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The C-U-S-B Urbanized Area2
2.1  Historical Review of the Urbanized Area
This section offers a brief review of the history of the long range transportation planning process in the Champaign-Urbana 
urbanized area over the last 50 years. Transportation plans and relevant documents from 1960 to the 2000s were reviewed 
as part of this historical review. Three long range transportation plans were adopted between 1960 and 2000. These 
transportation plans were based on twenty-year time frames, and some were frequently updated as a part of the continuing 
transportation planning process. This historical review is an important aspect of the current planning process, whereby 
one can evaluate the historical evolution of the urbanized area with respect to each transportation proposal. The primary 
purpose of these plans was to provide a long range transportation planning guide to aid local officials in making planning 
and policy decisions. In doing so, each plan satisfied its secondary purpose, which was to meet the Federal Highway 
Administration’s requirements.

Pre-1960 Planning
Prior to 1960, two major street and highway plans had been completed for Champaign-Urbana. The consultants, Harland 
Bartholomew and Associates, prepared a comprehensive plan for Champaign in 1926. The second plan was a component 
of a comprehensive plan by consultants Swanson and Associates in 1950 for the Champaign-Urbana area. Both plans 
proposed an efficient transportation network, which if followed; would have significantly improved many of the street 
network irregularities.

1960 - A Major Street and Highway Plan
This long range plan by Harland Bartholomew and Associates looked at transportation needs over a twenty year horizon 
to serve the future needs of the projected population, which was projected to be 140,000 in 1980. This represented a 75 
percent increase over that of 1960. The proposed plan was based on detailed studies of anticipated increases in population, 
land use, and vehicular travel in and around the Champaign-Urbana urbanized area. The routes proposed were primarily 
determined by considering economics and expanding traffic needs of a growing urban population. 

During the 1960s, Champaign-Urbana experienced rapid urban growth, creating an immediate need for the LRTP planning 
process. The plan was written to guide and provide for a well coordinated, adequate and economical street system. Due to 
multiple agencies having jurisdiction over adjacent lands, the plan emphasized inter-agency coordination, so as to have a 
single comprehensive transportation plan. At the time, Champaign and Urbana did not have comprehensive plans and this 
transportation plan was to be adopted as a part of a comprehensive plan. The Street and Highway Plan emphasized utilizing 
the existing transportation network to maximize benefits from previous investments. The plan focused on ways to increase the 
capacity of the existing system. The plan also recognized the absence of a street hierarchy and sought to identify a network 
of major streets, developing them to a higher level and reducing expenditures in smaller street developments. The Street and 
Highway plan had three over-arching goals:

•	 Utilize existing streets to the maximum extent possible
•	 Construct infrastructure where and when necessary
•	 Acquire the right-of-way for the future construction needs as soon as it is practical, ideally concurrent with new land 

development

The plan also looked at transportation on campus and administered the operation of special bus routing in the campus 
area. It proposed removal of parking on Green Street from Wright Street to Fourth Street and provision of dedicated 
parking lots. The plan recognized the issue of pedestrian/vehicular conflict on campus and proposed hedge plantings along 
sidewalks, clear definition of sidewalks, and walk and wait signs at signalized intersections.

1970 - Comprehensive Transportation Plan for Champaign-Urbana
This long range plan, by Harland Bartholomew and Associates, was a comprehensive transportation plan, spanning a twenty 
year time frame for an estimated population increase from 94,236 in 1965 to 137,200 in 1985. This plan summarized 
transportation planning data and made recommendations for the development of a short and long range transportation plan. 
Current and future land uses were evaluated to forecast the estimated traffic in 1985. The plan also set forth a systematic 
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improvement program to serve the growing population. It presented a financially attainable program to be carried on as a 
normal and continuing function of the community, corresponding with the financial capabilities of each jurisdiction. Surveys 
of existing economic, population, land use, transit ridership, and major street conditions were done to create mathematical 
models to predict future travel demands. This allowed the plan to suggest improvements commensurate with demands and 
needs beyond the design year ensuring a long range plan.

Complementing its focus on transportation, the plan’s major goals were to encourage urban growth in a controlled manner. 
It designated a major thoroughfare system to connect the new and the existing developed areas. The plan aimed to provide 
for economical transportation solutions with flexibility for future expansion and compatibility with the overall comprehensive 
plan. The plan suggested maximum use of traffic operations and adequate capacity on all elements of the transportation 
system while maintaining a desirable level of service. It emphasized eliminating indirect or circuitous routes and discouraged 
infringement of abutting land uses which could disrupt the efficiency of major thoroughfares. The plan encouraged reservation 
of the rights-of-way by means of a regulatory ordinance and also ensured a minimum level of mass transit for public service. 

