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Key Features
University Avenue is one of the most heavily traveled 
east-west arterials in the Champaign-Urbana area.  Its 
importance as a commercial corridor since the 1920s is 
not to be overlooked. University Avenue is home to many 
different entities, both public and private, and provides 
a centralized location for many destinations and daily 
necessities not only for local residents but for visitors from 
central Illinois and beyond.

The University Avenue Corridor Study’s western limits 
begin in Downtown Champaign where there is not only 
a mix of new and old businesses and restaurants, but 
also the Champaign City Building and the multi-modal 
transportation facility at Illinois Terminal.  

Continuing east, the next area of interest lies between 
Wright Street and Goodwin Avenue where the Provena 
medical campus and the University of Illinois engineering 
campus are located. These entities serve different purposes, 
and create a local and regional draw for the corridor.

The next key feature along University Avenue is the Carle 
Hospital and Clinic medical campus, which is located 
between Lincoln Avenue and McCullough Street. This 
large medical campus spans the north and south sides of 
University Avenue, and creates a strong presence which 
anchors this portion of the corridor. The medical campus 
has also contributed significantly to the aesthetics and 
streetscape along its portion of University Avenue.

The final key feature along the corridor is the Five Points 
redevelopment project at the intersection of University 
Avenue and Cunningham Avenue. This project has been 
ongoing since the relocation of the O’Brien AutoPark and 
the City of Urbana continues to work with developers to 
build out the remaining parcels at the northwest corner 
of the intersection. Once completed, this redevelopment 
effort will be a major traffic draw for the City of Urbana 
and the corridor as a whole.

3  Existing Conditions Chapter
The existing conditions chapter summarizes the historical and current 
conditions found throughout the University Avenue Corridor Study area.  
This chapter discusses the following elements in detail:
•	 Key features in the corridor
•	 A brief history of University Avenue
•	 A photographic walk-through of the study area
•	 Land use
•	 Zoning
•	 Parcel and building conditions
•	 Streetscape and aesthetics
•	 Transportation
•	 Economic development

In order to plan for the future growth and development of the University 
Avenue Corridor, decision makers must understand how the corridor 
arrived at its present state. The existing conditions chapter will provide the 
background needed to accurately look at where this corridor has been and 
what decisions were made which affected its outcome. By reviewing the 
past and analyzing the present, a more educated and informed decision 
can be made about the corridor’s future.

•	 University Avenue falls under the jurisdiction of multiple 
entities, creating a unique planning challenge.

•	 The corridor has seen a significant drop in single family 
detached housing, but has seen an increase in multi-
family dwelling units.

•	 Existing and future land use patterns show this corridor 
as a major commercial arterial for both cities.

•	 This corridor offers many excellent opportunities for infill 
development.

•	 Surface parking lots along the corridor provide 
unappealing views and are in need of additional 
landscaping.

•	 The corridor lacks a uniform streetscape design.
•	 Boneyard Creek is an important recreational and 

aesthetic feature in the corridor.
•	 The existing driveway spacing along University Avenue 

is less than the recommended distance in the CUUATS 
access management guidelines.

•	 Transit service is available along some segments 
University Avenue, and connects Downtown Urbana 
and Downtown Champaign.

•	 Mixed-use walkable developments are anchoring 
themselves in the corridor.

•	 Stronger bicycle, pedestrian, and transit connections are 
needed between the hospital campuses, the University, 
and services located within the corridor.

A View of Downtown Champaign

Five Points in UrbanaProvena Covenant Medical Center

Parking Lot Screening Along University Avenue

Key Findings of Existing Conditions Chapter
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Historical Review
This section offers a brief review of the history of University Avenue 
and pertinent planning documents relating to the development of 
this corridor. While many of the planning documents reviewed 
in this section from 1919-2005 mention University Avenue in 
the same light, it is important to note when and where specific 
decisions were made which affected what we see today in the 
corridor.

1919-1940
As the age of the automobile descended upon Champaign-Urbana 
in the late 1910s, the twin cities began to see many horse-and-
carriage oriented businesses turn over to automobile repair and 
sales shops.  The fate of University Avenue was no different. From 
1906-1926, the City of Champaign saw 26 of 58 horse-related 
businesses convert to automobile-related businesses8. As the 
1920s began, gas stations, repair garages and auto dealers were 
constructed to accommodate the growing automobile industry. 
As these structures began to dot the major arterials leading 
in and out of Downtown Champaign and Urbana, University 

1900 1960

1919
Introduction of 

the automobile to 
Champaign-Urbana

1940s
Champaign 

widens roadway to 
four lanes

1950s
Urbana widens 
roadway to four 

lanes

1950s
Introduction of the 

traffic signal at 
intersections

1926
Champaign begins 
rezoning parcels to 

commercial use

1940
Urbana begins 

rezoning parcels to 
commercial use

1939
Last of horse-oriented 

businesses begin changing 
to auto-oriented businesses

Avenue became the area’s mainstay for auto-oriented businesses 
connecting Downtown Champaign to “Five Points” in Urbana. By 
1919, commercial business had taken over three residential blocks 
to the east of Downtown Champaign.  Residential property owners 
began to look for ways to make higher profits on their properties and 
many began seeking rezoning by the local governmental agencies. 
Champaign began implementing commercial rezoning in 1926 with 
Urbana following suit in 1940. Between 1929 and 1939 business had 
expanded to six blocks east of Downtown Champaign along University 
Avenue, of which five blocks were first used by gas stations8.

With commercial businesses focused in and around the downtowns, 
University Avenue remained primarily a residential corridor with single-
family homes making up the bulk of the development. The occupants 
of the houses along University Avenue were comprised of laborers, 
craftsmen and shopkeepers.

1940-1960
After the implementation of commercial zoning by both cities, 
University Avenue became the new major commercial thoroughfare 
connecting the cities’ central business districts. Between 1940 and 
1960, commercial businesses, particularly those oriented toward the 
automobile, began to appear along the length of the corridor. The 
increased traffic flow on University Avenue made gas stations and 
commercial strip centers the optimal development typology. These strip 
centers had many businesses rarely related to one another generating 
single-purpose trips, which in turn caused additional traffic and delay 
along the corridor. As traffic increased, local government concerns 
switched from zoning to roadway design and traffic control. In the 
1940s, the City of Champaign began to widen and improve sections 
of University Avenue. The widening and improvements were continued 
in Urbana through the 1950s. University Avenue was now a four-lane 
pavement section with two parking lanes along most of the street.  
Trees had to be stripped and removed to widen the roadway creating 
smaller parkways and less vegetation along University Avenue.  In the 
late 1950s, traffic signals were introduced along the corridor in order 
to reduce delays at major intersections8.

Downtown Champaign - ICRR Railroad Tracks University Avenue - Auto-Oriented Businesses
Downtown Champaign - University Avenue

Downtown Champaign
University Avenue Viaduct
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2000

1960
HBA completes Street 
and Highway plan for 

C-U

1979
Between 1959 and 1979, 
corridor sees largest loss 
in single family residences

1980s
University of Illinois 
begins engineering 

campus construction

1990s
Resurgence of multi-
family developments 

in corridor

1960s
Second commercial 

boom
1970s

Average commercial 
lot size doubles since 

1959

1970
HBA completes 
Comprehensive 

Transportation Study for C-U

1960-1980
The 1960s saw a second boom of commercial development along the 
corridor, namely in the form of chain restaurants with large parking lots.  
Commercial strip centers continued to be developed but furnished a 
greater variety of businesses requiring larger spaces for operation.  
Between 1950 and 1970, the size of the average business nearly 
doubled from .99 acres to 1.76 acres8. This particular time period 
saw business turnover rates stabilize, and occupancy was high in most 
categories. With the conversion of the corridor, from auto-oriented 
businesses to food service, many restaurants found it hard to compete 
with one another, resulting in a more rapid turnover rate. This time 
period also saw a very large decrease in the number of residential 
dwelling units. Numbers fell from 112 in 1959 to 39 in 19798.

With the rapidly changing environment along University Avenue and 
other major corridors in the Champaign-Urbana area, plans and 
visions began to reemerge in order to give these areas more substance 
and purpose.  In 1960, Harland Bartholomew and Associates wrote 
“A Major Street and Highway Plan for the Champaign-Urbana Urban 
Area.” This plan set out to provide guidance to both cities in order 
to better plan for and construct a major street and highway system 
for the present and future. University Avenue, being one of the major 
thoroughfares for both cities, was discussed in detail.  The plan called 
for University Avenue to continue to be the major east-west arterial in 

the twin cities. The plan also projected future land uses out to 1980 
and promoted the corridor as commercial near Downtown Champaign 
and Urbana, but primarily multi-family and single family residential in 
between the two downtowns6.

In 1970, Harland Bartholomew and Associates wrote the 
“Comprehensive Transportation Study” for the urbanized area. This 
plan again designated University Avenue as a major arterial connecting 
Champaign and Urbana. HBA projected future land uses out to 1985 
and showed mostly residential development along University Avenue 
with a slightly greater emphasis on service-oriented businesses as 
opposed to the plan which came 10 years earlier7.

1980-2000
From 1980-1990, the number of single family residences nearly 
disappeared as consolidated commercial parcels sought to purchase 
more lots to add larger parking lots and facilitate larger buildings.  
The 1982 Urbana Comprehensive Plan designated the future land 
uses along University Avenue to continue as commercial, institutional 
and high density residential.  These land uses were more in tune with 
the typology of development taking place at this point in time than was 
shown in previous plans done by HBA3.

In 1983, the City of Urbana enacted the Tax Increment Financing (TIF) 
3 Plan which helped lead to the development of Hampton Inn, the 
Durst building, and portions of Provena. In the City of Champaign, the 
East University Avenue TIF district, which was enacted in 1986, was 
used to improve the district, incentivize new business, and raise the tax 
increments of the surrounding properties2.

In the early 1990s, a resurgence of residential properties began as the 
University of Illinois pushed its boundaries north with the construction 
of the engineering campus. With the engineering campus anchoring 
the corridor between Wright Street and Goodwin Avenue, apartment 
buildings were constructed, particularly for engineering students 
wishing to be closer to the northern portion of campus. In addition to 
the development of the engineering campus, Carle Hospital and Clinic 
experienced rapid growth and development during this time period 
expanding to the north and south of University Avenue. In 1996, the City 
of Champaign created the “East Side Plan” which spanned University 
Avenue from the Illinois Central Railroad (ICRR) tracks in downtown to 
Wright Street. The plan called for additional investment in streetscape, 
street lighting, tree plantings, and roadway improvements.  The plan 
also called for increased economic development opportunities in 
the area to promote the growth of commercial business. In 1997, 
Illinois Terminal was constructed in Downtown Champaign providing 
connections to passenger rail and intercity buses.

Widening University Avenue in Urbana

University Avenue Looking East from 
Downtown Champaign

Construction of Rental Apartment Buildings University Avenue - Urbana
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2000 - 2008
Since 2000, investment and development can be seen throughout 
the University Avenue corridor. Additions have been and continue to 
be made to both the Provena and Carle medical campuses through 
streetscape improvements, the demolition of old buildings and 
subsequent construction of new buildings. The City of Champaign 
developed and implemented a streetscape plan and design between 
Downtown Champaign and Second Street, and plans to continue this 
streetscape pattern through to Wright Street in the near future. The 
remainder of University Avenue continues to have a lack of aesthetic 
presence and a miscellany of businesses without context. The City of 
Urbana is working with developers on the “Five Points” redevelopment 
project in order to stimulate more business and attraction at the 
intersection of University and Cunningham Avenues. Significant 
planning studies have been completed since 2000 for areas in and 
around the University Avenue Corridor.

In 2002, the City of Champaign completed their comprehensive plan 
update. As part of this plan, the University Avenue corridor from First 
Street to Wright Street is again denoted as an area which requires 
significant economic reinvestment. TIF dollars, redevelopment and 

enterprise zone incentives are the three main ways the City plans on 
stimulating private investment1.

In 2002,  the City of Urbana completed their Downtown Strategic 
Plan,  and in 2005 adopted a new comprehensive plan.  Both plans 
call for continued commercial redevelopment and investment along 
University Avenue. Urbana also enacted TIF districts and enterprise 
zones which cover portions of the study area. The comprehensive 
plans also note the master plans for the medical campuses and the 
northern campus of the University of Illinois4 5.

In 2006, the City of Champaign completed the Downtown Plan which 
outlined future infill development opportunities, public spaces and 
plazas, design guidelines for buildings, parking issues and solutions, 
and much more. This document continues to guide development in 
Downtown Champaign.

The City of Urbana recently adopted the updated Boneyard Creek 
Master Plan and the Cunningham Avenue Beautification Study. The 
City of Champaign recently completed designs for the Second Street 
Boneyard Creek improvements from Scott Park north to University 

Avenue.  All three of these plans will have direct implications at certain 
points along University Avenue and will have bearing on this study.

In 2008, the City of Urbana adopted the Crystal Lake Neighborhood 
Plan which serves as a guiding document for future land uses 
and improvements in the Crystal Lake Park area of Urbana9. This 
neighborhood is directly north of the Carle campus along University 
Avenue.

