intervals on IH 94 in Kenosha and Racine Counties. The data 
collected from these traffic detectors was monitored by WisDOT at the TOC for the purposes of detecting 
freeway system travel speed and time, traffic congestion, traffic flow breakdowns, and incidents. Freeway ramp 
meter traffic entry rates could be modified based upon the traffic volume and congestion indicated by the traffic 
detectors. Travel information on traffic congestion and delays were provided to freeway system users through the 
WisDOT website and on variable message signs. Traffic speeds and congestion indicated by traffic detectors 
could instantaneously identify the presence of a freeway incident. It was recommended that existing freeway 
system traffic detectors be maintained, and that traffic detectors be installed on the freeway system throughout the 
Region at one-half mile intervals as the freeway system was reconstructed. The only exceptions for installing 
detectors on freeway segments were identified as those segments with current and expected future traffic volumes 
which would be substantially less than freeway traffic carrying design capacity, including IH 43 north of STH 57 
in Ozaukee County, USH 45 north of the Richfield Interchange, USH 41 north of STH 60 in Washington County, 
and IH 43 and USH 12 in Walworth County. 
 
Ramp-meters are traffic signals located on freeway entrance ramps or, in some cases, freeway-to-freeway 
entrance ramps, and are used to control the rate of entry of vehicles onto a freeway segment to achieve more 
efficient operation of the adjacent freeway segment and the downstream freeway system. To encourage 
ridesharing and transit use, preferential access for high-occupancy vehicles is provided at ramp-meter locations to 
allow the high-occupancy vehicles to bypass traffic waiting at a ramp-metering signal. In 2006 there were 120 
freeway on-ramps currently in the Milwaukee area equipped with ramp-meters. Buses and high-occupancy 
vehicles received preferential access at 62 of the 120 on-ramp-meter locations. It was recommended that as the 
freeway system is reconstructed, ramp-meters be installed on all freeway on-ramps within the Region, with high-
occupancy vehicle preferential access provided at these metered ramps, particularly those which would be used by 
existing and planned public transit. The only exception for ramp-meter installation would be those freeway 
segments identified above which would be expected to carry current and future traffic volumes below their design 
capacity. 
 
Another element of freeway operational control was the strategy used in the operational control of ramp-meters. 
The existing ramp-meters on the Southeastern Wisconsin freeway system were controlled in two ways. Some 
were controlled in a "pre-timed" mode, operating during specified peak traffic hours of the weekday at specified 
release rates of vehicles. Others were controlled as well during specified peak traffic hours of the weekday, but 
the vehicle release rates were based upon adjacent freeway system traffic volume and congestion. It was 
recommended that the strategy of controlling ramp-meters through consideration of adjacent congestion be 
expanded throughout the freeway system, and that an operational control strategy be considered which would 
consider downstream freeway traffic congestion and seek to minimize total travel delay on the freeway system 
while providing for equitable average and maximum delays at each ramp-meter, and avoiding the extension of 
vehicle queues onto surface streets. It was also recommended that the need for expanded vehicle storage on 
freeway on-ramps be considered, and addressed, during the reconstruction of the regional freeway system. 
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Advisory Information Measures 
Providing advisory information to motorists was envisioned as an integral part of providing an efficient street and 
highway system. By providing information on current travel conditions, motorists could choose travel routes 
which were more efficient for their travel, and the result is a more efficient transportation system. Advisory 
information measures included permanent variable message signs (VMS), the WisDOT website, and provision of 
information to the media. WisDOT used the permanent VMS to provide real time information to travelers about 
downstream freeway traffic conditions, such as current travel times to selected areas, information about lane and 
ramp closures, and where travel delays begin and end. In 2006 there were 23 permanent VMS located on the 
freeway system, primarily in the Milwaukee area, and 13 on surface arterials which connected with the freeway 
system primarily located in western Milwaukee County. It was recommended that variable message signs be 
provided on the entire freeway system as the freeway system is reconstructed, and on surface arterials leading to 
the most heavily used freeway system on-ramps. 
 
WisDOT also provided substantial information about current freeway system traffic conditions on a website using 
data collected from freeway system traffic detectors. The information included maps depicting the current level of 
freeway traffic congestion and the locations of confirmed incidents, views of freeway system traffic available 
from the freeway system closed circuit television camera network, and current travel times and delays on the 
major freeway segments in the Milwaukee area. The data on the website was also available to the media and used 
in daily radio and television broadcasts. It was recommended that WisDOT continue to enhance and expand the 
information provided on its website and to the media, and consider deployment of a regional 511 traveler 
information system which would allow the public to dial "511" and receive automated messages about current 
travel conditions along their desired route through a series of predetermined automated menus. 
 
Incident Management Measures 
Incident management measures have as their objective the timely detection, confirmation, and removal of freeway 
incidents. As noted earlier, the WisDOT freeway system TOC and freeway system traffic volume detectors were 
identified as essential to incident management, as well as freeway operational control and advisory information. 
Other incident management measures recommended were closed circuit television, enhanced freeway location 
reference markers, freeway service patrols, crash investigation sites, the Traffic Incident Management 
Enhancement Program, ramp closure devices, and alternate route designations. 
 
Closed-circuit television (CCTV) cameras provided live video images to WisDOT and the Milwaukee County 
Sheriff's Department which allow for the rapid confirmation of congested areas and the presence of an incident, 
and immediate determination of the appropriate response to the incident and direction of the proper equipment to 
be deployed in response to the incident. In 2006 there were 83 closed-circuit television cameras on the 
Southeastern Wisconsin freeway system, covering Milwaukee County freeways, IH 94 and USH 41/45 in eastern 
Waukesha County, and IH 94 in Kenosha and Racine Counties. It was recommended that the CCTV camera 
network be provided on the entire regional freeway system as the freeway system is reconstructed, with the 
possible exception of the freeway segments identified earlier which carry existing and future traffic volumes well 
below their design capacity.  
 
Enhanced reference markers assist motorists in identifying specific locations along a freeway segment when 
reporting incidents. These markers are typically small signs provided at one-tenth mile intervals along the freeway 
system which typically display the highway shield and mile marker. Enhanced reference markers were provided 
in 2006 in Milwaukee County in the freeway median at each one-tenth mile on USH 45 from the Zoo Interchange 
to the Milwaukee-Waukesha County line, and on IH 94 from the Mitchell Interchange to the Illinois-Wisconsin 
State line, including the freeway segments of IH 94 in Kenosha and Racine Counties. It was recommended that 
enhanced reference markers be provided on the entire regional freeway system as the freeway system is 
reconstructed. 
 
Freeway service patrols provide for rapid removal of disabled vehicles and initial response to clearing incidents. 
Freeway service patrols consist of specially equipped vehicles designed to assist disabled motorists and assist in 
clearance of incidents. Freeway service patrol vehicles may be equipped to provide limited towing assistance, as 
well as minor services such as fuel, oil, water, and minor mechanical repairs. In 2006, freeway service patrols 
operated in a limited role on the Milwaukee County freeway system and on IH 94 in Kenosha, Racine, and  



16 

Waukesha Counties. In each of these four counties, service patrols operated during weekday peak traffic periods. 
In Milwaukee County service patrols also operated all day during weekdays, and in Kenosha and Racine 
Counties, service patrols also operated all day during weekends. In Kenosha, Racine, and Waukesha Counties, 
one service patrol vehicle served 12 to 15 miles of freeways, and in Milwaukee County one service patrol vehicle 
served 70 miles of freeways. Expansion of the freeway service patrol was recommended to serve the entire 
regional freeway system, and to provide greater coverage including all day weekday and weekend service, 
evening service, and increased vehicle coverage of one vehicle per 12 to 15 miles of freeway. 
 
Crash investigation sites are designated safe zones for distressed motorists to relocate to if they are involved in a 
crash or an incident on the freeway. In 2006 there were 35 crash investigation sites on the Southeastern Wisconsin 
freeway system, with the largest concentration―24 of the 35, or about 69 percent―located on the system in 
Milwaukee County. It was recommended that as the freeway system is reconstructed, WisDOT evaluate the extent 
of use and attendant benefits of existing crash investigation sites, and consider expansion as needed to serve the 
entire regional freeway system. 
 
The Traffic Incident Management Enhancement (TIME) Program, sponsored by WisDOT, has served to bring 
together, and coordinate, the transportation engineering, law enforcement, media, emergency responders, transit, 
tow and recovery, and other freeway system operational interests at monthly meetings. The goals of the TIME 
program are to improve and enhance freeway incident management, improve freeway safety, and enhance the 
quality and efficiency of freeway travel. It was recommended that the TIME program continue to be operated and 
sponsored by WisDOT. 
 
Ramp closure devices were deployed in 2006 on IH 94 in Kenosha, Racine, and Waukesha Counties. The ramp 
closure devices were either Type III barricades or swing arm gates. These ramp closure devices allow for the 
closure of freeway on-ramps during planned and unplanned major incidents, such as special events and severe 
inclement weather. It was recommended that WisDOT evaluate the use and attendant benefits of existing ramp 
closure devices, and consider their application throughout the Region. 
 
Alternate routes are designated, clearly marked and signed surface arterial street and highway routes which 
generally parallel freeway segments. These routes would be intended to be used by motorists during major 
freeway incidents and ramp closures and during particularly extreme congestion. Motorists would be directed 
through advisory information to these routes during major incidents and periods of particularly extreme 
congestion. It was recommended that WisDOT and the Regional Planning Commission, together with the 
concerned and affected local governments, examine the potential for the designation of alternative routes, and 
consider implementation of a pilot effort in a designated corridor. 
 
Surface Arterial Street and Highway Traffic Management 
This group of recommended transportation system management measures would attempt to improve the operation 
and management of the regional surface arterial street and highway network, and include improved traffic signal 
coordination, intersection traffic engineering improvements, curb lane parking restrictions, access management, 
and advisory information. 
 
Coordinated traffic signal systems provide for the efficient progression of traffic along arterial streets and 
highways, allowing motorists to travel through multiple signalized intersections along an arterial route at the 
speed limit and minimizing or eliminating the number of stops at signalized intersections. In the Region, 
coordinated traffic signal systems generally ranged from systems comprising two traffic signals to systems 
comprising about 100 traffic signals. Approximately 1,100 of the 1,700 traffic signals in the Region, or about 65 
percent, were part of a coordinated signal system in 2006. It was recommended that Commission staff work with 
State and local government to document existing and planned arterial street and highway system traffic signals 
and traffic signal systems, and develop recommendations for improvement and expansion of coordinated signal 
systems. 
 
It was also recommended that State and local governments aggressively consider and implement needed 
individual arterial street and highway intersection improvements, such as adding right- and/or left-turn lanes; 
improvements in the type of traffic control deployed at the intersection, including two- or four-way stop control,  
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roundabouts, or signalization; or improvements in signal timing at individual signalized intersections. This 
measure proposed that State, county, and municipal governments each prepare a prioritized short-range (two- to 
six-year) program of arterial street and highway intersection improvements under their jurisdiction, pursue 
aggressive implementation of the programs, and review and update the programs every two to five years. 
 
It was also recommended that local governments consider implementation of curb-lane parking restrictions during 
peak traffic periods in the peak traffic direction as traffic volumes and congestion increase. These parking 
restrictions would be implemented rather than the widening with additional lanes or construction of new arterial 
streets. 
 
Access management was also recommended to improve transportation systems operations and provide for full use 
of roadway capacity. Access management involves applying standards for the location, spacing, and operation of 
driveways, median openings, and street connections. It was proposed that State, county, and municipal 
governmental units with arterial streets and highways under their jurisdiction adopt access management standards, 
consider and implement these standards as development takes place along arterials under their jurisdiction, and 
prepare and implement access management plans along arterials which currently are developed and have access 
which violates these standards. 
 
Advisory information should also be provided to motorists concerning the surface arterial street and highway 
network in the Region. It was recommended that the WisDOT improve and expand the data provided on its 
website (travel times, congestion maps, and camera images) concerning freeway travel to include surface arterial 
street and highway travel, beginning with the pilot route designated as an alternative route to a segment of the 
freeway system.  
 
Major Activity Center Parking Management and Guidance 
Another recommended transportation system management measure would attempt to improve traffic operation 
conditions by reducing the traffic circulation of motorists seeking parking in major activity centers. The City of 
Milwaukee in 2006 had an initiative to construct a Summerfest shuttle bus parking management and guidance 
system. This initiative would provide static and dynamic signing indicating the location of parking structures and 
the availability of parking in those structures for a number of parking structures in the central business district 
(CBD) which are near Summerfest shuttle bus routes. This recommended measure supported the City of 
Milwaukee initiative and proposed expansion of parking management and guidance systems to incorporate all of 
the Milwaukee CBD at all times of the year. 
 
Regional Transportation Operations Program 
The plan also recommended that WisDOT, in cooperation with SEWRPC and all transportation system operators 
in the Region, work to prepare a Regional Transportation Operation Program (RTOP). It was envisioned that the 
RTOP would program high priority short-range (three to five year) operational improvement projects for 
implementation, in part based upon the transportation systems management recommendations in the regional 
transportation system plan. 
 
TRAVEL DEMAND MANAGEMENT ELEMENT 
 
The travel demand management measures included in the recommended year 2035 regional transportation plan 
included measures intended to reduce personal and vehicular travel or to shift such travel to alternative times and 
routes, allowing for more efficient use of the existing capacity of the transportation system. These measures were 
in addition to the public transit and pedestrian and bicycle plan elements previously described. 
 
Seven categories of travel demand management measures were recommended for inclusion in the year 2035 plan: 
high-occupancy vehicle preferential treatment, park-ride lots, transit pricing, personal vehicle pricing, travel 
demand management promotion, transit information and marketing, and detailed site-specific neighborhood and 
major activity center land use plans. 
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High-Occupancy Vehicle Preferential Treatment 
This group of recommended travel demand management measures would attempt to provide preferential 
treatment for transit vehicles, vanpools, and carpools on the existing arterial street and highway system. The 
recommended preferential treatment category consisted of four specific travel demand management measures: the 
provision of high-occupancy vehicle (HOV) queue bypass lanes at metered freeway on-ramps; reserved bus lanes 
along congested surface arterial streets and highways; transit priority signal systems; and preferential carpool and 
vanpool parking. 
 
The provision of HOV queue bypass lanes at metered freeway on-ramps existed at 62 of the 120 metered freeway 
on-ramp locations within the Milwaukee area. The recommended travel demand management measure 
recommended that consideration be given during freeway system reconstruction to providing HOV bypass lanes 
at all metered freeway on-ramps within the Region, dependent upon right-of-way and on-ramp geometric design 
constraints. For this measure to be truly effective, strict enforcement of HOV bypass lanes would be required. 
 
Reserved bus lanes similar to those along Blue Mound Road in Waukesha County allow transit vehicles to bypass 
vehicle queues attendant to traffic signals on congested arterial streets and highways. These reserved lanes may be 
expected to reduce transit travel times and improve transit travel time reliability during peak travel periods. This 
recommended travel demand management measure would expand the use of reserved bus lanes throughout the 
Region on the congested surface arterial streets and highways which currently, or may be expected in the future, 
to accommodate express and major local transit routes, and on the surface arterial portion of rapid transit  routes. 
The third recommended travel demand management measure within the high-occupancy vehicle preferential 
treatment category was transit priority signal systems. This recommended measure would allow transit vehicles to 
extend the end of the green phase of traffic signals as they approach a signalized intersection. This recommended 
measure would include transit priority signal systems along all express and major local transit routes, and the 
surface arterial portion of rapid transit routes within the Region. 
 
The fourth recommended travel demand management measure within the high-occupancy vehicle preferential 
treatment category was preferential carpool and vanpool parking. This recommended measure was voluntary and 
proposed that employers providing free/subsidized parking for their employees consider providing and enforcing 
preferential parking for those employees who carpool or vanpool to the employment site. This recommended 
measure may reduce vehicle trips by encouraging ridesharing. 
 
Park-Ride Lots 
To promote carpooling and the resultant more efficient use of the Region's transportation system, a network of 
park-ride lots are recommended to facilitate carpooling. Map 4 shows the recommended system of park-ride lots 
including existing park-ride lots and those recommended to be served by public transit. Park-ride lots are 
recommended along all major routes at their major intersections and interchanges where sufficient demand may 
be expected to warrant provision of an off-street parking facility. 
 
Transit Pricing 
This group of recommended travel demand management measures would build upon existing transit pricing 
programs conducted by the transit operators in the Region. The recommended transit pricing category consisted of 
three travel demand management measures: annual transit pass programs, monthly or weekly pass programs, and 
vanpool programs. 
 
The Milwaukee County Transit System had implemented a pass system at four colleges and universities which 
provided for free transit use with a reduced fee included in student tuition and fees. This annual transit pass 
program was envisioned to be expanded to include the other local public transit operators in the Region and 
additional colleges and universities within the Region. This annual pass program would also be expanded to 
employers, with the Region's transit operators negotiating an annual fee with individual employers, which would 
allow those employers to provide each employee with an annual transit pass. 
 
Monthly or weekly discount pass programs existed for three of the Region's public transit operators―the 
Milwaukee County Transit System, the Racine Belle Urban System, and the Waukesha Metro Transit System. 
This recommended monthly or weekly pass program allowed employers to offer their employees discounted 
monthly or weekly passes, where the employer and the transit operator have negotiated an agreement in which 
they both agreed to subsidize a portion of the monthly or weekly pass. 



W A S H I N G T O N   C O .

M
IL

W
A

U
K

E
E

  
C

O
.

W
A

U
K

E
S

H
A

 C
O

.

W
A

U
K

E
S

H
A

  
C

O
.

R A C I N E     C O .
W A U K E S H A  C O .

M I L W A U K E E    C O .

K E N O S H A    C O .

K E N O S H A   C O .

R A C I N E        C O .

O
Z

A
U

K
E

E
  

 C
O

.

O Z A U K E E  C O .

W
A

S
H

IN
G

T
O

N
  

C
O

.

O Z A U K E E  C O .

M I L W A U K E E  C O .

K
E

N
O

S
H

A
 C

O
.

R
A

C
IN

E
  

C
O

.
W

A
L

W
O

R
T

H
 C

O
.

W A L W O R T H  C O .

W
A

L
W

O
R

T
H

 C
O

.

W A L W O R T H    C O .

W A U K E S H A  C O .

W
A

S
H

IN
G

T
O

N
 C

O
.

W A S H I N G T O N  C O .

Wayne

Barton

Addison Trenton

Jackson

Kewaskum

Hartford

Farmington

Eagle

Merton

Ottawa

Vernon

Lisbon

Genesee Waukesha

Delafield

Mukwonago

Oconomowoc

Brookfield

Dover

Norway Raymond
Waterford

Yorkville

Burlington

Port
Washington

Grafton

Belgium
Fredonia

Cedarburg

Saukville

Salem

Paris

Somers

Randall

Brighton

Wheatland

Linn

Troy

LyonsGeneva

Sharon

Darien Delavan

Richmond

Walworth

La Grange

Lafayette

Bloomfield

East  Troy
Whitewater

Sugar Creek Spring  Prairie

West  Bend

Polk

Erin

Germantown

BAY

WIND

NORTH

POINT

UNION
GROVE

ELMWOOD
PARK

WATERFORD

ROCHESTER

STURTEVANT

BAY

CITY
GENOA

SHARON

DARIEN

WILLIAMS

WALWORTH

FONTANA ON
GENEVA LAKE

EAST TROY

NEWBURG

SLINGER
JACKSON

GERMANTOWN

KEWASKUM

BELGIUM

FREDONIA

SAUKVILLE

THIENSVILLE

GRAFTON

TWIN

LAKE

LAKE

LAKES

SILVER

PADDOCK

PLEASANT

                               PRAIRIE

ELM

LAKE

WALES

EAGLE

NORTH

GROVE

MERTON
SUSSEX

LANNON

BUTLER

PRAIRIE

DOUSMAN

HARTLAND

PEWAUKEENASHOTAH

CHENEQUA

BIG
BEND

MUKWONAGO

MENOMONEE    FALLS

OCONOMOWOC

LAC LA
BELLE

WEST

BAYSIDE

GREENDALE

MILWAUKEE

SHOREWOOD

BROWN
DEER

RIVER
HILLS

CORNERS

BAY

FOX

WHITEFISH

HALES

POINT

CALEDONIA

MOUNT PLEASANT

SUMMIT

BRISTOL

BLOOMFIELD

RICHFIELD

MEQUON

CEDARBURG

WASHINGTON

MUSKEGO

WAUKESHA

DELAFIELD

OCONOMOWOC

NEW BERLIN

BROOKFIELD

PEWAUKEE

RACINE

BURLINGTON

KENOSHA

WEST
    BEND

HARTFORD

LAKE
GENEVA

DELAVAN

ELKHORN

WHITEWATER

ST.

SOUTH

CUDAHY

FRANCIS

FRANKLIN

GLENDALE

OAK

MILWAUKEE

WAUWATOSA

MILWAUKEE

GREENFIELD

WEST
ALLIS

CREEK

PORT

,-94

,-94

,-94

,-43

,-43

,-43

,-94

,-43

,-94

,-794

,-894

,-43

,-43

,-894

QR36

QR100

QR181

QR100

QR145

QR190

QR181

QR119

QR100

QR32

QR794

QR67

QR16

QR67

QR59

QR59

QR83

QR16

QR59

QR36

QR74

QR164

QR164

QR190

QR164

QR16

QR74

QR83

QR83

QR31

QR32

QR38

QR20

QR20

QR83

QR11

QR11

QR164

QR57

QR32

QR57

QR32

QR60QR60

QR83

QR83

QR33

QR28

QR164

QR144

QR144

QR167

QR145QR167

QR175

QR175

QR57

QR32

QR32

QR38

QR32

QR24

QR57

QR59

QR33

QR32

QR57

QR167

QR181

QR50

QR67

QR67

QR11

QR89

QR67

QR11

QR67

QR59

QR50

QR36

QR20

QR120

QR120

QR83

QR50

QR32QR31

QR83 QR50

QR31

QR142

QR158

QR165

QR32

QR241

01180118

0118

0141

0145

0118

0145

0141

0141

0141

0145

0145

0112

0112

0114

0114

0112

0112

0114

0145
0141

0141

0145

0145

#****

#

X

#
#**** ##

#

#

#****

##

#

#**** #

#****

#****

# #
##****

#

#****

#
X

#

#

#

#****

#****

#

# #***

#****

X

#

X

XY

#****

#***

#

#****

X

#

XY

X

#

X#****

#****#****
##

#

# #

#****
#

# #
#

#****
#

#

#

#****

#

#****
X

##

#****

#***

#****

 

#****

#

#

#

#

Map 4

RECOMMENDED PARK-RIDE
LOTS WITHIN SOUTHEASTERN

WISCONSIN UNDER THE
RECOMMENDED YEAR 2035 REGIONAL

TRANSPORTATION PLAN

Source: SEWRPC

#

X

#****

EXISTING PARK-RIDE LOT 
AS OF 2005--SERVED BY 
EXISTING OR PROPOSED 
PUBLIC TRANSIT

EXISTING PARK-RIDE LOT 
AS OF 2005--NOT SERVED 
BY EXISTING OR PROPOSED 
PUBLIC TRANSIT

PROPOSED PARK-RIDE LOT--
SERVED BY PROPOSED 
PUBLIC TRANSIT

PROPOSED PARK-RIDE LOT--
NOT SERVED BY PROPOSED 
PUBLIC TRANSITXY

0 1 2 3 4 5 6 Miles

GRAPHIC SCALE

0 8,000 16,000 24,000 32,000 40,000 Feet

19



20 

The third proposed travel demand management measure within the transit pricing category was expansion of 
vanpool programs, in which a group of employees who live in the same general area split the operation, 
maintenance, and a portion of the capital costs of a van. The Milwaukee County Transit System operated a 
vanpool program with about 20 vanpools, with vanpool users paying 20 percent of the capital costs of a van. The 
Milwaukee County Transit System vanpool program required one end of the work trip to be in Kenosha, 
Milwaukee, Ozaukee, Racine, Washington, or Waukesha Counties, and that one end of the work trip was outside 
the regular Milwaukee County Transit System service area. 
 
Personal Vehicle Pricing 
The recommended personal vehicle pricing group of travel demand management measures proposed to allocate a 
larger percentage of the full costs of construction, maintenance, and operation of street and highway facilities and 
services directly on the users of the system. The proposed personal vehicle pricing category consisted of two 
specific travel demand management measures―cash-out of employer-paid parking, and auto pricing. 
 
Cash-out of employee paid parking would recommend that employers currently providing free/subsidized parking 
to employees would voluntarily begin charging their employees the market value of parking. Employers could 
offset the additional cost of parking through cash payment or salary increases to employees. This recommended 
measure would potentially reduce vehicle-trips and vehicle-miles of travel through the increased use of transit, 
ridesharing, walking, and bicycling, as some employees may "pocket" the cash payment and use other modes of 
travel. 
 
The second recommended travel demand management measure within the personal vehicle pricing category 
encouraged the continued and expanded use of user fees to pay the costs of construction, maintenance, and 
operation of street and highway facilities and services. Currently, user fees primarily include the Federal and State 
motor fuel tax and vehicle registration fees. These user fees currently fund 100 percent of the costs associated 
with State highways and about 20 to 25 percent of the costs associated with county and municipal streets and 
highways. There is substantial and growing opposition to increases in motor fuel taxes. In addition, there is the 
potential in the future for technological advances, such as increased fuel efficiency and alternative fuels, to render 
the current motor fuel tax obsolete. However, there is merit in having the users of the transportation system pay 
the actual costs of constructing, maintaining, and operating the transportation system. Travel behavior is affected 
by the cost of travel, and user fees can encourage more efficient travel. 
 
Travel Demand Management Promotion 
A region-wide program to aggressively promote transit use, bicycle use, ridesharing, pedestrian travel, 
telecommuting, and work-time rescheduling, including compressed work weeks was recommended to encourage 
alternatives to drive alone personal vehicle travel. The program would include education, marketing, and 
promotion elements. 
 
Transit Information and Marketing 
Recommended transit information and marketing measures would include the continuation and expansion of the 
joint marketing efforts of the transit operators within Southeastern Wisconsin. It was also recommended that a 
single website be developed in which transit users could access all necessary information for each transit system 
in Southeastern Wisconsin. This recommended website would allow a potential transit user to enter such 
information as beginning and ending addresses of a desired trip within the Region, and then would display the 
most feasible transit routing of the desired trip including all fares, transfers, and schedules. 
 
The third recommended transit information and marketing measure was real-time travel information. This 
recommended measure would utilize global positioning system (GPS) data to provide real-time transit 
information to transit riders at transit centers and transit stops, including transit vehicle arrival times, and real-
time maps, showing where on the route a transit vehicle is currently located. 
 
Detailed Site-Specific Neighborhood and Major Activity Center Land Use Plans 
The preparation and implementation by local governmental units of detailed, site-specific neighborhood and 
major activity center plans to facilitate travel by transit, bicycle, and pedestrian movement and reduce dependence 
on automobile travel was recommended, and was also recommended in the regional land use plan. 
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ARTERIAL STREET AND HIGHWAY ELEMENT 
 
The arterial street and highway element of the recommended year 2035 regional transportation plan as amended 
totaled 3,662 route-miles. Approximately 88 percent, or 3,209 of these route-miles, were recommended to be 
resurfaced and reconstructed to their same capacity. Approximately 360 route-miles, or 10 percent of the total 
recommended year 2035 arterial street and highway system, were recommended for widening upon reconstruction 
to provide additional through traffic lanes, including 127 miles of freeways. The remaining 93 route-miles, or 
about 2 percent of the total arterial street mileage, were proposed new arterial facilities. Thus, the plan 
recommendations envisioned over the next 30 years capacity expansion of 12 percent of the total arterial system, 
and viewed in terms of added lane-miles of arterials only about a 10 percent expansion over the next 30 years. 
 
Map 5 displays the recommended year 2035 regional transportation plan arterial street preservation, improvement, 
and expansion by county. Highway improvements were recommended to address the residual congestion which 
may not be expected to be alleviated by recommended land use, systems management, demand management, 
bicycle and pedestrian facilities, and public transit measures in the recommended plan. Each recommended 
arterial street and highway improvement, expansion, and preservation project would need to undergo preliminary 
engineering and environmental studies by the responsible State, county, or municipal government prior to 
implementation. The preliminary engineering and environmental studies would consider alternatives and impacts, 
and final decisions as to whether and how a planned project will proceed to implementation would be made by the 
responsible State, county, or municipal government at the conclusion of preliminary engineering. 
 
The 127 miles of freeway widening proposed in the plan, and in particular the 19 miles of widening in the City of 
Milwaukee (IH 94 between the Zoo and Marquette interchanges and IH 43 between the Mitchell and Silver 
Spring interchanges), would undergo preliminary engineering and environmental impact statement by WisDOT. 
During preliminary engineering, alternatives would be considered, including rebuild-as-is, various options of 
rebuilding to modern design standards, compromises to rebuilding to modern design standards, rebuilding with 
additional lanes, and rebuilding with the existing number of lanes. Only at the conclusion of the preliminary 
engineering would a determination be made as to how the freeway would be reconstructed. 
 
SAFETY AND SECURITY ELEMENTS 
 
In 2011, two additional elements of the plan were created under the guidance of the Advisory Committee on 
Regional Transportation System Planning to specifically address transportation safety and security. These 
elements provide a refinement of the adopted plan, along with specific recommendations to enhance the safety 
and security of the Region’s transportation system. 
 
Safety 
The safety element contained a review of the transportation safety objectives, principles, and standards 
documented in the year 2035 regional transportation plan adopted in 2006, along with presenting a proposed 
expanded set of transportation safety objectives, principles, and standards. The safety element also included 
listing and discussion of the recommendations of the year 2035 regional transportation plan which advance 
transportation safety. In addition, the element included recommendations for improved traffic crash and safety 
data, and recommendations for further study and improvements on those roadway segments with the most severe 
safety problems. 
 
Security 
The security element provided an overview of transportation security, and considered security-related issues and 
efforts that are ongoing to protect transportation networks and facilities at the Federal, State, and regional levels. 
The element specifically addressed security, which is distinguished from safety by being concerned with 
protecting against intentional attacks against people, facilities, modes of travel, and important transportation 
infrastructure. The element detailed the efforts being undertaken by various Federal, State, regional, and local 
agencies to enhance the security of the Region’s transportation system. No specific projects were included, but the 
element provided affirmation of the Commission’s role in regional coordination of transportation security-related 
projects, along with the incorporation of security considerations into future transportation system preservation, 
improvement, or expansion projects. 
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Map 5 (continued)

FUNCTIONAL IMPROVEMENTS TO THE ARTERIAL STREET AND HIGHWAY SYSTEM IN 
WASHINGTON COUNTY:  2035 RECOMMENDED REGIONAL TRANSPORTATION PLAN

THE FOLLOWING NOTES SUPPLEMENT THE 
RECOMMENDATIONS PORTRAYED ON THIS MAP:

1. Each proposed arterial street and highway improvement, expansion, or
preservation project would need to undergo preliminary engineering and
environmental studies by the responsible State, county, or municipal
government prior to implementation.  The preliminary engineering and
environmental studies will consider alternatives and impacts, and final
decisions as to whether and how a plan and project will proceed to
implementation will be made by the responsible State, county, or municipal
government (State for state highways, County for county highways, and
municipal for municipal arterial streets) at the conclusion of preliminary
engineering.

2.  The 127 miles of freeway widening proposed in the plan, and in
particular the 19 miles of widening in the City of Milwaukee (IH 94 between
the Zoo and Marquette interchanges and IH 43 between the Mitchell and
Silver Spring interchanges), will undergo preliminary engineering and
environmental impact statement by the Wisconsin Department of
Transportation.  During preliminary engineering, alternatives will be
considered, including rebuild as-is, various options of rebuild to modern
design standards, compromises to rebuilding to modern design standards,
rebuilding with additional lanes, and rebuilding with the existing number of
lanes.  Only at the conclusion of preliminary engineering would a
determination be made as to how the freeway would be reconstructed.
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Map 5 (continued)
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SUMMARY AND CONCLUSIONS 
 
The year 2035 regional transportation system plan as amended since it was completed in 2006 was designed to 
address the projected growth in population, households, and employment (and attendant travel), and to serve, be 
consistent with, and promote implementation of, the year 2035 regional land use plan. The regional transportation 
plan provided the vision for the needed improvement and expansion of the transportation system to serve the 
Region through the year 2035. The potential of more efficient land use and expanded public transit, systems 
management, bicycle and pedestrian facilities, and demand management was considered first to alleviate traffic 
congestion. Arterial street and highway improvements were only then considered to address any residual 
congestion. Each element of the regional transportation plan was considered to be of equal priority, and each 
element needed to be implemented to provide a comprehensive, multi-modal, balanced, high quality 
transportation system in Southeastern Wisconsin. Implementation of the year 2035 regional transportation system 
plan was envisioned as necessary to avoid a doubling of traffic congestion over the next 30 years and embodied 
the following vision for transportation system improvement and development within the Region to the year 2035:  

 Public transit service in the Region would double from 69,000 to 137,300 vehicle-miles of service on an 
average weekday, including the development of a high-speed rail line and true rapid and express transit 
systems;  

 Consideration would be given through corridor studies to the upgrading of bus rapid transit service to 
commuter rail service and of express bus transit service to bus guideway or light rail service;  

 Bicycle accommodation would be considered and implemented as the approximately 3,300-mile surface 
arterial street and highway system is resurfaced, reconstructed, and newly constructed through such 
means as bicycle lanes, widened outside travel lanes, paved and widened shoulders, and separate parallel 
bicycle paths;  

 A system of 586 miles of off-street bicycle/pedestrian paths would be developed primarily within natural 
resource and utility corridors to provide reasonably direct connections between the Region's urbanized 
and small urban areas;  

 Efforts to operate and manage the existing arterial street and highway system as efficiently as possible, 
obtaining the maximum capacity from that system would be continued and expanded, including 
expansion of the existing freeway traffic management system and expansion of existing surface arterial 
street and highway management efforts;  

 Efforts to encourage reductions in personal and vehicular travel would be continued and expanded, 
including expansion of the existing number of park-ride lots within the Region, provision of exclusive 
high-occupancy bypass lanes at freeway on-ramps, provision of surface arterial street and highway 
express bus reserved lanes, and provision of transit signal priority systems;  

 Widening with additional lanes to provide additional traffic carrying capacity would be considered on 360 
miles of the existing 3,500 miles of arterial streets and highways in the Region, including 127 miles of 
freeways; and 

 Construction of new arterial streets and highways would be considered consisting of about 93 miles of the 
planned year 2035 arterial street and highway system in the Region. 
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Chapter 3 
 
 

REVIEW OF YEAR 2035 PLAN FORECASTS 
 
 
 
 
 

INTRODUCTION 
 
In this chapter the forecasts prepared under the year 2035 regional transportation plan are reviewed for their 
continued validity, including demographic and economic forecasts of population, households, and employment; 
and travel, traffic, and related forecasts including regional vehicle-miles of travel, transit system ridership, and 
personal vehicle availability. 
 