Three locations were identified as having a very high frequency of accidents: the outer connection ramp in the southeast 
quadrant of the I-57/I-74 interchange, the intersection of Chestnut Street and University Avenue in Champaign, and the 
segment of Neil Street between Washington Street and Columbia Avenue.

1979 - Update to the Comprehensive Transportation Plan for Champaign-Urbana
Apart from providing a safe, efficient and economical transportation system, the 1979 update aimed to organize land uses 
in a balanced, functional and mutually compatible manner. This plan focused on guiding growth and expansion in harmony 
with the natural environment. It strived to accommodate a system that would safely and conveniently encompass a variety 
of transportation modes and thus enhance the overall quality of life. It also identified land use, traffic, vehicle registration, 
crashes, and financial resources as key areas to be improved upon.

Capacity deficiencies in the transportation system were derived from travel demand data. The plan emphasized consideration 
of high crash frequency locations within the short range programs alongside other long range projects.

Developing mass transit plans for a small community was a speculative endeavor at that time, and was restricted by the 
available funding. During this plan, mass transit service was expanded to cover almost 100 percent of the urban area. 
The number of buses, and hours of service, were increased to include weekday evenings and Sundays. Annual ridership 
increased by 2,600,000 in 1978 up from 640,000 in 1972. Routes were modified to better accommodate citizens’ needs, 
eliminating ineffective services and equipping buses with lifts for elderly and handicapped.

Considering the increased biking activity in Champaign-Urbana, particularly on the University campus, this plan laid special 
emphasis on biking as a mode of transportation. The growing demand for better bicycle facilities and bike planning was 
addressed by CUUATS’ Long Range Transportation Plan.

The plan also tried to improve air quality by promoting increased vehicular occupancy, reduced vehicle miles traveled and 
decreased vehicle travel time. This plan also made efforts to reduce congestion by increasing vehicle speed through roadway 
improvements, signal progression, etc. A bikeway plan, public transit promotion and decreased vehicle operation time were 
some of the efforts presented to conserve energy and improve air quality for the community. A financially attainable plan 
was also developed using the best funding information available in collaboration with different implementing agencies.

1982 - Major Review of the Comprehensive Long Range Transportation Plan for Champaign-Urbana
The 1980 LRTP update classified projects into long range and short range categories and prioritized them by urgency of 
needs. These included projects like signal enhancements, using modern technology intersection improvements and road 
widening.

1986 - Long Range Transportation Plan Update
Apart from functioning as a planning guide, the 1986 LRTP update also involved critical assessment of the previous and 
ongoing transportation proposals. It analyzed whether the transportation plan reflected the changing growth patterns and 
area wide priorities within the available financial resources. Moreover, it helped locate various cross sections of roads for 
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short range development. Several major and minor roads were planned for capacity enhancement by widening their right-
of-ways.

Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA)
Although ISTEA was a piece of federal legislation, it is important to note the affect it had on metropolitan planning 
organizations and transportation planning processes around the United States. ISTEA recognized changing development 
patterns, diversity within metropolitan areas, and the importance of providing more control for MPOs over transportation in 
their regions. ISTEA had significant affects on the Long Range Transportation Plan process as well, by stressing the importance 
of integrating environmental and intermodal considerations within a financially constrained vision for the future. ISTEA also 
made MPOs responsible for developing Long Range Transportation Plans within their respective areas, in cooperation with 
the State and transit operators.

2000 - C-U In 2030 Transportation and Mobility Plan
CUUATS completed this long range plan covering a thirty year period, aimed at serving the future needs of an estimated 
population of 203,847 by the year 2030, an increase of 18 percent over the population in 1990. The employment was 
projected to increase by 52 percent within the same period, from 53,253 in 1990 to 80,962 in 2030. The plan reviewed 
the progress made since the 1970 plan, which included extending and improving Windsor Road from Neil Street east to 
Philo Road, completion of the TR-151 (Olympian Drive) interchange at I-57, extending Church Street and University Avenue 
to I-72, and a widening of I-74.

The intent of C-U In 2030 was to determine the future needs for the various modes of transportation in the Champaign-
Urbana-Savoy area. Working towards building a consensus, CUUATS developed this plan using the input and cooperation 
of several groups and agencies. While the Illinois Department of Transportation (IDOT) provided guidance on compliance 
and regulations, local governments identified the improvement programs and specific projects for future needs. The general 
public also participated in the planning process by identifying problems and proposing alternatives.