Historical References:
1.  City of Champaign.  2002 Comprehensive Plan Update. 2002.
2.  City of Champaign.  East Side Plan.  1996.
3.  City of Urbana.  City of Urbana Comprehensive Plan.  1982.
4.  City of Urbana.  2002 Comprehensive Plan Update.  2002.
5.  City of Urbana.  2005 Comprehensive Plan.  2005.
6. Harland, Bartholomew & Associates.  A Major Street and Highway Plan for 
Champaign-Urbana Area.  1960.
7.  Harland, Bartholomew & Associates.  Comprehensive Transportation Plan for the 
Champaign-Urbana Area.  1970.
8.  Jakle, John A. & Sculle, Keith A.  The Gas Station in America.  1994.
9.  City of Urbana. Crystal Lake Neighborhood Plan. 2008.
*Photos courtesy of the Champaign County Archives and the Urbana Free Library.

2000

2000s
Additions built at 

Carle and Provena 
campuses

2000s
Additions made to 
University of Illinois 
engineering campus

2005
Urbana Comp. Plan 

discusses University Ave

2008
University Avenue 

Corridor Study 
begins

2002
Champaign and Urbana 
plans call for investment 

along University Ave

Carle Hospital Campus Provena Hospital CampusU of I Parking Deck on University Avenue
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Figure 3.1: Aerial Comparison Maps

These aerials show the progression 
of the corridor from 1972-2005.  
Redevelopment of existing parcels 
can be seen throughout Downtown 
Champaign, around the Beckman 
Institute and around the hospital 
campuses. Major changes within 
the corridor are highlighted in blue.

1972 Aerial 
Photography

1988 Aerial 
Photography

2002 Aerial 
Photography

2005 Aerial 
Photography

Legend

Study Boundary

Major Changes From
Previous Years
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Existing Views of the Corridor
The numbered photographs below 
correspond to the numbered section 
in the aerials above. These photos are 
not intended to show the traffic flow or 
congestion along University Avenue, 
but instead show geometry, streetscape, 
building orientation and aesthetics. 
Elements and views from these photos 
will be used later in the study to evaluate 
urban design and streetscape context.

Photo Location Map
State Street to Goodwin Avenue

Figure 3.2

1.  Randolph Street to Neil Street

4.  Second Street to Fourth Street 5.  Fourth Street to Wright Street 6.  Wright Street to Goodwin Avenue

2.  Neil Street to First Street 3.  First Street to Second Street
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Photo Location Map
Goodwin Avenue to 

Maple Street

Figure 3.2

7.  Goodwin Avenue to Lincoln Avenue

10. Broadway Avenue to Cunningham Avenue 11.  University Avenue and Cunningham Avenue 12.  Maple Street to Cunningham Avenue

8.  Lincoln Avenue to Carle Clinic 9.  Carle Clinic to Broadway Avenue
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Figure 3.3: Existing Land Use Classification  - 2009 

Table 3.1: Land Use Composition, 2009

Existing Land Use Legend

Existing Land Use
The University Avenue Corridor presents a number of complicated issues 
when it comes to land use and the development of land along the corridor. 
The corridor seeks to balance high traffic volumes with access to land by 
providing an excessive amount of curb cuts and driveways. The small parcel 
make up of University Avenue creates the issue of each property owner 
wanting their own access point. The depths of lots along University Avenue 
tend to be shallow and many times back up to multi-family or single family 
residences.  The shallow lot depth creates site design issues and is conducive 
to designing strip centers with parking lots fronting the street. Creating deeper 
lots with access and frontage on parallel streets would push commercial 
development further into residential areas. If commercial is to push further 
north and south along University Avenue, the need for additional buffering 
and four sided architecturally-finished buildings would become paramount.

Commercial Land Uses
It is no surprise given the historical shift in land uses along the corridor 
that University Avenue continues on today as an auto-oriented commercial 
district. Commercial land uses and their associated parking lots dominate a 
large swath of the corridor. There are few areas where the commercial uses 
complement each other and provide districts promoting “park and walk” 
commerce. Downtown Champaign is one of the few areas in the corridor 
which successfully promotes the concept of park and walk commerce. As 
shown in Table 3.1, approximately 41% of the study area falls under the 
commercial land use category.  

Medical/Institutional Uses
Medical and Institutional uses make up the second largest land use 
category in the corridor. The presence of the Provena and Carle 
medical campuses and the University of Illinois’ north campus anchor 
the corridor between Wright Street and McCullough Street. The medical 
campuses alone comprise 20% of the corridor, and the University’s 
campus comprises over 11%.  

Residential Uses
While this particular corridor has seen its share of single family 
residential units drop significantly since the 1920s, the proximity to 
the University, particularly the engineering campus, makes it an ideal 
location for multi-family student housing. The 1990s saw a growth in 
multi-family developments, namely rental apartments beginning one 
block south of University Avenue along Clark Street and continuing 
south toward the center of campus. In Champaign, the residential 
properties north of University Avenue have not seen much in the way 
of investment. Residential properties to the north of University Avenue 
in Urbana have benefitted from reinvestment primarily through the use 
of grants for housing rehabilitation. The Crystal Lake Neighborhood 
Plan area also showed a decrease in single person households and an 
increase in households with children under the age of 18, indicating 
a shift toward a family-oriented neighborhood. These demographic 
characteristics and monetary investments are helping to bring stability 
to this neighborhood.
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Land Use Acres % of Total
Commercial 78.4 40.6%
Medical 38.6 20.0%
University 21.4 11.4%
Municipal 11.3 5.8%
Utilities 10.4 5.4%
Apartment 9.3 4.8%
Single Family 7.7 4.0%
Hotel/Motel 4.8 2.5%
Industrial 3.5 1.8%
Tax Exempt 2.7 1.4%
Parks 2.7 1.4%
Duplex 1.4 0.7%
Churches 1.3 0.7%
Total 193.4 100.0%
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Figure 3.4: Future Land Use Map

Future Land Use Legend - Champaign Future Land Use Legend - UrbanaFuture Land Use
In order to better facilitate the types of development sought after by both cities, future land use maps and policies 
need to be in place to direct investment for the future. The Champaign and Urbana Comprehensive Plans provide 
future land use maps which guide not only land use decisions made within this corridor but for the cities as a 
whole. Figure 3.4 shows the future land uses which were adopted by Champaign and Urbana as part of their 
Comprehensive Plans. The land use patterns shown in both Figures 3.3 and 3.4 are quite similar in character. Both 
refer to this corridor as continuing as a primary commercial arterial with nodes of higher intensity commercial uses. 
Downtown Champaign, the intersection of Lincoln and University Avenues and the intersection of Cunningham 
and University Avenues are to develop as commercial nodes with the possibility of mixed-uses integrated within. 
Residential development will continue to be concentrated one block north and one block south of University Avenue 
similar to how it exists today. Table 3.2 shows the generalized breakdown of 
future land uses along the corridor. The different commercial designations 
from Champaign and Urbana were combined into a general commercial 
category. Institutional and medical uses were also combined in a general 
“institutional” category. Commercial and institutional land uses make up 
the bulk of land use designations for the future. While some commercial 
categories offer the flexibility to create different types of development 
patterns, this corridor is slated to remain a major commercial arterial.
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Table 3.2:  Future Land Use Composition 

Future Land Use Acres % of Total
Commercial 87.1 45.0%
Institutional/Medical 73.5 38.0%
Office 9.6 5.0%
High Density Residential 9.3 4.80%
Low Density Residential 5.3 2.80%
Mixed Use 4.3 2.20%
Park 2.5 1.30%
Commercial/Industry 1.8 0.90%
Total 193.4 100.0%
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Figure 3.5: Existing Zoning  - 2008

Champaign Zoning Legend Urbana Zoning Legend

Existing Zoning
As previously stated, University Avenue falls under the zoning 
jurisdiction of both Champaign and Urbana. Each city has its own 
zoning code with different categories. The zoning jurisdiction for 
both cities breaks at Wright Street and corresponds to the municipal 
boundaries for Champaign and Urbana. Each city separately 
zoned their respective parcels but kept the development typology 
fairly consistent along the corridor. In general, this corridor has 
maintained consistent zoning on both sides of the street making it 
easier to establish districts and nodes for future development and 
redevelopment. The make-up of the actual zoning regulations itself 
can be evaluated to ensure the zoning policies are appropriate for 
the types of future redevelopment sought after by this study and the 
cities.

City of Champaign Zoning
Residential Districts
Two residential zoning districts are utilized by Champaign one block 
north and one block south of University Avenue. SF allows for low 
density single family dwelling units and makes up a small portion 

of the parcels zoned for residential uses. MF2 allows for medium 
density multi-family developments and remains the predominant 
residential zoning typology used in the corridor by Champaign. This 
zoning is found mostly along Clark Street closer to the University’s 
campus.

Commercial Districts
The two commercial zoning districts used by Champaign in the 
corridor are CB and CG. CB, or commercial business, can be found 
primarily in the downtown area where the zoning code does not 
specify a maximum building height and is meant to facilitate denser 
development patterns. A vertical mix of uses is also promoted as 
part of this zoning category. CG, or commercial general, is the most 
general commercial zoning district allowing a wide variety of uses.  
Common to this zoning category are auto-oriented businesses 
which generate high traffic volumes and are facilitated by larger 
arterials. This category is used on most parcels along University 
Avenue between Third Street and Wright Street.

City of Urbana Zoning
Residential Districts
Similar to Champaign, Urbana has designated both single family 
and medium to high density multi-family zoning categories for 
the parcels along streets parallel to University Avenue. R5, which 
promotes medium to high density multi-family developments, is the 
most prevalent residential zoning category used by Urbana in the 
corridor. The R5 category allows for a wide range of housing types.

Commercial Districts
Urbana has designated four zoning categories along the corridor 
relating to commercial uses. B-2 is a neighborhood arterial-
oriented business district which seeks to provide services at the 
neighborhood scale. B-3U provides zoning for higher density 
commercial and residential uses as they relate to the University and 
its associated population. This category allows for a wide range 
of commercial, office and housing options and promotes vertical 
mixed use and limited setback requirements. The B-3 and B-4 
zoning districts provide for generalized auto-oriented businesses 
to serve the needs of the city’s population. Similar to Champaign’s 
CG zoning district, Urbana’s B-3 district makes up the majority of 
commercial zoning along the corridor.

Other Zoning Districts
The City of Urbana has three additional zoning designations within 
the corridor. The MIC zoning category is intended to promote the 
development of a medical campus where multi-block sections of 
land are owned by one principal land holder with the intention of 
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developing a medical campus. This zoning has standards allowing 
intensified land uses and taller buildings. Parcels eligible for MIC 
zoning are limited by a development agreement between the City of 
Urbana and Carle Hospital.

The IN industrial zoning category is also found within the study corridor.  
Parcels zoned IN are mainly located in and around the railroad line 
which crosses University Avenue at the Lincoln Avenue intersection. IN 
zoning is also stipulated for the water treatment plant located along 
Lincoln Avenue.

Finally, the CRE designation, or conservation, recreation and education 
is utilized in the corridor to facilitate development associated with the 
University of Illinois and Leal Park.

Parcel and Building Conditions
An important part of a corridor study which focuses on the 
redevelopment of land and creating improved urban environments is 
to look at vacant parcels which may be used for infill development. 
The University Avenue corridor has a number of infill development 
opportunities which should be looked at carefully as a viable alternative 
to greenfield development elsewhere in the region. Infill opportunities 
can offer immediate access to existing transportation facilities, sanitary 
sewer and water connections, and in some cases may be eligible for 
development incentives.

Vacant Parcels
Figure 3.6 shows the location of vacant parcels that fall within the 
study area boundaries. A field survey was completed in September 
2007 to document all vacant parcels in the study area. As noted in the 
map above, there are a number of clusters where significant vacancies 
exist. In Champaign, between Second and Third Street, there are a 
number of parcels which remain vacant. The parcels south of University 
Avenue along Second Street are adjacent to an open water section of 
the Boneyard Creek. This location is slated for improvements by the 
City of Champaign and may be attributing to these properties lying 
vacant at this point in time. Also vacant are a set of parcels between 
Fifth and Sixth Streets. These represent an infill opportunity which may 
be helpful for spurring the redevelopment of adjacent parcels along 
University Avenue.

Urbana has a number of clusters where development should look 
to be extend or intensified. The largest area is the “Five Points” 
redevelopment at the corner of Cunningham and University Avenues. 
This particular intersection is the eastern anchor of University Avenue 
and should be developed in such a way as to reflect its importance. A 
shopping center is currently under construction and is expected to be 
completed and occupied by 2011. Urbana’s other vacant parcels are 
mostly stand alone parcels located sporadically along the corridor. 
These parcels can be used for redevelopment with which to spark 
improvements within adjacent parcels.

Building Attributes
To obtain a better understanding of the characteristics of the buildings 
that make up this urban environment, a building inventory was 
developed. This inventory includes the following categories:

•	 Building Condition
•	 Building Height
•	 Building Facade
•	 Location of Structures to Surface Parking Lots

By creating an inventory of these existing conditions it will be easier 
for decision makers to understand the characteristics of the buildings 
surrounding any parcels being considered for development and to 
make sure new development matches the surrounding character.

Building Condition
The inventory of buildings in the corridor begins with the actual 
aesthetic condition of the building. There was no feasible way to 
physically inspect the structural condition of each building in the study 
area, so a visual facade inspection was conducted.  Figure 3.7 shows 
the footprint of each building and its corresponding condition. The 
categories and ranking standards are shown in Table 3.3, and were 
also used by the City of Champaign to map building conditions in 
their downtown as part of their Downtown Plan.