DEMOGRAPHIC AND ECONOMIC FORECASTS 
 
Figures 2 through 4 document for the Region and each of the seven counties the historic growth and change in 
population, employment, and households over the last 30 to 50 years through the year 2000, the base year for the 
development of the demographic and economic forecasts for the year 2035 regional transportation plan. Also 
shown are the population, household, and employment forecasts for the year 2035 upon which the year 2035 
regional transportation plan is based, the plan being specifically based on the intermediate growth projection. 
And, also shown are the trends in the growth and change in population, households, and employment in the 
Region and in each of the seven counties from the year 2000 through the year 2012. Tables 3 through 5 
specifically compare year 2012 estimated actual employment, population, and households, to the 2012 forecasts 
for the Region and each of the seven counties. Comparison of estimated current year 2012 population, household, 
and employment levels to forecast (intermediate growth) levels indicate that the forecasts remain valid for long-
range planning at both regional and county levels. Estimates of population and households have been closely 
following forecasts with estimates at the regional and county levels generally being within 2 to 4 percent of 
forecasts. Estimates of employment are lagging forecasts by about 5 percent, as a result of the economic downturn 
that has been experienced in the Region since 2008.  
 

PERSONAL-USE VEHICLE AND COMMERCIAL  
TRUCK AVAILABILITY FORECASTS 
 
The number of personal-use vehicles—that is, automobiles, trucks, and vans used by residents of the Region for 
personal transportation—in 2012 totaled about 1.38 million (see Table 6). Over the past 50 years, there has been a  
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Figure 2

: 1950-2035ACTUAL AND PROJECTED REGIONAL AND COUNTY POPULATION LEVELS
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Figure 3

: 1970-2035ACTUAL AND PROJECTED REGIONAL AND COUNTY EMPLOYMENT LEVELS
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Figure 4

: 1950-2035ACTUAL AND PROJECTED REGIONAL AND COUNTY HOUSEHOLD LEVELS
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Table 3 
 

ACTUAL AND PROJECTED EMPLOYMENT IN THE SOUTHEASTERN WISCONSIN REGION BY COUNTY: 2012 
 

County 
2012 Employment 

(Jobs) 

Projected 2012 Employment (Jobs) 

High Projection 
Intermediate 

Projection (Forecast) Low Projection 
Kenosha ..............................................  73,900 79,300 78,000 74,500 
Milwaukee ............................................  578,400 624,800 606,200 587,900 
Ozaukee ..............................................  54,200 57,400 55,700 53,900 
Racine .................................................  91,000 100,000 97,700 94,100 
Walworth ..............................................  54,000 60,400 59,300 56,900 
Washington ..........................................  67,200 71,900 69,700 67,700 
Waukesha ............................................  279,700 305,800 291,200 287,600 

Region 1,198,400 1,299,600 1,257,800 1,222,600 
 
Source:  SEWRPC. 

 
 
 

Table 4 
 

ACTUAL AND PROJECTED POPULATION LEVELS IN THE SOUTHEASTERN WISCONSIN REGION BY COUNTY: 2012 
 

County 2012 Population 

Projected 2012 Population 

High Projection 
Intermediate 

Projection (Forecast) Low Projection 
Kenosha ..............................................  166,800 178,400 169,700 163,200 
Milwaukee ............................................  948,300 987,500 959,000 921,200 
Ozaukee ..............................................  86,600 95,200 89,800 86,800 
Racine .................................................  195,400 208,500 196,800 191,800 
Walworth ..............................................  102,600 111,300 108,100 102,600 
Washington ..........................................  132,500 141,100 134,300 129,000 
Waukesha ............................................  390,900 418,500 396,500 383,000 

Region 2,023,100 2,140,500 2,054,200 1,977,600 
 
Source:  SEWRPC. 
 

 
 
 

Table 5 
 

ACTUAL AND PROJECTED HOUSEHOLD LEVELS IN THE SOUTHEASTERN WISCONSIN REGION BY COUNTY: 2012 
 

County 2012 Households 

Projected 2012 Households 

High Projection 
Intermediate 

Projection (Forecast) Low Projection 
Kenosha ..............................................  63,000 68,500 65,200 62,700 
Milwaukee ............................................  384,500 409,300 397,500 381,900 
Ozaukee ..............................................  34,400 37,000 34,900 33,700 
Racine .................................................  75,900 80,300 75,800 73,800 
Walworth ..............................................  39,800 43,000 41,800 39,600 
Washington ..........................................  52,000 54,800 52,100 50,100 
Waukesha ............................................  153,600 161,600 153,200 147,900 

Region 803,200 854,500 820,500 789,700 
 
Source:  SEWRPC. 
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Table 6 
 

PERSONAL-USE VEHICLE AVAILABILITY IN THE REGION 
 

County 1963 1972 2011 2012 

Kenosha .......................................  37,240 51,100 120,050 120,110 
Milwaukee ....................................  316,350 392,000 544,540 543,460 
Ozaukee .......................................  16,780 28,030 70,280 70,390 
Racine ..........................................  52,040 73,350 146,840 147,010 
Walworth ......................................  22,220 33,450 84,230 84,050 
Washington ..................................  18,340 30,390 105,420 106,050 
Waukesha ....................................  69,390 114,450 307,310 307,960 

Total 532,360 722,770 1,378,670 1,379,030 
 
Source:  SEWRPC. 

 
 

Figure 5 
 

PERSONS PER PERSONAL-USE VEHICLE 

 

 
 
Source:  SEWRPC. 
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generally steady, long-term trend of continued increase in the number of personal-use vehicles available to 
residents of the Region. The average annual rate of growth in personal-use vehicle availability within the Region 
from 1963 through 2012 was 2 percent. 
 
The number of persons per personal-use vehicle within the Region was estimated to be 1.47 in 2012, as shown in 
Figure 5. The number of persons per personal-use vehicle has been relatively stable for over a decade, with minor 
fluctuations. The forecast under the year 2035 plan of the number of persons per personal-use vehicle expected 
long term stability as well. The forecast of total personal-use vehicle availability developed under the long-range 
regional transportation system plan, is shown in Figure 6, along with historic annual personal-use vehicle 
availability. The estimated 2012 regional personal-use vehicle availability level was about 3 percent higher than 
the personal-use vehicle availability level envisioned under the regional transportation system plan. 
 
The number of commercial and municipal trucks available in the Region during 2012 totaled about 121,400 or 
about 11,600 or 9.6 percent less than the forecast level of 133,000 in 2012 envisioned under the year 2035 
regional transportation plan (see Table 7 and Figure 7). 
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Table 7 
 

COMMERCIAL TRUCK AVAILABILITY IN THE REGIONa 
 

County 1963 1972 2011 2012 

Kenosha ................................................  4,370 4,490 10,230 10,170 
Milwaukee .............................................  25,910 26,710 42,230 42,330 
Ozaukee ...............................................  2,270 2,550 5,750 5,720 
Racine ...................................................  5,670 6,460 13,710 13,700 
Walworth ...............................................  4,190 4,840 10,130 10,090 
Washington ...........................................  3,210 4,080 10,090 10,060 
Waukesha .............................................  7,780 10,280 29,480 29,330 

Total 53,400 59,410 121,620 121,400 
 
Source:  SEWRPC. 
 

Table 8 
 

REPORTED PUBLIC TRANSIT REVENUE RIDERSHIP IN THE REGION 
 

Transit Services 

Revenue Passengersa 

1963 1972 1991 2001 2011 2012 

Percent 
Change 

2011-2012 
Fixed Route Bus Systems               

Intracountyb               
City of Kenosha .......................................  1,876,000 503,000 1,128,000 1,805,200 1,427,900 1,374,400 -3.7  
Milwaukee County ...................................  88,546,000 52,141,000 53,025,000 52,333,400 38,952,200 37,944,400 -2.6  
City of Racine ..........................................  2,907,000 526,000 1,829,000 1,437,200 1,248,500 1,093,100 -12.4  
City of Waukesha .....................................  451,000 227,000 434,000 633,900 620,300 639,900 3.2  

Subtotal 93,780,000 53,397,000 56,416,000 56,209,700 42,248,900 41,051,800 -2.8  
Intercounty                

Kenosha-Racine-Milwaukee Counties .....  230,000b 153,000 82,000 81,400 82,900 83,000 0.1  
Ozaukee-Milwaukee Counties .................  127,000 64,000 - - 91,600 113,900 117,500 3.2  
Washington-Milwaukee Counties .............  - - - - - - 67,500 127,600 127,500 0.1 
Waukesha-Milwaukee Counties ...............  534,000b 240,000 290,000 667,700 500,200 496,200 -0.8  
Western Kenosha County ........................  - - - - - - - - 15,000 18,100 20.7  

Subtotal 891,000 457,000 372,000 908,200 839,600 842,300 0.3  
Total Bus Systems 94,671,000 53,854,000 56,788,000 57,117,900 43,088,500 41,894,100 -2.8  

Shared-Ride Taxi Systems                
City of Hartford ............................................  - - - - 8,000 20,800 21,000 20,500 -2.4  
Ozaukee County ..........................................  - - - - - - 57,300 79,900 90,800 13.6  
City of Port Washingtonc ..............................  - - - - - - 23,200 20,200 - - b -100.0  
Washington County .....................................  - - - - - - 52,300 99,600 92,900 -6.7  
City of West Bend ........................................  - - - - - - 134,400 123,000 119,800 -2.6  
City of Whitewater .......................................  - - - - 38,000 19,700 32,800 31,900 -2.7  

Subtotal - - - - 46,000 307,700 376,500 355,900 -5.5  
Region Total 94,671,000 53,854,000 56,834,000 57,425,600 43,465,000 42,250,000 -2.8  

 
aFrom June of 2012 through January of 2013, Racine County operated a cross-county shuttle with Federal Section 5317 New Freedom funding. Called the Racine 
County Link, the service was open to the general public and was designed to serve cross-county trips between the City of Racine, the Village of Union Grove, and 
the Burlington/Rochester areas. Ridership on The Link was only about 450 revenue passengers during 2012 and Racine County eliminated the service in January 
2013 because of its low ridership. 
 
bThe ridership figures shown in this table reflect transit revenue passengers as reported to the Wisconsin Department of Transportation by each transit operator. 
Since 1978, the annual revenue ridership figures reported to the State by the urban bus systems have included transfer trips made by passengers using a transit 
pass instead of a transfer slip to transfer between bus routes. The bus ridership figures shown here are somewhat higher than the estimates of linked transit 
passenger trips reported in other published Commission documents and reports. Linked passenger trips approximate the number of one-way trips made on the 
transit system between specific origins and destinations with transit passengers being counted only once for each origin and destination. Transfers between bus 
routes are not counted as they are a continuation of a single trip. By way of comparison with the transit revenue passengers shown in this table, the Commission 
estimated the total annual linked transit passenger trips in the Region at about 34.5 million in 2012 and 2011 and about 48.4 million in 1991. 
 
cThe shared-ride taxi service operated by the City of Port Washington was merged with the Ozaukee County Taxi Service at the end of 2012. 
 
Source:  SEWRPC. 
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PUBLIC TRANSIT  
RIDERSHIP FORECASTS 
 
Public transit service was provided in the 
Region in 2012 through 10 intracounty systems 
and five intercounty systems. Table 8 shows 
the total reported revenue ridership for each 
public transit system in the Region. Figure 8 
shows the long term trend in public transit 
ridership in the Region. Between 2000 and 
2004 public transit ridership declined by about 
13 percent. Between 2004 and 2008 ridership 
remained somewhat stable with annual 
fluctuations. Following a decline of transit 
ridership by about 9 percent in 2009, ridership 
has remained relatively stable between 2010 
and 2012. 
 
 

Figure 8 
 

HISTORICAL ANNUAL TREND IN TRAVEL BY PUBLIC TRANSIT IN THE REGION 
 

 
Source:  SEWRPC. 

Figure 7 
 

COMMERCIAL USE TRUCK AVAILABLITY 
 

 
  
 Source:  SEWRPC. 
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VEHICLE-MILES OF TRAVEL FORECASTS 
 
Table 9 presents the historic and forecast future (under the year 2035 plan) average annual growth rate in vehicle-
miles of travel in the Southeastern Wisconsin Region. Table 10 presents historic and forecast future levels in 
vehicle-miles of travel in the Region. The average annual growth rate in vehicle-miles of travel in the Region has 
declined over the past 50 years, and is forecast under the year 2035 regional transportation plan to continue to 
decline. 
 
The base year for the year 2035 plan forecasts of vehicle-miles of travel was 2001, the year of the regional travel 
and traffic inventories conducted as part of the 2035 plan. Estimates of regional vehicle-miles of travel are 
prepared approximately every 3 to 5 years using traffic counts conducted by the Wisconsin Department of 
Transportation (WisDOT). WisDOT conducts traffic counts in about one-third of the Region’s counties on an 
annual basis. The latest regional vehicle-miles of travel estimate is for the year 2011, using WisDOT traffic 
counts in the Region for the years 2010 through 2012. Forecast year 2011 vehicle-miles of travel in the Region 
under the year 2035 regional transportation plan totaled 43.5 million arterial system vehicle-miles of travel on  
an average weekday, approximately 2.6 million vehicle-miles, or 6.4 percent greater than  the estimated 40.9 mil-
lion arterial system vehicle-miles of travel on an average weekday in 2011. 

  
SUMMARY AND CONCLUSIONS 
 
Review of forecasts attendant to the year 2035 regional transportation plan including population, households, 
employment, vehicle availability, public transit ridership, and vehicle miles-of-travel indicate that these forecasts 
remain valid for long-range transportation planning. 
 

Table 9 
 

AVERAGE ANNUAL GROWTH RATE OF AVERAGE WEEKDAY  
VEHICLE-MILES OF TRAVEL IN SOUTHEASTERN WISCONSIN 

 

 Time Period 
Annual  

Growth Rate 

 1960’s 4.9 

 1970’s 2.7 

Historic 
1980’s 2.6 

1990’s 1.9 

 2001-2005 1.5 

 2005-2011 -0.5 

 2000-2007 1.5 

Forecast 2007-2020 1.0 

 2020-2035 0.6 
 
Source: SEWRPC. 
 

Table 10 
 

ARTERIAL VEHICLE-MILES OF TRAVEL WITHIN 
THE REGION ON AN AVERAGE WEEKDAY  

 

 Year 
Vehicle-Miles of Travel 

(millions) 

 1963 13.1 

 1972 20.1 

Estimated 
Historic 

1991 33.1 

2001 39.7 

 2005 42.4 

 2011 40.9 

Forecast 
2011 43.5 

2035 54.0 

 
Source: SEWRPC. 
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Chapter 4 
 
 

REVIEW OF TRANSPORTATION 
SYSTEM PERFORMANCE 

 
 
 
 

INTRODUCTION 
 
In this chapter the current performance of the transportation system is assessed and is compared to historic system 
performance, as data permits. Transportation system performance is reviewed with respect to pavement condition, 
bridge condition, traffic congestion, traffic crash history, arterial highway and transit travel time, and 
transportation system air pollutant emissions. 
 
PAVEMENT AND BRIDGE CONDITION 
 
The assessment of existing pavement condition in Southeastern Wisconsin is typically accomplished through one 
of two pavement evaluation techniques.  The Pavement Surface Evaluation and Rating (PASER) technique is used 
for county and municipal roads.  The PASER system is a rating system which employs visual inspection 
techniques to assess pavement condition.  Pavement ratings range from 1 (which is a failed roadway that needs 
total reconstruction) to 10 (which is a pavement in excellent condition and typically reflects new construction).  In 
general, the rating system is such that those pavements rated 8 through 10 require little to no maintenance; a rating 
of 7 indicates a pavement that requires routine maintenance such as crack filling; ratings of 5 or 6 indicate a 
pavement where preservative treatments such as sealcoating or overlays are considered; ratings of 3 or 4 indicate a 
pavement where structural improvement such as recycling or overlay is required; and ratings of 1 or 2 indicate a 
pavement which is severely deteriorated and requires reconstruction.  In Southeastern Wisconsin the PASER 
system is used by County and local governments to evaluate the condition of the roads under their jurisdiction 
every two years as required under State Statute. Map 6 documents the pavement condition of the county and local 
arterial streets and highways in the Region under the PASER system for the year 2011. As shown in Table 11, 
pavement condition of the county and local arterial street system in the Region remained about the same between 
2005 and 2011. 
 
The Wisconsin Department of Transportation (WisDOT) uses the International Roughness Index (IRI) to assess 
pavement condition and the quality of riding comfort of state highways, including Interstate Highways, United 
States Highways, and State Trunk Highways.  WisDOT uses special equipment which physically measures the 
profile of a roadway along the traveled way. The IRI is measured on a scale of 0 to 12, with pavements with a 0 to 
2.5 rating having no ride problems, a 2.5 to 2.75 rating having minor ride problems, a 2.75 to 3.0 having moderate 
ride problems, and greater than 3.0 having severe ride problems.  Map 7 documents the IRI rating of the arterial 
streets and highways in the Region under State jurisdiction for the year 2012. Pavement condition of state 
highways in the Region remained about the same between 2006 and 2012, as shown in Table 12. 



Source:  Wisconsin Department of Transportation and SEWRPC.
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Table 11 
 

COUNTY AND LOCAL ARTERIAL STREET AND HIGHWAY  
PAVEMENT CONDITION IN THE REGION:  2005, 2007, AND 2011 

 

PASER 
Pavement Rating 

2005 2007 2011 
Local and 

County 
Arterial (Miles) 

Percent of 
Total 

Local and 
County 

Arterial (Miles) 
Percent of 

Total 

Local and 
County 

Arterial (Miles) 
Percent of 

Total 
1 and 2 .......................................  132 5.7 81 3.5 92 3.9 
3 and 4 .......................................  233 10.2 212 9.2 227 9.6 
5 and 6 .......................................  431 18.8 561 24.5 556 23.4 
7 .................................................  376 16.4 423 18.4 431 18.1 
8, 9, and 10 ................................  907 39.5 846 36.9 884 37.2 
No Rating ...................................  215 9.4 171 7.5 185 7.8 

Total 2,294 100.0 2,294 100.0 2,375 100.0 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 
 
 
 
WisDOT also maintains an assessment of the sufficiency of the bridge structures within Southeastern Wisconsin. 
Bridge sufficiency ratings are calculated using four separate factors to obtain a numeric value which, when 
combined, provide the overall sufficiency rating. The four factors are (1) structural adequacy and safety; (2) 
serviceability and functional obsolescence (including consideration of number of lanes, average daily traffic, 
approach roadway width, and bridge roadway width); (3) essentiality for public use; and (4) special reductions. 
Bridge structure sufficiency ratings range from 0 to 100, with 0 being a failing structure and 100 being a structure 
in perfect condition. Generally, the structure sufficiency ratings relate to need, and prioritization of funding for 
bridge rehabilitation and replacement. WisDOT considers a bridge structure with a bridge sufficiency rating 
between 80 and 100 as not in need of rehabilitation. A bridge structure is in need of rehabilitation if its sufficiency 
rating is between 50 and 79. A bridge structure is in need of replacement if its sufficiency rating is less than 50.   
 

 
Table 13 displays the number of bridge structures in Southeastern Wisconsin within each of the above mentioned 
ranges of sufficiency rating for the years 2006, 2010, and 2012. Map 8 displays the 2012 sufficiency ratings for 
bridge structures in Southeastern Wisconsin. Some improvement in bridge sufficiency is apparent between 2006 
and 2012. 
 
TRAFFIC CONGESTION 
 
Traffic congestion on the arterial street and highway system may be categorized as moderate, severe, or extreme 
with each level described by travel speed, operating conditions, and level of service, as shown in Table 14. 
Freeway system traffic congestion can be further described and quantified. The freeway system represents less 
than 10 percent of total arterial system mileage, but carries nearly 40 percent of total regional average weekday 
vehicle-miles of travel. A much greater proportion of the freeway system—as compared to the surface arterial 
street system—experiences extreme and severe peak hour traffic congestion, and experiences traffic congestion 
during hours of the weekday other than the peak traffic hours. The additional measurement of traffic congestion on 
the freeway system identifies for each segment of the freeway system the number of hours of congestion 
experienced on an average weekday at each level of congestion: extreme, severe, and moderate. 
 
Assessment of Historic and Existing Traffic Congestion 
The recurring existing and historic traffic congestion on the arterial street and highway system was estimated 
during the preparation of the year 2035 regional transportation plan, and is documented in Chapter III, “Inventory 
of Transportation Facilities and Services,” of SEWRPC Planning Report No. 49.  Table 15 and Map 9 present the 
existing level of traffic congestion experienced in the year 2011 on the arterial street and highway system, and 
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Map 7

STATE TRUNK HIGHWAY
PAVEMENT CONDITIONS

IN THE REGION: 2012
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Table 12 
 

STATE TRUNK HIGHWAY PAVEMENT CONDITION IN THE REGION: 2006, 2009, and 2012 
 

International Roughness Index 

2006 2009 2012 
State Trunk 

Highway 
(Miles) 

Percent of 
Total 

State Trunk 
Highway 
(Miles) 

Percent of 
Total 

State Trunk 
Highway 
(Miles) 

Percent of 
Total 

0.00 to 2.50 ................................  916 74.2 883 71.4 927 74.8 
2.50 to 2.75 ................................  76 6.2 89 7.2 78 6.3 
2.75 to 3.00 ................................  61 4.9 64 5.2 59 4.8 
3.00 to 12.00 ..............................  161 13.0 176 14.2 166 13.4 
No Rating ...................................  20 1.6 25 2.0 9 0.7 

Total 1,234 100.0 1,237 100.0 1,239 100.0 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 
 
 
 
 
 
 
compare that level of congestion to the level experienced in 2001. Traffic congestion did not significantly change 
between 2001 and 2011. (Traffic congestion is estimated approximately every three to five years, as WisDOT 
conducts traffic counts of the arterial street and highway system on a cycle of approximately three years.).  
 
Table 16 and Figure 9 compare the estimated change in traffic congestion on the arterial street and highway 
system over the years 1963, 1972, 1991, 2001, and 2011.  The miles of arterials experiencing traffic congestion 
declined from 217 miles in 1963 to 160 miles in 1972, even though traffic grew during that period by over 50 
percent. The decline in traffic congestion may be attributed to the completion of the freeway system during that 
period. Between 1972 and 1991, the miles of arterials experiencing traffic congestion is estimated to have 
increased from 160 miles to 273 miles, as traffic grew during that period by nearly 65 percent, as regional 
employment and households increased by about 30 percent, and vehicle occupancy and carpooling significantly 
declined. The decline in vehicle occupancy from an average of 1.39 persons per vehicle to 1.22 persons per 
vehicle alone is estimated to have resulted in nearly a 15 percent increase in vehicle traffic. As well, limited 
transportation system improvement and expansion was completed between 1972 and 1991 in Southeastern 
Wisconsin. The miles of arterials carrying traffic volumes exceeding their design capacity and experiencing traffic 
congestion is estimated to have increased modestly from 273 miles in 1991 to 290 miles in 2001, followed by a 
decrease to an estimated 274 miles in 2011. From 1991 to 2001, traffic is estimated to have increased by about 21 
percent. However, traffic is estimated to have decreased from 2001 and 2011 by about 3 percent.  The modest 
decrease in congested segments of the arterial street and highway system from 2001 to 2011 may be attributed to 
the combination of a relatively modest increase in traffic coupled with the implementation of a number of 
significant surface arterial street and highway widening and new construction projects between 2001 and 2011.  
 
While the extent of congestion on the Milwaukee area freeway system is estimated to have increased between 
2001 and 2011, some segments of the freeway system have experienced a decrease in the severity of congestion. 
This decrease in severity of congestion is likely attributed to the requisite maintenance and reconstruction of the 
freeway system. Most notably in 2011, traffic volumes on IH 894 between the Hale Interchange and Zoo 
Interchange, IH 43/894 between the Hale Interchange and Mitchell Interchange, IH 43/94 between the Mitchell 
Interchange and Zoo Interchange, and USH 45 south of W. Hampton Avenue were likely impacted by the 
necessary lane closures attendant to the resurfacing of IH 94 generally between STH 16 and the Stadium 
Interchange and the reconstruction and reconfiguration of the Mitchell Interchange in Milwaukee County. It is 
anticipated that traffic volume estimates on various segments of the Milwaukee area freeway system will continue 
to be impacted as the Milwaukee area freeway system is reconstructed segment by segment. 



Source:  Wisconsin Department of Transportation and SEWRPC.
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Table 13 
 

SUFFICIENCY RATINGS FOR BRIDGE STRUCTURES IN THE REGION: 2006, 2010, and 2012 
 

Sufficiency Ratinga 
Number of Bridges Percent Change  

2006-2012 2006 2010 2012 
Less than 50.0 ............................  98 68 86 -12.2 
50.0 to 79.9 .................................  520 506 469 -9.8 
80.0 to 100.0 ...............................  1,244 1,313 1,363 9.6 

Total 1,862 1,887 1,918 3.0 
 
aSufficiency ratings for bridges ranges from 0 to 100 and are used to prioritize funding for improvement of a particular bridge.  WisDOT 
considers a bridge to be eligible for rehabilitation when its sufficiency rating is less than 80 and to be eligible for replacement funding when its 
sufficiency rating is less than 50. 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 
 

Table 14 
 

FREEWAY AND SURFACE ARTERIAL TRAFFIC CONGESTION 
 

Freeway 
Level of Traffic 

Congestion Level of Service Average Speed Operating Conditions 
None A and B Freeway free-flow 

speed 
No restrictions on ability to maneuver and 
change lanes. 

None C Freeway free-flow 
speed 

Ability to maneuver and change lanes 
noticeably restricted. 

Moderate D 1 to 2 mph below 
free-flow speed 

Ability to maneuver and change lanes more 
noticeably limited; reduced driver physical and 
psychological comfort levels. 

Severe E Up to 10 mph below 
free-flow speed 

Virtually no ability to maneuver and change 
lanes.  Operation at maximum capacity.  No 
usable gaps in the traffic stream to 
accommodate lane changing. 

Extreme F Typically 20 to 30 mph 
or less 

Breakdown in vehicular flow with stop-and-go, 
bumper-to-bumper traffic. 

 
 

Surface Arterial 
Level of Traffic 

Congestion Level of Service Average Speed Operating Conditions 
None A and B 70 to 100 percent of 

free-flow speed 
Ability to maneuver within traffic stream is 
unimpeded.  Control delay at signalized 
intersections is minimal. 

None C 50 to 100 percent of 
free-flow speed 

Restricted ability to maneuver and change 
lanes at mid-block locations. 

Moderate D 40 to 50 percent of 
free-flow speed 

Restricted ability to maneuver and change 
lanes.  Small increases in flow lead to 
substantial increases in delay and decreases in 
travel speed. 

Severe E 33 to 40 percent of 
free-flow speed 

Significant restrictions on lane changes.  Traffic 
flow approaches instability. 

Extreme F 25 to 33 percent of 
free-flow speed 

Flow at extremely low speeds.  Intersection 
congestion with high delays, high volumes, and 
extensive queuing. 

 
Source: SEWRPC. 
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CONGESTION ON THE ARTERIAL STREET AND HIGHWAY SYSTEM IN THE REGION: YEARS 2001 AND 2011

Source: SEWRPC.
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Table 15 
 

TRAFFIC CONGESTION ON THE ARTERIAL STREET AND HIGHWAY 
SYSTEM IN THE REGION BY COUNTY: YEARS 2001 AND 2011 

 

2001 

County 

Under or At 
Design Capacity 

Over Design Capacity 

Total 
Mileage 

Moderate Congestion Severe Congestion Extreme Congestion 

Mileage 
Percent 
of Total Mileage 

Percent 
of Total Mileage 

Percent 
of Total Mileage 

Percent 
of Total 

Kenosha .........................  303.2 95.5 9.9 3.1 1.5 0.5 3.0 0.9 317.6 

Milwaukee ......................  641.1 82.0 72.1 9.2 24.7 3.2 43.4 5.6 781.3 

Ozaukee ........................  244.2 97.4 4.3 1.7 1.5 0.6 0.8 0.3 250.8 

Racine ............................  341.3 96.8 9.4 2.7 0.5 0.1 1.4 0.4 352.6 

Walworth ........................  430.1 98.4 5.1 1.2 1.1 0.3 0.3 0.1 436.6 

Washington ....................  391.1 96.2 15.4 3.8 - - - - - - - - 406.5 

Waukesha ......................  650.9 87.2 70.7 9.5 11.4 1.5 13.4 1.8 746.4 

Region 3,001.9 91.2 186.9 5.7 40.7 1.2 62.3 1.9 3,291.8 

 
 

  2011 

County 

Under or At 
Design Capacity 

Over Design Capacity 

Total 
Mileage 

Moderate Congestion Severe Congestion Extreme Congestion 

Mileage 
Percent 
of Total Mileage 

Percent 
of Total Mileage 

Percent 
of Total Mileage 

Percent 
of Total 

Kenosha .........................  303.2 94.8 11.3 3.5 4.9 1.5 0.6 0.2 320.0 

Milwaukee ......................  647.5 82.1 64.6 8.2 49.5 6.3 26.8 3.4 788.4 

Ozaukee ........................  236.2 94.2 9.6 3.8 4.7 1.9 0.3 0.1 250.8 

Racine ............................  345.0 96.3 9.5 2.7 2.5 0.7 1.3 0.4 358.3 

Walworth ........................  442.6 99.3 2.4 0.5 0.4 0.1 0.2 0.0 445.6 

Washington ....................  397.8 97.9 6.1 1.5 2.3 0.6 0.3 0.1 406.5 

Waukesha ......................  676.5 89.8 43.4 5.8 27.9 3.7 5.5 0.7 753.3 

Region 3,048.8 91.8 146.9 4.4 92.2 2.8 35.0 1.1 3,322.9 

 
Source: SEWRPC. 
 
 
 

 
Table 16 

 
TRAFFIC CONGESTION ON THE ARTERIAL STREET AND 

HIGHWAY SYSTEM IN THE REGION: 1963, 1972, 1991, 2001, and 2011 
 

Traffic Congestion 

Arterial Street and Highway Mileage 

1963 1972 1991 2001 2011 

Under or At Design Capacity .........................  2,971 2,959 2,986 3,002 3,049 
Over Design Capacity and Experiencing 
Traffic Congestion ........................................  217 160 273 290 274 

Total 3,188 3,119 3,259 3,292 3,323 
 
Source: SEWRPC. 
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Table 17 
 

ESTIMATED EXISTING SOUTHEASTERN WISCONSIN FREEWAY SYSTEM 
TRAFFIC CONGESTION ON AN AVERAGE WEEKDAY: 1972, 1991, 2001, 2005, and 2011 

 

Year 

Highest Level 
of Hourly 

Congestion 
Experienced 

Miles of Congested Freeways Average Hours of Congestion on an Average Weekday 

Number 

Percent of 
Freeway 
System Extreme Severe Moderate Total 

2011 

Extreme 18 6.8 1.3 2.9 3.9 8.1 
Severe 34 12.9 - - 1.4 2.3 3.7 
Moderate 21 7.7 - - - - 1.8 1.8 

Total 73 27.4 - - - - - - - - 

2005 

Extreme 29 10.7 1.2 2.7 3.7 7.6 
Severe 23 8.5 - - 1.2 2.3 3.5 
Moderate 16 6.0 - - - - 2.2 2.2 

Total 68 25.2 - - - - - - - - 

2001 

Extreme 24 8.9 1.4 3.3 4.4 9.1 
Severe 18 6.7 - - 1.5 2.5 4.0 
Moderate 22 8.1 - - - - 2.1 2.1 

Total 64 23.7 - - - - - - - - 

1991 

Extreme 11 4.4 1.0 2.1 3.1 6.2 
Severe 12 4.8 - - 1.1 2.9 4.0 
Moderate 23 9.1 - - - - 2.3 2.3 

Total 46 18.3 - - - - - - - - 

1972 

Extreme - - - - - - - - - - - - 
Severe 2 1.2 - - 1.0 3.0 4.0 
Moderate 7 4.3 - - - - 2.8 2.8 

Total 9 5.5 - - - - - - - - 
 
Source: SEWRPC. 
 

Figure 9 
 

TRAFFIC CONGESTION ON THE ARTERIAL STREET 
AND HIGHWAY SYSTEM IN THE REGION:  1963, 1972, 

1991, 2001, AND 2011 
 

 
 
Source:  SEWRPC. 

Figure 10 
 

ESTIMATED EXISTING SOUTHEASTERN WISCONSIN 
FREEWAY SYSTEM TRAFFIC CONGESTION ON AN 

AVERAGE WEEKDAY:  1972, 1991, 2001, 2005, AND 2011 
 

 
Source:  SEWRPC. 
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Source:  Wisconsin Department of Transportation and SEWRPC.
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Table 18 
 

TRAFFIC CONGESTION ON DESIGNATED TRUCK ROUTES AND THE 
NATIONAL HIGHWAY SYSTEM IN THE REGION: 2001 AND 2011 

 

Year 
Under or At 

Design Capacity 

Over Design Capacity 

Total Mileage 
Moderate 

Congestion 
Severe  

Congestion 
Extreme 

Congestion 

2001 1,114 119 32 51 1,316 

2011 1,126 98 76 31 1,331 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 
 
Table 17, Figure 10, and Map 10 present more detail on existing and historic congestion on the freeway system, 
including the number of hours of congestion experienced on congested freeway segments on an average weekday. 
 
Congestion on Designated Truck Routes and National Highway System 
Table 18 and Map 11 present the existing level of traffic congestion experienced on designated truck routes and 
the National Highway System in the year 2011 and compared to the congestion level experience in 2001. The 
State of Wisconsin maintains a truck operations map that identifies streets and highways for operation of vehicles 
and combination of vehicles for which the overall lengths cannot be limited. In addition, the truck operators map 
identifies restricted truck routes where the overall lengths are limited. The National Highway System includes 
highways important to the nation’s economy, defense, and mobility. The coverage of these two systems illustrates 
the ability of freight to move throughout the region. The miles of designated truck routes and National Highway 
System carrying traffic volumes exceeding their design capacity increased from 202 miles in 2001 to 205 miles in 
2011, or by about 1.5 percent. As congestion on these roadways increase, the travel time of freight movement is 
adversely affected.  
 
VEHICLE TRAFFIC CRASHES 
 
Vehicular crashes in the Region totaled about 35,600 in 2012, representing a nearly 27 percent decline over the 
18-year period 1994-2012 (see Figure 11).1 Crashes involving an injury or a fatality, which represent about one-
third of all crashes, have decreased by about 35 percent over the period of 1994-2012. Property damage only 
crashes decreased over the same time period by about 24 percent to about 24,200 crashes, representing the 
remaining two-thirds of all crashes. The overall decrease in vehicular crashes since 1994 is particularly significant 
given the increase in annual vehicle miles traveled over that same period of about 17 percent.  
 