Although the plan does not give the exact timing for future projects, it suggests five general types of improvements:
•	 Traffic Management Corridors
•	 Improved Corridors
•	 Localized Improvements
•	 New Corridors
•	 Transportation Improvement Program (TIP) projects

The plan gave special emphasis to pedestrians given the high percentage of work related walking trips in the urbanized area. 
Recommendations were made for the provision of sidewalks in all new development. Pedestrian signals, wide sidewalks and 
audible signals were also recommended. The plan also calls for new residential development to be conveniently located 
near retail projects to provide easier access for pedestrians.

The primary goal of the transit system was to provide service that is safe, reliable and committed to total accessibility. The 
mass transit system’s primary service was a fixed route and scheduled system with principal transfer locations in Downtown 
Champaign (Illinois Terminal), Downtown Urbana (Lincoln Square Village) and the University of Illinois (Illini Union). The 
plan called for additional investment in a rail component and suggested investigating the feasibility for establishing a high 
speed rail corridor along the Chicago-Champaign-Carbondale-Memphis line. The plan also recommended studying ways 
to increase air  travel at Willard Airport.

C-U In 2030 recommended the use of Federal, State and local funding to go to certain regionally significant projects. 
It identified the Curtis Road interchange at a cost of $17.3 million, construction of Olympian Drive with a cost of $24.3 
million, an extension to Olympian Drive with a cost of $6.0 to $7.2 million, reconstruction of IL-130 with a cost of $5.0 
million, and an extension of US-150 with a cost of $6.0 million. Some safety projects on campus were also recommended, 
such as speed reduction on roadways, enhancing pedestrian crossings, traffic calming, improving turning radii, exclusive 
turn lanes, improving signal timing, and pedestrian crosswalks. Traffic signal coordination along certain corridors on Neil 
Street and University Avenue had an estimated cost of $8,300 per intersection, totaling $500,000 for the entire project.
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2.2  Geographic Location and Incorporated Units
The Champaign-Urbana-Savoy-Bondville urbanized area, had a 2000 population of 123,885, and comprised over 40 
square miles of Champaign County, located in east-central Illinois.  It is situated approximately 135 miles south of Chicago, 
120 miles west-northwest of Indianapolis, and 180 miles northeast of Saint Louis.  There are four municipalities within the 
urbanized area, as designated by the US Census Bureau1: City of Champaign, City of Urbana, Village of Savoy, and the 
Village of Bondville.

City of Champaign
The City of Champaign is the largest and most populated municipality in the urbanized area with a 2000 population of 
67,518. As of 2008, the approximate land area of the City of Champaign was 22.4 square miles. The transportation system 
includes 405 miles of roadways within its municipal boundaries, 35 miles of bicycle and/or pedestrian paths, direct access 
to three interstates (I-57, I-72, and I-74), and community-wide public bus service.

City of Urbana
The City of Urbana is the second largest municipality in the urbanized area with a 2000 population of 37,372. As of 2008, 
the approximate land area of the City of Urbana was 11.7 square miles. The transportation system includes 202 miles of 
roadways within its municipal boundaries, 26 miles of bicycle and/or pedestrian paths, direct access to one interstate (I-74), 
and community-wide public bus service.

Village of Savoy
The Village of Savoy is the third largest municipality in the urbanized area with a 2000 population of 4,476. As of 2008, the 
approximate land area was 2.5 square miles. The transportation system includes 46 miles of roadways within its municipal 
boundaries, 1.75 miles of bicycle and/or pedestrian paths, and public bus service in the north and central portions of the 
community.

Village of Bondville
The Village of Bondville is located approximately two miles west of the City of Champaign on Illinois Route 10. It is the smallest 
and least populated municipality in the urbanized area with a 2000 population of 455. As of 2008, the approximate land 
area was .25 square miles. The transportation system within the municipal boundaries of Bondville includes approximately 
8.9 miles of streets.

Workers living in the urbanized area utilize a variety of transportation modes when traveling to and from work, as seen in 
Table 2.1.

1 It is important to note that the urbanized area boundary is not equal to the combination of the four communities’ corporate limit boundaries; instead, the Census Bureau 
defines the urbanized area based on population density of Census blocks.  This disparity reveals itself in the 2000 urbanized area population of 123,885, which is roughly 
14,000 higher than the combined populations of the four communities.  This is significant because funding levels for transportation projects are often based on urbanized 
area population.  Source: US Census Bureau.