Figure 3.6: Vacant Parcels
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Figure 3.7: Building Conditions - 2007

Figure 3.8: Building Facade Type - 2007

Table 3.3: Building Conditions

A majority of the buildings within the corridor fall under the “Fair” 
category for building condition where the building is in good structural 
condition but aesthetically there are minor problems. Most buildings 
that fell within the fair category had minor violations such as peeling 
paint, broken screens, loose roof shingles, etc. Very few buildings 
fell in the poor category, but the ones that did were single family 
residences which looked abandoned and many were surrounded by 
other structures of similar quality. There were also many buildings 

which fell in the good category. Most of these buildings were located in 
Downtown Champaign or in and around the two medical campuses.  
These buildings tended to be newer or had been recently rehabilitated. 
No buildings were found to be in deteriorated condition.

Building Facade
Another attribute collected for each building in the corridor was the 
building’s material of construction. There were seven different types 
found, varying from brick to glass. Figure 3.8 below shows the type 
and location of each facade type. Certain facade types seemed to be 
clustered, indicating an already established district or development 
which was performed by the same company trying to keep each building 
similar to the next. Brick was a common facade type within Downtown 
Champaign where buildings tended to be of older construction. Brick 
was used in both medical campuses and the buildings owned by the 
University of Illinois. Vinyl and wood siding was also a popular facade 
type and was mostly found on single and multi-family residences.

The large variation in facade types throughout the corridor can be 
attributed to when the building was constructed. Architectural style 
and materials are often reflections of that time period. While many 
find brick to be a preferable facade type, an entire corridor lined with 
brick buildings may lead to a monotonous environment. No matter 
the facade type, often the upkeep and maintenance of the building 
can be more important.

Brick Block Glass

StuccoSidingMetal

Masonry

Table Courtesy of 2006 City of Champaign Downtown Plan
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Building Height
The height and massing of buildings can be a strength or a weakness 
for an urban corridor depending on how they are arranged. 
Appropriate building height in relation to the width of the roadway 
can help create comfortable environments for pedestrians. Planning 
and urban design experts have been debating the preferred ratio of 
building height to roadway width ratio for years. Many experts agree 
that a 1:1 ratio is ideal and a 1:2 ratio fits the minimum standard 
for optimum pedestrian comfort. The buildings which front University 
Avenue average 1.9 stories (22.8 ft.) while the average right-of-way 
width is 72.25 ft. producing a 1:3 ratio. Figure 3.9 shows the location 
of buildings and their corresponding heights throughout the corridor.

The portion of Downtown Champaign within the study boundary has a 
mix of building heights with most being between one and two stories.  
Since the buildings meet the street and provide wider sidewalks and 
landscape trees, the environment is comfortable for pedestrians to 
maneuver. Most of the streets in the downtown, with the exception of 
University Avenue, are two to three lanes creating less intimidating 
pedestrian spaces. Between Second and Wright Streets, most buildings 
are also one and two stories; but large parking lots, vacant parcels, 
greater setback requirements, and the lack of street trees creates an 
atmosphere not conducive to pedestrians. As Champaign implements 
their streetscape east to Wright Street, the addition of street trees and 
lighting will create a more comfortable pedestrian environment.

University Avenue through Urbana also has comfortable and 
uncomfortable environments for pedestrians. University Avenue 
between Wright Street and Goodwin Avenue and between Coler 
Avenue and McCullough Street are two areas where pedestrians are 
buffered by wider sidewalks and street trees. These two segments also 
have taller buildings which contain the street space and seemingly 
narrow the width of University Avenue. On the other hand, the segments 
between Goodwin Avenue and Coler Avenue, and McCullough Street 
and Maple Street carry the 1:3 ratio without street trees, landscaping 
or taller buildings to contain the street space.

Figure 3.9: Building Height - 2007

One Story

Four Story

Eight Story

Two Story

Five Story

Nine Story

Three Story

Six Story

Ten Story

Local Examples of Building Heights

Pedestrian and Transit-Friendly Design: A Primer for Smart Growth,
Reid Ewing, Smart Growth Network
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Figure 3.10: Buildings to Surface Parking

Table 3.4:  Parking RequirementsSurface Parking to Building Relationship
The University Avenue corridor is no different from other major 
commercial corridors in terms of parking provided. Surface parking 
lots front the street or take up significant portions of side yards creating 
open areas of asphalt. The corridor’s lack of parking lot landscaping 
provokes an image of an older corridor in need of investment. Figure 
3.10 shows the approximate location and size of surface parking lots 
within the study area boundary. When mapped juxtaposed to their 
associated buildings, the amount of surface parking throughout the 
corridor appears excessive. Building more public parking decks to 
keep vehicles contained in centralized locations is not a financially 
feasible solution for this corridor, other than for high activity centers 
such as Carle Hospital. Auto-oriented businesses require the 
convenience of adjacent parking lots for their customers. Removing 
the surface parking lots in the corridor is not feasible, but breaking up 
the pavement sections with additional landscaping and other elements 
should be pursued.

Local zoning ordinances require minimum standards for parking 
depending on the type, use and square footage of a building. Both 
the City of Champaign and City of Urbana have parking requirements 
built into their zoning ordinances. Research was completed to 
show how Champaign and Urbana’s ordinances compared to the 
recommended parking ratio requirements set forth by the American 
Planning Association (APA). Table 3.4 shows the required ratios for 
Champaign, Urbana and APA. When comparing the two cities’ 
parking standards to the suggested requirements from APA, the cities 
actually require less parking per unit of measurement in nearly every 
category listed except in general retail.  

Even though the parking standards are more conservative than those 
listed by APA, the parking lots along University Avenue still provide 
unappealing views as travelers pass through the corridor. Every effort 
should be made to screen parking lots from the road and buffer 
sidewalk users from vehicles in the lots. Parking lot screening also 
helps to reduce headlight glare from parked cars and dust and debris 
which may blow into the roadway. Both cities include parking lot 
screening requirements in their ordinances. Though the ordinance 
structure and wording vary between the cities, the overall purpose and 
clarity have been established. As redevelopment occurs in the study 
area, it will be important for those parcels to adhere strictly to the 
parking lot screening and internal landscaping requirements set forth 
by the zoning ordinances in order to perpetuate further improvements 
from adjacent property owners.  

Projected Use

Parking Required

Champaign Urbana APA Requirements*

Single Family 
Dwelling Unit

2 per dwelling unit 2 per dwelling unit 2 per dwelling unit

Multi-Family 
Dwelling Unit

1 to 2 per dwelling unit 1 to 2.5 per dwelling unit 1 to 2 per dwelling unit

General Office 3.3 per 1,000 S.F. 3.3 per 1,000 S.F. 3.6 per 1,000 S.F

General Retail 5.0 per 1,000 S.F. 4.0 per 1,000 S.F. 3.5 per 1,000 S.F.

Restaurants 10.0 per 1,000 S.F. 10.0 per 1,000 S.F. 16.0 per 1,000 S.F.

Hotel/Motel 1 per sleeping unit 1 per sleeping unit 1.25 per sleeping unit

Gas Stations 1 per 300 S.F. of retail space 1 per 300 S.F. of retail space  1 per 370 S.F. of retail space

Industrial 1 per 1,000 S.F. 1 per 1,000 S.F. 1.5 per 1,000 S.F.

*APA Requirements from:  Planning and Urban Design Standards.  APA.  2006.

Preferred Parking Lot Screening

No Parking Lot Screening
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Streetscape
An important element for the success of any commercial corridor is its 
aesthetic value and its ability to draw consumers out of their vehicles.  
Aesthetic value can be measured qualitatively in many different ways 
and preferences vary from person to person. One ideal that is typically 
expressed by many people is the need for a streetscape which acts as 
both a physical and visual buffer between a roadway and the built 
environment. A well designed and implemented streetscape can spark 
additional interest not only from consumers but potential business 
owners. A coordinated streetscape can define a district or municipality.  
The streetscape elements can unify a downtown, corridor or entire 
city. In the case of University Avenue, the streetscape is piecemeal 
and identifies separate entities instead of acting as a unifying element 
throughout the corridor. One challenge is bridging the three major 
streetscape designs which are already in place with future streetscape 
recommendations and designs.

This section describes the streetscape elements which are currently 
in place along University Avenue and identifies some areas for 
improvement. Figure 3.11 shows the approximate locations of 
streetscapes that have already been implemented by varying entities 
along the corridor.

1.  City of Champaign
In 1999, the City hired a consultant to complete a final streetscape 
design for University Avenue which included elements such as street 
trees, decorative lighting and pavers, street furniture, planters, and 
bicycle racks. The City approved the streetscape plan from Neil Street 

to Wright Street in 2000. The construction of the streetscape from 
Neil Street to Second Street was completed in 2001. Phase II of the 
streetscape from Second Street to Wright Street was completed in 
2009 and included new sidewalks, buffer strips and lighting.

2.  University of Illinois
The University of Illinois implemented their own streetscape design 
along the south side of University Avenue between Wright Street 
and Goodwin Avenue. This streetscape lies in front of and behind 
the Beckman Institute and the adjacent parking deck to the east.  
Beckman Institute was constructed in the mid-1980s and at that time 
the wider sidewalks and the outer row of shade trees were planted.  
The parking deck was constructed later, around 2005, and at that time 
the remainder of the streetscape elements were added to the front and 
back of the structure. Mature trees, wide sidewalks and decorative 
lighting line this section of the corridor and help to scale down the 
height of Beckman and the parking deck. The mature trees create 
shaded rows which frame the vista east and west along University 
Avenue.

Immediately behind Beckman and the parking garage, the streetscape 
becomes more formal with decorative pavers, raised planting beds 
which contain a mix of ornamental trees and ground cover vegetation, 
black iron decorative fencing around the raised planters, and decorative 
lighting with attached banner poles. This formal streetscape provides 
an entryway to the retail space and offices located along the south 
face of the parking deck.

Figure 3.11:  Streetscape Locations

1

1

2 3

The pictures above correspond to the streetscape currently 
being implemented by the City of Champaign from downtown 
east to Wright Street. Street trees, bicycle racks, decorative 
lamps, trash receptacles, seat walls, and flowering plants are 
all part of the city’s streetscape.
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1 2 3

3.  Carle Hospital/Clinic
Carle Hospital/Clinic has their own streetscape design along University 
Avenue between Busey Avenue and McCullough Street and throughout the 
hospital campus. Carle recently opened the Mills Breast Cancer Institute, 
which includes streetscaping along the south side of University Avenue 
in front of the building. The construction of the existing streetscape has 
taken place in numerous phases over the years as Carle has expanded 
their facilities. The Carle streetscape includes street trees, decorative 
lighting, fencing, flower beds and street furniture. Carle and MTD have 
also incorporated bus shelters into the streetscape.

Other Streetscape Elements
Provena placed street trees and large planting beds along the north side 
of University Avenue in front of their property. Other businesses along 
University Avenue have added greening elements along their property 
frontage such as parking lot screening, street trees, hedges, ground cover 
vegetation and flowers.

The City of Urbana was not included in the streetscape section because it 
has yet to design or implement a streetscape along University Avenue. One 
of the outcomes of this study is to provide Urbana with recommendations 
on a streetscape design.

Figure 3.11:  Streetscape Locations

2 3

The pictures above correspond to the streetscape currently  
implemented by the University of Illinois from Wright Street 
to Goodwin Avenue. Street trees, wide sidewalks, decorative 
lighting and pavers are all part of the University’s Streetscape.

The pictures above correspond to the streetscape currently 
being implemented by Carle Clinic from Busey Avenue to 
McCullough Street. Street trees, decorative lamps, trash 
receptacles, street furniture and flowering plants are all part 
of Carle’s streetscape.
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Boneyard Creek
Water bodies, big or small, can be a community asset for residents and 
can help attract businesses to their banks. Whether it is an industrial 
manufacturer or a coffee house with outdoor seating, being near a 
water element adds a certain desirability to a location. Champaign 
and Urbana have a small and underutilized water course which 
flows through prime locations in both cities: the Boneyard Creek.  
As both cities continue to develop and redevelop, taking advantage 
of properties in close proximity or those which have frontage on the 
Boneyard should be a priority. Figures 3.12 and 3.13 show the two 
locations where the Boneyard Creek flows through the study area.  

Over the years there have been a number of plans completed to 
guide the improvements to the Boneyard and improve its aesthetic 
and economic viability for both cities. The Boneyard is a small  
channelized creek and needs to be improved to be considered 
an amenity to both communities. Recently the City of Champaign 
and City of Urbana both completed updated Boneyard Creek 
improvement plans for portions of the creek which run through their 
jurisdictions.

City of Champaign - Boneyard Creek Improvement Plan
In 2008, the City of Champaign approved a plan to improve the 
Second Street portion of the Boneyard Creek, which is highlighted 
in gold in Figure 3.12. The Second Street Detention Plan covers the 
portion of the Boneyard Creek which runs from University Avenue 
south to Springfield Avenue along Second Street. This plan calls for 
a major overhaul of the creek and the areas surrounding the creek.  
The plan also includes improvements to Scott Park at the southern end 
and will coincide with the new Burnham redevelopment at Springfield 
Avenue and Fourth Street.

The images to the left show both perspective and plan view renderings 
of the proposed improvements to the Boneyard Creek from University 
Avenue south to White Street.  This portion of the Boneyard Creek 
falls within the study boundary of the University Avenue Corridor Study 
and therefore is incorporated into this report.  The City of Champaign 
began construction on the Second Street Reach in late 2009. This 
addition of public open space, recreational areas, and pedestrian 
facilities will be a welcome added feature and will significantly impact 
the aesthetic value along the University Avenue corridor.

