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RESOLUTION OF THE BLACK HAWK COUNTY METROPOLITAN AREA
TRANSPORTATION POLICY BOARD
WHEREAS, the Black Hawk County Metropolitan Area Transportation Policy Board has been
designated as the Metropolitan Planning Organization (MPO) for the Black Hawk County urbanized
area; and
WHEREAS, the Policy Board in cooperation with the state is conducting a continuing,
cooperative, and comprehensive (3-C) transportation planning process pursuant to 23 CFR 450 (c);
and
WHEREAS, this planning process shall lead to the development, maintenance, and operation
of an integrated system that considers all relevant modes of transportation for the efficient
movement of people and goods; and
WHEREAS, the Policy Board, in cooperation with the Federal Highway Administration, the
Federal Transit Administration, the Iowa Department of Transportation, the Metropolitan Transit
Authority, and city and county jurisdictions has developed an integrated and multimodal 2045 LongRange Transportation Plan in compliance with U.S. Department of Transportation regulations; and
WHEREAS, the Policy Board has included the open participation of the public in the
development of the 2045 Long-Range Transportation Plan in conformance with the Policy Board's
approved Public Participation Plan; and
WHEREAS, the Black Hawk County Metropolitan Area Transportation Policy Board certifies
that the 2045 Long-Range Transportation Plan was developed in accordance with 23 CFR 450 (c),
and is being conducted in accordance with all applicable requirements.
NOW, THEREFORE BE IT RESOLVED that the Black Hawk County Metropolitan Area
Transportation Policy Board hereby approves the 2045 Long-Range Transportation Plan for the Black
Hawk County urbanized area; and
BE IT FURTHER RESOLVED that the Black Hawk County Metropolitan Area Transportation
Policy Board certifies that the 2045 Long-Range Transportation Plan is consistent with the
metropolitan transportation planning process as described in 23 CFR 450 (c).
Passed and adopted this 8th day of November, 2018.

____________________________________
Doug Faas, Chair
ATTEST:
____________________________________
Kevin Blanshan, INRCOG Executive Director
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Chapter 1

Overview

Chapter 1 – Overview
Transportation is one of the foundations of civilization, as people and goods must be able to travel from place
to place. Transportation infrastructure enables society and the economy to move effectively and prosper. The
role Iowa’s transportation system has played in its development is clearly identifiable on an aerial photograph.
Evident is a pattern of large cities on navigable rivers and past rail lines, county seats regularly located on state
highways, and a grid pattern of a road every mile in rural areas. The interdependent relationship between
transportation and land use means that decisions made today about the transportation system will not only
affect where and how people travel, but how cities, counties, and the state continue to develop.
An important aspect of maintaining and improving this transportation system is reviewing its current state and
planning for future needs. High growth areas may require new roads, additional capacity, or improvements to
public transportation. Bicycle and pedestrian accommodations are becoming ever more important due to an
increased emphasis on livability and active transportation. Autonomous vehicles may bring innovative ways of
designing roads and change how we think about transportation.
The aim of this Long-Range Transportation Plan (LRTP) is to document the present state of transportation
patterns and infrastructure in the Black Hawk County Metropolitan Area across all modes, and to chart a
course for the maintenance and improvement of each mode based on anticipated needs and revenues. This
Plan has a horizon year of 2045. As such, it endeavors to gauge the transportation system over nearly three
decades. While these forecasted needs are based on past trends and expected progression, it is necessary to
periodically review and update this Plan to consider new developments and changing trends. Accordingly, this
Plan is evaluated and revised every five years.

Purpose of the Long-Range Transportation Plan
The Long-Range Transportation Plan serves as a mechanism for the metropolitan planning organization (MPO)
to examine its current transportation networks including highway, transit, air, rail, bicycle, and pedestrian
modes, and to assess their adequacy for the existing population and economy. Moreover, it provides area
officials an opportunity to explore the future transportation needs of the community based on existing
conditions and projected revenues. This effort is conducted through a traffic modeling process, close
coordination with focus groups, a series of meetings with the MPO Technical Committee, and the solicitation of
public input to discuss the needs of the region.
This document provides a framework upon which local jurisdictions can base transportation project selection
during the annual programming process. Given a constrained financial future, local officials must be able to
prioritize and select projects which best meet the needs of the community, and whose costs do not exceed the
revenue projected to be available during the life of this Plan.

Metropolitan Planning Organizations and Federal Legislation
Federal law requires the formation of MPOs for urbanized areas with a population greater than 50,000. The
role of an MPO is to oversee transportation planning and programming to ensure that existing and future
federal expenditures on transportation projects are based on a continuing, cooperative, and comprehensive (3C) planning process. MPOs bring together cities and counties in an urban area to ensure that planning reflects
their region’s shared vision.
This document has been prepared to meet the federal requirements outlined in the 2015 federal
transportation bill, Fixing America’s Surface Transportation (FAST) Act, under the authority of the Federal
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Highway Administration, the Federal Transit Administration, and the Iowa Department of Transportation. The
FAST Act builds on changes that were included in the previous federal transportation bill, Moving Ahead for
Progress in the 21st Century Act (MAP-21), which include provisions to make transportation more streamlined,
performance-based, and multimodal, and to address challenges including improving safety, maintaining
infrastructure condition, reducing traffic congestions, improving efficiency of the system and freight movement,
protecting the environment, and reducing delays in project delivery. The FAST Act also incorporates
performance goals, measures, and targets into the process of identifying needed transportation improvements
and project selection.

Black Hawk County MPO
The Black Hawk County MPO consists of the contiguous urbanized area at the center of Black Hawk County,
Iowa (Figure 1.1). The corporate boundaries included in this urbanized area are the cities of Cedar Falls, Elk
Run Heights, Evansdale, Hudson, Raymond, and Waterloo. For the purposes of transportation planning, an
urban area boundary and study area boundary have been designated (Figure 1.2). The urban area boundary is
a smoothed boundary that captures all census-defined urbanized area. This boundary also defines whether
roadways are considered urban or rural for the purposes of federal functional classification. The MPO study
area boundary extends beyond this and includes the current urbanized area as well as the expected boundary
of urban development over the horizon of this Plan. The Black Hawk County MPO study area also includes the
city of Gilbertville, and parts of unincorporated Black Hawk County.
Figure 1.1: Black Hawk County MPO Planning Area

The Iowa Northland Regional Council of Governments (INRCOG) has been designated by the State of Iowa as
the MPO for the Black Hawk County Metropolitan Area. While INRCOG provides staff and technical support, the
decision-making and programming authority of the MPO rests with its Policy Board. The Policy Board has the
power to make policy decisions and conduct comprehensive transportation studies and plans. Voting Policy
Board members include an elected official from Cedar Falls, Elk Run Heights, Evansdale, Gilbertville, Hudson,
Raymond, Waterloo, and Black Hawk County, as well as a representative from the Metropolitan Transit
Authority (MET) and the Waterloo Airport Commission. Non-voting members of the Policy Board include
representatives from INRCOG, the Iowa Department of Transportation (DOT), the Federal Highway
Administration (FHWA), and the Federal Transit Administration (FTA). The Technical Committee consists of
local planners, engineers, modal representatives, and interested parties. The Technical Committee has
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extensive knowledge of the area’s transportation system and advises the Policy Board but does not vote on
policy issues. The Policy Board and Technical Committee meet jointly on a monthly basis. A subcommittee of
the Technical Committee is the Transportation Alternatives Program Committee which generally meets annually
to discuss and rank transportation alternatives projects.
Another standing committee utilized in the transportation planning process is the Transit Advisory Committee
(TAC). This group meets at least twice annually to discuss passenger transportation and human service agency
coordination and to help develop the Passenger Transportation Plan (PTP). The MPO also utilizes focus groups
as needed, and particularly as part of the development of the LRTP. For this Plan, these groups included Land
Use and Bicycle and Pedestrian. Current membership for all MPO committees can be found in the Appendix.
Figure 1.2: Black Hawk County MPO Planning Area

Urban Area Boundary
MPO Study Area
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Transportation Planning Process
In addition to conducting ongoing transportation planning and programming and participating in studies and
projects, the MPO is responsible for completing the following transportation planning documents:
•
•
•

•

•

Transportation Planning Work Program (TPWP) – Outlines the transportation planning activities MPO
staff plan to conduct in the next fiscal year and sources of funding; updated annually.
Transportation Improvement Program (TIP) – Includes all projects programmed for federal
transportation funding in the MPO in the next four fiscal years; updated annually.
Long-Range Transportation Plan (LRTP) – Reviews the current condition and future needs of the
transportation system and provides guidance for transportation investment decisions; updated every
five years.
Passenger Transportation Plan (PTP) – Provides coordination between passenger transportation
providers and human service agencies and recommends projects to improve passenger
transportation; full document update every five years; joint document with the Iowa Northland
Regional Transportation Authority.
Public Participation Plan (PPP) – Details the process the MPO will follow to involve the public in the
transportation planning and programming process; updated as needed.

FAST Act Planning Factors
The planning and programming process required of the MPO is outlined in the FAST Act. Like the previous
transportation bill, the FAST Act continues, and further strengthens, the requirement that an extensive,
ongoing, and cooperative planning effort for the programming of federal funds be undertaken. The MPO’s
overall transportation planning goal is to provide for the adequate, safe, and efficient movement of persons
and goods in the urban area. The MPO utilizes the FAST Act’s planning factors to help reach this goal, which
are as follows:
•
•
•
•
•

•
•
•
•
•

Support the economic vitality of the metropolitan area, especially by enabling global competitiveness,
productivity, and efficiency
Increase the safety of the transportation system for motorized and non-motorized users
Increase the security of the transportation system for motorized and non-motorized users
Increase the accessibility and mobility of people and for freight
Protect and enhance the environment, promote energy conservation, improve the quality of life, and
promote consistency between transportation improvements and State and local planned growth and
economic development patterns
Enhance the integration and connectivity of the transportation system, across and between modes, for
people and freight
Promote efficient system management and operation
Emphasize the preservation of the existing transportation system
Improve the resiliency and reliability of the transportation system and reduce or mitigate stormwater
impacts on surface transportation
Enhance travel and tourism
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FAST Act National Goals
The FAST Act emphasizes a performance-based approach and requires a process of performance
measurement setting, starting with the U.S. DOT establishing performance measures, followed by the states
and MPOs establishing performance targets. The national goals are as follows:
•
•
•
•
•

•
•

Safety – To achieve a significant reduction in traffic fatalities and serious injuries on all public roads
Infrastructure Condition – To maintain the highway infrastructure asset system in a state of good
repair
Congestion Reduction – To achieve a significant reduction in congestion on the National Highway
System
System Reliability – To improve the efficiency of the surface transportation system
Freight Movement and Economic Vitality – To improve the national freight network, strengthen the
ability of rural communities to access national and international trade markets, and support regional
economic development
Environmental Sustainability – To enhance the performance of the transportation system while
protecting and enhancing the natural environment
Reduced Project Delivery Delays – To reduce project costs, promote jobs and the economy, and
expedite the movement of people and goods by accelerating project completion through eliminating
delays in the project development and delivery process, including reducing regulatory burdens and
improving agencies’ work practices

Performance-Based Planning and Programming
The foundation of this Plan is built upon performance-based planning and programming. This approach
provides a link between short-term management and long-range decisions about policies and investments
made for the transportation system. The approach links specific actionable strategies to help improve
decision-making and provides accountability for following through on the plan. The building blocks for a
performance-based planning process are goals, objectives, and performance measures which are described
as:
•
•
•

Goal – A broad statement that describes a desired end state.
Objective – A specific and measurable statement that supports achievement of a goal.
Performance measure – A metric used to assess progress toward meeting an objective. The MPO
coordinates with regional, state, and federal partners to establish performance measures for the MPO
planning area.

Performance-based planning and programming begins with a strategic direction, which indicates where the
MPO would like to go in the future. The MPO sets this strategic direction by choosing goals, quantifiable
objectives, and performance measures to guide decision-making. Next, the MPO creates a long-range plan
that identifies trends and targets, defines strategies, analyzes alternatives, and develops investment priorities.
The MPO then links the long-range plan to a Transportation Improvement Program (TIP) to deliver projects that
improve performance and achieve targets within the strategic direction. Finally, the MPO monitors, evaluates,
and reports on the performance-based planning and programming process to create a feedback loop that
informs future planning efforts. Figure 1.3 illustrates the performance-based planning and programming
process.
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Figure 1.3: Performance-based Planning and Programming Process
Planning
Strategic Direction
Where do we want to go?
Goals and Objectives
Performance Measures

Programming
What will it take?
Investment Plan
Resource Allocation
Program of Projects

Analysis
How are we going to get there?
Identify Trends and Targets

Identify Strategies and
Analyze Alternatives
Develop Investment
Priorities

Implementation and Evaluation
How did we do?
Monitoring
Evaluation
Reporting

Source: Federal Highway Administration, Performance-based Planning and Programming Guidebook

National Performance Measures and Targets
The FAST Act requires that State DOTs and MPOs establish performance targets and report on the progress
made toward achieving each of these performance targets for the following performance measures:
•

•

•

Safety
- Total number of traffic related fatalities
- Rate of traffic related fatalities per 100 million Vehicle Miles Traveled (VMT)
- Total number of traffic related serious injuries
- Rate of traffic related serious injuries per 100 million VMT
- Total number of traffic related non-motorized fatalities and serious injuries
Pavement and Bridge
- Percentage of pavements of the Interstate System in good condition
- Percentage of pavements of the Interstate System in poor condition
- Percentage of pavements of the non-Interstate National Highway System (NHS) in good
condition)
- Percentage of pavements of the non-Interstate NHS in poor condition
- Percentage of NHS bridges classified as in good condition
- Percentage of NHS bridges classified as in poor condition
System Performance and Freight
- Percent of the person-miles traveled on the Interstate that are reliable
- Percent of the person-miles traveled on the non-Interstate NHS that are reliable
- Truck Travel Time Reliability (TTTR) Index
- Annual hours of peak hour excessive delay per capita (not applicable for the MPO)
- Percent of non-single-occupancy-vehicle travel (not applicable for the MPO)
- Total emissions reduction (not-applicable for the MPO)
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•

Transit Asset Management
- Percentage of non-revenue vehicles met or exceeded Useful Life
- Percentage of revenue vehicles met or exceeded Useful Life
- Percentage of track segments with performance restrictions (rail)
- Percentage of assets with condition rating below 3.0 on FTA Transit Economic Requirements
Model (TERM) Scale

Performance Targets Methodology
Rather than setting its own targets, the MPO has chosen to support the statewide safety, pavement, bridge,
system performance, and freight targets set by the Iowa DOT, and the transit asset management targets set by
MET. The MPO supports those targets by agreeing to plan and program projects so that they contribute toward
the accomplishment of the performance measures. The Iowa DOT’s methodology for setting federal
performance management and asset management targets can be found on the Iowa DOT Office of Systems
Planning webpage. Safety targets are set annually as five-year rolling averages. Pavement, bridge, system
performance, and freight targets were set in 2018 as four-year targets. Targets to-date are shown in Table 1.1.
By agreeing to support the state’s targets for safety, pavement, bridges, system performance, and freight, and
MET’s transit asset management targets, the Black Hawk County MPO agrees to:
•
•
•
•
•

Work with the Iowa DOT and stakeholders to address areas of concern regarding fatalities and serious
injuries, pavement, bridges, system performance, and freight within the metropolitan planning area.
Work with MET to address areas of concern regarding transit and transit asset management.
Coordinate with the Iowa DOT and MET and include the State and transit performance measures and
targets in the Long-Range Transportation Plan.
Integrate into the metropolitan transportation planning process the goals, objectives, performance
measures, and targets described in other Iowa DOT transportation plans and processes.
Include a description in the Transportation Improvement Program (TIP) of the anticipated effects of the
programming process towards achieving the State safety, pavement, bridges, system performance,
freight, and transit asset management targets.

The Iowa DOT Office of Systems Planning provides a federal performance management and asset
management website which provides information and links to various resources.
www.iowadot.gov/systems_planning/planning/federal-performance-management-and-asset-management

Performance-Based Planning and the MPO Planning Process
Under the FAST Act, MPO’s shall integrate in the metropolitan transportation planning, directly or by reference,
the goals, objectives, performance measures, and targets described in other State transportation plans and
transportation processes, as well as any plans developed under 49 U.S.C. Chapter 53 by providers of public
transportation, required as part of a performance-based program. For the Black Hawk County MPO, this
includes the State Long Range Transportation Plan, State Transportation Asset Management Plan, Strategic
Highway Safety Plan, State Freight Plan, and MET’s Transit Asset Management Plan. Links to the State
transportation plans are provided on the following pages.
Transportation planning must be cooperative, as no single agency has responsibility for the construction,
operation, and maintenance of the entire transportation system. The State plans developed by the Iowa DOT
help define Iowa’s statewide future transportation vision and identify goals, objectives, and strategies to guide
transportation decision-making. The MET Transit Asset Management Plan establishes a strategic and
systematic process of operating, maintaining, and improving the metropolitan transit capital assets through
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their entire life cycle. A desired outcome of the MPO performance-based planning process is constant quality
improvement in project selection, programming, and delivery to help meet the State’s and MET’s goals. The
Black Hawk County MPO’s goals and objectives can help implement the State’s plans and MET’s Transit Asset
Management Plan by aligning with goals and objectives identified within the documents. The MPO will review
the goals and objectives outlined in statewide plans and MET’s Transit Asset Management Plan throughout the
planning and programming process to ensure MPO projects align with the goals and strategies and can
contribute toward the accomplishment of state and MET performance measures.
To implement performance-based planning, the MPO, MET, and the Iowa DOT will work together to coordinate:
•
•
•
•

Collection of performance measurement data.
Selection of performance targets for the metropolitan area.
Reporting of metropolitan area targets.
Reporting of system performance related to specific targets.

The method of coordination between the MPO and the Iowa DOT is outlined in the MPO’s Transportation
Planning Work Program, and the agreement between MET Transit and the Iowa DOT is outlined in the
consolidated funding application. In addition, MPO TIPs are required to document compliance with each of the
performance-based planning categories. The TIP discusses how the projects included within it help achieve
the state and MPO targets for these areas.
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Table 1.1: Iowa DOT Federal Performance Targets*
Goal

Performance Measurement

Baseline

Target

State or MET
Adoption

MPO Support
of State or
MET Target
10/11/18
10/11/18
10/11/18
10/11/18
10/11/18
6/14/18
6/14/18
6/14/18
6/14/18
6/14/18
6/14/18
6/14/18
6/14/18

Number of fatalities
338.0
353.6
8/31/18
Fatality rate per 100 million Vehicle Miles Traveled
1.027
1.047
8/31/18
Safety1
Number of serious injuries
1,498.8
1,483.7
8/31/18
Serious injury rate per 100 million Vehicle Miles Traveled
4.568
4.391
8/31/18
Non-motorized fatalities and serious injuries
146.4
149.8
8/31/18
Percentage of pavements of the Interstate System in good condition
57.68%
49.40%
5/20/18
Percentage of pavements of the Interstate System in poor condition
1.75%
2.70%
5/20/18
Percentage of pavements of the non-Interstate National Highway System in good condition
49.06%
46.90%
5/20/18
Pavement and
Bridges2
Percentage of pavements of the non-interstate National Highway System in poor condition
14.22%
14.50%
5/20/18
Percentage of National Highway System bridges classified as in good condition
46.8%
44.6%
5/20/18
Percentage of National Highway System bridges classified as in poor condition
2.6%
3.2%
5/20/18
Percent of the person-miles traveled on the Interstate that are reliable
100.0%
99.5%
5/20/18
System and
Percent of the person-miles traveled on the non-Interstate National Highway System that
95.6%
95.0%
5/20/18
Freight
are
reliable
Reliability3
Truck Travel Time Reliability (TTTR) Index
1.12
1.14
5/20/18
6/14/18
Percentage of MET’s non-revenue vehicles met or exceeded Useful Life Benchmark
66.0%
60.0%
6/29/17
7/13/17
Transit Asset
Percentage of MET’s revenue vehicles (buses) met or exceeded Useful Life Benchmark
26.0%
23.0%
6/29/17
7/13/17
Management4
Percentage of MET’s revenue vehicles (mini-buses) met or exceeded Useful Life Benchmark
54.0%
51.0%
Percentage of MET’s assets with condition rating below 3.0 on FTA TERM Scale
0.0%
0.0%
6/29/17
7/13/17
* Rather than setting its own targets, the MPO has chosen to support the statewide safety, pavement, bridge, system performance, and freight targets set by the Iowa DOT, and the
transit asset management targets set by MET.
1https://iowadot.gov/systems_planning/fpmam/Iowa-2015-2019-safety-targets.pdf

Safety targets are set as five-year rolling averages; these targets have a baseline of 2013-2017 and are set for 2015-2019.
2https://iowadot.gov/systems_planning/fpmam/2018-2021-Pavement-Bridge-Targets.pdf

Pavement and bridge targets are set as four-year targets; these targets have a baseline of 2017 and target year of 2022.
3https://iowadot.gov/systems_planning/fpmam/2018-2021-System-Performance-Freight-Targets.pdf

System and freight reliability targets are set as four-year targets; these targets have a baseline of 2017 and target year of 2022.
4MET

Transit Asset Management Plan
MET targets are set at least once every fiscal year as five-year targets; these targets have a baseline of 2017 and target year of 2022.
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State Transportation Plans
The public is the primary beneficiary of the nation’s intermodal transportation system built to serve public
mobility and productivity. Transportation decisions must be made in an environmentally sensitive way, using a
comprehensive planning process that includes the public and considers land use, development, safety, and
security. The vision of the Iowa DOT and the Transportation Commission is, “A safe and efficient multimodal
transportation system that enables the social and economic wellbeing of all Iowans, provides enhanced
access and mobility for people and freight, and accommodates the unique needs of urban and rural areas in
an environmentally conscious manner.” The Iowa DOT has adopted several plans to address federal
requirements and guide transportation investments to achieve the system vision.
Iowa in Motion 2045 State Transportation Plan
Adopted in 2017, the state transportation plan is a long-range document that addresses federal requirements
and serves as a transportation investment guide for each transportation mode. This document is updated
every five years in order to stay current with trends, forecasts, and factors that influence decision-making. The
state transportation plan includes the following:
•
•
•
•
•
•
•

Trends – An analysis of demographic, economic, passenger, and freight trends.
System condition – An overview of each mode within the transportation system.
Vision – A broad statement that captures the overall vision for Iowa’s future transportation system.
Investment areas – Four overarching areas within which actions are defined to implement the system
vision.
Strategies and improvement needs – Actions and initiatives to implement the vision.
Costs and revenues – An analysis of anticipated costs and revenues for each mode.
Implementation – A discussion related to addressing funding needs, programming future
investments, and continuous performance monitoring.

The prior state transportation plan, adopted in 2012, focused
on policy issues and not on specific actionable items. The
2045 Plan provides specific strategies and improvement needs
that can be implemented and revisited over time. Notable
enhancements include extensive internal and external
stakeholder and public input efforts throughout plan
development; and a multimodal action plan, with specific
modal strategies and improvement needs.
Four principal investment areas with specific strategies and
improvement types were identified to help achieve the system
vision. The investment areas include:
•
•
•
•

Stewardship through maintaining a state of good repair.
Modification through rightsizing the system.
Optimization through improving operational efficiency and resiliency.
Transformation through increasing mobility and travel choices.

A wide range of strategies have been identified to achieve the vision. Strategies were derived from a variety of
sources, including ongoing activities, existing plans, and stakeholder and public input. A total of 80 strategies
were identified across the following categories:
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•
•
•
•
•

Asset management
Aviation
Bicycle/pedestrian
Bridge
Energy

•
•
•
•
•

•
•

Freight
Highway
Public Transit
Rail
Safety

Technology
Transportation system
management and
operation (TSMO)

A multi-pronged approach was used to help determine improvement needs across the multimodal system. For
highway and bridges, a seven-layer analysis was conducted. The Primary Highway System was divided into
464 corridors for analysis, and needs were identified at the corridor level. A comprehensive matrix covering
the entire Primary Highway System is included in the Plan. The matrix shows which needs were identified for
each highway corridor. For aviation, bicycle and pedestrian, public transit, rail, and water, needs were derived
from existing system plans for those modes or from updated analysis where warranted.
www.iowadot.gov/iowainmotion/files/IIM-2045-Full-Plan.pdf
Iowa Transportation Asset Management Plan 2018
Transportation asset management is a strategic approach
to managing transportation infrastructure. It embodies a
philosophy that is comprehensive, proactive, and longterm. The overall goals of asset management are to
minimize long-term costs, extend the life of the
transportation system, and improve the performance of the
transportation system. Transportation Asset Management
Plans (TAMP) act as a focal point for information about the
state’s assets, management strategies, long-term
expenditure forecasts, and business management
processes. The Iowa DOT’s TAMP describes how the Iowa
DOT manages its bridges and pavements throughout their lives. The document also connects the state
transportation plan and system and modal plans to the Iowa DOT’s five-year Transportation Improvement
Program. In addition to meeting federal requirements, this TAMP meets the following objectives:
•
•
•
•
•
•
•

Defines clear links among agency goals, objectives, and decisions
Defines the relationship between proposed funding levels and expected results
Develops a long-term outlook for asset performance
Documents how decisions are supported by sound information
Develops a feedback loop from observed performance to subsequent planning and programming
decisions
Improves accountability for decision-making
Unifies existing data, business practices, and divisions to achieve asset management goals

Consistent with best practices nationally, the Iowa DOT’s asset management goals are to:
•
•
•
•

Build, preserve, operate, maintain, upgrade, and enhance the transportation system more costeffectively throughout its whole life.
Improve performance of the transportation system.
Deliver to Iowa DOT’s customers the best value for every dollar spent.
Enhance Iowa DOT’s credibility and accountability in its stewardship of transportation assets.

www.iowadot.gov/systems_planning/fpmam/IowaDOT-TAMP-2018.pdf
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Iowa Strategic Highway Safety Plan 2017
One method states conduct safety planning is through the development of a
highway safety plan. Starting in 2016, Iowa’s traffic safety community
began working on an update to Iowa’s Strategic Highway Safety Plan
(SHSP). This update was written using a data-driven, innovative, and
proactive planning process. The SHSP was published in 2017.
As described in the document, the SHSP was written to address not only the
Four E’s of roadway safety (engineering, education, enforcement, and
emergency medical services), but also a fifth E – everyone. The last E is a
reminder that safety is everyone’s responsibility.
Safety strategies were developed for several areas with the priority
strategies outlined in the following categories:
•
•
•
•
•

Education – Multimedia education
campaign
Education – Enhance driver education
Enforcement – High-visibility enforcement
Enforcement – Deploy state-of-the-art
technology
Enforcement – Expand impaired
enforcement programs

•
•
•
•
•

Engineering – Prevent lane departures
Engineering – Improve intersections
Policy – Enhance multiagency
collaborative efforts
Policy – Strengthen legislative policies
Data Management and Use – Safety data
improvement

For the 2017 SHSP, two areas of concern were revealed after crash data was analyzed. Both the older driver
and motorcycle-related categories saw an upward trend in severe injuries since the 2013 SHSP was adopted.
As these were the only two categories that did not consistently display a downward trend, a special emphasis
was placed on them.
www.iowadot.gov/traffic/pdfs/Iowa2017SHSP.pdf
Iowa State Freight Plan 2018
The Iowa DOT has developed a multimodal freight plan to address all
modes of the freight transportation system and to incorporate freight
considerations into the statewide transportation planning and programming
process. The State Freight Plan serves as a platform for safe, efficient, and
convenient freight transportation in the state. In recent years, the Iowa
DOT has embarked on numerous freight planning activities to help achieve
this objective. The State Freight Plan is a way to connect all of these
initiatives and allow them to move forward toward a common goal of
optimal freight transportation in the state. In addition, the Plan guides Iowa
DOT’s investment decisions to maintain and improve the freight
transportation system. This plan also
•
•
•

Aligns with the state transportation plan: Iowa in Motion 2045.
Meets the requirements of the FAST Act.
Supports national freight goals.
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Each of Iowa’s freight-related initiatives plays a role in a collaborative planning and programming process. The
tools and studies are utilized to develop system and modal plans, such as the State Freight Plan, which are
consistent with the state transportation plan. Projects are then identified, studied, and programmed based on
the findings and recommendations provided from each of these initiatives.
www.iowadot.gov/iowainmotion/files/Iowa-State-Freight-Plan-Update-2018.pdf

Black Hawk County MPO Goals, Objectives, and Performance Measures
The MPO identified four goals for the 2045 Long-Range Transportation Plan which are to:
•
•
•
•

Increase the safety of the transportation system.
Strategically preserve the existing infrastructure.
Support an efficient transportation system.
Provide a high degree of multimodal accessibility and mobility.

The MPO has adopted several objectives to help achieve these goals and performance measurements to track
the progress toward meeting the objectives. This includes federally-required performance measurements
which are signified with an asterisk in Table 1.2. The MPO’s goals and objectives can help implement the state
transportation plan and to contribute toward the accomplishment of the state’s performance measures.

MPO Performance Report
The Black Hawk County MPO is committed to promoting and implementing a safe, efficient, and multimodal
transportation system. The goals and objectives provide the framework for achieving this vision, and the
performance measures assess the progress towards meeting the objectives. In order to gauge the region’s
progress toward achieving these goals, the MPO will prepare a Performance Report halfway through the life of
this Plan, or by May 12, 2021. The report will be a valuable tool for the MPO Policy Board to help guide
decision-making for transportation investments and will be beneficial for increased public engagement and
communication about regional performance. The baseline condition data shown in Table 1.2 will serve as the
base for the Performance Report. As planning occurs through multiple cycles, the Performance Report will help
to identify recent trends in performance and can be used to refine long-range goals, objectives, and
performance measures.
Transportation Performance Management approach
Source: FHWA
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Table 1.2: 2045 Long-Range Transportation Plan Goals, Objectives, and Performance Measures
Goal

Increase the
safety of the
transportation
system

Strategically
preserve the
existing
infrastructure

Support an
efficient
transportation
system

Provide a high
degree of
multimodal
accessibility
and mobility

Objective

Performance Measurement

1.1) Reduce the number of traffic fatalities
1.2) Reduce the rate of traffic fatalities
1.3) Reduce the number of traffic serious injuries
1.4) Reduce the rate of traffic serious injuries
1.5) Reduce the number of non-motorized fatalities and serious
injuries
1.6) Reduce the number of traffic accidents involving pedestrians
and bicyclists
2.1) Preserve and maintain Interstate system pavement

Total number of traffic fatalities*
Rate of fatalities per 100 million Vehicle Miles Traveled*
Total number of serious injuries*
Rate of serious injuries per 100 million Vehicle Miles Traveled*
Total number of non-motorized fatalities and serious injuries*

6.8 / year
2.092
38.6 / year
11.876
6.8 / year

Total number of crashes involving pedestrians and bicyclists

40.8 / year

2.2) Preserve and maintain non-Interstate National Highway
System (NHS) pavement
2.3) Preserve and maintain NHS bridges
2.4) Preserve and maintain non-NHS road pavement conditions
2.5) Decrease the number of bridges that are posted or closed
2.6) Decrease the number of bridges that are structurally deficient
2.7) Increase the average bridge sufficiency rating
3.1) Maintain the percent of person-miles traveled on the
Interstate that are reliable
3.2) Maintain the percent of the person-miles traveled on the nonInterstate NHS that are reliable
3.3) Improve freight travel time reliability
3.4) Reduce the total vehicle hours traveled
4.1) Provide more on-road bicycle facilities
4.2) Provide additional infrastructure to provide pedestrians easy
access to commercial districts
4.3) A greater percentage of trips are made by foot
4.4) A greater number of trips are made using public transit
4.5) Decrease the percent of MET’s vehicles that are beyond
Useful Life Benchmark (ULB)

4.6) Transit facilities remain in good condition
4.7) Increase the number of bus shelters in the metropolitan area

MPO Baseline
Condition Data

Percentage of Interstate pavement in good condition*
Percentage of Interstate pavement in poor condition*
Percentage of non-Interstate NHS pavement in good condition*
Percentage of non-Interstate NHS pavement in poor condition*
Percentage of NHS bridge deck area in good condition*
Percentage of NHS bridge deck area in poor condition*
Percentage of non-NHS roads in good or very good condition
Percentage of non-NHS roads in poor or very poor condition
Total number of posted or closed bridges
Total number of structurally deficient bridges
Average bridge sufficiency rating of bridges in the metropolitan area
Level of Travel Time Reliability (LOTTR)*
LOTTR*

Good: 75.5%
Poor: 0.00%
Good: 24.2%
Poor: 30.6%
Good: 57.8%
Poor: 0.0%
Good: 34.0%
Poor: 21.0%
13
12
88.3
100.0%
99.6%

Truck Travel Time Reliability (TTTR) Index*
Travel Demand Model (TDM) base year total vehicle hours traveled (VHT)
Number of miles of on-road bicycle accommodations
Total length of public sidewalks and crosswalks in MPO Pedestrian Master
Plan focus areas
Percent of workers who walk to work
Total number of fixed route rides using MET
Percent of revenue vehicles within an asset class that have met or
exceeded ULB*
Percent of non-revenue vehicles that have met or exceeded ULB*
Percent of MET’s facilities with a condition rating below 3.0*
Number of bus shelters

1.19
83,582 (VHT)
TBD
282.6 miles
5.0%
398,270
Buses: 26%
Mini-buses: 54%
Non-Rev: 66%
Facilities: 0%
0.0%
6

*Federally required performance measurement
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Chapter 2

MPO Profile

Chapter 2 – MPO Profile
An understanding of the characteristics of the community is necessary to properly maintain the existing
transportation system and plan for future needs and opportunities. It is important to review existing conditions
and anticipated trends of demographic and economic characteristics, as these elements directly affect the
volume and type of transportation taking place and the infrastructure required to meet its demand. This
chapter provides an overview of the existing characteristics of the MPO and the anticipated population and
employment growth that will drive transportation needs over the next 25 years. Data used are often at the
county level since the majority of its population reside in the MPO.

Population
Over the past 50 years, the population of the region has fluctuated in size. Figure 2.1 shows historical
population estimates for Black Hawk County from 1970 to 2015. The area’s population experienced a sharp
decrease following the economic recession of the 1980s which had a detrimental effect on agriculture and
manufacturing in the MPO. The county’s population has since recovered and experienced gradual growth.
Figure 2.2 shows the population for Black Hawk County from 2010 to 2016 by age group. Because Millennials
(those born between 1983 and 2000) make up the largest percentage of the population, their transportation
needs are particularly important. Research has suggested that Millennials have fundamentally different
attitudes and values towards transportation than prior generations: driving less; bicycling to work; walking
more; and seeking out places to live in cities and walkable communities where driving is an option, not a
necessity. The MPO has made it a goal to provide a high degree of multimodal accessibility and mobility to
help support this demand for a greater array of transportation choices.
Figure 2.1: Black Hawk County Historical Population
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Source: U.S. Census Bureau

Figure 2.2: Black Hawk County Historical Population by Age Group
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Map 2.1 illustrates the total population per traffic analysis zone (TAZ). A TAZ is a unit of geography used in
transportation planning modeling. The spatial extent of TAZs varies from large areas on the outskirts of town
to as small as city block in downtowns. Zones are constructed by Census block information and are used to
provide socioeconomic data such as population and employment.
Map 2.1: Total Population, 2014
Source: Black Hawk County Parcel Data, Black Hawk County MPO 2045 Travel Demand Model
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Population Density
Areas containing higher population densities are likely to produce more vehicle trips. Map 2.2 shows the 2014
population density in the metropolitan area by TAZ. The areas with the greatest population densities tend to be
centered near the University of Northern Iowa, Downtown Waterloo, and along major arterial corridors.
Map 2.2: Population Density, 2014
Source: Black Hawk County MPO 2045 Travel Demand Model
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Population Projections

Ultimately, there was an estimated 123,521 people in the MPO area in
base year 2014. This value is projected to increase by 13,852 for a total of
137,373 people in 2045.
The next step involved using U.S. Census data to estimate each
jurisdiction’s share of the total MPO population. For the two largest cities,
Waterloo and Cedar Falls, a second data set was also incorporated into
these calculations – total residential units constructed per year. Housing
data was desirable to include multiple data sources, rather than using
Census data alone. However, because housing construction is just one
factor related to population, it was not relied upon as heavily as the Census
data. The two data sets were weighted at a ratio of 3:1, as illustrated on
the right.

120,000
115,000
110,000
105,000

2015

2014

2013

2012

2011

100,000
2010

Figures from 2010 to 2015 provide a more up-to-date picture of the area’s
growth under relatively stable economic conditions. Accordingly, the longrange populations projections for 2045 were based on a linear projection of
the 2010 U.S. Census and 2015 Population Estimates. Additional GIS work
was used to estimate the population who live in the unincorporated
portions of the MPO area.

125,000

Population

Identifying the rate that the MPO area is growing was the first step used to
determine the area’s population projections. The growth rate was
calculated using U.S. Census Population Estimates from 2010 to 2015.
Broad economic events including the post-war boom in the 1940s and ‘50s,
the farm crisis in the ‘80s, and the financial crash of 2007 make data from
earlier timeframes difficult to rely on.

Basis for Waterloo and Cedar Falls
Projections

Census data
Housing data

U.S. Census data from 1990 to 2015 was used to determine each jurisdiction’s share of the total population.
This was used instead of 2010-2015 data because small year-to-year anomalies had a disproportionate
impact on the smaller jurisdictions. Using a longer timespan reduced the effects of these anomalies, better
reflecting trends within the MPO area. Census data were the only data used for projecting the populations of
the smaller jurisdictions and the unincorporated area.
From 2010-2016, exactly 2,800 residential units were constructed in Waterloo and Cedar Falls. Of these, 44
percent were built in Waterloo and 56 percent were built in Cedar Falls. These percentages were applied to
the projected combined growth of the two cities (12,757 people) from 2015 to 2045. These projections were
then combined with the Census projections to calculate Waterloo and Cedar Falls’ projected population.
Once control totals were developed, the next step was to determine the base year population and number of
households per TAZ. The base year for the Travel Demand Model (TDM) is 2014. Black Hawk County parcel
data was used to calculate the number of households in each TAZ. This methodology was found to be reliable
in accurately pinpointing existing and new residential buildings. Parcel processing resulted in an estimated
52,975 households in the MPO in 2014. This value is projected to increase by 6,112 for a total of 59,087
households in 2045. Table 2.1 shows forecasted populations for each jurisdiction.
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Table 2.1: Population Projection Control Totals
2014
68,673
41,042
4,812
2,381
1,134
816
747
3,916
123,521

Waterloo
Cedar Falls
Evansdale
Hudson
Elk Run Heights
Raymond
Gilbertville
Unincorporated Area
MPO Total

2025
69,928
44,031
4,890
2,543
1,159
901
750
3,928
128,131

2035
71,178
47,037
4,968
2,705
1,185
988
754
3,938
132,752

2045
72,416
50,056
5,045
2,868
1,210
1,074
757
3,948
137,373

To determine the base year population for each TAZ, an average household size was calculated for each
jurisdiction. This was completed by dividing the 2014 population by the 2014 number of households within
each jurisdiction. The number of households in each TAZ was then multiplied by the corresponding
jurisdictions’ average household size.
The last step was to distribute each jurisdiction’s forecasted population growth to the TAZs. Once control totals
were developed and base year data determined, the forecasted population growth needed to be divided
among each jurisdiction’s TAZs. Growth areas for housing were not anticipated to change drastically from what
was forecasted in the 2040 Long-Range Transportation Plan. Accordingly, each jurisdiction’s forecasted
population growth was distributed at a comparable proportion to the previous plan. Adjustments were made to
account for recent and impending development. Map 2.3 shows the forecasted population change from 2014
to 2045.