Fatal Crashes 
There were 140 vehicular crashes in the Region in 2012 that resulted in 156 fatalities. As shown in Figure 12, 
roadway crash fatalities over the period 1994-2005 dropped from a peak of 190 in 2005 to a low of 130 fatalities 
in 2009, and then rose again by about 20 percent over the period 2009-2012. Figure 13 presents selected 
characteristics of vehicle crash related fatalities in the Region during 2012. Alcohol was cited as a contributing 
factor in about 40 percent of all fatalities in 2012.  
 
Serious Injury Crashes 
There were in 2012 about 830 vehicle crashes in the Region that resulted in at least one serious injury. While 
serious injury vehicular crashes increased by about 3 percent since 2011 as shown in Figure 14, such injury 
crashes have declined significantly—about 62 percent—since 1994. 

1A reportable crash is any crash resulting in: 1) an injury to or death of any person; 2) damage to government-
owned, non-vehicle property to an apparent extent of $200 or more: and, 3) damage to a government-owned 
vehicle or to property owned by any one person to an apparent extent of $1,000 or more. 
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Figure 11 
 

TOTAL, PROPERTY-DAMAGE ONLY, AND INJURY AND 
FATAL VEHICULAR CRASHES REPORTED IN THE REGION:  

1994-2012 
 

 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of 
Wisconsin and SEWRPC. 

Figure 12 
 

FATAL VEHICULAR CRASHES  
AND FATALITIES REPORTED  
IN THE REGION:  1994-2012 

 

 
 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of 
Wisconsin and SEWRPC. 

Figure 13
 

SELECTED CHARACTERISTICS OF VEHICULAR CRASH-RELATED FATALITIES IN THE REGION: 2012 
 

 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of Wisconsin and SEWRPC. 
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Table 19 
 

AVERAGE VEHICULAR CRASH RATE ON STATE TRUNK HIGHWAYS 
BY ARTERIAL TYPE BY COUNTY IN SOUTHEASTERN WISCONSIN: 2005-2009 AND 2008-2012 

 

County 

Crash Rate per 100 Million Vehicle Miles 

Freeways Standard Arterials 

2005-2009 2008-2012 2005-2009 2008-2012 

Kenosha ...................................................  45.8 45.7 298.4 255.6 

Milwaukee ................................................  126.0 120.2 408.1 372.8 

Ozaukee ..................................................  41.9 41.0 146.9 119.0 

Racine ......................................................  40.3 33.7 296.8 234.9 

Walworth ..................................................  42.4 38.3 151.6 139.2 

Washington ..............................................  47.9 43.3 231.5 215.0 

Waukesha ................................................  57.1 53.7 234.1 222.4 

Region 79.9 72.5 297.1 265.0 

State 64.2 58.6 163.1 149.8 
 
Note: Only crashes that have occurred in years since a roadway segment was last reconfigured are included in the crash rates above 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
State Trunk Highway Vehicular Crash Rates 
A summary of the five-year average annual crash rates on those freeways and standard arterials on the State Trunk 
Highway network in the Region is presented in Table 19 for two time periods—2005-2009 and 2008-2012. Crash 
rates, expressed on the basis of the number of crashes per 100 million vehicle miles driven, declined on both the 
Region’s freeway system and the State Trunk Highway portion of the Region’s standard arterial system. 
 
Bicycle and Pedestrian Crashes  
Figure 15 shows the total vehicular crashes involving either a bicycle or a pedestrian over the 19-year time period 
of 1994 through 2012. Following about a 44 percent decline in the number of reported vehicular crashes involving 
a bicycle from 1994 to a low of 391 crashes in 2008, the number of such crashes has increased since 2008 by  

Figure 14 
 

TOTAL NUMBER OF CRASHES RESULTING  
IN A SERIOUS INJURY REPORTED IN  

THE REGION: 1994-2012 
 

 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of 
Wisconsin and SEWRPC. 

Figure 15 
 

TOTAL NUMBER OF VEHICULAR CRASHES INVOLVING 
BICYCLES FOR PEDESTRIANS AS REPORTED IN 

SOUTHEASTERN WISCONSIN:  1994-2012 
 

 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of 
Wisconsin and SEWRPC.
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Table 20 
 

COMPARISON OF TRANSIT CRASHES AND PASSENGER INJURIES: 2006 - 2011 
 

Characteristic 2006 2007 2008 2009 2010 2011 
Crashesa ............................................................................. 73 69 68 40 64 46 
Crashesa per 100,000,000 Revenue Miles .......................... 261 247 224 145 236 179 
Passenger Injuriesb ............................................................. 158 199 109 100 80 36 
Passenger Injuriesb per 100,000,000 Revenue Miles ......... 564 711 395 363 295 140 

 
aIncludes only crashes that resulted in more than $5,000 in property damage. 
bIncludes only passenger injuries that required medical attention. 

Source: National Transit Database and SEWRPC. 
 
 
about 8 percent, to 424 crashes in 2012. While the 
number of reported vehicular crashes involving 
pedestrians increased to 723 crashes in 2012 from 
the 19-year low of 653 crashes in 2011, such 
crashes have declined by about 37 percent from 
1994 through 2012. 
 
While the number of reported vehicular crashes 
involving either a bicycle or a pedestrian accounted 
for only three percent of all vehicular crashes in the 
Region in 2012, they accounted for 17 percent of 
vehicular crashes resulting in a fatality (as shown on 
Figure 13) and 18 percent of vehicular crashes 
resulting in a serious injury. Map 12 shows the 
location of the reported vehicular crashes involving 
a bicycle or a pedestrian that resulted in either a 
fatality or serious injury. The number of reported 
vehicular crashes involving a bicycle that resulted in 
either a fatality or a serious injury declined between 
1994 and 2000 by 56 percent. As shown on Figure 
16, following an increase between 2000 and 2002 of 
about 33 percent, such crashes have only slightly 
decreased—35 percent—between 2003 and 2012, to 
44 crashes. Four of these 44 crashes reported in 2012 resulted in a fatality, consistent with the 19-year annual 
average of four vehicular crashes involving a bicycle that resulted in a fatality. Figure 16 also shows that the 
number of reported vehicular crashes involving a pedestrian that resulted in either a fatality or a serious injury 
decreased between 1994 and 2003 by 59 percent. Except for an increase in 2006, the number has remained steady 
between 2003 and 2012, with 134 such crashes reported in 2012. Of these 134 crashes, 23 crashes resulted in a 
fatality, which is slightly above the 19-year annual average of 22 vehicular crashes involving a pedestrian that 
resulted in a fatality each year. 
 
Transit Crashes and Passenger Injuries 
Table 20 provides a comparison of the number and rate of transit crashes resulting in property damage and the 
number of passenger injuries for the six-year period 2006-2011. The rate of transit crashes have decreased from 
261 crashes per 100,000,000 revenue miles in 2006 to 179 crashes per 100,000,000 revenue miles in 2011, or a 
decrease of about 31 percent over that time period. Following an increase in the rate of passenger injuries from 
564 passenger injuries per 100,000,000 revenue miles in 2006 to 711 passenger injuries per 100,000,000 revenue  

Figure 16 
 

TOTAL NUMBER OF VEHICULAR CRASHES INVOLVING 
BICYCLES FOR PEDESTRIANS RESULTING IN A FATALITY 
OR A SERIOUS INJURY AS REPORTED IN SOUTHEASTERN 

WISCONSIN:  1994-2012 
 

 
 
Source:  Wisconsin Traffic Operations & Safety Laboratory, University of 
Wisconsin and SEWRPC. 
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miles in 2007, the rate of passenger injuries decreased in each of the following years to 140 passenger injuries per 
100,000,000 revenue miles in 2011. 
 

ARTERIAL HIGHWAY AND TRANSIT TRAVEL TIMES 

 
Map 13 compares the year 2001 and 2011 estimated peak hour travel speeds for selected freeway and surface 
arterial street segments. Map 14 compares estimated peak hour arterial street and highway travel time contours for 
years 2001 and 2011 for two locations: the Milwaukee central business district and the Milwaukee regional 
medical center. Year 2001 and 2011 arterial street and highway travel times are very similar, displaying little 
change. 

Map 15 presents the ratio of total overall transit travel time to and automobile travel time between selected 
locations during the weekday morning peak period and midday off-peak period in 2011. Transit travel time is 
longer than automobile travel time, because it includes not only the time spent in the transit vehicle, but also 
includes the time spent walking to a bus stop, waiting for a bus, transferring between routes including waiting for 
another bus, and walking to a destination. Much of the transit out-of-vehicle time is related to waiting time for 
each bus used. Automobile travel time includes the time spent in vehicle parking and walking between parking 
location and trip origin and destination. 
 
The travel time ratios developed for travel between the selected locations indicate that the lowest ratios—and 
most competitive transit travel times—are for short transit trips made between areas within and adjacent to 
downtown Milwaukee, and the highest ratios—and least competitive transit travel times—are generally for transit 
trips to and from outlying portions of Milwaukee County, including locations in the northwest, southeast, and 
southwest portions of the Milwaukee County area. Some reduction in transit service has occurred since 2001; 
however, the travel time ratios from 2001 likely have not changed significantly. 

 
TRANSPORTATION AIR POLLUTANT AND AIR TOXIC EMISSIONS 
 
Table 21 presents the estimated transportation system air pollutant and air toxic emissions and motor fuel 
consumption within Southeastern Wisconsin for the years 2001 and 2010. Estimated air pollutant and air toxic 
emissions declined between 2001 and 2010. In particular, volatile organic compounds and nitrogen oxides have 
been in decline due to cleaner, more efficient vehicles and lower sulfur fuels. The exception to the historic trend 
in emissions reductions has been carbon dioxide emissions, which are estimated to have increased from 2001 to 
2010 as fuel consumption has increased over these years. 
 
PARK-RIDE FACILITIES AND TRANSIT STATIONS 
 
Of the 52 existing park-ride lots and transit stations, 39 were served by transit service and 13 were used 
exclusively by carpoolers (see Map 16). Eight of the 52 park-ride lots and transit stations were shared-use 
facilities that were not specifically constructed to serve as a park-ride lot, such as a parking lot at a private retail 
business or a municipal parking lot or garage. 
 
Table 22 provides data on both the number of parking spaces available and the number of parking spaces used on 
an average weekday in 2012 at all park-ride lots and transit stations. The total number of spaces available at park-
ride lots in the Region was 7,565 in 2012, including 6,875 at park-ride lots served by transit, and 690 at the lots 
not served by transit. 
 
Of the 6,875 spaces available at the 39 park-ride lots served by transit, 2,756 spaces were used on an average 
weekday during 2012, a utilization rate on average of about 40 percent. Of the 690 spaces available at the lots not 



Map 13

COMPARISON OF ESTIMATED YEAR 
2001 AND 2011 PEAK HOUR TRAVEL 
SPEEDS FOR SELECTED FREEWAY 
AND SURFACE ARTERIAL STREETS 

WITHIN THE REGION

Source: Wisconsin Department of Transportation and SEWRPC.
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Map 15
RATIOS OF OVERALL TRANSIT TRAVEL TIMES TO OVERALL AUTOMOBILE TRAVEL TIMES BETWEEN 
SELECTED LOCATIONS IN MILWAUKEE COUNTY FOR WEEKDAY PEAK AND OFF-PEAK PERIODS: 2011

MORNING PEAK PERIOD MIDDAY OFF-PEAK PERIOD

Source: SEWRPC.
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Table 21 
 

ESTIMATED SOUTHEASTERN WISCONSIN REGION TRANSPORTATION SYSTEM  
AIR POLLUTANT AND AIR TOXIC EMISSION AND FUEL CONSUMPTION: YEARS 2001 AND 2010 

 

Year 

Estimated Air Pollutant/Air Toxic Emissions (Tons per Weekdaya)

Estimated Fuel 
Consumption (Gallons 
per Average Weekday)

Volatile 
Organic 

Compoundsb 
Nitrogen 
Oxidesb 

Carbon 
Monoxide 

Carbon 
Dioxide 

Fine 
Particulate 

Matter 
Sulfur 

Dioxide Ammonia Butadiene Acetaldehyde Acrolein Benzene Formaldehyde 

2001 50.03 114.23 592.48 18,050 1.77 2.77 4.84 0.20 0.43 0.03 1.40 0.63 1,805,000 

2010 27.30 60.92 358.29 18,500 1.18 0.51 5.62 0.09 0.20 0.01 0.66 0.30 1,865,000 
 
aThe estimated emissions are representative emissions on a hot summer weekday, with the exception of fine particle matter which is representative of a cold winter weekday. 
bEstimated 1990 emissions were 154.6 tons of volatile organic compounds and 136.3 tons of nitrogen oxides. Estimated 1999 emissions were 61.3 tons of volatile organic compounds and 118.0 tons of 
nitrogen oxides. 

Source: SEWRPC. 

 
Table 22 

 

AVERAGE WEEKDAY USE OF PARK-RIDE LOTS AND TRANSIT STATIONS: 2012 
 

Number 

on Map 
16 Location 

Served by 
Transit 

Not 
served by 

Transit 
Shared 

Use 

Available 
Parking 
Spaces 

Autos Parked on an 
Average Weekday: 2012 

Percent of 
Spaces Used 

 Kenosha County       
1 Metra Station (Kenosha) .....................................................................................  X  X 145 - -a - -a 
  Ozaukee County         
2 STH 57 and CTH H (Fredonia) ...........................................................................   X    60 10 17 
3 IH 43 and STH 32-CTH H (Port Washington) .....................................................  X     50 21 42 
4 Wal-Mart (Saukville) ...........................................................................................  X   X 50 13 26 
5 IH 43 and CTH V (Grafton) .................................................................................  X     85 30 35 
6 IH 43 and CTH C (Grafton) .................................................................................  X     65 87 134 
  Milwaukee County          
7 Kohl’s (Brown Deer) ...........................................................................................  X   X  130 57 44 
8 Brown Deer (River Hills) .....................................................................................  X    360 98 27 
9 W. Good Hope Road (Milwaukee) ......................................................................  X     135 36 27 

10 Timmerman Field (Milwaukee) ...........................................................................   X   140 6 4 
11 North Shore (Glendale) .......................................................................................  X     195 98 50 
12 W. Watertown Plank Road (Wauwatosa)............................................................  X     240 90 38 
13 State Fair Park (Milwaukee) ...............................................................................  X     285 186 65 
14 Downtown Milwaukee Intermodal Amtrak Station ...............................................  X    240 - -a - -a 
15 Milwaukee County Transit System Downtown Transit Center (Milwaukee) ........  X  X - -b - -a - -a 
16 National Avenue and IH 43/94 (Milwaukee) ........................................................  X  X 55 - -a - -a 
17 W. Holt Avenue (Milwaukee) ..............................................................................  X     235 87 37 
18 Whitnall (Hales Corners) .....................................................................................  X     360 205 57 
19 W. Loomis Road (Greenfield) .............................................................................  X     410 75 18 
20 Southridge (Greendale) ......................................................................................  X   X 170 57 34 
21 W. College Avenue (Milwaukee) .........................................................................  X     650 257 40 
22 Mitchell Airport Amtrak Station (Milwaukee) .......................................................  X   280 178 64 
23 W. Ryan Road (Oak Creek) ................................................................................  X     305 164 54 
  Racine County          

24 Racine Metro Transit Center (Racine) ................................................................  X   120 - -a - -a 
25 IH 94 and STH 20 (Ives Grove) ..........................................................................  X    75 65 87 
26 IH 94 and STH 11 (Mount Pleasant) ...................................................................    X   60 48 80 
27 Sturtevant Amtrak Station (Sturtevant) ...............................................................  X   180 - -a - -a 
  Walworth County          

28 East Troy Municipal Airport (East Troy) ..............................................................    X   40 7 18 
29 USH 12 and STH 67 (Elkhorn) ...........................................................................    X   40 13 33 
30 USH 12 and CTH P (Genoa City) .......................................................................    X   40 10 25 
  Washington County          

31 USH 41 and STH 33 (Allenton) ...........................................................................    X   35 48 137 
32 USH 41 and CTH K (Addison) ............................................................................    X   50 11 22 
33 USH 45 and Paradise Drive (West Bend) ...........................................................  X    100 123 123 
34 STH 60 and CTH P (Jackson) ............................................................................    X   30 10 33 
35 USH 41 and Pioneer Road (Richfield) ................................................................  X   280 75 27 
36 USH 41 and Lannon Road (Germantown) ..........................................................  X     155 132 85 
  Waukesha County          

37 Pilgrim Road (Menomonee Falls) .......................................................................  X     70 36 51 
38 STH 67 and Lang Road (Oconomowoc) .............................................................   X  35 6 17 
39 Collins Street Parking Lot (Oconomowoc) ..........................................................  X  X - -b - -a - -a 
40 STH 16 and CTH P (Oconomowoc) ...................................................................  X     45 9 20 
41 STH 16 and CTH C (Nashotah) ..........................................................................  X     60 13 22 
42 STH 67 and CTH DR (Summit) ..........................................................................  X    100 56 56 
43 IH 94 and CTH C (Delafield) ...............................................................................   X   30 25 83 
44 IH 94 and STH 83 (Delafield) ..............................................................................  X    200 70 35 
45 IH 94 and CTH G/CTH SS (Pewaukee) ..............................................................  X     245 69 28 
46 IH 94 and CTH F (Pewaukee) ............................................................................   X   85 35 41 
47 Goerke’s Corners (Brookfield) ............................................................................  X    315 216 69 
48 Waukesha Metro Transit Downtown Transit Center (Waukesha) .......................  X   X - -b - -a - -a 
49 IH 43 and Moorland Road (New Berlin) ..............................................................  X     175 33 19 
50 IH 43 and CTH Y (New Berlin) ............................................................................    X   45 19 42 
51 IH 43 and STH 164 (Big Bend) ...........................................................................  X     145 54 37 
52 IH 43 and STH 83 (Mukwonago) ........................................................................  X     165 66 40 

- - Total - - - - - - 7,565 3,004 40 
 
aData not available. 
bParking available within larger public lot or structure. 

Source:  Wisconsin Department of Transportation and SEWRPC. 
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(SEE TABLE 22)

Source:  SEWRPC.
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served by transit, 248 spaces were utilized during 2012, a utilization rate on average of about 36 percent. Three 
lots had utilization rates on average of 100 percent or higher, indicating they were at or over their design capacity. 
 
TRANSIT SERVICE RELIABILITY 
 
In 2011, the average age of revenue vehicles operated by transit operators in the Region was 7.7 years, compared 
to 6.5 years in 2006. The average annual number of transit service calls for revenue vehicles within the Region 
increased from 2,983 in 2006 to 3,283 in 2011. Over the same period of time, the average revenue vehicle-miles 
travelled between service calls decreased from 7,065 in 2006 to 6,000 in 2011. A service call is defined as any 
repair made to a revenue vehicle correcting a mechanical failure that either prevents the vehicle from completing 
a scheduled revenue trip or prevents the vehicle from starting its next scheduled revenue trip because actual 
movement is limited, because of safety concerns, or because of transit operator policy. 
 
SUMMARY AND CONCLUSIONS 
 
This review of transportation system performance indicates little change in pavement and bridge condition (2011 
and 2012 compared to 2005 and 2006), traffic congestion (2011 compared to 2001), arterial street and highway 
travel speeds and times (2011 compared to 2001), and transit travel times (2008 compared to 2005). Some 
reduction in all air pollutant emissions is estimated (from 2001 to 2010), particularly for ozone-related emissions, 
with the exception being an increase in greenhouse gas-related emissions and ammonia. Over the same time 
period there was some reduction as well in vehicle crashes (from 2005 to 2011). 
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Chapter 5 
 
 

REVIEW OF IMPLEMENTATION TO DATE OF  
YEAR 2035 REGIONAL TRANSPORTATION PLAN 

 
 
 
 

INTRODUCTION 
 
This chapter reviews the implementation to date of the year 2035 regional transportation plan. The plan was 
adopted by the Commission in June, 2006, and, therefore, implementation is measured from that date. In 
evaluating the implementation to date of the plan, it must be recognized that the plan is an ambitious long-range 
plan extending over about 30 years, and any implementation over the first seven to eight years of this period will 
necessarily be limited. Also, the extent of plan implementation which has occurred in this short term has been 
affected by the economic downturn beginning in 2008, and the lingering effects of the economic downturn 
beginning in 2001. The review of plan implementation is presented in the chapter by plan element: public transit, 
bicycle and pedestrian facilities, transportation system management, travel demand management, and, arterial 
streets and highways. 
 
PUBLIC TRANSIT 
 
The regional plan proposed the significant expansion of public transit, a doubling of transit service by the year 
2035. The plan recognized that this expansion would require State legislation to create local dedicated transit 
funding and a renewal of adequate annual State financial assistance to transit. The plan also recognized that this 
expansion would benefit from the creation of a regional transit authority (RTA). As such action typically only 
occurs as part of a State biennial budget, the plan assumed no expansion may occur until 2008 upon passage of 
the State 2007-2009 biennial budget in mid-2007, the first budget following plan adoption. In November 2008, an 
advisory referendum passed in Milwaukee County approving a one percent sales tax, including a half percent 
sales tax for public transit. In the 2009-2011 State budget, then-Governor Doyle proposed an RTA with a half 
percent sales tax local dedicated funding, but the State Legislature rejected his proposal, and it was not included 
in the adopted budget. The State Legislature did include half percent sales tax dedicated funding for the 
Milwaukee County Transit System, but then-Governor Doyle vetoed this dedicated funding. The budget also 
created a Kenosha-Racine-Milwaukee (KRM) commuter rail authority with vehicle rental fee dedicated funding. 
Another attempt was made to pass RTA legislation in April of 2010 during the regular session of the State 
biennial Legislature. The legislation came very close to passing, but was not adopted into State law. The 2011-
2013 State budget eliminated the transit authority established to implement the KRM commuter rail line, and 
reduced state transit funding for the year 2012 by about 10 percent. Between 2005 and 2011, State transit 
operating funding to Southeastern Wisconsin did increase by 4 percent annually. However, Federal transit  
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operating funding—which historically has 
represented about 20 percent of the total annual 
transit operating funding—increased by less than 1 
percent annually, and local transit operating 
funding—which also has represented about 20 
percent of total annual public operating funding—
slightly decreased over the same period. Without 
legislation for dedicated local transit funding or 
more substantial increases in State funding, the 
expansion of public transit service recommended in 
the regional plan may not be expected to be 
implemented, and transit service is likely to continue 
to decline. 
 
As shown in Table 23, the amount of transit service 
in Southeastern Wisconsin has declined from the time of plan adoption in 2006 to 2012, including a decrease of 
almost 7 percent in fixed-route bus service. However, demand-responsive service has increased over the period by 
17 percent. The amount of transit service increase envisioned by 2012 in the recommended plan was about 12 
percent. 
 
The regional plan also recommended that public transit fare increases not exceed the rate of general price 
inflation. Table 24 shows the fares for the Region’s transit systems for the years 2006 through 2012 and for the 
years 2000 to 2005. Fare increases from 2006 to 2012 ranged from 15 to 60 percent, exceeding general price 
inflation experienced over this time period of about 16 percent. 
 
Some progress has been made in implementing fixed guideway and express transit. The Milwaukee downtown 
connector study was completed. The study evaluated a range of alternative routes and technologies including 
express buses, guided electric powered buses, and streetcars. The City of Milwaukee has now completed planning 
and preliminary engineering for a downtown streetcar line. In a March 2009 split of $91.5 million in Interstate 
Cost Estimate (ICE) funding, $54.9 million was provided to implement the streetcar line. The City of Milwaukee 
is now conducting final engineering and design for the streetcar line. In 2012, Milwaukee County initiated three 
express transit services with Federal Congestion Mitigation and Air-Quality Improvement Program (CMAQ) 
funding. 
 
Implementation of WisDOT’s planned Chicago-Milwaukee-Madison high-speed rail line was indefinitely 
postponed following withdrawal of the majority of the Federal funding awarded to the project by the U.S. 
Department of Transportation (USDOT) in December 2010. Despite its postponement, this proposed service 
remains a part of WisDOT’s long-range state rail plan scheduled to be completed in 2014, as well, WisDOT is 
continuing efforts to increase service and improve travel times of Amtrak’s existing Hiawatha Service operating 
between Chicago and Milwaukee. 
 
BICYCLE AND PEDESTRIAN FACILITIES 
 
Accommodation of Bicycles on the Arterial Street and Highway System 
The regional plan envisioned that as each segment of the surface arterial street system of about 3,300 miles in the 
Region was constructed, resurfaced, and reconstructed, the provision of accommodation for bicycle travel would 
be considered and implemented—if feasible—through bicycle lanes, widened outside travel lanes widened 
shoulders, or separate bicycle paths. Wisconsin State Statutes and Federal policy now require that bicycle 
accommodations be provided in all new highway construction and reconstruction projects funded with State or 
Federal funds, unless it is demonstrated that such accommodation is prohibitive. 
 
On arterial streets and highways with a rural cross-section, bicycles may be accommodated with a four-foot paved 
shoulder and six-foot gravel shoulder on a two traffic-lane facility, and with an eight-foot paved shoulder on a 
four-traffic lane facility. On arterial streets with an urban cross section, bicycles may be accommodated with  
 

Table 23 
 

PUBLIC TRANSIT VEHICLE-MILES  
OF SERVICE: YEARS 2006 TO 2012 

 

Annual Revenue Vehicle Miles of Servicea 

Service Type 2006 2012 

Fixed-Route (Bus) .......................  21.07 million 19.62 million 

Demand-Response  
(Shared Ride Taxi) .....................  2.41 million 2.82 million 

Total 23.48 million 22.44 million 
 
aService for the general public. 
 
Source: SEWRPC. 
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Table 24 
 

FARES CHARGED ON THE PUBLIC BUS SYSTEMS IN THE REGION: 2000-2012 
 

Fare Category 
Year

2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 

City of Kenosha Area  
Transit System              

Base Adult Cash Fare .............  $1.00 $1.00 $1.00 $1.00 $1.00 $1.00 $1.00 $1.00 $1.00 $1.25 $1.25 $1.50 $1.50 

Monthly Pass ..........................  $22.00 $22.00 $22.00 $22.00 $28.00 $28.00 $28.00 $28.00 $28.00 $34.00 $34.00 $40.00 $40.00 

Western Kenosha  
County Transit              

Base Adult Cash Fare .............  - - - - - - - - - - - - - - $2.00-$3.00 $2.00-$3.00 $2.00-$3.00 $2.00-$3.00 $2.00-$3.00 $2.00-$3.00 

11-Ride Punch Card ...............  - - - - - - - - - - - - - - $20.00 $20.00 $20.00 $20.00 $20.00 $20.00 

Monthly Pass ..........................  - - - - - - - - - - - - - - $10.00 $10.00 $10.00 $10.00 $20.00 $20.00 

Kenosha-Racine-Milwaukee 
Commuter Bus              

Base Adult Cash Fare .............  $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.00-$4.00 $1.25-$4.25 $1.25-$4.25 $1.25-$4.25 $1.25-$4.25 $1.25-$4.25 

Book of 10 Tickets ..................  $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $9.00-$36.00 $11.25-$38.25 $11.25-$38.25 $11.25-$38.25 $11.25-$38.25 $11.25-$38.25 

Milwaukee County  
Transit System              

Base Adult Cash Fare .............  $1.35 $1.50 $1.50 $1.50 $1.75 $1.75 $1.75 $1.75 $2.00 $2.00 $2.25 $2.25 $2.25 

Freeway Flyer Cash Fare .......  $1.60 $1.80 $1.80 $1.80 $2.05 $2.05 $2.25 $2.25 $2.75 $3.00 $3.25 $3.25 $3.25 

Weekly Pass ...........................  $10.50 $11.00 $12.00 $12.00 $13.00 $13.00 $14.00 $16.00 $16.00 $16.50 $17.50 $17.50 $17.50 

Upass .....................................  $31.00 $33.00 $35.00 $35.00 $38.00 $38.00 $38.00 $41.00 $41.00 $42.00 $45.00 $45.00 $45.00 

MCTS Commuter Value Pass 
(employee portion) ................  $15.00 $16.00 $17.00 $17.00 $19.00 $19.00 $25.67 $29.50 $29.50 $30.50 $32.50 $32.50 $32.50 

Ozaukee County Express Bus              

Base Adult Cash Fare .............  $2.00 $2.00 $2.00 $2.25 $2.25 $2.25 $2.25 $2.25 $3.00 $3.00 $3.25 $3.25 $3.25 

City of Racine Belle  
Urban System              

Base Adult Cash Fare .............  $1.00 $1.00 $1.00 $1.25 $1.25 $1.25 $1.25 $1.50 $1.50 $1.50 $1.50 $1.50 $2.00 

Monthly Pass ..........................  $30.00 $30.00 $30.00 $40.00 $40.00 $40.00 $40.00 $50.00 $50.00 $50.00 $50.00 $50.00 $65.00 

Washington County Commuter 
Express              

Base Adult Cash Fare .............  $2.50 $2.50 $2.50 $2.50 $2.50 $2.50 $2.50 $3.25 $3.25 $3.25 $3.25 $3.25 $3.75 

Book of 10 Tickets ..................  $21.25 $21.25 $21.25 $21.25 $21.25 $21.25 $21.25 $27.50 $27.50 $27.50 $27.50 $27.50 $32.50 

City of Waukesha Metro  
Transit System              

Base Adult Cash Fare .............  $1.00 $1.00 $1.25 $1.25 $1.25 $1.50 $1.50 $1.75 $1.75 $2.00 $2.00 $2.00 $2.00 

Monthly Pass ..........................  $24.00 $24.00 $38.00 $38.00 $38.00 $38.00 $38.00 $40.00 $40.00 $44.00 $44.00 $44.00 $44.00 

Waukesha County  
Transit System              

Base Adult Cash Fare .............  $1.00-$2.50 $1.00-2.50 $1.00-2.50 $2.25-2.75 $2.25-2.75 $2.50-3.00 $2.50-3.00 $2.50-3.00 $2.75-$3.25 $3.25-$4.00 $3.25-$4.00 $3.25-$4.00 $3.25-$4.00 

Book of 10 Tickets ..................  $9.00-$22.50 $9.00-$22.50 $9.00-$22.50 $20.25-$24.75 $20.25-$24.75 $22.50-$27.00 $22.50-$27.00 $22.50-$27.00 $24.75-$29.25 $29.25-$36.00 $29.25-$36.00 $29.25-$36.00 $29.25-$36.00 

 
Source: SEWRPC. 
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bicycle lanes five to six feet in width, or with a widened outside lane of 14 feet. Accommodations may also be 
provided on urban and rural arterials with parallel, physically separate paths of eight to 12 feet in width (five to 
six feet for one-way paths) and 10 feet of separation from the travel lanes. Map 17 identifies those arterial streets 
and highways which provided bicycle accommodations through paved shoulders, bicycle lanes, or separate paths 
in 2012. The mileage of arterial streets and highways that provided bicycle accommodations through paved 
shoulders, bicycle lanes, or separate paths increased from about 633 miles in 2004 to about 824 miles in 2013, or 
about a 30 percent increase. Data is not currently available to identify those urban arterials with outside lanes of 
14 feet in width which also accommodate bicycles. 
 
Off-Street Bicycle Path System 
The plan also recommended that a system of off-street bicycle paths be provided between the Kenosha, 
Milwaukee, and Racine urbanized areas, and between all the cities and villages within the Region with a 
population of 5,000 or more. Some on-street bicycle connections would be required to connect segments of this 
system of off-street paths. Map 18 shows the proposed system of off-street bicycle facilities, which includes 548 
miles of off-street bicycle paths. Approximately 203 miles of the planned 548 miles of off-street bicycle paths 
existed in 2006, and another 47 miles of the planned paths have since been constructed. 
 
A number of local and county plans have been completed or are in development that will help to implement the 
recommendations of the regional plan’s bicycle and pedestrian element. Examples include the Kenosha County 
Comprehensive Bike Plan completed in July 2013, City of Waukesha Bicycle and Facility Plan completed in 
September 2012, and a bicycle plan for the City of Milwaukee that recommends a broad range of measures to 
improve conditions for bicycling in Milwaukee.  
 
TRANSPORTATION SYSTEMS MANAGEMENT 
 
Recommended transportation system management measures include freeway traffic management, surface arterial 
management, and major activity center parking guidance. 
 
Freeway Traffic Management 
Expansion of freeway traffic management was envisioned as being implemented as the freeway system was 
reconstructed segment-by-segment. The following measures have been implemented since the regional 
transportation plan was adopted: 

 Maintenance of Traffic Operations Center in operation on a 365 days a year, 24 hours per day basis. 

 Expansion of ramp-meters from 120 in 2004 to 121 locations in 2013 (See Map 19 and Table 25). 

 Expansion of freeway variable message signs from 21 in 2004 to 31 locations in 2013 (See Map 20 and 
Table 26). 

 Implementation of 511 regional travel information system. 

 Expansion of freeway closed-circuit television cameras from 83 in 2004 to 159 locations in 2013 (See 
Map 20 and Table 27). 

 Continuation of Traffic Incident Management Enhancement Program (TIME). 

 Expansion of deployment of ramp closure devices to Ozaukee, Walworth, Washington, and Waukesha 
Counties. In addition, ramp closure devices will be installed along IH 94 within Kenosha and Racine 
Counties as part of the project to reconstruct IH 94 between the Mitchell Interchange and the Wisconsin 
State line that is expected to be completed in 2021. 

 Expansion of freeway service patrols in Milwaukee County to weekday evenings. However, the freeway 
service patrols are no longer provided in Kenosha, Racine, and Waukesha Counties. 