Figure 3.12:  City of Champaign Boneyard Creek Locations

Perspective Rendering (above) and Plan View Rendering (below) of Second Street 
Detention Basin Improvements to the Boneyard Creek (Champaign, 2008)



E
xi

st
in

g
 C

o
n

d
it

io
n

s

Existing Streetscape & Aesthetics

29

University Avenue
         Corridor Study

City of Urbana - Boneyard Creek Master Plan
The City of Urbana hired Wenk Associates to complete 
a master plan for the Boneyard Creek stretch through 
Downtown Urbana in 2006 and  adopted the plan on 
May 19, 2008. The plan addresses five segments of 
the Boneyard which flow through Downtown Urbana 
north to the intersection of University Avenue and Vine 
Street. Segments 3, 4 and 5 fall within this study’s 
boundaries and is also incorporated into this report.

Segment 3
This segment runs from Griggs Street north to 
Silvercreek restaurant.  The portion from the railroad 
tracks north to Silvercreek falls within the study 
boundaries and will provide, per the adopted plan, 
opportunities for outdoor seating along the creek, 
additional plantings, stairs leading to the creek, and 
an eight-foot pedestrian trail.  The location of segment 
3 is noted in Figure 3.13 above.

Segment 4
Segment 4 stretches from Broadway Avenue northeast 
to Vine Street. The proposed plans for this segment call 
for an eight foot wide trail and vegetation for erosion 
control. Private and public cooperation during phases of 
redevelopment is preferred for this segment as to not limit 
redevelopment potential. 

Segment 5
The final segment of the creek runs along University Avenue 
between Vine and Maple Streets. Given its location, 
confined space and relative proximity to high traffic 
volumes, this segment is not as well suited for pedestrians 
as others are. This segment is still important to the 
beautification of the creek and University Avenue because 
its location is at the “gateway” to Downtown Urbana. The 
plan calls for the provision of a gateway feature or public 
art piece. Also planned is a new pedestrian path along the 
south side of University Avenue.

A plan view rendering of each segment is shown to the 
right.

Figure 3.13:  City of Urbana Boneyard Creek Locations

3
4

Segment 3

Segment 4

Segment 5

Plan View Renderings from the City of 
Urbana’s Boneyard Creek Master Plan

5
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Roadway and Vehicle Analysis
University Avenue is the most heavily traveled east-west roadway link 
in the Champaign-Urbana area. The corridor is utilized by office, 
retail, health service providers, University of Illinois facilities, and 
many other users which create average daily traffic (ADT) volumes 
as high as 24,800. Many modes of transportation traverse the 
roadways and railroads throughout the University Avenue corridor 
including passenger vehicles, trains, trucks, transit buses, pedestrians, 
and bicyclists. Additional developments in the corridor would likely 
generate additional traffic flow, therefore affecting safety, congestion, 
and level of service for all transportation modes.  In order to plan 
for future transportation improvements, it is important to look at the 
existing transportation conditions to better understand what facilities 
exist today and their current conditions.  

Traffic Flow Data
Traffic flow data is important for analyzing roadway segments and 
intersection’s operational conditions. Traffic flow data includes:

•	 Turning movement counts for selected intersections at the AM, 
Noon, and PM peak hours.

•	 24-hour traffic volume data on selected roadway segments 
within the corridor. 

Traffic volume data collected within the study area on typical weekdays 
indicate that the morning peak hour is between 7:30 AM and 8:30 
AM and the evening peak hour is between 4:30 PM and 5:30 PM.

Turning Movement Counts
Turning movement counts were conducted at selected intersections in 
September and October of 2007. These counts were performed during 
three typical weekday peak hour time periods: AM (7:00 AM to 9:00 
AM), Noon (11:00AM to 1:00 PM), and PM (4:00 PM to 6:00 PM). 
Peak hour turning movement counts help to quantify existing traffic 
operation conditions at different intersections along the corridor. 

Peak hour volumes were calculated using the turning movement 
counts for each approach at the selected intersections. Table 3.5 
shows turning movement counts at selected intersections in the PM 
peak hour. The peak hour approach volumes shown in Table 3.5 are 
the highest hourly volumes for the corresponding approaches for that 
peak period.

Figure 3.14:  University Avenue Study Area

Study Objectives

The objective of this part of the study was to evaluate the current 
transportation network conditions in the study area. The evaluation 
of the existing transportation network was performed by studying 
and analyzing the following features:

•	 Traffic flow data
•	 Existing geometric features of roadway segments and 

intersections
•	 Operational conditions of selected intersections
•	 Operational conditions of selected roadway segments
•	 Crash analysis
•	 Travel time and delay analysis
•	 Speed data analysis
•	 Access management practice
•	 Transit service
•	 Pedestrian and bicycle facilities
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Intersection

City of Champaign

Northbound Southbound Eastbound Westbound

Left Through Right Left Through Right Left Through Right Left Through Right

State/University N/A N/A N/A 72 406 N/A N/A 435 85 336 N/A N/A

Randolph/University 30 792 113 N/A N/A N/A 64 358 N/A N/A 359 244

Neil/University N/A N/A N/A 97 554 32 N/A 460 82 243 623 N/A

Walnut/University 43 687 162 N/A N/A N/A 46 468 N/A N/A 746 124

First/University 70 234 116 111 170 41 46 624 39 140 1052 65

Fourth/University 57 128 135 69 51 51 14 839 27 46 1106 47

Wright/University 50 28 102 47 25 59 45 868 36 67 1155 14

 City of Urbana

Goodwin/University 224 63 117 60 30 33 28 1018 78 40 890 29

Lincoln/University 127 545 121 154 484 141 213 836 111 122 624 203

Coler/University 54 58 60 78 115 46 29 1044 23 29 783 39

McCullough/University 75 4 65 48 8 42 28 1126 13 34 741 13

Race/University 113 29 60 4 30 9 11 1153 71 39 724 8

Broadway/University 81 69 108 20 23 27 85 1181 85 107 689 75

Cunningham/University 319 865 133 139 606 351 593 576 299 65 250 124

The highest approach volumes at each intersection during the PM peak hour are noted in red in the table above.  The PM peak hour was chosen 
as the peak hour for analysis in this report because the overall traffic volumes were the highest during the PM peak hour. The Cunningham 
Avenue/University Avenue intersection was the busiest intersection during the PM peak hour within the corridor. There is a significant difference 
between Champaign and Urbana regarding the busiest leg at their respective intersections. In Urbana, from Goodwin Avenue to Cunningham 
Avenue, traffic traveling eastbound had the highest intersection leg volumes. This is most likely due to traffic exiting the University campus and 
heading east to residences in Urbana or to Lincoln Avenue and Cunningham Avenue to access I-74. In Champaign, from Wright Street west 
to State Street, the favored intersection leg tended to be westbound until traffic reached Downtown Champaign. This is also the likely result of 
University Avenue traffic exiting the campus and heading west toward residences in Champaign, or using Neil Street and Prospect Avenue to 
reach I-74. In Downtown Champaign, the higher trafficked intersection legs vary because many streets are one-way north and southbound.

Table 3.5:  PM Peak Hour Turning Movement Counts - 2007
Intersection of First Street and University Avenue

Intersection of Wright Street and University Avenue
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Figure 3.15:  24-Hour Count Locations

Figure 3.16:  Point B Hourly Volumes

Figure 3.17:  Point E Hourly Volumes

A B C D E F G

Map Location Location 24-Hr Volume ADT
A University Ave. E. of State St. 11,215 10,200
B University Ave. E. of Walnut St. 19,807 18,000
C University Ave. E. of Wright St. 27,301 24,800
D University Ave. E. of Goodwin Ave. 25,611 23,300
E University Ave. E. of Lincoln Ave. 25,722 23,400
F University Ave. E. of Race St. 23,508 21,400
G University Ave. E. of Broadway Ave. 22,912 20,800

Table 3.6:  ADT Traffic Counter Locations

24-Hour Traffic Counts
24-hour traffic count data was collected in April of 2008 
along specific segments of University Avenue for analysis. This 
data was used to evaluate the existing operating conditions of 
the roadway segments along the study corridor. Figure 3.15 
shows the segment locations for the 24-hour traffic counting 
devices which correspond to the locations in Table 3.6.  
Along with the counter locations, Table 3.6 also shows 24-
hour traffic volumes and Average Daily Traffic (ADT) volumes 
for selected segments along University Avenue.

Similar to the intersection volumes, the segment ADT volumes 
east of Wright Street tended to be higher than those segments 
west of Wright Street. This again is likely due to high volumes 
of traffic exiting the University campus and using Lincoln and 
Cunningham Avenues to access I-74.

Hourly traffic volume variations at locations B and E are also 
shown in the graphs associated with Figure 3.15. The AM, 
Noon, and PM peak hours were clearly discernible within the 
data collected at points B and E.  Figures 3.16 and 3.17 show 
the peak hour volumes for locations B and E, respectively.
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Figure 3.18: Roadway Functional Classification - 2008

Existing Geometric Features of Roadways and Intersections
When looking at existing and future transportation capacity, it is 
vital to analyze the functional classification, lane configuration, 
and intersection control types to determine what improvements can 
be done to increase the level of service and safety. Remediating 
congestion can be done in some cases by adding lanes or adjusting 
intersection controls. In order to plan for future improvements, the 
roadways must be evaluated. The resulting output of this evaluation 
includes:

•	 Roadway functional classification
•	 Lane configurations along roadway segments
•	 Intersection control types

Roadway Functional Classification
The functional classification of a road network classifies roads with 
similar design and traffic characteristics into categories. Roads are 
categorized by the function they perform in regard to providing 
access and mobility. A collector, for example, provides access to 
adjacent properties rather than serving long distances. University 

Avenue is a unique roadway in that it provides excellent east/west 
connectivity between Downtown Champaign and Urbana while still 
allowing for access points to adjacent parcels. University Avenue also 
falls under two different functional classifications. The first portion from 
State Street east to Wright Street is classified as a minor arterial and 
the portion from Wright Street east to Maple Street and beyond is a 
principal arterial. The reasoning for the two separate classifications is 
due to the fact that University Avenue from State to Wright falls under 
the City of Champaign’s jurisdiction, while the second half falls under 
the jurisdiction of IDOT and is a State Route.

Figure 3.18 shows the functional classification of the roadways in the 
study area1.

A “Collector”, within an urban context, is a roadway that provides 
direct access to neighborhoods and arterials.

A “Minor Arterial” operates at a lower level of travel mobility than 
a principal arterial. It interconnects with and augments the urban 
principal arterial system.

As per the Federal Highway Administration (FHWA) guidelines, the 
roadways classified as “Other Principal Arterial” should be capable 
of providing direct access to adjacent land, and such service should 
be purely incidental to the primary functional responsibility of this 
system2.

Collector

Minor Arterial

Other Principal Arterial
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Figure 3.19:  Lane Configuration Locations - 2008

Figure 3.20:  Roadway Section A

Figure 3.21:  Roadway Section B

Figure 3.22:  Roadway Section C

Figure 3.23:  Roadway Section D

A AB B C D

Lane Configurations Along University Avenue
University Avenue is characterized by four-lane configurations.  
Through Downtown Champaign, from State Street to Neil Street and 
First Street to Third Street, a four-lane section with on-street parking 
on both sides of the road is present. From Neil Street to First Street a 
four-lane section is present with no provision for on-street parking due 
to the narrowing street width as drivers approach a viaduct just east of 
Chestnut Street. The stretch of University Avenue between Third Street 
and Broadway Avenue is a five-lane section with two travel lanes in 
each direction and a center turn lane. Finally, the lane configuration 
between Cunningham Avenue and Maple Street is a four-lane section 
with a constructed concrete median.

Section C from Third Street to Cunningham Avenue is the longest 
continuous stretch of the same lane configuration. The five-lane 
section allows for a center turn lane which is warranted given the 
number of access points along this stretch. Many of the businesses 
along this section have their own access points and auto traffic requires 
the center turn lane to allow safe entry to these access points without 
holding up traffic in the thru lanes.

Figure 3.19 shows the locations of each lane configuration type along 
University Avenue. The letters for each segment correspond to the 
cross-sections shown in Figures 3.20, 3.21, 3.22, and 3.23.

Roadway section A, as shown in Figure 3.20, is found in Downtown Champaign and 
has wider sidewalks to facilitate an urban walkable character. There are also two 
travel lanes in each direction to help alleviate congestion that can come from high 
traffic generating uses found in the downtown area.

Roadway section C, as shown in Figure 3.22, is the most common street section 
found along University Avenue. It consists of 4’-8’ sidewalks on the north and south 
sides of the road and in many places a 4’-8’ parkway to buffer pedestrians from the 
roadway. The varying sidewalk and parkway widths are due to the many different 
streetscapes along University Avenue. Provena, the University of Illinois, and Carle 
all have their own streetscapes which have different sidewalk and parkway widths.  
This section has two travel lanes in each direction as well as a center turn lane to 
prevent automobiles from stopping in the travel lanes to make left turns. A small 
section from Broadway to Cunningham has a raised median in place of the center 
turn lane.

Roadway section B, as shown in Figure 3.21, can be found in Downtown Champaign 
as well as between Third and Fourth Streets. This roadway section has sidewalk 
widths that range from 4’ to 10’. On the north side of the street the sidewalks are 
narrower in some spots because the wider urban sidewalks found in the downtown 
are not warranted at this time between Third and Fourth Streets. Section B also has 
two 11’ travel lanes in each direction.