Transportation Mode
% of Workers in Population Aged 16 or Older 

Champaign Urbana Savoy Bondville

Car, truck, or van; drove alone 65% 53% 80% 74%

Car, truck, or van; carpooled 11% 11% 10% 20%

Public transportation (includes taxicab) 6% 11% 5% -

Walked 12% 17% 0% -

Other means 3% 5% 1% -

Worked at home 3% 3% 4% 6%

Table 2.1  Commuting to Work

Source: US Census Bureau, 2000
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2.3  General population characteristics
According to the 2000 Census, Champaign County, Illinois has a population of 179,669.  Of these residents, 123,885 (69%) 
live inside the urbanized area, consisting of 49,692 households, with the average household size being 2.5 persons.    

Age
The 2000 Census shows the largest group of urbanized area residents (20.6%) falls in the 18-21 years of age bracket. This 
bracket includes students attending the University of Illinois at Urbana-Champaign. As can be seen in Figure 2.1, there is a 
higher population of males under the age of 35 than females; this trend reverses for the older population.

Race & Origin
As can be seen in Table 2.2, the urbanized area population is primarily white (73.2%). The second largest racial group is 
black or African-American (14%). The urbanized area has a higher percentage (26.8%) of its population in minority race 
categories than the county, which only has 21% non-white population.

Race (percentage of total population) County Urbanized Area
White Alone 79.0% 73.2%
Black or African American Alone 11.2% 14.0%
American Indian and Alaska Native Alone 0.2% 0.2%
Asian Alone 6.5% 9.0%
Native Hawaiian and Other Pacific Islander Alone 0.0% 0.0%
Some Other Race Alone 1.2% 1.5%
Two or More Races 1.9% 2.0%

Table 2.2  Racial Groups as a Percentage of Population
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The Census differentiates between persons of Hispanic origin and race. The urbanized area is home to 4,274 persons who 
stated they were Spanish, Hispanic, or Latino on the Census forms, representing 3.4% of the urbanized area population2.  

Education
According to the 2000 Census, 38% of Champaign County residents over 25 years of age have a bachelor’s degree 
or higher, placing it 3rd in educational status for Illinois counties. This compares to 47% of residents over age 25 in the 
urbanized area with the same achievement. Of residents over the age of 25 in the urbanized area, 25% have completed 
post-graduate degrees, ranking it 1st compared to all Illinois counties for this distinction. Of Champaign County residents 
over age 25, 91% have at least a high school degree, compared to 92% of urbanized area residents over age 25.

Approximately 9% of the county population over age 25 did not graduate from high school, compared to 8% at the urbanized 
area level and 19% at the state level. Overall, Champaign County proves to have a highly educated population.        

Income
The 1999 per capita income for the urbanized area was $19,253. This is lower than the county, state, and national 
figures, which are $19,708, $23,104, and $21,587, respectively. Table 2.3 shows the poverty status of the urbanized area 
population in 1999 according to age. As can be seen in the table, over 20% of the urbanized area is considered to be living 
below the poverty level. This contrasts with 16% for the county, 11% for the state, and 12% for the nation. More detailed 
Census information tells us that the majority of the population living in poverty in the urbanized area is in the 18-24 age 
bracket (62.5%). The presence of the University of Illinois students appear to result in a disproportionate number of persons 
living below the poverty level for both the urbanized area and the county.

2Even though persons of Hispanic origin are not classified as a racial group by the Census, they are considered to be a significant minority group in our community and 
in our efforts to consider all minority groups in our planning processes.

Poverty Status in 1999 by Age Urbanized Area
Income in 1999 Below Poverty Level: 21%
Under 5 Years 5%
5 Years 1%
6 to 11 Years 5%
12 to 17 Years 4%
18 to 64 Years 84%
65 to 74 Years 1%
75 Years and Over 1%
Income in 1999 At or Above Poverty Level 79%
Under 5 Years 6%
5 Years 1%
6 to 11 Years 7%
12 to 17 Years 7%
18 to 64 Years 67%
65 to 74 Years 6%
75 Years and Over 5%

As stated previously, there are 49,692 households in the urbanized area.  Of these, 69% are one- or two-person households.  
The median household income for the urbanized area in 1999 was $33,460.  This compares to $37,780 for the county, 
$46,590 for the state, and $41,994 for the nation. Within the urbanized area, 52% of the households are renter-occupied 
as opposed to 48% owner-occupied.  Table 2.4 shows population by household type for the urbanized area.