Age
Figure 2.3 shows the population of Black Hawk County by age groups. Millennials currently make up the
largest percentage of the population. Iowa’s percentage of residents 65 years old or older is increasing as
Baby Boomers age, and it is likely that the metropolitan area’s older population groups will increase as well.
Figure 2.3: Population by Age
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Source: U.S. Census Bureau, 2016 5-year Estimates
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Map 2.3: Forecasted Population Change, 2014-2045
Source: Black Hawk County MPO 2045 Travel Demand Model

Diversity
Thirteen percent of the population is non-White, including 10.2 percent that is Black or African American.
Waterloo is the MPO’s most diverse city, though significant minority populations are found in other MPO cities
as well. The area also continues to experience new-comer populations. These populations may present
special challenges and opportunities for transportation planning, including the difficulty of communicating
transportation plans and programs to people who may not speak English fluently. Map 2.4 shows the
percentage of the population that is non-white by census block group, and Map 2.5 shows the percentage of
the population that speaks English less than “very well”.
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Map 2.4: Percent of the Population that is Non-White, by Census Block Group
Source: U.S. Census Bureau, 2010 Census
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Map 2.5: Percent of the Population Who Speak English Less than “Very Well”, by Census Tract
Source: U.S. Census Bureau, 2011 5-year Estimates

Housing
The cost of housing and the cost of transportation are two large factors in determining where people choose to
live. Metropolitan area workers are faced with the advantages and disadvantages of living in the metropolitan
area or living in a smaller community or rural area outside of it. The median home value in Black Hawk County
is $133,800 and there is a wide range in the value of housing within the county (Figure 2.4).
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Figure 2.4: Housing Value
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Source: U.S. Census Bureau, 2016 5-year Estimates

Household Income
According to the FHWA Livability Initiative, transportation is the second largest expense for most households
after housing. Households living in auto-dependent locations spend 25 percent of their income on
transportation costs. Housing that is affordable and located closer to employment, shopping, restaurants, and
other destinations can reduce household transportation costs to nine percent of household income. Figure 2.5
compares the median household income for Black Hawk County and the State of Iowa.
Figure 2.5: Median Household Income
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Vehicles per Household
Figure 2.6 shows the number of vehicles
per household in the metro area.
Approximately 42 percent of households
have either one or no vehicles available.
While the number of vehicles per household
has increased over time, a substantial
percentage of households do not have any
vehicles (8.9 percent). These households are
more likely to depend on carpooling, public
transit, walking, or bicycling to get to and
from their destinations.

Figure 2.6: Vehicles per Household
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Source: 2017 National Household Travel Survey Add-on
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Average Housing and Transportation Costs
Traditional measures of housing affordability do not consider transportation costs. According to the Center for
Neighborhood Technology, a household’s second-largest expenditure is typically transportation costs. Compact
and dynamic neighborhoods with walkable streets and high access to jobs, transit, and a wide variety of
businesses can be more efficient, affordable, and sustainable. Figure 2.7 illustrates the average housing and
transportation costs as a percent of household income.
Figure 2.7: Average Housing and Transportation Costs as Percent of Household Income
Source: Center for Neighborhood Technology, Housing and Transportation Facts Sheet

Raymond
$14,712 Annual Transportation Cost
2.05 Autos per Household
25,166 Average Household VMT

Cedar Falls
$12,588 Annual Transportation Cost
1.74 Autos per Household
21,624 Average Household VMT
Elk Run Heights
$14,145 Annual Transportation Cost
1.96 Autos per Household
24,524 Average Household VMT

Waterloo
$12,224 Annual Transportation Cost
1.69 Autos per Household
21,070 Average Household VMT

Evansdale
$13,304 Annual Transportation Cost
1.84 Autos per Household
23,411 Average Household VMT

Hudson
$14,619 Annual Transportation Cost
2.04 Autos per Household
24,857 Average Household VMT
Gilbertville
$14,942 Annual Transportation Cost
2.09 Autos per Household
25,310 Average Household VMT
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Disabilities
Persons with disabilities often face transportation challenges, and inadequate or unreliable transportation is a
significant obstacle to gaining and retaining employment. According to the 2014 National Household Travel
Survey, adults with disabilities are more than twice as likely as those without disabilities to have inadequate
transportation. Further, the unemployment rate for individuals with disabilities is twice that of the general
unemployment rate. For people with disabilities, transportation choice allows for full participation in
community life. Map 2.6 shows the percentage of the civilian noninstitutionalized population with a disability.
Map 2.6: Percent of Civilian Noninstitutionalized Population with a Disability
Source: U.S. Census Bureau, 2016 5-year Estimates
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Employment by Industry
Employment statistics for Black Hawk County reflect the shift that has taken place in Iowa of fewer jobs in the
sectors of agriculture and manufacturing, and more jobs in education and other service sectors. Figure 2.8
compares the employment by industry in 1980 and 2016.
Figure 2.8: Employment by Industry
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Source: U.S. Census Bureau, 1980 Estimates, 2016 5-year Estimates

Major Employers
There are roughly 66,000 workers age 16 years and over in the County. The largest occupation in Black Hawk
County by number of workers is “management, business, science, and arts” with 32 percent of the civilian
employed workforce. With 26 percent of the civilian employed population, the largest industry is educational
services, and health care and social assistance. Table 2.2 lists the ten major employers in Black Hawk County.
Table 2.2: Ten Major Employers
Company Name

Industry

John Deere
Tyson Fresh Meats
Wheaton Franciscan Healthcare
UnityPoint Health
University of Northern Iowa
Hy-Vee Foods Store (6)
Waterloo Community Schools
Omega Cabinets
VGM Group
Target Regional Distribution

Manufacturing
Food Processing
Health Care
Health Care
Education
Grocery
Education
Manufacturing
Diversified
Distribution

Approximate
Employees
5,000
2,889
2,883
2,520
1,816
1,773
1,604
854
843
840

Source: Greater Cedar Valley Alliance & Chamber 2016/2017 Community Guide
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Employment
Employment in the metropolitan area has gradually increased over the past decade. According to the Greater
Cedar Valley Alliance and Chamber, there were approximately 75,000 employees in the MPO in 2014, an
increase of 5,200 jobs from 2004. Map 2.7 identifies the total number of employees per TAZ in 2014 which
were geolocated using InfoGroup data.
Map 2.7: Total Employees, 2014
Source: Greater Cedar Valley Alliance and Chamber, InfoGroup
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Employment Density
Map 2.8 shows the total number of employees per square mile. The greatest employment density is near Allen
and Covenant Hospitals, and Downtown Waterloo and Cedar Falls. Most of commercial retail is located along
Viking Road in Cedar Falls, San Marnan Drive in Waterloo, and University Avenue.
Map 2.8: Employment Density
Source: Greater Cedar Valley Alliance and Chamber, InfoGroup
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Unemployment
Figure 2.9 illustrates the unemployment rate for Black Hawk County over the past 25 years, along with the
statewide average. In the early 1990s, Black Hawk County’s unemployment rate was consistently higher than
the state’s, likely due to the lingering effects of the farm crisis on the area. Since 2000, Black Hawk County
and the state have had similar unemployment rates.
Figure 2.9: Unemployment Rate
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Source: Iowa Workforce Development

Mode of Transportation to Work
The metropolitan area remains an auto-oriented community. 87 percent of residents utilize an automobile for
travel to work (Figure 2.10). Walking and public or commuter bus are the next highest modes of transportation
at three percent. Alternative modes of transportation remain a small percentage of all commuter trips.
Figure 2.10: Mode of Transportation for Commute to Work
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Source: 2017 National Household Travel Survey Add-on
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Commute to Work
As expected in a smaller metropolitan area, most work trips are relatively short in time; 62 percent of work
trips in the metropolitan area are less than 30 minutes. There are a significant number of workers that have a
longer trip time to work; 12 percent of workers have a 50 minute or longer commute to work.
Figure 2.11: Commute Time to Work
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Figure 2.12 shows the distance and direction workers who live in the MPO traveled to work. As shown, most
trips to work are less than ten miles. However, 9,000 workers travel greater than 50 miles to get to work, the
majority of which in the southeast and southwest direction. These trips are likely to Cedar Rapids, Iowa City,
Ames, and Des Moines. Figure 2.13 shows where workers who live in the MPO are employed.
Figure 2.12: Distance and Direction of Commute to Work
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Figure 2.13: Place of Work for MPO Residents
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Source: U.S. Census Bureau, 2015 LEHD Origin-Destination Employment Statistics

Of the 66,000 people who are employed in the metropolitan area, approximately 42,000 live within the area.
There are 33,000 people commuting into the metropolitan area daily, and 14,000 people commuting outside
of the area. There is a net inflow of roughly 19,000 workers into the MPO. Figure 2.14 shows the labor inflow
and outflow for the area.
Figure 2.14: Inflow/Outflow of Jobs

Source: U.S. Census Bureau, 2015 LEHD Origin-Destination Employment Statistics
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Employment Forecasts
In addition to forecasting how many people are expected to live in the MPO in the future and where additional
housing is likely to develop, it is important to forecast future employment. Much like the population forecasts,
identifying the rate that the MPO area is growing was the first step used to determine the employment
projections. The growth rate was calculated using employment data by year from the Greater Cedar Valley
Alliance and Chamber (GCVAC). Broad economic events, including the post-war boom in the 1940s and 1950s
and the farm crisis in the 1980s, make data from earlier timeframes difficult to rely on.
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Ultimately, there was an estimated 74,908 jobs in the
travel demand model area in 2014. This value is
projected to increase by 12,524 for a total of 87,432
jobs in 2045. The ratio of employment to population in
the MPO is forecasted to increase from 0.61 in 2014
to 0.64 in 2045.

76,000

Jobs

Figures from 2001 to 2015 provide a more up-to-date
picture of the area’s growth. Accordingly, the 2045
long-range employment projections were based on a
linear projection of 2001-2015 data from the GCVAC.
2014 Infogroup data was used to estimate
employment in the unincorporated portions of the MPO
area. 2014 Iowa Workforce Development data was
used to determine the base year total employment and
number of jobs per TAZ.

Data from the GCVAC from 2001 to 2015 was then used to determine each jurisdiction’s share of the
employment projections. The average of each jurisdiction’s share during this timeframe was used because
small year-to-year anomalies had a disproportionate impact on the smaller jurisdictions. Using a longer
timespan reduced the effects of these anomalies, better reflecting trends within the MPO area. Table 2.3
shows forecasted employment totals for each jurisdiction.
Table 2.3: Employment Projection Control Totals
Waterloo
Cedar Falls
Evansdale
Hudson
Elk Run Heights
Raymond
Gilbertville
Unincorporated Area
MPO Total

2014
48,168
23,790
923
782
369
95
88
693
74,908

2025
51,190
24,411
1,007
903
402
100
132
760
78,905

2035
53,973
25,738
1,061
953
424
105
139
801
83,194

2045
56,722
27,049
1,115
1,001
445
110
146
842
87,432

The next step was to determine the number of jobs per TAZ. Iowa Workforce Development data was used to
aggregate the total number of jobs to each TAZ. This methodology and data source was found to be the most
reliable in locating employment. The data was checked for accuracy using the 2040 Long-Range
Transportation Plan as well as InfoGroup data. Noise was added to employment numbers for TAZs with five or
fewer businesses that could not be verified with InfoGroup data. This was done so to protect employer privacy.
The last step was to distribute each jurisdiction’s forecasted employment growth to the TAZs. Once control
totals were developed and base year data determined, the forecasted employment growth needed to be
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divided among each jurisdiction’s TAZs. Employment growth areas were not anticipated to change drastically
from what was forecasted in the 2040 Long-Range Transportation Plan. Therefore, each jurisdiction’s
forecasted growth was distributed at a comparable proportion to the previous plan. Adjustments were made to
account for recent and impending development. Map 2.9 shows the forecasted employment change from
2014 to 2045.
Map 2.9: Forecasted Employment Change, 2014-2045
Source: Black Hawk County MPO 2045 Travel Demand Model
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Chapter 3

Roads and Bridges

Chapter 3 – Roads and Bridges
The MPO’s overall goal is to provide for the safe, reliable, and efficient
movement of persons and goods in the urban area. The road network is the
most visible transportation infrastructure that can be utilized to help reach this
goal. Thus, the maintenance of a viable road network is critical. The MPO’s
objective is to maintain the metropolitan area road network for existing and
planned traffic and maintain a balance of connectivity and accessibility while
ensuring user safety for all modes.

History
Past transportation planning efforts in the MPO have had a significant impact on
the development of the transportation network. Since the 1960s, transportation
planning efforts have focused on creating a local transportation network that
connects neighboring cities to each other and to other Iowa metropolitan areas.
This has been embodied in past transportation studies for the metropolitan
area, and more recently in Long-Range Transportation Plan updates. This
ongoing planning process has included documents with horizon years of 1990,
2000, 2020, 2025, 2035, 2040, and the current effort which has a horizon of
2045. A summary of previous planning efforts helps show how the
transportation system developed into what it is today.
Waterloo Metropolitan Area Transportation Study: 1990 Plan
In 1965, the Iowa Development Commission, the Metropolitan Planning
Commission of Black Hawk County, and the Iowa State Highway Commission
consulted with the firm of Alan M. Voorhees & Associates, Inc. to develop a
transportation plan for the year 1990. The plan, which utilized transportation
modeling techniques to develop traffic forecasts for 1990, used origin and
destination data gathered from a 1964 survey of the metropolitan area. Based
on the analysis, the MPO adopted the 1990 network in August 1967. Major
construction projects included the following:
•
•
•
•
•

U.S. Highway 20 from Evansdale eastward as a two-lane expressway
with right-of-way for four lanes
The “Cedar Valley Freeway” to connect the Waterloo and Cedar Falls
central business districts
Hackett Road from Old U.S. Highway 218 (University Avenue) to
Ridgeway Avenue as two lanes with right-of-way for four lanes
U.S. Highway 20 west of U.S. Highway 63 as a two-lane expressway with
right-of-way for four lanes
Extension of Orchard Drive as two lanes with right of way for four lanes

METRO AREA
STATS

1,168
Miles of roads

184
Miles of road in
poor condition

249
Bridges in the
metropolitan area

12
Bridges classified as
structurally deficient

37
Average age of bridge
structures

Iowa DOT REST Services, Iowa Bridges, 2018

Other projects, smaller in scope and mostly involving upgrades to existing
streets, were also included in the document. This plan, which was to be
implemented over 25 years, was estimated to cost approximately $100 million.
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Interstate Substitution and the Waterloo Metropolitan Transportation Study: 2000 Plan
In 1968, amid a nationwide push to increase the mileage of the U.S. Interstate Highway System, an Interstate
connecting I-80 across southern Iowa to the southeast corner of Waterloo was designated. This highway was
labeled I-380. In 1974, state and local officials petitioned heavily to have Interstate 380 extended through
Waterloo to downtown Cedar Falls. This highway would follow the right-of-way planned for the “Cedar Valley
Freeway” during the 1990 Plan and complete the area’s “Golden Triangle” of highways.
In Washington, D.C., a new anti-highway sentiment was beginning to affect the drafting of amendments to the
Interstate Highway Bill. In 1973, the United States Congress passed legislation that allowed municipalities to
“withdraw” planned Interstate highway projects and replace them with transit projects. This amendment was
modified in 1976 to include non-Interstate highway projects. The funding for these projects was to be equal to
that which had been allocated for the Interstate segment being withdrawn and would be available at an 85/15
federal match. Withdrawals were to be allowed until 1983, while substitute projects were to be initiated by
1986.
The program, known as Interstate Substitution, or IX, drew the interest of local officials. In March of 1981, a
delegation of elected officials from the metropolitan area met with the Iowa Transportation Commission to
discuss the possibility of withdrawing the proposed extension of I-380. This withdrawal would result in
approximately $370 million that could be substituted for several smaller-scale transportation projects.

Downtown Waterloo in the 1960s prior to Interstate Substitution and today
Iowa DNR Historic Photo Interactive Mapping Site
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At issue was the question of whether or not smaller-scale projects would adequately serve the area’s future
traffic demands. Thus, the summer of 1981 was spent developing a transportation plan for the year 2000.
This undertaking, conducted by the Iowa DOT and the MPO, involved an update of the 1965 traffic model.
Using year 2000 socioeconomic forecasts, state and local planners worked to develop an updated street and
highway network reflecting the proposed IX projects. It was concluded that it would be feasible to substitute
the I-380 extension with a less expensive, partially access-controlled, arterial street. It was also determined
that when combined with several other local street and highway projects, using IX funds in this manner would
better serve the area’s projected transportation deficiencies than one interstate freeway through the center of
the cities.
2020 and 2025 Long-Range Transportation Plans
The 2020 Plan was adopted in 1997 by the MPO Policy Board and addressed several transportation issues
such as congestion, connectivity, and accessibility. The 2020 Plan included a couple of major construction
projects for the first time, including an interchange at U.S. Highway 20 and Ansborough Avenue which was
completed in 2006.
In 2002, MPO staff developed a Travel Demand Model (TDM) to simulate traffic in a base-planning year. This
model, which was adjusted to reflect Iowa DOT ground counts, simulated the traffic patterns of the MPO in
2001. Local planning officials anticipated the MPO population to increase by 11 percent and total
employment by 37 percent by the plan year 2025. Applying the forecasted 2025 socioeconomic data to the
base year network resulted in some capacity-related issues. Utilizing the TDM, a list of projects was developed
for the 2025 Plan. This Plan also identified two illustrative projects which were beyond the funds projected to
be available over the life of the Plan. These were a northeast arterial to provide access to the northeast
industrial area of Waterloo and serve as a route for through traffic, and U.S. Highway 63 urban corridor
improvements which would involve the corridor from U.S. Highway 218 to Airline Highway in Waterloo. The U.S.
Highway 63 project eventually received a substantial earmark under the Safe, Accountable, Flexible, Efficient
Transportation Equity Act: A Legacy for Users (SAFETEA-LU).

U.S. Highway 63 bicycle, pedestrian, and roadway improvements
INRCOG
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2035 Long-Range Transportation Plan
Approved in 2008, this document updated the
TDM to a base year of 2005 with traffic
projected to a horizon year of 2035. The
population and employment of the MPO were
projected to increase. With updated
socioeconomic forecasts, a number of capacity
issues were shown in the 2035 model run,
primarily in the southern area of Waterloo along
segments of U.S. Highway 218, Hammond
Avenue, Shaulis Road, Ansborough Avenue, and
La Porte Road. Future capacity issues led to the
projects included in the 2035 LRTP. Major
construction projects included the following:
•
•
•

University Avenue
Foth

University Avenue from U.S. Highway 63 in Waterloo to Iowa Highway 58 in Cedar Falls
Kimball Avenue from Ridgeway Avenue to San Marnan Drive
U.S. Highway 63 from Newell Street to U.S. Highway 218

In addition, three large initiatives were included as illustrative projects. These included the following:
•
•
•

Northeast arterial to improve access to Waterloo’s northeast industrial area as well as provide an
alternate route around the city for through traffic, likely connecting U.S. Highway 63 to Interstate 380
Upgrading U.S. Highway 218 to fully access-controlled through Waterloo from Mitchell Avenue to West
9th Street by implementing interchanges and/or grade separation
Corridor preservation and/or access control on Iowa Highway 58 between U.S. Highway 20 and
University Avenue in Cedar Falls

2040 Long-Range Transportation Plan
The most recent LRTP was approved in 2013 and updated
the TDM to a base year of 2010. The population of the MPO
was projected to increase by 30,000 in 2040, and
employment was projected to increase by 24,000. With
these socioeconomic forecasts, a handful of areas were
shown to have capacity issues. Future capacity issues, along
with connectivity, accessibility, economic development,
safety, and other factors, led to the projects included in the
2040 LRTP. Table 3.1 shows the projects that were included
in the last LRTP as well as their status.
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Table 3.1: 2040 Long-Range Transportation Plan Projects
Timeframe
2014
2014
2014
2014
2014
2014
2014
2015
2015
2015
2015
2015; 2017

Jurisdiction
Black Hawk
Cedar Falls
Evansdale
Hudson
Iowa DOT
MET Transit
Waterloo
MPO
MPO
Cedar Falls
Waterloo
Waterloo

Project
Indian Creek Rd
Wayfinding Signage
River Forest Rd
U.S. Hwy 63
University Avenue
Bus Replacement
Kimball Ave
NHTS Add-on
NE Industrial Access
W 1st St (IA Hwy 57)
U.S. Hwy 63
Fiber Optics Upgrade

Termini
0.25 mi. S of I-380 to Raymond Rd
City-wide
Central Ave to Lafayette Rd
Existing U.S. Hwy 63 Trail to Wood St
U.S. Hwy 63 to HA Hwy 58
N/A
Tower Park Dr to Acadia St
MPO-wide
NE side of metropolitan area
Hudson Rd to Franklin St
Franklin St to Newell St
Various locations

2016
2017
2017
2017

Cedar Falls
Black Hawk
Black Hawk
Raymond

Greenhill Rd Extension
D17 (W 27th St)
D38 (Poyner Rd)
Lafayette Rd

2017

Waterloo

La Porte Rd

Hudson Rd to W 27th St
Butler County line to Cedar Falls city limits
Gilbertville Rd to V51 (Canfield Rd)
0.25 mi. E of Dubuque Rd (west) to Dubuque Rd
(east)
San Marnan Dr to W Shaulis Rd

2017
2018-2020

Waterloo
Cedar Falls

Park Ave Bridge
Cedar Heights Dr – Phase I

Bridge and approach streets
Greenhill Rd to Viking Rd roundabout

2018-2020

Waterloo

La Porte Rd/Hess Rd

San Marnan Dr to W Shaulis Rd

2018-2020

Cedar Falls/
Waterloo

University Ave

U.S. Hwy 63 to IA Hwy 58

2021-2030
2021-2030
2021-2030

Black Hawk
Waterloo
Black Hawk

V43 (Elk Run Rd)
Shaulis Rd
D16 (Donald St)

0.15 mi. N of Dubuque Rd, over Elk Run
Isle of Capri Blvd to U.S. Hwy 218
Sage Rd to V43 (Elk Run Rd)

2021-2030
2021-2030

Waterloo
Waterloo

La Porte Rd
Park Ave Bridge

Byron Ave to Cornwall Ave
SW of Sycamore St, over Cedar River

Description
Reconstruction
Wayfinding signage
Reconstruction
Pedestrian underpass & trail
Enhancement design
Bus replacement
Reconstruction
Collect 1,200 add-on surveys
Planning study
Reconstruction
Complete street elements
Upgrade traffic communications
infrastructure
New construction
Recycle and resurface
Recycle and resurface
Reconstruction
Engineering
Preliminary engineering
Reconstruction; additional thru
lanes; additional turn lanes
Reconstruction; capacity
improvements
Reconstruction

Bridge replacement
Reconstruction; realignment
Reconstruction; safety
improvements (converting
intersection at Donald St. and
Elk Run Rd. to roundabout)
Reconstruction; realignment
Bridge replacement

Status
Complete
Complete
Complete
FY 2019-2022
Complete
Complete
Complete
Complete
Underway
FY 2019-2022
FY 2019-2022
Underway
Underway
Complete
Complete
Portion of the project in FY
2019-2022
FY 2019-2022; updated
termini
2045 LRTP
FY 2019-2022
FY 2019-2022; updated
termini
Iowa DOT Transfer of
Jurisdiction; Waterloo Phase
I under construction; Cedar
Falls Phase I & II complete,
and Phase III under
construction
2045 LRTP
2045 LRTP
2045 LRTP; updated termini

2045 LRTP
2045 LRTP
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Timeframe
2021-2030

Jurisdiction
Black Hawk

Project
V43 (Elk Run Rd)

2021-2030
2021-2030
2021-2030
2021-2030

Hudson
Black Hawk
Waterloo
Cedar Falls

Washington St
V19 (Leversee Rd)
San Marnan Dr/Flammang Dr
Hudson Rd

Termini
Independence Ave (IA Hwy 281) to Elk Run Heights
city limits
IA Hwy 58 to U.S. Hwy 63
Dunkerton Rd to Mt Vernon Rd
San Marnan Dr and Flammang Dr intersection
W 1st St to University Ave

2021-2030

Waterloo

Ridgeway Ave

Ansborough Ave to Elmridge Rd

2021-2030

IA Hwy 58/Greenhill Rd

IA Hwy 58 and Greenhill Rd intersection

2031-2040
2031-2040
2031-2040

Cedar Falls/
Iowa DOT
Waterloo
Cedar Falls
Waterloo

2031-2040

Evansdale

W Ridgeway Ave
W Ridgeway Ave
Hammond Ave/
San Marnan Access Dr
Lafayette Rd

Greyhound Dr to Deere Rd
IA Hwy 58 to east city limits
Hammond Ave and San Marnan Access Dr
intersection
Grand Blvd to west city limits

2031-2040

Cedar Falls

Center St

N Cottage Row Rd to north city limits

2031-2040
2031-2040
2031-2040

Waterloo
Black Hawk
Cedar Falls

Donald St
V49 (Raymond Rd)
Union Rd

Mildred Ave to Sage Rd
5th St in Gilbertville to Dubuque Rd
W 27th St to University Ave

2031-2040

Cedar Falls

W Ridgeway Ave

Hudson Rd west 5,000’

2031-2040
2031-2040
2031-2040

Waterloo
Waterloo
Waterloo

Hammond Ave
Hammond Ave
Orange Rd

E Shaulis Rd to Orange Rd
San Marnan Dr to E Ridgway Ave
Hawkeye Community College intersections

Description
Shoulder widening & paving

Status
FY 2019-2022

Reconstruction
Reconstruction
Realignment
Reconstruction; additional turn
lanes; corridor enhancements
Reconstruction; capacity
improvements
Grade separation

2045 LRTP
2045 LRTP; updated termini
2045 LRTP
2045 LRTP

Reconstruction
Reconstruction
Intersection improvements

2045 LRTP; updated termini
2045 LRTP
2045 LRTP

Reconstruction; complete
streets components
Reconstruction; additional thru
lanes; additional turn lanes;
corridor enhancements
Reconstruction
Reconstruction
Reconstruction to an urban
section & construct culvert over
West Branch of Dry Run Creek
Reconstruction; additional turn
lanes; future intersection for the
expansion of the West Viking Rd.
Industrial Park; bridge
replacement
Reconstruction
Capacity improvements
Capacity improvements;
additional turn lanes

City completed overlay
project
2045 LRTP

2045 LRTP; updated termini
2045 LRTP

2045 LRTP; updated termini
2045 LRTP
2045 LRTP
2045 LRTP; updated termini

2045 LRTP
2045 LRTP
2045 LRTP
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State Road and Bridge Plans
The Iowa DOT has adopted several plans to address federal requirements and guide transportation
investments to maintain and improve Iowa’s roads and bridges.
Iowa in Motion 2045 State Transportation Plan
Adopted in 2017, the state transportation plan is a long-range
document that addresses federal requirements and serves as a
transportation investment guide for each transportation mode.
This document is updated every five years in order to stay current
with trends, forecasts, and factors that influence decision-making.
The 2045 State Transportation Plan provides specific strategies
and improvement needs that can be implemented and revisited
over time. Notable enhancements include extensive internal and
external stakeholder and public input efforts throughout plan
development; and a multimodal action plan, with specific modal
strategies and improvement needs.
A multi-pronged approach was used to help determine improvement needs
across the multimodal system. For highways and bridges, a seven-layer analysis
was conducted. The Primary Highway System was divided into 464 corridors for
analysis, and needs were identified at the corridor level. A comprehensive
matrix covering the entire Primary Highway System is included in the Plan. The
matrix shows which needs were identified for each highway corridor.
Iowa in Motion 2045 identifies the following statewide key issues for roads and
bridges:
•
•
•
•
•
•

Many high-cost bridge structures have major deficiencies.
Urban and commuter route congestion is growing.
Rural and urban interstate congestion is becoming more prevalent.
Safety needs exist on the system.
Additional on-road accommodations are needed for bicycle and
pedestrian trips.
Sustainable funding is needed to maintain acceptable condition
ratings for roadways and bridge structures.

Highway seven-layer analysis
Source: Iowa DOT, Iowa in Motion 2045

For the statewide urban capacity analysis, volume to capacity results for each urban area were reviewed to
identify corridors where traffic volumes in 2045 were forecast to be approaching, at, or over capacity. The
analysis forecasted congestion on sections of Iowa Highway 58 and U.S. Highway 218 in Waterloo.
The primary basis for the condition analysis was the Infrastructure Condition Evaluation (ICE) tool which was
developed to aid in the evaluation of the state’s Primary Highway System by using a composite rating
calculated from seven different criteria. The analysis identified multiple highway corridors in the MPO that are
in the bottom 25 percent. Identification of these corridors does not mean they will automatically be targeted
for improvement. Also, there may be corridors identified in the bottom 25 percent of the system that have
segments in good condition within them, and vice versa.

2045 LONG-RANGE TRANSPORTATION PLAN | 43

Statewide and urban corridors projected to be approaching or over capacity in 2040
Source: Iowa DOT, Iowa in Motion 2045

Bottom 25 percent of primary highway corridors based on ICE composite rating
Source: Iowa DOT, Iowa in Motion 2045
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The operations analysis for the highway system was conducted for the interstate system, with the
Infrastructure Condition Evaluation – Operations (ICE-OPS) tool used to evaluate and rank 54 interstate
corridors from an operations perspective. The ICE-OPS tool uses nine operations-oriented criteria to rank
highway segments. The analysis helps identify corridors where strategies related to improving the operation of
the system may be most beneficial.
ICE-OPS composite ratings for the interstate system
Source: Iowa DOT, Iowa in Motion 2045

In order to provide a comprehensive view of all analysis layers for the entire primary system, a highway
improvement matrix was developed. The corridor termini were based on the ICE corridors used in several
analysis layers. Roadways are divided into interstate, U.S., and Iowa routes. Corridors are shown from west to
east or south to north for each route. The highway improvement matrix can be found on pages 173-188 of the
Iowa in Motion 2045 State Transportation Plan.
www.iowadot.gov/iowainmotion/files/IIM-2045-Full-Plan.pdf
Iowa Transportation Asset Management Plan 2018
Transportation asset management is a strategic approach to
managing transportation infrastructure. It embodies a philosophy
that is comprehensive, proactive, and long-term. The overall
goals of asset management are to minimize long-term costs,
extend the life of the transportation system, and improve the
performance of the transportation system. Transportation Asset
Management Plans (TAMP) act as a focal point for information
about the state’s assets, management strategies, long-term
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expenditure forecasts, and business management processes. The Iowa DOT’s TAMP describes how the Iowa
DOT manages its bridges and pavements throughout their lives. The TAMP also connects Iowa in Motion 2045
and system and modal plans to the Iowa DOT’s five-year Transportation Improvement Program.
www.iowadot.gov/systems_planning/fpmam/IowaDOT-TAMP-2018.pdf

Roadway Inventory
The current street network of the MPO is comprised of 1,168 miles of road. The Federal Functional
Classification (FFC) system requires metropolitan areas to prioritize their street network according to the type
of service provided. Classifications include the following:
•

•

•

Arterials provide the highest level of mobility at the greatest vehicular speeds for the longest
uninterrupted distances. Generally, these roadways have higher design standards and feature
multiple lanes with some degree of access control. They are expected to carry 65-80 percent of the
region’s traffic on 15-25 percent of its road mileage. Arterials are divided into principal and minor,
with principal arterials maintaining the highest speeds and longest uninterrupted distances. Arterials
may be completely access-controlled, have at-grade intersections, or a combination of both.
Collectors provide a mixture of mobility and land access. Collector streets provide an intraregional
level of mobility by connecting the arterial network to local roadways. Collectors are expected to carry
5-20 percent of the area’s traffic on 5-10 percent of its road mileage. In non-metropolitan areas,
collectors are divided into major and minor.
Local Streets comprise the remainder of the metropolitan street network. Local streets provide the
lowest level of mobility by accessing adjacent land use, serving local trip purposes, and connecting to
higher order roadways. Vehicular speeds are slower than on arterial or collector streets. Local streets
carry 10-30 percent of the area’s traffic on 65-80 percent of the total road mileage.

Map 3.1 shows the FFC of roads in the MPO. To be eligible for federal funding for road projects, streets must
be classified as collector or above; local streets are ineligible for federal funding for street construction or
reconstruction. Federal funds can be utilized for pedestrian and bicycle accommodations along any roadway.
In total, approximately 40 percent of the MPO’s roadway mileage is eligible for federal aid. Figure 3.1
illustrates the distribution of roadways in the MPO by FFC.
Figure 3.1: Distribution of Roadways by Federal Functional Classification
2.5%

14.5%

Interstate
Other Principal Arterial
14.6%

57.4%

Minor Arterial
Major Collector
Minor Collector

10.0%

Local

1.0%
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Roadway Conditions
The condition of the highway and street network is critical to the operating efficiency of the system. Roadway
conditions within the metropolitan area are assessed based on the Pavement Condition Index, International
Roughness Index, and Average Annual Daily Traffic.
Pavement Condition Index
The Pavement Condition Index (PCI) is a numerical
index between 0 and 100 used to indicate the general
condition of a pavement. This method is based on a
visual survey of the number and types of distresses in a
pavement. The result of the analysis is a numerical
value with 100 representing the best possible condition
and 0 representing the worst. PCI data was available
for the evaluation of 745 centerline miles of roads
which are shown in Map 3.2. As shown, 35 percent of
centerline road miles evaluated had a rating of “very
good” or “good”, 44 percent had a rating of “fair”, and
21 percent were rated “poor” or “very poor”.
International Roughness Index
One indicator of pavement condition is the
smoothness of the ride. This measure gets to the
subjective “feel” of the road that most users notice
when riding on it. All states use the International
Roughness Index (IRI) as a standard measurement of
pavement smoothness which classifies primary routes
as “good”, “fair”, or “poor”. Map 3.3 provides the
most recent IRI data for the MPO. 33 percent of road
miles evaluated had a rating of “good”, 54 percent
had a rating of “fair”, and 13 percent were rated
“poor”.

21%
35%
Very Good or Good
Fair
Poor or Very Poor

44%

13%
33%
Good
Fair
Poor

54%

Average Annual Daily Traffic
The Average Annual Daily Traffic (AADT) is an indicator of the actual use of a road. To measure AADT on
individual road segments, traffic data is collected either by an automated traffic counter or hiring an observer
to record traffic. Data is recorded and adjusted to account for the season, time of day, and other variables that
would correct the primary data to reflect actual traffic volumes. Map 3.4 shows the AADT for the metropolitan
area.
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Bridge Inventory
The metropolitan area has many bridges with a wide-range of structure age and length. There is a total of 249
bridges located within the MPO. The majority of bridges in the area provide service for vehicular traffic, though
there are a few structures that service non-motorized traffic only. Table 3.2 provides further details of the
bridge inventory by location, and Map 3.5 illustrates the bridge inventory.
Table 3.2: Bridge Inventory
Bridge Location

Number of Bridges

Cedar Falls
Evansdale
Elk Run Heights
Gilbertville
Hudson
Raymond
Waterloo
Black Hawk County
Iowa DOT
UNI
Total/Avg.

36
4
1
2
3
1
63
34
104
1
249

Average Age of
Structures (Years)
43
68
13
46
39
59
40
35
31
40
37

Average Structure
Length (ft)
95
172
120
29
41
50
171
85
416
179
136

Source: Iowa DOT REST Services, Iowa Bridges, 2018

Bridge Conditions
Bridge performance can be measured by various conditions and the percentage of all bridges affected. Three
of the most common measures of bridge performance are as follows:
•

•

•

Load Capacity Challenged (Posted and Closed) – Posted bridges have weight restrictions to prohibit
heavy loads, while closed bridges prohibit all traffic. Bridges may also be posted for other loadcapacity restrictions including speed and number of vehicles permitted on the bridge. Posted and
closed bridges can negatively impact people and goods movement as well as emergency response.
Substandard Bridges (Structurally Deficient or Functionally Obsolete) – Structurally deficient bridges
are structures unable to carry vehicle loads or tolerate the speeds that would normally be expected for
that particular bridge in its designated system. Functional obsolescence refers to a bridge with
inadequate width or vertical clearance for its associated highway system.
Sufficiency Ratings – Ratings of individual bridge elements, such as the deck substructure and
superstructure, and levels of traffic, are factors utilized in the determination of bridge sufficiency
ratings.