Roadway section D, as shown in Figure 3.23, is the smallest section between 
Cunningham Avenue and Maple Street. This section has a 5’ sidewalk along the 
north side of University Avenue with an 8’ parkway. There are two 12’ travel lanes in 
each direction separated by a 15’ raised concrete median.
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Figure 3.24:  Intersection Control Types - 2008

Intersection Control Types
Traffic along University Avenue during the AM and PM peak hours flows well due to the traffic signal 
coordination efforts by both the Cities of Champaign and Urbana. With sixteen signalized intersections 
along this section of University Avenue and the high traffic volumes traveling east/west, traffic signal 
timing becomes an important element in limiting congestion and keeping vehicles moving forward. 
Many secondary intersections have no east/west controls but have two-way stop signs at the north and 
southbound legs. The traffic signal coordination, while important for the heavy east/west traffic flow, 
creates longer queues and delay times at the north and southbound legs at some signalized intersections. 
Figure 3.24 shows the control types for each intersection along University Avenue.

Control Types by Intersection and Direction (City of Champaign)
State/University -   Traffic Signal   EB, WB, SB
Randolph/University -  Traffic Signal   EB, WB, NB
Neil/University -   Traffic Signal  EB, WB, SB
Walnut/University -   Traffic Signal   EB, WB, NB
Market/University -  TWSC* (N-S)  NB, SB
Chestnut/University -  Traffic Signal  EB, WB, SB
First/University -  Traffic Signal  EB, WB, SB, NB
Second/University -  TWSC (N-S)  NB, SB
Third/University -  TWSC (N-S)  NB, SB
Fourth/University -  Traffic Signal  EB, WB, SB, NB
Fifth/University -   TWSC (N-S)  NB, SB
Sixth/University  1-WSC** (SB)  SB
Wright/University -   Traffic Signal  EB, WB, SB, NB

Control Types by Intersection and Direction (City of Urbana)
Romine/University -   1-WSC (SB)   SB
Mathews/University -   TWSC (N-S)   NB, SB
Goodwin/University -  Traffic Signal  EB, WB, SB, NB
Harvey/University -  1-WSC (NB)  NB
Gregory/University -  1-WSC (NB)  NB
Lincoln/University -   Traffic Signal   EB, WB, SB, NB
Busey Avenue -   TWSC   NB, SB
Coler/University -  Traffic Signal  EB, WB, SB, NB
Orchard/University -   Traffic Signal  EB, WB, SB
McCullough/University - Traffic Signal  EB, WB, SB, NB
Central/University -   1-WSC (SB)  SB
Lake/University -   1-WSC (SB)  SB
Race/University -  Traffic Signal  EB, WB, SB, NB
Broadway/University - Traffic Signal  EB, WB, SB, NB
Cunningham/University - Traffic Signal  EB, WB, SB, NB
Maple/University -   TWSC (N-S)  NB, SB

* - TWSC = Two-Way Stop Control
** - 1-WSC = One-Way Stop Control
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Figure 3.25:  Intersection Delays During the PM Peak Hour

Table 3.8:  Level of Service Criteria for Unsignalized Intersections

Table 3.7:  Level of Service Criteria for Signalized Intersections
Operational Conditions of Selected Intersections
Traffic operational conditions at major intersections along the study 
corridor were evaluated to quantify existing operating conditions. 
The analysis was completed using Synchro 7 software, a software 
program based upon the methodologies outlined in the “Highway 
Capacity Manual (HCM 2000)” published by the Transportation 
Research Board in 2000. 

Selected intersection criteria such as Level of Service (LOS), approach 
delay and intersection delay were analyzed to determine the existing 
operational conditions for vehicles during the AM and PM peak 
hours on typical weekdays.

Level of Service is a qualitative measure describing operational 
conditions, from “A” (best) to “F” (worst), within a traffic stream or 
at an intersection. Level of Service is quantified for signalized and 
unsignalized intersections using vehicle control delay. Control delay 
is the component of delay that results from the type of traffic control 
at the intersection. It is measured by comparing the controlled 
condition against the uncontrolled condition. The difference between 
the travel time that would have occurred in the absence of the 
intersection control and the travel time that results from the presence 
of the intersection control is the control delay. Average control delay 
per vehicle is estimated for each lane group, aggregated for each 
approach and for the intersection as a whole. 

Table 3.7 describes the Level of Service criteria for signalized 
intersections.

Table 3.8 shows the Level of Service criteria for unsignalized 
intersections.

Figure 3.25 shows intersection delays during PM peak hour at 
selected intersections. Intersection delays of 70 seconds/vehicle 
and 56 seconds/vehicle were observed at the Cunningham 
Avenue/University Avenue and Goodwin Avenue/University Avenue 
intersection, respectively.

Figures 3.26 and 3.27 show approach and intersection LOS values 
at selected intersections. The middle circles represent the overall 
intersection LOS value and the arrows represent the approach 
LOS values. As shown in these figures, the Cunningham Avenue/
University Avenue and Goodwin Avenue/University Avenue 
intersections are operating at deficient levels of service (worse than 
LOS D) during PM peak hour.

At Goodwin Avenue, the northbound approach is the only one 
currently operating at a deficient level. This approach is causing the 
entire intersection to operate at a deficient level due to the heavy PM 
traffic leaving the University of Illinois to access University Avenue 
and beyond. The east/west signal coordination along University 
Avenue also causes added delay times at signalized intersections 
for north and southbound approaches. Longer wait times at these 
approaches leads to a longer queue in the travel lanes.

At Cunningham Avenue, the eastbound and northbound 
approaches are operating at deficient levels. Traffic queues at the 
northbound approach because so many automobiles are leaving 
Urbana via Cunningham Avenue to reach I-74 or head north to 
Rantoul. Traffic queues at the eastbound approach are most likely 
making left turns at Cunningham to head north or are headed to 
east Urbana and St. Joseph via University Avenue/US 150. 

Level of Service Average Control Delay 
per Vehicle Description

A Less than 10 seconds Free flow

B 10.1 to 20 seconds Stable flow (slight delays)

C 20.1 to 35 seconds Stable flow (acceptable delays)

D 35.1 to 55 seconds

Approaching unstable flow (tolerable 
delay-occasionally wait through 

more than one signal cycle before 
proceeding)

E 55.1 to 80 seconds
Unstable flow (approaching 

intolerable delay)

F Greater than 80.0 seconds Forced flow (jammed) 

Level of Service
Two-Way Stop Control
 Average Control Delay 

(seconds/vehicle)

All-Way Stop Control
Average Control Delay 

(seconds/vehicle)

A Less than 10 Less than 10

B 10.1 to 15 10.1 to 15

C 15.1 to 25 15.1 to 25

D 25.1 to 35 25.1 to 35

E 35.1 to 50 35.1 to 50

F Greater than 50 Greater than 50
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Figure 3.26:  PM Intersection LOS from State Street to Goodwin Avenue - 2008

Figure 3.27:  PM Intersection LOS from Goodwin Avenue to Maple Street - 2008
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Table 3.10:  Urban Street Classification for University Avenue Segments

Table 3.9:  Roadway Segment LOS Criteria

Operational Conditions of Roadway Segments
Vehicle Level of Service for a roadway segment is a term used to 
indicate the amount of congestion found along any given roadway 
segment. LOS is based on factors such as density, speed, volume 
to capacity ratio, travel time, relative ease to maneuver, comfort, 
convenience, and safety. LOS designation ranges from A to F, with 
LOS A representing no congestion and LOS F representing the worst 
congestion. 

The selected segments were analyzed following the procedures 
described in the Chapter 15, “Urban Streets” of the Highway Capacity 
Manual (HCM 2000). Level of Service for the urban street is based on 
the average through-vehicle travel speed for the segment or for the 
entire street under consideration. Brief descriptions of each level of 
service for urban streets are provided in the following paragraphs.

LOS A- Describes primarily free-flow operations at average travel 
speeds. Drivers have complete freedom to maneuver within the traffic 
stream. 

LOS B- At this level, the ability to maneuver within the traffic stream 
is slightly restricted. Control delays at signalized intersections are not 
significant.

LOS C- Represents stable operations. Ability to maneuver and change 
lanes in mid-block locations turn out to be more difficult than at LOS 
B. 

LOS D- This level borders on a range, in which small increases in 
flow may cause substantial increases in delay and decreases in travel 
speed. This situation may occur due to adverse signal progression, 
inappropriate signal timing, high volumes or a combination of these 
factors.

LOS E- Traffic flow faces significant delays at this level. Adverse 
progression, high signal density, and high volumes are main 
contributing factors to this situation.

LOS F- This level is characterized by extremely low speeds. Intersection 
congestion is expected at critical signalized locations, with high 
delays, high volumes, and extensive queuing.

Table 3.9 describes the Level of Service criteria for roadway segments.

Table 3.10 shows the urban street classification for University Avenue sections. Since two segments of University 
Avenue are under the jurisdiction of IDOT and the City of Champaign, the roadway has two separate urban 
street designations.

Figures 3.28 and 3.29 on the opposite page show segment LOS values between signalized intersections 
along University Avenue. The eastbound segments of University Avenue from Neil Street to Walnut Street 
and Orchard Street to McCullough Street are currently operating at a deficient level of service (LOS E). The 
westbound segments of University Avenue from Coler Avenue to Lincoln Avenue and Chestnut Street to Walnut 
Street are also operating at a deficient level of service (LOS F).

Urban Street Class* I II III IV

Range of free flow 
speeds (FFS) (mi/h) 55-45 45-35 35-30 35-25

Typical FFS (mi/h) 50 40 35 30

LOS Average Travel Speed (mi/h)

A > 42 > 35 > 30 > 25

B > 34-42 > 28-35 > 24-30 > 19-25

C > 27-34 > 22-28 > 18-24 > 13-19

D > 21-27 > 17-22 > 14-18 > 9-13

E > 16-21 > 13-17 > 10-14 > 7-9

F ≤	16 ≤	13 ≤	10 ≤	7

Roadway
Segment Functional 

Category
Design 

Category
Signal Density 

(per mile)
Urban Street 

ClassFrom To

University Avenue
State St. Wright St. Minor Arterial Intermediate 7.4 III

Wright St. Maple St.
Other Principal 

Arterial
Intermediate 6.4 II

*HCM 2000 Page 10-6: The urban street classification system ranges from I to IV based on a unique 
combination of street function and design. Class I refers to a high speed principal arterial and goes to a 
Class IV urban minor arterial.
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Figure 3.28:  PM Segment LOS from State Street to Goodwin Avenue - 2008

Figure 3.29:  PM Segment LOS from Goodwin Avenue to Maple Street - 2008
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Crash Analysis
Both intersection and mid-block crashes that occurred in the study 
corridor from 2003 to 2007 were evaluated to identify existing 
safety and operational problems. Total crashes refers to all vehicle-
vehicle, vehicle-bicycle, and vehicle-pedestrian crashes occurring in 
the corridor.

Crash Trends
There were 1,031 reported crashes along the study corridor. The 
majority (80%) of the reported crashes were intersection crashes. 
Figure 3.30 shows the total number of reported crashes per year 
in the study corridor. The highest number of crashes took place in 
2007 and the lowest number of crashes occurred in 2005.

Table 3.11 shows the number of crashes per year at selected 
intersections along the study corridor. The Cunningham Avenue/
University Avenue and Lincoln Avenue/University Avenue intersections 
had the highest number of crashes with a total of 125 and 114, 
respectively. These two intersections also had the highest traffic 
volumes compared to other intersections throughout the corridor. 
Of all crashes occurring at intersections within the study area, 84% 
occurred at signalized intersections.
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Figure 3.30: Total Crashes Per Year( 2003 - 2007)

Table 3.11: Intersection Crash Locations (2003 - 2007)

Intersection
Year

2003 2004 2005 2006 2007 Total Crashes

*State St./University Ave. 3 9 2 4 7 25

*Randolph St./University Ave. 12 11 13 11 11 58

*Neil St./University Ave. 7 7 12 7 11 44

*Walnut St./University Ave. 7 9 14 22 9 61

Chester St./University Ave. 0 1 0 0 2 3

Market St./University Ave. 0 2 2 1 6 11

*Chestnut St./University Ave. 2 2 4 3 7 18

Water St./University Ave. 2 0 1 0 0 3

*First St./University Ave. 10 5 8 2 9 34

Second St./University Ave. 2 4 1 1 3 11

Third St./University Ave. 2 2 2 4 3 13

*Fourth St./University Ave. 13 9 5 8 11 46

Fifth St./University Ave. 5 4 3 4 4 20

Sixth St./University Ave. 3 0 1 1 2 7

*Wright St./University Ave. 0 2 5 6 6 19

Romine St./University Ave. 1 0 1 1 0 3

Mathews Ave./University Ave. 2 3 0 0 0 5

*Goodwin Ave./University Ave. 6 4 1 3 6 20

Harvey St./University Ave. 1 3 0 1 0 5

Gregory St./University Ave. 0 3 2 0 2 7

*Lincoln Ave./University Ave. 29 25 22 22 16 114

Busey Ave./University Ave. 0 1 2 4 0 7

*Coler Ave./University Ave. 3 4 6 10 5 28

*Orchard St./University Ave. 6 4 1 5 1 17

*McCullough St./University Ave. 5 0 5 3 1 14

Central Ave./University Ave. 0 1 1 0 0 2

Lake St./University Ave. 2 1 0 0 1 4

*Race St./University Ave. 2 0 6 4 5 17

*Broadway Ave./University Ave. 7 15 9 7 8 46

*Cunningham Ave./University Ave. 22 30 24 25 24 125

Maple St./University Ave. 7 5 4 5 6 27

Total 161 166 157 164 166 814

C
ha

m
pa

ig
n

U
rb

an
a

* Denotes Signalized Intersections
All crash data used for analysis was provided by the Illinois Department of Transportation
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Table 3.12: Segment Crash Locations (2003 - 2007)