Source:  SEWRPC.
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Table 25 
 

LOCATION OF RAMP METERS ON THE EXISTING FREEWAY SYSTEM IN SOUTHEASTERN WISCONSIN: 2013
 

Reference 
Number  

(See Map 19) Ramp Meter Location 
IH 94 East-
West Corridor 

 

1 Westbound at CTH G 
2 Westbound at CTH T (Grandview Boulevard) 
3 Eastbound at CTH T (Grandview Boulevard) 
4 Eastbound at STH 164 / CTH J 
5 Eastbound at STH 83 
6 Westbound at CTH JJ 
7 Eastbound at USH 18 
8 Eastbound at Barker Road 
9 Westbound at CTH O (Moorland Road) 

10 CTH O (Moorland Road) Southbound to Eastbound IH 94 
11 CTH O (Moorland Road) Northbound to Eastbound IH 94 
12 Westbound at STH 100 (S. 108th Street) 
13 Eastbound at STH 100 (S. 108th Street) 
14 Westbound at STH 181 (N. 84th Street) 
15 Eastbound at STH 181 ( N. 84th Street) 
16 Westbound at N. 70th Street 
17 Eastbound at N. 68th Street 
18 Westbound at Hawley Road 
19 Eastbound at Hawley Road 
20 Eastbound at Mitchell Boulevard 
21 Westbound at Mitchell Boulevard 
22 USH 41 Southbound to Westbound IH 94 
23 USH 41 Southbound to Eastbound IH 94 
24 STH 341 Northbound to Eastbound IH 94 
25 STH 341 Northbound to Westbound IH 94 
26 Westbound at N. 35th Street 
27 Eastbound at N. 35th Street 
28 Westbound at N. 28th Street 
29 Eastbound at N. 25th Street 
30 Westbound at W. Tory Hill Street and N. 11th Street 
31 Westbound at N. 7th Street and W. Clybourn Avenue 
32 Northbound/Southbound at N. 2nd Street and  

W. Clybourn Avenue 
IH 94 South 
Corridor 

 

33 Northbound at S. 6th Street and Mineral Street 
34 Southbound at S. 9th Street and Mineral Street 
35 Southbound at Lapham Boulevard (C-D) 
36 Southbound at Lapham Boulevard 
37 Northbound at Lapham Boulevard 
38 Southbound at Becher Street 
39 Southbound at Holt Avenue 
40 Northbound at Holt Avenue 
41 Southbound at W. Howard Avenue 
42 Northbound at W. Howard Avenue 
43 Northbound at CTH Y (W. Layton Avenue)  
44 Southbound at CTH Y (W. Layton Avenue) 
45 STH 119 Westbound to Northbound IH 94 
46 Southbound at CTH ZZ (W. College Avenue) 
47 Northbound at CTH ZZ (W. College Avenue) 
48 Southbound at CTH BB (W. Rawson Avenue) 
49 Westbound CTH BB (W. Rawson Avenue) to  

Northbound IH 94 
50 Eastbound CTH BB (W. Rawson Avenue) to Northbound IH 94 
51 Southbound at Drexel Avenue 
52 Northbound at Drexel Avenue 
53 Southbound at STH 100 (W. Ryan Road) 
54 NB at STH 100 (W. Ryan Road) 

 
Reference 
Number  

(See Map 19) Ramp Meter Location 
IH 43 North 
Corridor 

 

55 Southbound at STH 57/167 (Mequon Road) 
56 Southbound at Milwaukee—Ozaukee County Line Road 
57 Eastbound STH 100 (W. Brown Deer Road) to  

Southbound IH 43 
58 Westbound STH 100 (W. Brown Deer Road) to  

Southbound IH 43 
59 Southbound at CTH PP (W. Good Hope Road) 
60 Southbound at W. Silver Spring Drive 
61 Southbound at W. Hampton Avenue 
62 Southbound at Green Bay Avenue 
63 Southbound at N. 9th Street and W. Abert Place 
64 Northbound at Atkinson Avenue 
65 Southbound at W. Keefe Avenue 
66 Southbound at W. Locust Street 
67 Northbound at W. Locust Street 
68 Southbound at W. North Avenue 
69 Northbound at W. North Avenue 
70 Southbound at W. Fond du Lac Avenue  

(W. McKinley Avenue) 
71 Northbound at W. Fond du Lac Avenue 
72 Northbound at W. Highland Avenue and W. Kilbourn Avenue 
73 Southbound at W. Wisconsin Avenue 

IH 43 South 
Corridor 

 

74 Northbound at STH 100 (S. 108th Street) 
75 Northbound at Moorland Road Northbound 
76 Northbound at Moorland Road Southbound 

IH 894  
Corridor 

 

77 Northbound at STH 59 (W. Greenfield Avenue)  
78 Southbound at STH 59 (W. Greenfield Avenue) 
79 Northbound at W. Lincoln Avenue 
80 Southbound at W. National Avenue 
81 Northbound at W. National Avenue 
82 Northbound at CTH NN (W. Oklahoma Avenue) 
83 Northbound at W. Beloit Road 
84 Southbound at W. Beloit Road 
85 Westbound at S. 84th Street 
86 Eastbound at W. Forest Home Avenue 
87 Eastbound at S. 76th Street 
88 Westbound at S. 60th Street 
89 Eastbound at S. 60th Street 
90 Westbound at STH 36 (S. Loomis Road) 
91 Eastbound at STH 36 (S. Loomis Road) 
92 Southbound WIS 241 (S. 27th Street) to Westbound IH 894 
93 Northbound WIS 241 (S. 27th Street) to Westbound IH 894 
94 Southbound at STH 241 (S. 27th Street) to Eastbound IH 894 

USH 45 
Corridor 

 

95 Southbound at Lannon Road 
96 Southbound at CTH Q (Washington— 

Waukesha County Line Road) 
97 Southbound at Pilgrim Road 
98 Southbound at STH 74 (Main Street) 
99 Northbound at STH 74 (Main Street) 
100 Northbound at N. 124th Street (Waukesha— 

Milwaukee County Line) 
101 Southbound at N. 124th Street (Waukesha— 

Milwaukee County Line) 
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Table 25 (continued) 
 

Reference 
Number  

(See Map 19) Ramp Meter Location 
USH 45 
Corridor—
continued 

 

102 Northbound STH 145 to Northbound USH 45 
103 Westbound CTH PP (W. Good Hope Road) to  

Southbound USH 45 
104 Northbound at CTH PP (W. Good Hope Road) 
105 Eastbound CTH PP (W. Good Hope Road) to  

Southbound USH 45 
106 Northbound at USH 41 (W. Appleton Avenue) 
107 Southbound at STH 175 (W. Appleton Avenue) 
108 Southbound at CTH E (W. Silver Spring Drive) 
109 Northbound at CTH E (W. Silver Spring Drive) 
110 Southbound at CTH EE (W. Hampton Avenue) 
111 Northbound at CTH EE (W. Hampton Avenue) 

 
Reference 
Number  

(See Map 19) Ramp Meter Location 
USH 45 
Corridor—
continued 

 

112 Southbound at STH 190  
(W. Capitol Drive) 

113 Northbound at STH 190 
 (W. Capitol Drive) 

114 Southbound at W. Burleigh Street 
115 Northbound at W. Burleigh Street 
116 Southbound at W. North Avenue 
117 Northbound at W. North Avenue 
118 Southbound at Watertown Plank Road 
119 Northbound at Watertown Plank Road 
120 Southbound at N. 97th Street and W. Wisconsin Avenue 
121 Northbound at W. Wisconsin Avenue 

 
Source: Wisconsin Department of Transportation and SEWRPC. 

 
 
 
 
 
 
 
 
 
 
 
 
Surface Arterial Street and Highway Traffic Management 
Implementation includes the following: 

 Expansion of variable message signs from 13 in 2004 to 19 locations in 2013 (See Map 21 and Table 28). 

 Expansion of closed-circuit television cameras from 13 in 2004 to 22 locations in 2013 (see Map 21 and 
Table 29). 

 Expansion of signal coordination and interconnection, as well as improvement through signal 
optimization, through 12 funded FHWA Congestion Mitigation and Air Quality Improvement Program 
(CMAQ) projects. 

 
Major Activity Center Parking Management and Guidance 
The City of Milwaukee is about to enter the implementation and installation phase of the envisioned central 
business district parking structure guidance system. The system will provide motorists with real-time information 
about available parking in the downtown area through signs located throughout the central business district, 
freeway dynamic message signs, a website, and a telephone line. A data source will also be available to allow 
real-time parking information applications to be created for mobile devices or websites. 
 
Regional Transportation Operations Plan 
The regional transportation system plan also recommended that a regional transportation operation plan (RTOP) 
be prepared to program high priority short-range (three- to five-year) operational improvement projects for 
implementation, principally drawing these projects from the transportation systems management 
recommendations in the regional transportation system plan. The RTOP was completed in 2012 identifying 
candidate corridor and intersection transportation management system projects prioritized for implementation and 
funding, particularly with respect to Federal Highway Administration Congestion Mitigation and Air Quality 
Improvement Program funding. 
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Table 26 
 

LOCATIONS OF VARIABLE MESSAGE SIGNS ON THE EXISTING  
FREEWAY SYSTEM IN SOUTHEASTERN WISCONSIN: 2013 

 

Reference 
Number  

(See Map 20) 

Variable Message Sign Locations 

1 IH 94 eastbound at STH 16 (Silvernail Road) 
2 IH 94 eastbound at Brookfield Road 
3 IH 94 westbound at Calhoun Road 
4 IH 94 eastbound at Elm Grove Road 
5 IH 94 eastbound at S. 89th Street 
6 IH 94 eastbound at N. 76th street 
7 IH 94 eastbound at N. 30th Street 
8 IH 94 westbound at N. 27th Street 
9 IH 94 westbound at N. 22nd Street 
10 IH 43 and IH 94 northbound at Kinnickinnic River 
11 IH 43 and IH 94 southbound at  

Oklahoma Avenue 
12 STH 119 westbound at Mitchell Airport 
13 IH 94 southbound at CTH ZZ (W. College Avenue) 
14 IH 94 northbound at CTH ZZ (W. College Avenue) 
15 IH 94 northbound at W. Drexel Avenue 
16 IH 94 northbound at CTH G 

 

Reference 
Number  

(See Map 20) 

Variable Message Sign Locations 

17 IH 94 southbound at STH 20 
18 IH 94 southbound at STH 158 (52nd Street) 
19 IH 94 northbound at CTH C 
20 IH 43 and IH 894 eastbound at S. 35th Street 
21 IH 43 and IH 894 westbound at STH 36  

(W. Loomis Road) 
22 IH 894 eastbound at S. 72nd Street 
23 IH 43 northbound at CTH T (W. Beloit Road) 
24 IH 894 northbound at Cleveland Avenue 
25 IH 894 and USH 45 southbound at STH 59  

(W. Greenfield Avenue) 
26 USH 45 southbound at W. Burleigh Street 
27 USH 41 and USH 45 southbound at STH 145 
28 STH 41 southbound at W. Cherry Street 
29 IH 43 northbound at W. Walnut Street 
30 IH 43 southbound at W. Locust Avenue 
31 IH 43 southbound at Ozaukee - 

 Milwaukee County Line Road 
 

 
Source: Wisconsin Department of Transportation and SEWRPC. 

 
Table 27 

 
LOCATIONS OF CLOSED-CIRCUIT TELEVISION CAMERAS ON THE  

EXISTING FREEWAY SYSTEM IN SOUTHEASTERN WISCONSIN: 2013
 

Reference 
Number  

(See Map 20) Closed-Circuit Television Camera Locations 
1 IH 94 at CTH F  
2 IH 94 at STH 67 (Summit Avenue) 
3 IH 94 at CTH P (N. Sawyer Road) 
4 IH 94 at STH 83  
5 IH 94 at CTH SS 
6 IH 94 at CTH T 
7 I-94 at STH 164 (Pewaukee Road) 
8 IH 94 at Springdale Road 
9 IH 94 at USH 18 (Blue Mound Road) 
10 IH 94 at Moorland Road 
11 IH 94 west of N. Brookfield Road 
12 IH 94 at Calhoun Road 
13 IH 94 at Sunnyslope Road 
14 IH 94 at Elm Grove Road 
15 IH 94 at S. 121st Street 
16 IH 94 at STH 100 (N. 108th Street) 
17 IH 94 at IH 894 and USH 45 (Zoo Interchange) Upper 
18 IH 94 at IH 894 and USH 45 (Zoo Interchange) Lower 
19 IH 94 at S. 92nd Street 
20 IH 94 at STH 181 (N. 84th Street) 
21 IH 94 at S. 76th Street 
22 IH 94 at N. 68th Street 
23 IH 94 at Hawley Road 
24 IH 94 at Mitchell Boulevard 
25 IH 94 at USH 41 

 

 

Reference 
Number  

(See Map 20) Closed-Circuit Television Camera Locations 
26 USH 41 at USH 18 (W. Bluemound Road) 
27 USH 41 at W. Wells Street 
28 STH 341 (Miller Park Way) at Stadium Pedestrian Bridge 
29 IH 94 at N. 39th Street 
30 IH 94 at N. 30th Street 
31 IH 94 at N. 25th Street 
32 IH 94 at N. 20th Street 
33 IH 94 at N. 13th Street 
34 IH 43 Northwest Ramp Northwest 
35 IH 43 Northwest Ramp North 
36 IH 43 at W. Wisconsin Avenue 
37 IH 43 Southbound at W. Wells Street 
38 IH 43 at Northbound at W. Wells Street 
39 IH 43 at W. Kilbourn Avenue tunnel Exit 
40 IH 43 at W. Kilbourn Avenue tunnel Entrance 
41 IH 43 at STH 18 (W. State Street) 
42 IH 43 at W. Highland Avenue 
43 IH 43 at W. Juneau Avenue 
44 IH 43 at STH 145 SW (W. Fond Du Lac Avenue) 
45 IH 43 at STH 145 E (W. Fond Du Lac Avenue) 
46 IH 43 at STH 145 NE (W. Fond Du Lac Avenue) 
47 IH 43 at STH 145 W (W. Fond Du Lac Avenue) 
48 USH 145 at McKinely Avenue 
49 IH 43 at W. Walnut Street 
50 IH 43 at W. Brown Street 
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Table 27 (continued) 
 

 

Reference 
Number  

(See Map 20) Closed-Circuit Television Camera Locations 
51 IH 43 at W. Wright Street 
52 IH 43 at W. Keefe Avenue 
53 IH 43 at STH 190 (W. Capitol Drive) 
54 IH 43 at W. Hampton Avenue 
55 IH 43 at W. Silver Spring Drive 
56 IH 43 at W. Daphne Road 
57 IH 43 at CTH PP (W. Good Hope Road) 
58 IH 43 at STH 100 (W. Brown Deer Road) 
59 IH 43 at County Line Road 
60 IH 43 at STH 167 and STH 57 (Mequon Road) 
61 IH 794 at N. 7th Street (James Lovell Boulevard) Upper 
62 IH 794 at N. 7th Street (James Lovell Boulevard) Lower 
63 IH 794 at N. 2nd Street/Plankington Avenue 
64 IH 794 at Lincoln Memorial Drive (Lake Interchange) 
65 IH 794 at north end of Daniel W. Hoan Bridge 
66 IH 794 at south end of Daniel W. Hoan Bridge (Upper) 
67 IH 794 at south end of Daniel W. Hoan Bridge (Lower) 
68 IH 794 at Lake Pier 
69 IH 794 at S. Carferry Drive (Upper) 
70 IH 794 at S. Carferry Drive (Lower) 
71 IH 794 at E. Bay Street 
72 STH 794 at E. Oklahoma Avenue 
73 IH 94 and IH 43 at W. Mitchell Street 
74 IH 94 and IH 43 at STH 38 (Chase Avenue) 
75 IH 94 and IH 43 at W. Oklahoma Avenue 
76 IH 94 and IH 43 at W. Holt Avenue 
77 IH 94 and IH 43 at W. Howard Avenue 
78 IH 94 and IH 43 at W. Plainfield Avenue 
79 IH 894 and IH 43 at 19th Street 
80 IH 94 West-North Ramp #1 
81 IH 94 West-North Ramp #2 
82 IH 94 North-West Ramp #1 
83 IH 94 North-West Ramp #2 
84 I-43 East Entrance Tunnel 
85 I-43 East Exit Tunnel 
86 I-43 West Entrance Tunnel 
87 I-43 West Exit Tunnel 
88 IH 94 and IH 894 South-West Exit Tunnel 
89 IH 94 and IH 894  South-West Entrance Tunnel 
90 IH 94 at CTH Y (W. Layton Avenue) 
91 IH 94 at CTH Y (W. Layton Avenue) Tunnel Signs 
92 IH 94 at Grange Avenue 
93 IH 94 at STH 119 (Airport Interchange) 
94 IH 94 at CTH ZZ (W. College Avenue) 
95 IH 94 at CTH BB (W. Rawson Avenue) 
96 IH 94 at W. Drexel Avenue 
97 IH 94 at S. STH 100 (W. Ryan Road) 
98 IH 94 at W. Oakwood Road 
99 IH 94 at Seven Mile Road 

100 IH 94 at CTH G 
101 IH 94 at CTH K 
102 IH 94 at CTH E (W. 27th Street) 
103 IH 94 at STH 20 (Washington Avenue) 
104 IH 94 at STH 11 (W. Durand Avenue) 
105 IH 94 at CTH A (W. 7th Street) 

 

 

Reference 
Number  

(See Map 20) Closed-Circuit Television Camera Locations 
106 IH 94 at CTH KR (County Line Road) 
107 IH 94 at CTH E (W. 12th Street) 
108 IH 94 at STH 142 (Burlington Road) 
109 IH 94 at STH 158 (W. 52nd Street) 
110 IH 94 at STH 50 (W. 75th Street) 
111 IH 94 at CTH C (Spring Street) 
112 IH 94 at STH 165 (W. 104th Street) 
113 IH 94 at CTH ML (Springbrook Road) 
114 IH 894 and  IH 43 at S. 20th Street 
115 IH 894 and IH 43 at S. 22nd Street Tunnel Signs 
116 IH 894 and  IH 43 at USH 41 (S. 27th Street) 
117 IH 894 and IH 43 at S. 35th Street 
118 IH 894 and  IH 43 at STH 36 (W. Loomis Road) 
119 IH 894 and  IH 43 at S. 60th Street 
120 IH 894 and  IH 43 at CTH U (S. 76th Street) 
121 IH 894 and  IH 43 at S. 84th Street 
122 IH 894 and  IH 43 at CTH N (S. 92nd Street) 
123 IH 43 and IH 94 at Mitchell Interchange (NE) 
124 IH 43 at Mitchell Interchange (SW) 
125 IH 43 at STH 100 (S. 108th Street) 
126 IH 43 at S. 116th Street 
127 IH 43 at S. 124th Street 
128 IH 43 at S. Sunnyslope Road 
129 IH 43 at S. Moorland Road 
130 IH 43 at CTH Y (S. Racine Avenue) 
131 IH 43 at Crowbar Road 
132 IH 43 at STH 164 (Big Bend Road) 
133 IH 894 and USH 45 at Cold Spring Road 
134 IH 894 and USH 45 at CTH T (W. Beloit Road) 
135 IH 894 and USH 45 at CTH NN (W. Oklahoma Avenue) 
136 IH 894 and USH 45 at W. Cleveland Avenue 
137 IH 894 and USH 45 at W. Lincoln Avenue 
138 IH 894 and USH 45 at STH 59 (W. National Avenue) 
139 IH 894 and USH 45 at STH 59 (W. Greenfield Avenue) 
140 USH 45 at USH 18 (W. Bluemound Road) 
141 USH 45 at W. Watertown Plank Road 
142 USH 45 at Swan Boulevard 
143 USH 45 at STH 100 (N. Mayfair Road) 
144 USH 45 at W. North Avenue 
145 USH 45 at W. Center Street 
146 USH 45 at W. Burleigh Road 
147 USH 45 at STH 190 (W. Capitol Drive) 
148 USH 45 at W. Hampton Avenue 
149 USH 45 at CTH E (W. Silver Spring Drive) 
150 USH 45 and STH 100 at USH 41 (W. Appleton Avenue) 
151 USH 41 and USH 45 at CTH PP (W. Good Hope Road) 
152 USH 41 and USH 45 at W. Park Place 
153 USH 41 and USH 45 at Waukesha—Milwaukee County Line 

(W. 124th Street) 
154 USH 41 and USH 45 at Leon Road 
155 USH 41 and USH 45 at Pilgrim Road 
156 USH 41 and USH 45 at CTH Q (Washington—Waukesha 

County Line Road) 
157 USH 41 and USH 45 at STH 167 (Lannon Road) 
158 USH 41 and USH 45 at CTH F (Freistadt Road) 
159 USH 41 and USH 45 at STH 167 (Holy Hill Road) 

 
Source: Wisconsin Department of Transportation and SEWRPC. 

 
 



Source:  Wisconsin Department of Transportation and SEWRPC.

(SEE TABLE 28)

(SEE TABLE 29)
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Table 28 
 

LOCATIONS OF VARIABLE MESSAGE SIGNS ON THE  
EXISTING STANDARD ARTERIAL STREET AND HIGHWAY  

SYSTEM IN SOUTHEASTERN WISCONSIN: 2013 
 

Reference 
Number  

(See Map 21) Variable Message Sign Locations 

1 
USH 18 (E. Moreland Road) eastbound at IH 94  
(Goerke’s Corners) 

2 
STH 100 (N. 108th Street) southbound at USH 18  
(W. Bluemound Road) 

3 USH 18 (W. Bluemound Road) eastbound at 114th Street 

4 
STH 100 (N. 108th Street) northbound at  
Watertown Plank Road 

5 STH 100 (N. 108th Street) southbound at W. Walnut Street 
6 STH 190 (W. Capitol Drive) eastbound at N. 124th Street 

7 
STH 175 (Appleton Avenue)  eastbound at STH 100 (N. 
108th Street)   

8 CTH PP (W. Good Hope Road) westbound at USH 41/45 
9 STH 145 (N. 124th Street) southbound at W. Bradley Road 
10 STH 59 (W. Greenfield Avenue) eastbound at 111th Street 
11 STH 100 (N. 108th Street) northbound at W. Lapham Street 
12 STH 100 (N. 108th Street) northbound at Edgerton Road 
13 Mitchell International Airport at Airport Parking Ramp Exit 
14 Mitchell International Airport at Airport Drop-off Exit 
15 W. Canal Street westbound at 25th Street 

16 
Miller Park Way northbound at STH 59  
(W. National Avenue) 

17 
STH 59 (W. National Avenue) westbound  
at Miller Park Way 

18 
STH 59 (W. National Avenue) eastbound  
at Miller Park Way 

19 84th Street southbound at North IH 94 
 
Source: Wisconsin Department of Transportation and SEWRPC. 

 

Table 29 
 

LOCATIONS OF CLOSED-CIRCUIT TELEVISION CAMERAS  
ON THE EXISTING STANDARD ARTERIAL STREET AND  

HIGHWAY SYSTEM IN SOUTHEASTERN WISCONSIN: 2013 
 

Reference 
Number  

(See Map 21) Closed-Circuit Television Camera Locations 
1 USH 18 (W. Bluemound Road) at CTH Y (Barker Road) 
2 USH 18 (W. Bluemound Road) at Calhoun Road 
3 USH 18 (W. Bluemound Road) at CTH O (Moorland Road) 
4 STH 100 (N. 108th Street) at USH 18 (W. Bluemound Road) 
5 STH 100 (N. 108th Street) at Research Drive 
6 STH 100 (N. 108th Street) at Watertown Plank Road 
7 STH 100 (N. 108th Street) at W. North Avenue 
8 STH 100 (N. 108th Street) at W. Burleigh Avenue 
9 STH 100 (N. 108th Street) at STH 190 (W. Capitol Drive) 
10 STH 100 (N. 108th Street) at CTH EE (W. Hampton Avenue) 
11 STH 100 (N. 108th Street) at CTH E (W. Silver Spring Drive) 
12 USH 18 (E. Bluemound Road) at 80th Street 
13 STH 181 (S. 84th Street) at STH 59 (W. Greenfield Avenue) 
14 STH 100 (N. 108th Street) at STH 59 (W. Greenfield Avenue) 
15 STH 100 (N. 108th Street) at W. Lincoln Avenue 
16 USH 794 (Lake Parkway) at E. Layton Avenue 
17 USH 38 (S. Howell Avenue) at north Airport Tunnel 
18 USH 38 (S. Howell Avenue) at south Airport Tunnel 
19 USH 119 at USH 38 (S. Howell Avenue) 
20 USH 341 (Miller Parkway) at STH 59 (W. National Avenue) 
21 Kilbourn Avenue at Tunnel Entrance 
22 Kilbourn Avenue at Tunnel Exit 

 
Source: Wisconsin Department of Transportation and SEWRPC. 

 
 

 
 
TRAVEL DEMAND MANAGEMENT 
Implementation to date includes the following: 

 Three park-ride lots of the 26 additional park-ride lots proposed under the 2035 plan have been provided 
to encourage transit use and carpooling, and a fourth park-ride lot has been constructed which was not in 
the year 2035 plan as adopted in 2006 (See Map 22). However, three park-ride lots that were built prior to 
2006 have since been removed. 

 Internet trip planners are provided by the Milwaukee County, Ozaukee County, and City of Kenosha 
transit systems, and will be made available for the Waukesha County transit system in the summer of 
2014 and for the City of Waukesha transit system by the end of 2014. 

 Automatic vehicle location systems are now used by the Milwaukee County, City of Waukesha, City of 
Racine, and Western Kenosha County transit systems and will soon be provided on Ozaukee and 
Washington County transit systems. Milwaukee County Transit System has initiated implementation of 
“next bus” information technology that is expected to be completed in 2014. 

 The Milwaukee County, Ozaukee County, and City of Kenosha transit systems have equipped all of their 
buses with bike racks. While not a specific recommendation of the year 2035 regional transportation 
system plan, the installation of the bike racks on buses would promote the use of transit and bicycle 
modes of transportation. 
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 Detailed site-specific neighborhood plans encouraging higher density, mixed use, transit-oriented 
development were prepared for the neighborhoods surrounding the nine KRM commuter rail stations. 
With the exception of one community, the plans have been endorsed by each community, with each 
community indicating that they will incorporate the plans into their comprehensive plans, should 
commuter rail proceed to implementation. 

 
ARTERIAL STREETS AND HIGHWAYS 
 
The arterial street and highway element of the recommended year 2035 regional transportation plan totaled 3,662 
route-miles. Approximately 88 percent, or 3,209 of these route-miles, were recommended to be resurfaced and 
reconstructed to their same capacity. Approximately 360 route-miles—less than 10 percent of the total 
recommended year 2035 arterial street and highway system—were recommended for widening to provide 
additional through traffic lanes, including 127 miles of freeways. The remaining 93 route-miles—about 2 percent 
of the total arterial street mileage—were proposed new arterial facilities. Over the next 30 years, the plan 
envisioned capacity expansion of about 12 percent of the total arterial system and about a 10 percent expansion in 
added lane miles of arterials.  
 
Since the completion and adoption of the regional transportation plan in 2006, approximately 14.7 miles of 
planned new arterial facilities, and 50.1 miles of arterial facilities planned to be widened to carry additional traffic 
lanes have been constructed and are open to traffic (See Map 23). These 64.8 miles of arterial facilities represent 
about 14 percent of the total planned new and widened arterial facilities under the regional plan. Currently under 
construction are 30 miles of reconstruction of IH 94 with additional traffic lanes between the Mitchell Interchange 
in Milwaukee County and the Wisconsin-Illinois State line planned to be open to traffic in 2021. Reconstruction 
of the Mitchell Interchange and the portion of IH 94 from the Wisconsin-Illinois State line to STH 50 in Kenosha 
County has been completed by 2012. With respect to the other major freeway-to-freeway interchanges in 
Southeastern Wisconsin, reconstruction of the largest and most complicated interchange, the Marquette 
Interchange, was completed in 2008. Reconstruction of the Zoo Interchange began in 2013 and is planned to be 
completed in 2018. 
 
SUMMARY AND CONCLUSIONS 
 
About seven years have passed since the completion and adoption of the year 2035 regional transportation plan, 
representing about 23 percent of the plan’s 30-year planning period. Some implementation of each element of the 
plan’s recommendations has occurred: 

 Public Transit: Since adoption of the regional transportation plan in 2006, the amount of transit service 
has declined by about 4 percent (7 percent decrease in fixed route bus service and 17 percent increase in 
shared-ride taxi service), and transit fares have increased by amounts greater than general price inflation. 
The plan envisioned transit service increases beginning in 2008 at an annual rate of about 2 percent 
through the year 2035, and transit fare increases at the general rate of price inflation. It was recognized, 
however, that these plan recommendations may only occur upon achieving State legislation for dedicated 
funding and a regional transit authority. State legislation was enacted in mid-2009 creating a commuter 
rail authority with dedicated local funding, and State legislation for a regional transit authority with 
dedicated local funding was considered but not adopted in 2009 and again in 2010. In 2011, the regional 
authority responsible for implementing the commuter rail line was dissolved. In addition, implementation 
of the planned high-speed rail line was indefinitely postponed following withdrawal of Federal funding in 
December 2010, although high-speed rail remains a part of WisDOT’s long-range state rail plan. 

 Bicycle and Pedestrian Facilities: Of the 345 additional proposed miles of the recommended 548-mile off-
street bicycle and pedestrian path system, 47 miles have been constructed since 2006. Also, with respect 
to recommended accommodation of bicycle travel on the regional arterial street system, WisDOT and 
FHWA now require such consideration during preliminary engineering conducted for State, county, and 
local arterial construction and reconstruction using Federal funds. 
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 Transportation Systems Management: Modest to significant implementation of the recommended freeway 
and surface arterial street and highway traffic management measures has occurred since 2004. 
Specifically, freeway traffic management implementation has included the expansion of freeway ramp-
meters (increasing by about 1 percent), variable message signs (increasing by about 48 percent), and 
closed circuit television cameras (increasing by about 92 percent), and the installation of a 511 travel 
information system. Implementation of the recommended surface arterial street and highway traffic 
management measures has included additional traffic signal interconnection and coordination, and 
expansion of variable message signs (increasing by about 42 percent) and closed circuit television 
cameras (increasing by about 69 percent). 

 Travel Demand Management--Implementation has included expansion of park-ride lots, transit system 
internet trip planners, and automatic bus location systems, and development of site-specific transit-
oriented development neighborhood plans for the nine KRM commuter rail station areas. 

 Arterial Streets and Highways: About 64.8 miles, or 14 percent of the plan-recommended 453 miles of 
arterial capacity expansion have been completed and are open to traffic as of 2012. Also, currently under 
construction are 30 miles of reconstruction of IH 94 with additional traffic lanes between the Mitchell 
Interchange in Milwaukee County and the Wisconsin-Illinois State line that is planned to be open to 
traffic in 2021. Reconstruction of the Mitchell Interchange and the portion of IH 94 from the Wisconsin-
Illinois State line to STH 50 in Kenosha County has been completed by 2012. With respect to the other 
major freeway-to-freeway interchanges in Southeastern Wisconsin, reconstruction of the largest and most 
complicated interchange, the Marquette Interchange, was completed in 2008. Reconstruction of the Zoo 
Interchange began in 2013 and is planned to be completed in 2018. 
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Chapter 6 
 
 

UPDATE OF YEAR 2035  
REGIONAL TRANSPORTATION PLAN 

 
 

INTRODUCTION 
 
The review of the year 2035 regional transportation plan presented in the previous chapters of this report indicates 
the following: 

 Forecasts to the year 2035 upon which the plan is based, including population, households, employment, 
vehicle availability, and vehicle-miles of travel, remain valid. 

 Transportation system performance has not changed significantly since the 2035 plan base year of 2006, 
including pavement and bridge condition, traffic congestion, highway and transit travel times, and travel 
safety. 

 The regional plan is a little over seven years, or about 23 percent, into its 30-year implementation period 
from 2006 to 2035. Plan implementation has lagged modestly to significantly depending upon the plan 
element concerned.  About 7 percent of plan recommended on-street bicycle accommodation, about 12 
percent of off-street bicycle and pedestrian paths, and about 13 percent of arterial street and highway 
system capacity improvements have been implemented. With respect to public transit, the plan had 
envisioned that about a 12 percent expansion would have been implemented to date; however, fixed route 
bus service has been reduced by 7 percent, with demand-responsive transit service increased by 17 
percent. This lagging in plan implementation is a result of significantly constrained transportation 
funding. The indexing of the State motor fuel tax to inflation—the principal source of State transportation 
funding—ended as the regional transportation plan was being completed. State funding for transit has not 
kept up with inflation. Legislative efforts to create a regional transit authority (RTA) have not progressed 
since 2010. As transportation capital and operating funding lags, capital improvements are deferred or 
delayed (street and highway and bicycle and pedestrian improvements) and transit service is reduced (as 
transit service is largely dependent on State operating funding).  

 
The Commission has undertaken VISION 2050, which is well underway and which constitutes a major 
reevaluation and extension of the regional transportation plan to a new design year 2050. This effort is scheduled 
to be completed in June 2015, and potential major changes will be considered to the regional transportation plan 
under this effort. As a result, under this interim plan review and update, the only plan amendments to the regional 
transportation plan which will be considered will be amendments resulting from completed, or about to be 
completed, preliminary engineering. There is only one such amendment and it is a result of the preliminary  
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engineering for the reconstruction of IH 43 between Silver Spring Drive and STH 60. The amendment is the 
addition to the regional plan of the conversion of the County Line Road interchange on IH 43 from a half to a full 
interchange. 
 
Also, based on the progress of plan implementation, and the changes in transportation funding since the last plan 
review in 2010, there is a need to examine funding and its implications for regional transportation plan 
implementation. The next section of this chapter compares updated estimates of year 2035 regional transportation 
plan costs with updated estimates of reasonably expected to be available revenues. 
 
COMPARISON OF 2035 PLAN COSTS TO REASONABLY EXPECTED REVENUES 
 
Tables 30 and 31 compare estimated 2035 plan costs to reasonably expected to be available revenues. Table 30 
provides this comparison based on year 2012 constant dollars, and Table 31 based on year of expenditure dollars 
(For the year of expenditure comparison, costs have been inflated by 2.5 percent annually, and revenues have 
been projected to increase generally by about 2 to 3 percent annually based on 5-to-10 year historic trends). 
Appendix A of this report presents more details with respect to estimated plan costs and revenues. 
 
With respect to reasonably expected to be available revenues, estimates need to take into account existing and 
reasonably expected limitations on funding. For example, existing limitations which dictate that funding can be 
used only for capital projects as opposed to covering operating costs. As another example, funds may be restricted 
to a specific travel mode, program, or geographic area. 
 
The conclusions reached in 2005, when the 2035 plan was initially adopted, and again in 2010 when that plan was 
first reviewed and updated, was that the plan recommendations were reasonably consistent with existing and 
reasonably expected to be available revenues. This conclusion is no longer possible given the elimination of 
motor fuel tax indexing and the failure of RTA legislation, as is apparent from a review of Tables 30 and 31. In 
2012 constant dollars, the funding shortfall approximates 22 percent and in year of expenditure dollars about 27 
percent. As a result, in order to meet Federal regulations, the original year 2035 plan is now considered to be a 
“vision” plan, outlining the desirable transportation system improvements believed to be necessary to address the 
current and future transportation needs of the Region. In addition, it is necessary to identify a “fiscally 
constrained” year 2035 regional transportation plan which includes those elements of the 2035 plan which likely 
can be achieved within the restrictions of the amounts and limitations of existing and reasonably expected to be 
available revenues. What follows, then is a summary description of the 2035 Regional Transportation Vision 
Plan, followed by a description of the 2035 Fiscally Constrained Regional Transportation Plan expressed largely 
in terms of:  1) those highway projects identified in the 2035 Vision Plan that are being deferred until after 2035; 
and, 2) probable level of service reductions and fare increases in transit. 
 
YEAR 2035 REGIONAL TRANSPORTATION PLAN:  VISION 
 
The year 2035 regional transportation plan as reviewed and reaffirmed in 2010, and modified with minor 
amendments to date, now represents a desirable future vision of a future regional transportation system enabling 
convenient transit service frequencies with efficient travel times, the safe and efficient accommodation of both 
bicycle travel and personal vehicle travel, and the avoidance of a continued decline in mobility and increase in 
congestion which has occurred in recent years. 
 