Posted and Closed Bridges
Bridge posting is part of a load rating process that determines the safe load carrying capacity of a structure.
Load posting a bridge is required by the National Bridge Inspection Standards when a bridge is not capable of
safely carrying a legal load. If a structure is deemed deficient, officials will post a maximum load for the bridge.
Bridges may also be posted for other load-capacity restrictions including speed and number of vehicles
permitted on the bridge. Bridges closed to traffic are those structures deemed unsafe to carry any type of
traffic. Map 3.6 identifies bridges that are posted.
Structurally Deficient Bridges
Structural deficiencies are characterized by deteriorated conditions of significant bridge elements and
potentially reduced load-carrying capacity. This may include spalled or cracked concrete, the bridge deck, the
support structure, or the entire bridge itself. A “structurally deficient” designation does not imply that a bridge
is unsafe. However, such bridges typically require significant maintenance and repair to remain in service and

2045 LONG-RANGE TRANSPORTATION PLAN | 52

would eventually require major rehabilitation or replacement to address the underlying deficiency. To remain
in service, structurally deficient bridges are often posted with weight limits restricting the gross weight of
vehicles using the bridges to less than the maximum weight typically allowed by statute. Map 3.7 shows the
locations of structurally deficient bridges.
Sufficiency Ratings
The sufficiency rating formula is a method of evaluating a bridge’s sufficiency to remain in service based on a
combination of several factors. The result of the formula is a percentage in which 100 percent represents an
entirely sufficient bridge and zero percent represents an entirely insufficient or deficient bridge. Factors may
include inspection results of the structural condition of the bridge, traffic volumes, number of lanes, road
widths, clearances, and importance for national security and public use. The sufficiency rating does not
necessarily indicate a bridge’s ability to carry traffic loads or a potential for collapse. Conversely, it helps
determine which bridges may need repair or replacement.
Bridges are inspected every two to four years. States submit information for each bridge annually to FHWA
who, in turn, uses the information to determine the sufficiency rating. A bridge’s sufficiency rating provides an
overall measure of the bridge condition and is used to determine eligibility for federal funds. For bridges to
qualify for federal replacement funds, they must have a rating of 60 or below. To qualify for federal
rehabilitation funds, a bridge must have a sufficiency rating of 80 or below. Figure 3.2 and Map 3.8 show the
sufficiency ratings of bridges in the metropolitan area.
Figure 3.2: Bridge Sufficiency Ratings by Year Built
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Source: Iowa DOT REST Services, Iowa Bridges, 2018
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Travel Demand Model
The Travel Demand Model (TDM) is an important tool for transportation planning. The TDM estimates and
distributes an area’s trips across its street and highway network. The modeling process attempts to replicate
existing traffic levels and forecast future traffic levels based on anticipated population and employment
growth. The model can be used to identify potential deficiencies in the road network. The model can also be
used to estimate the impacts of various scenarios such as adding new roads, changing the capacity of existing
roads, or removing roads from the network.
In order to estimate existing and future congestion on the area’s road network, MPO staff, with the assistance
of Iowa DOT staff, built a new TDM for the 2045 Plan. This TDM has a base year of 2014, interim years of
2025 and 2035, and a horizon year of 2045. The TDM was completely rebuilt using the Iowa DOT’s Iowa
Standardized Model Structure (ISMS). ISMS provides a standardized yet scalable travel demand modeling
architecture for use by all MPOs across Iowa. Past MPO models have relied on employment data from private
vendors to estimate non-residential economic activity. The ISMS architecture uses parcel data as an input to
trip generation for the following reasons:
•
•
•
•

Parcel data is generally very accurate since it is used to collect property taxes.
Building use codes are very detailed and can be aggregated to land uses that better reflect trip
generation potential as opposed to a small number of employment categories.
Location accuracy is very high since coordinates are obtained directly from a GIS file rather than
through an address matching process.
Parcel data is readily available from tax assessment agencies.

Additional inputs to the 2045 TDM include U.S. Census data; National Household Travel Survey (NHTS) Add-on
data; grade school enrollment and projected enrollment data; city existing and future land use information;
University of Northern Iowa (UNI) on- and off-campus student housing locations; UNI employment by building;
traffic signal and stop sign locations; Iowa statewide travel model data; Iowa DOT GIMS data; and input from
communities on employment and population growth locations. The model network includes all FFC roads in
the MPO as well as some local roads that are critical for connectivity. The Iowa DOT’s 2014 traffic counts were
used as the benchmark for replicating existing traffic levels.
The traffic volumes in the model are based primarily on the area’s population and employment activities which
are broken into 941 Traffic Analysis Zones (TAZ) as displayed on Map 3.9. Each TAZ includes base year
population and employment data. Local planners then assigned their jurisdictions’ anticipated population and
employment growth (reference Chapter 2) to the TAZs for years 2025, 2035, and 2045. TAZ boundaries are
typically roads included in the network or natural features, such as rivers. Each TAZ includes a centroid, which
is usually placed near the center of activity, and centroid connectors, which are links that connect the centroid
to the network.
The distribution of trips in the TDM is based on a traditional gravity model formula which assumes that the
amount of travel between TAZs is based on the relative attractiveness between the origin and the destination.
There are four steps to most models which include:
•
•
•
•

Trip generation – where trips are coming from.
Trip distribution – where trips are going to.
Mode split – what mode of transportation trips are using.
Trip assignment – what route they are using.
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Trips in this TDM are divided into the following three purposes:
•
•
•

Home-based work – a trip between one’s home and workplace
Home-based other – a trip between one’s home and a location other than work, such as shopping
Non-home based – a trip that does not begin or end at home, such as a trip from work to shopping

The model assigns trips to segments of the road network using Multi-Modal, Multi-Class Assignment (MMA).
This process allows for unique trip tables to be assigned to unique sets of links within the network, such as
truck trip tables assigned to links that do not restrict truck movements.

Level of Service
Level of service (LOS) is a commonly used system to describe congestion, or the flow of traffic on a roadway.
There are grades of A-F with the following descriptions given by the FHWA:
•
•
•
•
•
•

A – Free flow with low volumes and high speeds.
B – Reasonably free flow, but speeds beginning to be restricted by traffic conditions.
C – In stable flow zone, but most drivers are restricted in the freedom to select own speeds.
D – Approaching unstable flow; drivers have little freedom to select their own speeds.
E – Unstable flow, may be short stoppages.
F – Unacceptable congestion; stop-and-go; forced flow.

LOS is often used to describe how a road is functioning; generally, a LOS of C or above during peak hour traffic
is acceptable. Map 3.10 shows the LOS of the existing road network with base-year socioeconomic data.

Foth
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Map 3.9: Traffic Analysis Zones
Source: Black Hawk County MPO 2045 Travel Demand Model
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Map 3.10: Level of Service, 2014 Existing Network
Source: Black Hawk County MPO 2045 Travel Demand Model
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Future Conditions
If the MPO’s population and employment levels remained static through 2045, the transportation modeling
process would not be necessary because traffic levels would not be expected to change. However, local
planning officials anticipate that the MPO will experience growth in population and employment during this
time period. Accordingly, the transportation modeling and planning process is critical to address this growth
and ensure that the transportation system is adequate.
Socioeconomic Forecasts
As outlined in Chapter 2, population and employment projections were used to forecast growth in the area. To
better understand forecasted short- and long-term growth in the area, interim years of 2025 and 2035 were
used in addition to the forecast year of 2045. Table 3.3 shows the projected population and employment in
the MPO over this timeframe, and Table 3.4 shows the projected person trips made, vehicle miles traveled
(VMT), and congested vehicle hours traveled (VHT) on a weekday evening.
Table 3.3: Socioeconomic Projections
Population
Employment

2014
123,521
74,908

2025
128,131
78,905

2035
132,752
83,194

2045
137,373
87,432

Table 3.4: Projected Person Trips, VMT, and VMT, Weekday PM
Person Trips
VMT
Freeflow VHT

2014
915,897
2,857,163
65,914

2025
939,600
2,936,305
67,917

2035
958,749
3,016,458
69,629

2045
1,043,714
3,579,177
81,223

Source: Black Hawk County MPO 2045 Travel Demand Model

When the forecasted socioeconomic data is applied to the base year network, some capacity-related issues
result. One of the goals of the transportation planning process is to address these issues by planning and
programming projects that will best serve the public and avert potential traffic issues.
Existing and Committed Network
To evaluate the impact of increasing population and employment, the 2045 socioeconomic forecasts were
loaded on the existing and committed (construction funded or pending) network (Map 3.11).

Foth
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Map 3.11: Level of Service, 2045 Existing and Committed Network
Source: Black Hawk County MPO 2045 Travel Demand Model
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2045 Long-Range Transportation Plan Projects
Project Selection
A subset of the MPO’s Technical Committee met during 2018 as the Land Use Focus Group to discuss projects
for the LRTP. The fiscally constrained list of projects was ultimately recommended to the Policy Board for
approval. The Land Use Focus Group included planners, engineers, and/or city staff from each MPO
jurisdiction.
To determine what projects to include in the LRTP, each jurisdiction was asked to submit road and bridge
projects it felt were likely candidates for federal aid during the horizon of the plan. In addition to considering
how projects met the goals, objectives, and performance measurements outlined in Chapter 1, the group
reviewed projects based on the timeframe, federal functional classifications, and current traffic volumes, level
of service, and conditions.
The projects included in the LRTP must be fiscally constrained. A financial analysis was conducted to examine
reasonably available transportation resources and compared to the cost of projects selected through the MPO
planning process (see Chapter 9).
To account for inflation, project costs were increased by four percent per year to the timeframe they were
targeted. Road and bridge projects beyond the FY 2019-2022 Transportation Improvement Program (TIP) are
assumed to have a maximum 65 percent state or federal participation which is the average participation rate
in this TIP
Planned Projects
The outcome of the Land Use Focus Group meetings was a recommendation of projects to include in this Plan.
Table 3.5 lists the fiscally constrained road and bridge projects, and they are shown on Map 3.12. Projects
have been divided into three time periods: 2019-2025, 2026-2035, and 2036-2045. Projects are not
prioritized within time periods. To meet fiscal constraint requirements, project costs have been inflated to year
of expenditure (YOE) dollars as follows:
•
•
•
•

2019-2022 projects are programmed in the FY 2019-2022 TIP in YOE dollars
2023-2025 projects inflated four percent annually to the year 2024 (multiplying current cost by 1.24)
2026-2035 projects inflated four percent annually to the year 2030 (multiplying current cost by 1.48)
2036-2045 projects inflated four percent annually to the year 2040 (multiplying current cost by 1.88)

Not all projects that will be funded through the MPO are included in Table 3.5. For projects to be funded
through the Surface Transportation Block Grant (STBG) program, they must be included in, or consistent with,
the MPO’s Long-Range Transportation Plan. Major projects, including full reconstruction, new construction,
realignments, and capacity improvements, have been specifically identified in this document. This does not
limit the MPO to consider only these projects for funding. Projects that could be funded that are not identified
include safety improvements, planning studies, bus replacements, bicycle and pedestrian accommodations,
and other projects that are consistent with the MPO’s goals, objectives, and performance measures outlined in
Chapter 1.
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Table 3.5: 2045 Long-Range Transportation Plan Projects
ID

Timeframe

Jurisdiction

Project

Termini

Description

101
102
103
104
105
106
107
108
109
110
111
112

2019
2019
2019
2019
2019
2019
2019
2019
2020
2020
2020
2020

Black Hawk
Hudson
Hudson
Waterloo
Waterloo
Waterloo
Waterloo
Cedar Falls
Black Hawk
Cedar Falls
Evansdale
Waterloo

600’ N of Indian Creek Rd to 0.25 mi. S of Young Rd
Pedestrian underpass of U.S. Hwy 63, near 1st St
Ranchero Rd to 500’ S of U.S. Hwy 20
Parker St to U.S. Hwy 218
U.S. Hwy 63 to Kimball Ave
Bound by Walnut St, Washington St, 6th St, Mullan Ave
Black Hawk Rd to Downing Ave
Hudson Rd to Franklin St
Independence Ave (IA Hwy 281) to Elk Run Heights city limits
W 12th St to W 27th St
Evans Rd to east city limits
Bound by Walnut St, Washington St, 6th St, Mullan Ave

Resurfacing
Bike/Ped Structures
Engineering
Landscaping, Lighting, Bike/Ped
Engineering
Traffic Signals Retiming
Capacity Improvements
Reconstruction, Lane Reconfiguration
Resurfacing, Shoulder Widening
Bike/Ped
Engineering
Adaptive Traffic Signals

113
114
115

2021
2022
2019-2021

Raymond
Elk Run Heights
Cedar Falls

V49 (Raymond Rd)
U.S. 63 Ped. Underpass
Butterfield Rd
U.S. Hwy 63 Enhancements
W Ridgeway Ave
Downtown Traffic Signals Retiming
Ansborough Ave
W 1st St (IA Hwy 57)
V43 (Elk Run Rd)
Union Rd Trail
Lafayette Rd
Adaptive Traffic Signals & Fiber
Optics Communications
Lafayette Rd
Lafayette Rd/Gilbertville Rd
Cedar Heights Dr

1000’ E of Dubuque Rd to 5th St
West city limits to Amber Ln
Greenhill Rd to Viking Rd

116
117

2019-2020
2022

Waterloo
Waterloo

La Porte Rd/Hess Rd
La Porte Rd

Hawthorne Ave to E Shaulis Rd
Hawthorne Ave to San Marnan Dr

118
119
120
121
122
123
124
125
126

2023-2025
2023-2025
2023-2025
2023-2025
2023-2025
2023-2025
2023-2025
2023-2025
2023-2025

Black Hawk
Black Hawk
Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Evansdale
Waterloo
Waterloo

Donald St
Orange Rd
Olive St Bridge
Tremont St Bridge
Walnut St Bridge
W Ridgeway Ave Bridge
Lafayette Rd
5th St/6th St
W Ridgeway Ave

Waterloo city limits to Raymond Rd
Waterloo city limits to U.S. Hwy 218
S of W 20th St, over University Branch of Dry Run Creek
N of W 21st St, over University Branch of Dry Run Creek
S of W 20th St, over University Branch of Dry Run Creek
0.15 mi. W of Hudson Rd, over S Branch of Dry Run Creek
Evans Rd to east city limits
Kimball Ave to S Barclay St
U.S. Hwy 63 to Kimball Ave

Reconstruction, Bike/Ped
Reconstruction, Bike/Ped
Reconstruction, Additional Turn Lanes,
Bike/Ped
Engineering
Reconstruction, Bike/Ped, Capacity
Improvements
Resurfacing, Intersection Improvements
Resurfacing
Bridge Replacement
Bridge Replacement
Bridge Replacement
Bridge Replacement
Reconstruction, Bike/Ped
Study on conversion to two-way streets
Reconstruction, Bike/Ped

Cost
Estimate
700,000
689,000
131,000
2,349,000
340,000
200,000
347,000
10,000,000
1,125,000
375,000
350,000
620,000
3,040,000
2,100,000
4,055,000
1,850,000
5,000,000
2,852,000
992,000
620,000
620,000
620,000
620,000
4,340,000
279,000
6,200,000
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ID

Timeframe

Jurisdiction

Project

Termini

Description

201
202
203
204
205
206

2026-2035
2026-2035
2026-2035
2026-2035
2026-2035
2026-2035

Black Hawk
Black Hawk
Black Hawk
Black Hawk
Black Hawk
Cedar Falls

Elk Run Rd
Raymond Rd
W Ridgeway Ave
Union Rd Bridge
Washburn Rd
Cedar Heights Dr

Dubuque Rd to Independence Ave (IA Hwy 281)
Dubuque Rd to 5th St
University Ave to Cedar Falls city limits
0.25 mi. S of Beaver Valley Rd, over Beaver Creek
IA Hwy 21 to U.S. Hwy 218
Viking Rd to south city limits

207

2026-2035

Cedar Falls

Greenhill Rd

Hudson Rd to east city limits

208
209

2026-2035
2026-2035

Cedar Falls
Cedar Falls

Leversee Rd
Main St

Lone Tree Rd to north city limits
W 6th St to University Ave

210

2026-2035

Plaza Dr/Elk Run Rd

I-380 EB ramp to N of Gilbertville Rd

211
212
213
214
215

2026-2035
2026-2035
2026-2035
2026-2035
2026-2035

Evansdale/
Elk Run Heights
Hudson
Raymond
Waterloo
Waterloo
Waterloo

Ranchero Rd to 500’ S of U.S. Hwy 20
0.2 mi. S of Dubuque Rd, over Poyner Creek
SW of Sycamore St, over Cedar River
1st St to Nevada St
Hammond Ave and San Marnan Access Dr intersection

216

2026-2035

Waterloo

Butterfield Rd
S Raymond Rd Bridge
11th St Bridge
Franklin St
Hammond Ave/
San Marnan Access Dr
N Elk Run Rd

Resurfacing, Shoulder Widening
Resurfacing
Resurfacing
Bridge Replacement
Resurfacing
Reconstruction, Safety Improvements,
Additional Turn Lanes, Capacity
Improvements
Reconstruction, Safety Improvements,
Additional Turn Lanes, Intersection
Improvements
Reconstruction
Reconstruction, Safety Improvements,
Intersection Improvements, Lane
Reconfiguration
Capacity Improvements, New Signal,
Additional Turn Lanes
Reconstruction
Bridge Replacement
Bridge Replacement
Reconstruction, Bike/Ped
Intersection Improvements

217

2026-2035

Waterloo

Park Ave Bridge

SW of Sycamore St, over Cedar River

Independence Ave (IA Hwy 281) to E Donald St

Reconstruction, Safety Improvements,
Additional Thru Lanes, Additional Turn
Lanes, Intersection Improvements
Bridge Replacement

Cost
Estimate
2,220,000
1,776,000
1,036,000
2,960,000
1,480,000
2,960,000
4,440,000
2,368,000
11,544,000
2,856,000
2,949,000
851,000
10,360,000
7,400,000
1,480,000
3,300,000
10,360,000
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ID

Timeframe

Jurisdiction

Project

Termini

Description

301
302
303
304
305
306

2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045

Black Hawk
Black Hawk
Black Hawk
Black Hawk
Black Hawk
Cedar Falls

Elk Run Rd Bridge
Union Rd Bridge
University Ave
Washburn Rd Bridge
Washburn Rd
Hudson Rd

0.15 mi. N of Dubuque Rd, over Elk Run
0.4 mi. S of Beaver Valley Rd, over Beaver Creek
U.S. Hwy 20 to Cedar Falls city limits
W of city of Gilbertville, over Cedar River
U.S. Hwy 218 to Gilbertville city limits
W 1st St to University Ave

307

2036-2045

Cedar Falls

Prairie Pkwy/Viking Rd

Prairie Pkwy and Viking Rd intersection

308
309
310
311
312
313
314
315
316

2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045

Cedar Falls
Cedar Falls
Hudson
Waterloo
Waterloo
Waterloo
Waterloo
Waterloo
Waterloo

W Ridgeway Ave
W Ridgeway Ave
Washington St
Donald St
E Shaulis Road
La Porte Rd/Hess Rd
Orange Rd
San Marnan Dr/Flammang Dr
W 9th St/E Ridgeway Ave

East city limits to IA Hwy 58
Hudson Rd to west city limits
IA Hwy 58 to Waterloo Rd
E 4th St to Sage Rd
Isle of Capri Blvd to U.S. Hwy 218
San Marnan Dr to E Shaulis Rd
Hawkeye Community College intersections
San Marnan Dr and Flammang Dr intersection
W 9th St and E Ridgeway Ave intersection

317

2036-2045

Waterloo

W Ridgeway Ave

Deere Rd to U.S. Hwy 63

Bridge Replacement
Bridge Replacement
Resurfacing
Bridge Replacement
Resurfacing
Reconstruction, Safety Improvements,
Additional Turn Lanes, Intersection
Improvements
Intersection Improvements, Additional
Turn Lanes, Bike/Ped
Reconstruction
Reconstruction, Additional Turn Lanes
Reconstruction
Reconstruction
Reconstruction, Realignment
Reconstruction, Bike/Ped
Additional Turn Lanes
Realignment
Safety Improvements, Additional Turn
Lanes, Intersection Improvements
Reconstruction

Cost
Estimate
2,444,000
2,820,000
1,316,000
9,776,000
1,504,000
9,400,000
940,000
7,520,000
5,640,000
2,256,000
7,144,000
9,400,000
5,640,000
940,000
940,000
1,833,000
12,972,000
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Iowa DOT Projects
Table 3.6 and Map 3.13 show Iowa DOT-sponsored projects. These are not listed with the other roadway projects as they utilize different funding sources
and are programmed at the state level. Projects beyond FY 2022 have not been programmed for funding by the Iowa DOT at the time of adoption of this
Plan.
Table 3.6: 2045 Iowa DOT Projects
ID

Timeframe

Jurisdiction

Project

Termini

Description

A

2019

Iowa DOT

U.S. Hwy 20

IA Hwy 21 to Cedar River

B
C
D
E

2019
2019
2020
2020

Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT

IA Hwy 57 (W 1st St)
U.S. Hwy 63
I-380
U.S. Hwy 218

Hudson Rd to Franklin St
Donald St to C66
Buchanan County line to 0.2 mi. S of U.S. Hwy 20 (NB)
Airport Blvd to 0.6 mi. S of U.S. Hwy 58 (NB)

F
G
H
I
J

2022
2022
2022
2023-2025
2026-2035

Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT

IA Hwy 58
I-380
U.S. Hwy 20
U.S. Hwy 218
U.S. Hwy 20

U.S. 20 to Ridgeway Ave
Buchanan County line to 0.2 mi. S of U.S. Hwy 20 (SB)
U.S. Hwy 63 to IA Hwy 21
Broadway St through Airport Blvd interchange
Grundy County line to Hudson Rd

K
L
M

2026-2035
2026-2035
2026-2035

Iowa DOT
Iowa DOT
Iowa DOT

Hudson Rd to U.S. Hwy 63
U.S. Hwy 20 to 0.5 mi. N of Fletcher Ave
Airport Blvd to IA Hwy 58 (SB)

N

2026-2035

Iowa DOT

U.S. Hwy 20
U.S. Hwy 63
U.S. Hwy 218
IA Hwy 58/
Greenhill Rd

Reconstruction
Reconstruction, Capacity
Improvements, Bike/Ped
Resurfacing
Resurfacing
Reconstruction
Reconstruction, Additional Turn
Lanes
Resurfacing
Reconstruction
Reconstruction
Reconstruction
Reconstruction, Safety
Improvements
Resurfacing
Reconstruction

IA Hwy 58 and Greenhill Rd interchange

Grade Separation, Interchange

Cost
Estimate
10,366,000
5,098,000
1,727,000
6,334,000
7,445,000
1,489,000
6,917,000
16,815,000
8,680,000
23,680,000
19,240,000
9,324,000
2,960,000
36,000,000
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Local Projects
In addition to the planned federal-aid projects, several new local roads are included in the 2045 Existing,
Committed, and Planned Network. These roads are included in the Travel Demand Model, as they are
anticipated to be constructed as development occurs and will likely be funded with local or private funds; these
roads are not anticipated to be federally functionally classified. Table 3.7 lists the new local roads included in
the 2045 Existing, Committed, and Planned Network.
Table 3.7: New Local Roads Included in the 2045 Existing, Committed, and Planned Network
Timeframe
2026-2035
2026-2035
2026-2035
2026-2035
2026-2035
2026-2035
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045
2036-2045

Jurisdiction
Cedar Falls
Cedar Falls
Waterloo
Waterloo
Waterloo
Waterloo
Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Waterloo
Waterloo

Project
Arbors Dr
Oster Pkwy
Fisher Dr
Hurst Dr
Oleson Rd
Tower Park Dr
Applewood Ln
Cross Creek Dr
Unnamed Rd
W 18th St
Walmart Dr
Waterbury Dr
Darby Dr
Ranchero Rd

Termini
Boxwood Dr to Viking Rd
Green Creek Rd to Viking Rd
Existing terminus to Bankers Blvd
Tower Park Dr to Fisher Dr
Existing terminus to Bethel St
Hurst Dr to Bankers Blvd
Erik Rd to Greenhill Rd
Waterbury Dr to W 27th St
Union Rd to Greenhill Rd
Existing terminus to Quail Run Ln
Viking Rd S 0.25 mi.
Existing terminus to Union Rd
Mourning Dove Dr to Hess Rd
W 4th St to U.S. Hwy 63

Description
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction
New Construction

Existing, Committed, and Planned Network
The projects under the fiscally constrained portion of the plan, as well as Iowa DOT and planned local projects,
make up the 2045 planned network (Map 3.14). This includes new construction projects and major capacity
improvements as well as reconstruction of portions of the existing network.
Capacity is not the only issue to be considered in developing future projects. While the TDM is a useful tool for
highlighting roads that are forecasted to be near or over capacity, it does not necessarily highlight the
connectivity, accessibility, or safety benefits a particular project may offer. There are several projects in this
Plan which may not have a visible impact on capacity issues but have a large impact on other areas. For
example, roadway reconfiguration projects that add dedicated bicycle lanes could significantly improve the
safety and connectivity of the metropolitan bicycle network while only slightly impacting automobile capacity
(see Chapter 5).
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Map 3.14: Level of Service, 2045 Existing, Committed, and Planned Network
Source: Black Hawk County MPO 2045 Travel Demand Model
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Unmet Needs
Outside the financial constraint of the 2045 Plan, the MPO has identified several illustrative projects that
would require additional funding beyond what is anticipated to be available to the MPO through traditional
sources (Table 3.8). If funding becomes available, or if an illustrative project becomes a higher priority, the
MPO could consider amending it into the LRTP so long as fiscal constraint is maintained.
Several projects have been identified as part of the Northeast Industrial Access Study. The goal of the study is
to identify improvements to increase efficiency and access of freight travel, reduce traffic congestion at major
junctions, decrease semi traffic on county roads, and accommodate future growth in Waterloo’s Northeast
Industrial Area.
One illustrative project was identified in the Environmental Assessment (EA) for the IA Hwy 58 corridor from
U.S. Hwy 20 to Greenhill Rd. The corridor study and EA, which was completed in 2015, studied a major
improvement at Viking Rd and fully access-controlled corridor. The Proposed Action included limiting at-grade
access to IA Hwy 58 by adding one or more interchanges to the corridor which would be located at Viking Rd
and Greenhill Rd (included in Table 3.6 – 2045 Iowa DOT Projects), and reconfiguring the U.S. Hwy 20
interchange. Construction on the interchange at Viking Rd began in 2018 and is scheduled for completion in
2019. The system interchange between Ridgeway Ave and U.S. Hwy 20 is included as an unmet need.
Table 3.8: 2045 Unmet Needs
Jurisdiction

Project

Termini

Description

TBD

Plaza Dr/Elk Run Rd
Extension (Northeast
Industrial Access)
Conard Rd (Northeast
Industrial Access)
Sage Rd (Northeast
Industrial Access)

Gilbertville Rd to Osage Rd

New Roadway, Grade
Separation

S Raymond Rd to Plaza Dr/ Elk Run
Rd Extension
Dunkerton Rd to Newell St
IA Hwy 58 and U.S. Hwy 20/Ridgeway
Ave intersections

Waterloo/
CN Railroad
Black Hawk
Black Hawk
Black Hawk

IA Hwy 58 and U.S. Hwy
20/Ridgeway Ave
Interchange
E 4th St Railroad
Pedestrian Crossing
Dysart Rd
Leversee Rd
Union Rd

Reconstruction,
Realignment
Reconstruction,
Realignment, New
Roadway
Grade Separation, System
Interchange

Cedar Falls

Center St Bridge

Cedar Falls

Center St

Pedestrian railroad crossing
improvement on E 4th St
Orange Rd to Washburn Rd
Dunkerton Rd to Cedar Wapsi Rd
Cedar Falls city limits to Cedar Wapsi
Rd
N of W 1st St (IA Hwy 57), over Cedar
River
N Cottage Row Rd to north city limits

Cedar Falls

Hudson Rd

University Ave to U.S. Hwy 20

Cedar Falls
Cedar Falls
Waterloo

Union Rd
Union Rd
E Orange Rd

University Ave to W 27th St
University Ave to W Ridgeway Ave
Kimball Ave to IA Hwy 21

Waterloo
Waterloo
Waterloo
Waterloo

Hammond Ave
Hammond Ave
Kimball Ave
W Airline Hwy

E Shaulis Rd to city limits
San Marnan Dr to E Ridgeway Ave
Tower Park Dr to Orange Rd
Wagner Rd to west city limits

Waterloo

W Donald St

U.S. Hwy 63 to Broadway St

TBD
TBD
Iowa DOT/
Cedar Falls

Cost
Estimate
(2018)
18,500,000

Bike/Ped, Safety
Improvement
Shoulder Widening
Reconstruction
Resurfacing, Shoulder
Widening
Bridge Replacement
Reconstruction, Bike/Ped,
Turn Lanes
Reconstruction, Turn
Lanes, Bike/Ped
Reconstruction (urban)
Reconstruction (urban)
Reconstruction, Turn
Lanes
Reconstruction
Turn Lanes
Reconstruction
Reconstruction, Turn
Lanes
Reconstruction, Turn
Lanes
Total:

6,414,000
15,481,000
48,000,000
3,000,000
$1,000,000
1,000,000
1,700,000
10,000,000
4,000,000
7,000,000
3,000,000
3,000,000
2,300,000
1,270,000
600,000
7,500,000
8,200,000
5,000,000
146,965,000
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Map 3.15: Level of Service, 2045 Existing, Committed, and Planned Network, and Unmet Needs
Source: Black Hawk County MPO 2045 Travel Demand Model
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2045 Model Scenarios
The Travel Demand Model can be utilized
to illustrate scenarios beyond the roadway
and bridge projects in the fiscally
constrained plan. The MPO Bikeway Plan
(Chapter 5) was incorporated into the
2045 Existing, Committed, and Planned
network. This scenario would entail
adding buffered bike lanes, bike lanes,
and one-way buffered bike lanes into
select road reconfiguration projects. By
2045, congested vehicle hours traveled
are projected to increase by 30 percent. A
full-build scenario of the Bikeway Plan
would increase congested vehicle hours
traveled by less than one percent.

2014 Base
2045 ECP
2045 ECP w/
Bikeway Plan

Congested VHT
79,298
102,810
103,549

Source: Black Hawk County MPO 2045 Travel Demand Model
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Chapter 4

Transit

Chapter 4 – Transit

Public transit plays an important role in the transportation system by providing an option for people to travel
without an automobile. There are several reasons a person may use public transit. Some people use transit
out of necessity due to having no driver’s license, no access to an automobile, or a disability that prevents
them from driving. Others use transit as a lifestyle choice, because it is inexpensive, because it’s convenient,
or due to lack of driving experience.
Iowa has a network of urban, small urban, and rural transportation systems that provide transit service
throughout the state. In the MPO, public transit service is provided by the Metropolitan (MET) Transit Authority
which is the delegated transit provider under direction of a 28E agreement with Waterloo and Cedar Falls.
MET provides fixed route and paratransit service to the general public.

Transit Planning
Transit planning has long been a function of the MPO. The Chair of the MET Board is a member of the MPO
Policy Board, and the General Manager of MET Transit is a member of the MPO Technical Committee. MET
projects and services that utilize federal funding are included in the MPO Transportation Improvement Program
(TIP).
MET Transit, INRCOG, and the Regional Transit Commission (RTC) have a history of coordination. The RTC
provides transit service to the remainder of INRCOG’s six-county region outside the MPO. This service includes
rides to and from the MPO area, for example from Waverly to Waterloo.
In 2005, SAFETEA-LU mandated a joint planning process between human service agencies and passenger
transportation agencies. This process is intended to improve coordination between these agencies and result
in better passenger transportation options for the public. This process is now reflected in the Passenger
Transportation Plan (PTP).
The PTP is a joint document between the MPO and its regional counterpart the Iowa Northland Regional
Transportation Authority (RTA). The PTP includes the following information:
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•
•
•
•
•

An inventory of passenger transportation services in the region
Information about service, management, fleet, and facility needs
Potential strategies for meeting those needs
Funding sources
Project recommendations

A full update of the document is completed every five years. The most recent PTP update was adopted in April
2014 for fiscal years 2015 to 2019. The most recently updated PTP can be downloaded at
www.inrcog.org/pub.

Transit Advisory Committee
The transit planning process and development of the PTP is coordinated through the Transit Advisory
Committee (TAC). The TAC consists of human service organizations, representatives of local government,
transit users, and transportation providers. These entities work cooperatively to recognize current transit
shortfalls and identify the potential for new services and coordination possibilities in the region.
Some needs identified by the TAC over the past several years include the following:
•
•
•
•

Providing service to the growing population of older adults
Installation and maintenance of bus shelters
Educating new populations on bus service, particularly those with limited English proficiency
Marketing existing services

Transit Demand
The Iowa Transportation Funding Study completed in 2009 identified current revenues and future needs of the
state’s transit systems. Central themes include the importance of mobility to quality of life and the ability of
transit to reduce air pollution and fuel consumption. Overall trends identified by the study include the state’s
aging population, increased employment outside normal business hours, transportation needs of low-income
workers, and an emphasis on security needs.
The study utilized a model to quantify passenger transportation demand by estimating the number of transitdependent people within each transit service area. The number of transit-dependent people was based on
variables including the population of seniors, people with low incomes, and people with disabilities. For the
MET Transit service area, a baseline demand for these groups was estimated at 1,500,000 annual trips.
Between July 2017 and June 2018, MET Transit provided 336,777 fixed route rides and 64,360 paratransit
rides. Ridership would need to increase more than threefold to meet this estimated baseline demand.
The study also estimated intercity transit demand. In the MPO, two corridors had a significant number of trips.
10,000 person-trips were estimated between Independence and Waterloo, and an estimated 7,400 between
Waverly and Waterloo. Waverly and Independence remain RTC’s largest service areas, and expanded service
in these communities is considered a need. RTC continues to work with these communities to respond to
public input and transportation needs. Service was recently expanded to Chickasaw County and New Hampton
which has been in high demand over the past couple of years.
In 2015, INRCOG conducted a Special Outreach Survey of non-English speaking and homeless residents in
Waterloo. The results of this survey are described later in the Public Input section. The survey found a
significant share of respondents rely on getting a ride from family or friends for transportation. However, very
few non-English speaking respondents indicated they have ridden the bus in the past month or even
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understand how to ride the bus. These results suggest there may be a significant unmet demand for
passenger transportation service for this population.

Transit Service
MET Transit operates 13 fixed routes in Waterloo and Cedar Falls. Ten routes operate continuously all year
long, and three routes operate depending on the academic calendar. Table 4.1 outlines each route’s
operations and annual ridership for fiscal year 2018
Table 4.1: MET Transit Fixed Routes
Route
Annual operations
Route 1/West
All year
Route 2/West
All year
Route 3/East
All year
Route 4/East
All year
Route 5/La Porte
All year
Route 5L/W 11th
All year
Route 6/CF University
All year
Route 7/CF Rainbow
All year
Route 8/West Loop
All year
Route 9/CF Loop
All year
Route 10/HCC
Reduced summer service
Route 11/UNI
Academic year only
Route 12/Safe Ride
Academic year only

Daily operations
All day
All day
All day
All day
All day
All day
All day
All day
No mid-day service
No mid-day service M-F
No mid-day service
All day
Fri and Sat nights only

Ridership (FY ‘18)
39,258
37,828
38,002
38,723
29,070
58,524
29,789
47,440
6,793
11,349
6,304
21,129
2,731

MET Transit’s fixed route and paratransit hours of operation are 5:45 a.m. to 6:35 p.m. from Monday to Friday,
and 7:15 a.m. to 6:00 p.m. on Saturday. Regular fixed route fares have remained the same for over a decade.
Regular fares for adults are $1.50 per ride, while fares for seniors, disabled, Medicare card holders, and
students are $0.75; and the cost of a 30-day pass is $50 and $45 respectively. Riders can also purchase 11
ride tickets at once for the price of 10 tickets.
Map 4.1 shows the location of MET Transit’s current fixed routes. Route 10 serves the University of Northern
Iowa (UNI), the Hawkeye Community College (HCC) main campus, and the Crossroads Mall area during the
academic year, and continues service between HCC and the Crossroads Mall area during the summer. Route
11 operates entirely in and around the UNI campus. Route 12 serves the UNI campus and downtown Cedar
Falls on Friday and Saturday nights only, and is free to the general public.
Paratransit service, which is also provided by MET Transit, provides transportation for people who are unable to
use fixed route buses. To qualify for paratransit service, passengers must meet one of the following conditions
established by the Americans with Disabilities Act (ADA):
•
•
•
•

Inability to get on or off a bus
Inability to get to or from a fixed route bus stop
Inability to wait at a fixed route bus stop
Inability to ride the fixed route buses or follow transit instructions because of a disability

ADA paratransit eligibility is based on a passenger’s functional abilities rather than a medical diagnosis. MET
Transit currently offers paratransit throughout Waterloo, Cedar Falls, and Evansdale, though it is only required
to offer the service within 0.75 miles of fixed routes.
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Transit Ridership
Total ridership steadily increased from around 2007 to 2013. Ridership peaked in 2013 and has since
declined each subsequent year. Between fiscal years 2014 and 2018, annual fixed route ridership has
decreased by 28.5 percent from 515,435 to 368,744 rides. This trend is not unique to MET Transit, as
decreases in ridership have been seen in the majority of transit systems nationwide. Several factors might
contribute to this decrease including the lower price of gas, construction detours, availability of ridesharing
services, and recent changes in Iowa’s managed care organizations (MCOs) structure.
Figure 4.1 shows the total number of fixed route passenger-trips by month, and Figure 4.2 shows the total
number of paratransit trips by month. As shown, fixed route ridership peaked in October 2013. On a month-tomonth basis, ridership trends follow the academic calendar. Notable ridership increases are observed each
year around March-April and September-October, and decreases are observed in June-July and in December.
Figure 4.1: Fixed Route Ridership by Month, FY 2009-2017
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Figure 4.2: Paratransit Ridership by Month, FY 2009-2017
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Overall changes in paratransit ridership have been less dramatic, though trends suggest paratransit ridership
is decreasing as well. MET Transit aims to transition riders from paratransit to fixed route service where
possible, as paratransit service is significantly more expensive to operate per ride. Figure 4.3 shows the
number of paratransit rides as a percentage of total rides. Despite a slight decrease in paratransit ridership,
fixed route ridership has decreased more so resulting in an increase in the share of paratransit rides as a
percentage of total rides.
Figure 4.3: Paratransit Rides as a Share of Total Rides
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Ridership trends can also be observed by individual route. Figure 4.4 shows the annual ridership on each bus
route since fiscal year 2010. Two sets of routes are combined in this graph, Routes 5L and 5W11 and Routes
6 and 7, because they cover much of the same areas:

2045 LONG-RANGE TRANSPORTATION PLAN | 82

Figure 4.4: Annual Number of Passenger Trips by Route
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Most fixed routes have seen an overall decrease in ridership since fiscal year 2010. Most notably, ridership on
Route 11 dropped significantly in fiscal year 2015. Headways along this route were increased from 30
minutes to 35 minutes at that time so that buses could stay on schedule. Additional student housing near
campus may have also contributed to the reduction in rides.
Annual passenger-trips only tell part of the story, however. Some routes have a greater number of revenue
hours than others. Revenue hours are the number of hours of service available to passengers along a
particular route. Routes 1, 2, 3, and 4 each have 70 revenue hours per week. Routes 5L and 5W11
combined have 125 revenue hours per week. Routes 6 and 7 combined have 145 revenue hours per week.
Route 8 has 36 revenue hours per week, and Route 9 has 50.5 revenue hours per week.
Figure 4.5 shows the average number of passengers per revenue hour by route. Routes 10, 11, and 12 are
excluded from this graph. Two different timeframes are used to show the average number of passengers per
revenue hour: the nine-year average from fiscal year 2010 to 2018, and the fiscal year 2018 averages only.
This graph helps show ridership demand for each route irrespective of the number of revenue hours currently
dedicated to each route. It also compares ridership trends in fiscal year 2018 in relation to the historic trends
over the past nine years. Routes 5L and 5W11 combined saw the smallest decrease in rides compared to the
nine-year average, while Route 9 saw the largest decrease. Service along Route 9 was recently reduced from
11 hours to eight hours per day with mid-day service eliminated, which likely contributes to the noticeable
decline. Funding for mid-day service had been available through the Job Access Reverse Commute (JARC)
program. Local funds have not made up for the loss of JARC funds after 2014.
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Figure 4.5: Average number of passengers per revenue hour by route
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Ridership Forecasts
Forecasting future transit ridership can be challenging. Variations in economic conditions, demographic
trends, alternate modes of transportation (e.g. ridesharing), and the fixed-route system itself will all have some
impact on future ridership. For example, a substantial increase in gasoline prices could result in a sudden
increase in ridership, whereas existing trends of declining ridership may continue if gas prices stay below three
dollars per gallon.
To forecast ridership on MET Transit’s fixed routes, a linear trendline is used based on each year’s ridership
from fiscal year 2002 to 2018. This forecast is based on almost two decades of historic data which show, in
general, an overall increase in ridership. For example, while the recent decline in ridership is notable, total
annual ridership is still not as low as it was in fiscal years 2004 and 2005. Interestingly, this projection
estimates that annual ridership will increase to around 660,000 in fiscal year 2045, which is the same as the
annual ridership observed in 1991. In other words, this projection shows that 27 years from now ridership will
return to levels observed 27 years ago.
Ridership in recent years may have also been impacted by recent developments including road construction
and changes in Medicaid. However, MET Transit staff believe these impacts will be temporary. Road
construction on U.S. Highway 63 and University Avenue has resulted in lengthy detours and delays, particularly
near downtown Waterloo. This has led to buses falling behind schedule and several bus detours that may be
confusing for riders. Recent changes in Iowa’s Medicaid program have resulted in passengers using
paratransit service in some cases, as there may not be a method in place for providing bus passes to Medicaid
recipients. This issue is expected to be resolved over time as managed care moves out of this transitional
period and local problems, like impacts to transit, are resolved.
Figure 4.6 shows the projection for fixed route ridership. The solid line shows observed annual ridership totals,
and the dotted line shows the linear trendline and projection out to fiscal year 2045.
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Figure 4.6: Fixed route ridership projection
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To forecast ridership on MET Transit’s paratransit buses, a logarithmic trendline is used instead of a linear
trendline. This is because ridership is expected to level out as the baby boomer generation ages and begins
using paratransit service more. According to the American Community Survey five-year estimates in 2016, an
estimated 23.3 percent of the population in Black Hawk County is between the ages of 50 and 70 years old.
This is up from 21.5 percent according to the same survey in 2009. For this reason, paratransit ridership
could actually increase rather than flatline over the next two decades. Figure 4.7 shows the projection for
paratransit ridership.
Figure 4.7: Paratransit ridership projection
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Transit Coverage
Maps 4.2 through 4.6 show the relationship between MET Transit’s current fixed routes and several economic
and demographic characteristics: population, employment, non-White population, non-English speaking
population, and population in poverty. Reviewing these characteristics may help to show gaps in coverage that
should be considered for future expansion. However, having a transit route nearby does not necessarily mean
it efficiently connects all potential passengers to their destinations.
In 2017, the MET Transit board voted to purchase a three-year license of the transit planning software, Remix.
Staff at MET Transit and INRCOG have access to this software and have met on a regular basis to discuss the
software’s capabilities and opportunities for service improvement. Planners can analyze the effects of
potential changes to fixed routes and how these changes would affect a route’s coverage, service times, and
connectivity to other routes. Table 4.2 shows various demographic data made available through Remix, based
on a 0.25-mile radius of each fixed route:
Table 4.2: Demographic Characteristics within ¼ mile of MET Transit Fixed Routes
Route

Pop.