Figure 3.31: Crash Types at Intersections (2003 - 2007)

Segment Year

From To 2003 2004 2005 2006 2007 Total Crash

State St. Randolph St. 0 0 2 0 2 4

Randolph St. Neil St. 1 2 0 4 2 9

Neil St. Walnut St. 0 0 1 0 0 1

Walnut St. Chestnut St. 0 2 0 1 0 3

Chestnut St. First St. 6 6 2 2 4 20

First St. 2nd St. 6 2 1 4 6 19

2nd St. 3rd St. 2 2 0 1 5 10

3rd St. 4th St. 2 1 1 1 1 6

4th St. 5th St. 5 2 1 5 0 13

5th St. 6th St. 1 2 1 1 0 5

6th St. Wright St. 2 6 6 0 2 16

Wright St. Mathews Ave. 2 2 2 1 2 9

Mathews Ave. Goodwin Ave. 2 2 2 2 1 9

Goodwin Ave. Lincoln Ave. 8 4 9 7 3 31

Lincoln Ave. Coler Ave. 1 3 6 5 3 18

Coler Ave. Orchard St. 1 5 1 0 2 9

Orchard St. McCullough St. 1 1 2 0 2 6

McCullough St. Race St. 2 8 2 4 6 22

Race St. Broadway Ave. 0 0 0 1 0 1

Broadway Ave. Cunningham Ave. 0 1 0 0 1 2

Cunningham Ave. Maple St. 1 0 0 3 0 4

Total 43 51 39 42 42 217

Table 3.12 represents the number of mid-block (or segment) crashes at different roadway segments 
along the corridor from 2003-2007. Approximately 20% of total reported crashes along the study 
corridor were mid-block crashes.

Crash Types
Figure 3.31 shows predominant crash types at signalized intersections 
along the study corridor. As indicated in Figure 3.31, turning and rear 
end crashes were the largest crash patterns occurring at the signalized 
intersections, making up 37% and 28% of total crashes, respectively. 

It is noteworthy to mention that angle crashes were the major crash 
type at the three Downtown Champaign intersections: Randolph St./
University Ave., Neil St./University Ave., and Walnut St./University 
Ave. Red-light running is one of the primary causes of angle crash at 
signalized intersections. 
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Vehicle Travel Time, Delay and Speed Study
The objective of a vehicle travel-time and delay study is to assess 
the quality of traffic movement along a route/corridor and determine 
the locations, types, and extent of traffic delays using a moving test 
vehicle. There are various ways of performing travel-time and delay 
studies. For this study, staff used the average vehicle method. Travel 
time and delay data was collected using a Global Positioning System 
(GPS) device.

Data was collected along the University Avenue corridor during the 
AM and PM peak hours. Figure 3.32 shows the average travel speed 
for the eastbound traffic along different segments of the University 
Avenue. During the AM peak hour, eastbound traffic  flow was relatively 
smooth between Downtown Champaign and Goodwin Avenue in 
Urbana. Travel speeds had significant variations between Goodwin 
Avenue and McCullough Avenue.

Figure 3.33 shows the average travel speed for the westbound traffic 
along different segments of University Avenue. During the AM and PM 
peak hours, westbound traffic flow between Cunningham Avenue and 
Coler Avenue was relatively smooth. Traffic flow and travel speeds 
between Coler Avenue and Wright Street had significant variations.

Table 3.13 shows travel time and delay values along eastbound 
segments of the study corridor for the AM and PM peak hours. 

Table 3.14 shows travel time and delay values along westbound 
segments of the study corridor for the AM and PM peak hours.
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Figure 3.32: Average AM & PM Eastbound Travel Speed (mph)

Figure 3.33: Average AM & PM Westbound Travel Speed (mph)
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Segment
AM Peak PM Peak

Total Delay 
(sec.)

Travel Time 
(sec.)

Total Delay 
(sec.)

Travel Time 
(sec.)

State-Randolph 2.0 11.6 8.0 17.8

Randolph-Neil 9.6 19.8 9.7 19.7

Neil-Walnut 1.0 6.2 8.8 13.7

Walnut-Chestnut 0.4 10.2 1.7 11.0

Chestnut-First 1.4 14.8 3.2 17.2

First-Fourth 6.0 35.8 8.8 38.8

Fourth-Wright 4.6 31.0 4.0 30.3

Wright-Goodwin 10.6 39.0 22.0 50.7

Goodwin-Lincoln 29.8 56.8 32.0 59.0

Lincoln-Coler 3.6 25.6 12.5 34.5

Coler-Orchard 8.6 17.2 0.3 8.3

Orchard-McCullough 0.0 9.2 13.7 22.5

McCullough-Race 0.4 22.2 4.7 26.2

Race-Broadway 0.6 9.2 0.8 9.3

Broadway-Cunningham 1.0 15.2 7.7 21.2

Segment
AM Peak PM Peak

Total Delay 
(sec.)

Travel Time 
(sec.)

Total Delay 
(sec.)

Travel Time 
(sec.)

Cunningham-Broadway 1.8 17.2 3.0 18.6

Broadway-Race 0.2 9.8 0.0 9.4

Race-McCullough 0.5 22.0 0.2 21.0

McCullough-Orchard 2.0 11.5 3.0 13.0

Orchard-Coler 1.0 9.2 1.6 9.6

Coler-Lincoln 26.7 47.5 50.0 70.0

Lincoln-Goodwin 11.5 39.5 4.8 33.2

Goodwin-Wright 2.0 29.7 0.2 27.6

Wright-Fourth 12.8 39.5 9.2 36.8

Fourth-First 4.7 34.2 10.0 40.0

First-Chestnut 6.3 19.8 11.2 24.4

Chestnut-Walnut 13.8 23.2 27.2 36.6

Walnut-Neil 6.3 11.7 3.4 9.0

Neil-Randolph 7.5 17.5 3.0 13.0

Randolph-State 4.2 13.7 2.4 11.6

Table 3.13: Eastbound AM and PM Delay - 2008

Table 3.14: Westbound AM and PM Delay - 2008
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Access Management
Access management strives to limit and consolidate access points 
along major roadways, while promoting a supporting street system 
and unified access and circulation systems for development. The 
result is a roadway that functions safely and efficiently for its useful 
life, and a more attractive corridor. CUUATS has an established 
Access Management Classification based on the Access Management 
Guidelines for the urbanized area highway system.

As shown in Figure 3.18, the University Avenue sections in the study 
area from State Street to Wright Street and from Wright Street to Maple 
Street are designated as Minor Arterial and Other Principal Arterial 
respectively. 

As per the Federal Highway Administration (FHWA) guidelines, the 
roadways classified as “Other Principal Arterial” should be capable 
of providing direct access to adjacent land, and such service should 
be purely incidental to the primary functional responsibility of this 
system2. 

A  Minor Arterial operates at a lower level of travel mobility than 
a principal arterial. It interconnects with and augments the urban 
principal arterial system. 

Figure 3.34 shows the hierarchy of roadways in a functionally designed 
roadway system.

Table 3.15 shows roadway functional class and access level 
information for different segments of the study corridor. The study 
corridor from State Street to Fourth Street was assigned access level 6 
for developments and the guidelines for access management were not 
applicable for this segment.

Table 3.16 shows the total number of access points, average driveway 
spacing for minor traffic generators (51 to 5,000 trips per day) and 
the minimum recommended driveway spacing as per the American 
Association of State Highway and Transportation Officials (AASHTO) 
Green Book 2001. 

The existing average driveway spacing along University Avenue is less 
than the recommended minimum spacing for almost all the roadway 
segments in the table.

Figure 3.34:  Access Management Hierarchy

Segment
Functional Class Access Level for 

Developments
Applicability of the 

GuidelinesFrom To

State St. Fourth St. Minor Arterial

Level 6: Right and left 
turn in and out required 
(interrupted flow-both 

directions)

No

Fourth St. Wright St. Minor Arterial

Level 5: Right and left 
turn in and out required 
(interrupted flow-both 

directions). Left turn lane 
on the main road.

Yes

Wright St. Maple St. Other Principal Arterial

Level 5: Right and left 
turn in and out required 
(interrupted flow-both 

directions). Left turn lane 
on the main road.

Yes

Table 3.15: Access Management Levels - 2008

Segment Travel 
Speed 
(mph)

No of 
Access 
Points

Average Driveway Spacing 
(ft)

Min. 
Recommended 

Spacing (ft)From To South Side North Side

Fourth St. Wright St. ≤	30 13 80 88 120

Wright St. Goodwin Ave. ≤	30 4 N/A 332 120

Goodwin Ave. Lincoln Ave. ≤	30 16 79 90 120

Lincoln Ave. Coler Ave. ≤	30 8 65 94 120

Coler Ave. Orchard St. ≤	30 1 N/A N/A 120

Orchard St. McCullough St. ≤	30 5 137 73 120

McCullough St. Race St. ≤	30 14 103 114 120

Race St. Broadway St. ≤	30 5 N/A 81 120

Broadway St. Cunningham Ave. ≤	30 3 80 N/A 120

Table 3.16: Access Points and Spacing - 2008
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Transit Service
The Champaign Urbana Mass Transit District (CU-MTD) 
provides public transit service to a large majority of the study 
area and is the only publicly funded mass transit district 
identified in the 2035 Long Range Transportation Plan.  CU-
MTD operates a number of routes within the study area which 
provides transit service coverage to nearly all major segments 
of the corridor.

Given the importance of this corridor as a major east/west 
arterial connecting Champaign and Urbana, it is important 
for CU-MTD to have comprehensive coverage of all major 
employment centers and traffic generators. Existing bus 
routes cover Downtown Champaign, the campus of the 
University of Illinois, and the north/south connection point of 
Broadway Avenue into Downtown Urbana. There are three 
bus routes which run in and around the Carle campus: the 
Orange, Grey and Silver lines. Carle and CU-MTD have also 
provided wide sidewalks and a bus shelter on the north side 
of University Avenue just east of Coler Avenue for patrons 
utilizing transit services. The Grey line also travels along Park 
Street to provide access to Provena Covenant Medical Center. 
The Orange, Blue and Lavender lines provide service to the 
intersection of University Avenue and Wright Street (directly 
adjacent to Provena), but all turn south on Wright Street 
instead of continuing east on University Avenue.

Excellent bus coverage is provided to both Downtown 
Champaign and Downtown Urbana given the location of the 
multi-modal Illinois Terminal in Downtown Champaign and 
the bus transfer station in Downtown Urbana. While fixed-
route service is not available along University Avenue, the 
current transit network does connect major employers with 
both downtowns and provides transfers to additional locations.

Figures 3.35 and 3.36 on the following page show the 
locations of the weekday daytime and evening bus routes 
which travel within the study area.  All routes which service 
central Downtown Champaign and the Illinois Terminal are 
shown in one color to highlight the general route and area 
coverage.  The specific routes which run in the area are noted 
below Figure 40.

Table 3.17 shows the monthly ridership per month during the 
last three fiscal years.  The fiscal year for MTD runs from 
July to June; for instance, FY 2007 is from July 2006 to 
June 2007.  Transit ridership is much higher from August to 
November and January to April due to the University being 
in session. On campus, student ridership is very high and 
accounts for a large portion of transit trips. What is important 
to note is that transit ridership rose significantly from February 
2008 to the May 2009, most likely as a result of the rise in 
fuel prices.  June  and December saw the highest rise in transit 
ridership at 23% and 42%, respectively. With gas prices rising, 
other modes of transportation such as transit become more 
attractive options for area residents.

Table 16: CUMTD Weekday Daytime Routes

Photo Courtesy of: Midwest High Speed Rail Association

Illinois Terminal - Downtown Champaign

Carle Clinic Bus Shelter - Urbana

Monthly Ridership Comparison (CU-MTD FY 2007-2009)

Month FY 2007 FY 2008 % Change 
07-’08 FY 2009 % Change 

08-’09

July 306,992 301,446 -1.81% 365,289 21.18%

August 646,597 623,250 -3.61% 559,380 -10.25%

September 1,118,826 986,304 -11.84% 1,093,712 10.89%

October 1,219,370 1,129,080 -7.40% 1,178,063 4.34%

November 941,869 878,407 -6.74% 905,337 3.07%

December 663,304 563,233 -15.09% 798,794 41.82%

January 871,388 843,420 -3.21% 756,185 -10.34%

February 1,007,320 1,146,354 13.80% 1,175,703 2.56%

March 898,118 913,179 1.68% 979,460 7.26%

April 975,969 1,077,889 10.44% 1,123,869 4.27%

May 499,640 522,275 4.53% 621,396 18.98%

June 308,508 380,599 23.37% 361,625 -4.99%

Table 3.17: MTD Monthly Ridership Comparisons (‘07-’09)
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Figure 3.35: CU-MTD Daytime Weekday Routes (August 2008)

Figure 3.36: CU-MTD Evening Weekday Routes (August 2008)

*Due to the large number of routes which loop Downtown Champaign, the general 
loop pattern is shown in Figures 3.35 and 3.36. The listing of routes which loop 
Downtown Champaign are shown below.