Source: US Census Bureau, 2000

Table 2.3  Poverty Status by Age in 1999
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Household Size Urbanized Area Percent
1-Person Household 17,444 35%
2-Person Household 16,688 34%
3-Person Household 7,087 14%
4-Person Household 5,590 11%
5-Person Household 2,052 4%
6-Person Household 453 1%
7-or-More-Person Household 378 1%
Total: 49,692 100%

Table 2.4  Population by Household Type

Source: US Census Bureau, 2000

A different perspective shows median household income by age, as seen in Figure 2.2.  One can see that householders 
under age 25 (typically in the 18-25 year age range) have a far lower median income than other age ranges.  In addition, 
the urbanized area and county seem to fall especially short for this age range compared to state and national levels.

Figure 2.2  Median Household Income by Age

Source: US Census Bureau, 2000
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2.4  Population Trends
Between 1990 and 2000, the urbanized area grew by about 7.5% in population, but increased in land area by about 33%. 
One result of this is that a disproportionate mileage of roadways in newly expanded areas must be maintained under the 
auspices of urbanized area and local agency funding, which in turn affects other transportation projects’ funding in the area. 
This growth in land area was due to development, municipal annexations and the inclusion of the Village of Bondville in 
the urbanized area. This trend should continue with the next Census urbanized area designation in 2010, when the Villages 
of Mahomet and Tolono will likely be included due to their population density and proximity to the Champaign-Urbana 
urbanized area.      

Rural-Urban Ratio
Since 1980, the urbanized area has been encompassing 2-3% of the county’s population from its rural areas every ten 
years. This trend (seen in Table 2.5) is anticipated to continue at least over the next 25 years.

2.5  Employment
Champaign County is a regional employment center, largely due to the presence of the University of Illinois and the two 
major medical centers located here. According to the Illinois Department of Employment Security (IDES), the labor force in 
2007 was 105,053 versus 99,468 in 2004. The IDES also reported in 2007 that the County’s top four employment sectors 
were:

•	 Educational Services - 19,516 employees
•	 Health Care and Social Assistance - 11,272
•	 Manufacturing - 10,701
•	 Retail Trade - 9,946

These four industries, as well as several others, have shown growth since 2004. These growth patterns are not surprising 
given the ongoing expansions of the University and hospital campuses as well as the retail services needed to support 
additional population and employment growth. The continued development of the North Prospect commercial corridor has 
added to the strong retail oriented employment base. Several manufacturers in the area, such as Kraft Foods and Plastipak 
Packaging, provide a significant number of jobs to residents as well.

Table 2.5  Rural-Urban Population Ratio

Ratios 1980 1990 2000
Urbanized Area 64% 67% 69%
Outside Urbanized Area 36% 33% 31%

Top 10 County Employers No. of Employees
University of Illinois 10,500
Carle Clinic Association 2,919
Carle Foundation Hospital 2,750
Kraft Foods Inc. 1,325
Provena Covenant Medical Center 1,200
Wal-Mart Super Center 1,050
Plastipak Packaging 800
Christie Clinic Association 740
Hobbico 700
Jeld-Wen 675

Table 2.6  Champaign County’s Top Employers

Source: Champaign County EDC (2008)

Source: US Census Bureau, 2000
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2.6  Traveling in the Urbanized Area
The majority of urbanized area residents have access to at least one vehicle per household. As can be seen in Table 2.7, the 
number of vehicles available per household by race is disproportionate. White residents have the highest percent of access 
to a vehicle (91%), while those residents who classified themselves as other than white alone had a lower percent of access 
to a vehicle, averaging 76%.

As in most American cities, the majority of people drive their own vehicle to work. Table 2.8 shows 64.4% of workers over the 
age of 16 in the urbanized area drive alone to their place of work. Other modes of transportation (walking, bicycling, and 
public transit) total 20.9% of the chosen travel modes. Comparable university-based urbanized areas are shown as well.