Jobs

Poverty

Minority

Seniors

Youth

1/West
2/West
3/East
4/East
5/La Porte
5/W 11th
6/University
7/Rainbow
8/West Loop
9/CF Loop
10/HCC
11/UNI
12/Safe Ride

15,202
17,052
6,277
8,773
8,686
8,948
19,359
19,815
20,710
15,334
9,296
5,555
7,605

7,432
9,174
4,662
4,998
7,420
7,609
13,736
14,009
10,580
10,263
7,422
3,142
4,387

16.0%
12.5%
32.8%
31.2%
19.4%
19.4%
19.4%
19.5%
15.2%
26.1%
29.1%
51.7%
36.7%

23.7%
24.3%
46.0%
56.1%
28.6%
28.8%
12.9%
13.2%
22.8%
8.4%
11.1%
9.4%
9.7%

13.9%
15.6%
11.6%
11.9%
13.2%
12.9%
13.0%
12.9%
14.4%
9.1%
10.9%
3.4%
6.5%

15.5%
22.9%
25.4%
26.3%
24.3%
24.4%
16.1%
16.0%
23.3%
12.0%
9.4%
2.8%
8.0%

NonEnglish
2.7%
3.0%
1.6%
1.4%
3.7%
3.7%
1.7%
1.6%
2.2%
2.2%
2.5%
0.9%
2.0%

Disability
11.7%
11.3%
17.2%
17.9%
13.7%
13.7%
10.1%
10.2%
11.7%
6.8%
7.3%
4.4%
5.7%

No
Vehicle
10.7%
10.3%
21.7%
16.1%
12.6%
12.7%
8.4%
8.7%
10.3%
6.4%
7.2%
3.4%
5.7%

MET Transit and INRCOG will continue using Remix software to determine the feasibility of more long-term
changes to the fixed route system. The project is anticipated to be completed by the winter of 2020. Changes
in development patterns over the past few decades have altered where people live and work and where transit
service is most effective. Several small changes to individual bus routes have been made over the years, but
the overall fixed route network has not been comprehensively updated for over two decades.
Remix software allows MET Transit to review data with INRCOG staff to identify entirely new fixed route network
scenarios, which in turn can be compared against each other to identify routes that maximize ridership,
coverage, frequency, and cost effectiveness. These analyses will also help identify new transfer locations,
such as hospitals and shopping centers, where multiple routes from different directions can intersect. In
addition, new routes can be explored that do not terminate at Central Transfer as most routes currently do.
These new routes could include Central Transfer as a stop along a longer route, or operate separately from
Central Transfer entirely.

2045 LONG-RANGE TRANSPORTATION PLAN | 86

Several alternative routes have been explored during preliminary discussions, and there is a desire to develop
new routes that operate in both directions for sizable lengths. Such routes would provide many riders the
same commute both to and from their destinations, reducing travel times for some and providing more
dedicated service along high demand corridors. Planning considerations can be expanded in the future to
include transit-oriented-development, where dedicated transit routes attract new higher density, mixed-use
developments. This kind of development is most commonly seen in large metropolitan areas with light rail and
commuter rail transit service.
Ultimately, service improvements are limited to available funding. Known coverage gaps exist in the Airline
Highway, Cedar Terrace, and North Cedar neighborhoods, and evening service is not available which inherently
limits the effectiveness of transit for some commuters. There may be some potential for increased ridership
with the advent of ridesharing (e.g. Lyft, Uber), where a rider can make a bus trip in one direction and rideshare
in the other direction.
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Inventory
MET Transit has a total of 40 vehicles in service, including 18 fixed route buses and 22 paratransit buses.
Table 4.3 outlines the fleet of vehicles including several characteristics about each vehicle:
Table 4.3: MET Vehicle Inventory as of June 2018
Bus
Service
Description
ID
214
Fixed Route
2014 Gillig
114
Fixed Route
2014 Gillig
113
Fixed Route
2013 Gillig
312
Fixed Route
2012 Gillig
112
Fixed Route
2012 Gillig
212
Fixed Route
2012 Gillig
510
Fixed Route
2010 Gillig-35'
110
Fixed Route
2010 Gillig-30'
210
Fixed Route
2010 Gillig-30'
310
Fixed Route
2010 Gillig-30'
410
Fixed Route
2010 Gillig-35'
902
Fixed Route
2009 Gillig-30'
901
Fixed Route
2009 Gillig-30'
903
Fixed Route
2009 Gillig-35'
702
Fixed Route
2007 Opt Opus-30'
503
Fixed Route
2005 D Chrysler-30'
303
Fixed Route
2003 Bluebird-30'
1201 Fixed Route
1966 GMC
118
Paratransit
18 Glaval University
117
Paratransit
17 Glaval Legacy
216
Paratransit
16 Chev TurtleTop
116
Paratransit
16 Chev TurtleTop
615
Paratransit
16 Chev TurtleTop
515
Paratransit
16 Chev TurtleTop
415
Paratransit
16 Chev TurtleTop
315
Paratransit
15 Glaval Legacy
215
Paratransit
15 Glaval Legacy
115
Paratransit
15 Glaval Legacy
512
Paratransit
12 Glaval Con.-32'
412
Paratransit
12 Glaval Titan-183"
111
Paratransit
11 Eld Aero-176"
907
Paratransit
09 Eld Aero-176"
908
Paratransit
09 Eld Aero-176"
905
Paratransit
09 Eld Aero-176"
906
Paratransit
09 Eld Aero-176"
904
Paratransit
09 Eld Aero-176"
709
Paratransit
07 Eld Aero-176"
708
Paratransit
07 Eld Aero-176"
301
Paratransit
03 Bluebird-30'
302
Paratransit
03 Bluebird-30'
ULB = Useful Life Benchmark

SeatsStanding
26-17
26-17
26-17
26-16
26-16
26-16
31-50
26-40
26-40
26-40
31-50
26-18
26-18
30-56
23-31
25-10
24-18
35-20
16-0
18-0
16-0
16-0
16-0
16-0
16-0
18-0
18-0
18-0
10-0
16-0
18-0
19-0
19-0
19-0
19-0
19-0
16-2
16-2
24-18
24-18

Lock
downs
2
2
2
2
2
2
3
2
2
2
3
2
2
2
2
2
4
0
4
5
4
4
4
4
4
5
5
5
5
4
4
3
4
3
4
3
4
4
4
4

Date
acquired
3/19/2014
3/18/2014
2/21/2013
3/12/2012
3/12/2012
2/14/2012
8/30/2010
8/23/2010
8/19/2010
8/19/2010
8/19/2010
4/20/2009
4/20/2009
4/20/2009
5/27/2008
3/28/2006
8/21/2003
11/18/1966
6/13/2018
4/7/2017
12/7/2016
12/7/2016
10/27/2015
10/27/2015
10/27/2015
7/28/2015
5/1/2015
5/1/2015
12/17/2012
10/8/2012
2/23/2011
7/16/2009
7/13/2009
6/26/2009
6/24/2009
6/23/2009
8/1/2007
7/18/2007
8/21/2003
8/21/2003

Purchase
price
$373,873
$373,873
$373,449
$356,945
$356,945
$356,945
$355,632
$345,787
$345,787
$345,787
$355,632
$288,599
$288,599
$328,655
$276,770
$237,562
$154,393
$16,063
$81,318
$140,363
$95,806
$95,806
$94,854
$94,329
$94,329
$135,186
$136,786
$136,786
$155,674
$81,203
$58,089
$61,304
$62,159
$61,547
$62,154
$61,304
$61,767
$61,767
$154,393
$156,820

Condition

Mileage

Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Good
Good
Good
Good
Fair
Fair
Fair
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Excellent
Good
Good
Good
Good
Good
Good
Good
Good
Fair
Fair

226,251
188,837
263,589
296,423
313,786
254,534
275,879
330,112
312,636
314,872
365,987
333,890
340,516
364,925
156,382
206,957
465,234
13,156
973
28,156
40,640
45,227
59,446
70,049
72,038
75,031
72,795
78,923
129,385
115,344
191,901
188,273
157,428
227,578
208,639
188,950
156,287
213,722
263,155
322,223

Over
ULB

Y
Y
Y

Y
Y
Y
Y
Y
Y
Y
Y
Y
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Intercity Transit
In addition to MET Transit and RTC service, Burlington Trailways operates two private intercity bus routes with
stops at Central Transfer in Waterloo. The Schedule 1485 bus departs Waterloo daily at 12:40 p.m. to Cedar
Rapids, Ames, and Des Moines, and the Schedule 1486 bus departs daily at 1:50 p.m. to Dubuque, Rockford,
and Chicago. Both schedules follow the same route in opposite directions. Burlington Trailways provides
intercity bus service throughout much of Iowa with routes extending as far as Indianapolis, St Louis, and
Denver.

Burlington Trailways bus in downtown Waterloo
INRCOG

Burlington Trailways bus route map
Burlingtontrailways.com

Riders of Burlington Trailways buses can also transfer to a Jefferson Lines bus in Ames or Des Moines, and
reach Kansas City or Minneapolis directly. Additional Jefferson Lines buses operate throughout several states
with final destinations in Minnesota, Wisconsin, Arkansas, Oklahoma, and Washington.

Transit Infrastructure
There has been an increase in the development of transit-related infrastructure in recent years. In 2018, the
City of Waterloo began replacing its old bus benches with ADA-compliant bus stop landings. The old benches
were often situated in grassy areas inaccessible to people in wheelchairs, and many benches had begun falling
into disrepair. The new landings are situated along the existing bus routes. Additional landings may be
necessary if current fixed-routes are changed as part of an overall fixed route restructuring.
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New landing on South Street, Waterloo
INRCOG

New bus shelters on University Avenue, Cedar Falls
INRCOG

New bus shelters have also been installed in Cedar Falls as part of the University Avenue reconstruction
project. Similar shelters are planned for the Waterloo side of University Avenue which is expected to be
completed in 2021. Bus stops with these new shelters include the first designated bus pull-outs in the MPO
area.
The UNI Multimodal Transportation Center (MTC) was completed in the early 2010s providing the MPO area
with a second indoor transfer facility. The UNI Department of Public Safety oversees operation of the MTC.
Since the MTC was a unique project that received an earmark to help fund construction, it is not anticipated
that UNI would receive future funding through the FTA.
MET Transit’s Central Transfer facility in Downtown Waterloo is still in good shape, and MET does not envision
the need for a new transfer facility in the immediate future. MET’s office and bus facility is currently at
capacity.

Transit Asset Management Plan
Every transit agency is federally required to develop a transit asset management (TAM) plan if it owns,
operates, or manages capital assets used to provide public transportation and receives federal financial
assistance under 49 USC Chapter 53 as a recipient or subrecipient. TAM plans establish a strategic and
systematic process of operating, maintaining, and improving the metropolitan transit capital assets through
their entire life cycle. MET has its own TAM plan which was adopted on September 27, 2018.
Transit agencies are also required to set state of good repair (SGR) targets on an annual basis. Upon adoption
of targets, the MPO can choose to support them or adopt MPO-specific targets. Rather than setting its own,
the Black Hawk County MPO has chosen to support the targets set by MET. By agreeing to support MET’s
transit asset management targets, the MPO agrees to work with MET to address areas of concern regarding
transit and transit asset management. Additional discussion on transit asset management and targets can be
found in Chapter 1.

Public Input
Over the last few years, multiple public input surveys have been conducted to help identify trends and needs
related to transit. These include the 2017 National Household Travel Survey Add-on for the MPO area, the
Airline Highway Transportation Survey conducted in 2018, the Special Outreach Survey of non-English
speaking and homeless residents conducted in 2015, and the Black Hawk Metropolitan Area Survey
conducted on 2013. The results from each survey are described below:
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National Household Travel Survey Add-on
Several questions in the National Household Travel Survey (NHTS) Add-on for the MPO area relate to transit.
The Add-on was a survey specifically of Black Hawk County MPO residents with responses from a total of 1,221
households consisting of 2,450 individuals. Results from the survey can be reviewed one variable at a time, or
multiple variables can be cross tabulated to identify unique trends about transit ridership and transit users.
The following data has a 95 percent confidence interval and uses the seven-day weights developed for the
MPO area:
•
•
•

Between 2,963–5,761 persons in the MPO area have no household vehicles available.
Between 2,240–4,238 persons have a medical condition that results in them giving up driving.
Between 14.7–22.6 percent of households have used a bus for travel at least a few times a year. This
may include charter buses and buses in other metropolitan areas.

Respondents were also asked which two of the following options would best improve MET Transit service in the
metropolitan area. Figure 4.8 shows total number of unweighted responses to each improvement. A total of
1,940 responses were recorded among the six improvements, and an additional 572 respondents selected
“none of the above”.
Figure 4.8: Responses to Which Two of the Following Options Would Best Improve MET Transit Service
600
500
400
300
200
100
0

Service coverage

Service hours

Service frequency

Number of bus
shelters

Cost of fares

Service days

Improving service coverage received the highest number of responses among the six options. However,
expanding existing routes to cover more areas comes with several potential trade-offs including increased cost
to city governments, decreased frequency, increased travel times, and a reduction in overall ridership.
Discussion of ridership-oriented and coverage-oriented transit systems is covered later in this chapter.
NHTS respondents in the MPO area were also asked which transportation investment is most important to
them. Available responses were all related to pedestrian, bicycle, and transit improvements. Figure 4.9 shows
the results of this question. The investment selected by the greatest number of respondents was “improve
public transit” with 279 responses. A total of 1,421 responses were recorded among the seven investments,
and an additional 307 respondents selected “none of the above”.
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Figure 4.9: Responses to Which One Transportation Investment is Most Important to You
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Like data from the U.S. Census, NHTS data can be referenced for a variety of different purposes. Further
analysis of the data may identify additional trends not described in this document.
Methods of visualizing the NHTS Add-on data are still being developed. The Federal Highway Administration
(FHWA) along with Oak Ridge National Laboratories and MacroSys are working with MPOs and DOTs to further
develop the online NHTS tool so users can generate maps based on the survey data as well as the origindestination travel data. These advanced tools will allow the MPO to display a variety of trends within the MPO
area quickly and easily. Survey data will be displayed using a customized geography developed by MPO staff
specific to the MPO area. This custom geography divides the MPO area into 37 areas based largely on land
uses and natural breaks in the landscape, e.g. rivers, highways. This data will help MPO planners identify
travel trends and potential service improvements to maximize ridership.
Airline Highway Transportation Survey
In 2018, MET Transit partnered with INRCOG, the RTC, and the Greater Cedar Valley Alliance and Chamber
(GCVAC) to conduct a survey of businesses in the Airline Highway Industrial Area. This was a follow-up to a
survey GCVAC had conducted in 2017 which found that public transit was ranked the lowest of all community
services in the six-county area surveyed.
A total of 14 businesses responded to the Airline Highway Transportation Survey. Ten businesses said they
“strongly agree” or “somewhat agree” that their business would benefit from improved public transit service.
Two businesses said they would “possibly” be willing to contribute funds to have dedicated fixed-route bus
service to their business. Three businesses said they would “possibly” be interested in sponsoring a rideshare
program for their employees.
Businesses were also asked to list the times their employees arrive to and depart from work. The majority of
employees start their shift in the morning on the hour (i.e. 6:00, 7:00, 8:00, and 9:00 a.m.). Departure times
are more evenly distributed between the hour and half-hour, and the majority of employees depart work
between 2:30 and 6:30 p.m. Figure 4.10 shows the shift start and end times for employees at businesses
surveyed in the Airline Highway Industrial Area. This data can help with scheduling a potential new fixed route
to the Airline Highway area.
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Figure 4.10: Shift Start and End Times for Airline Highway Industrial Area Employees
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Special Outreach Survey
A total of 187 non-English speaking and 20 homeless residents took part in the Special Outreach Survey
conducted by INRCOG in 2015. The survey was intended to identify transportation needs and challenges faced
by these unique populations. Half of all respondents were from either Myanmar or Thailand. There was also
significant representation from the Congo, Mexico, Guatemala, and Bosnia. Surveys were administered by
staff members at Hawkeye Community College Metro Center, Operation Threshold, and Black Hawk-Grundy
Mental Health. Most non-English speaking respondents have some measurable understanding of English,
though there were inherent challenges involved with surveying this population. Accordingly, data from this
survey is not statistically-significant.
Approximately 35 percent of survey respondents indicated they have missed work, school, or important
appointments because of transportation. 27 percent indicated they must get a ride with family or friends to
get to medical appointments, and 26 percent must get a ride to get to work or school.
Only one non-English speaking respondent indicated they usually ride the bus to work or school. The vast
majority, 94 percent, of non-English speaking respondents indicated they have not ridden the bus in the past
month, and 89 percent indicated they do not understand how to ride the bus. However, 51 percent of nonEnglish speaking respondents said “Yes” or “Maybe” when asked if they would ride the bus if it was easier.
These results demonstrate a significant potential demand for transit in the MPO area. Additional marketing
and route restructuring may help make MET Transit service more understandable and intuitive for this
population.
Black Hawk County Metropolitan Area 2013 Survey
The 2013 public input survey was conducted in the lead-up to the 2040 Long Range Transportation Plan
update. A total of 348 responses were received. When asked about the condition of public transit, about 30
percent of respondents said it’s “good” or “excellent” and 26 percent said it is “poor” or “very poor”. Nearly 90
percent of respondents said they had not used a MET Transit bus in the last year, yet over 50 percent said
improving local bus service is “moderately important” or “very important”. Among eight different project types
overall, “improving public transportation” had the second highest average score, behind “improving roadway
conditions”.
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When asked what elements of the transit system should be improved, 40 percent of respondents said
“hours/days of service”, 39 percent said “service coverage”, 33 percent said “frequency of service”, and 29
percent said “availability of information about service”. This was a multiple-choice question. These results
align with the NHTS results described earlier in this section. If the total number of responses for service
coverage and service days are combined in the NHTS results, then the top three responses would be the same
in both surveys, in the same order.

Planning Concerns
There are a wide variety of planning issues for the MPO and MET Transit to consider. Several areas of concern
are described below:
Service Expansion
While MET Transit would like to provide service later in the evenings and to areas not currently served, it is
difficult to expand service when current funding sources are being exhausted. If additional funds become
available, MET Transit has a number of priorities for expanding service:
•
•
•
•
•
•

Changing the hours of operation to start at 5:15 a.m. instead of 5:45 a.m.
Add commuter service to the Airline Highway Industrial Area
Add service to underserved areas including North Cedar in Cedar Falls and Cedar Terrace in Waterloo
Expand operating hours further into the evenings
Increase frequency along high-demand routes
Add service on Sundays

While expansion of service is inherently limited to funding, MET Transit plans to optimize its fixed route service
using the software, Remix. Remix allows users to develop and analyze alternative routes to determine how to
maximize use of available funds. Analyses can also compare the existing fixed route system with hypothetical
new fixed route systems to identify the effectiveness of changes on a systemwide scale. As described earlier in
this chapter, MET Transit is working with MPO staff to restructure the fixed-route system. Public input meetings
are expected in fall of 2019 and implementation is planned for winter 2020.
Ridesharing and Car Sharing
Overall, transit ridership is down nationwide, but the use of ridesharing services has dramatically increased
over the past few years. The services Uber and Lyft are both available in the MPO area. Use of these services
is likely to continue growing over time as awareness of their availability increases and as a greater share of
adults embrace smartphone technology.
To some extent, ridesharing services compete with transit service. However, they can also compliment transit
service in certain situations. For example, a part-time worker may ride a MET Transit bus to their job in the
afternoon and use a ridesharing service to return home.
In addition to ridesharing, car sharing services are currently available in many larger metropolitan areas and
may eventually be deployed in Black Hawk County as well. Car sharing is a short-term rental service, usually
charged by the hour. There are multiple car sharing services, some of which rely on a designated fleet of cars,
while others rely on individuals’ private vehicles. These services may also compete with MET Transit. However,
they may also allow a greater share of the population to adopt a car-free lifestyle, thereby increasing the total
number of unique riders on MET Transit buses.
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Detours and Delays
A frequent challenge for MET Transit’s fixed route service is navigating detours and delays, particularly in the
summer during construction season. Several bus routes have been rerouted as a result of recent road
reconstruction projects in the MPO, and frequent changes to these routes may seem confusing or
unpredictable for riders.
Detours also have the effect of delaying bus routes. A bus that must go further out of the way or wait longer in
traffic queues is less likely to stay on schedule. With MET Transit’s current format where several buses meet
at Central Transfer at the same time to allow for transfers, delays can be compounded and affect other routes
in the system.
Another common cause of delays is rail crossings. Map 6.2 shows the location of at-grade rail crossings in the
MPO area. Oftentimes trains are stopped at rail crossings for long periods to allow for safety-related work and
railcar changes to occur in one of the two major railyards in Waterloo. These blocked crossings prevent traffic
from crossing, forcing MET Transit buses to take detours where feasible and causing delays. Long-term
improvements to address this problem include construction of additional grade-separated crossings and
optimization of freight rail service.
Ridership vs. Coverage
Today’s transit planners emphasize the trade-offs between ridership and coverage. Ridership refers to having
fewer, more direct routes with high-frequency service, as opposed to having a lot of indirect routes with lowfrequency service. Transit systems that emphasize ridership in this way tend to have more riders than
coverage-oriented systems, because service is often spread too thin in coverage-oriented systems to be
practical for people who have another options available, e.g. carpooling, ridesharing. So, while adding
coverage at the expense of ridership may seem desirable, reducing coverage locally (i.e. reducing the number
of people living within ¼ mile of a fixed route) may actually have the net effect of improving coverage metrowide by providing direct routes to more areas, even though slightly fewer people would live within ¼ mile of a
fixed route. Figure 4.11 illustrates the difference between ridership and coverage-oriented systems.
Figure 4.11: Ridership vs. Coverage Oriented Fixed Route Systems

humantransit.org
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Driver Recruitment and Retention
Finding and retaining qualified drivers continues to be a challenge for MET Transit and the RTC. Many eligible
drivers may seek employment with private agencies or school districts instead, because they can offer higher
salaries and more regular schedules than public transit providers. Another barrier to recruiting drivers may be
that drivers are required to start as part-time paratransit drivers and work their way up if they want a full-time
position as a fixed route driver. MET Transit works with its drivers to get them the hours they desire, and many
are eventually able to move up to full-time positions, but this initial hurdle can be difficult for many to
overcome.
Bus Replacement
MET Transit uses the majority of its vehicles during the weekdays. The condition of MET Transit’s fleet is in
relatively good shape. However, many vehicles purchased as part of the stimulus package enacted in 2009
are now aging and will require replacement in the coming years. Another stimulus would provide short-term
relief for transit agencies. However, only a long-term funding solution will provide transit agencies long-term
assurance that they will have enough vehicles to continue operating at their current level.
In FY 2014, the MPO funded a paratransit bus replacement for the first time using Surface Transportation
Program (STP) funds, now the Surface Transportation Block Grant (STBG). Some funds from the Iowa Clean Air
Attainment Program (ICAAP) are also allocated for bus replacement. However, these funding sources will likely
not be enough to offset the reduction in funding that occurred when MAP-21 was implemented.
Increasing Costs
Operating costs have grown over the years. In FY 2008, operating expenses totaled $3.7 million; in FY 2013,
operating costs rose to $4.4 million; and in FY 2018, these costs have increased to $4.9 million. Without
increased funding from state or federal sources, either local funding or fares will have to increase or service
will need to decrease over time. Additional demands for additional bus routes and expanded service hours will
not be met until funding for these services is made available.
Regulations
While state and federal funding are critical to the operation of public transit, the regulations that accompany
the funding can make coordination and improving service challenging at times. Rules involving times such as
drug and alcohol testing, statistical reporting, and insurance requirements are some of the examples of
regulations that have deterred potential coordination partners.
Another issue that has historically impacted public transit in the MPO area is charter regulations. Charter
regulations limit service options for persons and organizations wishing to utilize a charter for any type of
purpose, such as a field trip or a wedding party. Oftentimes customers are unable to obtain these services at
all. Achieving a balance between the intent of regulations and their real-world implications is an ongoing
challenge for state and federal governments and public transit providers.
Medicaid Brokerage
Recent changes in Iowa’s Medicaid insurance programs continue to affect transit service within the MPO.
Medicaid brokerage is now run by managed care organizations (MCOs). MET Transit and the RTC continue to
work on addressing the challenges involved with the implementation of this new system. Both transit agencies
hired additional staff to assist with the modernization process. The modernization process initially had a
negative impact on rides, but both transit agencies have experienced an increase over the past year. A
particular planning concern for MET and RTC is physically disabled persons being transported by other transit
providers in vehicles without wheelchair lifts. MET works with clients to use the fixed route system, but winter
months can be difficult for mobility-challenged persons. MET has a full-time staff member to assist with the
process.
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Evansdale
Currently, the City of Evansdale is only served by paratransit service but not fixed-route service. Evansdale has
a population of 4,751 according to the 2010 Census, making it the single largest community in the MPO not
served by a fixed route. Evansdale once had fixed-route service and a transit levy to help finance this service.
However, the City is no longer part of MET Transit’s 28E agreement. If fixed-route service is extended to
Evansdale, it may create an opportunity to optimize other fixed routes in the eastern portion of the MPO area.
MPO staff will continue working with MET Transit and the City to identify opportunities to add service to this
area.
Technology
MET Transit now has GPS on all buses
which allows riders to track a bus online.
The real-time map is available at
https://transit.unitegps.com/mt. GPS
technology can also allow real-time
information to be displayed on television
screens or tickers to provide information
directly to passengers at central locations.
MET Transit has expressed interest in these
improvements, and partnerships with other
entities, such as hospitals and educational
institutions, will be necessary to implement
them to additional transfer locations.

MET Transit Real-Time Map showing Route One

In 2015, MET Transit routes were made available on Google Maps. Users can now search for bus directions as
they would for driving directions. Additional settings allow users to set the time they wish to depart or arrive,
and the best routes are generated based on MET Transit’s fixed route timetables.

Google Maps transit directions via Route Seven

Other technological improvements implemented over the years include electronic fareboxes and video
surveillance on all buses. Paratransit service is now scheduled through EchoLane, and vehicles have
transitioned from the old paper-pencil manifests to electronic tablets around 2016. The TextMET service has
been discontinued, now that the real-time map is available.
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Coordination of Services
Given constrained transit budgets, cost and time efficiency are always important considerations. Coordination
efforts are undertaken by MET, RTC, Exceptional Persons, Inc. (EPI), and various agencies in the INRCOG
region. EPI is a non-profit organization that fosters active community participation of individuals with
disabilities. Joint contracts between these organizations have helped to improve the efficiency of the regional
public transit systems.
Mobility management has been a planning emphasis over the past ten years both nationally and in Iowa.
Mobility managers, or mobility coordinators, assist individuals in navigating from their origin to their
destination, regardless of the number of modes of transportation required. Referrals are made to public and
private transportation providers alike. Mobility coordinators can provide travel training, showing persons how
to ride the bus if they have never had that experience. Mobility coordinators also meet with human service
agencies, businesses, and other organizations to inform them of the public transit services available.
Currently, there is not a mobility coordinator located in the metropolitan area. MET and RTC have discussed
jointly hiring a mobility coordinator and marketing person, but it is unlikely that the agencies will hire a position
at this time. The Iowa DOT has a Statewide Mobility Coordinator who educates public transit agencies,
planning organizations, and other statewide organizations about the benefits of mobility management. Both
MET and RTC plan to continue to work closely with the Statewide Mobility Coordinator to coordinate transit
services in the region.

Planned Projects
The primary focus of MET Transit is to maintain existing service levels, and then expand to meet additional
needs of the MPO when possible. Given the current federal funding situation, it is difficult to predict future
projects. MET Transit does plan to replace approximately three buses per year if federal funding is available.
Financial projections for operating and capital and a demonstration of fiscal constraint for transit are detailed
in Chapter 9.
Table 4.4 shows MET Transit projects included in the MPO Transportation Improvement Program (TIP) for FY
2019-2022. This includes general operations, bus purchases, and planning. INRCOG receives planning funds
as it provides transit planning service for the MPO. Also, while a large number of MET buses are programmed
for replacement during the next couple years, funding will likely only provide for a few bus replacements at
most each year.
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Table 4.4: FY 2019-2022 Transportation Improvement Program for MET Transit
Funding Expense Type
Unit #
Description
Fiscal Total Cost
Source
Year
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5339
5307
5303
5310
5339
5339
5339
5339
5339
5339
5339
5339
5307
5303
5310
5307
5303
5310
5307
5303
5310

Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Expansion
Replacement
Replacement
Operations
Planning
Other Capital
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Replacement
Operations
Planning
Other Capital
Operations
Planning
Other Capital
Operations
Planning
Other Capital

906
904
905
908
907
303
302
301
708
709
111
412
0503
0504
0505
702
901
512
902
903
110
210D
310D
410
510D
-

Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Light Duty Bus (176” wb)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)

General Ops, Maint, Admin, Planning

Planning
Preventative Maintenance
Medium Duty Bus (29-32 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)
Heavy Duty Bus (30-34 ft.)

General Ops, Maint, Admin, Planning

Planning
Preventative Maintenance
General Ops, Maint, Admin, Planning

Planning
Preventative Maintenance
General Ops, Maint, Admin, Planning

Planning
Preventative Maintenance

2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2019
2020
2020
2020
2020
2020
2020
2020
2020
2020
2020
2020
2021
2021
2021
2022
2022
2022

$ 104,500
$ 104,500
$ 104,500
$ 104,500
$ 104,500
$ 461,800
$ 461,800
$ 461,800
$ 104,500
$ 104,500
$ 104,500
$ 104,500
$ 461,800
$ 461,800
$ 461,800
$ 461,800
$ 460,300
$ 6,000,000
$ 62,920
$ 118,750
$ 192,800
$ 460,300
$ 469,200
$ 489,870
$ 489,870
$ 489,870
$ 505,480
$ 505,480
$ 7,000,000
$ 65,000
$ 120,000
$ 7,000,000
$ 65,000
$ 120,000
$ 7,000,000
$ 66,000
$ 120,000

Programmed State Transit Assistance (STA): $325,000 in FY19, $335,000 in FY20 and FY21, $340,000 in FY22

Federal Aid
$ 88,825
$ 88,825
$ 88,825
$ 88,825
$ 88,825
$ 392,530
$ 392,530
$ 392,530
$ 88,825
$ 88,825
$ 88,825
$ 88,825
$ 392,530
$ 392,530
$ 392,530
$ 392,530
$ 391,255
$ 3,000,000
$ 50,336
$ 95,000
$ 163,880
$ 391,255
$ 398,820
$ 416,390
$ 416,390
$ 416,390
$ 429,658
$ 429,658
$ 3,500,000
$ 52,000
$ 96,000
$ 3,500,000
$ 52,000
$ 96,000
$ 3,500,000
$ 52,500
$ 96,000

5303 = Metropolitan Planning Program
5307 = Urbanized Area Formula Program
5310 = Enhanced Mobility of Seniors and Individuals with Disabilities Program
5339 = Bus and Bus Facilities Program
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Chapter 5

Bicycle and Pedestrian
Planning

Chapter 5 – Bicycle and Pedestrian
Planning

METRO AREA
STATS

This chapter primarily focuses on bicycling and walking as modes of
transportation, though it also includes activities such as jogging, using a
wheelchair, and using an e-bike.

136.8

While these activities are often done for recreation or exercise, this chapter will
focus primarily on their role as modes of transportation. From this perspective,
the same principles that apply to motorized transportation also apply to nonmotorized transportation. This includes improving safety, reducing delays, and
maximizing traffic flow.

Overview of Bicycle and Pedestrian Facilities
In order to understand how pedestrians and bicyclists interact with the
transportation system, it is important to identify the facilities used by these
modes of transportation. Table 5.1 identifies each facility type in the most
general sense, as they apply to each mode:
Table 5.1: Bicycle and Pedestrian Facilities
Facility
Bicycles
Pedestrians
Sidewalk (< 8 ft)
No
Yes
Paved Trail (≥ 8 ft*)
Yes
Yes
Paved Shoulders
Yes
Not recommended
Bike lane
Yes
No
Driving lane
Yes
No
*10 ft wide paved trail preferred

Example
Rainbow Dr sidewalks
Greenhill Rd trail
W 27th St shoulders
Park Ave bike lanes
Cedar Heights Dr

The decision of which facilities to include in a new construction or reconstruction
project is determined by the respective jurisdiction. Sidewalks and paved trails
accommodate pedestrian travel; while paved trails, bike lanes, paved shoulders,
and driving lanes accommodate bicycle travel. However, not all facility types
provide equal service for bicycles. As a rule of thumb, bike lanes are generally
the most advantageous facility in urbanized areas for bicycling for
transportation. Like automobile traffic, bicycles operating on collector and
arterial roadways have the priority
at most intersections. This allows
bicyclists to travel uninterrupted
for multiple blocks at a time
between traffic control devices.
Roads with bike lanes provide the
additional benefit of separating
drivers and bicyclists who typically
operate at different speeds. This
makes bicycles feel safer and can
reduce delay for drivers.

Miles of bikeways in
the MPO area

18,100

Miles walked daily by
MPO residents1

6.8%

Of all trips are walking
trips1

9,167

Residents have
bicycled in the past
week on average1

53.7%

Of bicycle trips are by
people with at least a
Bachelor’s degree1

1. Estimates from 2017 NHTS Add-On

Bicyclists on W 4th St, Waterloo
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Conversely, bicyclists operating on a parallel trail typically do not have the priority at intersections, and
frequently must slow down or stop at intersections and driveways. Confusion at conflict points can also
increase the likelihood of crashes and may slow traffic operations. There are some instances where a paved
trail is preferable to bike lanes, such as roadways with high speed limits or for nature trails not situated
alongside a roadway. However, in more concentrated urban areas, bicycles tend to face greater delays on
paved trails than on bike lanes. The Guide for the Development of Bicycle Facilities by AASHTO lists 14
conflicts associated with paved trails or “side paths”, including the following:
•
•
•
•

Bicyclists are often not seen by motorists turning left or right.
Motorists may block crossings at intersections and driveways.
Stop or yield signs along trails are generally ineffective.
Fixed objects can constrain the usable width of a trail.

Sidewalks should not be considered a bicycle facility. Any side path less
than eight feet wide is considered a sidewalk. In addition to the conflicts
listed above, there are other disadvantages of bicycling on a sidewalk:
•
•
•

Conflicts with pedestrians are more likely.
Motorists may not expect bicyclists to appear suddenly at crossings
and driveways.
Uneven sidewalk pavement can make riding less comfortable and
increase delay.