The elements of this year 2035 Regional Transportation Plan–Vision are as follows: 
 
Public Transit Element 
The public transit element of the plan envisions significant improvement and expansion of public transit in 
Southeastern Wisconsin, including development within the Region of a high-speed rail line, rapid transit and 
express transit system, improvement of existing local bus service, and the integration of local bus service with the 
recommended rapid and express transit services. Map 24 displays the transit system proposals for each of the  
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Table 30 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 VISION REGIONAL 
TRANSPORTATION SYSTEM PLANa IN 2012 CONSTANT DOLLARS: 2015 THROUGH 2035b 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)c  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $   488 
Other .................................................................................................................................................................................  372 

Subtotal $   861 
Operating..............................................................................................................................................................................  80 

Subtotal $   940 
Transit System  

Capital ..................................................................................................................................................................................  $     57 
Operatingd ............................................................................................................................................................................  230 

Subtotal $   287 
Total $1,227 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)c  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $   275 
Other ....................................................................................................................................................................................  401 

Subtotal $   676 
Highway Operating (State/Local) ..............................................................................................................................................  76 

Subtotal $   752 
Transit Capital  

Federal .................................................................................................................................................................................  $     17 
Local .....................................................................................................................................................................................  5 

Subtotal $     22 
Transit Operating  

Federal .................................................................................................................................................................................  $     30 
State .....................................................................................................................................................................................  125 
Local .....................................................................................................................................................................................  31 

Subtotal $   186 
Subtotal $   208 

Total $   960 
 
aThe costs and revenues associated with the Kenosha-Racine-Milwaukee commuter rail service have not been included in this analysis, but rather, are set forth in 
Chapter Eight (“Local Financial Commitment”) of the Request to Initiate Preliminary Engineering for the proposed Kenosha-Racine-Milwaukee (KRM) Commuter 
Rail Project. While included in the adopted 2035 regional transportation plan, the KRM project was excluded from the analysis because it would be constructed 
and operated with funding sources over and above the normal and usual funding sources. 
bAll cost and revenue figures in this table are expressed in constant 2012 dollars. 
cThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system, such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. Freeway system capital costs 
include the estimated cost to resurface the existing freeway system, as needed, and the estimated cost to rebuild 255 miles of the existing freeway system not 
already modernized to modern design standards, estimated at $8.1 billion or $386 million per year; the estimated incremental cost to rebuild 114 miles of the 
freeway system with additional lanes at $1.58 billion or $75 million per year; the estimated cost of two new freeway interchanges and the conversion of two half 
interchanges to full interchanges at $132 million; and the estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater at $417 million. 
Surface arterial capital costs include the costs of the estimated necessary resurfacing and reconstruction of the 3,114 miles of surface arterials which will require 
preservation of capacity over the plan design period, the estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface 
arterials, and the estimated costs of new construction of 66 miles of surface arterials. The estimated costs of resurfacing and reconstruction are based on the 
estimated lifecycle of existing surface arterials, and includes reconstruction of about 30 percent of surface arterials, two resurfacings of about 25 percent of surface 
arterials, and one resurfacing of about 45 percent of surface arterials. Unit costs for surface arterial resurfacing, reconstruction, widening, and new construction 
vary by cross-section from $0.3 to $14 million per mile (rural or urban, divided or undivided, and number of traffic lanes) and are based upon actual project costs 
over the past several years. The estimated capital cost of surface arterials is $303 million per year, including $244 million for preservation (resurfacing and 
reconstruction) and $59 million for new arterials and arterials reconstructed with additional traffic lanes. The major arterial capacity expansion projects presented in 
Table A-6 represent about 60 percent or $39.7 million of the total $67 million annual cost of planned surface arterial capacity expansion. Transit system capital 
costs include preservation of the existing transit system including bus replacement on a 12 to 15 year schedule and replacement of fixed facilities, and costs of 
system improvement and expansion including needed additional buses and facility expansion. 

Highway system operating (and maintenance) costs are based on estimated actual state and local highway system operating costs and verified by application of 
estimated unit lane-mile costs. Planned highway system operating costs are increased from estimated existing costs based on the proposed increase in the plan in 
arterial highway system lane-miles. Transit system operating (and maintenance) costs are based on existing estimated actual costs and unit costs based on 
service vehicle-miles and vehicle-hours. Planned transit system operating costs are increased from existing system operating costs based on the planned increase 
in transit service vehicle-miles and vehicle-hours.  

Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State continuing its program of funding approximately 42 percent of transit operating costs. 
dNet operating cost (total operating costs less fare-box revenue). 

Source: SEWRPC. 
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Table 31 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 VISION  
REGIONAL TRANSPORTATION SYSTEM PLANa BASED ON YEAR OF EXPENDITURE: 2015 THROUGH 2035 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)b  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $   681 
Other .................................................................................................................................................................................  519 

Subtotal $1,200 
Operating..............................................................................................................................................................................  111 

Subtotal $1,311 
Transit System  

Capital ..................................................................................................................................................................................  $     83 
Operatingc ............................................................................................................................................................................  334 

Subtotal $   416 
Total $1,727 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)b  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $   351 
Other ....................................................................................................................................................................................  531 

Subtotal $   882 
Highway Operating (State/Local) ..............................................................................................................................................  97 

Subtotal $   979 
Transit Capital  

Federal .................................................................................................................................................................................  $     25 
Local .....................................................................................................................................................................................  7 

Subtotal $     32 
Transit Operating  

Federal .................................................................................................................................................................................  $     39 
State .....................................................................................................................................................................................  176 
Local .....................................................................................................................................................................................  39 

Subtotal $   254 
Subtotal $   286 

Total $1,265 
 
aThe costs and revenues associated with the Kenosha-Racine-Milwaukee commuter rail service have not been included in this analysis, but rather, are set forth in 
Chapter Eight (“Local Financial Commitment”) of the Request to Initiate Preliminary Engineering for the proposed Kenosha-Racine-Milwaukee (KRM) Commuter 
Rail Project. While included in the adopted 2035 regional transportation plan, the KRM project was excluded from the analysis because it would be constructed 
and operated with funding sources over and above the normal and usual funding sources. 
 
bThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. Freeway system capital costs 
include the estimated cost to rebuild the existing freeway system to modern design standards, the estimated incremental cost to rebuild 113 miles of the freeway 
system with additional lanes, the estimated cost of two new freeway interchanges and the conversion of two half interchanges to full interchanges, and the 
estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater. Surface arterial capital costs include the costs of the estimated necessary 
resurfacing and reconstruction of the 3,119 miles of surface arterials which will require preservation of capacity over the plan design period, the estimated costs of 
reconstruction and widening with additional traffic lanes of about 193 miles of surface arterials, and the estimated costs of new construction of 64 miles of surface 
arterials. The capital cost of the plan was based on equal annual expenditures of funds, in constant dollars, over the 21-year period. The operating costs for both 
the arterial street and highway system and transit system were based on equally increasing annual costs, in constant dollars, over the 21-year period. The 
conversion of year 2012 constant dollar cost to year of expenditure cost is based upon a price inflation of 2.5 percent. 
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State continuing its program of funding approximately 42 percent of transit operating costs. 
 
cNet operating cost (total operating costs less fare-box revenue). 
 
Source: SEWRPC. 
 
 
 
 
 
 
 
three transit system components. Altogether, service on the regional transit system would be increased from 
service levels existing in 2012 by about 125 percent measured in terms of revenue transit vehicle-miles of service 
provided, from about 61,000 vehicle-miles of service on an average weekday in the year 2012 to 137,300 vehicle-
miles of service in the year 2035 (see Table 32). 
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The recommended expansion of public transit was considered essential in Southeastern Wisconsin for many 
reasons: 

 Public transit is essential to provide an alternative mode of travel in heavily traveled corridors within and 
between the Region's urban areas, and in the Region's densely developed urban communities and activity 
centers. It is not desirable, and not possible, in the most heavily traveled corridors, dense urban areas, or 
the largest and densest activity centers of the Region to accommodate all travel by automobile with 
respect to both demand for street traffic carrying capacity and parking. To attract travel to public transit, 
service must be available throughout the day and evening at convenient service frequencies, and at 
competitive and attractive travel speeds. 

 Public transit also supports and encourages higher development density and infill land use development 
and redevelopment, which results in efficiencies for the overall transportation system and other public 
infrastructure and services. 

 Public transit also contributes to efficiency in the transportation system, including reduced air pollution 
and energy consumption.  

 Public transit permits choice in transportation, enhancing the Region's quality of life and economy. A 
portion of the Region's population and businesses would prefer to have public transit alternatives 
available and to travel by public transit. High quality public transit helps provide a high quality of life and 
contributes to the maintenance and enhancement of the Region's economy. 

 Public transit is essential in the Region to meet the travel needs of persons unable to access or use 
personal automobile transportation. In the year 2000, approximately 80,000 households, or 11 percent of 
the Region's households, did not have a personal vehicle available and were dependent upon public transit 
for travel. The accessibility of this portion of the Region's population to the metropolitan area―jobs, 
health care, shopping and education―is almost entirely dependent upon the extent to which public transit 
is available, and is reasonably fast, convenient, and affordable. 

 
High-Speed Rail Service 
The planned high-speed rail line between Chicago, Milwaukee, and Madison would be developed and overseen 
by WisDOT. This project had received Federal funding in January 2010, but the majority of the Federal funding 
was withdrawn in December 2010 as a result of the newly elected Governor’s opposition to using the funding for 
a high-speed rail line. Without Federal funding, the project was indefinitely postponed. Despite its postponement, 
this proposed service remains a part of WisDOT’s long-range state rail plan completed in March 2014. As well, 
WisDOT is continuing efforts to increase service and improve travel times of Amtrak’s existing Hiawatha Service 
operating between Chicago and Milwaukee. The planned high-speed rail line is intended to be part of an initial 
phase in the development of a Midwest high-speed rail network, planned in partnership with other Midwest states 
and Amtrak. Implementation of the planned Chicago-Milwaukee-Madison high-speed rail service will include 
improvements to Amtrak’s existing Hiawatha Service operating between Chicago and Milwaukee and potential 
infrastructure improvements to allow service to continue to Madison.  
 
Rapid Transit Service 
The recommended rapid transit service would principally consist of buses operating over freeways connecting the 
Milwaukee central business district, the urbanized areas of the Region, and the urban centers and outlying 
counties of the Region. Rapid transit bus service would be provided south to Racine, southwest to Mukwonago 
and East Troy, west to Waukesha and Oconomowoc, northwest to West Bend and Hartford, and north to 
Cedarburg, Grafton, Saukville, and Port Washington. The proposed rapid transit system would have the following 
characteristics: 
 

 The rapid transit service would be provided by buses with commuter seating and amenities, and would 
operate in both directions during all time periods of the day and evening providing both traditional 
commuter and reverse-commute service. 



Source: SEWRPC.

90



91 

Table 32 
 

PUBLIC TRANSIT ELEMENT OF FINAL RECOMMENDED YEAR 2035 REGIONAL TRANSPORTATION PLAN 
 

Average Weekday Transit 
 Service Characteristics 

Planned Increment 

Existing 2012a 
Recommended 

Plan 2035 Number Percent Change 
Revenue Vehicle-Miles     

Rapid     
Bus .....................................................  7,700b 21,100 13,400 174.0 
Commuter Rail ...................................  - - 2,200 2,200 - - 

Subtotal 7,700b 23,300 15,600 202.6 
Express .................................................  5,000 17,000 12,000 240.0 
Local .....................................................  48,300 97,000 48,700 100.8 

Total 61,000 137,300 76,300 125.1 
Revenue Vehicle-Hours     

Rapid     
Bus .....................................................  350b 1,000 650 177.8 
Commuter Rail ...................................  - - 100 100 - - 

Subtotal 350b 1,100 750 214.3 
Express .................................................  400 1,100 700 175.0 
Local .....................................................  3,950 8,900 4,950 125.3 

Total 4,700 11,100 6,400 136.2 
 
aEstimated. 
 
bIncludes the existing commuter bus route operated in the Kenosha-Milwaukee-Racine corridor. While portions of this route 
operate with express stop spacing, the long trips served by, and average operating speeds of, this route are typical of those for 
rapid service. 

 
Source:  SEWRPC. 
 
 
 
 
 
 

 The rapid transit service would operate with some intermediate stops spaced about three to five miles 
apart to increase accessibility to employment centers and to increase accessibility for reverse-commute 
travel from residential areas within central Milwaukee County. The stops would provide connections with 
express transit service, local transit service, or shuttle bus or van service to nearby employment centers. 

 The service would operate throughout the day. The frequency of service provided would be every 10 to 
30 minutes in weekday peak travel periods, and every 30 to 60 minutes in weekday off-peak periods and 
on weekends. 
 

The recommended rapid transit service also includes a commuter rail line connecting Milwaukee, Racine, and 
Kenosha, as well as the Chicago area through the existing Chicago-Kenosha Metra commuter rail. The commuter 
rail would operate similar to the rapid transit bus service, providing service at convenient frequencies in both 
directions throughout the day and evening with stops spaced about three to five miles apart. 
 
An approximate tripling in rapid transit service is recommended as measured by daily vehicle-miles of bus 
service, from the 7,700 vehicle-miles of such service provided on an average weekday in the year 2012, to 23,300 
vehicle-miles in the plan design year 2035 (see Table 32). 
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Table 33 
 

FREQUENCY OF LOCAL BUS SERVICE UNDER THE YEAR 2035 VISION REGIONALTRANSPORTATION PLAN 
 

Area 

Average Weekday Headways on Local Bus Service (minutes) 

Morning and Afternoon 
Peak Periods Midday Off-Peak Period Evening Off-Peak Period 

Within Milwaukee County    

Central Milwaukee County .........................  5-15 10-20 15-20 

Remainder of Milwaukee County ...............  15-20 20-30 20-60 

Outside Milwaukee County ............................  15-30 30-60 30-60 

 
Source: SEWRPC. 
 
 
 
 
Express Transit Service 
The recommended express transit service would consist of a grid of limited-stop, higher-speed routes located 
largely within Milwaukee County connecting major employment centers and shopping areas, other major activity 
centers such as General Mitchell International Airport, tourist attractions and entertainment centers, and 
residential areas. The express routes would replace existing major local bus routes. Stops would typically be 
spaced about one-quarter mile apart. It is envisioned that this system of limited-stop express service routes would 
initially consist of buses operating over arterial streets in mixed traffic, and would be upgraded over time to buses 
operating on reserved street lanes with priority treatment at traffic signals. 
 
As envisioned under the plan:  

 The express service would operate in both directions during all periods of the day and evening providing 
both traditional and reverse-commute service. 

 The service would generally operate with a stop spacing of about one-quarter mile with one-half mile stop 
spacing in outlying portions of Milwaukee County and the Milwaukee urbanized area. 

 The frequency of service provided would be about every 10 minutes during weekday peak periods, and 
about every 20 to 30 minutes during weekday off-peak periods and on weekends. 

 The overall travel speed provided would be about 16 to 18 miles per hour, a significant improvement over 
the average 12 miles per hour speed provided by the existing local bus transit service. 

 An approximately 240 percent increase in express transit service is recommended from the 5,000 vehicle-
miles of express transit service provided in 2012 on an average weekday to 17,000 vehicle-miles in the 
plan design year 2035 (see Table 32). 

 The recommended express service also includes the City of Milwaukee downtown streetcar line. 
 
Local Transit Service 
The improvement and expansion of local bus transit service over arterial and collector streets, with frequent stops 
throughout the Kenosha, Milwaukee, and Racine urbanized areas is also recommended. Service would be 
provided on weekdays, and during weekday evenings, Saturdays, and Sundays. An approximate doubling of local 
bus service is recommended from the 48,300 vehicle-miles of local bus service provided in 2012 on an average 
weekday to 97,000 vehicle-miles in the plan design year 2035 (see Table 32). The service improvements and 
expansion proposed includes expansion of service area and hours, and significant improvements in the frequency 
of local transit service provided, particularly on major local routes. The recommended frequency of local bus 
service is shown in Table 33. 
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Paratransit Service 
Paratransit service is recommended to be provided consistent with the Federal Americans with Disabilities Act 
(ADA) of 1990. Under the provisions of this Act, all transit vehicles that provide conventional fixed-route transit 
service must be accessible to persons with disabilities, including those persons using wheelchairs. All public 
entities operating fixed-route transit systems must also continue to provide paratransit service to those disabled 
persons within local transit service areas who are unable to use fixed-route transit services consistent with 
federally specified eligibility and service requirements. The complementary paratransit services must serve any 
person with a permanent or temporary disability who is unable independently to board, ride, or disembark from an 
accessible vehicle used to provide fixed-route transit service; who is capable of using an accessible vehicle, but 
one is not available for the desired trip; or who is unable to travel to or from the boarding or disembarking 
location of the fixed-route transit service. The planned paratransit service must be available during the same hours 
and on the same days as the fixed-route transit service, be provided to eligible persons on a "next-day" trip-
reservations basis, not limit service to eligible persons based on restrictions or priorities to trip purpose, and not 
be operated under capacity constraints which might limit the ability of eligible persons to receive service for a 
particular trip. The paratransit service fares must be no more than twice the applicable public transit fare per one-
way trip for curb-to-curb service. 
 
Upgrading to Rail Transit or Bus Guideways 
Rapid and express transit service is recommended to initially be provided with buses. This bus service would 
ultimately be upgraded to commuter rail in six corridors for rapid transit service and to bus guideway or light rail 
in six corridors for express transit service, as shown on Map 25. Public transit cannot offer convenient 
accessibility or provide an attractive alternative to the automobile in heavily traveled corridors and dense urban 
activity centers, or provide a true choice for travel, if it is caught in traffic congestion and its travel times are not 
comparable to those of automobile travel. Upgrading to exclusive guideway transit may also be expected to 
promote higher density land development and redevelopment at and around the stations of the exclusive guideway 
transit facilities, promoting implementation of the regional land use plan.  
 
There was one effort underway in Southeastern Wisconsin during the review and update of the regional plan 
considering upgrading to fixed guideway transit. The City of Milwaukee has completed planning and preliminary 
engineering for a streetcar line to operate in the central portion of the City of Milwaukee, and is currently working 
to complete the final design of the project. 
 
Summary and Conclusions―Public Transit 
The recommended expansion of public transit in Southeastern Wisconsin represented a near doubling of transit 
service in Southeastern Wisconsin by the year 2035 from the base year—2005—of the regional transportation 
plan, and now represents a somewhat more than doubling from current year 2012 regional transit service levels, 
given the reductions in transit service in the Region between 2005 and 2012. As shown in Figure 17, this entails 
about a 4.2 percent annual increase in transit service to the year 2035, slightly higher than the annual increase 
which occurred between 1995 and 2000. Significant implementation of the year 2020 plan occurred between 1997 
and 2000 as transit service expanded by over 25 percent. However, due to State and local budget problems, transit 
service was significantly reduced from 2000 to 2012. 
 
Implementation of this recommended expansion would be dependent upon the continued commitment of the State 
to be a partner in the maintenance, improvement and expansion, and attendant funding of public transit. The State 
had historically funded 40 to 45 percent of transit operating costs, and had increased funding to address inflation 
in the cost of providing public transit, and to provide for transit improvement and expansion.  
 
Implementation of the recommended expansion of public transit in Southeastern Wisconsin would also be 
dependent upon attaining dedicated local funding for public transit. In the absence of dedicated local funding, the 
recommended expansion may not be expected to be implemented, and continued reductions in transit service may 
be expected. The local share of funding of public transit in Southeastern Wisconsin is provided through county or 
municipal budgets, and represents about 15 percent of the total operating costs and 20 percent of total capital costs 
of public transit. Thus, the local share of funding public transit is largely provided by property taxes, and public  
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transit must annually compete with mandated 
services and projects. Increasingly, due to the 
constraints in property tax based funding, counties 
and municipalities have found it difficult to provide 
funding to address transit needs, and to respond to 
shortfalls in Federal and State funding. Most public 
transit systems nationwide have dedicated local 
funding, typically a sales tax of 0.25 to 1.0 percent. 
A sales tax provides funding which should increase 
with inflation and area growth, thereby addressing 
funding needs attendant to inflation in the costs of 
providing public transit and transit system 
expansion. 
 
A regional transit authority was also envisioned in 
the 2035 plan to assist in implementing the 
recommended transit system expansion. A number 
of the proposed transit services extend across city 
and county boundaries. A regional transit authority 
could assist in the implementation of these proposed 
services. 
 
Bicycle and Pedestrian Facility Element 
The bicycle and pedestrian facility element of the recommended plan is intended to promote safe accommodation 
of bicycle and pedestrian travel, and encourage bicycle and pedestrian travel as an alternative to personal vehicle 
travel. The plan envisions that as the surface arterial street system of about 3,300 miles in the Region is resurfaced 
and reconstructed segment-by-segment, the provision of accommodation for bicycle travel would be considered 
and implemented, if feasible, through bicycle lanes, widened outside travel lanes, widened shoulders, or separate 
bicycle paths. The surface arterial street system of the Region provides a network of direct travel routes serving 
virtually all travel origins and destinations within Southeastern Wisconsin. Arterial streets and highways—
particularly those with high-speed traffic or heavy volumes of truck or transit vehicle traffic—require 
improvements such as extra-wide outside travel lanes, paved shoulders, bicycle lanes, or a separate bicycle path in 
order to safely accommodate bicycle travel. Land access and collector streets, because of low traffic volumes and 
speeds, are capable of accommodating bicycle travel with no special accommodation for bicycle travel.  
 
The level and unit of government responsible for constructing and maintaining the surface arterial street or 
highway should have responsibility for constructing, maintaining, and funding the associated bicycle facility. A 
detailed evaluation of the alternatives for accommodation of bicycles on surface arterial streets or highways 
should necessarily be conducted by the responsible level and unit of government as part of the engineering for the 
resurfacing, reconstruction, and new construction of each segment of surface arterial. 
 
The plan also recommends that a system of off-street bicycle paths be provided between the Kenosha, Milwaukee, 
and Racine urbanized areas and the cities and villages within the Region with a population of 5,000 or more 
located outside these three urbanized areas. This system of off-street bicycle paths was initially also proposed in 
the adopted park and open space plans prepared by the Commission for each of the seven counties of the Region. 
These off-street bicycle paths would be located in natural resource and utility corridors would be intended to 
provide reasonably direct connections between the Region's urbanized and small urban areas on safe and 
aesthetically attractive routes with separation from motor vehicle traffic. Some on-street bicycle connections 
would be required to connect segments of this system of off-street paths. These connections if provided over 
surface arterials would include some type of bicycle accommodation—paved shoulders, extra-wide outside travel 
lanes, bicycle lanes, or separate parallel bicycle paths―or if provided over a nonarterial collector or land access 
street would require no special accommodation. The proposed system of on- and off-street bicycle facilities is  
 

Figure 17 
 

HISTORIC AND PLANNED VEHICLE-MILES OF PUBLIC 
TRANSIT SERVICE ON AN AVERAGE WEEKDAY IN THE 

SOUTHEASTERN WISCONSIN REGION: 1995-2035 
 

 
Source:  SEWRPC. 
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shown on Map 26, and includes 548 miles of off-street bicycle paths with 168 miles of surface arterial and 89 
miles of nonarterial connections. Approximately 250 miles of the planned 548 miles of off-street bicycle paths 
were in existence in 2013 during the preparation of the plan update. Also shown on Map 26 is the surface arterial 
street and highway system within the Region proposed to be provided with bicycle accommodation. 
 
Pedestrian Facilities 
The pedestrian facilities portion of the recommended bicycle and pedestrian facilities plan element is a policy 
plan, rather than a system plan. It recommends that the various units and agencies of government responsible for 
the construction and maintenance of pedestrian facilities in Southeastern Wisconsin adopt and follow a series of 
recommended standards and guidelines with regard to the development of those facilities, particularly within 
planned neighborhood units. These standards included the provision of sidewalks in the urban portions of the 
Region. 
 
Community Bicycle and Pedestrian Plans 
The plan also recommends that local units of government prepare community bicycle and pedestrian plans to 
supplement the regional plan. The local plans should provide for facilities to accommodate bicycle and pedestrian 
travel within neighborhoods, providing for convenient travel between residential areas and shopping centers, 
schools, parks, and transit stops within or adjacent to the neighborhood. It also recommends that local units of 
government consider the preparation and implementation of land use plans that encourage more compact and 
dense development patterns in order to facilitate pedestrian and bicycle travel. 
 
Transportation Systems Management 
The transportation systems management element of the recommended year 2035 regional transportation plan 
includes measures intended to manage and operate existing transportation facilities to their maximum carrying 
capacity and travel efficiency, including: freeway traffic management, surface arterial street and highway traffic 
management, and major activity center parking management and guidance. 
 
Freeway Traffic Management 
Recommended measures to improve the operation and management of the regional freeway system include 
operational control, advisory information, and incident management measures, as well as a traffic operations 
center supporting these measures. Essential to achieving freeway operational control, advisory information, and 
incident management is the WisDOT traffic operations center (TOC) in the City of Milwaukee. At the TOC all 
freeway segments in the Milwaukee area are monitored, freeway operational control and advisory information is 
determined, and incident management detection and confirmation is conducted. The TOC is important to the safe 
and efficient operation of the regional freeway system and is in operation 365 days a year, 24 hours a day. 
 
Operational Control 
Measures to improve freeway operation—both during average weekday peak traffic periods and during minor and 
major incidents—through monitoring of freeway operating conditions and control of entering freeway traffic 
includes traffic detectors, freeway on-ramp-meters, and ramp-meter control strategy. Traffic detectors measure the 
speed, volume, and density of freeway traffic, and are used for operational control, advisory information, and 
incident management. Existing freeway system traffic detectors in 2013 consisted of detectors embedded in the 
pavement at one-half mile intervals on the freeways in Milwaukee County and on IH 94 in Waukesha County, and 
at about one- to two-mile intervals on IH 94 in Kenosha and Racine Counties. The data collected from these 
traffic detectors was monitored by WisDOT at the TOC for the purposes of detecting freeway system travel speed 
and time, traffic congestion, traffic flow breakdowns, and incidents. Freeway ramp meter traffic entry rates could 
be modified based upon the traffic volume and congestion indicated by the traffic detectors. Travel information on 
traffic congestion and delays were provided to freeway system users through the WisDOT website and on 
variable message signs. Traffic speeds and congestion indicated by traffic detectors could instantaneously identify 
the presence of a freeway incident. It is recommended that existing freeway system traffic detectors be 
maintained, and that traffic detectors be installed on the freeway system throughout the Region at one-half mile 
intervals as the freeway system is reconstructed. The only exceptions for installing detectors on freeway segments 
may be those segments with current and expected future traffic volumes which would be substantially less than  
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freeway traffic carrying design capacity, including IH 43 north of STH 57 in Ozaukee County, USH 45 north of 
the Richfield Interchange, USH 41 north of STH 60 in Washington County, and IH 43 and USH 12 in Walworth 
County. 
 
Ramp-meters are traffic signals located on freeway entrance ramps or, in some cases, freeway-to-freeway 
entrance ramps, and are used to control the rate of entry of vehicles onto a freeway segment to achieve more 
efficient operation of the adjacent freeway segment and the downstream freeway system. To encourage 
ridesharing and transit use, preferential access for high-occupancy vehicles is provided at ramp-meter locations to 
allow the high-occupancy vehicles to bypass traffic waiting at a ramp-metering signal. In 2013 there were 121 
freeway on-ramps currently in the Milwaukee area equipped with ramp-meters. Buses and high-occupancy 
vehicles received preferential access at 51 of the 121 on-ramp-meter locations. It is recommended that as the 
freeway system is reconstructed, ramp-meters be installed on all freeway on-ramps within the Region, with high-
occupancy vehicle preferential access provided at these metered ramps, particularly those which would be used by 
existing and planned public transit. The only exception for ramp-meter installation would be those freeway 
segments identified above which would be expected to carry current and future traffic volumes below their design 
capacity. 
 
Another element of freeway operational control is the strategy used in the operational control of ramp-meters. The 
existing ramp-meters on the Southeastern Wisconsin freeway system were controlled in two ways. Some were 
controlled in a "pre-timed" mode, operating during specified peak traffic hours of the weekday at specified release 
rates of vehicles. Others were controlled as well during specified peak traffic hours of the weekday, but the 
vehicle release rates were based upon adjacent freeway system traffic volume and congestion. It is recommended 
that the strategy of controlling ramp-meters through consideration of adjacent congestion be expanded throughout 
the freeway system, and that an operational control strategy be considered which would consider downstream 
freeway traffic congestion and seek to minimize total travel delay on the freeway system while providing for 
equitable average and maximum delays at each ramp-meter, and avoiding the extension of vehicle queues onto 
surface streets. It is also recommended that the need for expanded vehicle storage on freeway on-ramps be 
considered, and addressed, during the reconstruction of the regional freeway system. 
 
Advisory Information Measures 
Providing advisory information to motorists is an integral part of providing an efficient street and highway 
system. By providing information on current travel conditions, motorists could choose travel routes which were 
more efficient for their travel, and the result is a more efficient transportation system. Advisory information 
measures included permanent variable message signs (VMS), the WisDOT website, and provision of information 
to the media. WisDOT uses the permanent VMS to provide real time information to travelers about downstream 
freeway traffic conditions, such as current travel times to selected areas, information about lane and ramp 
closures, and where travel delays begin and end. In 2013 there were 31 permanent VMS located on the freeway 
system, primarily in the Milwaukee area, and 19 on surface arterials which connected with the freeway system 
primarily located in western Milwaukee County. It is recommended that variable message signs be provided on 
the entire freeway system as the freeway system is reconstructed, and on surface arterials leading to the most 
heavily used freeway system on-ramps. 
 
WisDOT also provides substantial information about current freeway system traffic conditions on a website using 
data collected from freeway system traffic detectors. The information included maps depicting the current level of 
freeway traffic congestion and the locations of confirmed incidents, views of freeway system traffic available 
from the freeway system closed circuit television camera network, and current travel times and delays on the 
major freeway segments in the Milwaukee area. The data on the website is also available to the media and used in 
daily radio and television broadcasts. It is recommended that WisDOT continue to enhance and expand the 
information provided on its website and to the media, and consider deployment of a regional 511 traveler 
information system which would allow the public to dial "511" and receive automated messages about current 
travel conditions along their desired route through a series of predetermined automated menus. 
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Incident Management Measures 
Incident management measures have as their objective the timely detection, confirmation, and removal of freeway 
incidents. As noted earlier, the WisDOT freeway system TOC and freeway system traffic volume detectors are 
essential to incident management, as well as freeway operational control and advisory information. Other incident 
management measures recommended were closed circuit television, enhanced freeway location reference 
markers, freeway service patrols, crash investigation sites, the Traffic Incident Management Enhancement 
Program, ramp closure devices, and alternate route designations. 
 
Closed-circuit television (CCTV) cameras provide live video images to WisDOT and the Milwaukee County 
Sheriff's Department which allow for the rapid confirmation of congested areas and the presence of an incident, 
and immediate determination of the appropriate response to the incident and direction of the proper equipment to 
be deployed in response to the incident. In 2013 there were 159 closed-circuit television cameras on the 
Southeastern Wisconsin freeway system, covering Milwaukee County freeways, IH 94 and USH 41/45 in eastern 
Waukesha County, and IH 94 in Kenosha and Racine Counties. It is recommended that the CCTV camera 
network be provided on the entire regional freeway system as the freeway system is reconstructed, with the 
possible exception of the freeway segments identified earlier which carry existing and future traffic volumes well 
below their design capacity.  
 
Enhanced reference markers assist motorists in identifying specific locations along a freeway segment when 
reporting incidents. These markers are typically small signs provided at one-tenth mile intervals along the freeway 
system which typically display the highway shield and mile marker. Enhanced reference markers were provided 
in 2013 in Milwaukee County in the freeway median at each one-tenth mile on USH 45 from the Zoo Interchange 
to the Milwaukee-Waukesha County line, and on IH 94 from the Mitchell Interchange to the Illinois-Wisconsin 
State line, including the freeway segments of IH 94 in Kenosha and Racine Counties. It is recommended that 
enhanced reference markers be provided on the entire regional freeway system as the freeway system is 
reconstructed. 
 
Freeway service patrols provide for rapid removal of disabled vehicles and initial response to clearing incidents. 
Freeway service patrols consist of specially equipped vehicles designed to assist disabled motorists and assist in 
clearance of incidents. Freeway service patrol vehicles may be equipped to provide limited towing assistance, as 
well as minor services such as fuel, oil, water, and minor mechanical repairs. In 2013, freeway service patrols 
operate in a limited role on the Milwaukee County freeway system. The patrol service is operated by the 
Milwaukee County Sheriff’s Department and consists of a special fleet of two vehicles dedicated to handling and 
clearing incidents on weekdays from 6:00 a.m. to 10 p.m. In 2006, patrols were as well used in Kenosha, Racine, 
and Waukesha Counties, but by 2013 those services were eliminated due to budgetary reasons. Temporary service 
patrols were also operated in addition to the Milwaukee County patrol services along segments of freeway that 
were under construction during 2013, such as the Hoan bridge, portions of IH 94 in Kenosha County, and 
segments of IH 94 and USH 45 as part of the Zoo Interchange project. Such service is expected to be part of 
future freeway construction projects. Expansion of the freeway service patrol is recommended to serve the entire 
regional freeway system, and to provide greater coverage including all day weekday and weekend service, 
evening service, and increased vehicle coverage of one vehicle per 12 to 15 miles of freeway. 
 
Crash investigation sites are designated safe zones for distressed motorists to relocate to if they are involved in a 
crash or an incident on the freeway. In 2013 there were 32 crash investigation sites on the Southeastern Wisconsin 
freeway system, with the largest concentration―24 of the 32, or about 75 percent―located on the system in 
Milwaukee County. It is recommended that as the freeway system is reconstructed, WisDOT evaluate the extent 
of use and attendant benefits of existing crash investigation sites, and consider expansion as needed to serve the 
entire regional freeway system. 
 
The Traffic Incident Management Enhancement (TIME) Program, sponsored by WisDOT, has served to bring 
together, and coordinate, the transportation engineering, law enforcement, media, emergency responders, transit, 
tow and recovery, and other freeway system operational interests at monthly meetings. The goals of the TIME 
program are to improve and enhance freeway incident management, improve freeway safety, and enhance the 
quality and efficiency of freeway travel. It is recommended that the TIME program continue to be operated and 
sponsored by WisDOT. 
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Ramp closure devices were deployed in 2013 at interchanges on IH 94 in Kenosha, Milwaukee, Racine, and 
Waukesha Counties, on IH 43 in Milwaukee, Waukesha, and Walworth Counties, and on IH 794 and on IH 894 in 
Milwaukee County. The ramp closure devices were typically swing arm gates. These ramp closure devices allow 
for the closure of freeway on-ramps during planned and unplanned major incidents, such as special events and 
severe inclement weather. It is recommended that WisDOT evaluate the use and attendant benefits of existing 
ramp closure devices, and consider their application throughout the Region. 
 