Illinois Terminal

Illinois Terminal

Weekday Daytime Routes:
•	 2 Red
•	 3 Lavender
•	 3 Lavender Express
•	 4 Blue
•	 5 Green
•	 6 Orange
•	 7 Grey
•	 9A Brown
•	 9B Brown
•	 24 Scamp

Weekday Evening Routes:
•	 50 Green
•	 70 Grey
•	 100 Yellow
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Figure 3.37: Existing Rail Lines

Rail Service
Two rail lines cross through the University Avenue Corridor Study’s 
boundaries. The Canadian National rail line runs north/south 
through the corridor in Downtown Champaign. This rail line 
provides service for freight rail traffic as well as Amtrak passenger 
trains.

The Canadian National line is part of the Amtrak “City of New 
Orleans” route which runs from Chicago to New Orleans. This line 
has a stop at the Illinois Terminal building in Downtown Champaign. 
There are two train lines, the “Illini” and “Saluki”, which run from 
Chicago to Carbondale making a stop in Champaign. Shorter 
more specific commuter line routes are available three times a day 
from Champaign to downtown Chicago and a one-way trip takes 
less than two and a half hours.

The Canadian National line also provides service to freight rail 
carrying goods across the country.  This line is one of the busiest in 
the Champaign-Urbana area and sees a large number of freight 
trains per day.

Within the study corridor, this rail line crosses east/west roadways 
using an overpass viaduct system which does not disturb the flow 

of traffic. However, the viaduct system does put specific limitations 
on roadway capacity. Due to the expensive nature of widening a rail 
viaduct, the likelihood of University Avenue being expanded  at this 
location is not likely. While University Avenue will most likely not need 
to be expanded in the future, it is worthwhile to point out the added 
expense of widening a viaduct. The viaduct system in Champaign-
Urbana also has implications for the stormwater system after heavy 
rains. The low-lying areas underneath the viaducts crossing Vine 
Street, University Avenue, and Logan Street are prone to flooding and 
many have poor drainage systems in place. Large areas of impervious 
surface, such as Downtown Champaign, will drain to low-lying areas 
like the viaducts, causing flooding and hazardous conditions for 
roadway users.

The Norfolk Southern rail line is the second rail line that runs through 
the study corridor. This line runs southeast and crosses a number of 
roadways at grade in the corridor along the way. This rail line’s main 
purpose is to service the Solo Cup factory in east Urbana. Trains service 
the factory approximately two times per week and are not a major 
obstacle or burden to traffic traveling within the corridor a majority of 
the time. However, when the trains are making their biweekly trips to the 
factory, traffic needs to be stopped at a number of different crossings 
throughout the corridor. The main crossing affected by the train traffic 

is at University Avenue and Lincoln Avenue. This intersection, being 
one of the busiest in the corridor, serves not only traffic headed east/
west along University Avenue, but north/south traffic from I-74 to the 
University’s campus.

Another issue with the Norfolk rail line crossing at Lincoln and 
University Avenues is the difficulty it causes when trying to improve the 
level of safety for pedestrians and bicyclists who wish to cross at that 
intersection. The intersection is already very wide and the diagonal 
crossing of the rail line through this intersection makes pedestrian 
improvements difficult to design.

The Norfolk Southern rail line also makes redevelopment difficult in 
some areas of the corridor, particularly around the University/Lincoln 
intersection. The diagonal direction of the rail line creates some 
small and awkward parcels on the northwest side of the intersection. 
The rail line also acts as a divider and barrier for properties which 
could be consolidated to form larger redevelopment projects. This is 
particularly true at the southeast corner of the intersection.  If railroad 
usage were to cease here, the possibility of creating a Rail-to-Trail 
project to increase bike connectivity becomes an option.

Canadian
National Norfolk

Southern
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Pedestrian and Bicycle Facilities
Along with the increasing attractiveness of transit travel, walking and 
biking are rapidly becoming more popular not only in Champaign-
Urbana, but around the U.S. Given the recent redevelopment taking 
place along this major east/west travel corridor, there is a call for further 
investment resonating within the community for improved pedestrian 
and bicycle facilities. Mixed-use, walkable development projects are 
anchoring themselves along University Avenue creating an even greater 
need for stronger pedestrian, bicycle, and transit connectivity.  

The proximity of this study corridor to the University of Illinois’ campus, 
Carle, and Provena Covenant makes it an ideal situation for improved 
pedestrian and bike access. Providing inter-connectivity between the 
hospital campuses and the University campus could generate additional 
activity throughout the corridor, which in turn adds value and an additional 
customer base for existing and new businesses. To make live/work/play 
mixed-use developments function properly, there needs to be a safe and 
efficient way for residents who live in the corridor to be able to get back 
and forth to various destinations.

As it exists today, the University Avenue corridor has a mix of successful 
and unsuccessful examples of pedestrian facilities. The areas in and 
around Downtown Champaign have sidewalks which vary from four feet 
to ten feet in width and most are in good condition. East of Third Street in 
Champaign, sidewalks generally stick to the typical four to five foot width, 
and conditions vary widely from excellent to very poor. Sidewalks around 
both hospitals and the University are slightly wider than the typical four 
foot sidewalks. Overall, the sidewalk coverage throughout the corridor is 
excellent.  The sidewalk locations and typologies can be seen in Figures 
3.38 and 3.39.

While sidewalk coverage is excellent, pedestrian safety and level of 
comfort is another issue. As mentioned in the access management 
chapter, curb cut spacing along University Avenue is less than optimal, 
and each additional curb cut placed provides an additional area of 
potential conflict between pedestrians, bicyclists, and automobiles. 
There are numerous locations along University Avenue and adjoining 
streets where larger than necessary curb cuts create unsafe areas for 
pedestrians, especially at gas station entry/exit points. The width and 
high traffic volumes along University Avenue also create a physical and 
psychological barrier for bicyclists and pedestrians who wish to cross the 
street. The wide intersections make crossing times longer, and slower 
moving individuals may not be able to cross in one light cycle. There are 
a number of locations where four foot carriage walks were constructed 
providing no buffer between the edge of the sidewalk and the roadway. 
This creates an uncomfortable environment for pedestrians as well. There 

are also sections of pavement along University Avenue where water ponds 
along side curbs, and as vehicles pass through the water, it splashes up 
onto sidewalks and pedestrians.

Given the high ADT along University Avenue, bike facilities in general 
have been indicated in less auto-dominated corridors to the north and 
south. The Urbana Bicycle Master Plan denotes Main Street, Park Street 
and Fairview Avenue as major east/west bicycle routes in the near future, 
all of which run parallel to University Avenue. The proposed Urbana 
Rail-to-Trail project along the Norfolk Southern rail line is another major 
bicycle route projected to occur over the long term. Due to it’s volume 
and speed, Urbana’s Bike Plan does not denote University Avenue as a 
bicycle route. The City of Champaign’s Transportation Master Plan calls 
for Church Street and White Street to be bike routes, which would connect 
up with facilities on campus and in Urbana.

Table 3.18 shows the total number of bicyclists who crossed at signalized 
intersections along University Avenue during the AM and PM peak hours. 
Tables 3.19 and 3.20 show the total number of pedestrians who crossed 
at signalized intersections during the AM and PM hours respectively. 
A majority of the crossings occurred at intersections in Downtown 
Champaign and at Coler Avenue near Carle.

Intersection

AM Peak

Crossing Leg

North South East West

State/University 12 6 9 13

Randolph/University 26 36 25 22

Neil/University 20 16 26 15

Walnut/University 16 31 24 25

Chestnut/University 8 5 8 11

First/University 2 12 1 5

Fourth/University 7 5 1 2

Wright/University 2 7 4 5

Goodwin/University 12 5 3 26

Lincoln/University 4 1 1 2

Coler/University 23 28 6 24

McCullough/University 3 0 0 4

Race/University 2 3 2 0

Broadway/University 3 1 4 1

Cunningham/University 4 2 3 1

Intersection

PM Peak

Crossing Leg

North South East West

State/University 11 22 13 24

Randolph/University 26 38 39 25

Neil/University 0 11 28 22

Walnut/University 20 33 30 36

Chestnut/University 6 5 18 22

First/University 1 15 10 13

Fourth/University 4 8 7 12

Wright/University 6 0 8 9

Goodwin/University 11 8 5 1

Lincoln/University 8 4 1 1

Coler/University 25 7 23 0

McCullough/University 13 2 2 15

Race/University 4 7 3 33

Broadway/University 14 4 6 7

Cunningham/University 2 2 3 3

Intersection

AM and PM Peak

Crossing Leg

North South East West

State/University 5 3 4 8

Randolph/University 3 7 3 2

Neil/University 5 1 4 5

Walnut/University 2 10 3 4

Chestnut/University 0 0 0 0

First/University 0 0 0 0

Fourth/University 6 0 3 0

Wright/University 4 2 1 0

Goodwin/University 19 6 13 0

Lincoln/University 2 2 2 0

Coler/University 5 2 6 0

McCullough/University 7 2 1 5

Race/University 2 4 0 4

Broadway/University 0 1 2 5

Cunningham/University 0 0 2 0

Table 3.18: AM and PM Peak Hour Bicycle Crossings (2007)

Table 3.19: AM Peak Hour Pedestrian Crossings (2007)

Table 3.20: PM Peak Hour Pedestrian Crossings (2007)
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Figure 3.38: Sidewalk Typology and Curb Cuts - State Street to Wright Street
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Figure 3.39: Sidewalk Typology and Curb Cuts - Wright Street to Maple Street

Large curb cuts at gas stations and
poor sidewalk conditions

Poor ramp conditions and small green buffers 
between sidewalks and the street
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Pedestrian and Bicycle Crashes
As previously mentioned, pedestrian and bicycle safety along roadways 
is becoming more important as additional people utilize these means 
of transportation to get to their daily destinations. University Avenue 
is certainly no exception when it comes to the needs of additional 
safety for bicyclists and pedestrians. Figures 3.38 and 3.39 show the 
location and spacing of curb cuts along University Avenue, which act 
as potential conflict points for vehicles, pedestrians and bicyclists.

Crashes involving pedestrians/cyclists and vehicles typically result 
in more severe injuries and fatalities. The Illinois Department of 
Transportation’s (IDOT) Division of Traffic Safety categorizes injury 
severity levels as: A injury, B injury, and C injury, where “A” is the most 
severe and “C” is the least severe. Table 3.21 shows the total number 
of bicycle and pedestrian crashes in the corridor and the severity of the 
injuries sustained. This information is probably not a full account of 
the number of pedestrian and bicycle crashes in the corridor, as many 
bicycle and pedestrian crashes which do not result in injury are not 
frequently reported to the police.

Table 3.22 shows pedestrian and bicycle crashes that occurred at 
intersections along University Avenue. A majority of the pedestrian and 
bicycle crashes (92% and 85%, respectively) occurred at intersections 
versus those that occurred along segments of the roadway at  mid-
block locations. There were four ped/bike crashes at the Coler Avenue/
University Avenue intersection.

Table 3.23 shows the segment/mid-block pedestrian and bicycle 
crashes that occurred within the study corridor.

Crash 
Type

Total 
Crashes

Total 
Killed

Total 
Injured

Injury Severity

A B C

Pedestrian 13 0 12 5 5 2

Bicycle 20 0 20 0 15 5

Table 3.21: Pedestrian and Bicycle Crash Summary (2003-2007)

Table 3.22: Pedestrian and Bicycle Intersection Crash Locations  (2003-2007)

Intersection
Number of Crashes

Total Total 
Killed

Total 
Injured

Injury Severity 
Level

Pedestrian Bicyclist A B C

State/University 1 1 2 0  2 1 1  

Randolph/University 1  0 1 0  1   1

Walnut/University  0 1 1 0  1   1

Chester/University  0 1 1 0  1  1  

Market/University 0 2 2 0  2  1 1

Chestnut/University 0 1 1 0  1  1  

First/University 1 1 2 0  2 1  1

Fifth/University 0 1 1 0  1  1  

Wright/University  0 1 1 0  1  1  

Goodwin/University 1 1 2 0  1  1  

Harvey/University  0 1 1 0  1  1  

Lincoln/University 0 1 1 0  1   1

Busey/University  0 1 1 0  1  1  

Coler/University 2 2 4 0  4 1 3  

Orchard/University 2 0 2 0  2  1 1

Race/University 2  0 2 0  2 1 1  

Broadway/University  0 2 2 0  2  1 1

Cunningham/University 2  0 2 0  2  2  

Total 12 17 29 0 28 4 17 7

Table 3.23: Pedestrian and Bicycle Segment Crash Locations (2003-2007)

Segment No. of Crashes
Total Total Killed Total Injured

Injury Severity Level

From To Pedestrian Bicyclist A B C

State St. Randolph St. 1 0 1 0 1 1 0 0

Walnut St. Chestnut St. 0 1 1 0 1 0 1 0

Gregory St. Lincoln Ave. 0 1 1 0 1 0 1 0

McCullough St. Central St. 0 1 1 0 1 0 1 0

Total 1 3 4 0 4 1 3 0

Transportation References:
1.  Champaign-Urbana Urbanized Area Transportation Study -LRTP 2025. December 
2004.
2.  Federal Highway Administration - FHWA Functional Classification Guidelines, 
FHWA, Washington, DC, 2000.
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Economic Development
The term economic development, in the context of smaller cities 
like Champaign and Urbana, typically refers to the creation of 
new businesses, retention and expansion of existing businesses, 
and influencing businesses to relocate within the city’s boundaries.  
Economic development agencies and departments within municipalities 
and counties play crucial roles in the expansion of new business, and 
providing for additional employment and tax revenues. Economic 
developers also aid businesses financially by providing incentives 
for increased employment, redeveloping existing sites and buildings, 
beautifying existing buildings, etc. Incentives can come in the form 
of tax breaks, sales tax breaks on building materials, cost sharing for 
infrastructure improvements and grants for building improvements, to 
name a few. The role of economic development is extremely important 
when dealing with corridors which are underutilized and are in need 
of redevelopment. Bringing development and businesses that fit within 
the future vision for the corridor to the discussion table is of the utmost 
importance to the success of a corridor’s rehabilitation.