While bicycling on sidewalks is allowed in most areas in the MPO, sidewalks
do not efficiently fulfill the needs of bicycle transportation and should not be
considered a substitute for other bicycle facilities.
Bicyclists may operate on the vast majority of driving lanes in the MPO area in the same manner as automobile
traffic. The only places where it is illegal for bicyclists to operate on-road are on Interstate highways and
highways with a posted minimum speed limit. While the law allows bicycling on most driving lanes, in practice
this can often be dangerous for bicyclists and frustrating for drivers. Any time a bicyclist avoids the most direct
route because of perceived danger, it should be considered a delay for the bicyclist.
On the other hand, many local roads with low traffic volumes are suitable for bicycling as-is without the need
for additional bike lanes or trails. These roads may be suitable to designate as “shared lanes” which can be
defined with Share the Road signage, Bikes May Use Full Lane signage, Bike Route signage, or shared lane
markings (or “sharrows”). Even without any signage, these roads are perfectly acceptable for bicycle
transportation. Many of these roads are included in the MPO Bikeway Plan shown as Map 5.2.
For pedestrians, the development of trails and sidewalks is more straightforward. Generally, sidewalks and
trails offer equal accommodation for pedestrians, though sidewalks less than five feet wide are not suitable for
pedestrians walking two abreast. Additional improvements for pedestrians involve site-specific treatments that
reduce crossing distances, calm traffic, and provide a safe area to wait for traffic. Some of these treatments
are included in the next section.
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While much discussion about pedestrian planning
relates to transportation improvements, land uses play
an equal if not greater role in shaping the environment
for walking. Large block sizes, setback distances, and
parking lots can increase the distance pedestrians must
travel and compel them to walk along informal routes.
In addition, many businesses and civic buildings do not
have a designated walkway to their front door, so
pedestrians must walk through parking lots or grassy
areas to reach their destination. For these reasons,
discussions about pedestrian planning should not be
limited to trails and sidewalks alone.

Pedestrian near Ridgeway Avenue in Waterloo

Site-Specific Bicycle and Pedestrian Treatments
A variety of site-specific treatments can be used in addition to each of the five facilities described prior.
Currently, these treatments are employed sparingly in the MPO area, and some do not currently exist at all.
Table 5.2 describes some of the most common treatments. This is only an overview and is not intended to
serve as an exhaustive list of treatments. All treatments presented on the next pages are eligible for
Transportation Alternatives Program (TAP) and Surface Transportation Block Grant (STBG) funding.
Table 5.2: Site-Specific Bicycle and Pedestrian Treatments

Median refuge island
Facility type: Sidewalks and Trails
Description: A protected space in the middle of a road crossing,
typically designed as part of a median, that allows pedestrians
and bicyclists to cross one direction of traffic at a time

New York City, nacto.org

Benefits: Reduces time spent waiting for traffic, and reduces
exposure in the crosswalk
Curb extensions (or bulb-outs)
Facility type: Sidewalks
Description: Any lateral shift in the curb that narrows the width of
the street
Benefits: Improves visibility, reduces exposure in the crosswalk,
and reduces travel speeds

Canada, Flickr user drdul
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Vertical speed control
Facility type: All
Description: Raised pavement in driving lanes including speed
humps, speed tables, and speed cushions
Benefits: Reduces travel speeds
Waterloo, INRCOG

Narrower driving lanes
Facility type: All
Description: Driving lanes no greater than 11 feet wide, and
parking lanes no greater than nine feet wide
Benefits: Reduces travel speeds, and reduces crossing distance

Atlanta, nacto.org

Pedestrian alleys
Facility type: N/A
Description: An alley where vehicles are restricted, and
installations are added to appeal to pedestrians
Benefits: Eliminates conflicts with vehicles
Marion, INRCOG

Buffers and delineators
Facility type: Bike lanes
Description: Additional separation between bike lanes and driving
lanes by means of buffer markings and delineator posts
Benefits: Reduces conflicts, and improves perceived safety
Des Moines, INRCOG

On-road wayfinding signs
Facility type: Bike lanes and driving lanes
Description: Signage that directs bicyclists to local destinations
via bike lanes and designated bike routes
Benefits: Improves operations, reduces delay
St Paul, INRCOG
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Bike boxes
Facility type: Bike lanes and driving lanes
Description: A designated area at signalized intersections for
bicyclists to wait at the head of a traffic lane
Benefits: Improves visibility, reduces conflicts, reduces traffic
delays
Tampa, twitter

Signal detection and actuation
Facility type: Bike lanes and driving lanes
Description: A marked location for bicycles to actuate detection at
signalized intersections
Benefits: Improves traffic operations, and reduces delay
San Luis Obispo, nacto.org

Bicycle signals
Facility type: Bike lanes
Description: A traffic control device for bicyclists to be used along
with conventional signals

Madison, nacto.org

Benefits: Improves traffic operations, and reduces conflicts
between bicyclists and other modes
Bike Boulevards
Facility type: Driving lanes
Description: A street with low traffic volumes designed to prioritize
bicycles and restrict through movements by vehicles
Benefits: Reduces conflicts, maintains low travel speeds

Portland, nacto.org
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National Guidance
Above all, planning for bicycles and pedestrians is United States law. Section 217 in Title 23 of the U.S. Code
addresses bicycle transportation and pedestrian walkways. Subsection (g) relates to planning and design:
(1) In general.—
Bicyclists and pedestrians shall be given due consideration in the comprehensive transportation plans
developed by each metropolitan planning organization and State in accordance with sections 134 and 135,
respectively. Bicycle transportation facilities and pedestrian walkways shall be considered, where appropriate,
in conjunction with all new construction and reconstruction of transportation facilities, except where bicycle
and pedestrian use are not permitted.
(2) Safety considerations.—
Transportation plans and projects shall provide due consideration for safety and contiguous routes for
bicyclists and pedestrians. Safety considerations shall include the installation, where appropriate, and
maintenance of audible traffic signals and audible signs at street crossings.
In 2010, the United States Department of Transportation (DOT) issued a Policy Statement on bicycle and
pedestrian accommodation regulations and recommendations:
“The DOT policy is to incorporate safe and convenient walking and bicycling facilities into transportation
projects. Every transportation agency, including DOT, has the responsibility to improve conditions and
opportunities for walking and bicycling and to integrate walking and bicycling into their transportation systems.
Because of the numerous individual and community benefits that walking and bicycling provide — including
health, safety, environmental, transportation, and quality of life — transportation agencies are encouraged to
go beyond minimum standards to provide safe and convenient facilities for these modes.”
The DOT encourages transportation agencies to adopt similar policy statements on bicycle and pedestrian
accommodation and go beyond the minimum design standards and requirements to create safe, attractive,
sustainable, accessible, and convenient bicycling and walking networks. Several recommended actions are
included in the DOT Policy Statement:
•
•
•
•
•
•
•
•

Considering walking and bicycling as equals with other transportation modes
Ensuring that there are transportation choices for people of all ages and abilities, especially children
Going beyond minimum design standards
Integrating bicycle and pedestrian accommodation on new, rehabilitated, and limited-access bridges
Collecting data on walking and biking trips
Setting mode share targets for walking and bicycling and tracking them over time
Removing snow from sidewalks and shared-use paths
Improving non-motorized facilities during maintenance projects

The Federal Highway Administration (FHWA) is a division of the DOT, and issues the Manual on Uniform Traffic
Control Devices, which has a significant impact on the design of bicycle facilities. The MUTCD sets the
standards for traffic signage, signals, and pavement markings in the United States. The last update to the
MUTCD was in 2009.
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In addition to federal policy, other organizations also influence transportation planning for bicycles and
pedestrians. The American Association of State Highway and Transportation Officials (AASHTO) is the
standards-setting body for the design and construction of highways and streets in the United States. AASHTO
is an organization of State DOTs, not an entity of the federal government. However, the FHWA ultimately uses
a formal rulemaking process to adopt AASHTO standards for application on the National Highway System.
Foremost is the AASHTO Green Book, A Policy on Geometric Design of Highways and Streets. The most recent
edition of the Green Book, the 7th Edition, is more flexible, multimodal, and performance-based than in the
past. In addition to the Green Book, AASHTO also publishes the Guide for the Development of Bicycle Facilities
and the Guide for the Planning, Design, and Operations of Pedestrian Facilities. An update to the bicycle guide
is anticipated in 2019. The guide is expected to include significant updates given the rapid advancement of
bicycle treatments over the last decade.
Figure 5.1: Bicyclist Skill Levels

51-56% of the public is interested but concerned, 5-9% is somewhat confident, and 4-7% is experienced and confident

Another notable organization is the National Association of City Transportation Officials (NACTO), which is a
coalition of municipal departments of transportation. No cities in Iowa are members of NACTO. However,
NACTO has been very influential in the advancement of bikeway and street design at a national level for the
past several years. NACTO’s Urban Bikeway Design Guide was released in 2011 and includes several
treatments not yet adopted in the MUTCD or AASHTO manuals. In 2013, NACTO released the Urban Street
Design Guide which focuses on the street as a whole and emphasizes pedestrian activity at intersections,
sidewalks, and sitting areas, as well as traffic calming and streetscaping measures.

State Guidance
National advances in bicycle planning have outpaced Iowa in recent years. In 2011, Iowa was ranked the 6th
most bicycle friendly state according to the Bicycle Friendly State program. In 2017, Iowa was ranked 30th.
Among other critiques, the Bicycle Friendly State program identified that the state is not spending a significant
share of its federal funds on bicycling and walking projects compared to other states.
However, the Iowa DOT is currently completing its Bicycle and Pedestrian Long Range Plan, which will be the
first planning document of its kind in the state. Following adoption of the plan, the Iowa DOT also intends to
adopt a Complete Streets policy, and MPOs can use this policy as a basis for their own policies. The Iowa DOT
Complete Streets policy will require bicycle and pedestrian accommodations to be considered for all primary
road projects. Accommodations are to be implemented unless the additional cost would be excessively
disproportionate to the need or probable use, or there is a demonstrated absence of future need as
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determined by factors including current and future land use, current and projected user volumes, population
density, and crash data.
The Iowa DOT also plans to update the state’s Design Manual and Bridge Design Manual to reflect national
best practices regarding bicycle and pedestrian facilities, particularly on-road facilities. These updates will be
coordinated with the on-road bicycle section from the Statewide Urban Design and Specifications (SUDAS)
manual.
Draft recommendations include basic design parameters for sidewalks, trails, curb ramps, crosswalks, refuge
islands, and signals for pedestrians. For bicycles, the plan will identify basic design parameters for trails,
paved shoulders, bike lanes, separated bike lanes, bike boulevards, shared lanes, wayfinding, and intersection
treatments.
The Iowa DOT is developing one facility selection matrix for urban setting and another for rural settings. The
matrix for urban settings presented in the draft Iowa DOT plan appears somewhat more detailed than the draft
matrix developed by AASHTO. The MPO will stay up-to-date on state and federal guidelines for bicycle facility
selection criteria as these plans move forward. Figure 5.2 shows each matrix in its current draft form.
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Figure 5.2: Draft urban bikeway facility selection matrices
AASHTO Draft (2018)

Iowa DOT Draft (2018)

For rural areas, guidance will include recommended minimum shoulder widths, recommended facility selection
criteria, and a plan for the statewide trails system. The Iowa DOT’s previous long-range transportation plan
adopted in 2012 identified a three-tiered system of classifying trails by statewide significance. In the newest
Long-Range Transportation Plan, and the draft Bicycle and Pedestrian Long-Range Plan, the Iowa DOT has
indicated it will return to its original concept of a larger statewide network of trails that connects rural
communities, metropolitan areas, state and county parks, and natural amenities.
Planned statewide trails of significance to the MPO area include the Cedar Valley Nature Trail to Cedar Rapids,
a trail north to Waverly, a trail east to Dubuque, and a combination of trails to the south and west toward the
Des Moines metropolitan area. Figure 5.3 shows part of the Statewide Trails Vision relevant to the MPO:
Figure 5.3: Statewide Trails Vision around the MPO area
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Also being planned at a statewide scale is the proposed United States Bike Routes (USBR). Of significance to
the MPO area is USBR 36, a planned bike route from New York to Oregon with established segments in
Pennsylvania and Indiana. Two alignments are proposed for this route. The northern route would bypass the
MPO area, while the southern route would pass through the MPO area. Between the two alignments, the
southern route has a greater share of on-road rural roads considered “good” for bicycling compared to the
northern route (90 vs 75 percent), though the southern alignment has 35 more on-road miles altogether.
Figure 5.4 shows the proposed routes for USBR 36 in purple, as well as the American Discovery Trail route in
green.
Figure 5.4: Proposed alignments for US Bike Route 36

Local Advisory Committees
In 2013, the City of Waterloo and City of Cedar Falls both adopted Complete Streets resolutions consistent with
the National Complete Streets Coalition guidance. Adopting a Complete Streets policy was a prerequisite of
becoming a certified Blue Zones community, and both cities have since attained Blue Zones certification. The
goal of Blue Zones is to improve the health and wellness of areas by encouraging citizens to take individual
actions, and by efforts through employers, schools, restaurants, grocery stores, and city policy.
One outcome of these resolutions was the creation of an advisory committee in each city. These committees
are the Waterloo Complete Streets Committee and the Cedar Falls Bicycle and Pedestrian Advisory Committee.
MPO staff regularly attend both meetings to provide input, seek input, and provide updates on related projects
and initiatives. While both committees share a similar role, the makeup of their attendees are notably
different. In Waterloo, the committee is chaired by a member of the community, but the majority of attendees
are affiliated with the City government. Conversely in Cedar Falls, the vast majority of committee members are
Cedar Falls residents, and only one or two City staff attend each meeting. While each arrangement has its
benefits and drawbacks, both committees address similar topics and face similar challenges.
The Waterloo Complete Streets Committee is chaired by a Waterloo resident and includes representation from
a variety of City departments, community organizations, and interested individuals. City staff regularly provide
updates on street reconstruction projects and commercial developments to identify opportunities for improving
sidewalk connectivity. For larger projects, such as the University Avenue reconstruction project, engineering
firms have attended meetings and presented project updates to allow the committee to provide input directly.
The committee also had a hand in promoting the Park Avenue bike lanes discussed later in this chapter. The
committee chair provides updates to the Mayor and City Council and occasionally submits recommendations to
City department heads. While this committee has significant participation by City staff, it lacks representation
from the broader community. The committee meeting time of 1:30 p.m. likely affects this.
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The Cedar Falls Bicycle Pedestrian Advisory Committee is chaired by a Cedar Falls resident and includes
representation from City planning, law enforcement, the school district, and several members of the
community. From 2009 to 2017, Cedar Falls was awarded the status as a Bronze Bicycle Friendly Community
by the League of American Bicyclists, and the committee has recently applied to retain its status. The
committee occasionally makes recommendations to the City regarding specific projects and potential
improvements for bicyclists. More predominantly, the committee engages in a variety of educational and
community events including Bike Rodeos, Bike to School events, Pedal Fest, a Mayor’s bike ride, and Bike
Month activities in May. The committee also conducts outreach by submitting content to the city’s quarterly
newsletter, its Facebook page, and occasionally on local access television Channel 15. A small amount of
funding is allotted to the committee by the City for education, and the committee is able to send a
representative to relevant conferences including the Iowa Bicycle Summit. While this committee has
significant community involvement, it currently lacks representation from City engineers and Council members.

Existing Facilities
The MPO area has a variety of facilities for bicycles and pedestrians including over 115 miles of paved trails.
However, the definition of a paved trail is inherently up to interpretation. Today’s standard for new trail
construction is 10 feet wide, and eight-foot wide trails are acceptable in certain circumstances such as where
low bicycle and pedestrian traffic is anticipated. Nonetheless many trail segments in the MPO area were
constructed before this standard was adopted and are only six to eight feet wide. Also, areas such as the
University of Northern Iowa campus and Downtown Waterloo have several pedestrian facilities at least eight
feet wide, though their function is not conducive for bicycle traffic. Existing trails presented in this document
represent trails that are conducive for bicycle travel and are at least part of a predominantly eight to ten-footwide trail.
Currently, paved trails make up the vast majority of separated bicycle facilities in the MPO area. However, the
MPO area also has bike lanes, paved shoulders, shared lane markings (or “sharrows”), and signed bike routes.
Table 5.3 shows the total centerline length of each facility type in the MPO area. The term buffered bike lanes
refers to a bike lane with a painted buffer as described previously, and may or may not include vertical
infrastructure such as delineator posts. The term on-road path refers to a segment of roadway that is
designated for both bicycle and pedestrian travel, usually as part of a much longer paved trail.
The development of the first protected bike lanes in the MPO area began in 2017 along Park Avenue in
Waterloo. The term protected refers to any sort of vertical protection between a bike lane and driving lane,
such as delineator posts, planters, or parked cars. Initially, only parked cars served as the vertical separation,
but then the City installed delineator posts in 2018 to prevent through traffic from driving in the parking area.
Development of the Park Avenue bike lanes was spearheaded by the Waterloo Complete Streets Committee.
The committee debated whether to wait to secure grant funding to develop more elaborate bike lane
treatments, or to advance a low-cost lane reconfiguration as soon as possible. The majority of the committee
favored the latter option, and the recommendation was advanced to the City Council. MPO staff helped
facilitate discussions between multiple City departments and elected officials, and staff also helped develop
the initial planning-level design of the protected bike lane concept.
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Map 5.1

Existing Bicycle Facilities
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Current Projects
There are several ongoing bicycle and pedestrian infrastructure projects underway in the MPO area. The
University Avenue reconstruction projects in Cedar Falls and Waterloo and the U.S. Highway 63 reconstruction
project in Waterloo are currently under construction, and both roads will include a paved ten-foot-wide trail for
bicycles and pedestrians. A standalone paved trail project is also under construction along Center Street in
Cedar Falls. Center Street becomes Waverly Road past city limits, and Black Hawk County is currently adding
three-foot paved shoulders along Waverly Road for the purpose of facilitating bicycle travel. The paved
shoulders will extend nearly as far as the City of Janesville which is outside the MPO area.
In the next few years, as shown in Chapter 3, Table 3.5, a number of large roadway reconstruction projects are
expected in the coming years, some of which may also include additional bicycle and pedestrian infrastructure.
Some projects of particular interest include La Porte Road, West Ridgeway Avenue, and Franklin Street in
Waterloo, Main Street and Cedar Heights Drive in Cedar Falls, Gilbertville Road in Elk Run Heights, and
Lafayette Road in both Evansdale and Raymond. Some type of pedestrian facility is expected with all these
projects, and facilities for bicyclists are likely as well. In addition, a standalone paved trail project on Union
Road in Cedar Falls is also programmed for STBG funding in FY 2020.

Current Planning
The MPO is currently working on several bicycle and pedestrian related projects. These include both shortrange and long-range planning efforts. This section intends to describe only those efforts that are long-range in
nature, and does not intend to cover all bicycle and pedestrian projects MPO staff work on.

2045 MPO Bikeway Plan
The 2045 MPO Bikeway Plan is a significant update from the previous 2040 Bicycle Accommodation Plan. The
term “bikeway” refers to a way of travel for bicycles. This was chosen as the name for this update, because
bicycle accommodations could refer to facilities such as bike racks and fix-it stations which this plan does not
address.
The main difference between the 2040 and 2045 plans is that roadways were reviewed in greater detail to
determine more feasible planned facility types. Several factors were considered when making these
determinations including each road’s right-of-way, trees, driveways, drainage areas, traffic volumes, and lane
configurations. Connectivity to businesses and educational instructions was also a priority.
Another fundamental difference between the two plans is that the 2045 Plan identifies low-volume residential
streets that can be used by bicyclists without any additional treatments. While the 2040 Plan also identified
shared lanes, the 2045 Plan does so with the intent of connecting more separated bicycle facilities. In this
respect, shared lanes for bicycles are analogous to collector streets for cars, while bike lanes and paved trails
function more like arterial roadways.
The MPO area currently has a variety of different bicycle facility types. Table 5.3 shows the existing mileage of
each facility type, and the existing and planned mileage combined in the 2045 MPO Bikeway Plan. As noted
above, a major emphasis of this plan is identifying low-volume roads suitable as part of a bicycle network, and
the planned increase in signed on-road bike routes and shared lane markings reflects this.
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Map 5.2
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Table 5.3: Existing and planned miles of bicycle facilities
Facility Type
Bike lanes (including buffered and one-way)
Paved shoulders
Shared lane markings (i.e. sharrows)
Signed on-road bike routes
Paved trails (including on-road paths)

Existing Miles
3.2
7.4
5.0
4.3
116.9

Existing + Planned Miles
58.4
14.0
31.3
51.0
149.0

Pedestrian Master Plan
The foremost planning effort related to pedestrians is the MPO Pedestrian Master Plan. Planning for the
Pedestrian Master Plan began in 2014, and three public input surveys were developed specifically for the plan:
•
•
•

2015 Pedestrian Master Plan Mail-Out Survey, 344 responses
2015 Special Outreach Survey, 207 responses
2016 Public Input Meeting Survey, 92 responses

Recommendations for the Pedestrian Master Plan are currently being developed, and they will include
pedestrian infrastructure projects as well as policies and procedures that benefit pedestrians in other ways.
Project recommendations are based in part on the results of the initial mail-out surveys. Respondents were
asked to select one area they would improve for pedestrians, out of 24 areas total. The highest ranked areas
were reviewed by MPO staff to determine the “focus areas” of the plan. In other words, these are the areas
with the greatest demand for pedestrian improvements where new investments may have the greatest public
benefit.
After the focus areas were identified, individual project concepts were drafted by MPO staff in each area. The
concepts were presented in detail at the Pedestrian Master Plan public input meetings held in November and
December of 2016. The locations of the focus areas and draft project recommendations are shown on Map
5.3.
In addition, the plan will utilize a significant amount of data from the 2017 National Household Travel Survey
(NHTS) Add-on. The NHTS Add-on includes responses from 1,221 households representing 2,450 individuals
in the MPO area. In addition to the survey responses, over 500 walking trips were also recorded. MPO staff is
currently working with the FHWA and NHTS project leaders to help develop a tool to quickly display these
results on maps online. The Plan is expected to be completed in spring 2019, following the adoption of this
LRTP.
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Map 5.3
Pedestrian Master Plan
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Trail Wayfinding Signage
In 2016, the Cedar Trails Partnership secured a grant from Principal Financial for wayfinding signs on the
paved trails in the metropolitan area. The Cedar Trails Partnership reached out to MPO staff for guidance, and
the MPO agreed to plan the implementation of the new signs. These signs would be implemented in several
jurisdictions, and would effectively replace the smaller wooden signs scattered along the trails. Meetings were
held with representatives from the Cedar Trails Partnership, the MPO, each City, and George Wyth State Park.
MPO staff determined the
location of each sign, the
destinations displayed on
each customized sign, and
the optimal routes to each
destination. The Cedar
Valley Trails graphic and
sign layout was developed
as a committee, using
graphic elements from the
Cedar Trails Partnership
logo and Prairie Pathways
interpretive panels.
Each sign also shows the distance to each destination, as well as the estimated time it would take by bicycle
based on an average speed of 10 miles-per-hour. Each customized sign displays the closest destination first,
followed by any other destinations in the same direction, and then the next closest destination in a different
direction.
Altogether over 140 customized wayfinding signs were installed throughout the MPO area, in addition to
dozens of standard bike route sign assemblies. All signs have since been installed, and a second phase of
signs is anticipated to be developed in 2019 to exhaust the remaining grant funds.

Trail Counts
MPO staff has also been collecting counts of trail usage at several points along the paved trails network. The
last manual count took place in 2014. However, much of the week was raining, and by the weekend parts of
the paved trails network had flooded.
Since then, the Cedar Trails Partnership worked together with INRCOG to purchase and install ten electronic
trail counters throughout the metropolitan area. The electronic counters will help supplement the manual
counts and provide reliable trip data for the future. In addition, the counters can be set out at various
locations more frequently or for special events when tracking is desired. The counters have been collecting
data continuously since July 2017. The electric counters do not differentiate different types of trail users. In
2019, INRCOG staff plan to conduct manual counts to validate the count data. Staff also plan to complete a
trail count report in 2019.
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Figure 5.5: Trail count daily totals, 2017-2018

Bicycle Ordinance Updates
In 2018, the City of Hudson was the first city in Iowa to adopt an updated bicycle ordinance based on the Iowa
Bicycle Coalition’s model ordinance. The model ordinance is a template that includes 17 sections addressing
a variety of topics including rules for lamps and reflectors, obedience to signals, and passing a bicyclist. In the
MPO area, the last known updates to any city’s ordinances related to bicycling were in the 1970s.
Waterloo and Cedar Falls have since begun discussions among staff to update their own ordinances. In
Waterloo, the ordinance update is being led by the city’s Traffic Operations department. In Cedar Falls,
discussions are led by the Bicycle and Pedestrian Advisory Committee with participation from the city’s
Planning and Police departments.
American Discovery Trail
The American Discovery Trail (ADT) is a designated east-west bicycle route extending from the East Coast to
California. The ADT uses some paved trails, though it is predominantly designated along roadways. The official
ADT route splits into a Northern Route and Southern Route between Ohio and Colorado, and the MPO area is
situated along the northern route. In fact, the trail through George Wyth State Park is the northernmost point
along the entire trail nationwide.
The ADT includes the Cedar Valley Nature Trail, the Evansdale Nature Trail, portions of the Cedar Valley Lakes
Trail and South Riverside Trails, and the Cedar Prairie Trail. Locally, the route has been considered to include
the entirety of the two riverfront trails between Pfeiffer Park in Cedar Falls and Downtown Waterloo. However,
the official route as of 2016 is a single linear route, and it does not exclusively follow the existing riverfront
trails. A sizable portion of the official route actually follows Commercial Street in Waterloo, even though there
are now paved trails on both sides of the river parallel to the official route. It is a goal of the MPO to coordinate
with the ADT Board to realign the official route through the MPO area to make optimal use of the existing paved
trail network. Map 5.4 shows the official ADT route, other routes identified as part of the ADT in the past, and
areas of the trail where a realignment will be possible or necessary.
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Map 5.4
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Socioeconomic Data and Public Input
According to U.S. Census American Community Survey data, an estimated 0.5 percent of workers in Black
Hawk County bicycle to work, and 4.6 percent walk to work. Furthermore, it is estimated that 2.3 percent of
workers do not have a vehicle available.
While Census data can give us a broad understanding of commuting trends, National Household Travel Survey
(NHTS) Add-on data provides greater insight into the characteristics of those who travel by bicycling or walking.
Among all trips, not just commute trips, an estimated 1.2 percent of trips were by bicycle and an estimated 6.8
percent of trips were by walking. Altogether, MPO residents made a cumulative 1,774,000 person-trips by
bicycle and 10,359,000 person-trips by walking.
In terms of distance, MPO residents bicycled an estimated total of 5,370,000 miles and walked an estimated
6,596,000 miles. On a daily basis, this equates to about 14,700 miles of bicycling and 18,100 miles of
walking per day. While these values may seem high, they apply to all of the estimated 121,357 persons over
five years of age living in the MPO area. In other words, each MPO resident bicycles 0.12 miles per day and
walks 0.15 miles per day on average. Of all trips recorded in the NHTS Add-on, the average bicycling trip was
3.03 miles in length, and the average walking trip was 0.64 miles. Table 5.4 shows a variety of data on
bicycling and walking in the MPO area, including information presented above.
Table 5.4: Bicycle and pedestrian trip statistics in the MPO area
Bicycling
Commute to work1
0.5 %
All trips
1.2 %
Annual person trips
1,774,000 trips
Annual trip distance
5,370,000 miles
Average trip distance
3.03 miles
Average trip duration
22.33 minutes
Mode used in past 7 days
9,167 residents

Walking
4.6 %
6.8 %
10,359,000 trips
6,596,000 miles
0.64 miles
17.03 minutes
66,290 residents

1 –U.S. Census American Community Survey data (2012-2016) for Black Hawk County. All other values are from the 2017 NHTS Add-on for the MPO area.

These values can be cross-tabulated with other variables including gender, race, household income,
educational attainment, and homeownership status to draw further conclusions about bicycle and pedestrian
trends in the MPO area. This chapter does not attempt to identify correlations among these variables. The
Pedestrian Master Plan will review the survey results further as they relate to walking. Future bicycle and
transit planning initiatives may necessitate a need to identify correlations for these modes. However, there
were fewer bicycle and transit trips recorded than walking trips, and therefore the statistical margins of error
are higher for these modes.
It is a goal of the MPO to produce a report on the NHTS Add-on data to provide a more guided and
comprehensive analysis of the results. Several factors should be considered including margin of error,
confidence intervals, weighting, and which dataset is used, before further results of the Add-on surveys are
presented to the public.
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Lane Reconfiguration Model Scenario
Data provided by the FHWA (Evaluation of Lane Reduction "Road Diet" Measures on Crashes, FHWA-HRT-10053) indicates that 4-lane to 3-lane conversions lead to a 19 to 47 percent reduction in total crashes. The
FHWA considers “road diets” as a proven safety countermeasure, alongside other proven treatments such as
turning lanes and medians.
In 2017, the Iowa DOT conducted a Statewide Screening for Potential Lane Reconfiguration. Table 5.5 and
Figure 5.6 show the roads identified in the screening:
Table 5.5: Iowa DOT Screening for Potential Lane Reconfigurations in the MPO area
City

Route

Termini

AADT

Length

Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Cedar Falls
Evansdale
Waterloo
Waterloo
Waterloo
Waterloo
Waterloo

W Viking Rd
Main St
Greenhill Rd
Waterloo Rd
1st St/IA-57
River Forest Rd
W Conger St
W Ridgeway Ave
Franklin St
Kimball Ave
Ansborough Ave

Hudson Rd to Nordic Dr
6th St to Seerley Blvd
Hudson Rd to Katoski Rd
State St to University Ave
Hudson Rd to Tremont St
Central Ave to Deerwood Park Rd
River Rd to Burton Ave
Sergeant Rd to Kimball Ave
E 1st St to Nevada St
US-20 to Acadia St
E San Marnan Dr to Maynard Ave

7,800
10.200
10,300
11,900
14,600
8,500
9,900
11,700
12,800
13,200
18,400

0.90
1.19
3.47
1.28
0.74
0.53
0.60
1.92
1.39
1.47
3.40

Access
density
10
37
1
37
61
47
8
21
35
13
25

Traffic
signals
Yes
Yes
Yes
Yes
Yes
No
No
Yes
Yes
Yes
Yes

Crash
rate
600
419
320
293
399
158
219
397
639
586
334

Figure 5.6: Map of Iowa DOT Screening for Potential Lane Reconfigurations in MPO area
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Based on the Statewide Screening, MPO staff developed a Travel Demand Model scenario specifically for
projects that may require a lane reconfiguration in order to provide space for bike lanes. The intent of this
analysis is to show the impact of widespread implementation of lane reconfiguration projects, and assumes
that each project would include bike lanes. Table 5.6 shows a list of road segments included in this analysis.
It is important to note that this is just one scenario, and that the design decision of any roadway ultimately
rests with the respective City. A fully connected on-road and off-road bicycle network could take on a variety of
forms.
Table 5.6: List of road reconfigurations in the Lane Reconfiguration Model Scenario
City
Route
Termini
Length Reconfiguration Accommodation

DOT
List

Cedar Falls

Main St

6th St to University Ave

1.4 mi

4-5 to 3 lanes

Buffered bike lanes

Cedar Falls

Waterloo Rd

1.0 mi

4-6 to 3-4 lanes

Buffered bike lanes

Cedar Falls

18th St

0.5 mi

4 to 3 lanes

Buffered bike lanes

No

Waterloo
Cedar Falls/
Waterloo
Waterloo

W Conger St
W Ridgeway
Ave
W Ridgeway
Ave
E Ridgeway
Ave
Franklin St
Franklin St
Kimball Ave

IA-58 SB Ramp to
University Ave
Washington St to
Waterloo Rd
River Rd to Burton Ave
IA-58 to
Ansborough Ave
Ansborough Ave to
Kimball Ave
Kimball Ave to
Baltimore Ave
E 11th St to Nevada St
E Mullan Ave to Utica St
Tower Park Dr to
¼ mi S of US-20
E San Marnan Dr to
Martin Rd
Martin Rd to US-63

Yes,
mostly
Yes

0.7 mi
3.5 mi

4 to 3 lanes
4-5 to 3 lanes

Buffered bike lanes
Buffered bike lanes

1.0 mi

4 to 3 lanes

Bike lanes

Yes
Yes,
partly
Yes

0.4 mi

4 to 3 lanes

Bike lanes

No

0.6 mi
0.2 mi
0.5 mi

4-5 to 3 lanes
4 to 3 lanes
4 to 3 lanes

Bike lanes
Bike lanes
Buffered bike lanes

1.3 mi

4 to 3 lanes

Buffered bike lanes

Yes
No
Yes,
partly
Yes

0.5 mi

4 to 3 lanes

Bike Lanes

Yes

Black Hawk Rd to River
Rd
University Ave to
Ansborough Ave
Fletcher Ave to
Ansborough Ave
Westfield Rd to
University Ave
Park Rd to Utica St
Park Rd to Kern St
Kern St to Burton Ave
Logan Ave to Ankeny St

1.4 mi

4-5+ to 3-4 lanes

Buffered bike lanes

0.4 mi

4 to 2 lanes

Buffered bike lanes

Yes,
mostly
No

0.5 mi

3-4 to 2-3 lanes

Buffered bike lanes

No

0.6 mi

4-5 to 3 lanes

Buffered bike lanes

No

0.3 mi
0.4 mi
0.9 mi
0.2 mi

4 to 2 lanes
4 to 3 lanes
4 to 2 lanes
5 to 3 lanes

Buffered bike lanes
Bike lanes
Buffered bike lanes
Buffered bike lanes

No
No
No
No

Vinton St to Nevada St
Lafayette St to
Sycamore St
South St to Jefferson St
Jefferson St to Franklin
St
Franklin St to Lane St

0.3 mi
0.1 mi

3 to 2 lanes
4 to 3 lanes

Bike lanes
Bike lanes

No
No

0.2 mi
0.6 mi

4-6 to 2-4 lanes
4 to 3 lanes

Buffered bike lanes
Bike lanes

No
No

<.1 mi

4 to 3 lanes

Buffered bike lanes

No

Waterloo
Waterloo
Waterloo
Waterloo
Waterloo

Waterloo

Ansborough
Ave
Ansborough
Ave
Ansborough
Ave
Falls Ave

Waterloo

Westfield Rd

Waterloo

Fletcher Ave

Waterloo
Waterloo
Waterloo
Waterloo
Waterloo
Waterloo

Broadway St
Broadway St
Broadway St
Conger St /
Newell St
Lafayette St
Vinton St

Waterloo
Waterloo

W 11th St
11th St

Waterloo

E 11th St

Waterloo
Waterloo
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Waterloo

W 4th St

Waterloo

W 4th St

Waterloo

Williston
Ave/W 5th St
W 5th/6th St

Waterloo
Waterloo
Waterloo
Waterloo
Waterloo
Waterloo
Gilbertville

Commercial
St
Jefferson St
La Porte Rd
E Mitchell
Ave
Hammond
Ave
5th St

NB Washington St to
South St
Wellington St to 200’ W
of Wellington St
Kimball Ave to Bayard
St
Bayard St to Sycamore
St
Mullan Ave to W 6th St

0.1 mi

3-4 to 2 lanes

Buffered bike lanes

No

<.1 mi

3 to 2 lanes

No

0.2 mi

2 to 1 lane

1.3 mi

3 to 2 lanes

0.5 mi

3-4 to 2-3 lanes

WB bike lane,
EB sharrows
One-way buffered
bike lane
One-way buffered
bike lane
Bike lanes

Mullan Ave to W 6th St
Cornwall St to 200’ S of
San Marnan Dr
La Porte Rd to RR
tracks
350’ S of Wildwood Dr
to San Marnan Dr
14th Ave to 21st Ave

0.5 mi
0.5 mi

3 to 2 lanes
4-5 to 3 lanes

Bike lanes
Bike lanes

No
No

0.1 mi

4 to 3 lanes

Bike lanes

No

0.2 mi

3-4 to 2-3 lanes

Bike lanes

No

0.3 mi

4 to 3 lanes

Bike lanes

No

No
No
No

The results of the Travel Demand Model scenario for the 2045 MPO Bikeway Plan are included in Chapter 3,
and can be compared to the standard 2045 model scenario (E+C+P) to identify the potential traffic impacts of
widespread lane configurations for bike lanes. While there are some isolated decreases in level of service,
overall the model scenario does not show a significant increase in traffic congestion systemwide. Cities need
to prioritize the trade-offs between achieving a high level of service for automobiles and improving accessibility
for bicyclists and other users of the roadway.

Other Non-Motorized Projects
Water Trails Master Plan
In 2017 and 2018, INRCOG has been in the process of developing a Water Trails Master Plan for Black Hawk
County. This project is funded through the Iowa Department of Natural Resources (DNR) and will identify sitespecific improvements to river accesses throughout the County, including about 20 sites in the MPO area.
Many of these river accesses are situated near or along paved trail, creating multiple opportunities of “pedal
paddle” trips. These are trips where a paddler drops off their bike at their take-out location, drives to the put-in
location, paddles downstream, locks up their canoe or kayak, bicycles back to their vehicle, and returns with
the vehicle to pick up their canoe or kayak.
Two public input meetings were held in July and August 2018 on the Water Trails Master Plan, and 92
individuals completed surveys to help guide development of the water trails. The plan is expected to be
completed in December 2018.
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Safe Route to School
Safe Routes to School (SRTS) is a nationwide effort to
promote children safely walking and bicycling to school
through engineering, education, enforcement,
encouragement, and evaluation (5-E’s). SRTS projects are
eligible under the Transportation Alternatives Program (TAP).
INRCOG has been awarded Statewide TAP funding in
multiple years to fund a staff person to coordinate a regional
Safe Routes to School initiative in partnership with the Iowa
Bicycle Coalition and Upper Explorerland Regional Planning
Commission in Decorah. The goal of the program is to
Walking school bus in Gilbertville, 2017
increase the number of students walking and bicycling to
school with the ultimate goal of improving the overall health
and well-being of the region’s youth. To date, INRCOG has done the following:
•
•
•
•
•
•

Supported Safe Routes related education, activities and events in 20 elementary schools in 12 school
districts in INRCOG’s six-county area including the MPO area
Maintained two routine Walking School Bus programs encouraging physical activity and safety for over
75 students and continues to add new programs
Hosted 20 Bike Rodeo safety education events in 2018, to educate over 1,400 students in bike and
pedestrian safety
Continuously attended four area community wellness coalitions with emphasis on physical activity,
safety, and education
Organized trail rides for two elementary schools
Provided input for the development of a new online student data collection tool

Though there is no dedicated Safe Routes to School funding for infrastructure projects anymore, the MPO is
committed to maintaining the Safe Routes to School Coordinator position to continue and grow these activities.