Alternate routes are designated, clearly marked and signed surface arterial street and highway routes which 
generally parallel freeway segments. These routes would be intended to be used by motorists during major 
freeway incidents and ramp closures and during particularly extreme congestion. Motorists would be directed 
through advisory information to these routes during major incidents and periods of particularly extreme 
congestion. It is recommended that WisDOT and the Regional Planning Commission, together with the concerned 
and affected local governments, examine the potential for the designation of alternative routes, and consider 
implementation of a pilot effort in a designated corridor. 
 
Surface Arterial Street and Highway Traffic Management 
This group of recommended transportation system management measures would attempt to improve the operation 
and management of the regional surface arterial street and highway network, and include improved traffic signal 
coordination, intersection traffic engineering improvements, curb lane parking restrictions, access management, 
and advisory information. 
 
Coordinated traffic signal systems provide for the efficient progression of traffic along arterial streets and 
highways, allowing motorists to travel through multiple signalized intersections along an arterial route at the 
speed limit and minimizing or eliminating the number of stops at signalized intersections. In the Region, 
coordinated traffic signal systems generally ranged from systems comprising two traffic signals to systems 
comprising about 100 traffic signals. Approximately 1,200 of the 1,700 traffic signals in the Region, or about 71 
percent, were part of a coordinated signal system in 2013. It is recommended that Commission staff work with 
State and local government to document existing and planned arterial street and highway system traffic signals 
and traffic signal systems, and develop recommendations for improvement and expansion of coordinated signal 
systems. 
 
It is also recommended that State and local governments aggressively consider and implement needed individual 
arterial street and highway intersection improvements, such as adding right- and/or left-turn lanes; improvements 
in the type of traffic control deployed at the intersection, including two- or four-way stop control, roundabouts, or 
signalization; or improvements in signal timing at individual signalized intersections. This measure proposed that 
State, county, and municipal governments each prepare a prioritized short-range (two- to six-year) program of 
arterial street and highway intersection improvements under their jurisdiction, pursue aggressive implementation 
of the programs, and review and update the programs every two to five years. 
 
It is also recommended that local governments consider implementation of curb-lane parking restrictions during 
peak traffic periods in the peak traffic direction as traffic volumes and congestion increase. These parking 
restrictions would be implemented rather than the widening with additional lanes or construction of new arterial 
streets. 
 
Access management is also recommended to improve transportation systems operations and provide for full use 
of roadway capacity. Access management involves applying standards for the location, spacing, and operation of 
driveways, median openings, and street connections. This measure recommends that State, county, and municipal 
governmental units with arterial streets and highways under their jurisdiction adopt access management standards, 
consider and implement these standards as development takes place along arterials under their jurisdiction, and 
prepare and implement access management plans along arterials which currently are developed and have access 
which violates these standards. 
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Advisory information should also be provided to motorists concerning the surface arterial street and highway 
network in the Region. It is recommended that the WisDOT improve and expand the data provided on its website 
(travel times, congestion maps, and camera images) concerning freeway travel to include surface arterial street 
and highway travel, beginning with the pilot route designated as an alternative route to a segment of the freeway 
system.  
 
Major Activity Center Parking Management and Guidance 
Another recommended transportation system management measure would attempt to improve traffic operation 
conditions by reducing the traffic circulation of motorists seeking parking in major activity centers. The City of 
Milwaukee in 2013 was about to construct and implement a central business parking management and guidance 
system. This initiative would provide motorists with real-time information about available parking in the 
downtown area through signs located throughout the business district, freeway dynamic message signs, a website, 
and a telephone line. The year 2035 vision plan supports the City of Milwaukee initiative.  
 
Regional Transportation Operations Program 
The regional transportation system plan also recommends that a regional transportation operation plan (RTOP) be 
prepared to program high priority short-range (three- to five-year) operational improvement projects for 
implementation, principally drawing these projects from the transportation systems management 
recommendations in the regional transportation system plan. The current RTOP was completed in 2012 
identifying candidate corridor and intersection transportation management system projects prioritized for 
implementation and funding, particularly with respect to Federal Highway Administration Congestion Mitigation 
and Air Quality Improvement Program funding. An update of the RTOP is expected to occur in 2016. 
 
Travel Demand Management Element 
The travel demand management measures included in the recommended year 2035 regional transportation plan 
include measures intended to reduce personal and vehicular travel or to shift such travel to alternative times and 
routes, allowing for more efficient use of the existing capacity of the transportation system. These measures were 
in addition to the public transit and pedestrian and bicycle plan elements previously described. 
 
Seven categories of travel demand management measures are recommended in the year 2035 plan: high-
occupancy vehicle preferential treatment, park-ride lots, transit pricing, personal vehicle pricing, travel demand 
management promotion, transit information and marketing, and detailed site-specific neighborhood and major 
activity center land use plans. 
 
High-Occupancy Vehicle Preferential Treatment 
This group of recommended travel demand management measures would attempt to provide preferential 
treatment for transit vehicles, vanpools, and carpools on the existing arterial street and highway system. The 
recommended preferential treatment category consisted of four specific travel demand management measures: the 
provision of high-occupancy vehicle (HOV) queue bypass lanes at metered freeway on-ramps; reserved bus lanes 
along congested surface arterial streets and highways; transit priority signal systems; and preferential carpool and 
vanpool parking. 
 
The provision of HOV queue bypass lanes at metered freeway on-ramps existed at 51 of the 121 metered freeway 
on-ramp locations within the Milwaukee area. The recommended travel demand management measure 
recommends that consideration be given during freeway system reconstruction to providing HOV bypass lanes at 
all metered freeway on-ramps within the Region, dependent upon right-of-way and on-ramp geometric design 
constraints. For this measure to be truly effective, strict enforcement of HOV bypass lanes would be required. 
 
Reserved bus lanes similar to those along Blue Mound Road in Waukesha County allow transit vehicles to bypass 
vehicle queues attendant to traffic signals on congested arterial streets and highways. These reserved lanes may be 
expected to reduce transit travel times and improve transit travel time reliability during peak travel periods. This 
recommended travel demand management measure would expand the use of reserved bus lanes throughout the  
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Region on the congested surface arterial streets and highways which currently, or may be expected in the future, 
to accommodate express and major local transit routes, and on the surface arterial portion of rapid transit  routes.  
 
The third recommended travel demand management measure within the high-occupancy vehicle preferential 
treatment category was transit priority signal systems. This recommended measure would allow transit vehicles to 
extend the end of the green phase of traffic signals as they approach a signalized intersection. This recommended 
measure would include transit priority signal systems along all express and major local transit routes, and the 
surface arterial portion of rapid transit routes within the Region. 
 
The fourth recommended travel demand management measure within the high-occupancy vehicle preferential 
treatment category was preferential carpool and vanpool parking. This recommended measure would be voluntary 
and proposed that employers providing free/subsidized parking for their employees consider providing and 
enforcing preferential parking for those employees who carpool or vanpool to the employment site. This 
recommended measure may reduce vehicle trips by encouraging ridesharing. 
 
Park-Ride Lots 
To promote carpooling and the resultant more efficient use of the Region's transportation system, a network of 
park-ride lots are recommended to facilitate carpooling. Map 27 shows the recommended system of park-ride lots 
including existing park-ride lots and those recommended to be served by public transit. Park-ride lots are 
recommended along all major routes at their major intersections and interchanges where sufficient demand may 
be expected to warrant provision of an off-street parking facility. 
 
Transit Pricing 
This group of recommended travel demand management measures would build upon existing transit pricing 
programs conducted by the transit operators in the Region. The recommended transit pricing category consisted of 
three travel demand management measures: annual transit pass programs, monthly or weekly pass programs, and 
vanpool programs. 
 
The Milwaukee County Transit System has implemented a pass system at four colleges and universities which 
provided for free transit use with a reduced fee included in student tuition and fees. This annual transit pass 
program should be expanded to include the other local public transit operators in the Region and additional 
colleges and universities within the Region. This annual pass program should also be expanded to employers, 
with the Region's transit operators negotiating an annual fee with individual employers, which would allow those 
employers to provide each employee with an annual transit pass. 
 
Quarterly, monthly or weekly discount pass programs existed for three of the Region's public transit 
operators―the Milwaukee County Transit System, the Racine Belle Urban System, and the Waukesha Metro 
Transit System. This recommended quarterly, monthly, or weekly pass program allowed employers to offer their 
employees discounted quarterly, monthly, or weekly passes, where the employer and the transit operator have 
negotiated an agreement in which they both agreed to subsidize a portion of the quarterly, monthly, or weekly 
pass. 
 
The third proposed travel demand management measure within the transit pricing category was expansion of 
vanpool programs, in which a group of employees who live in the same general area split the operation, 
maintenance, and a portion of the capital costs of a van. A vanpool program that was being operated by the 
Milwaukee County Transit System in 2006—the year the plan was adopted—but was terminated by the County 
prior to 2013.  
 
Personal Vehicle Pricing 
The recommended personal vehicle pricing group of travel demand management measures proposed to allocate a 
larger percentage of the full costs of construction, maintenance, and operation of street and highway facilities and 
services directly on the users of the system. The proposed personal vehicle pricing category consisted of two 
specific travel demand management measures―cash-out of employer-paid parking, and auto pricing. 
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Cash-out of employee paid parking would recommend that employers currently providing free/subsidized parking 
to employees would voluntarily begin charging their employees the market value of parking. Employers could 
offset the additional cost of parking through cash payment or salary increases to employees. This recommended 
measure would potentially reduce vehicle-trips and vehicle-miles of travel through the increased use of transit, 
ridesharing, walking, and bicycling, as some employees may "pocket" the cash payment and use other modes of 
travel. 
 
The second recommended travel demand management measure within the personal vehicle pricing category 
encourages the continued and expanded use of user fees to pay the costs of construction, maintenance, and 
operation of street and highway facilities and services. Currently, user fees primarily include the Federal and State 
motor fuel tax and vehicle registration fees. These user fees currently fund 100 percent of the costs associated 
with State highways and about 20 to 25 percent of the costs associated with county and municipal streets and 
highways. There is substantial and growing opposition to increases in motor fuel taxes. In addition, there is the 
potential in the future for technological advances, such as increased fuel efficiency and alternative fuels, to render 
the current motor fuel tax obsolete. However, there is merit in having the users of the transportation system pay 
the actual costs of constructing, maintaining, and operating the transportation system. Travel behavior is affected 
by the cost of travel, and user fees can encourage more efficient travel. 
 
Travel Demand Management Promotion 
A region-wide program to aggressively promote transit use, bicycle use, ridesharing, pedestrian travel, 
telecommuting, and work-time rescheduling, including compressed work weeks is recommended to encourage 
alternatives to drive alone personal vehicle travel. The program would include education, marketing, and 
promotion elements. 
 
Transit Information and Marketing 
Recommended transit information and marketing measures would include the continuation and expansion of the 
joint marketing efforts of the transit operators within Southeastern Wisconsin. The plan also recommends that a 
single website be developed and maintained in which transit users could access all necessary information for each 
transit system in Southeastern Wisconsin. As of 2013, such a website has been developed for all of the fixed-route 
transit systems, except for the Kenosha Area Transit system, which allows a potential transit user to enter such 
information as beginning and ending addresses of a desired trip within the Region, and then displays the most 
feasible transit routing of the desired trip including all fares, transfers, and schedules. 
 
The third recommended transit information and marketing measure was real-time travel information. This 
recommended measure would utilize global positioning system (GPS) data to provide real-time transit 
information to transit riders at transit centers and transit stops, including transit vehicle arrival times, and real-
time maps, showing where on the route a transit vehicle is currently located. The Milwaukee County Transit 
System is currently implementing a project that would make real-time transit information available to transit 
riders via text messaging and the internet. There are currently no plans to place real-time transit information at 
transit centers and stops. 
 
Detailed Site-Specific Neighborhood and Major Activity Center Land Use Plans 
The preparation and implementation by local governmental units of detailed, site-specific neighborhood and 
major activity center plans to facilitate travel by transit, bicycle, and pedestrian movement and reduce dependence 
on automobile travel was recommended, and is also recommended in the regional land use plan. 
 
Arterial Street and Highway Element 
The arterial street and highway element of the recommended year 2035 regional transportation plan as amended, 
and adjusted to account for plan implementation to date, totals 3,662 route-miles. Approximately 89 percent, or 
3,274 of these route-miles, were recommended to be resurfaced and reconstructed to their same capacity. 
Approximately 310 route-miles, or 9 percent of the total recommended year 2035 arterial street and highway 
system, were recommended for widening upon reconstruction to provide additional through traffic lanes, 
including 114 miles of freeways. The remaining 78 route-miles, or about 2 percent of the total arterial street  
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mileage, were proposed new arterial facilities. Thus, the plan recommendations envisioned over the next 20 years 
capacity expansion of 11 percent of the total arterial system, and viewed in terms of added lane-miles of arterials 
only about a 9 percent expansion over the next 20 years. 
 
Map 28 displays the recommended year 2035 regional transportation plan arterial street preservation, 
improvement, and expansion by county. Highway improvements were recommended to address the residual 
congestion which may not be expected to be alleviated by recommended land use, systems management, demand 
management, bicycle and pedestrian facilities, and public transit measures in the recommended plan. Each 
recommended arterial street and highway improvement, expansion, and preservation project would need to 
undergo preliminary engineering and environmental studies by the responsible State, county, or municipal 
government prior to implementation. The preliminary engineering and environmental studies would consider 
alternatives and impacts, and final decisions as to whether and how a planned project will proceed to 
implementation would be made by the responsible State, county, or municipal government at the conclusion of 
preliminary engineering. 
 
The 114 miles of freeway widening proposed in the plan, and in particular the 18 miles of widening in the City of 
Milwaukee (IH 94 between the Zoo and Marquette interchanges and IH 43 between the Mitchell and Silver 
Spring interchanges), would undergo preliminary engineering and environmental impact statement by WisDOT. 
During preliminary engineering, alternatives would be considered, including rebuild-as-is, various options of 
rebuilding to modern design standards, compromises to rebuilding to modern design standards, rebuilding with 
additional lanes, and rebuilding with the existing number of lanes. Only at the conclusion of the preliminary 
engineering would a determination be made as to how the freeway would be reconstructed. 
 
Safety and Security Elements 
In 2011, two additional elements of the plan were created under the guidance of the Advisory Committee on 
Regional Transportation System Planning to specifically address transportation safety and security. These 
elements provide a refinement of the adopted plan, along with specific recommendations to enhance the safety 
and security of the Region’s transportation system. 
 
Safety 
The safety element included a review of the transportation safety objectives, principles, and standards documented 
in the year 2035 regional transportation plan adopted in 2006, along with presenting a proposed expanded set of 
transportation safety objectives, principles, and standards. The safety element also included listing and discussion 
of the recommendations of the year 2035 regional transportation plan which advance transportation safety. In 
addition, the element included recommendations for improved traffic crash and safety data, and recommendations 
for further study and improvements on those roadway segments with the most severe safety problems. A summary 
document prepared for the safety element of the plan can be viewed on the Commission’s website 
(www.sewrpc.org). 
 
Security 
The security element provided an overview of transportation security and considered security-related issues and 
efforts that are ongoing to protect transportation networks and facilities at the Federal, State, and regional levels. 
The element specifically addressed security, which is distinguished from safety by being concerned with 
protecting against intentional attacks against people, facilities, modes of travel, and important transportation 
infrastructure. The element detailed the efforts being undertaken by various Federal, State, regional, and local 
agencies to enhance the security of the Region’s transportation system. No specific projects were included, but the 
element provided affirmation of the Commission’s role in regional coordination of transportation security-related 
projects, along with the incorporation of security considerations into future transportation system preservation, 
improvement, or expansion projects. A summary document prepared for the security element of the plan can be 
viewed at the Commission’s website (www.sewrpc.org). 
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YEAR 2035 REGIONAL 
TRANSPORTATION PLAN:   
FISCALLY CONSTRAINED 
 
As noted earlier, the estimated costs of implementing 
the Year 2035 Regional Transportation Plan:  Vision 
exceeds the existing and reasonably expected 
revenues available to implement the plan. This gap in 
funding is shown in Table 34, and affects im-
plementation of both highway and transit projects 
identified in the 2035 Plan: Vision. The implications 
of the funding gap for the highway element of the 
2035 Plan: Vision differs from the transit element as 
highway expenditures are largely capital expen-
ditures and transit expenditures are largely operating 
expenditures. The effect on the highway element is a 
deferral or delay in capital projects being 
implemented, specifically a reduction in the amount 
of freeway that can be reconstructed and the amount 
of surface arterials that can be reconstructed with 
additional traffic lanes or newly constructed by the 
year 2035. The principal effect on the transit element 
is a lack of the transit improvement and expansion identified under the 2035 Plan: Vision, and as well reductions 
in current transit service and an increase in transit fares above inflation. Table 35 identifies those 2035 Plan: 
Vision projects which have been excluded from the fiscally constrained plan.  
 
Under the Year 2035 Regional Transportation Plan – Fiscally Constrained, 90 miles of freeway reconstruction, 
including 87 miles of freeway widening, recommended under the Year 2035 Regional Transportation Plan – 
Vision would not be expected to be implemented by the year 2035 based on the cost of these improvements 
compared to existing and future reasonably to be expected available revenue. Map 29 shows the segment of the 
freeway system that would be expected to be reconstructed by the year 2035 based on existing and reasonably 
expected revenues, and the segments of freeway that would be expected to be deferred until beyond 2035. 
Additionally, all of the surface arterial capacity expansion recommended in the Year 2035 Plan – Vision is 
included in the fiscally constrained plan, with the exception of the planned extension of the Lake Parkway 
between Edgerton Avenue and STH 100 in Milwaukee County. These reductions would result in approximately 
90 percent, or 3,301 of the total 3,656 route-miles, of the planned arterial street and highway system being 
recommended to be resurfaced and reconstructed to their same capacity under the Year 2035 Plan – Fiscally 
Constrained. Approximately 283 route-miles, or 8 percent of the total year 2035 arterial street and highway 
system are recommended for widening as part of their reconstruction to provide additional through traffic lanes. 
The remaining 72 route-miles, or about 2 percent of the total arterial system mileage, are proposed new arterial 
facilities. The proposed arterial street and highway capacity improvements—both freeway and surface arterial—
under the recommended fiscally constrained regional transportation plan are shown in Map 30. 
 
At the April 23, 2014, meeting of the Commission’s Advisory Committee on Regional Transportation System 
Planning, City of Milwaukee representatives suggested that the fiscally constrained plan be amended to remove 
the rebuilding to modern design standards and widening of the 18 miles of freeway in the City. They expressed 
opposition to rebuilding to modern design standards and widening any freeway segment within the City, citing 
that there would be significant impacts associated with those widenings due to the densely populated 
neighborhoods immediately adjacent to those freeway segments. The City representatives as well suggested that 
any funding made available due to reconstructing-as-is these 18 miles of freeway could be used to avoid deferral 
of some of the 166 miles of freeway reconstruction that would not be implemented by the year 2035 due to 
constraints of existing and reasonably expected available funding. 

Table 34 
 

ESTIMATED GAP BETWEEN YEAR 2035 REGIONAL 
TRANSPORTATION PLAN:  VISION COSTS AND EXISTING 

AND RESONABLY EXPECTED AVAILABLE REVENUE 
 

Constant Year 2012 Dollars (Average Annual through Year 2035) 

Arterial Street and Highway  

Capital ....................................................................  $185 million 

Operating ...............................................................  $4 million 

Public Transit  

Capital ....................................................................  $35 million 

Operating ...............................................................  $44 million 

 

Year of Expenditure Dollars (Average Annual through Year 2035) 

Arterial Street and Highway  

Capital ....................................................................  $318 million 

Operating ...............................................................  $14 million 

Public Transit  

Capital ....................................................................  $51 million 

Operating ...............................................................  $80 million 
 
Source: SEWRPC.
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Table 35 
 

YEAR 2035 REGIONALTRANSPORTATION PLAN: VISION PROJECTS NOT 
INCLUDED IN REGIONAL TRANSPORTATION PLAN:  FISCALLY CONSTRAINED 

 

Freeway Reconstruction 

  Reconstruction of IH 94 between STH 16 and the Waukesha/Jefferson County Line, including the planned reconstruction with 
additional lanes of IH 94 between STH 83 and CTH SS 

  Reconstruction of IH 43 between STH 60 and the Ozaukee/Sheboygan County Line, including the planned reconstruction with 
additional lanes of IH 43 between STH 60 and the IH 43/STH 57 interchange 

  Reconstruction of IH 43 between Moorland Road (CTH O) and the Walworth/Rock County Line, including the planned 
reconstruction with addition lanes of IH 43 between Moorland Road (CTH O) and Racine Avenue (CTH Y) 

  Reconstruction of the IH 794 Lake Interchange 

  Reconstruction with additional traffic lanes of USH 41/USH 45 between the North Interchange and the Richfield Interchange 

  Reconstruction of USH 41 between the Richfield Interchange and the Washington/Dodge County Line 

  Reconstruction of USH 41 between the Stadium Interchange and Lisbon Avenue 

  Reconstruction of USH 45 between the Richfield Interchange and CTH D 

  Reconstruction of STH 16 between IH 94 and STH 67 

  Reconstruction of STH 145 between USH 45 and Hampton Avenue 

  

Arterial Capacity Expansion 

  Extension of Lake Parkway from Edgerton Avenue to STH 100 

  

Public Transit 

  Expansion of rapid transit service beyond 2012 levels 

  Expansion of express bus service beyond 2012 levels without corresponding cuts in local transit service 

  Potential reduction (with the exception of the implementation of the Milwaukee streetcar project), rather than improvement and 
expansion, to local transit service 

  Increase of transit fares above inflation 

 
Source: SEWRPC. 
 
 
 
 
 
 
 
The expected funding gap between the estimated costs of the transit recommendations of the Year 2035 Regional 
Transportation Plan – Vision and the existing and reasonably expected revenues available to implement the plan 
is expected to result in a lack of implementation of the improvement and expansion of public transit proposed in 
the Vision plan, and as well reductions in the current transit service and a potential increase in transit fares above 
the rate of inflation. There has been already a reduction in transit service levels from the 69,000 vehicle-miles of 
transit operating on average weekday in existing year 2005 (the base year of the adopted year 2035 regional 
transportation plan) to 61,000 vehicle-miles of transit operating in 2012, a reduction of about 11 percent. Based 
on the fiscally-constrained plan, it would be expected that there would be about an 11 percent further reduction in 
transit service from 2012 service levels to 54,100 vehicle-miles of transit operating by the year 2035. Further, the 
fiscally-constrained transit plan assumed that transit fares would increase at about 3.5 percent annually, somewhat 
greater than the current rate of inflation of 2.5 percent experienced from 2006—the year the plan was adopted—to 
2012. The reduction in transit service levels of about 11 percent from existing service levels would be expected to 
be achieved through reductions in service frequency. Map 31 shows the existing year 2012 routes and service 
areas for the public transit systems in Southeastern Wisconsin, which now represent the transit system in the Year 
2035 Regional Transportation Plan – Fiscally Constrained. 
 
Tables 36 and 37 compare the estimated costs of the Year 2035 Regional Transportation Plan: Fiscally 
Constrained to estimated existing and reasonably expected revenues. 
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Table 36 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 FISCALLY CONSTRAINED  
REGIONAL TRANSPORTATION SYSTEM PLAN IN 2012 CONSTANT DOLLARS: 2015 THROUGH 2035a 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)b  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $285 
Other .................................................................................................................................................................................  362 

Subtotal $647 
Operating..............................................................................................................................................................................  80 

Subtotal $727 
Transit System  

Capital ..................................................................................................................................................................................  $  22 
Operatingc ............................................................................................................................................................................  118 

Subtotal $140 
Total $867 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)b  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $275 
Other ....................................................................................................................................................................................  401 

Subtotal $676 
Highway Operating (State/Local) ..............................................................................................................................................  76 

Subtotal $752 
Transit Capital  

Federal .................................................................................................................................................................................  $  18 
Local .....................................................................................................................................................................................  4 

Subtotal $  22 
Transit Operating  

Federal .................................................................................................................................................................................  $  16 
State .....................................................................................................................................................................................  78 
Local .....................................................................................................................................................................................  24 

Subtotal $118 
Subtotal $140 

Total $892 
 
aAll cost and revenue figures in this table are expressed in constant 2012 dollars. 
 
bThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. The fiscally constrained freeway 
system capital costs include the estimated cost to resurface the existing freeway system, as needed, and the estimated cost to rebuild those segments of the 
existing freeway system, which can be expected to be completed by the year 2035 and within the within reasonably expected revenues available, as shown in 
Table A-3, to modern design standards, estimated at $4.5 billion or $214 million per year; the estimated incremental cost to rebuild 87 miles of the freeway system 
with additional lanes at $964 million or $46 million per year; the estimated cost of two new freeway interchanges and the conversion of two half interchanges to full 
interchanges at $132 million; and the estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater at $417 million. Surface arterial capital 
costs include the costs of the estimated necessary resurfacing and reconstruction of the 3,114 miles of surface arterials which will require preservation of capacity 
over the plan design period, the estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface arterials, and the 
estimated costs of new construction of 60 miles of surface arterials. The estimated costs of resurfacing and reconstruction are based on the estimated lifecycle of 
existing surface arterials, and includes reconstruction of about 30 percent of surface arterials, two resurfacings of about 25 percent of surface arterials, and one 
resurfacing of about 45 percent of surface arterials. Unit costs for surface arterial resurfacing, reconstruction, widening, and new construction vary by cross-section 
from $0.3 to $14 million per mile (rural or urban, divided or undivided, and number of traffic lanes) and are based upon actual project costs over the past several 
years. The estimated capital cost of surface arterials is $303 million per year, including $244 million for preservation (resurfacing and reconstruction) and $59 
million for new arterials and arterials reconstructed with additional traffic lanes. The major arterial capacity expansion projects presented in Table A-4 represent 
about 52 percent, or $29.1 million of the total $56 million annual cost of planned surface arterial capacity expansion. Transit system capital costs include 
preservation of the existing transit system, including bus replacement on a 15 year schedule, and replacement of fixed facilities, and costs of system improvement 
and expansion including needed additional buses and facility expansion. 
 
Highway system operating (and maintenance) costs are based on estimated actual state and local highway system operating costs and verified by application of 
estimated unit lane-mile costs. Planned highway system operating costs are increased from estimated existing costs based on the proposed increase in the plan in 
arterial highway system lane-miles. Transit system operating (and maintenance) costs are based on existing estimated actual costs and unit costs based on 
service vehicle-miles and vehicle-hours. Planned transit system operating costs have been decreased from existing system operating costs based on the requisite 
decrease in in transit service vehicle-miles and vehicle-hours to match reasonably expected revenues available.  
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State maintaining estimated year 2015 funding levels through the year 2035 with inflation at 2.5 percent. 
 
dNet operating cost (total operating costs less fare-box revenue). 
 
Source: SEWRPC. 
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Table 37 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 FISCALLY CONSTRAINED  
REGIONAL TRANSPORTATION SYSTEM PLAN BASED ON YEAR OF EXPENDITURE: 2015 THROUGH 2035 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)a  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $   366 
Other .................................................................................................................................................................................  504 

Subtotal $   870 
Operating..............................................................................................................................................................................  111 

Subtotal $   981 
Transit System  

Capital ..................................................................................................................................................................................  $     29 
Operatingb ............................................................................................................................................................................  118 

Subtotal $   147 
Total $1,129 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)a  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $   351 
Other ....................................................................................................................................................................................  531 

Subtotal $   882 
Highway Operating (State/Local) ..............................................................................................................................................  97 

Subtotal $   979 
Transit Capital  

Federal .................................................................................................................................................................................  $     25 
Local .....................................................................................................................................................................................  4 

Subtotal $     29 
Transit Operating  

Federal .................................................................................................................................................................................  $     18 
State .....................................................................................................................................................................................  105 
Local .....................................................................................................................................................................................  30 

Subtotal $   153 
Subtotal $   182 

Total $1,161 
 
aThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. The fiscally constrained freeway 
system capital costs include the estimated cost to rebuild those segments of the existing freeway system, which can be expected to be completed by the year 
2035 and within the within reasonably expected revenues available, as shown in Table A-3, to modern design standards, the estimated incremental cost to rebuild 
87 miles of the freeway system with additional lanes, the estimated cost of two new freeway interchanges and the conversion of two half interchanges to full 
interchanges, and the estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater. Surface arterial capital costs include the costs of the 
estimated necessary resurfacing and reconstruction of the 3,114 miles of surface arterials which will require preservation of capacity over the plan design period, 
the estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface arterials, and the estimated costs of new construction 
of 60 miles of surface arterials. The capital cost of the plan was based on equal annual expenditures of funds, in constant dollars, over the 21-year period. The 
operating costs for both the arterial street and highway system and transit system were based on equally increasing annual costs, in constant dollars, over the 21-
year period. The conversion of year 2012 constant dollar cost to year of expenditure cost is based upon a price inflation of 2.5 percent. 
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State maintaining estimated year 2015 funding levels through the year 2035 with inflation at 2.5 percent. 
 
bNet operating cost (total operating costs less fare-box revenue). 
 
Source: SEWRPC. 
 
 
 
Principal Differences between Year 2035 Regional Transportation Plan:  
Vision and Fiscally Constrained Plans 
 
These are three principal differences between Vision and Fiscally Constrained 2035 plans. 

 Amount of freeway system reconstruction accomplished by year 2035 

− Vision Plan – 254 miles (including the widening of 114 miles of the existing freeway system in 
Southeastern Wisconsin). 
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− Fiscally Constrained Plan - 90 miles (including the widening of 87 miles of the existing freeway in 
Southeastern Wisconsin). 

Under the Vision Plan, the entire freeway system would be reconstructed by 2035. 

 Amount of surface arterials to be reconstructed with additional traffic lanes or newly constructed by the 
year 2035. 

− Vision Plan – 262 miles. 

− Fiscally Constrained Plan – 256 miles. 

 Public Transit Improvement and Expansion 

− Vision Plan – 76,300 additional weekday vehicle-miles of transit service representing a 125 percent 
expansion from year 2012 service levels. 

− Fiscally Constrained Plan – the reduction of 6,900 weekday vehicle-miles of service representing 
an 11 percent decline from 2012 service levels. 

 
CONSEQUENCES OF NOT BEING ABLE TO IMPLEMENT THE YEAR 2035  
REGIONAL TRANSPORTATION PLAN DUE TO CURRENT FISCAL CONSTRAINTS 

 
Not implementing the year 2035 regional transportation plan due to the limitations of current transportation 
revenues may have negative consequences for Southeastern Wisconsin: 

 Traffic congestion and travel delays may be expected to increase, and travel reliability may decrease, as 
highway capacity improvements are deferred and delayed and public transit is not improved and 
expanded in the Region’s most heavily travelled corridors, urban areas, and activity centers. 

 Transportation-related energy consumption and air pollutant emissions may be greater as a result of 
increased traffic congestion and a lack of improvement and expansion of public transit. 

 Emergency repairs and inefficient pavement maintenance may be required on the freeway system as 
segments of freeway and freeway bridges reach the end of their service life and funding does not permit 
their reconstruction. 

 For the estimated 10 percent of Region residents who are unable to use, or cannot afford an automobile, 
mobility and access to the Region may be limited, including with respect to jobs, health care, education, 
grocery shopping, and other basic travel needs.  

 Costs of public infrastructure and services, and the taxes necessary to support them, may be higher as 
improved and expanded public transit would not be available to support and promote more efficient 
higher density development. 

 
All of these consequences of not implementing the year 2035 regional transportation plan may negatively impact 
economic growth in Southeastern Wisconsin and the quality of life of its residents. Future projections indicate that 
soon the Region will no longer be able to support economic growth with internal growth of the Region’s labor 
force. Rather, there will be a need for population and labor force to in-migrate, or choose to locate in Southeastern 
Wisconsin if the Region is to experience even a modest growth in jobs. More severe traffic congestion, an 
inability to sustain and expand public transit service, and inefficient transportation and infrastructure expenditures 
may be obstacles to attracting labor force and business growth to Southeastern Wisconsin. This points to the need 
to achieve the transportation funding necessary to achieve the year 2035 regional transportation plan. The 
Commission’s VISION 2050 effort may be expected to further address transportation needs and funding in 
Southeastern Wisconsin. 
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Appendix A 
 

YEAR 2035 REGIONAL TRANSPORTATION PLAN: 
FISCALLY CONSTRAINED ESTIMATED COSTS AND 

ATTENDANT REVENUES 
 
INTRODUCTION 
 
The estimated arterial street and highway system and transit system costs include all capital costs and operating 
and maintenance costs. The estimated costs include the necessary costs, such as arterial street resurfacing and 
reconstruction and transit system bus replacement, and the estimated costs of the transportation system 
improvement and expansion recommended under the fiscally constrained plan. Table 36 and 37 of this report—
and repeated as Table A-1 and A-2 of this appendix—present a comparison of the estimated costs attendant to 
implementation of the fiscally constrained regional transportation plan, and the estimated revenues available to 
fund plan implementation. As noted in Chapter VI, the estimated costs of implementing the Year 2035 Regional 
Transportation Plan: Vision exceeds the existing and reasonably expected revenues available to implement the 
plan (Tables 30 and 31). 
 
The gap in funding significantly affects implementation of both highway and transit projects identified in the Year 
2035 Regional Transportation Plan: Vision. The implications of the funding gap for the highway element of the 
plan differs from the transit element as highway expenditures are largely capital expenditures and transit 
expenditures are largely operating expenditures. The effect on the highway element is a deferral or delay in capital 
projects being implemented, primarily a reduction in the amount of the freeway system that can be reconstructed 
by the year 2035. The principal effect on the transit element is not only a lack of the transit improvement and 
expansion identified in the plan, but reductions in current transit service as well and continued increases in transit 
fares above inflation rates.  This appendix provides detail attendant to those estimated costs and revenues for the 
fiscally constrained year 2035 regional transportation plan (Tables A-1 and A-2). 
 