Vehicles per Household, 
Urbanized Area

White 
Alone

Two 
Races

Asian 
Alone

Black 
Alone

Latino
American 
Indian/
Alaskan

Other 
Race

Hawaiian/
Pacific 

Islander

No Vehicle 9% 17% 20% 20% 27% 29% 30% N/A

1 or More Vehicles Available 91% 83% 80% 80% 73% 71% 70% N/A

Table 2.7  Access to Vehicles in the Urbanized Area

Travel Mode
(Workers Over Age 16)

Champaign-
Urbana

Bloomington, 
IN

State College, 
PA

Lafayette, 
IN

Iowa City, 
IA

Ann Arbor, 
MI

Drove Alone in a Car, Truck or Van 64.4% 70.4% 54.7% 75.8% 65.3% 74.8%

Walked 11.6% 11.1% 22.1% 8.0% 12.0% 8.0%

Carpooled in a Car, Truck, or Van 10.6% 10.3% 10.2% 10.2% 11.1% 8.7%

Public Transportation 6.8% 2.3% 7.2% 1.8% 6.6% 3.6%

Worked at Home 3.4% 3.1% 3.8% 2.5% 2.4% 3.3%

Bicycle 2.5% 2.1% 1.5% 1.1% 1.9% 1.0%

Other Means 0.4% 0.5% 0.4% 0.5% 0.4% 0.4%

Motorcycle 0.2% 0.2% 0.1% 0.1% 0.1% 0.1%

Table 2.8  Travel Mode to Work in the C-U-S-B Urbanized Area and Comparable Urbanized Areas

Source: US Census Bureau 2000, Comparable urbanized areas taken from Big.Small.All Indicators Project

Table 2.9 illustrates that white residents drove alone in personal vehicles more than any other race, whereas persons that 
identified “other race” in the Census drove alone the least.  In addition, non-white persons use public transit more than white 
persons. Latinos and householders that listed “other race” account for the highest percentage of commuter bicyclists of all 
races, and Asian householders account for the highest percentage of pedestrian commuters of all races.

Travel Mode White
Black or 
African 

American

Amer. Indian 
or Alaskan 

Native
Asian

Other 
Race

Two or 
More 
Races

Hispanic 
or Latino

Drove Alone in a Car, Truck or Van 67.8% 60.7% 50.0% 43.2% 38.3% 57.5% 47.6%
Walked 10.7% 7.7% 18.2% 24.1% 19.9% 14.8% 19.6%
Carpooled in a Car, Truck, or Van 9.6% 15.9% 23.5% 11.5% 13.4% 14.7% 10.5%
Public Transportation 5.0% 11.9% 0.0% 14.8% 16.7% 8.2% 13.7%
Worked at Home 3.6% 3.0% 0.0% 2.9% 0.8% 4.2% 1.0%
Bicycle 2.7% 0.9% 8.3% 2.4% 9.3% 0.0% 6.8%
Other Means 0.4% 0.0% 0.0% 0.6% 1.6% 0.6% 0.8%
Motorcycle 0.2% 0.0% 0.0% 0.4% 0.0% 0.0% 0.0%

Table 2.9  Travel Mode to Work by Race/Ethnicity

Source: US Census Bureau, 2000

Source: US Census Bureau, 2000
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Table 2.10 shows that the majority of residents in the urbanized area take less than 15 minutes to arrive at their place of 
work.

According to the 2000 Census, 14,312 people commute into Champaign County to work, whereas 4,943 Champaign 
County residents work outside Champaign County. Vermilion County is the highest exporter of workers to Champaign 
County, followed by Piatt, Douglas, and Ford Counties. Given that there are few public transit service options between these 
counties, one can assume that the majority of these commuters travel alone or carpool in personal vehicles. Currently, one 
of the only county to county commuter routes in the area is a Job Access and Reverse Commute (JARC) route that travels 
from Vermilion County to Champaign County.

Conclusion
The urbanized area has grown in population, employment base and land area. Census population estimates for 2007 
indicate the urbanized area grew by 12.2% since the 2000 Census was completed. The urbanized area will continue to 
grow as we look to the year 2035. The Long Range Transportation Plan is tasked with supplying a plan for a transportation 
system that is flexible and can adapt to changes in demographics and mode share. As the urbanized area grows, so must 
our transportation network. The key is growing in a sustainable fashion that pays close attention to the amount invested 
in new infrastructure to serve our fringe areas and the amount invested in the existing transportation network to serve 
established development within the urbanized area.

Table 2.10  Travel Time to Work

Travel Time, 
Urbanized Area

% of Workers Working 
Outside Their Home

Less Than 5 Minutes 5%

5 to 9 Minutes 20%
10 to 14 Minutes 30%
15 to 19 Minutes 24%
20 to 24 Minutes 9%
25 to 29 Minutes 2%
30 to 34 Minutes 4%
35 to 39 Minutes 0%
40 to 44 Minutes 1%
45 to 59 Minutes 2%
60 to 89 Minutes 1%
90 or More Minutes 1%

Source: US Census Bureau, 2000