Walking school bus in Waverly, 2018
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Soft Trails
The MPO features a network of soft trails that provide hiking, bicycling, running, and skiing opportunities.
There are over 40 miles of soft trails through the metropolitan area with the heaviest concentrations in George
Wyth Memorial State Park and Hartman Reserve. The Cedar Valley Association for Soft Trails (CVAST) is a local
group dedicated to promoting, maintaining, and building sustainable soft trails in the area. A variety of events
are held throughout the year to encourage people to explore and enjoy the soft trails in the metro area. CVAST
provides an online interactive map to identify tracks and the locations of parking, water, and restrooms.
www.cvast.org
Drive Safe Cedar Valley
A local effort aimed at improving driving habits and decreasing the number of crashes is Drive Safe Cedar
Valley. The goal of this effort is to change the culture of driving in the region. The public awareness program
has used spokespersons, special events, targeted education programs, children’s coloring books, and other
public awareness initiatives to highlight community-wide safe-driving issues. The campaign is a partnership
between the City of Waterloo, the Iowa DOT, and INRCOG, and the project continues to be funded in part
through the MPO.
www.drivesafecv.com
www.kidstrafficsafety.com
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Chapter 6

Freight

Chapter 6 – Freight
METRO AREA
STATS

105
Transportation and
warehousing
businesses1

82
Miles of active
rail lines2

130
At-grade road-rail
crossings2

23
Road-rail incidents
over the past 20
years3

121
Miles of active
pipeline4

1. U.S. Census Bureau, 2016 County
Business Patterns
2. Iowa DOT REST Services, Active Rail Lines,
2018

Freight Background
The economic success of a region depends largely on its multimodal
freight networks and connections to the rest of the world, and its
ability to facilitate the movement of people and goods across and
within its boundaries. There are several modes of transportation that
are utilized for this purpose and are important components of this
Plan. Increased competition in today’s global economy often rewards
those regions that actively plan for and pursue seamless
transportation systems which depend on efficient connections
between all modes of travel, including modes designed specifically
for freight movements.
Multimodal can have several meanings with regard to transportation;
it can mean specific containers designed to be transferred from one
mode to another, such as truck to rail; it can mean freight or
passenger trips that utilize more than one mode of transportation.
The focus of this chapter is to explore freight and multimodal
transportation which often overlap. The movement of freight
frequently involves a number of steps and potentially multiple modes
of transportation. There are four modes of freight transportation
available in the metropolitan area – truck, rail, air, and pipeline. The
MPO does not contain any navigable waterways.
Freight transportation planning is critical in that the amount of freight
transported continues to grow, thus placing substantial demands on
the transportation system. Due to increasing truck traffic, highways
and county roads are showing increased deterioration and requiring
repair and replacement sooner than anticipated. Rail lines may not
be able to handle the size and weight of today’s cargo and may be
near capacity in areas. Pipelines are vital for the movement of oil
and natural gas, and air cargo remains the quickest way to move a
product across the country or world.
The significance of planning for multimodal networks and the
importance of freight transportation has been emphasized by past
federal transportation bills and continues with the FAST Act. Three of
the FAST Act’s metropolitan planning factors targeted towards the
multimodal system and freight are:
•

3. Federal Railroad Administration, Accident
Data as reported by Railroads
4. U.S. DOT Pipeline and Hazardous Materials
Safety Administration, National Pipeline
Mapping System

•
•

Support the economic vitality of the metropolitan area,
especially by enabling global competitiveness, productivity, and
efficiency.
Increase the accessibility and mobility of people and for freight.
Enhance the integration and connectivity of the transportation
system, across and between modes, for people and freight.
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The overall goal of the multimodal network, and planning for such, is to ensure the efficient and safe transport
of persons and goods using the mode which is most beneficial given individual circumstances. To meet this
goal, the connectivity and accessibility from all available modes is a critical factor in planning for the future
transportation network of the metropolitan area.
While freight planning is an important part of the transportation planning process, it should be noted that it
differs significantly from planning for other modes of transportation. The main reasons for this are that most
freight transportation operations fall under the purview of the private sector, and, in the case of rail and
pipeline, the infrastructure is owned by private companies. This results in less publicly available data for
freight movements and more challenges in bringing all freight stakeholders to the discussion table. For
example, some companies may be reluctant to discuss specific freight issues due to the sensitivity of freight
information.
Though multimodal and freight planning can be a challenging endeavor, it is important for the area. The
movement of goods and people are vital to the region’s economy. If energy prices rise again, it will become
even more important to maintain quality infrastructure for all modes of transportation, and ensure that freight
can be transported by the most efficient mode given the type of freight and its origin and destination.

Freight at the National Level
Freight will be discussed by weight and value. The measures vary
considerably among mode. For transportation purposes, weight is often
a primary consideration, as it has a direct effect on the condition of the
system. Value is an important measure for economic purposes and to
understand what goods and industries are having the most effect on
local economies.
According to the U.S. DOT’s Freight Facts and Figures 2017, the
national transportation system moved a daily average of 49 million tons
of freight valued at more than $52.5 billion in 2015. Tonnage is
projected to increase at about 1.4 percent per year between 2015 and
2045. The value of freight moved is forecasted to increase faster than
the weight, rising from $1,044 per ton in 2012 to $1,461 per ton in
2045, when controlling for inflation. This increase is due to high-value,
low-weight commodities growing at a faster rate than low-value, highweight commodities. An important note for local planning is that 37
percent of the value and 50 percent of the weight of goods were
transported less than 100 miles from their origin to their destination. Trucks carry over 80 percent of the
freight tonnage that travels less than 100 miles. Figures 6.1-6-3 illustrate weight and value of shipments by
transportation mode, and total freight moved by distance.
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Figure 6.1: Weight of Shipments by Transportation Mode, 2015
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Figure 6.2: Value of Shipments by Transportation Mode, 2015
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Figure 6.3: Total Freight Moved by Distance, 2015
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Freight in Iowa
Iowa has a large and diverse economy that demands the efficient transportation of freight. In addition to the
exports Iowa creates and goods the state imports, Iowa’s position in the middle of the United States makes it a
crossroads for freight movement. According to the U.S. DOT Freight Facts and Figures 2017, the demand for
freight transportation is driven primarily by the geographic distribution of population and economic activity.
Both population and economic activity have grown faster in the South and West than in the Northeast and
Midwest. Iowa’s transportation system plays an important role in moving freight to the coasts. The state’s
transportation system is also important for the significant amount of freight that originates outside of Iowa and
moves through the state to outside destinations.
Figure 6.4: Iowa Freight Infrastructure Mileage
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According to the Iowa DOT’s Iowa Freight Facts and
Figures, there are 160,109 miles of freight
infrastructure in Iowa, 108 public owned airports,
20,000 trucking companies, 84 pipeline operators,
18 rail companies, and multiple barge operators.
Key freight facilities include one intermodal
container facility, 15 biodiesel plants, 44 ethanol
plants, 60 barge terminals, and 811 licensed grain
elevators. Figure 6.4 shows the distribution of
freight infrastructure in the state, and Figures 6.5
and 6.6 show the weight and value of goods shipped
within, outbound, and inbound Iowa.

Source: Iowa DOT Iowa Freight Facts and Figures

Figure 6.5: Shipments Within, Outbound, and Inbound
Iowa, by Weight and Transportation Mode, 2016
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Figure 6.6: Shipments Within, Outbound, and Inbound
Iowa, by Value and Transportation Mode, 2016
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Figures 6.7 and 6.8 illustrate the top ten commodities shipped within, outbound, and inbound Iowa by weight
and value. The role of agriculture in Iowa is clearly visible, with cereal grains, other foodstuffs, other
agricultural products, and animal feed ranking in the top five commodities shipped outbound by weight, and
machinery and meat/seafood in the top five commodities shipped outbound by value. Figures 6.9 and 6.10
show the top domestic trading partners with Iowa by weight.
Figure 6.7: Top Commodities Shipped Within, Outbound, and Inbound Iowa, by Weight, 2016
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Figure 6.8: Top Commodities Shipped Within, Outbound, and Inbound Iowa, by Value, 2016
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Figure 6.9: Top Domestic Trading Partners with Iowa, Exports by Weight, 2016
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Figure 6.10: Top Domestic Trading Partners with Iowa, Imports by Weight, 2016
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State Freight Plans
Planning for freight has become an emphasis area for the Iowa DOT. A Freight Advisory Council was
established to assist the Iowa DOT in understanding the complexities associated with freight movements in
hopes to more effectively guide public investment in transportation infrastructure. The mission of the Freight
Advisory Council is “to guide the Iowa DOT in fostering a safe, efficient, and convenient multimodal freight
transportation system to enhance the competitiveness of Iowa’s business and industry.” The Freight Advisory
Council consists of stakeholders from a range of industries and groups associated with freight transportation.
The Council has been involved in the development of several planning documents and projects including the
Iowa State Freight Plan, Iowa’s Rail Plan, Iowa in Motion 2045 State Transportation Plan, and the Iowa
Statewide Freight Transportation Network Optimization Strategy.
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Iowa State Freight Plan
The Iowa DOT has developed a multimodal freight plan to address all
modes of the freight transportation system and to incorporate freight
considerations into the statewide transportation planning and
programming process. The State Freight Plan serves as a platform for
safe, efficient, and convenient freight transportation in the state. In
recent years, the Iowa DOT has embarked on numerous freight
planning activities to help achieve this objective. The State Freight
Plan is a way to connect all of these initiatives and allow them to move
forward toward a common goal of optimal freight transportation in the
state. In addition, the Plan guides Iowa DOT’s investment decisions to
maintain and improve the freight transportation system. This plan also:
•
•
•

Aligns with the state transportation plan: Iowa in Motion 2045.
Meets the requirements of the FAST Act.
Supports national freight goals.

Each of Iowa’s freight-related initiatives plays a role in a collaborative planning and programming process. The
tools and studies are utilized to develop system and modal plans, such as the State Freight Plan, which are
consistent with the state transportation plan. Projects are then identified, studied, and programmed based on
the findings and recommendations provided from each of these initiatives.
As part of the State Freight Plan development process, the Iowa DOT identified and established a new
Multimodal Freight Network in the state. This network will be the target of several freight strategies and
improvements for the Iowa DOT which are identified in the State Freight Plan.
Iowa Multimodal Freight Network
Source: Iowa DOT, Iowa State Freight Plan, 2018
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In order to identify and prioritize candidates for freight improvements, the Iowa DOT has utilized a Value,
Condition, and Performance (VCAP) matrix. This approach takes advantage of multiple tools available to the
Iowa DOT including a Freight Mobility Issues Survey, Iowa Travel Analysis Model (iTRAM), Infrastructure
Condition Evaluation (ICE), INRIX bottleneck ranking tool, and Iowa’s annual traffic counts.
The Iowa DOT initially developed a draft list of highway locations with freight mobility issues. This was
completed by analyzing INRIX traffic data to identify bottleneck locations in the state and the number of times
each occurs throughout the year. This data was retrieved for 2014 and overlaid with the Iowa DOT’s truck
traffic count data. This draft list of bottleneck locations was sent to the Freight Advisory Council, Iowa DOT
districts, metropolitan planning organizations, and regional planning affiliations for input.
The statewide travel demand model (iTRAM) was used to assess the value of each candidate location to the
overall freight transportation network. ICE was used to evaluate the current condition of each location, and the
INRIX bottleneck ranking tool was used to determine the performance of each candidate location.
After each candidate location was assigned a Value, Condition, and Performance rating, each was ranked
using those values for each of the three categories. The average of these three rankings was calculated and
the candidate locations were assigned an overall priority rank. Six locations, including one high priority, were
identified in the Black Hawk County metropolitan area. Infrastructure recommendations identified as part of
the Northeast Industrial Access Planning Study (discussed later in this chapter) would increase efficiency for
truck freight movements in the metropolitan area and may alleviate the majority of freight bottlenecks
identified.
Highway freight priority locations
Source: Iowa DOT, Iowa State Freight Plan, 2018

www.iowadot.gov/iowainmotion/files/Iowa-State-Freight-Plan-Update-2018.pdf
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Iowa State Rail Plan 2017
This document is intended to guide the Iowa DOT in its activities of
promoting access to rail transportation, helping to improve the freight
railroad transportation system, expanding passenger rail service, and
promoting improved safety both on the rail system and where the rail
system interacts with people and other transportation modes. The State
Rail Plan describes the state’s existing rail network and rail-related
economic and socioeconomic impacts. The Plan also describes the
State Rail Plan process, Iowa’s rail vision and supporting goals,
proposed short- and long-range capital improvements, studies, and
recommended next steps to address the issues identified.
During stakeholder input, various themes arose regarding existing rail
issues at the local, regional, or state levels and the direction or actions
that should be taken in the future. The themes described included:
•
•
•
•
•
•
•
•
•

General rail benefits, opportunities, and threats
Rail freight
Intercity passenger rail service
Commuter rail service
Rail safety and security
Rail-related economic development
Environmental issues
Rail financing
Role of public agencies regarding rail

Based on suggestions obtained through outreach efforts, the Iowa DOT developed Iowa’s rail vision of “a safe,
secure, and efficient Iowa rail system that ensures Iowa’s economic competitiveness and development by
maintaining the rail infrastructure and providing rail access and connectivity for people and goods in an
environmentally sustainable manner.”
Rail service goals aligned with the vision were developed based on the rail-related benefits, issues, and
challenges that were identified. These goals are as follows:
•
•
•
•
•
•

Enhance safety and security of the rail system
Maintain the rail infrastructure
Provide access and connectivity
Improve efficiency
Ensure economic competitiveness and development
Sustain the environment
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Intermodal Transfer Facilities
Iowa’s freight system includes a number of facilities that enable the smooth transfer of goods from one mode
to another. These facilities allow shippers to take advantage of the cost, speed, and capabilities of more than
one mode. Intermodal transfer facilities are critical to provide the most efficient goods movements for various
commodities. Types of transfer facilities include the following:
•
•

Intermodal transfer facility – Transfer of freight using an intermodal container or trailer through
multiple modes of transportation without the handling of the freight itself when changing modes.
Transload facility – Transfer of freight shipments, typically bulk, from the vehicle/container of one
mode to that of another at a terminal interchange point.

Currently, there are no intermodal transfer facilities located within the MPO. The metro area does have three
transload facilities, two distribution centers, and multiple public warehouses that collect and distribute freight.
These locations generate many truck trips from the shipping and receiving of commodities which should be
considered during the transportation planning process.
Iowa’s freight intermodal facilities
Source: Iowa DOT, Iowa State Freight Plan, 2018
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Freight in the Metropolitan Area
The metro area offers four modes of transportation for freight: truck, rail, air, and pipelines. These modes are
all utilized for the movement of goods within, to, and from the metropolitan area. Map 6.1 shows the
multimodal freight elements in the area.
The MPO is home to many manufacturing companies and industries that facilitate or rely on freight
movements. There are also a variety of transportation-related companies and motor carriers homebased in
the metropolitan area. Figure 6.10 shows the number of transportation and warehousing establishments by
number of employees. According to the U.S. Census Bureau’s 2016 County Business Patterns, the
metropolitan area has 105 transportation and warehousing establishments with a total of 2,685 employees
and annual payroll of $113 million.
Figure 6.10: Number of Transportation and Warehousing Businesses by Number of Employees
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In addition to industries that provide or support transportation, there are a variety of businesses in the MPO
that rely on freight transportation. Businesses in the manufacturing, retail, and wholesale sectors require
efficient transport of their products inbound and outbound. Table 6.1 lists the ten major employers in Black
Hawk County. Two of the top five employers are manufacturing and foods industries that rely heavily on freight
shipments.
Table 6.1: Ten Major Employers
Company Name

Industry

John Deere
Tyson Fresh Meats
Wheaton Franciscan Healthcare
UnityPoint Health
University of Northern Iowa
Hy-Vee Foods Store (6)
Waterloo Community Schools
Omega Cabinets
VGM Group
Target Regional Distribution

Manufacturing
Food Processing
Health Care
Health Care
Education
Grocery
Education
Manufacturing
Diversified
Distribution

Approximate
Employees
5,000
2,889
2,883
2,520
1,816
1,773
1,604
854
843
840

Source: Greater Cedar Valley Alliance & Chamber 2016/2017 Community Guide
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Truck Transportation
The MPO has a high-quality network of highways for the transportation of goods entering, leaving, or traveling
through the MPO. Commodity movement by truck in Iowa is heavily concentrated on the Interstate Highway
System and Commercial and Industrial Network, and Black Hawk County is served by segments of both. These
highways travel far beyond the local area and provide state and national connectivity.
Transportation by truck is the primary modal choice for shippers in Iowa and the Black Hawk County
metropolitan area. This is in part due to the relatively low cost of shipping coupled with the flexibility provided
by truck transport. It is essential that the availability and transport of goods be efficient and able to respond in
a short time to meet just-in-time manufacturing needs. The metropolitan area is fortunate to have a highquality street and highway network to meet this need.
Highway Network
Waterloo and Cedar Falls have a substantial inventory of major arterials that connect the region to the rest of
the Midwest and nation. Table 6.2 provides traffic figures for some of these highways. Over the years, traffic
and truck traffic has increased on many of these routes. As shown, the highways that serve as through routes
– Interstate 380, U.S. Hwy 20 – have a significant percentage of truck traffic.
Table 6.2: Traffic Comparison for Highways, 2012 vs 2015
Location
I-380 at D38 (Poyner Rd) interchange
I-380 at Cedar River Bridge
I-380 at Mitchell Avenue
U.S. Hwy 20 at IA Hwy 58 interchange
U.S. Hwy 20 at I-380/U.S. Hwy 218 W interchange
U.S. Hwy 218 at IA Hwy 27/57 interchange
U.S. Hwy 218 at W 11th St
U.S. Hwy 63 at Ansborough Ave
U.S. Hwy 63 at Donald St
IA Hwy 58 at Greenhill Rd

AADT
2012
15,200
40,600
22,100
15,900
25,500
23,300
27,100
6,000
14,300
23,600

AADT
2015
15,600
42,100
26,500
14,500
31,400
29,100
31,100
6,800
11,000
23,100

Percent Trucks
2012
21.5
9.6
8.2
10.6
10.0
8.3
8.0
7.9
5.6
5.3

Percent Trucks
2015
24.7
15.2
10.3
22.7
16.3
9.2
9.3
9.0
4.6
4.8

Source: Iowa DOT Traffic Books

Truck Transportation Planning Issues
Planned initiatives that would impact truck transportation are addressed in Chapter 3. These projects primarily
focus on the preservation of the major corridors in the metropolitan area. A specific freight-related project is
the Northeast Industrial Access Planning Study which is scheduled for completion in December 2018. The
goal of this study is to identify an alternative route that will function as a freight corridor to serve the growing
northeast industrial area in
Waterloo. The study generated
infrastructure recommendations
to increase efficiency for truck
freight transport. Improvements
identified for Plaza Dr/Elk Run Rd
and North Elk Run Rd are shown
in the fiscally constrained table of
projects in Chapter 3; three largescale projects are identified
outside the financial constraint of
this Plan.
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Recent construction projects have
improved the metropolitan area’s
connectivity to the nation. One of those
projects is the completion of the fourlane U.S. Hwy 20 across the state. This
project involved adding two additional
lanes to the highway between Early and
Moville. This final 40 miles of U.S. Hwy
20 expansion was completed in 2018.
This upgraded facility makes U.S. Hwy
20 a comparable option to other eastwest routes, such as Interstate 80 in
central Iowa, and could result in a
significant increase in freight traffic in the
metro area.

U.S. Hwy 20 alignment through Iowa

Iowa continues to be a leader in the production of renewable energy, in particular biofuels and wind energy.
According to Iowa Corn, Iowa leads the nation in ethanol production, creating nearly 30 percent of all U.S.
ethanol. Iowa’s ethanol industry can produce more than 4.1 billion gallons annually, using more than 1.3
billion bushels of corn. Ethanol plants have created new more localized demand for corn, thus changing the
transportation needs of the agriculture industry. For many plants, corn is frequently delivered by truck from
farms or grain storage locations. Outbound shipments of ethanol and distiller grains are often transported by
truck. In addition, large turbine components and machinery used to construct farms must also be transported
along highways and bridges. According to the Iowa DOT, it takes up to 12 truckloads per wind turbine tower.
Each turbine also requires cranes, concrete, gravel, and construction equipment. The added truck traffic can
accelerate the rate of deterioration on roads and bridges.
While not all projects programmed in the region are focused on freight, all roadway projects on federally
classified roads should be planned with freight considerations in mind. The design of roads is critical to freight
movement, and issues such as inadequate shoulders, turning radii, or travel way width can be a hinderance to
the efficient movement of freight.

Rail Transportation
Rail is typically second to trucks in terms of freight movement across the U.S., Iowa, and in the MPO. While
railroad mileage in the state is less than half of what it was early in the 20 th Century, the volume of rail traffic
continues to increase. According to the Iowa DOT 2017 Iowa State Rail Plan, Iowa ranks in the top 15 among
states in total miles of rail, rail tons originated, rail carloads originated, rail tons carried, and rail carloads
carried. There are currently several rail lines being operated in the metropolitan area including:
•
•
•
•

Canadian National rail line running east-west through the metropolitan area, whose primary operators
are the Chicago Central and Pacific Railroad and Cedar River Railroad Company.
Canadian National rail line that comes from the north paralleling U.S. Hwy 218 before merging with
the east-west route. The primary operator is the Cedar River Railroad Company.
Iowa Northern Railway Company line running northwest-southeast through the metro area, with
haulage agreement with Union Pacific.
Union Pacific rail line running from downtown Waterloo to Dewar. The line continues northeast to
Oelwein under the D&W Railroad Company. Iowa Northern Railway Company is the primary operator.

Rail carriers are classified based on their historical annual operating revenues (Table 6.3).
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Table 6.3: Railroads Operating in the MPO by Class
Class

Annual Operating
Revenue

Railroad Company in MPO

Class I

$250 million or more

Class II “regional”

$20 million to $250
million
Less than $20 million

Union Pacific
Canadian National Railway
D&W Railroad
Iowa Northern Railway Company

Class III “short line”

Miles Owned
in Iowa
1,291
605
22
117

Percent of
Total Iowa
Rail Network
33.5
15.7
0.6
3.0

Source: Iowa DOT, Iowa State Rail Plan, 2017

The above carriers depend on the transportation of bulk commodities such as grain, coal, and chemicals as
their primary freight. These carriers also transport intermediate and finished manufactured products outbound
from the metro area. There are multiple businesses in the MPO that rely on rail to provide portions or all of
their freight transportation needs.
Passenger Rail
Currently there are no passenger rail services in the metropolitan area. The only Amtrak routes that cross Iowa
are the California Zephyr with stations in Burlington, Mt. Pleasant, Ottumwa, Osceola, and Creston, and the
Southwest Chief with a station in Fort Madison. Planned intercity services include new passenger trains
between Chicago and Iowa City, and between Chicago and Dubuque. The Iowa DOT is studying the extension
of the Chicago-Iowa City service west to Des Moines and Council Bluffs/Omaha. Other routes that may be
studied include the extension of a Chicago-Dubuque service west to Waterloo/Cedar Falls.
Rail Transportation Planning Issues
One of the most visible rail transportation planning issues are safety and delays at road crossings. In Black
Hawk County, there are 130 at-grade road-rail crossings (Map 6.2). Railroad crossings remain a safety
concern despite widespread use of active warning systems to clear the tracks for oncoming trains. From 19982017, there were 23 highway-rail incidents at public and private crossings in Black Hawk County which
resulted in two fatalities and four amputations. Public frustration with frequent delays can lead to choices
such as crossing a stopped train or driving around lowered rail crossing gates, both of which are illegal and
incredibly dangerous.
Iowa Code 327G.32 prohibits a railroad from
blocking a crossing for longer than ten minutes
with four exceptions: when necessary to comply
with signals affecting the safety of the movement
of the trains; when necessary to avoid striking an
object or person on the track; when the train is
disabled; or when necessary to comply with
governmental safety regulations, including speed
ordinances and speed regulations. Citations for
non-compliance may be issued by local law
enforcement authorities, but this is seldom
Railroad crossing pedestrian bridge in Portland, OR
Bikeportland.org
effective. Communities are encouraged to work
with the railroads to come to some kind of
accommodation. The Iowa DOT Office of Rail Transportation can provide community representatives with
information and appropriate railroad contacts. The department is also available to help coordinate and foster
community/railroad relationships to resolve these problems. Federal and state monies – STBG, Iowa’s TAP,
Highway/Rail Crossing Safety Program – are available to fund rail crossing studies, safety improvements, and
pedestrian crossing infrastructure.
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Total rail traffic is anticipated to increase substantially over the life of this Plan. According to the Iowa DOT’s
2017 Iowa State Rail Plan, the total rail traffic inbound, outbound, and within the state is anticipated to grow
35 percent, 44 percent, and 80 percent per year respectively from 2013-2040. Total tonnage for freight rail
traffic for all directional categories in the same time period is anticipated to increase by 52 percent. With this
projected growth, portions of the rail lines in the metropolitan area may be near or over capacity. Increase in
ethanol production in the surrounding region could have a significant local impact on rail companies due to the
large amounts of corn and gasoline as inputs and the shipment of ethanol and distiller grains as outputs.
Other driving factors for projected increases in rail traffic include the expansion of the Panama Canal and
increases in domestic intermodal transportation.
Capacity is also an industry-wide issue as in the past many railroad lines were closed and smaller branch lines
were sold. Now, as the railroad industry is seeing growth, capacity is becoming more of a concern. Increased
use of existing rail lines is likely to occur, and the likelihood of new rail lines being constructed is uncertain.
Rail capacity will continue to be an issue for the metropolitan area as the volume of rail traffic moving across
existing lines increases.
Iowa’s railroads have made considerable progress in the last two decades to upgrade track and bridges to
accommodate heavier railcars with maximum allowable gross weights of 286,000 pounds. These railcars are
becoming an industry standard for railroad transportation. At present, there are three lines in Black Hawk
County that are incapable of handling 286,000-pound railcar weights. As a result, additional rail traffic may be
diverted onto local roads, thus increasing highway maintenance and rehabilitation costs.

Iowa rail line segments incapable of handling 286,000 lb. railcar weights
Source: Iowa DOT, Iowa State Rail Plan, 2017
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Pipeline Transportation
Pipelines are a crucial part of the transportation infrastructure, delivering oil, natural gas, and other products.
According to the U.S. DOT Pipeline and Hazardous Materials Safety Administration, there are 12,741 miles of
active pipeline in Iowa. In Black Hawk County, there are approximately 110 miles of gas transmission pipeline,
and 11 miles of hazardous liquid pipeline. General locations of pipelines passing through or serving the
metropolitan area are shown in Map 6.1.
Pipelines are typically privately owned, and any deficiencies or infrastructure improvements would be
completed by the owner. Planning issues to be considered include awareness of their locations and product
type, and preparedness to deal with any type of pipeline incident. A serious incident could require evacuation
efforts around that location which could have major transportation implications.

Air Transportation

Waterloo Regional Airport

The metro area is served by the Waterloo Regional
Airport (ALO) located on Airport Blvd in the northwest
corner of Waterloo. The airport is accessible from U.S.
Hwy 218 but is not currently served by the transit
system. The airport is owned and operated by the City
of Waterloo and is overseen by a seven-member Airport
Commission appointed by the mayor. The airport is
classified as a non-hub primary commercial service
airport, offering general aviation and commercial
service. The airport is also a major base for the Iowa
Army National Guard. While the airport does facilitate
some air cargo, the majority of its operations are
commercial, general aviation, and military.
The Waterloo Regional Airport features three runways and a variety of facilities to serve air transportation. The
primary runway is 12/30, oriented northwest/southeast. The runway is 8,400 feet long, 150 feet wide, and
comprised of grooved asphalt. The second runway, 18/36, is oriented north/south; the runway is 6,000 feet
long, 150 feet wide, and comprised of grooved asphalt. This runway services the needs of all aircraft when
winds are not favorable for the primary runway. The third runway, 06/24, is oriented northeast/southwest and
meets crosswind situations for light aircraft. It is 5,400 feet long and 130 feet wide with an asphalt surface.
All three runways are lighted with runway 12/30 having high intensity runway lights, and runways 18/36 and
06/24 having medium intensity runway lights.
The airport has a series of connecting and parallel asphalt taxiways. They range from 50 to 75 feet in width
and are lit with blue taxiway edge lights. The airport’s terminal building opened in 1948 and has experienced a
series of renovations and additions over the past decades. The main floor provides airline ticketing, airline
boarding, baggage claim, car rental, and lounge. Airport administration and two national weather service
offices are located on the second floor. Short- and long-term parking is provided for travelers.
Hangar facilities are located directly west and east of the existing terminal building. The airport currently has
115,700 square feet of hangar space including 30 individual T-hangars to accommodate based aircraft. There
are also 54,000 square yards of apron for general aviation aircraft, 1,700 square feet of general aviation
terminal facilities, and 41 parking spaces to support the general aviation facilities. The airport shares the use
of the airfield with the Iowa Army National Guard – 194th Air Cavalry. The Guard facilities are not on airport
property but are located just east of the airport with access to the runway and taxiway system. The unit
operates several helicopters from these facilities.
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The Federal Aviation Administration (FAA) owns and operates an air traffic control tower located on the
southeast part of the airport. The tower has radar and non-radar capabilities and is designated as a Level 5
Terminal Radar Approach Control. Aviation fuel is stored in a consolidated fuel farm southwest of the
passenger terminal building. The existing aviation fuel farm consists of two above ground 20,000-gallon tanks
dedicated to jet fuel storage, two above-ground 12,000-gallon tanks for avgas storage, and 1,000 gallons of
storage for MOGAS.
The airport is home to Livingston Aviation, a full-service fixed base operator (FBO) providing aeronautical
services to the general aviation public. There are two limited FBO’s providing certain types of service to the
general aviation public. The FBO has its own terminal facilities.
Recent and Planned Improvements
Facility improvements are funded through a variety of federal, state, and local programs. At the federal level,
the FAA sponsors an Airport Improvement Program (AIP) which allocates a trust fund both on an entitlement
and discretionary basis. The entitlement provision in the AIP supplies local airports with funds based on
average annual passenger boardings. Discretionary funds are based on highest priority and selected from
each airport’s five-year Capital Improvement Program (CIP) through an 18-month grant process. Funds from
this source require a ten percent local match and can be used to improve runways and purchase equipment,
signs, lighting, and other non-operating expenses.
The Iowa DOT also sponsors an AIP and has developed a grant process in which state aviation fuel taxes are
redistributed to airports. Like the FAA’s discretionary AIP funds, capital improvement projects are selected
from a five-year CIP and must be used to modernize and improve the facilities at Iowa airports. Projects that
have been funded by these grant programs in the past five year are summarized in Table 6.4.
Table 6.4: Airport Improvement Program Grants for Waterloo Regional Airport, FY 2013-2017
Fiscal Year

Projects

2018
2017
2015
2014

Reconstruct apron
Reconstruct taxiway, rehabilitate Runway 12/30, Rehabilitate Runway 18/36
Rehabilitate taxiway
Acquire snow removal equipment

AIP Federal
Dollars
510,480
2,655,686
958,739
872,643

Source: Federal Aviation Administration, Grant History Look Up

Rehabilitation and improvement of airport facilities are necessary to ensure the airport’s viability as a
passenger and freight transportation option. Recent reconstruction and repair projects include reconstruction
to Taxiway Charlie, joint repair on Primary Runway 12/30, repainting of all FAA-approved airfield pavement
markings, parking lot improvements, general aviation apron pavement reconstruction, and upgrades to Hangar
Four. The Waterloo Regional Airport’s CIP outlines anticipated projects in the next five fiscal years (Table 6.5).
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Table 6.5: Waterloo Regional Airport Five-Year Capital Improvement Program
Fiscal
Year
2020
2021
2022
2023
2023

Project

Cost
Estimate
2,427,444
651,174
1,235,300
192,960
325,000

Reconstruction of Taxiway B
Pavement Maintenance – Runway 12/30
Taxiway A West – Reconstruction
Airfield Pavement Marking Runway 18/38 and Taxiways
Airfield Pavement Sweeper

Source: Waterloo Regional Airport, AECOM, Five-Year Airport Capital Improvement Program, FY 2019-2023

Commercial Service
Waterloo Regional Airport is currently served by American Airlines with two daily flights to and from Chicago. In
2018, American Airlines signed a two-year contract extension to continue providing twice daily flights through
the federal Essential Air Service program. American Airlines, which has been Waterloo’s sole carrier since
2012, provides flights on 50-seat regional jets operated through the regional brand American Eagle. Figure
6.11 shows annual commercial enplanements at the Waterloo Regional Airport over the past 10 years.
Figure 6.11: Annual Enplanements, Waterloo Regional Airport
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Source: Federal Aviation Administration, Passenger Boarding for U.S. Airports

Air Cargo
Air freight has made up a small percentage of overall activity at the Waterloo Regional Airport. Unlike the
airports in Cedar Rapids and Des Moines, Waterloo does not have a dedicated air cargo operator. The bulk of
freight activity involves the unloading of cargo at the airport. Air mail has also declined dramatically in recent
years.
Air Transportation Planning Issues
Issues that have impacted the region in recent years have been the limited jet service at the Waterloo Regional
Airport, and the lack of service to multiple destinations. Currently, there are two regional jet flights per day,
both to and from Chicago. The airport is pursuing a true market study and leakage analysis to determine the
size and characteristics of the airport’s catchment area true market. The Waterloo Regional Airport is also
pursuing updating their website and adding a cost of travel calculator.
In the past decade, the aviation industry has experienced a steady increase in air traffic, and this increase is
projected to hold. According to the FAA Aerospace Forecast 2018-2038, system enplanements are forecast to
grow at an average annual rate of 1.9 percent a year. Aviation demand is driven by economic activity, and a
growing U.S. and world economy provides the basis for aviation to grow over the long run.
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Chapter 7

Safety and Security

Chapter 7 – Safety and Security
METRO AREA
STATS

7
People are killed in
crashes each year

49
People suffer major
injuries from crashes
each year

5%
Of crashes involve
drivers under the
influence of drugs or
alcohol

Crash Background
Reducing motor vehicle crash fatalities was a significant public health
achievement of the 20th century. However, tens of thousands of
people are killed and millions more injured each year from motor
vehicle crashes. According to the National Highway Traffic Safety
Administration (NHTSA), 37,461 lives were lost on U.S. roads in 2016,
an increase of 5.6 percent from calendar year 2015. The number of
vehicle miles traveled on U.S. roads in 2016 increased by 2.2 percent
and resulted in a fatality rate of 1.18 deaths per 100 million vehicle
miles traveled – a 2.6-percent increase from the previous year.
For Iowa, the number of traffic fatalities has decreased significantly
over time, though 2016 experienced the most traffic fatalities since
2008. In 2016, there were 402 people killed on Iowa’s roadways, a
26-percent increase over 2015. Figure 7.1 shows the historical trend
of traffic fatalities in Iowa, and Figure 7.2 provides additional fatality
statistics for the state.
Figure 7.1: Historical Trend of Iowa Traffic Fatalities
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Figure 7.2: Traffic Fatality Statistics for Iowa, 2016
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MPO Crash Statistics
For the MPO, the total number of crashes, fatalities, major injuries, and minor injuries have been on the
decline. In 2017, the metropolitan area experienced a ten-year low of 1,966 crashes and 26 major injuries.
Though the area has made significant progress, on average, seven people are killed each year in the MPO.
Figure 7.3 provides a historical trend of MPO crashes along with a map of all crash points, and Figure 7.3
provides a historical trend of MPO fatal, major injury, and minor injury crashes. The maps on the following
pages show crash statistics for the metropolitan area to visualize specific problem areas.