Development within the Corridor
In general, the intermediate portions of the University Avenue corridor 
which fall between Downtown Champaign and Beckman Institute, 
Beckman and the Carle Campus, and the Carle Campus and Five 
Points are underutilized and auto-dominated. The focus on aesthetics, 

Figure 3.40: Underutilized & Vacant Parcels - 2009

building design, landscaping and pedestrian accommodations were 
lost when the road expanded to four lanes and became the commercial 
strip which exists today. The concept of highest and best use has yet to 
be realized in selected portions of the corridor and parcel vacancies 
dot the length of University Avenue. Vacant parcels (locations shown 
in Figure 3.40) tend to be clustered throughout the corridor and as 
previously mentioned in this report, provide excellent opportunities for 
infill development. Filling in the gaps along the corridor will provide a 
continuous facade and streetscape. Building owners have had success 
in filling the various strip centers, storefronts and stand-alone buildings 
with tenants to keep the vacancy rate along the corridor low, but this 
form of development is slowly changing.

There are also a number of parcels which are currently developed but 
the parcels’ full development potential has yet to be realized. These 
underutilized parcels also provide a great opportunity for developers 
looking to redevelop and maximize the potential of the land. Certain 
buildings and businesses are nearing their lifespan and room can be 
made for new businesses which fit the ever changing economic and 
social environment of Champaign and Urbana. Parcels that are in 
close proximity to the downtowns, hospital campuses and high volume 
intersections are prime locations for these types of existing buildings 
and future redevelopment. Figure 3.40 shows the location of some 
potential redevelopment opportunities along the corridor.  

Example of an underutilized parcel

Example of a vacant parcel
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Figure 3.41: Future Redevelopments - 2009

Present and Future Redevelopment Projects
Along University Avenue, particularly on the Urbana side of the corridor, 
a number of redevelopment projects and proposals have emerged, 
showing positive signs of improvement to the existing development 
pattern. New buildings and development opportunities are making 
headway and pushing the design typology toward a more pedestrian 
and mixed use-feel. Many of the developments discussed in this 
section include a mixed-use component which will help reinvent this 
corridor as a more walkable environment. Mixed-use developments 
also create opportunities for other modes of travel like bicycling and 
transit. Figure 3.41 shows the locations of new redevelopment projects 
taking place within the corridor.

Five Points
The Five Points redevelopment projects on the east and west sides of 
Cunningham Avenue along University Avenue are bringing additional 
business and revenue to one of the most heavily trafficked intersections 
in Champaign-Urbana. After the relocation of the O’Brien AutoPark  
north of I-74, it was important for Urbana to redevelop these parcels 
and create a gateway commerce center as residents and visitors alike 
enter the City. Development plans for the west side of the intersection 
are ongoing.

Vermilion Development Project
This project is located at the southwest corner of University Avenue and 
Lincoln Avenue has been developed as a three-story mixed use retail/
office building. This project marks the first major redevelopment at the 
corner of University and Lincoln, an intersection which Urbana has 

been aggressively trying to redevelop. This intersection, similar to 
Cunningham and University, is a major gateway into the City and 
the University of Illinois as visitors exit off I-74. Redevelopment 
efforts at this intersection would not only promote more sound 
development practices but would create an impressive gateway 
mixing retail, office, and residential uses.

Trammell-Crow Project
The Trammell-Crow project the north side of University Avenue 
between Goodwin Avenue and Lincoln Avenue is a five-story mixed 
use building which will have a first floor commercial component 
and four floors of rental apartments above. Housing options will 
be geared toward students and young professionals alike, given 
its close proximity to the University of Illinois and the Carle and 
Provena hospitals. This project marks the second redevelopment 
effort along this block, with the Durst Cycle building being the 
first.

Carle Hospital and Clinic
Carle Hospital is planning to construct a nine-story, 348,400 
square foot building just north of University Avenue along Coler 
Avenue. They recently finished the 106,537 square foot Mills 
Breast Cancer Institute and Carle Cancer Center along University 
Avenue. These new developments will have modern facilities, 
gardens, streetscapes and performance spaces.

West Side of Five PointsCarle Campus Modernization Project

Vermilion Development Project

Trammell-Crow Project
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Figure 3.42: TIF Districts in the Corridor  - 2009

Development Incentives
In order to help attract and financially facilitate the upgrade, 
redevelopment and relocation of businesses, economic incentive tools 
have been put in place.  Tax Increment Finance (TIF) districts, enterprise 
zones, development agreements and city supported loans and grants 
are available to qualifying businesses who wish to participate in 
bringing new life to the University Avenue corridor and others like it 
around both cities. These tools, when applied in the right situations, 
can offer businesses infrastructure investments which may lead them to 
re-evaluate their choice for site location. This section will discuss the 
different economic incentives offered by Champaign and Urbana as 
part of their economic development work.

Tax Increment Finance Districts (TIF)
TIF districts are intended to eliminate blight, create jobs, and increase 
tax base and economic development. TIF districts provide funding 
for these projects with the idea that any improvement to the parcel 
and/or surrounding district will increase property tax revenues within 
the district. The increase in tax revenues from the improvements is 
placed into a special TIF fund which can only be used for projects or 
reimbursements occurring within the district. TIF districts are a powerful 
and effective way to ease development costs, provide infrastructure 
improvements, fund aesthetic improvements such as facade updates 
and streetscape construction, and provide a way to reimburse 
developers for their up-front costs when rehabbing a blighted property.  

Champaign and Urbana each have active TIF districts throughout their 
respective jurisdictions.  Figure 3.42 shows the locations of portions of 
established TIF districts which overlap the study area boundary.

A large portion of the University Avenue corridor is encompassed 
by four different TIF districts. The Champaign side of the corridor is 
covered by the Downtown and East University Avenue TIF districts.  
The North Campustown TIF district is directly to the south of the East 
University Avenue district but falls outside this project’s study area.  
The Downtown TIF district encompasses a large swath of Champaign’s 
downtown area and funds from this district are allocated to a number 
of large projects. In the upcoming years, funds from this TIF will be 
dedicated to the new parking deck, the Pedestrian Safety Improvement 
project, the Downtown Signal Replacement project and a Downtown 
Lighting Replacement project. The latter three projects will have 
significant impact on safety for the portion of this project’s study area 
which falls in the Downtown TIF district.

The East University Avenue TIF district spans from the railroad viaduct 
east to Wright Street and significantly overlaps the study area boundaries.  
This TIF was established in 1986 to facilitate the redevelopment of 
several areas within its boundaries. The TIF expired in December 
2009. This TIF was the main support system for the remainder of the 
University Avenue streetscape project from Third Street to Wright Street 
and an additional traffic signal at Fourth Street. Discussions regarding 
the renewal of this TIF district are currently ongoing.

East of Wright Street, two Urbana TIF district boundaries overlap the 
study boundary. Urbana’s TIF district 3 covers portions of the north 

side of University Avenue from Wright Street to Lincoln Avenue. Funds 
from TIF 3 have been dedicated to various transportation improvement 
projects, such as the reconstruction of Goodwin Avenue. Funds may 
also be allocated for future improvements to the University Avenue 
streetscape which will come as a result of this study.  

Overlapping the study area boundary from Race Street to Maple Street 
is Urbana’s TIF 2 district. This district covers important development 
areas within the City and its funds are dedicated to a number of 
projects. Significant funding dollars have been dedicated to improving 
the Boneyard Creek as part of the Boneyard Creek Master Plan. These 
improvements will have spillover effects on the University Avenue 
corridor and will be sure to spark additional redevelopment along 
the Boneyard.  Funds have also been dedicated to portions of the 
University Avenue streetscape which falls within the TIF boundaries.

Both the City of Champaign and City of Urbana have additional 
redevelopment incentive grants and loan programs for businesses 
and developments that rehab or construct new buildings within the 
TIF districts. These programs provide grants and loans up to a certain 
percentage of the total cost of construction or redevelopment for a 
given project within the districts.
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Figure 3.43: Enterprise Zone Location - 2009,

The City of Champaign offers the following Redevelopment Incentive 
Programs (RIP) as part of their TIF incentives (except in the downtown):
•	 Minor Redevelopment Incentive Program
•	 Major Redevelopment Incentive Program
•	 Residential Redevelopment Incentive Program
•	 New Construction Assistance Program (up to 20% not to exceed 

$100,000 per building)

The minor RIP provides grants for permanent facade and aesthetic 
improvements which enhance the historical character of a building.  
The major RIP provides grants for major renovation projects, which 
improve the structure and quality of the building, such as accessibility 
requirements, heating and cooling systems, floor repairs, etc. The 
residential RIP provides financial assistance in the renovation of 
new residential units in the Downtown TIF district. Finally, the new 
construction assistance program provides grant money for new 
construction taking place on vacant or underutilized land within the 
Downtown and/or East University TIF districts.

The City of Urbana offers the following incentives as part of their 
Redevelopment Incentive Program:
•	 Down to 5.5% interest for loans from $5,000 to $60,000
•	 Ability to receive up to 10% of the loan in the form of a grant 

depending on how many criteria the project meets.

The criteria for the grants are consistent with policies set forth in 
Urbana’s Downtown Strategic Plan. Development projects should seek 

to incorporate mixed uses with residential above commercial/retail 
for maximum effectiveness. Also preserving or enhancing building 
facades and historical character will help get the project qualified.

The Urbana Gallery District Incentive Program is available to gallery 
owners and building owners in TIF 1 and TIF 2 Districts who meet 
specific criteria. This incentive program provides a 12 month rent 
subsidy of 50% of the monthly rent up to $600. Applicants may also 
request a $2,000 start-up grant to be used for costs associated with 
relocation, advertising and tenant improvements.

Enterprise Zone
Another development incentive program found along the corridor 
is an enterprise zone. An enterprise zone is a specially designated 
zone where tax incentives and direct financial assistance are provided 
to firms locating or expanding within the area. Nearly all incentives 
provided in the enterprise zone deal with an abatement or reduction 
in taxes on varying items from building materials to property taxes. The 
City of Champaign and Urbana each have their own enterprise zone.  
Figure 3.43 shows the boundaries of the enterprise zones and areas 
shaded in red fall within those boundaries.

In 1985, the City of Urbana was granted an enterprise zone by the 
State of Illinois. As a part of the incentives for this enterprise zone, 
the City of Urbana set up the following tax credits and exemptions for 
businesses:
•	 Property Tax Abatement 
•	 Sales Tax Exemption on Building Materials 
•	 Investment Tax Credits 
•	 Jobs Tax Credit 

•	 Income Tax Deductions for Financial Institutions 
•	 Dividend Deduction 
•	 Corporate Contribution Deduction 
•	 EZ Machinery and Equipment Sales Tax Exemption 
•	 Utility Tax Exemption 
•	 Gas Use Tax Exemption

In 1986 the City of Champaign partnered with Champaign County 
to receive their designated enterprise zone. The incentives associated 
with Champaign’s enterprise zone are:
•	 Real Estate Tax Abatement
•	 Sales Tax Exemption
•	 Investment Tax Credit
•	 Jobs Tax Credit
•	 Income Tax Deduction for Financial Institutions
•	 Dividend Deduction
•	 Corporate Contribution Deduction
•	 Machinery and Equipment Exemption
•	 Utility Tax Exemption
•	 Pollution Control Facilities Exemption

Businesses which are eligible for enterprise zone incentives are typically 
industrial uses which create large amounts of employment. One of the 
major goals of an enterprise zone is to bring in employers who can 
hire employees from the local job market. By providing high numbers 
of new employment, not only can the business benefit from tax credits 
and deductions but the local economy and residents benefit from 
the additional jobs, tax base and consumer spending. The benefits 
for University Avenue businesses would be in sales and property tax 
abatements.
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Development & Cost Sharing Agreements
Two other economic development tools local governments have to 
attract developers to invest in their communities are development and 
cost sharing agreements. These agreements are negotiations between 
the municipality and a developer where the municipality will provide 
incentives in order to achieve a greater good for the community.  
The municipality may decide to provide or purchase right of way 
for a roadway or pedestrian/bicycle path, provide money for utility 
relocations, or provide a cost sharing agreement for the construction 
of major infrastructure projects, such as roadways or sanitary sewer 
improvements.  Municipalities may allow a developer to purchase land 
owned by the municipality at a reduced cost in order to advance a 
project in a location which needs additional investment. Development 
and cost sharing agreements can be beneficial to both the developer 
and the municipality and are excellent tools to bring to the discussion 
table when a project is being considered.