FISCALLY CONSTRAINED PLAN CAPITAL COSTS 
 
A principal element of the plan cost is the construction, or capital, cost of major projects in the fiscally 
constrained plan. Major projects for the arterial street and highway system are defined as projects of higher cost 
(shown on Map A-1). These major projects include those segments of the freeway system as shown in Table A-3 
and new surface arterial construction and existing surface arterial reconstruction of four or more miles in length, 
as shown in Table A-4, which can be implemented within reasonably expected revenues available. 
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Table A-1 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 FISCALLY CONSTRAINED  
REGIONAL TRANSPORTATION SYSTEM PLAN IN 2012 CONSTANT DOLLARS: 2015 THROUGH 2035a 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)b  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $285 
Other .................................................................................................................................................................................  362 

Subtotal $647 
Operating..............................................................................................................................................................................  80 

Subtotal $727 
Transit System  

Capital ..................................................................................................................................................................................  $  22 
Operatingc ............................................................................................................................................................................  118 

Subtotal $140 
Total $867 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)b  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $275 
Other ....................................................................................................................................................................................  401 

Subtotal $676 
Highway Operating (State/Local) ..............................................................................................................................................  76 

Subtotal $752 
Transit Capital  

Federal .................................................................................................................................................................................  $  18 
Local .....................................................................................................................................................................................  4 

Subtotal $  22 
Transit Operating  

Federal .................................................................................................................................................................................  $  16 
State .....................................................................................................................................................................................  78 
Local .....................................................................................................................................................................................  24 

Subtotal $118 
Subtotal $140 

Total $892 
 
aAll cost and revenue figures in this table are expressed in constant 2012 dollars. 
 
bThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. The fiscally constrained freeway 
system capital costs include the estimated cost to resurface the existing freeway system, as needed, and the estimated cost to rebuild those segments of the 
existing freeway system, which can be expected to be completed by the year 2035 and within the within reasonably expected revenues available, as shown in 
Table A-3, to modern design standards, estimated at $4.5 billion or $214 million per year; the estimated incremental cost to rebuild 87 miles of the freeway system 
with additional lanes at $964 million or $46 million per year; the estimated cost of two new freeway interchanges and the conversion of two half interchanges to full 
interchanges at $132 million; and the estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater at $417 million. Surface arterial capital 
costs include the costs of the estimated necessary resurfacing and reconstruction of the 3,114 miles of surface arterials which will require preservation of capacity 
over the plan design period, the estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface arterials, and the 
estimated costs of new construction of 60 miles of surface arterials. The estimated costs of resurfacing and reconstruction are based on the estimated lifecycle of 
existing surface arterials, and includes reconstruction of about 30 percent of surface arterials, two resurfacings of about 25 percent of surface arterials, and one 
resurfacing of about 45 percent of surface arterials. Unit costs for surface arterial resurfacing, reconstruction, widening, and new construction vary by cross-section 
from $0.3 to $14 million per mile (rural or urban, divided or undivided, and number of traffic lanes) and are based upon actual project costs over the past several 
years. The estimated capital cost of surface arterials is $303 million per year, including $244 million for preservation (resurfacing and reconstruction) and $59 
million for new arterials and arterials reconstructed with additional traffic lanes. The major arterial capacity expansion projects presented in Table A-4 represent 
about 52 percent, or $29.1 million of the total $56 million annual cost of planned surface arterial capacity expansion. Transit system capital costs include 
preservation of the existing transit system, including bus replacement on a 15 year schedule, and replacement of fixed facilities, and costs of system improvement 
and expansion including needed additional buses and facility expansion. 
 
Highway system operating (and maintenance) costs are based on estimated actual state and local highway system operating costs and verified by application of 
estimated unit lane-mile costs. Planned highway system operating costs are increased from estimated existing costs based on the proposed increase in the plan in 
arterial highway system lane-miles. Transit system operating (and maintenance) costs are based on existing estimated actual costs and unit costs based on 
service vehicle-miles and vehicle-hours. Planned transit system operating costs have been decreased from existing system operating costs based on the requisite 
decrease in in transit service vehicle-miles and vehicle-hours to match reasonably expected revenues available.  
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State maintaining estimated year 2015 funding levels through the year 2035 with inflation at 2.5 percent. 
 
dNet operating cost (total operating costs less fare-box revenue). 
 
 
Source: SEWRPC. 
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Table A-2 
 

AVERAGE ANNUAL COSTS AND REVENUES ASSOCIATED WITH THE YEAR 2035 FISCALLY CONSTRAINED  
REGIONAL TRANSPORTATION SYSTEM PLAN BASED ON YEAR OF EXPENDITURE: 2015 THROUGH 2035 

 

Cost or Revenue Item 2035 Plan 
Transportation System Cost (average annual 2015-2035 expressed as millions of dollars)a  

Arterial Street and Highway System  
Capital  

Freeway Reconstruction ...................................................................................................................................................  $   366 
Other .................................................................................................................................................................................  504 

Subtotal $   870 
Operating..............................................................................................................................................................................  111 

Subtotal $   981 
Transit System  

Capital ..................................................................................................................................................................................  $     29 
Operatingb ............................................................................................................................................................................  118 

Subtotal $   147 
Total $1,129 

Transportation System Revenues (average annual 2015-2035 expressed as millions of dollars)a  
Highway Capital (Federal/State/Local)  

Freeway Reconstruction .......................................................................................................................................................  $   351 
Other ....................................................................................................................................................................................  531 

Subtotal $   882 
Highway Operating (State/Local) ..............................................................................................................................................  97 

Subtotal $   979 
Transit Capital  

Federal .................................................................................................................................................................................  $     25 
Local .....................................................................................................................................................................................  4 

Subtotal $     29 
Transit Operating  

Federal .................................................................................................................................................................................  $     18 
State .....................................................................................................................................................................................  105 
Local .....................................................................................................................................................................................  30 

Subtotal $   153 
Subtotal $   182 

Total $1,161 
 
aThe estimated arterial street and highway system and transit system costs include all capital costs and operating and maintenance costs. The estimated costs 
include the necessary costs to preserve the existing transportation system such as arterial street resurfacing and reconstruction and transit system bus 
replacement, and the estimated costs of the transportation system improvement and expansion recommended under the plan. The fiscally constrained freeway 
system capital costs include the estimated cost to rebuild those segments of the existing freeway system, which can be expected to be completed by the year 
2035 and within the within reasonably expected revenues available, as shown in Table A-3, to modern design standards, the estimated incremental cost to rebuild 
87 miles of the freeway system with additional lanes, the estimated cost of two new freeway interchanges and the conversion of two half interchanges to full 
interchanges, and the estimated cost of the extension of the USH 12 freeway from Elkhorn to Whitewater. Surface arterial capital costs include the costs of the 
estimated necessary resurfacing and reconstruction of the 3,114 miles of surface arterials which will require preservation of capacity over the plan design period, 
the estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface arterials, and the estimated costs of new construction 
of 60 miles of surface arterials. The capital cost of the plan was based on equal annual expenditures of funds, in constant dollars, over the 21-year period. The 
operating costs for both the arterial street and highway system and transit system were based on equally increasing annual costs, in constant dollars, over the 21-
year period. The conversion of year 2012 constant dollar cost to year of expenditure cost is based upon a price inflation of 2.5 percent. 
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local expenditures over the last several years. Transit 
Federal capital and operating revenues are based on historic expenditures over the last several years, and assessment of available Federal formula and program 
funds. State transit revenues are based on the State maintaining estimated year 2015 funding levels through the year 2035 with inflation at 2.5 percent. 
 
bNet operating cost (total operating costs less fare-box revenue). 
 
Source: SEWRPC. 
 
 
The fiscally constrained freeway system capital costs (in year of expenditure dollars) include the estimated cost to 
resurface the existing freeway system, as needed, and the estimated cost to rebuild 90 miles, or approximately 35 
percent of the 254 miles of freeway system reconstruction included in the Year 2035 Regional Transportation 
Plan: Vision. The 90 miles of the freeway system reconstruction identified in Table A-3 are those segments which 
can reasonably be expected to be completed by the year 2035 and within the within reasonably expected revenues 
available. Reconstruction of the 90 miles of freeway system to modern design standards is estimated at $5.4 
billion or $256 million per year; the estimated incremental cost to reconstruct 87 miles of the freeway system with 
additional lanes at $2.2 billion or $104 million per year; the estimated cost of two new freeway interchanges and 
the conversion of two half interchanges to full interchanges at $175 million; and the estimated cost of the 
extension of the USH 12 freeway from Elkhorn to Whitewater at $594 million.  
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Table A-3 
 

ESTIMATED COST AND POTENTIAL SCHEDULE OF FREEWAY 
RECONSTRUCTION WITHIN SOUTHEASTERN WISCONSIN: 2015-2035a 

 

Period 
Completed and 
Open to Traffic Facility Limits of Project 

Estimated Cost Estimated 
Funding— 

Year of 
Expenditure 

Dollars 
(millions) 

Year 2012 
Constant 
Dollars 

(millions)b 

Year of 
Expenditure 

Dollars 
(millions)b 

2015 to 2020 IH 794c Lake Interchange to Carferry Dr. (Including 
Lakefront Gateway Interchange Reconfiguration) 56.9 58.4  

Zoo Interchangec 124th St. to 70th St. & Lincoln Ave. to North Ave. 904.3 986.9  
Subtotal 961.2 1,045.3 1,804.8 

2021 to 2025 IH 94c Illinois to Mitchell Interchange 512.1 580.5  
IH 94 70th Street to 16th Street (Including Stadium 

Interchange) 1,054.7 1,252.6  
IH 43 Silver Spring Dr. to STH 60 463.8 558.6  

Subtotal 2,030.6 2,391.7 1,676.8 
2026 to 2030 IH 43, IH 43/894, &  

IH 894 
Lincoln Avenue to 27th Street, Moorland Road to 
Hale Interchange (Including Hale Interchange) 826.6 1,068.5  

IH 43 Howard to Marquette Interchange 499.6 697.8  
IH 43 Marquette Interchange to Silver Spring 439.5 620.5  
USH 12 STH 67 to Rock County Line 417.3 597.4  

Subtotal 2,183.0 2,984.2 1,851.3 
2031 to 2035 IH 94 STH 16 to 124TH 442.8 673.2  

USH 45 Burleigh to North Interchange 377.0 593.8  
Subtotal 819.8 1,267.0 2,044.0 

Total 5,994.6 7,688.5 7,376.9 
 
aProjects beyond the year 2021 are subject to change based on a freeway prioritization effort currently being conducted by the Wisconsin Department of 
Transportation. 
 
bConstant dollar and year of expenditure cost estimates for projects are reported in the period that the project is expected to be completed and open to 
traffic. Actual project expenditures will occur over multiple years and could extend over multiple periods dependent on the scope and complexity 
attendant to each project. 
 
cProject is currently underway. Only those construction costs programmed for years 2015 through 2035 included. 
 
Source: Wisconsin Department of Transportation and SEWRPC. 
 

 
Surface arterial capital costs include the costs of the estimated necessary resurfacing and reconstruction of the 
3,114 miles of surface arterials which will require preservation of capacity over the plan design period, the 
estimated costs of reconstruction and widening with additional traffic lanes of about 192 miles of surface arterials, 
and the estimated costs of new construction of 60 miles of surface arterials. The estimated costs of resurfacing and 
reconstruction are based on the estimated lifecycle of existing surface arterials, and includes reconstruction of 
about 30 percent of surface arterials, two resurfacings of about 25 percent of surface arterials, and one resurfacing 
of about 45 percent of surface arterials. Unit costs for surface arterial resurfacing, reconstruction, widening, and 
new construction vary by cross-section from $0.3 to $14 million (2012 dollars) per mile (rural or urban, divided 
or undivided, and number of traffic lanes) and are based upon actual project costs over the past several years. The 
estimated capital cost (in year of expenditure dollars) of surface arterials is $419 million per year, including $341 
million for preservation (resurfacing and reconstruction) and $78 million for new arterials and arterials 
reconstructed with additional traffic lanes. The major arterial capacity expansion projects presented in Table A-4 
represent about 48 percent or $37 million of the total $78 million annual cost of planned surface arterial capacity 
expansion.  
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Table A-4 
 

ESTIMATED COST AND POTENTIAL SCHEDULE OF MAJOR 
SURFACE ARTERIAL CONSTRUCTION AND RECONSTRUCTION PROJECTSa,c 

 

Period 
Completed and 
Open to Traffic County Facility Limits of Project 

Cost 
(Millions 

2012 
Dollars)b 

Cost 
(Millions 
Year of 

Expenditure 
Dollars) Mileage 

2015 to 2020 Milwaukee STH 241 College Ave. to Racine County 
Line 63.3 - - 6.0  

Waukesha Pilgrim Road USH 18 to Lisbon Rd. 31.3 - - 4.8  
Waukesha Springdale Rd./Town Line Rd. 

extension 
CTH JJ to Weyer Rd. 

30.4 - - 4.7  
Waukesha CTH Y CTH L to College Avenue and 

Hickory Trail to Downing Dr. 25.9 - - 6.0  
Waukesha STH 83 (part) CTH DE to USH 18 8.3 - - 1.8  
Waukesha STH 164 (part) Howard Lane to CTH Q  16.2 - - 3.5  
Waukesha STH 190 STH 16 to Brookfield Rd. 28.7 - - 5.4  
Waukesha Waukesha West Bypass IH 94 to STH 59 33.1 - - 5.1  

Subtotal 237.3 272.1 37.3  

2021 to 2025 Kenosha STH 50 IH 94 to 39th Ave. 53.2  - - 4.8  
Milwaukee  USH 45/STH 100 Rawson Avenue to 60th St. 33.4  - - 4.8  
Ozaukee and 
Washington 

 STH 167 STH 181 to STH 145 
21.1  - - 4.6  

Ozaukee STH 181 STH 167 to Bridge Street 25.9  - - 5.5  
Racine STH 20 IH 94 to Oaks Rd. 29.0  - - 4.5  
Waukesha STH 83 (part)  Mariner Dr. to STH 16 16.6  - - 3.6  
Waukesha CTH D (part)  Milwaukee County line to 

Calhoun Rd.  19.5  - - 3.0  
Waukesha STH 83 (part) USH 18 to Phylis Pkwy. 11.1  - - 2.4  

Subtotal 209.8  275.5 33.2  

2026 to 2030 Kenosha STH 83 STH 50 to Illinois State line 30.0  - - 5.1  
Milwaukee 
and Racine 

STH 32 STH 100 to Five Mile Rd. 
22.7  - - 5.1  

Walworth STH 50 IH 43 to CTH F (south) 27.6  - - 4.3  
Waukesha CTH D (part) Calhoun Rd. to STH 59/164 15.7  - - 3.8  

Subtotal 95.9  142.5 18.3  

2031 to 2035 Kenosha STH 50 (part) 39th Ave. to 63rd St. 7.8  - - 1.5  
Milwaukee 
and Racine 

STH 38 (part) Oakwood Rd. to Six Mile Rd. 
and Five Mile Rd. to CTH K 30.0  - - 6.1  

Racine STH 38  Six Mile Road to UP Railroad 14.2  - - 2.6  
Washington STH 164 (part) CTH Q to STH 167 16.6  - - 4.0  

Subtotal 68.6  92.2  14.20  

Total 611.6  782.2  103.00  
 
aMajor projects include those projects involving new construction or widening with a cumulative length of four or miles. 
 
bCost of Construction does not include the cost of right-of-way required for the project. 
 
cThe schedule shown in this table represents an estimate of the timing of construction and reconstruction for the purposes of comparison of costs and 
revenues, and is not a recommendation for the schedule of construction and reconstruction. Such a schedule can only be developed by the responsible 
implementing agency and will necessarily entail frequent updating, for example, due to pavement and structure condition. 
 
Source: SEWRPC. 
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With regard to the planned transit system included in the fiscally constrained regional transportation plan, future 
reasonably expected revenues available do not support the costs of the existing transit service levels and, as such, 
transit system capital costs are based on an 11 percent reduction in transit service vehicle-miles and vehicle hours 
from existing year 2012 transit service levels (necessary to balance estimated costs to reasonably expected 
revenue estimates), bus replacement on a 15 year schedule, and replacement of fixed facilities. The only major 
project for transit included in the fiscally constrained year regional transportation plan is the City of Milwaukee 
streetcar project. The streetcar project costs (in year of expenditure dollars) and revenues included in the fiscally 
constrained plan are based on capital and operating costs identified in an environmental assessment completed in 
October 2011. The estimated construction cost for the streetcar project is $65 million.  
 
FISCALLY CONSTRAINED PLAN OPERATING COSTS 
 
Existing highway system operating (and maintenance) costs are based on estimated actual state and local highway 
system operating costs and verified by application of estimated unit lane-mile costs. Planned highway system 
operating costs are increased from estimated existing costs based on the proposed increase in the plan in arterial 
highway system lane-miles. Transit system operating (and maintenance) costs are based on existing estimated 
actual costs and unit costs based on service vehicle-miles and vehicle-hours. Planned transit system operating 
costs have been decreased from existing system operating costs based on the requisite decrease in in transit 
service vehicle-miles and vehicle-hours to match reasonably expected revenues available. The only major project 
for transit included in the fiscally constrained year regional transportation plan is the City of Milwaukee streetcar 
project. The streetcar estimated average annual net operating cost for the streetcar project is $2.4 million. 
 
REGIONAL TRANSPORTATION PLAN REVENUES: FISCALLY CONSTRAINED 
 
Highway Federal, state, and local capital and operating revenues are based on estimated Federal, state, and local 
expenditures over the last several years. Transit Federal capital and operating revenues are based on historic 
expenditures over the last several years, and assessment of available Federal formula and program funds. Tables 
A-5 and A-6 present the estimates of revenue and the basis for those estimates. 
 
With regard to the Milwaukee Streetcar project, the estimated construction cost of $65 million would be utilizing 
85 percent Federal Interstate Cost Estimate funding with the remaining 15 percent covered by City of Milwaukee 
Tax Incremental Finance funding. The estimated average annual net operating cost of $2.4 million for the 
Milwaukee Streetcar project is expected to use approximately 21 percent Federal funding and the remaining 79 
percent would use a combination of streetcar sponsorships and City of Milwaukee parking revenues. 
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Table A-5 
 

ESTIMATE OF YEAR 2035 PLAN ARTERIAL STREET AND HIGHWAY REVENUES 
 

Federal and State Capital Funding 

 Assessment of Historic Statewide Funding 

  Major Highway Development 

 − 2013 - $372 million 

 − 2008-2013 – 5.7 percent annual increase 

 − 2003-2013 – 4.5 percent annual increase 

  State Highway Rehabilitation 

 − 2013 - $824 million 

 − 2008-2013 – 4.0 percent annual increase 

 − 2003-2013 – 3.9 percent annual increase 

  Local Roads and Bridges 

 − 2013 - $181 million 

 − 2008-2013 – 0.7 percent annual increase 

 − 2003-2013 – no change 

  Southeastern Wisconsin Freeway Megaproject 

 − 2013-2015 State budget provides an annual $275 million 

 − 2008-2013 $260 million annual average 

 − 2003-2013 - $245 million average annual funding 

 The 2011 Wisconsin Act 32 eliminated the Southeastern Wisconsin freeway rehabilitation program and initiated the Southeast Wisconsin 
Freeway Megaproject program. 

 Conclusion – 2035 Plan 

 2013 Constant  
Dollar Funding 

Year of Expenditure  
Average Annual Increase 

 

 Major Highway Development $   370 million 2.5 percent  

 State Highway Rehabilitation 820 2.5 percent  

 Local Roads and Bridges 180 1 percent  

 Southeastern Wisconsin Freeway Megaproject 275 2 percent  

 Total $1,645 million   

 The average annual increase is based on Wisconsin Department of Transportation assumptions of future transportation revenues. 

Southeastern Wisconsin Share of State Revenues 

 Southeastern Wisconsin represents approximately 35 percent of the State in population, employment, income, and assessed value, and about 30 
percent of vehicle-miles of travel. In the years after freeway system construction, and before freeway system reconstruction, Southeastern Wisconsin 
received about 25 to 30 percent of all State highway system revenues. To estimate Southeastern Wisconsin’s share of State revenues, Option 1 
allocates all Southeast Freeway Rehabilitation funds to Southeast Wisconsin and 25 percent of all other funds to Southeastern Wisconsin. Option 2 
allocates 30 percent of all funds to Southeastern Wisconsin. 

 Option 1 

  $275 + ($1,370 x 0.25) = $618 million 

 Option 2 

  $1,645 x 0.30 = $493 million 

 Conclusion 

   $618 million Federal and State annual highway revenue in 2013 constant dollars (2.0 percent annual increase year of expenditure) 

Local Capital 

  Estimate of annual revenue based upon local arterial highway annual expenditure – $43 million (2 percent annual increase year of expenditure) 

Local Transportation Aids (Capital) 

  Estimate of annual general transportation aids Attendant to estimated local highway capital expenditure – $15 million (2.5 percent annual 
increase year of expenditure) 

Operating and Maintenance Funding 

 State 

 Assessment of Historic Funding 

  $41 million annually 

 Conclusion – 2035 Plan 

  $41 million annually (2 percent annual increase year of expenditure) 

 Local 

 Assessment of Historic Funding 

  $34 million annually 

 Conclusion – 2035 Plan 

  $34 million annually  (2 percent annual increase year of expenditure) 

 
Source: Transportation Budget Trends – 2012-2013 (Wisconsin Department of Transportation) and SEWRPC. 
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Table A-6 
 

ESTIMATE OF YEAR 2035 PLAN TRANSIT REVENUES (FIXED ROUTE BUS SYSTEMS) 
 

ESTIMATE OF YEAR 2012 CONSTANT DOLLAR ANNUAL FUNDING 

Federal 
 Assessment of Historic Funding 
  Operating - $27.1 million (2011) 
 $29.5 million – (2007-2011) 
  Capital - $13.0 million (2007-2011) 
 Assessment of Funding Sources 
  Milwaukee Section 5307 formula funds - $19.4 – 20.9 million (2001-2013) 
  Racine and Kenosha 5307 operating funds - $2.3 - $4.8 million (2001-2013) 
  Other – (FTA 5310 - $2 million 
  FTA 5339 - $3 million 
  FHWA CMAQ - $6 million) 
  Planned increase in bus miles of service and ridership could result in additional $11 million of FTA 5307 and 5339 formula funds by 2035 
  City of Milwaukee Streetcar 
 − Capital 
  $55 million Federal Interstate Cost Estimate funding ($2.6 million average annual) 
 − Operating 
  CMAQ - $3.2 million ($152,000 average annual) 
  FTA 5307 – $270,500 beginning in 2019 ($191,000 average annual) 
  FTA 5337-  $143,600 beginning in 2024 ($64,000 average annual) 
 Conclusion 
 2035 Vision Plan 
  $30 million operating 
  $17 million capital 
 2035 Fiscally Constrained Plan 
  $16 million operating 
  $18 million capital 

State 
 Assessment of Historic Operating Funding 
  44.1 percent of operating cost  - $78 million (2013) 
  45.7 percent of total operating cost (2011) - $87.8 million 
  41.6 percent of total operating cost (average 2007-2011) - $78.83 million 
 Conclusion 
 2035 Vision Plan 
  42 percent of total operating cost 
 2035 Fiscally Constrained Plan 
  $78 million operating 

Local 

 Assessment of Operating Funding 
  $22.7 million (2011) 
  $25.2 million (average 2007-2011) 
  $1.3 million average annual parking revenue – City of Milwaukee Streetcar 
 Conclusion 
 2035 Vision Plan  
  $31 million operating 
 Fiscally Constrained Plan 
  $24 million operating 
 Assessment of Capital Funding 
  $3.2 million (2011) 
  $2.0 million (average 2007-2011) 
  $10 million tax incremental finance funds ($437,000 average annual) – City of Milwaukee Streetcar 
 Conclusion 
 2035 Vision Plan  
  $5 million capital 
 2035 Fiscally Constrained Plan 
  $3.6 million capital 

 



132 

Table A-6 (continued) 
 

ESTIMATE OF ANNUAL INCREASE IN FUNDING FOR YEAR OF EXPENDITURE REVENUES 

Federal 

 Assessment of Historic Funding 

 FTA Section 5307 Milwaukee Area 

  0.7 percent annual increase (2001-2011) 

  2 percent annual increase (2007-2011) 

 FTA Section 5307 Kenosha and Racine 

  7.5 percent annual increase (2001-2011) 

  2.2 percent annual increase (2007-2011) 

 Conclusion 

  2 percent annual increase 

State 

 Assessment of Historic Operating Funding 

  45.7 percent of total operating cost (2011) 

  41.6 percent of total operating cost (average 2007-2011) 

 Conclusion 

 2035 Vision Plan 

  42 percent of total operating cost 

 2035 Fiscally Constrained Plan 

  $78 million (2.5 percent annual increase year of expenditure 

Local 

 Assessment of Historic Funding 

  1.0 percent annual increase (2001-2011 operating) 

  -2.5 percent annual increase (2007-2011 operating) 

 Conclusion 

  1.5 percent annual increase 

 Average Fares 

  4.7 percent annual increase (2001-2012) 

  3.0 percent annual increase (2006-2012) 

 Conclusion 

 2035 Vision Plan 

  2.5 percent increase (rate of inflation) 

 2035 Fiscally Constrained Plan 

  3.5 percent increase 

 
Source: SEWRPC. 
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Appendix B 
 
 

EVALUATION OF THE IMPACTS OF THE FISCALLY-
CONSTRAINED PLAN ON MINORITY AND LOW-INCOME 

POPULATIONS IN SOUTHEASTERN WISCONSIN 
 
 
 
As part of this review and update of the year 2035 regional transportation plan to be completed in 2014, the 
estimated 2035 plan costs were compared to revenues expected to be available over the remaining 20 years of the 
plan. In 2014, the existing, and outlook for future, available revenue is far more constrained than in 2005 during 
development of the year 2035 regional transportation plan and in 2010 during its first update. As a result, it was 
no longer possible to conclude with this plan update that the year 2035 regional transportation plan was 
reasonably consistent with existing and reasonably expected to be available revenues, and the current limitations 
on the use of those revenues. As such, it was necessary to consider the year 2035 plan as a “vision” plan, outlining 
the desirable transportation plan to address the current and future needs of the Region. It was further necessary to 
identify a “fiscally constrained” year 2035 regional transportation plan which includes those elements of the 2035 
plan which can be achieved within the restrictions of the amounts and limitations of existing and reasonably 
expected to be available revenues. This appendix to this report provides an evaluation of whether the minority and 
low-income populations within Southeastern Wisconsin receive a disproportionate share of  the estimated 
impacts—both costs and benefits—of the year 2035 Regional Transportation Plan –Fiscally-Constrained Plan.1 
 
ASSESSMENT OF THE IMPACTS OF THE FISCALLY-CONSTRAINED  
PLAN ON MINORITY AND LOW-INCOME POPULATIONS 
 
The expected funding gap between the estimated cost of the Year 2035 Regional Transportation Plan: Vision and 
the existing and reasonably expected revenues available to implement the plan affects implementation of both 
highway and transit projects identified in the Vision plan. The implications of the funding gap for the highway  
 

 
1During the development of the year 2035 regional transportation plan adopted in 2006, an evaluation was 
conducted to determine whether the minority and low-income populations within Southeastern Wisconsin receive 
a disproportionate share of the estimated impacts—both costs and benefits—of the recommended regional 
transportation plan.  This evaluation is documented in Appendix H of the year 2035 regional transportation system 
plan titled, “Evaluation of the Impacts of the Recommended Year 2035 Regional Transportation System Plan on 
Minority and Low-Income Populations in Southeastern Wisconsin.” 
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Table B-1 

 
POPULATION BY RACE AND HISPANIC ETHNICITY IN THE REGION BY COUNTY: 2010 

 

County 

White alone, Non-
Hispanic 

Minority

Total 
Population 

Black/African-American 
American Indian and 

Alaska Native 
Asian and Pacific 

Islander Other Race Hispanic 

Number 
Percent 
of Total Number 

Percent 
of Total Number 

Percent 
of Total Number 

Percent 
of Total Number 

Percent 
of Total Number 

Percent 
of Total 

Kenosha .........  129,892 78.0 13,336 8.0 1,849 1.1 3,549 2.1 9,160 5.5 19,592 11.8 166,426 
Milwaukee ......  514,958 54.3 269,246 28.4 13,729 1.4 38,642 4.1 58,663 6.2 126,039 13.3 947,735 
Ozaukee .........  80,689 93.4 1,518 1.8 467 0.5 1,957 2.3 597 0.7 1,956 2.3 86,395 
Racine ............  145,414 74.4 24,471 12.5 1,806 0.9 2,898 1.5 11,363 5.8 22,546 11.5 195,408 
Walworth ........  88,690 86.8 1,436 1.4 738 0.7 1,215 1.2 5,098 5.0 10,578 10.3 102,228 
Washington ....  124,348 94.3 1,740 1.3 798 0.6 1,889 1.4 1,327 1.0 3,385 2.6 131,887 
Waukesha ......  353,114 90.6 6,528 1.7 2,205 0.6 12,852 3.3 4,955 1.3 16,123 4.1 389,891 

 Region 1,437,105 71.1 318,275 15.8 21,592 1.1 63,002 3.1 91,163 4.5 200,219 9.9 2,019,970 

 
NOTE: As part of the 2010 Federal census, individuals could be reported as being of more than one race. In addition, persons of Hispanic ethnicity can be of any race or combination of races. The figures 
on this table indicate the number of persons reported as being white alone and non-Hispanic (non-minority) and those of a given minority race or Hispanic ethnicity (as indicated by the column heading), 
including those who were reported as that race exclusively and those who were reported as that race and one or more other races. Accordingly, the population figures by race and Hispanic ethnicity sum 
to more than the total population for each County and the Region. 
 
Source: U.S. Bureau of the Census and SEWRPC. 

 
 
 
element of the 2035 Plan: Vision differs from the transit element as highway expenditures are largely capital 
expenditures and transit expenditures are largely operating expenditures. The effect on the highway element is a 
deferral or delay in capital projects being implemented, specifically a reduction in the amount of freeway that can 
be reconstructed by the year 2035 and the deferring of the planned extension of the Lake Parkway between 
Edgerton Avenue and STH 11 in Milwaukee County. The principal effect on the transit element is a lack of the 
transit improvement and expansion identified under the 2035 Plan: Vision, along with about an 11 percent 
reduction from current transit service levels and an estimated average annual increase in transit fares of about 3.5 
percent, somewhat above the inflation rate of 2.5 percent experienced since the adoption of the regional 
transportation plan in 2006. 
 
Estimates of the magnitude and location of the minority and low-income populations in the Region were obtained 
from data available from the most recent year 2010 decennial U.S. Census of population. Based upon the year 
2010 Census, the magnitude and location of minority populations in the Region are shown in Maps B-1 through 
B-6 and in Table B-1. The magnitude and the location of the low-income populations within Southeastern 
Wisconsin, based upon the 2008-2012 U.S. Census American Community Survey, is shown on Map B-7 and 
summarized in Tables B-2 and B-3. The low-income population was defined as families with income below 
Federally-defined poverty levels. 
 
The minority population utilizes public transit at a higher percentage relative to other modes of travel than the 
white population of the Region, although the automobile is by far the dominant mode of travel for the minority 
population. The mode of travel reported in the year 2008-2012 U.S. Census American Community Survey for 
travel to and from work for minority and white populations of the Region is shown—as such information is 
available for the categories of race—on Table B-4. In Milwaukee County, between 4 and 13 percent of the 
minority population uses public transit to travel to and from work, with the highest proportion—13 percent—by 
the African-American population. Only about 3 percent of the white population uses public transit for work travel. 
However, in Milwaukee County, minority populations use the automobile for 81 to 88 percent of their travel to 
and from work. This compares to 88 percent of the white population. Data is not available for mode of travel for 
trips other than work within Southeastern Wisconsin by race and ethnicity. Data for all urban areas in the State of 
Wisconsin is available from the 2009 National Household travel survey and shows a similar pattern as for work 
trips in Southeastern Wisconsin. The Wisconsin urban area minority population utilizes public transit for more of 
its travel across all types of trips—8 percent—compared to the Wisconsin urban area white population— 



Map B-1

CONCENTRATIONS OF
BLACK/AFRICAN AMERICAN PERSONS

WITHIN SOUTHEASTERN WISCONSIN:  2010

Source:  U.S. Bureau of the Census and SEWRPC.
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Map B-2

CONCENTRATIONS OF AMERICAN INDIAN
AND ALASKA NATIVE PERSONS

WITHIN SOUTHEASTERN WISCONSIN:  2010

Source:  U.S. Bureau of the Census and SEWRPC.
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Map B-3

CONCENTRATIONS OF
ASIAN AND PACIFIC ISLANDER PERSONS

WITHIN SOUTHEASTERN WISCONSIN:  2010

Source:  U.S. Bureau of the Census and SEWRPC.
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Map B-4

CONCENTRATIONS OF OTHER MINORITY 
PERSONS WITHIN SOUTHEASTERN 

WISCONSIN:  2010

Source:  U.S. Bureau of the Census and SEWRPC.138



Map B-5

CONCENTRATIONS OF HISPANIC PERSONS
WITHIN SOUTHEASTERN WISCONSIN:  2010

Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census, American Community Survey, and SEWRPC. 141
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Table B-2 
 

FAMILIES WITH INCOME BELOW THE POVERTY LEVEL IN THE REGION BY COUNTY: 2008-2012 
 

County 
Families with Income Below the Poverty Level 

Total Families Number Percent of Families 
Kenosha ......................................................................  42,167 4,02 9.5 
Milwaukee ...................................................................  218,244 35,962 16.5 
Ozaukee .....................................................................  24,344 642 2.6 
Racine .........................................................................  50,148 4,630 9.2 
Walworth .....................................................................  26,268 2,102 8.0 
Washington .................................................................  37,757 1,388 3.7 
Waukesha ...................................................................  108,845 3,586 3.3 

Region 507,773 52,334 10.3 
 
Source: U.S. Bureau of the Census, American Community Survey, and SEWRPC. 
 
 

Table B-3 
 

POVERTY THRESHOLDS BY SIZE OF FAMILY AND  
NUMBER OF CHILDREN UNDER 18 YEARS OF AGE:  2010 AVERAGE 

 

Size of Family Unit 
Related Children Under 18 Years 

None One Two Three Four Five Six Seven 
One person (unrelated 

Individual)         
Under 65 years ...................  $11,344 - - - - - - - - - - - - - - 
65 years and over ...............  10,458 - - - - - - - - - - - - - - 

Two persons         
Householder under  

65 years ..........................  14,602 $15,030 - - - - - - - - - - - - 
Householder 65 years  

and over ..........................  13,180 14,973 - - - - - - - - - - - - 
Three persons 17,057 17,552 $17,568 - - - - - - - - - - 
Four Persons 22,491 22,859 22,113 $22,190 - - - - - - - - 
Five Persons 27,123 27,518 26,675 26,023 $25,625 - - - - - - 
Six Persons 31,197 31,320 30,675 30,056 29,137 $28,591 - - - - 
Seven Persons 35,896 36,120 35,347 34,809 33,805 32,635 $31,351 - - 
Eight Persons 40,146 40,501 39,772 39,133 38,227 37,076 35,879 $35,575 
Nine Persons or more 48,293 48,527 47,882 47,340 46,451 45,227 44,120 43,845 

 
Source: U.S. Bureau of the Census and SEWRPC. 
 
 
 
 
 
less than one percent. Automobile travel is the dominant mode of travel for all trips by both the Wisconsin urban 
area minority population—76 percent—and white population—86 percent, as is the case for Southeastern 
Wisconsin travel for work purposes. The minority population represents a greater proportion of total transit 
ridership than it does of total population, as shown in Table B-5. 
 