Figure 7.3: Historical Trend of MPO Crashes
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Figure 7.4: Historical Trend of MPO Fatal, Major Injury, and Minor Injury Crashes
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State Safety Plans
The Iowa DOT has been involved in several initiatives related to improving safety. There is an abundance of
crash information and several tools for users located on the Iowa DOT website, as well as documents and
plans outlining safety efforts.
Iowa Strategic Highway Safety Plan 2017
One method States conduct safety planning is through the development of a
highway safety plan. Starting in 2016, Iowa’s traffic safety community began
working on an update to Iowa’s Strategic Highway Safety Plan (SHSP). This
update was written using a data-driven, innovative, and proactive planning
process. The SHSP was published in 2017.
As described in the document, the SHSP was written to address not only the
Four E’s of roadway safety (engineering, education, enforcement, and
emergency medical services), but also a fifth E – everyone. The last E is a
reminder that safety is everyone’s responsibility.
Safety strategies were developed for several areas with the priority strategies
outlined in the following categories:
•
•
•
•
•

Education – Multimedia education
campaign
Education – Enhance driver education
Enforcement – High-visibility enforcement
Enforcement – Deploy state-of-the-art
technology
Enforcement – Expand impaired
enforcement programs

•
•
•
•
•

Engineering – Prevent lane departures
Engineering – Improve intersections
Policy – Enhance multiagency
collaborative efforts
Policy – Strengthen legislative policies
Data Management and Use – Safety data
improvement

For the 2017 SHSP, two areas of concern were revealed after the crash data was analyzed. Both the older
driver and motorcycle-related categories saw an upward trend in severe injuries since the 2013 SHSP was
adopted. As these were the only two categories that did not consistently display a downward trend, a special
emphasis was placed on them.
Iowa continues to align with the national vision to eliminate all traffic fatalities on all public roads. In order to
do this, the Zero Fatalities campaign was developed in 2014 in partnership with the Iowa Departments of
Transportation, Public Safety, and Public Health. Messaging strategies have focused on the fact that zero is
the only acceptable goal, and every fatality is a life that was important to someone and not just a statistic.
Following the development of the 2013 SHSP, the state has made significant progress toward its goal of
reducing fatalities and serious injuries by 15 percent by the year 2020. In order to continue this progress,
safety stakeholders established two new goals related to exposure of life-altering injuries. For the first
measure, the state coordinated with the Governor’s Traffic Safety Bureau on setting a target fatality rate of 1
per 100 million vehicle-miles traveled (VMT). For the second measure, safety stakeholders set the target rate
for serious injuries at 4.3 per 100 million VMT. These targets are set for 2020 and will be reexamined for the
next SHSP update.
https://iowadot.gov/traffic/pdfs/Iowa2017SHSP.pdf
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Iowa DOT Crash Analysis Tool
The Iowa DOT provides public access to a web-based Crash Analysis Tool (ICAT). This tool provides quick, userfriendly functionality to review and analyze ten-years of crash data. Through the online interface, users can
select geographic boundaries, query crash records, export crash data, and produce summary charts and
reports.
https://icat.iowadot.gov

Local Road Safety Workshops
The Iowa State University Institute for Transportation (InTrans) holds a series of workshops which are funded
by the Iowa DOT Office of Traffic Safety. Planning and presentations are provided by several co-sponsors
including the Iowa DOT Systems Planning and Local Systems offices, FHWA – Iowa Division, Governor’s Traffic
Safety Bureau (GTSB), and the Iowa Local Technical Assistance Program (LTAP). These workshops are
presented annually across the state to provide the most current information and advice for improving safety on
local roads and streets in terms of planning, law enforcement, education, and engineering.
Traffic Safety Culture in Iowa
A report was issued in 2011 by InTrans called Improving Traffic Safety Culture in Iowa. This report examined
the traffic safety culture in Iowa through the eyes of a diverse range of experts. In addition to summarizing the
best practices and effective laws in improving traffic safety culture, the study also recommended 11 high-level
goals with specific actions for success. The goals were as follows:
•
•
•
•
•

Improve emergency medical services
response
Toughen law enforcement and
prosecution
Increase safety belt use
Reduce speeding-related crashes
Reduce alcohol-related crashes

•
•
•
•
•
•

Improve commercial vehicle safety
Improve motorcycle safety
Improve young driver education
Improve older driver safety
Strengthen teenage licensing process
Reduce distracted driving
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As a follow-up to the 2011 study, a second phase was undertaken to focus on producing actions that would
ultimately improve the traffic safety culture across Iowa. The focus of the second phase was on synthesizing
the expert opinions solicited in Phase I with prevailing public views and/or opinions via a public opinion survey
to make recommendations to the Iowa DOT about actions that will improve the traffic safety culture.
Recommendations were grouped by potential based on trends in public opinion to reflect support and
opportunity, as well as effectiveness. Some of the recommendations include:
•

•

•

High Potential
- Continue to aggressively pursue stronger legislation and enforcement to address the growing
problem of distracted driving.
- Increase education and marketing efforts to reduce distracted driving.
- Continue to improve enforcement to reduce alcohol-related crashes through increased use of
data.
- Improve and increase parental involvement in driving to strengthen the teenage licensing
process and improve young driver education.
- Support increased rider training to improve motorcycle safety.
- Improve older driver safety by instituting driving tests for persons starting at 70 years old.
Medium Potential
- Increase media and marketing efforts to reduce alcohol-related crashes.
- Pursue increase in fines to increase safety belt use.
- Pursue graduated driver licensing to improve commercial vehicle safety.
Low Potential
- Increase education and marketing efforts to change teen attitudes toward driving, strengthen
the teenage licensing process, and improve young driver education.
- Improve motorcycle safety by pursuing a lower blood alcohol content limit for motorcyclists.

http://www.intrans.iastate.edu/research/documents/research-reports/safety_culture_ii_w_cvr.pdf
Iowa DOT Top 200 Safety Improvement
Candidate Locations
The Iowa DOT routinely updates a list of
the top 200 Safety Improvement
Candidate Location (SICL) intersections
and targets these locations for funding
assistance to develop safety
improvements under the Iowa
Transportation Safety Improvement
Program. The list is developed by
analyzing all intersections in Iowa with at
Construction of the interchange at IA Hwy 58 and Viking Rd, currently
least one crash. The intersections are
ranked 5 on the Top 200 SICL
then ranked by a detailed methodology
Foth
that focuses on the number of crashes,
severity of the crashes, and rate at which the crashes occur per average daily traffic. The Iowa DOT utilizes
crash reports filed by city police departments, county sheriffs, the Iowa State Patrol, and individual drivers in
determining the listings.
In the most recent listing (2012-2016), the metro area had nine intersections ranked in the Top 200. These
locations are of concern when it comes to safety improvements as they have been rated as among the worst
crash locations on a statewide level. Planning and mitigation efforts are discussed in Table 7.1.
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Table 7.1: MPO Intersections Included in the Top 200 Safety Improvement Candidate Locations
Statewide
Ranking
5

City

Intersection

Mitigation Efforts

Cedar Falls

IA Hwy 58 & Viking Rd

20

Cedar Falls

University Ave & Cedar Heights Dr

Interchange construction
(2018-2019)
Roundabout construction (2018)

54

Cedar Falls

IA Hwy 58 & Greenhill Rd

66

Cedar Falls

IA Hwy 58 & W Ridgeway Ave

73

Waterloo

W 6th St & Commercial St

75

Waterloo

102

Waterloo

I-380 & U.S. Hwy 218/Washington St &
Mitchell Ave
University Ave & Fletcher Ave

136

Waterloo

U.S. Hwy 218/Washington St & W 11 th St

174

Waterloo

San Marnan Dr & Kimball Ave

Interchange identified in IA Hwy
58 Environmental Assessment
Proposed Action
System interchange and access
control identified in IA Hwy 58
Environmental Assessment
Proposed Action
Intersection improvements
completed as part of Traffic
Safety Improvement Program
project
No mitigation efforts currently
planned
Roundabout intersection planned
(2020)
Red light running cameras added
at intersection
Intersection improvements
completed in 2015

Source: Iowa DOT SICL, 2012-2016
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Drive Safe Cedar Valley
A local effort aimed at improving driving habits and decreasing the number of crashes is Drive Safe Cedar
Valley. The goal of Drive Safe Cedar Valley is to change the culture of driving in the region. The public
awareness program has used spokespersons, special events, targeted education programs, children’s coloring
books, and other public awareness initiatives to highlight community-wide safe-driving issues. The campaign is
a partnership between the City of Waterloo, the Iowa DOT, and INRCOG, and the project continues to be funded
in part through the MPO.

Screenshot from Drive Safe Cedar Valley webpage

www.drivesafecv.com
www.kidstrafficsafety.com
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Safety Improvements
There are many safety improvements, techniques, and countermeasures that can be used to mitigate existing
safety problems or prevent safety issues from developing. The information on the following pages is from the
FHWA (www.safety.fhwa.dot.gov/provencountermeasures) and outlines techniques that can be used in certain
situations to improve safety.
Roundabouts
The modern roundabout is a type of circular intersection
configuration that safely and efficiently moves traffic
through an intersection. Roundabouts feature channelized
approaches and a center island that results in lower speeds
and fewer conflict points. Entering traffic yields to vehicles
already circulating, leading to improved operational
performance.
Roundabouts have been proven to provide substantial
safety and operational benefits compared to other
intersection types, most notably a reduction in severe
crashes. They can be implemented in both urban and rural
areas under a wide range of traffic conditions. They can
replace signals, two-way stop controls, and all-way stop
controls. Roundabouts are an effective option for
managing speed and transitioning traffic from high-speed to
low-speed environments, such as freeway interchange
ramp terminals, and rural intersections along high-speed
roads.

University Ave roundabout
Foth
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Road Diet
A Road Diet, or roadway reconfiguration, typically involves
converting an existing four-lane undivided roadway to a
three-lane roadway consisting of two through lanes and a
center two-way left-turn lane (TWLTL). This improvement
can be a low-cost safety solution when planned in
conjunction with a simple pavement overlay, and the
reconfiguration can be accomplished at zero to minimal
additional cost.
Benefits of Road Diet installations may include:
•
•
•
•
•
•
•

An overall crash reduction of 19 to 47 percent.
Reduction of rear-end and left-turn crashes due to
the dedicated left-turn lane.
Reduced right-angle crashes as side street
motorists cross three versus four travel lanes.
Fewer lanes for pedestrians to cross.
Opportunity to install pedestrian refuge islands,
bicycle lanes, or transit stops.
Traffic calming and more consistent speeds.
A more community-focused, Complete Streets
environment that better accommodates the needs of all road users.

Corridor Access Management
Access management refers to the design, application, and
control of entry and exit points along a roadway. This
includes intersections with other roads and driveways that
serve adjacent properties. Access management along a
corridor can simultaneously enhance safety for all modes,
facilitate walking and biking, and reduce trip delay and
congestion. Successful corridor access management
involves balancing overall safety and corridor mobility for all
users along with the access needs of adjacent land use.
The following access management strategies can be used
individually or in a combination with one another:
•
•
•
•
•
•

Driveway closure, consolidation, or relocation
Limited-movement designs for driveways (i.e. rightin/right-out only)
Raised medians that preclude across-roadway
movements
Intersection designs such as roundabouts or those
with reduced left-turn conflicts (i.e. J-turns)
Turn lanes (left-only, right-only, two-way left)
Lower speed one-way or two-way off-arterial
circulation roads
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Medians and Pedestrian Crossing Islands in Urban
and Suburban Areas
A median is the area between opposing lanes of
traffic, excluding turn lanes. Medians in urban and
suburban areas can be defined by pavement
markings, raised medians, or islands to separate
motorized and non-motorized road users. A
pedestrian crossing island (or refuge area) is a raised
island, located between opposing traffic lanes at
intersection or midblock locations, which separates
crossing pedestrians from motor vehicles.
For pedestrians to safely cross a roadway, they must
estimate vehicle speeds, adjust their walking speed,
determine gaps in traffic, and predict vehicle paths.
Installing raised medians or pedestrian crossing
islands can help improve safety by simplifying these
tasks and allowing pedestrians to cross one direction
of traffic at a time.
Leading Pedestrian Intervals
A leading pedestrian interval (LPI) gives pedestrians
the opportunity to enter an intersection three to seven
seconds before vehicles are given a green indication.
With this head start, pedestrians can better establish
their presence in the crosswalk before vehicles have
priority to turn left. LPIs provide increased visibility of
crossing pedestrians, reduced conflicts between
pedestrians and vehicles, increased likelihood of
motorists yielding to pedestrians, and enhanced
safety for pedestrians who may be slower to start into
the intersection.
Raised median and pedestrian crossing islands at a
roundabout on University Ave
Foth
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Longitudinal Rumble Strips and Stripes
Longitudinal rumble strips are milled or raised elements on
the pavement intended to alert drivers through vibration and
sound that their vehicles have left the travel lane. They can
be installed on the shoulder, edge line of the travel lane, or
at or near center line of an undivided roadway. Rumble
stripes are edge line or center line rumble strips where the
pavement marking is placed over the rumble strip, which
can result in an increased visibility of the pavement marking
during wet or nighttime conditions. These treatments are
designed to address roadway departure crashes caused by
distracted, drowsy, or otherwise inattentive drivers who drift
from their lane. They are most effective when deployed in a
systemic application since driver error may occur on all
roads.
SafetyEdgeSM
SafetyEdgeSM technology shapes the edge of the pavement
at approximately 30 degrees from the pavement cross slope
during the paving process. This systemic safety treatment
eliminates the vertical drop-off at the pavement edge,
allowing drifting vehicles to return to the pavement safely. It
has minimal effect on asphalt pavement project cost with
the potential to improve pavement life.

Center line and edge line rumble stripes
InTrans
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Walkways
A walkway is any type of defined space or pathway for
use by a person traveling by foot or using a wheelchair.
These may be pedestrian walkways, shared use paths,
sidewalks, or roadway shoulders. With more than 5,000
pedestrian fatalities and 70,000 pedestrian injuries
occurring in roadway crashes annually, it is important for
communities to improve conditions and safety for
pedestrians and to integrate walkways more fully into the
transportation system1. Well-designed pedestrian
walkways, shared use paths, and sidewalks improve the
safety and mobility of pedestrians.
Pedestrian Hybrid Beacons
A pedestrian hybrid beacon (PHB) is a traffic control
device designed to help pedestrians safely cross busy or
higher-speed roadways at midblock crossings and
uncontrolled intersections. The beacon head consists of
two red lenses above a single yellow lens. The lenses
remain “dark” until a pedestrian desiring to cross the
street pushes the call button to activate the beacon. The
signal then initiates a yellow to red lighting sequence
consisting of steady and flashing lights that directs
motorists to slow and come to a stop.
More than 75 percent of pedestrian fatalities nationwide
occur at non-intersection locations, and vehicle speeds
are often a major contributing factor1. The PHB is an
intermediate option between a flashing beacon and a full
pedestrian signal because it assigns right of way and
provides positive stop control. It also allows motorists to
proceed once the pedestrian has cleared their side of the
travel lane, reducing vehicle delay.

Pedestrian crossing the road at a PHB location
ivaluesafety.com
1National

Highway Traffic Safety Administration, Traffic Safety Facts
2015 Data – Pedestrians. Report DOT HS 812 375.
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Funding Programs for Safety Projects
There are a variety of state and federal funding programs available through the Iowa DOT to help fund safety
improvements. MPO jurisdictions are encouraged to consider the programs outlined below to implement
safety improvements.
Traffic Safety Improvement Program (TSIP)
TSIP is funded by one half of one percent of the Road Use Tax Fund. Cities, counties, and the Iowa DOT can
apply for three types of projects. Site-specific projects account for $5-6 million per year, and a maximum of
$500,000 can be awarded to a project. The other two project types are traffic control devices and traffic
safety studies; each program has $500,000 to distribute annually.
www.iowadot.gov/traffic/traffic-and-safety-programs/tsip/tsip-program
Highway Safety Improvement Program (HSIP) – Secondary
This program utilizes a $2 million set-aside from the HSIP which provides a 90 percent federal reimbursement
for safety projects on the county road system. TSIP provides the 10 percent matching funds which results in a
net zero funding requirement for counties. This program promotes a greater number of safety projects on the
county road system by focusing on low cost, systemic improvements along a corridor. The goal of the program
is to reduce lane departure crashes.
www.iowadot.gov/traffic/traffic-and-safety-programs/hsip-secondary-program
Iowa Traffic Engineering Assistance Program (TEAP)
TEAP provides traffic engineering expertise to cities and counties without the resources of a staff traffic
engineer. The purpose is to identify cost-effective traffic safety and operational improvements as well as
potential funding sources to implement the recommendations. Typical studies include high-crash locations,
unique lane configurations, obsolete traffic control devices, school pedestrians, truck routes, parking issues,
and other traffic studies. The program will fund up to 100 hours of consultant time.
www.iowadot.gov/traffic/traffic-and-safety-programs/traffic-engineering-assistance-program-teap
Sign Replacement Program for Cities and Counties
This program provides funding to replace regulatory, warning, and school area signs and posts that are
damaged, obsolete, or substandard. The program will provide up to $5,000 for cities and $10,000 for
counties per grantee on a first-come, first-served basis.

Example of replacement signs

www.iowadot.gov/traffic/traffic-and-safety-programs/sign-replacement-program
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Security Planning
The security of the transportation system is a primary concern at the
federal, state, and local levels. Security is essential for every mode of
transportation, for both freight and passengers. Natural disasters,
such as floods, blizzards, or tornadoes, and manmade accidental or
intentional accidents (i.e. industrial plant emergencies, acts of
terrorism), can cause serious disruption to the transportation system
and pose danger to the public. Conversely, the transportation system
is also what provides a means for exit during an emergency when
people need to evacuate or be routed around an area.
Transportation considerations are important at all levels of
emergency management and planning. These include preventing
incidents, preparing for potential events, quickly and efficiently
responding to events, recovering from incidents, and applying
lessons learned for future planning.
U.S. DOT Strategic Plan
The U.S. Department of Transportation Strategic Plan for FY 20182022 establishes the DOT’s strategic goals and objectives.
Objectives discussed range from system-level to individual modes of transportation. An objective applicable to
MPO transportation security planning is “to encourage, coordinate, facilitate, and foster world-class research
and development to enhance the safety, security, and performance of the Nation’s transportation system.”
www.transportation.gov/dot-strategic-plan
National Response Framework and National Incident Management
System
The National Response Framework (NRF) is a guide to how the
Nation responds to all types of disasters and emergencies. It is built
on scalable, flexible, and adaptable concepts identified in the
National Incident Management System to align key roles and
responsibilities across the Nation. The document describes specific
authorities and best practices for managing incidents that range from
the serious but purely local to large-scale terrorist attacks or
catastrophic natural disasters.
The National Incident Management System (NIMS) is a
comprehensive, national approach to incident management. NIMS
provides a consistent nationwide framework, approach, and
command structure to enable government at all levels, the private
sector, and nongovernmental organizations to work together to
prepare for, prevent, respond to, recover from, and mitigate the
effects of incidents. The document uses the Incident Command
System (ICS) as a basis for organizational structure. Each jurisdiction
in Black Hawk County has adopted NIMS.
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Iowa Statewide Traffic Management Center
The Traffic Management Center (TMC) is a 24/7 center located in the Motor Vehicle Division building in
Ankeny. The TMS is one of the Iowa DOT’s key strategies to proactively manage the transportation system by
addressing recurring and nonrecurring congestion in real-time. Using advanced technology, the TMC
proactively monitors the transportation system for disruptions in traffic flow, such as crashes, work zone
delays, congestion, stalled vehicles, special events, or bad weather. When disruptions occur, the TMC
coordinates with internal and external partners to provide safe and quick clearance, detour routing, traffic
control, and accurate and timely information to the public. The TMC uses tools such as Iowa 511, social
media, and Dynamic Message Signs (DMS) to help protect on-scene responders and to prevent secondary
crashes when disruptions occur.
Intelligent Transportation Systems
There are a number of intelligent transportation system (ITS) safety and security activities undertaken by the
Iowa DOT. This includes the Iowa 511 Traveler Information System which provides citizens with real-time
information on roadway travel conditions, incidents, and construction activities. The 511 system can be
accessed via phone, web, or mobile application and provides a way to quickly communicate with the traveling
public. Many metropolitan areas have cameras on major routes and speed sensors that monitor congestion.
The MPO saw its first installation of both cameras and speed sensors as part of the Interstate 380
reconstruction project in 2012. Since then, the Iowa DOT has expanded the system to include IA Hwy 58, U.S.
Hwy 218, U.S. Hwy 20, and portions of U.S. Hwy 63.
www.511ia.org

Another ITS activity undertaken by the Iowa DOT is
the use of dynamic message signs. Large
overhead signs can be found throughout the state
on many interstates and primary highways. These
signs can be used to communicate information to
drivers on weather, incidents, diversions, Amber
Alerts, public reminders, and other topics. DMS
have been installed in the MPO on U.S. Hwy 218,
U.S. Hwy 20, and Interstate 380.
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2018 Black Hawk County Evacuation Plan
The purpose of the Evacuation Plan is to provide the
Black Hawk County Emergency Management Agency
(EMA) and responders an initial framework of information
to be used for an orderly and coordinated evacuation in
the event of a disaster. The Plan does not address
normal day-to-day emergencies or procedures used in
coping with such emergencies. The concept of
operations reflected in the document focuses on
potential large-scale disasters that were identified in the
2015 Black Hawk County Multi-Jurisdictional Hazard
Mitigation Plan and provides a framework for addressing
emergency situations. The Black Hawk County
Evacuation Plan is designed to be implemented under
NIMS. In addition to the Plan, a Flood Evacuation Guide was
developed to aid the general public in preparing for an evacuation
due to flooding which is one of the most likely natural disasters to
impact the county.
2015 Black Hawk County Multi-Jurisdictional Hazard Mitigation
Plan
The Hazard Mitigation Plan (HMP) was developed to serve Black
Hawk County and its cities in making the area less susceptible to
natural and manmade hazards. The Plan identifies local
community policies, actions, and tools for ongoing, short-, mid-,
and long-term implementation to reduce risk and potential future
losses of property and lives. The development of the document
involved a local planning committee reviewing potential hazards
and threats from these hazards. This review included a hazards
and risk assessment of the transportation network itself due to
the potential for vehicular and other types of crashes or events.
www.inrcog.org/pdf/Black_Hawk_County_Evacuation_Plan.pdf
www.inrcog.org/pdf/Black_Hawk_County_Flood_Evacuation_Guide.pdf
www.inrcog.org/pdf/Black_Hawk_Co_MJ_HMP_2015.pdf
Intelligent Transportation Systems Architecture
Another local planning effort is the MPO Intelligent Transportation Systems (ITS) Architecture. Adopted in
2005, it serves as a framework for developing and integrating ITS technologies within the metropolitan area.
The architecture is responsive to the unique characteristics of the metropolitan area contained within the MPO
planning boundary. The architecture defines the services that must be provided, the stakeholders, and their
roles and responsibilities in providing these services within the region. These defined roles and responsibilities
guide stakeholders as ITS technologies are implemented.
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Chapter 8

Environmental Review

Chapter 8 – Environmental Review
Environmental Review Background
Transportation projects have the potential to impact
natural and man-made environments. The FAST Act
requires long-range transportation plans to consider
these impacts at the policy and program level. Projects
included in a long-range transportation plan are often
years away from final design and implementation, and a
detailed environmental review is not feasible at this stage
of the planning process. However, the MPO can consult
with resource agencies to discuss potential impacts to
natural and historic resources, and develop policies or
strategies to ensure transportation projects have minimal
impacts on the environment.

Permeable alley in Cedar Falls

Federal Requirements
Federal code outlines the requirements for MPOs regarding environmental consultation. Per 23 CFR 450.324
(f) (10), “The metropolitan transportation plan shall, at a minimum, include a discussion of types of potential
environmental mitigation activities and potential areas to carry out these activities, including activities that
may have the greatest potential to restore and maintain the environmental functions affected by the
metropolitan transportation plan. The discussion may focus on policies, programs, or strategies, rather than
at the project level. The MPO shall develop the discussion in consultation with applicable Federal, State, and
Tribal land management, wildlife, and regulatory agencies…The MPO shall consult, as appropriate, with State
and local agencies responsible for land use management, natural resources, environmental protection,
conservation, and historic preservation concerning the development of the transportation plan. The
consultation shall involve comparison of transportation plans with State conservation plans or maps, or
inventories of natural or historic resources.” The overall purpose of this consultation process is to integrate
environmental values into the decision-making process from the broad planning level to the specific project
level.
When a federally funded transportation project reaches the engineering stage, compliance with several laws is
required including the National Environmental Policy Act (NEPA) of 1969. NEPA is a national policy to protect
and enhance the environment. The policy contains a process for developing major federal actions (such as
federal funding for a transportation project) that requires environmental review documents as part of the
project development. Complying with NEPA is typically the responsibility of the project sponsor. The NEPA
process includes the consideration of alternatives for the project and their environmental effects, as well as
public involvement and interagency collaboration.
The type and scope of environmental document required by NEPA depends on the nature of a project and the
significance of its impacts. The three document types are a Categorical Exclusion (CE), Environmental
Assessment (EA), and Environmental Impact Statement (EIS). A Categorical Exclusion is the simplest process
and is applicable if the project meets certain criteria that have been previously determined to have no
significant environmental impact. An Environmental Assessment is performed if a project’s environmental
impact is unclear, and the assessment determines whether or not the project would significantly affect the
environment. If the project will not, a finding of no significant impact (FONSI) is issued. Conversely, if the EA
determines that there may be significant environmental consequences from the project, an Environmental
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Impact Statement must be prepared. This document is a detailed evaluation of the proposed project and its
alternatives, and it includes additional opportunities for other agencies and the public to comment.
The NEPA document process

Other actions concerning federal aid transportation projects that are mandated via either federal or state
legislation include the following:
•

The Federal Water Pollution Control Act was enacted in 1972, amended 1977, and became commonly
known as the Clean Water Act. This Act focuses on restoring and maintaining the chemical, physical,
and biological integrity of the nation’s waters so that they can support the protection and propagation
of fish, shellfish, and wildlife and recreation in and on the water.
- Section 401 requires that a Federal license or permit must be obtained when any activity,
including the construction or operation of transportation facilities, may result in any discharge
into navigable waters.
- Section 404 permits may be issued after adequate opportunity for public comment for the
discharge of dredged or fill material into the navigable waters at specified disposal sites.
- National Pollutant Discharge Elimination System (NPDES) permit program controls water
pollution by regulating point sources that discharge pollutants into any surface waters. Iowa
is authorized to approve NPDES permits, regulate federal facilities, approve pretreatment
programs, and approve general permits.
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•

•

The Endangered Species Act of 1973 addressed the fact that various species of fish, wildlife, and
plants have been rendered extinct as a consequence of economic growth and development
untampered by adequate concern and conservation. This Act seeks to conserve endangered and
threatened species and to resolve water resource issues in concert with the conservation of
endangered species.
- Section 7 addresses interagency cooperation and consultation to ensure that any
transportation project authorized, funded, or carried out is not likely to jeopardize the
continued existence of any endangered species or threatened species or result in the
destruction or adverse modification of habitat of such species.
- The U.S. Department of Transportation Act of 1966 included a special provision to preserve
the beauty and integrity of publicly owned parks and recreation areas, waterfowl and wildlife
refuges, and historic sites considered to have national, state, or local significance.
- Section 4(f) mandates that FHWA and State DOTs cannot approve the use of land from a
significant publicly owned park, recreation area, wildlife or waterfowl refuge, or any significant
historic site unless there is no feasible and prudent alternative to the use of land, and the
transportation project includes all possible planning to minimize harm to the property.
The National Historic Preservation Act of 1966 focuses on using measures, including financial and
technical assistance, to preserve our prehistoric and historic resources and fulfill the social, economic,
and other requirements of present and future generations. Section 106 requires that prior to the
approval of any federal funds for a transportation project, a detailed assessment must be undertaken
which considers the project’s impact on any district, site, building, structure, or object that is included
in or eligible for inclusion in the National Register.

Iowa State Code and Administrative Code have several legislative mandates concerning the environment
including the following:
•

•

•
•

•
•
•

Sovereign Lands Construction Permit – requires that a person, association, or corporation shall not
build or erect any pier, wharf, sluice, piling, wall, fence, obstruction, building, or structure of any kind
upon or over any state-owned land or water without first obtaining a written permit.
Flood Plain Development Permit – requires that a person who desires to construct or maintain a
structure, dam, obstruction, deposit, or excavation in any flood plain or floodway must first seek
approval. Approval is based on the protection of life and property from floods and to promote the
orderly development and wise use of the flood plains.
The Iowa DNR regulates the construction, operation, and closure of facilities and projects that
manage, process, and dispose solid waste. This includes the reuse of soils.
Open burning requires that burning of landscape waste produced in clearing, grubbing, and
construction operations shall be limited to areas located at least one-quarter mile from any building
inhabited by other than the landowner or tenant conducting the open burning.
State permitting and air reporting system required for air quality permits.
Iowa’s endangered and threatened species law was enacted in 1975. The current law, entitled
Endangered Plants and Wildlife, is Chapter 481B of the Code of Iowa.
Iowa law requires transportation agencies to protect woodlands, wetlands, public parks, and prime
agricultural lands (Iowa Code 314.23) and to avoid impacts to the natural and historic heritage of the
state (Iowa Code 314.24).

An additional federal requirement that transportation projects must adhere to is Executive Order 12898 –
Federal Actions to Address Environmental Justice in Minority Populations and Low-Income Populations. This
order was signed in 1994 and protects minority and low-income populations from receiving disproportionately
high and adverse impacts as a result of federally funded projects. In addition to reviewing projects from a
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natural environment viewpoint, projects are also reviewed in relation to data from the U.S. Census Bureau to
ensure they would not violate this order.
Environmental analysis in a long-range
transportation plan is not meant to be
equal to or substitute for NEPA or other
federal and state regulatory processes.
However, there are several benefits to
linking transportation planning and
environmental concerns, including the
early identification of potential
environmental issues and consultation
with various resource groups. Ultimately,
compliance with NEPA and other federal
Depressed road design for the IA Hwy 58 and Viking Rd interchange
and state regulations will be carried out
AECOM
individually for each federally-funded
project when that project is in development. The environmental analysis overview in this chapter can provide a
sense of the resources in the region and the potential of planned transportation projects to affect those
resources.
Protecting and enhancing the natural and built environment is an important concern for the MPO. Project
sponsors are encouraged to begin coordination with environmental, regulatory, and resource agencies early in
the project development process to ensure the best possible project outcome. While it is ultimately the project
sponsor’s responsibility to fulfill compliance with government regulations, it is in the MPO’s best interest to
promote sound planning that considers environmental factors and works to preserve and enhance the
environment.

Environmental Strategy
The MPO encourages jurisdictions to follow federal guidance as an environmental strategy. The steps used to
define mitigation in 40 CFR 1508.20 should be followed by project sponsors. In order of preference, steps
include:
•
•
•
•
•

Avoiding the impact altogether by not taking a certain action or parts of an action.
Minimizing impacts by limiting the degree or magnitude of the action or parts of an action.
Rectifying the impact by repairing, rehabilitating, or restoring the affected environment.
Reducing or eliminating the impact over time by preservation and maintenance operations during the
life of the action.
Compensating for the impact by replacing or providing substitute resources or environments.

Avoidance of damage to the environment should always be the primary goal. When this cannot be achieved,
minimizing impacts and compensating for them can help mitigate any negative environmental impacts from
transportation projects.
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Local Mitigation Examples
The MPO encourages on-site, in-kind mitigation when possible. This involves compensatory mitigation, which
replaces wetlands, streams, or natural habitat or functions lost as a result of a transportation project with the
same or similar land use adjacent or contiguous to the site of the impact. On-site mitigation can also involve
enhancing public recreation opportunities adjacent to transportation projects. An example is the Cedar Prairie
Trail in Cedar Falls which was constructed adjacent to Iowa Highway 58 as part of the environmental mitigation
for that project. Another example was the construction of Big Woods Lake, Brinker Lake, and Alice Wyth Lake
out of borrow areas used for the construction of U.S. Highway 218.

The location of Big Woods Lake in 1970 and now. The lake was a borrow area for construction of U.S. Highway 218.
Iowa DNR Historic Photo Interactive Mapping Site

Consultation
The MPO conducted an environmental analysis by comparing the locations of proposed transportation projects
with a variety of resources. To achieve this, maps and plans from local agencies, the Iowa Department of
Natural Resources, the Natural Resources Conservation Office, the Office of the State Archaeologist, and other
agencies were utilized (Maps 8.1-8.5).
In addition, several Federal, State, Tribal, and local government agencies were notified when the draft LRTP
document was available for review. Feedback on topics relevant to their field of expertise was requested. The
list of agencies notified can be found in Chapter 10.
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Mitigation Activities
The project sponsor and regulating agencies will ultimately determine the type of mitigation performed for a
particular transportation project. Avoidance of damage to the environment should continually be the primary
goal. Nonetheless, this is not always possible. There are many types of activities that can be utilized as
mitigation, depending on the size and scope of the project and the environmental resource(s) it may take.
Table 8.1 outlines suggestions for potential mitigation activities for transportation projects.
Table 8.1: Potential Mitigation Activities for Transportation Projects
Resource
Air quality

Cultural
resources

Endangered and
threatened
species

Farmland
Forested and
other natural
areas

Neighborhoods,
communities,
homes, and
businesses

Noise

Parks and
recreation areas
Viewshed impacts
Wetlands and
water resources

Potential Mitigation Activities
•
Transportation control measures
•
Transportation emission reduction measures
•
Control loose exposed soils with watering or canvas sheets
•
Minimize idle heavy construction vehicles
•
Landscaping for historic properties
•
Preservation in place or excavation for archeological sites
•
Memorandum of Agreement with State/Federal resource authorities
•
Education activities
•
Photo documentation and/or historic archival recording
•
Time of year restrictions
•
Construction sequencing
•
Species research and/or fact sheets
•
Memorandum of Agreement for species management
•
Bridge sensitive areas instead of laying pavement directly onto the ground
•
Design measures to minimize potential fragmenting of animal habitats
•
Enhancement or restoration of degraded habitat
•
Creation of new habitat
•
Establish buffer areas around existing habitats
•
Modifications of land use practices
•
Restrictions on land use
•
Protect one farmland acre for every acre converted
•
Agricultural conservation easements on farmland
•
Replacement property for open space easements of equal fair market value and
equivalent usefulness
•
Minimize removal and/or selective cutting in forested areas except for what is
needed to establish roadways and associated right of way
•
Preserve and/or reestablish vegetation whenever possible within open areas
•
Context sensitive solutions for communities
•
Minimize noise impact with sound barriers
•
Prevent the spread of hazardous materials with soil testing and treatment
•
Develop sidewalks, bike lanes, recreational areas, etc.
•
Property owners paid fair market value for property acquired
•
Residential and commercial relocation
•
Depressed roads
•
Noise barriers
•
Plant trees
•
Construct bicycle and pedestrian pathways
•
Replace impaired functions
•
Vegetation and landscaping; screening; buffers; earthen berms
•
Preserve, create, replace, or restore wetland areas
•
Vegetative buffer zones
•
Bridge sensitive areas instead of laying pavement directly onto the ground
•
Improve storm water management
•
Make perpendicular crossings of streams and riparian buffers rather than lateral
encroachments
•
Restore streams and/or stream buffers
•
Strict erosion and sedimentation control measures
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Environmental Analysis
A general environmental analysis has been conducted to raise environmental awareness early in the project
development process and to provide the public and decision makers with an overview of potential
environmental impacts. To conduct this analysis, ArcGIS was used to create a database of environmentrelated layers. Transportation projects were then added to determine what environmental characteristics may
be of issue in the project right-of-way. Table 8.2 shows the layers and their data sources. This is not an
exhaustive list of resources but rather a starting point to review some of the most common environmental
concerns. Some types of environmental data, such as cultural and historic sites, are generally available at the
section level, and detailed information is not available without a more in-depth review.
Table 8.2: Environmental Analysis Layers

Layer
Cemeteries
Parks and Trails
Underground and Leaking Storage Tanks
Water Feature or Wetland
1.0 Percent and 0.2 Percent Annual Chance of Flooding
Environmental Justice – Percent Minority
Environmental Justice – Percent Poverty
Environmental Justice – Limited English Proficiency

D a t a S o ur c e
Iowa Department of Natural
Local jurisdictions, INRCOG
Iowa Department of Natural
Iowa Department of Natural
Iowa Department of Natural
U.S. Census Bureau
U.S. Census Bureau
U.S. Census Bureau

Resources
Resources
Resources
Resources

Maps 8.1-8.5 show the environmental analysis for transportation projects included in the fiscally constrained
LRTP. This inventory is not meant to substitute for a project sponsor’s responsibilities; rather, it is meant to
create awareness of possible environmental impacts early in the planning process. The NEPA process must be
completed and other applicable federal and state regulations must be met for each project before any federal
funds for transportation improvements are expended for construction.
The alignment for each project is based on information provided by the jurisdictions. The majority of projects
shown in the Plan are reconstruction projects and will likely occur within existing right-of-way with minimal
environmental impacts. A project could end up requiring additional right-of-way than currently planned, or have
a different alignment in final design, in which case other environmental impacts may be observed. Regardless,
this environmental analysis provides a starting point for discussion on potential environmental effects of
proposed transportation projects.

INRCOG
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Chapter 9

Financial Analysis

Chapter 9 – Financial Analysis
Federal transportation planning legislation requires long-range transportation plans for MPOs to be fiscally
constrained. MPOs must consider the probable resources available to their jurisdictions over the Plan’s
horizon before including projects. A financial analysis examines reasonably available transportation resources
and compares them to the cost of projects selected through the MPO planning process. “Reasonably
available” transportation resources include funds authorized at the local, state, and federal levels which are
likely to be accessible for the duration of the plan. A variety of funding sources are utilized for transportation
improvements, as described in this chapter.

Traditional Transportation Revenue Sources
Local jurisdictions receive transportation revenue from multiple sources including the Federal Highway
Administration (FHWA), Federal Transit Administration (FTA), Iowa Department of Transportation (DOT), and
local funds. The MPO programs two federal funding sources: Surface Transportation Block Grant (STBG) and
Iowa’s Transportation Alternatives Program (TAP). Other transportation-related funding sources discussed in
this chapter are primarily programmed by the Iowa Transportation Commission or individual jurisdictions.
Table 9.1 provides an overview of funding sources available to MPO jurisdictions.
The Iowa DOT has compiled a Funding Guide to help local governments, organizations, and individuals with
preliminary searches for funding assistance for multiple types of transportation projects. The most current
version can be found at www.iowadot.gov/pol_leg_services/funding_guide.htm.

Federal Funding
Federal programs that could fund projects in the MPO include the following:
•

•

•

Surface Transportation Block Grant (STBG) Program – This program is designed to address specific
issues identified by Congress and provides flexible funding for projects to preserve or improve the
condition and performance of several transportation facilities including any federal-aid highway or
public road bridge. The Iowa DOT provides programming authority for allotments of STBG funds to
MPOs and RPAs. The flexible nature of STBG funds allows them to be used for all types of
transportation projects including roadway projects on federal-aid routes, bridge projects on any public
road, transit capital improvements, Transportation Alternatives Program eligible activities, and
planning activities. Iowa has implemented a Swap program that allows MPOs and RPAs, at their
discretion, to swap targeted federal STBG funding for state Primary Road Fund dollars. A portion of
Iowa’s STBG funding is targeted directly to counties for use on county bridge projects. Iowa’s swap
program allows counties, at their discretion, to swap federal STBG funding for state Primary Road
Fund dollars. These funds can be used for on- or off-system bridges, however off-system bridge
investments must be continued to maintain the ability to transfer the federal STBG set-aside for offsystem bridges.
Transportation Alternatives Setaside Program (TAP) – This program is a set-aside from STBG. TAP
provides funding to expand travel choices and improve the transportation experience. TAP projects
improve the cultural, historic, aesthetic, and environmental aspects of transportation infrastructure.
Projects can include creation of bicycle and pedestrian facilities, and the restoration of historic
transportation facilities, among others.
Congestion Mitigation and Air Quality Improvement Program (CMAQ) – CMAQ provides flexible
funding for transportation projects and programs tasked with helping to meet the requirements of the
Clean Air Act. These projects can include those that reduce congestion and improve air quality.
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•

•

•

•

•

•

Demonstration Funding – This funding is a combination of different programs and sources. FHWA
administers discretionary programs through various offices representing special funding categories.
An appropriation bill provides money to a discretionary program, through special congressionally
directed appropriations or through legislative acts, such as the American Recovery and Reinvestment
Act of 2009 (ARRA).
Highway Safety Improvement Program (HSIP) – This is a core federal-aid program that funds projects
with the goal of achieving a significant reduction in traffic fatalities and serious injuries on public
roads. A portion of this funding is targeted for use on local high-risk rural roads and railway-highway
crossings.
National Highway Performance Program (NHPP) – NHPP funds are available to be used on projects
that improve the condition and performance of the National Highway System (NHS), including some
state and U.S. highways and interstates.
National Highway Freight Program (NHFP) – These funds are distributed to states via a formula
process and are targeted towards transportation projects that benefit freight movements. Ten percent
of NHFP funds are targeted towards non-DOT sponsored projects.
Metropolitan Planning Program (PL) – FHWA provides funding for this program to the State of Iowa
based on urbanized area population. The funds are dedicated to support transportation planning
efforts in urbanized areas with a population of 50,000 or greater.
State Planning and Research (SPR) – SPR funds are available to fund statewide planning and
research activities. A portion of SPR funds are provided to RPAs to support transportation planning
efforts.