The County-to-County commuting patterns of the minority and white populations in the Region are very similar, 
as shown in Table B-6. 
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Table B-4 
 

DISTRIBUTION OF EMPLOYED PERSONS BY COUNTY OF RESIDENCE,  
RACE, AND MODE OF TRAVEL TO WORK: 2008-2012 

 

Race Mode of Travel 

County of Residence 

Kenosha Milwaukee Ozaukee Racine Walworth Washington Waukesha 

White alone, 
NonHispanic 

Drive alone 85.2 80.1 83.8 86.6 81.4 86.0 86.4 

Carpool 8.2 8.1 6.5 7.0 8.1 7.4 6.4 

Bus 0.9 3.4 0.5 0.9 0.8 0.5 0.6 

Other 3.0 5.6 3.4 2.7 4.9 2.8 2.1 

Work at Home 2.7 2.8 5.8 2.8 4.8 3.3 4.5 

Total 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

Black or African 
American alone 

Drive alone 81.7 69.2 84.0 70.4 86.4 78.1 75.6 

Carpool 7.8 11.5 11.9 15.9 4.9 13.6 15.3 

Bus 4.2 13.4 0.0 8.3 1.4 0.2 3.1 

Other 4.3 3.6 4.1 2.7 7.3 2.7 4.7 

Work at Home 2.0 2.3 0.0 2.7 0.0 5.4 1.3 

Total 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

Asian alone Drive alone 76.4 71.9 67.4 88.3 93.3 77.0 84.4 

Carpool 11.9 15.6 28.5 6.2 0.0 19.1 12.0 

Bus 2.7 3.9 0.0 2.2 0.0 0.9 1.2 

Other 1.9 6.7 0.0 0.0 0.0 0.0 1.1 

Work at Home 7.1 1.9 4.1 3.3 6.7 3.9 1.3 

Total 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

Other race alone or 
two or more races 

Drive alone 81.2 69.7 76.6 79.4 68.9 77.3 78.5 

Carpool 10.4 17.3 11.3 11.0 20.5 13.3 12.0 

Bus 1.0 6.7 0.2 2.0 0.1 0.3 2.1 

Other 1.8 5.1 7.4 7.1 6.4 9.1 2.6 

Work at Home 5.6 1.2 4.5 0.5 4.1 0.0 4.8 

Total 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

Hispanic Drive alone 79.4 66.4 73.3 79.7 73.6 66.8 76.3 

Carpool 14.6 21.6 6.1 12.8 17.4 29.0 16.3 

Bus 1.3 6.4 0.1 1.5 0.1 0.2 2.4 

Other 2.0 4.3 11.6 5.8 7.2 2.6 2.3 

Work at Home 2.7 1.3 8.9 0.2 1.7 1.4 2.7 

Total 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

 
Source: U.S. Bureau of the Census American Community Survey, and SEWRPC. 

 
 
 
 
 
 
Arterial Street and Highway Element of the Fiscally Constrained Regional Transportation Plan 
Under the Year 2035 Regional Transportation Plan – Fiscally Constrained, 90 miles of freeway reconstruction, 
including 87 miles of freeway widening, would be expected to be implemented by the year 2035 based on the cost 
of these improvements compared to existing and future reasonably to be expected available revenue. Map B-8 
shows the segments of the freeway system that would be expected to be reconstructed by the year 2035 based on 
existing and reasonably expected revenues, and the 164 miles of freeway that would be expected to have 
reconstruction deferred until after 2035. Additionally, all of the surface arterial capacity expansion within the 
Vision plan would remain in the fiscally constrained plan, with the exception of the Lake Parkway extension 
between Edgerton Avenue and STH 100 in Milwaukee County. Thus, the fiscally constrained plan would consist  
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Table B-5 
 

COMPARISON OF THE PERCENTAGES OF MINORITY POPULATIONS AND MINORITY  
POPULATION TRANSIT RIDERSHIP IN MILWAUKEE, OZAUKEE, WASHINGTON,  

AND WAUKESHA COUNTIES, AND THE CITIES OF KENOSHA, RACINE, AND WAUKESHA 
 

Location of Transit Operations 
Year 2010 Percent Minority 

Population 
Year 2011 Percent Minority 

Transit Ridership 
Milwaukee County ................................................................  46 60 
Ozaukee County Commuter Service ....................................  7 14 
Ozaukee County Shared Ride-Taxi ......................................  7 10 
Washington County Commuter Service ...............................  6 7 
Washington County Shared-Ride Taxi Service ....................  6 2 
Waukesha County ................................................................  9 13 
City of Kenosha ....................................................................  31 58 
City of Racine .......................................................................  47 61 
City of Waukesha .................................................................  20 32 

 
Source: U.S. Bureau of the Census and SEWRPC. 
 
 
 

Table B-6 
 

PERCENTAGE DISTRIBUTION OF EMPLOYED REGION RESIDENTS  
BY COUNTY OF RESIDENCE, COUNTY OF WORK, AND RACE: 2006-2010 

 

Race 
County of 
Residence 

County of Work 
Kenosha Milwaukee Ozaukee Racine Walworth Washington Waukesha Other Total 

Total Minority Kenosha 59.3 3.0 0.0 8.1 0.1 0.0 1.3 28.3 100.0 
Milwaukee 0.3 84.3 1.8 0.5 0.1 1.2 10.5 1.3 100.0 
Ozaukee 0.2 44.9 42.2 0.0 0.0 2.5 5.4 4.9 100.0 
Racine 9.1 10.5 0.1 74.1 0.9 0.0 1.4 3.8 100.0 

Walworth 3.2 5.6 0.0 3.2 67.8 1.4 3.7 15.2 100.0 
Washington 0.0 19.0 9.2 0.0 0.0 51.9 16.3 3.7 100.0 
Waukesha 0.0 32.6 1.3 1.2 0.1 1.3 60.3 3.1 100.0 

White Kenosha 52.8 4.4 0.1 10.3 1.5 0.0 1.3 29.6 100.0 
Milwaukee 0.5 78.9 1.8 1.4 0.2 0.9 14.6 1.7 100.0 
Ozaukee 0.1 32.1 50.6 0.2 0.1 4.4 7.2 5.2 100.0 
Racine 6.9 18.1 0.1 63.1 1.9 0.2 5.9 3.7 100.0 

Walworth 2.3 5.4 0.1 4.3 62.7 0.0 8.0 17.2 100.0 
Washington 0.1 20.4 6.5 0.3 0.0 49.0 18.9 4.7 100.0 
Waukesha 0.3 30.5 0.8 1.0 0.7 1.8 62.1 2.9 100.0 

 
Source: U.S. Census Transportation Planning Package based on 2006-2008 American Community Survey data, and SEWRPC. 
 

 
of approximately 90 percent, or 3,301 of the total 3,656 route-miles, of the planned arterial street in highway 
system being recommended to be resurfaced and reconstructed to their same capacity, approximately 283 route-
miles, or 8 percent of the total year 2035 arterial street and highway system are recommended for widening as part 
of their reconstruction to provide additional through traffic lanes, and approximately 72 route-miles, or about 2 
percent of the total arterial system mileage, are proposed to be constructed as new arterial facilities. 
 
The proposed arterial street and highway capacity improvements under the recommended fiscally-constrained 
regional transportation plan are shown on Map B-9. An assessment was conducted to determine whether the 
arterial street and highway capacity improvements under the Year 2035 Plan – Fiscally Constrained were 
disproportionately located in areas of the Region with concentrations of minority and low-income populations. 



Source:  Wisconsin Department of Transportation and SEWRPC.
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Source:  SEWRPC.
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Maps B-10 and B-11 compare the location of the proposed arterial capacity expansion projects under the fiscally 
constrained plan to the location of minority and low-income populations. This comparison indicates that no area 
of the Region, or minority or low-income community, disproportionately bears the impact of the proposed street 
and highway capacity improvements. 
 
Map B-12 shows the location of freeways, including those proposed to be widened under the Year 2035 Plan – 
Fiscally Constrained to the locations of areas with concentrations of minority populations. Map B-13 shows the 
location of concentrations of low-income families within Southeastern Wisconsin in comparison to the freeway 
system, including the segments of the freeway system proposed to be widened under the fiscally constrained plan. 
While some segments of the freeway system, including those proposed to be widened, are located adjacent to 
minority and low-income populations, the vast majority of the freeway system and the freeway segments 
proposed to be widened under the Year 2035 Plan – Fiscally Constrained are not located adjacent  to minority 
populations, and the vast majority of census blocks identified as having an above average concentration of a 
minority population are not located adjacent to a freeway or a freeway proposed to be widened under the fiscally 
constrained plan. 
 
As the segments of freeway proposed to be widened during reconstruction under the Year 2035 Plan – Fiscally 
Constrained would directly serve areas of minority and low-income populations, these populations would benefit 
from the expected improvement in arterial street and highway accessibility to employment associated with the 
proposed freeway widening. Maps B-14 and B-15 show the results of an analysis to identify the traffic analysis 
zones (TAZs) with a minority or low-income population greater than the regional average that utilize the IH 94 
freeway between 70th Street and 16th Street within the TAZ. Maps B-16 and B-17 show the results of a similar 
analysis for the IH 43 freeway between the Marquette Interchange and Silver Spring Drive. These analyses 
showed that the zones identified on these four maps account for about 45 percent of the trips that utilize these two 
freeway segments, indicating that minority and low-income populations located near these two freeway segments 
would likely experience some benefit from the expected improvement in arterial street and highway accessibility 
associated with the proposed freeway reconstruction.  
 
Additionally, as rear-end collision rates are historically 5 to 15 times higher on congested freeways (with the 
highest rear-end crash rates on the most extremely congested freeways), it is anticipated that the improved safety 
that would potentially occur from a reduction in congestion along the freeway segments proposed to be widened 
would as well directly benefit minority and low-income populations that are served by these widened freeway 
segments. 
 
Public Transit Element of the Fiscally-Constrained Regional Transportation Plan 
The expected funding gap between the estimated costs of the transit recommendations of the Year 2035 Regional 
Transportation Plan – Vision and the existing and reasonably expected revenues available to implement the plan 
is expected to result in a lack of implementation of the improvement and expansion of public transit proposed in 
the Vision plan, and as well reductions in the current transit service and a potential increase in transit fares above 
the rate of inflation. Based on the fiscally-constrained plan, it would also be expected that there would be about a 
11 percent reduction in transit service from 61,000 vehicle-miles of transit operating in 2012 to 54,100 vehicle-
miles of transit operating by the year 2035. Further, the fiscally-constrained transit plan assumed that transit fares 
would increase at about 3.5 percent annually, somewhat greater than the current rate of inflation of 2.5 percent 
experienced from 2006—the year the plan was adopted—to 2012. The reduction in transit service levels of about 
11 percent from existing service levels would be expected to be achieved through reductions in service frequency. 
 
Maps B-18 and B-19 show the existing year 2012 routes and service areas for the public transit systems in 
Southeastern Wisconsin in comparison to concentration of minority and low-income populations. These routes 
and service areas represent the transit system in the Year 2035 Regional Transportation Plan – Fiscally 
Constrained. Comparison of the fiscally constrained transit system plan to the location of minority and low-
income populations indicates that most (but not all) of the transit system would serve the principal concentrations 
of minority and low-income populations. Maps B-20 and B-21 show the comparison of the frequency, or quality, 
of the fixed-route transit service under the fiscally constrained transit system plan to concentrations of minority 
and low-income populations in the Region. This analysis demonstrates that most of the higher quality bus routes 
serve areas of minority and low-income populations.  



Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Source:  U.S. Bureau of the Census and SEWRPC.
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Map B-20 (continued)

COMPARISON OF LOCATION OF 
CONCENTRATIONS OF TOTAL 
MINORITY PERSONS WITHIN 

MILWAUKEE COUNTY TO THE 
FREQUENCY, OR QUALITY, OF 
THE EXISTING FIXED-ROUTE 

PUBLIC TRANSIT SERVICE: 2013 

CENSUS BLOCKS WHEREIN MINORITY
POPULATION, INCLUDING HISPANIC PERSONS
EXCEEDS THE AVERAGE REGIONAL 
PERCENTAGE OF 28.9 PERCENT
BASED ON 2010 U.S. CENSUS

PARK-RIDE LOTS

200 OR MORE MINORITY PERSONS

100 TO 199 MINORITY PERSONS

50 TO 99 MINORITY PERSONS

FEWER THAN 50 MINORITY PERSONS

EXISTING PARK-RIDE LOT SERVED BY TRANSIT#*

FREQUENCY OF EXISTING FIXED-ROUTE PUBLIC
TRANSIT SERVICE

1 - 20 BUSES PER DAY

21 - 40 BUSES PER DAY

41 - 80 BUSES PER DAY

81 - 240 BUSES PER DAY

241 OR MORE BUSES PER DAY
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GRAPHIC SCALE
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Source:  U.S. Bureau of the Census and SEWRPC.
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Map B-21 (continued)

COMPARISON OF LOCATION 
OF CONCENTRATIONS OF 

FAMILIES IN POVERTY WITHIN 
MILWAUKEE COUNTY TO THE 
FREQUENCY, OR QUALITY, OF 
THE EXISTING FIXED-ROUTE 

PUBLIC TRANSIT SERVICE: 2013

FEWER THAN 100 FAMILIES IN POVERTY

100-199 FAMILIES IN POVERTY

200-299 FAMILIES IN POVERTY

300 OR MORE FAMILIES IN POVERTY

CENSUS TRACTS WHEREIN THE FAMILIES IN POVERTY
EXCEEDS THE AVERAGE REGIONAL PERCENTAGE OF 10.3 
PERCENT BASED ON 2008-2012 U.S. CENSUS AMERICAN 
COMMUNITY SURVEY

NOTE: AREAS IN WHITE ARE COMPRISED OF CENSUS 
TRACTS WHEREIN THE FAMILIES IN  POVERTY 
IS LESS THAN OR EQUAL TO THE REGIONAL 
PERCENTAGE OF 10.3 PERCENT.

Source: U.S. Census Bureau and SEWRPC

PARK-RIDE LOTS

EXISTING PARK-RIDE LOT SERVED BY TRANSIT#*

0 1 2 Miles

GRAPHIC SCALE

0 8,000 16,000 Feet

161



162 

Summary and Conclusions – Fiscally Constrained Plan 
This section summarizes the conclusions of the evaluation conducted to determine whether the minority and low-
income populations within Southeastern Wisconsin receive a disproportionate share of  the estimated impacts—
both costs and benefits—of the year 2035 Regional Transportation Plan – Fiscally Constrained Plan.  
 
Based on comparisons of the location of the freeway and surface arterial street and highway capacity 
improvements under the Year 2035 Plan – Fiscally Constrained to areas of the Region with concentrations of 
minority and low-income populations, it was concluded that no area of the Region, including minority and low-
income populations, would disproportionately bear the impact of the recommended plan freeway and arterial 
street and highway capacity improvements. As the segments of freeway proposed to be widened under the Year 
2035 Plan – Fiscally Constrained would directly serve areas of minority and low-income populations, these 
populations would benefit from the expected improvement in arterial street and highway accessibility to 
employment associated with the proposed freeway widening. Similarly, the anticipated improved safety that 
would potentially occur from a reduction in congestion would directly benefit minority and low-income 
populations that would be served by widened freeway segments proposed under the fiscally constrained plan. 
 
The existing and reasonably expected limitations on funding, as well as existing limitations on State and Federal 
funding—such as dictating that funding can be used only for capital projects as opposed to covering operating 
costs or funds being restricted to a specific travel mode, program, or geographic area—is expected to result in 
reductions in the current transit service and a potential increase in transit fares above inflation. A comparison of 
the service area and frequency of the fiscally constrained transit system plan with concentrations of minority and 
low-income populations indicated that the fiscally constrained transit system, including most of the higher quality 
bus routes, would principally serve concentrations of minority and low-income populations. The transit service 
reductions would be expected to be achieved through reductions in transit frequency. Such service reductions are 
recommended to be considered to occur in outlying areas of the transit service area where the ridership is modest 
and where the impact on minority and low-income populations is minimal. 
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Appendix C 
 
 

RECORD OF PUBLIC COMMENTS 
 

2014 INTERIM AND UPDATE OF THE YEAR 
2035 REGIONAL TRANSPORTATION PLAN 

 
 

 
INTRODUCTION 
 
This appendix presents the public comment received on the 2014 interim review and update of the year 2035 
regional transportation plan during a formal public comment period of May 7, 2014, through June 9, 2014 and 
during the May 22, 2014 public meeting. 
 
The report presents in a series of figures: 

 Attendance and recorded comments received at the public meeting held on May 22, 2014 (Figure C-1). 

 Other written comments received during the formal comment period from May 7, 2014, through June 9, 
2014 (Figure C-2). 

 Newspaper articles published concerning the 2014 interim review and update of the year 2035 regional 
transportation plan (Figure C-3). 

 Materials announcing the public comment period and  meeting, including paid newspaper advertisements 
and a newsletter (Figure C-4) 
 

The following section provides a summary of the comments received, and Commission staff responses to those 
comments. 
 
SUMMARY OF COMMENTS AND RESPONSES 
 
During the period of May 7, 2014, through June 9, 2014, a total of 6 persons provided comment regarding the 
interim review and update of the year 2035 regional transportation plan. Oral comment was provided by 1 person 
during a public meeting held on May 22, 2014. Written comment was provided by the remaining 5 persons either 
on forms available at the public meeting held on May 22, 2014, or via letter or electronic mail, including a 
comment received by electronic mail by Ms. Karyn Rotker of the American Civil Liberties Union of Wisconsin. 
The comments received from Ms. Rotker were similar to comments given at a meeting of the Commission’s 
Environmental Justice Task Force (EJTF) held on May 6, 2014.  
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Comments received from Ms. Karyn Rotker of the American Civil Liberties Union of Wisconsin 

 Comment : The plan update report should acknowledge that transit implementation has lagged behind what 
was recommended by the year 2035 plan and that the failure to implement transit recommendations – 
especially those transit services focused on communities of color and the neighborhoods in which those 
communities live – has had a discriminatory effect on minority and low-income populations in 
Southeastern Wisconsin. Further, there is a disparity in the treatment of the transit and highway elements 
of the plan, as the transit recommendations of the year 2035 plan have not implemented or given equal 
priority with the freeway elements of the plan, and in fact financial support for transit has eroded at the 
same time that freeway and other highway and road elements of the plan have proceeded.  

Response: The year 2035 regional transportation plan as adopted in 2006 is advisory, indicating the 
vision of transportation development for Southeastern Wisconsin to the design year 2035. 
It is recognized in the plan that, while all elements of the plan—including public transit—
are considered of equal priority in the plan, the implementation of the plan is entirely 
dependent upon actions taken by the responsible level of government—local, county, 
State, and Federal. Implementation of the plan is also dependent upon the amount of 
available revenues for transportation projects and the limitations on funding. For 
example, there may be limitations based on Federal or State Legislation which dictate 
that funding can only be used for capital projects as opposed to covering operating costs 
and that funds may be restricted to a specific travel mode, program, or geographic area.  

 With respect to implementation of public transit, the year 2035 region plan envisioned 
that the proposed significant improvement and expansion of public transit would likely 
require State legislation to create local dedicated public transit funding and a renewal of 
adequate annual State financial assistance to transit. The plan also envisioned a regional 
transit authority—also requiring creation by State legislation—to assist in implementing 
the recommended transit system expansion. While such legislation came very close to 
passing in 2009 and 2010, legislative efforts have not progressed since 2010 to provide a 
dedicated local funding source for transit or create a regional transit authority. With 
respect to State transit operating assistance, the 2013-2015 State budget restored some of 
the State transit funds cut in the 2011-2013 budget. Without such legislation, the 
improvement and expansion of public transit service recommended in the regional plan 
may not be implemented, and transit service is likely to continue to decline. 

With respect to impacts to minority populations, while the automobile remains by far the 
dominant mode of transportation for the minority population in the Region, including 
within Milwaukee County, minority populations utilizes public transit at a higher 
percentage relative to other modes of travel than the non-minority population of the 
Region. In Southeastern Wisconsin, most (but not all) of the existing routes and service 
areas for public transit systems would serve the principal concentrations of minority and 
low-income populations. Further, in comparing the concentrations of the minority and 
low-income populations to the frequency, or quality, of the fixed-bus service routes in 
Southeastern Wisconsin, it can be concluded that most of the higher quality bus routes 
principally serve areas of minority and low-income populations.  

Based on a similar comment provided by Ms. Rotker at the May, 7, 2014, meeting of the 
EJTF, the section of Chapter 6 describing the consequences of not being able to 
implement the year 2035 regional transportation plan due to current fiscal constraints was 
revised to include language that for the estimated 10 percent of Region residents who are 
unable to use, or cannot afford an automobile, mobility and access to the Region may be 
limited, including with respect to jobs, health care, education, grocery shopping, and 
other basic travel needs.  
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 Comment: Consider the comments made by Dr. Alex Karner of Arizona State University with respect to 
particular methods used to evaluate whether minority and low-income populations may be expected to 
receive a proportionate share of benefits, and not receive a disproportionate share of negative impacts, 
from the fiscally constrained year 2035 regional transportation plan, as documented in Appendix B of the 
plan update report. Dr. Karner had also provided comments on the methods used in the more detailed 
evaluation conducted in 2005 for the development of the recommended year 2035 regional transportation 
plan, and made suggestions for the methods that could be used in the development of the year 2050 
regional transportation plan. 

Response: Appendix B of the 2014 review and update to the year 2035 regional transportation plan 
related to the evaluation of impacts of the fiscally-constrained plan on minority and low-
income populations was revised to include an analysis involving a comparison of the 
frequency, or quality, of the existing fixed-route transit service to concentrations of 
minority and low-income populations in the Region. The analysis demonstrates that most 
of the higher quality bus routes principally serve areas of minority and low-income 
populations. In addition, Appendix B was revised to include an analysis showing the 
traffic analysis zones (TAZs) with a minority or low-income population greater than the 
regional average that utilize two segments of freeway recommended to be widened—IH 
94 between 70th Street and 16th Street and IH 43 between the Marquette Interchange and 
Silver Spring Drive—based on at least one trip end being located within the TAZ. The 
analysis showed that these zones account for between 45 and 46 percent with respect to 
minority populations and between 40 and 42 percent with respect to low income 
populations of the trips that utilize these two freeway segments, indicating that minority 
and low-income populations located near these two freeway segments would likely 
experience some benefit from the expected improvement in arterial street and highway 
accessibility associated with the proposed freeway reconstruction.  

 In addition, the methods suggested in Dr. Karner’s memorandum will be considered 
during the development of the year 2050 regional transportation plan—VISION 2050—
currently being conducted by the Commission.  

 
Other Comments Received Expressing Support for  
Specific Recommendations of the Year 2035 Plan 
A number of comments were received expressing support of the public transit improvement and expansion 
recommended in the year 2035 plan. 

 Two persons expressed support of improving and expanding transit service within the Region, as 
recommended in the year 2035 regional transportation plan, in order to address congestion on the 
highways and the transportation needs of the aging population, and to accommodate the lifestyle choices of 
younger adults.  

 One person expressed disappointment that the fiscally constrained year 2035 regional transportation plan 
does not include the proposed improvement and expansion of public transit proposed in the year 2035 
vision plan, and acknowledged that improvement and expansion to the public transit would not likely 
occur without, and expressed support for, the creation of a dedicated local funding source for transit and a 
regional transit authority, as recommended in the year 2035 regional transportation plan. 

 One person expressed support for expanded commuter and inter-regional rail service and the need for a 
regional transit authority, as recommended in the year 2035 regional transportation plan. 

 One person expressed support for the recommendations in the year 2035 regional transportation plan 
related to paratransit services, and for the services continued improvement in Southeastern Wisconsin.  
 

One person expressed support for the implementation of the Lake Parkway extension proposed in the year 2035 
regional transportation vision plan, and expressed disappointment of the extension not being included in the 
fiscally constrained year 2035 regional transportation plan. 
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Two persons expressed support for expanding bicycle/pedestrian accommodations within the Region, as 
recommended in the year 2035 regional transportation plan  
 
Other Comments Received Expressing Opposition to  
Specific Recommendations of the Year 2035 Plan 
One person expressed opposition to the widening of arterial streets and highways to provide additional traffic-
carrying capacity, as recommended in the year 2035 regional transportation plan, and expressed support for 
focusing on system preservation. 

Response: The adopted year 2035 regional transportation plan was designed to serve and be consistent 
with the planned development pattern of the adopted year 2035 regional land use plan. This planned 
development pattern seeks to preserve the Region’s prime farmland and best natural areas and to 
accommodate new urban development through the infilling and renewal of existing urban areas and 
through the orderly expansion of such areas. The adopted year 2035 regional transportation plan 
recommends a near doubling in public transit service, and expansion of bicycle and pedestrian facilities, 
transportation systems management measures, and travel demand management measures. The arterial 
street and highway improvement and expansion recommended in the year 2035 plan only addresses the 
residual highway traffic volumes and attendant traffic congestion which could not be alleviated by public 
transit, bicycle/pedestrian facilities, transportation systems management, and travel demand management. 

Under the proposed year 2035 vision regional transportation plan, approximately 89 percent of the planned 
arterial street and highway system in the Region would be recommended for system preservation—
resurfaced or reconstructed to their same capacity. The remaining 11 percent of the arterial street and 
highway system was recommended to be capacity expansion—9 percent was recommended to be widened 
upon reconstruction to provide additional capacity and 2 percent were new facilities. Similarly, under the 
proposed year 2035 fiscally-constrained plan, approximately 90 percent of the planned arterial street and 
highway system in the Region would be recommended for system preservation. The remaining 10 percent 
of the arterial street and highway system was recommended to be capacity expansion—8 percent was 
recommended to be widened upon reconstruction to provide additional capacity and 2 percent were new 
facilities. The implementation of highway widening projects occurs when an existing facility requires 
reconstruction and the reconstruction includes a widening for additional traffic lanes. The majority of the 
cost for these projects is for the reconstruction of the existing roadway, and the additional traffic lanes may 
only represent 10 to 20 percent of the project.  

Each recommended arterial street and highway capacity expansion—widening of the existing facility to 
provide additional capacity and the construction of a new facility—as well as a system preservation, would 
need to undergo preliminary engineering and environmental impact studies by the responsible State, 
county, or local government prior to implementation. The preliminary engineering and environmental 
impact studies would consider alternatives and impacts, and final decisions as to whether and how a 
planned project will proceed to implementation would be made by the responsible State, county, or local 
government at the conclusion of preliminary engineering. The proposed freeway widening in the plan 
would undergo preliminary engineering and environmental impact study by the Wisconsin Department of 
Transportation (WisDOT). During preliminary engineering, alternatives would be considered, including 
rebuild as-is, various options of rebuilding to modern design standards, compromises to rebuilding to 
modern design standards, rebuilding with additional lanes, and rebuilding with the existing number of 
lanes. Only at the conclusion of the preliminary engineering would a determination be made as to how the 
freeway would be reconstructed. 
 

Other Comments Received 
One person expressed support for the State to again index the motor fuel tax to inflation to assist in the 
implementation of the recommendations of the year 2035 regional transportation plan.  
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One person requested the consideration of including in the regional transportation plan of an east-west off-street 
bicycle path located in Milwaukee County south of Howard Avenue within an existing utility right-of-way in 
Milwaukee County.  

Response: As the VISION 2050 effort currently being conducted by the Commission would result in a new 
regional transportation plan in about one year, the only amendments considered during the current review 
and update to the year 2035 regional transportation plan were ones resulting from completed, or about to 
be completed, engineering. As such, all other potential changes to the regional transportation plan—
including the suggested addition of an off-street bicycle path south of Howard Avenue—would be 
considered during the VISION 2050 effort. 

It should be noted that the plan not specifically identifying the suggested off-street bicycle path within the 
We Energies right-of-way would not prevent such a path from being implemented. Further, as such a 
project would be considered consistent with the goals of the adopted year 2035 plan, it would as well not 
be precluded from being implemented with Federal funding available for the implementation of bicycle 
facilities, such as Federal Transportation Alternative Program (TAP) and Congestion Mitigation and Air-
Quality Improvement Program (CMAQ) funds. 

 
One person suggested that citizens, in addition to elected and technical officials, be allowed to serve on the 
Advisory Committee on Regional Transportation System Planning. 

Response: The Advisory Committee on Regional Transportation System Planning includes population-
proportional representation from the local units of government within Southeastern Wisconsin and 
representatives from State and Federal transportation and environmental resource agencies. While there are 
no citizens serving as members on this Advisory Committee, extensive public involvement and outreach 
was conducted as part of the development of the year 2035 land use and regional transportation plans. 
Commission staff directly contacted a comprehensive list of groups representing a number of interests to 
inform them of the major review and update of the regional land use and transportation plans and to work 
with them to involve their respective members or communities. Commission staff met with many of these 
groups throughout the preparation of the plan. Also, paid advertisements regarding the development of the 
year 2035 plans were placed in a number of publications. Additionally, the Commission held a series of 
public meetings throughout the seven-county Region. The Commission as well prepared five newsletters 
throughout and following conclusion of the development of the year 2035 plans. 

The Commission is currently conducting the latest major review and update to regional land use and 
transportation plans—VISION 2050—extending the design year of the plan to 2050. The interim review 
and update of the year 2035 regional transportation plan is separate from VISION 2050, which will replace 
the year 2035 plan about a year after the completion of the interim update. Extensive public involvement 
and outreach has so far been, and will continue to be, conducted as part of the development of VISION 
2050. So far, two sets of public workshops were held last fall and winter in each of the seven counties of 
the Region as part of the initial visioning activities being used in the development of the plan. The 
Commission has made available all study materials on a website developed for the planning effort 
(vision2050sewis.org), and has conducted telephone and internet surveys. At least three more sets of 
public workshops are scheduled as part of the VISION 2050 effort. Similar to the year 2035 land use and 
transportation planning efforts, the Commission staff directly contacted a comprehensive list of groups 
representing a number of interests to inform them of the VISION 2050 effort and to work with them to 
involve their respective members or communities. The Commission is as well working with eight 
community organizations to host their own workshops corresponding to the workshops held for the general 
public. Commission staff has met, and will continue to meet, with many other such groups throughout the 
preparation of VISION 2050. Also, paid advertisements regarding the development of VISION 2050 were 
placed in a number of publications. In addition, the Commission has prepared, and will continue to 
prepare, newsletters and other materials summarizing the VISION 2050 effort. The Commission will as 
well be conducting task force meetings that include both public officials and citizens to address specific 
topics related to the VISION 2050 plan, such as public transit and non-motorized transportation. 
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MR. KEVIN MUHS,
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Engineer .
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* * * * *

MS. PATRICIA JURSIK: Okay. I ' m Patricia

Jursik . I am chairperson of the economic and

community development committee of the county

board . I was also chair of the 794 extension

committee , which pack ed a fair amount of the

engineer ing advice for that extension committee .

We successfully added the 794 extension to the 235

regional plant . It ' s very disappoint ing to me to

see the constrained transportation plan no longer

planned to implement the 794 extension . I

understand it remains part of the vision for the

2035 plan if we properly financed our

transportation needs ; the reality is we' re not .

This will affect economic development and

employment in the region because , without this

infrastructure , we will not succeed in attracting

the business , and the vacation ers , et cetera , that

we would attract with this kind of a lake shore

corridor . The southern region lack s a proper

lake shore corridor which the 794 extension would

have provide d, so it ' s very , very disappoint ing to

see this lack of proper funding of the needs .

In addition , the transit funding :

Milwaukee County must supplement it ' s transit
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service with property tax dollars based on the

studies that the board has done . Almost no other

region funds transit with property tax dollars . It

is really a backwards way of funding . We have many

travelers come into this state , using our roads ,

using our transit . A sales tax would require those

users to help pay for the system . So we continue

to do this in a very backwards way. We need to be

much more progressive in funding our transit . And,

again , it ' s so disappointing to see a 7 percent

decrease in fixed rout e service when in fact the

2035 plan foresaw the doubling of vehicle miles .

So, again , we' re going backwards .

This is very disappointing for our state ,

and I , for one , completely support dedicated

funding for transit . I would like to see sales tax

or support for Milwaukee County from a referendum

for putting dedicated funding on a sales tax . That

should be implemented . And I also would support

going back to indexing of the motor fuel tax . That

was a mistake to take that off , and we should

return to indexing our fuel tax , especially since

we' re having more fuel efficient vehicles and

already collecting less tax . Taking the indexing

off has been a double whammy, if you will .
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Thank you for the opportunity to weigh in

on this , and I look forward to the report .

( Proceedings concluded at 6: 30 p. m. )
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STATE OF WISCONSIN )

) SS:

COUNTYOF MILWAUKEE)

I , EMILY S. REBEK, a Notary Public in and

for the State of Wisconsin , do hereby certify that the

above Transcript of Proceedings was recorded by me on

May 22, 2014 , and reduced to writing under my personal

direction .

In witness whereof I have hereunder set

my hand and affixed my seal of office at Milwaukee ,

Wisconsin , this 27th day of May, 2014 .

_________________________________

Notary Public

In and for the State of Wisconsin

My Commission Expires : January 08, 2018 .
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WRITTEN COMMENTS RECEIVED FROM PRIVATE CITIZENS AND ORGANIZATIONS DURING THE
2014 INTERIM REVIEW AND UPDATE OF THE YEAR 2035 REGIONAL TRANSPORTATION PLAN FORMAL

COMMENT PERIOD: May 8, 2014 THROUGH JUNE 9, 2014

Figure C - 1C

WRITTEN COMMENTS RECEIVED VIA LETTER AND FORM
DISTRIBUTED AT PUBLIC INFORMATIONAL MEETING
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Figure C - 1C (continued)

172



Figure C - 2A

WRITTEN COMMENTS RECEIVED VIA ELECTRONIC MAIL
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Figure C - 2A (continued)
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Figure C - 2A (continued)
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Figure C - 2B

WRITTEN COMMENTS RECEIVED VIA LETTER MAIL
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Daily Reporter

Tuesday, May 20, 2014

Figure C - 3 (continued)
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Daily Reporter

Friday, May 16, 2014

The Freeman

Friday May 16, 2014

Figure C - 3

NEWS ARTICLES CONCERNING THE 2014 INTERIM REVIEW AND
UPDATE OF THE YEAR 2035 REGIONAL TRANSPORTATION PLAN
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Greater Milwaukee Today

Tuesday, June 3, 2014

Figure C - 3 (continued)
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The Milwaukee Community Journal

Wednesday May 7, 2014

PAID NEWSPAPER ADVERTISEMENTS

Figure C - A4
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The Milwaukee Journal Sentinal

May 8, 2014

Figure C - 4A (continued)
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El Conquistador

May 9, 2014

Figure C - 4A (continued)
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INTERIM REVIEW AND UPDATE OF THE YEAR 2035 REGIONAL TRANSPORTATION SYSTEM PLAN NEWSLETTER, MAY 2014

Figure C- 4B
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Figure C- 4B (continued)
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Figure C- 4B (continued)
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Figure C- 4B (continued)
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