The Iowa DOT administers several grant programs utilizing federal funding. Projects awarded grant funding
must be documented in the region’s Transportation Improvement Program (TIP). These grant awards are
distributed through a competitive process. State administered grant programs include the following:
•

•

•

•

•

City Bridge Program – A portion of STBG funding dedicated to local bridge projects is set aside for the
funding of bridge projects within cities. Eligible projects must be classified as structurally deficient or
functionally obsolete. Projects are rated and prioritized by the Office of Local Systems with awards
based upon criteria identified in the application process. Projects awarded grant funding are subject
to a federal-aid obligation limitation of $1 million. The Swap program allows cities, at their discretion,
to swap these funds for state Primary Road Fund dollars.
Highway Safety Improvement Program – Secondary (HSIP-Secondary) – This program is funded using
a portion of Iowa’s HSIP apportionment and funds safety projects on rural roadways. Funding targeted
towards these local projects is eligible to be swapped for Primary Road Fund dollars.
Iowa Clean Air Attainment Program (ICAAP) – ICAAP funds projects that are intended to maximize
emission reductions through traffic flow improvements, reduced vehicle-miles of travel, and reduced
single-occupancy vehicle trips. Funding targeted towards these local projects is eligible to be swapped
for Primary Road Fund dollars.
Federal Recreational Trails Program – This program provides federal funding for both motorized and
non-motorized trail projects and is funded through a takedown from Iowa’s TAP funding. The decision
to participate in this program is made annually by the Iowa Transportation Commission.
Iowa’s Transportation Alternatives Program (TAP) – This program targets STBG funding to MPOs and
RPAs to award to locally sponsored projects that expand travel choices and improve the motorized and
non-motorized transportation experience.

There are also several federal transit programs that provide funding. The largest amount of funding is
distributed, by formula, to state and large metropolitan areas. Other program funds are discretionary, and
some are earmarked for specific projects. Program funds include the following:
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•

•

•

•

•

•

•

Metropolitan Transportation Planning Program (Section 5303 and 5305) – FTA provides funding for
this program to the state based on its urbanized area populations. The funds are dedicated to support
transportation planning projects in urbanized areas with more than 50,000 persons.
Statewide Transportation Planning Program (Section 5304 and 5305) – These funds come to the
state based on population and are used to support transportation planning projects in nonurbanized
areas. They are combined with Section 5311 funds and allocated among Iowa’s RPAs.
Urbanized Area Formula Grants Program (Section 5307) – FTA provides transit operating, planning,
and capital assistance funds directly to local recipients in urbanized areas with populations between
50,000 and 200,000. Assistance amounts are based on population and density figures and transit
performance factors for larger areas.
Bus and Bus Facilities Program (Section 5339) – This formula program provides federal assistance
for major capital needs, such as fleet replacement and construction of transit facilities. All transit
systems in the state are eligible for this program.
Enhanced Mobility of Seniors and Individuals with Disabilities Program (Section 5310) – Funding is
provided through this program to increase mobility for the elderly and persons with disabilities. Part of
the funding is administered along with the nonurbanized funding with the remaining funds allocated
among urbanized transit systems in areas with a population of less than 200,000. Urbanized areas
with more than 200,000 in population receive a direct allocation.
Nonurbanized Area Formula Assistance Program (Section 5311) – This program provides capital and
operating assistance for rural and small urban transit systems. Fifteen percent of these funds are
allocated to intercity bus projects. A portion of the funding is also allocated to support rural transit
planning. The remaining funds are combined with the rural portion (30 percent) of Section 5310
funds and allocated among regional and small urban transit systems based on their relative
performance in the prior year.
Rural Transit Assistance Program (Section 5311(b)(3)) – This funding is used for statewide training
events and to support transit funding fellowships for regional and small urban transit staff or planners.

State Funding
The largest state transportation programs are funded through the Road Use Tax Fund (RUTF), which includes
revenue from several sources, the largest being the state gas tax and new vehicle registration fees. Programs
funded through the RUTF include the following:
•
•

•

•
•

Municipal Funds – These funds are apportioned to and programmed by each city. The funding comes
from RUTF and comprises about 20 percent of its total statewide.
Secondary Road Fund – These funds are distributed from the RUTF to each county for programming.
Funds may be spent on construction, maintenance, salaries, equipment, etc. The secondary road
network is defined as all public roads under a county’s jurisdiction that are not primary roads. The
Secondary Road Fund has historically accounted for 25 percent of the RUTF.
Farm to Market (FM) – FM funds are distributed monthly to each county by the State. FM funds may
only be used for construction on the FM network which includes trunk and trunk collector roads
outside of metropolitan area boundaries. FM has accounted for eight percent of the total RUTF.
Primary Road Fund (PRF) – These funds are programmed by the Iowa Transportation Commission for
use on any federal functionally classified primary road.
Traffic Safety Improvement Program (TSIP) – TSIP is funded by one half of one percent of the RUTF.
Cities, counties, and the Iowa DOT can apply for three types of projects. Site specific projects account
for $5-6 million per year, and a maximum of $500,000 can be awarded to a project. The other two
project types are traffic control devices and traffic safety studies; both programs have $500,000 to
distribute per year.
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Additional state funding sources for transportation projects include the following:
•

•

•

State Recreational Trails Program – These funds are programmed by the Iowa Transportation
Commission based on applications from state and local government agencies and non-profit
organizations.
Revitalize Iowa’s Sound Economy (RISE) – RISE was designed by the state legislature in 1985 to help
Iowa’s cities and counties compete economically. Projects often involve new construction to attract
businesses to an area (Immediate Opportunity) or improve an industrial park (Local Development).
State RISE projects are programmed by the Iowa Transportation Commission. Cities and counties can
apply to the Iowa DOT for the designated funds.
Traffic Engineering Assistance Program (TEAP) – Traffic engineering consultants are retained by the
Iowa DOT and are available to local governments as requested for candidate projects on a firstcome/first-served basis.

There are also state funds for transit which include the following:
•

•

•

State Transit Assistance (STA) – All public transit systems are eligible for this funding. These funds
can be used by the public transit system for operating, capital, or planning expenses related to the
provision of open-to-the-public passenger transportation. Most of the funds received in a fiscal year
are distributed to individual transit systems based on a formula using performance statistics from the
most recent available year.
STA Coordination Special Projects – These funds aid with startup of new services that have been
identified as needs by health, employment, or human services agencies participating in the passenger
transportation planning process.
Public Transit Infrastructure Grant Fund – This program can fund transit facility projects that involve
new construction, reconstruction, or remodeling. To quality, projects must include a vertical
component.

Local Funding
Locally programmed transportation funds vary from jurisdiction to jurisdiction. Local funding sources for
transportation projects include the following:
•
•

•

•

Property Tax – Although tax levies vary from city to city, a sizable portion of local transportation
revenues comes from property tax assessments (general funds).
General Obligation Bonds – General obligation bonds are debts incurred by cities or counties that are
repaid through property tax revenues. These bonds can be issued for essential purposes including
roads and bridges.
Local Option Sales Tax (LOST) – Iowa Code provides that each County and City can vote to adopt up to
a one percent local option sales tax. Revenues may be partially or completely dedicated to local street
and highway funds.
Tax Increment Finance Funding (TIFF) – TIFF is a method of reallocating property tax revenues which
are produced because of an increase in taxable valuations above a base valuation figure within a tax
increment area. Both cities and counties may create tax increment financing areas.
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Table 9.1: Federal, State, and Local Funding Sources for Transportation Projects

Local

State

Federal

Funding Program
Surface Transportation Block Grant (STBG) Program
Iowa’s Transportation Alternatives Program (TAP)
Congestion Mitigation and Air Quality Improvement Program (CMAQ)
Highway Safety Improvement Program (HSIP)
Demonstration Funding
National Highway Performance Program (NHPP)
National Highway Freight Program (NHFP)
Transportation Alternatives Setaside Program (TAP)
City Bridge Program
County Bridge Program
Highway Safety Improvement Program – Secondary
Iowa Clean Air Attainment Program (ICAAP)
Federal Recreational Trails Program
Municipal Funds
Secondary Road Fund
Farm to Market (FM)
Primary Road Fund (PRF)
Traffic Safety Improvement Program (TSIP)
State Recreational Trails Program
Revitalize Iowa’s Sound Economy (RISE)
Property Tax
General Obligation Bonds
Local Option Sales Tax (LOST)
Tax Increment Finance Funding (TIFF)

Roads /
Bridges
X
X
X
X
X
X

Transportation
Alternatives
X
X
X
X

X
X
X
X
X

X
X

X
X
X
X
X
X
X
X
X
X
X

X
X
X
X

Source
MPO
MPO
FHWA
FHWA
FHWA
FHWA
FHWA
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
Iowa DOT
City/County
City/County
City/County
City/County

Fiscal Constraint for MET
To determine MET’s average revenues and expenditures, the Transit Financial Capacity Analysis prepared by
MET was utilized. This document projects revenues and expenditures from FY 2018-2027 and can be found in
the FY 2019-2022 TIP. A four percent constant rate was used to extend the analysis from 2028 to 2045.
Based on this analysis, MET can anticipate a total balance across the time period of approximately
$1,600,000.
Capital revenues and expenditures related to buses are not included in MET’s Transit Financial Capacity
Analysis, so they have been calculated separately. Because of the complexity of the bus procurement process
and the variability in funding from one year to the next, it is difficult to predict how many buses will be replaced
in any year. Therefore, this document assumes an average of three new buses each year over the life of the
plan. The current costs to replace buses are $105,000 for a light-duty bus, $193,000 for a medium-duty bus,
and $462,000 for a heavy-duty bus. MET’s fleet is comprised of all three types of buses. Assuming one of
each type of bus replaced per year equals $760,000 per year. Inflating this at a four percent constant rate per
year results in a total cost for bus replacements of $32,000,000. Funding from the FTA (Section 5339) is
anticipated to cover 85 percent of the total costs. The remaining 15 percent comes from the City of Waterloo,
the City of Cedar Falls, and MET. STBG funding could also be utilized for bus replacements. To-date, MET has
purchased one bus using STBG funds.
The City of Waterloo makes an annual contribution towards the 15 percent local match for capital. Currently,
this is $84,962 per year, and the amount is anticipated to grow at two percent per year over the life of the
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plan, equaling $3 million over this time. The City of Cedar Falls pays for 19 percent of the local match, which
equates to $900,000 over this period. MET can use any surplus from its operating revenues and expenditures
to help pay for buses. Tables 9.2 and 9.3 summarize MET’s operating and capital revenues and expenditures
out to 2045.
Table 9.2: MET Forecasted Transit Operating Revenues and Expenditures, 2019-2045
Operating Revenues (fare box, contracts, misc.)
Operating Subsidies (federal, state, local sources)
Total Operating Income
Operating Expenses
Capital Projects (other than buses)
Total Expenses

$48,973,707
$146,756,770
$195,730,477
$189,945,223
$4,180,210
$194,125,433

Balance

$1,605,044

Source: MET Transit Financial Capacity Analysis, FY 2018 -2026

Table 9.3: MET Forecasted Transit Bus Costs and Funding Sources, 2019-2045
Expenditures (three buses per year)
Funding sources
Federal Share (Section 5339)
City of Waterloo
City of Cedar Falls

$32,011,200

Operating Surplus

$953,165

$27,209,520
$2,936,196
$912,319

Source: MET Transit Financial Capacity Analysis, FY 2018 -2026

Fiscal Constraint for the MPO
Most federal and state funding programs for transportation will fund up to 75-80 percent of project costs, with
the remainder required as a local match. Individual projects will be developed with various percentages of
federal and local funding, and it is impossible to predict what those percentages will be. Projects in this plan
beyond the FY 2019-2022 TIP are shown to have 65 percent state or federal participation which is the average
participation rate in this TIP. Actual funding amounts would be determined when a project is programmed as
part of the TIP.
For planning purposes, projects, revenues, and expenditures have been divided into three periods: 2019-2025
(which includes the FY 2019-2022 TIP), 2026-2035, and 2036-2045.
Forecast of State and Federal Transportation Funding
Historical funding amounts were used to forecast state and federal dollars for projects covered by this plan
(2019-2045). Federal and state funding sources analyzed include the National Highway Performance Program
(NHPP), Primary Road Fund (PRF), Surface Transportation Block Grant (STBG) Program, Iowa’s Transportation
Alternatives Program (TAP), and City and County Bridge Program.
Revenue forecasts for STBG were projected using a linear growth rate from 2009-2022. Revenue forecasts for
Iowa’s TAP were projected using a linear growth rate from 2014-2022; prior to 2014, the MPO received
Transportation Enhancement funds at a significantly lower amount than current Iowa’s TAP and TAP Flex
targets. City bridge funds are awarded to specific projects across the state based on a priority system. Due to
the uncertainty of awards, city bridge projects included in this fiscally constrained plan are assumed to have 40
percent City Bridge funding up to the maximum of $1 million. County Bridge funds were projected at a two
percent annual growth rate from 2018. The total amounts for County Bridge funds shown in Table 9.4 are the
projected ceiling for the MPO. County Bridge funds have only been targeted for specific bridge replacement
projects at specific amounts based on input provided by Black Hawk County Engineering staff. NHPP and PRF
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dollars were projected at a constant rate using ten-year averages from 2009-2018. Table 9.4 provides
historical funding and revenue forecasts.
Local Revenues and Expenditures
Local revenues for transportation come from several sources, with the Road Use Tax Fund (RUTF), property
taxes, general obligation bonds, and local option sales tax (LOST) generally being the largest sources. To
determine a baseline of local revenues available for transportation, the City Street Financial Report was used
for cities, and County Farm to Market Receipts and Secondary Road Fund Receipts were used for Black Hawk
County. These reports outline transportation revenues and expenditures and are submitted to the Iowa DOT
each fiscal year. Only 18 percent of Black Hawk County’s revenues and expenditures were used for the
analysis which is roughly the percentage of roads that are within the MPO study area.
Table 9.5 shows the history and projections for local non-federal aid revenues and operation and maintenance
expenditures. The average of the most recent fiscal years available, 2013-2017, was used for the analysis.
Revenue was projected to increase by two percent annually, and operation and maintenance costs were
projected to increase by four percent annually. The balance identified can go towards other local projects, debt
payments, and local matches for state and federal funding.

Project Costs and Funding Sources
The previous sections outlined how revenues and expenditures were calculated. Since federal legislation
requires this Plan to be fiscally constrained, it must be shown that revenues anticipated to be available will
support the existing system and those projects identified in this document. Table 9.6 provides project-level
detail for funding sources. Project costs are inflated to year of expenditure (YOE) dollars as follows:
•
•
•
•

2019-2022 projects are programmed in the current TIP in YOE dollars
2023-2025 projects inflated four percent annually to the year 2024 (multiplying current cost by 1.24)
2026-2035 projects inflated four percent annually to the year 2030 (multiplying current cost by 1.48)
2036-2045 projects inflated four percent annually to the year 2040 (multiplying current cost by 1.88)

Project costs are summarized by time periods and funding sources. Additional information on the projects
including project type can be found in Chapter 3.
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Table 9.4: History and Projections for Federal and State Funding
Fiscal Year

NHPP/PRF

STBG

Co un t y B r i dg e

Iowa’s TAP &
TAP Flex

2009

$1,935,352

$2,392,800

2010

$8,930,000

$2,667,921

2011

$421,000

$3,041,503

2012

$2,383,520

$3,132,037

2013

$1,235,090

$2,990,280

2014

$29,488,090

$2,996,361

$297,288

2015

$5,035,568

$3,033,260

$299,560

2016

$8,171,793

$3,017,619

$297,646

2017

$7,490,775

$3,106,074

2018

$51,618,894

$3,106,815

$454,090

$299,020

2019-2025

$75,839,323

$23,492,895

$3,443,350

$2,133,147

2026-2035

$108,341,890

$37,886,194

$5,825,677

$3,114,789

2036-2045
Total
(2019-2045)

$108,341,890

$43,105,246

$7,101,467

$3,202,776

$292,523,103

$104,484,335

$16,370,494

$8,450,712

$306,906

Table 9.5: History and Projections for Local Non-Federal Aid Revenues and Roadway Operation and Maintenance Expenditures
Fiscal Year

Non-Federal Aid Revenues

Operations Cost on Total
Roadway System

Maintenance Cost on Total
Roadway System

Balance

2019-2025

$361,393,494

$38,337,823

$98,675,908

$224,379,764

2026-2035

$611,428,213

$64,862,336

$197,384,660

$349,181,217

2036-2045
Total
(2019-2045)

$745,327,579

$79,066,826

$292,177,515

$374,083,238

$1,718,149,286

$182,266,984

$588,238,084

$947,644,219
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Table 9.6: 2045 Fiscally Constrained Road and Bridge Projects
2019-2025
ID

Jurisdiction

Project Title

Project Description

Cost
Estimate

STBG

City Bridge

County
Bridge

Iowa’s TAP
& TAP Flex

Local

101

Black Hawk

V49 (Raymond Rd)

700,000

480,000

220,000

102

Hudson

U.S 63 Ped. Underpass

689,000

551,000

138,000

103

Hudson

Butterfield Rd

600’ N of Indian Creek Rd to 0.25 mi. S
of Young Rd
Pedestrian underpass of U.S Hwy 63,
near 1st St
Ranchero Rd to 500’ S of U.S Hwy 20

104

Waterloo

U.S Hwy 63 Enhancements

Parker St to U.S Hwy 218

105

Waterloo

W Ridgeway Ave

106

Waterloo

107

Waterloo

Downtown Traffic Signals
Retiming
Ansborough Ave

108

Cedar Falls

W 1st St (IA Hwy 57)

Hudson Rd to Franklin St

109

Black Hawk

V43 (Elk Run Rd)

110

Cedar Falls

Union Rd Trail

Independence Ave (IA Hwy 281) to Elk
Run Heights city limits
W 12th St to W 27th St

111

Evansdale

Lafayette Rd

Evans Rd to east city limits

112

Waterloo

113

Raymond

Adaptive Traffic Signals &
Fiber Optics Com.
Lafayette Rd

Bound by Walnut St, Washington St, 6 th
St, Mullan Ave
1000’ E of Dubuque Rd to 5th St

3,040,000

895,000

114

Lafayette Rd/
Gilbertville Rd
Cedar Heights Dr

West city limits to Amber Ln

2,100,000

1,200,000

115

Elk Run
Heights
Cedar Falls

Greenhill Rd to Viking Rd

4,055,000

2,900,000

116

Waterloo

La Porte Rd/Hess Rd

Hawthorne Ave to E Shaulis Rd

1,850,000

1,480,000

370,000

117

Waterloo

La Porte Rd

Hawthorne Ave to San Marnan Dr

5,000,000

2,727,000

2,273,000

118

Black Hawk

Donald St

Waterloo city limits to Raymond Rd

2,852,000

1,853 ,000

999,000

119

Black Hawk

Orange Rd

Waterloo city limits to U.S Hwy 218

992,000

645,000

120

Cedar Falls

Olive St Bridge

Branch

620,000

248,000

372,000

121

Cedar Falls

Walnut St Bridge

Branch

620,000

248,000

372,000

122

Cedar Falls

Tremont St Bridge

Branch

620,000

248,000

372,000

123

Cedar Falls

W Ridgeway Ave Bridge

S

620,000

248,000

372,000

124

Evansdale

Lafayette Rd

S of W 20th St, over University
of Dry Run Creek
S of W 20th St, over University
of Dry Run Creek
N of W 21st St, over University
of Dry Run Creek
0.15 mi. W of Hudson Rd, over
Branch of Dry Run Creek
Evans Rd to east city limits

125

Waterloo

5th St/6th St

Kimball Ave to S Barclay St

126

Waterloo

W Ridgeway Ave

U.S Hwy 63 to Kimball Ave

131,000

104,000

27,000

2,349,000

1,402,000

947,000

U.S Hwy 63 to Kimball Ave

340,000

269,000

71,000

Bound by Walnut St, Washington St, 6 th
St, Mullan Ave
Black Hawk Rd to Downing Ave

200,000

160,000

40,000

347,000

278,000

69,000

10,000,000

10,000,000

1,125,000

900,000

225,000

375,000

300,000

75,000

350,000

280,000

70,000

620,000

496,000

124,000
2,145,000
163,000

737,000
1,155,000

347,000

4,340,000

2,021,000

279,000

181,000

800,000

1,519,000
98,000

6,200,000

4,030,000

2,170,000

Total:

23,152,000

992,000

0

963,000

25,307,000

Projected Funding Available:

23,492,895

992,000

--

2,133,147

25,307,000

Balance:

340,895

0

--

1,170,147

--
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2026-2035
ID

Jurisdiction

Project Title

Project Description

Cost
Estimate

STBG

201

Black Hawk

Elk Run Rd

202

Black Hawk

203

Black Hawk

204

City Bridge

County
Bridge

Iowa’s TAP
& TAP Flex

2,220,000

1,443,000

777,000

Raymond Rd

Dubuque Rd to Independence Ave
(IA Hwy 281)
Dubuque Rd to 5th St

1,776,000

1,154,000

622,000

W Ridgeway Ave

University Ave to Cedar Falls city limits

1,036,000

673,000

363,000

Black Hawk

Union Rd Bridge

2,960,000

205

Black Hawk

Washburn Rd

0.25 mi. S of Beaver Valley Rd, over
Beaver Creek
IA Hwy 21 to U.S Hwy 218

1,480,000

962,000

518,000

206

Cedar Falls

Cedar Heights Dr

Viking Rd to south city limits

2,960,000

1,924,000

1,036,000

207

Cedar Falls

Greenhill Rd

Hudson Rd to east city limits

4,440,000

2,886,000

1,554,000

208

Cedar Falls

Leversee Rd

Lone Tree Rd to north city limits

2,368,000

1,539,000

209

Cedar Falls

Main St

W 6th St to University Ave

11,544,000

6,003,000

210

Plaza Dr/Elk Run Rd

I-380 EB ramp to N of Gilbertville Rd

2,856,000

1,856,000

211

Evansdale/
Elk Run
Heights
Hudson

Butterfield Rd

Ranchero Rd to 500’ S of U.S Hwy 20

2,949,000

1,916,000

212

Raymond

S Raymond Rd Bridge

213

Waterloo

11th St Bridge

0.2 mi. S of Dubuque Rd, over
Poyner Creek
SW of Sycamore St, over Cedar River

10,360,000

5,734,000

214

Waterloo

Franklin St

1st St to Nevada St

7,400,000

3,310,000

215

Waterloo

962,000

518,000

Waterloo

3,300,000

2,145,000

1,155,000

217

Waterloo

Park Ave Bridge

Hammond Ave and San Marnan Access
Dr intersection
Independence Ave (IA Hwy 281 to
E Donald St
SW of Sycamore St, over Cedar River

1,480,000

216

Hammond Ave/
San Marnan Access Rd
N Elk Run Rd

1,000,000

851,000

Local

1,960,000

829,000
1,000,000

4,541,000
1,000,000

1,033,000
340,000

511,000

1,000,000

3,626,000
1,000,000

3,090,000

10,360,000

5,120,000

1,000,000

1,000,000

3,240,000

Total:

37,627,000

2,340,000

1,000,000

3,000,000

26,373,000

Projected Funding Available:

37,886,194

2,340,000

--

3,114,789

28,373,000

Balance:

259,194

0

--

114,789

--
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2036-2045
ID

Jurisdiction

Project Title

Project Description

Cost
Estimate

STBG

City Bridge

County
Bridge

Iowa’s TAP
& TAP Flex

Local

301

Black Hawk

Elk Run Rd Bridge

2,444,000

1,000,000

1,444,000

302

Black Hawk

Union Rd Bridge

2,820,000

2,000,000

820,000

303

Black Hawk

University Ave

0.15 mi. N of Dubuque Rd, over
Elk Run
0.4 mi S of Beaver Valley Rd, over
Beaver Creek
U.S Hwy 20 to Cedar Falls city limits

1,316,000

855,000

304

Black Hawk

Washburn Rd Bridge

9,776,000

1,000,000

305

Black Hawk

Washburn Rd

W of city of Gilbertville, over
Cedar River
U.S Hwy 218 to Gilbertville city limits

1,504,000

977,000

306

Cedar Falls

Hudson Rd

W 1st St to University Ave

9,400,000

5,110,000

307

Cedar Falls

Prairie Pkwy/Viking Rd

Prairie Pkwy and Viking Rd intersection

940,000

611,000

329,000

308

Cedar Falls

W Ridgeway Ave

East city limits to IA Hwy 58

7,520,000

4,888,000

2,632,000

309

Cedar Falls

W Ridgeway Ave

Hudson Rd to west city limits

5,640,000

3,666,000

1,974,000

310

Hudson

Washington St

IA Hwy 58 to Waterloo Rd

2,256,000

1,466,000

790,000

311

Waterloo

Donald St

E 4th St to Sage Rd

7,144,000

4,643,000

2,501,000

312

Waterloo

E Shaulis Rd

Isle of Capri Blvd to U.S Hwy 218

9,400,000

6,110,000

313

Waterloo

La Porte Rd/Hess Rd

San Marnan Dr to E Shaulis Rd

5,640,000

2,866,000

314

Waterloo

Orange Rd

940,000

611,000

329.000

315

Waterloo

940,000

611,000

329,000

316

Waterloo

San Marnan Dr/
Flammang Dr
W 9th St/E Ridgeway Ave

1,833,000

1,191,000

642,000

317

Waterloo

W Ridgeway Ave

Hawkeye Community College
Intersections
San Marnan Dr and Flammang Dr
intersection
W 9th St and E Ridgeway Ave
intersection
Deer Rd to U.S Hwy 63

461,000
3,000,000

1,000,000

4,776,000

1,000,000

3,290,000

527,000

3,290,000
800,000

1,974,000

12,972,000

8,431,000

Total:

43,036,000

0

6,000,000

2,800,000

30,649,000

4,541,000

Projected Funding Available:

43,105,246

--

--

3,202,776

30,649,000

Balance:

69,246

--

--

402,776

--
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2019-2025 Iowa DOT Projects
ID
J ur i s d i c t i o n
Project Title
A
Iowa DOT
U.S Hwy 20
B
Iowa DOT
IA Hwy 57 (W 1 st St)
C
Iowa DOT
U.S Hwy 63
D
Iowa DOT
I-380
E
Iowa DOT
U.S Hwy 218
F
Iowa DOT
IA Hwy 58
G
Iowa DOT
I-380
H
Iowa DOT
U.S Hwy 20
I
Iowa DOT
U.S Hwy 218

2026-2035 Iowa DOT Projects
ID
J ur i s d i c t i o n
Project Title
J
Iowa DOT
U.S Hwy 20
K
Iowa DOT
U.S Hwy 20
L
Iowa DOT
U.S Hwy 63
M
Iowa DOT
U.S Hwy 218
N
Iowa DOT
IA Hwy 58/Greenhill Rd

Project Description
I A H w y 2 1 t o C e da r R i v e r
H u ds o n R d t o F r a n k l i n S t
D o n a l d S t t o C6 6
B u c h a n a n Co u n t y l i n e t o 0 . 2 m i . S o f U. S H w y 2 0 ( N B )
A i r p o r t B l v d t o 0 . 6 m i . S o f U. S H w y 2 0 ( N B )
U. S 2 0 t o R i dg e w a y A v e
B u c h a n a n Co u n t y l i n e t o 0 . 2 m i . S o f U. S H w y 2 0 ( S B )
U. S H w y 6 3 t o I A H w y 2 1
B r o a dw a y S t t h r o u g h A i r p o r t B l v d i n t e r c h a n g e
Total:
Projected Funding Available (NHPP, PRF):
Balance:

Co s t E s t i m a t e
10,366,000
5,098,000
1,727,000
6,334,000
7,445,000
1,489,000
6,917,000
16,815,000
8,680,000
64,871,000
75,839,323
10,968,323

Project Description
G r u n dy Co u n t y l i n e t o H u ds o n R d
H u ds o n R d t o U. S H w y 6 3
U. S H w y 2 0 t o 0 . 5 m i . N o f F l e t c h e r A v e
Airport Blvd to IA Hwy 58 (SB)
IA Hwy 58 and Greenhill Rd interchange

Co s t E s t i m a t e
23,680,000
19,240,000
9,324,000
2,960,000
36,000,000
91,204,000
108,341,890
17,137,890

Total:
Projected Funding Available (NHPP, PRF):
Balance:
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Chapter 10

Public Involvement

Chapter 10 – Public Involvement
Public Participation Plan
The MPO initially adopted a Public Involvement
Plan in 1993 which included steps to conduct a
proactive public involvement process. In 2009,
the MPO adopted a new Public Participation Plan
(PPP) to outline the ways public involvement is
incorporated into MPO activities, including the
Long-Range Transportation Plan.
As detailed in the PPP, there are a number of
federal and state requirements the MPO adheres
to in order to ensure an open and transparent
planning process. These include FAST Act
requirements, Title VI of the Civil Rights Act of
1964, Executive Order 12898: Federal Actions
INRCOG
to Address Environmental Justice in Minority
Populations and Low-Income Populations, the Americans with Disabilities Act of 1990, the Iowa Open Meetings
Law, and the Iowa Public Records Law. In addition, the MPO has several ongoing activities that form the basis
of interaction with the public. These include:
•
•
•
•
•
•
•
•

Monthly joint Policy Board and Technical Committee meetings which are open to the public.
Work sessions, focus groups, open houses, public input meetings, and public hearings as applicable
during the development of major transportation planning documents.
Publication of transportation articles in the quarterly INRCOG newsletter, which is mailed to over 400
local officials and citizens.
Notices of opportunities for public input shared via MailChimp marketing program.
Provision of information and interviews with area media as requested.
Presentations to city councils, planning commissions, and county supervisors as needed.
Presentations to local service clubs and other groups and organizations.
Information, transportation plans, and notices of opportunities for public input shared on INRCOG’s
website www.inrcog.org and Facebook page.

The public involvement process utilized for the development of the 2045 Long-Range Transportation Plan was
guided by the PPP which sets minimum requirements for public involvement opportunities. Public involvement
actions required include the following:
•

Notices and Public Meetings
- A minimum of three public input sessions will be held regarding the draft LRTP.
- At least one public input session will be held in an area identified as being a low-income or
minority neighborhood. All meetings will be held in accessible facilities.
- Notices for public input sessions will be advertised through local media sources. Notices may
be posted at governmental offices, public libraries, post offices, on transit buses, at the
INRCOG Center, and online on the INRCOG website. Notices may also be sent to
organizations serving traditionally underserved populations, such as minority, low-income,
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•

•

•

and elderly populations. LRTP draft copies will be available at the INRCOG Center, on the
INRCOG website, and upon request.
- Any person with sight, reading, or language barriers should contact the MPO at least 48 hours
prior to a session and arrangements will be made for accommodation.
Public Comment Period
- Written and oral comments will be solicited during the public input sessions. The public will
also have at least a fifteen-day (15) comment period following the final public input session to
submit comments via fax, letter, or email.
- A public hearing will be held at a regularly scheduled MPO meeting following the public input
sessions to summarize public comments and responses. A notice of the public hearing will be
published no more than twenty (20) days and no less than four (4) days before the date of the
hearing.
Final LRTP
- Following the public hearing, the MPO will adopt a final version of the LRTP, including a
summary of comments and responses.
- A final version of the LRTP will be submitted to the Iowa DOT and the FHWA.
- The final LRTP will be available on the INRCOG website, at the INRCOG Center, and upon
request.
- The public participation process associated with the LRTP will be evaluated and updated as
needed.
Revisions
- The LRTP is a long-range planning document, and all projects in the Transportation
Improvement Program (TIP) must be included in the LRTP. The TIP is updated annually, and
projects in it may be moved forward or backward in time or change in cost or scope.
Therefore, the LRTP may be revised between full document updates to reflect current project
information.
- Other amendments to the LRTP will be made as needed.
- Amendments will require a public hearing to be held at a regularly scheduled MPO meeting. A
notice of the public hearing will be published no more than twenty (20) days and no less than
four (4) days before the date of the hearing.

Public Involvement Efforts
Focus Groups
The planning process for the 2045 LRTP
started in 2017 with a series of focus
group meetings. Focus groups for various
modal elements have been utilized for
previous LRTP updates, and the list of
previous participants was used as a
starting point for establishing focus groups
for this update. Focus groups serve as the
primary working groups for development of
various projects and chapters for the Plan.
Focus Groups utilized for this planning
effort included Land Use, and Bicycle and
Pedestrian.

INRCOG
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The focus groups were used to develop the major themes of the document, determine what issues to address
in the chapters, and review the draft chapters for this document. Topics covered by the focus groups included:
•

•

Land Use
- Travel Demand Model development, including road network and traffic analysis zones (TAZs).
- Determination of methodology for forecasting population and employment.
- Allocation of forecasted population and employment.
- Discussion of fiscal constraint methodology, particularly for the Surface Transportation Block
Grant (STBG) Program, and City and County Bridge programs.
- Submittal and prioritization of road and bridge projects for the fiscally constrained LRTP.
- Recommendation of road and bridge projects to include in the fiscally constrained LRTP.
Bicycle and Pedestrian
- Review of MPO Bikeway Plan
- Recommendation of non-motorized projects to include in the LRTP.

In addition to the focus groups, four additional standing committees were utilized during plan development for
topics related to specific chapters. These groups included the following:
•
•
•

The Transit Advisory Committee was used to discuss passenger transportation issues. This group
meets at least twice annually as part of the Passenger Transportation Plan process.
The Black Hawk County Resource Enhancement and Protection (REAP) Committee was utilized to
discuss any potential environmental impacts.
The Waterloo Complete Streets Advisory Committee and Cedar Falls Bicycle and Pedestrian Advisory
Committee were used to review the MPO Bikeway Plan.

Policy Board and Technical Committee
Monthly joint Policy Board and Technical Committee meetings were used to discuss the LRTP update
throughout 2017 and 2018. Discussion topics during this time included updates on the travel demand model
and socioeconomic forecasts, reports from the focus groups, revenue forecasts, road and bridge project
recommendations from the Land Use Focus Group, and review of draft chapters. MPO meetings are open to
the public and advertised through local media and the INRCOG Facebook page.
National Household Travel Survey Add-on
The MPO participated in the 2017 National
Household Travel Survey (NHTS) Add-on. The
NHTS is a periodic national survey used to
assist transportation planners and policy
makers who need comprehensive data on
travel and transportation patterns in the United
States. Data is collected on daily trips taken by
households and individuals in those
households over a 24-hour period. States and
MPOs can participate in the Add-on Program to
obtain additional samples of the household
2017 NHTS Add-on Participants
travel survey within their respective geographic
Source: nhts.ornl.gov
boundaries. Add-on participants are also
provided the opportunity to add six questions unique to their needs. The survey produced responses from a
total of 1,221 households consisting of 2,450 individuals specifically from the Black Hawk County MPO.
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Results from the survey can be reviewed one variable at a time, or multiple variables can be cross tabulated to
identify unique trends.
Methods of visualizing the NHTS Add-on data are still being developed. The Federal Highway Administration
(FHWA) along with Oak Ridge National Laboratories and MacroSys are working with MPOs and DOTs to further
develop the online NHTS tool so users can generate maps based on the survey data as well as the origindestination travel data. These advanced tools will allow the MPO to display a variety of trends within the MPO
area quickly and easily. Survey data will be displayed using a customized geography developed by MPO staff
specific to the MPO area. This custom geography divides the MPO area into 37 areas based largely on land
uses and natural breaks in the landscape, e.g. rivers, highways. It is the goal of the MPO to produce a report
on the NHTS Add-on data to provide a more guided and comprehensive analysis of the results. Additional
information can be found in Chapters 4 and 5.
Airline Highway Transportation Survey
In 2018, MET Transit partnered with INRCOG, the RTC, and the Greater Cedar Valley Alliance and Chamber
(GCVAC) to conduct a survey of businesses in the Airline Highway industrial area. This was a follow-up to a
survey GCVAC had conducted in 2017 which found that public transit was ranked the lowest of all community
services in the six-county area surveyed. Additional information can be found in Chapter 4.
Special Outreach Survey
A total of 187 non-English speaking and 20 homeless residents took part in the Special Outreach Survey
conducted by INRCOG in 2015. The survey was intended to identify transportation needs and challenges faced
by these unique populations. Half of all respondents were from either Myanmar or Thailand. There was also
significant representation from the Congo, Mexico, Guatemala, and Bosnia. Surveys were administered by
staff members at Hawkeye Community College Metro Center, Operation Threshold, and Black Hawk-Grundy
Mental Health. Most non-English speaking respondents have some measurable understanding of English,
though there were inherent challenges involved with surveying this population. Accordingly, data from this
survey is not statistically-significant. Additional information can be found in Chapter 5.
Map of countries special outreach survey participants are from
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Pedestrian Master Plan Survey
A statistically significant mail-out survey was conducted by INRCOG staff from May to July 2015. A total of
2,000 survey forms were mailed to randomly selected households in the Black Hawk County metropolitan
area. The survey was conducted using the Pedestrian and Bicycle Survey (PABS) method. A random sample of
household mailing addresses was obtained from LeadsPlease. Advance postcards were sent to each
household about one week prior to the survey itself. A cover letter, survey form, and a map of the metropolitan
area were mailed to each household along with a paid return envelope. Follow-up postcards were sent about
two weeks later to households that had not yet responded. Survey recipients were also given the option to
complete the survey online. A total of 344 responses were received. The Pedestrian Master Plan is expected
to be completed in the spring 2019. Additional information on the Plan be found in Chapter 5.
Pedestrian Master Plan Public Input Meetings
In November and December 2016, six public input meetings were held in Waterloo and Cedar Falls to obtain
input on draft project recommendations. Meeting locations included the non-traditional locations of
Crossroads Shopping Center and the Cedar Valley SportsPlex in Waterloo. These locations were selected to
achieve a wider range of public contact by going to where people are already congregating. 92 survey
responses were received in total from the input meetings. The surveys included a matrix of every draft project
recommendation, and respondents were asked to indicate whether they “strongly support”, “somewhat
support”, “somewhat oppose”, or “strongly oppose” each project.
Website and Social Media
The INRCOG website www.inrcog.org was used
throughout the development of this Plan. Draft chapters
were posted on the website as they were completed, and
staff contact information was provided to any person who
wished to comment on draft materials. Other
information on the transportation planning process and
additional transportation documents are available on the
website. The final LRTP will be posted online and will be
available at the INRCOG office. The INRCOG Facebook
page was also used to notify the public of draft materials
and opportunities for input.
Long-Range Transportation Plan Public Input Meetings
In October 2018, three public input meetings were held
on the draft 2045 Long-Range Transportation Plan.
Meetings were held at the INRCOG Center, Cedar Falls
City Hall, and the Cedar Valley SportsPlex in Waterloo.
The SportsPlex was chosen as a meeting location to
achieve a wider range of public contact by going to where
people are already congregating. The meetings were
advertised via a news release, flyers posted at public
places, the INRCOG website and Facebook page, and an
email blast through MailChimp to the INRCOG mailing
list. There were a variety of displays related to the LRTP
available for review. Attendees were also provided the
opportunity to submit formal written comments. Meeting
attendance for the three meetings can be found in the
Appendix along with a summary of public comments
received.
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External Stakeholder Consultation
Several Federal, State, Tribal, and local government agencies were notified when the draft LRTP document was
available for review. Feedback on topics relevant to their field of expertise was requested. Agencies notified
include the following:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Black Hawk County Conservation Board
Black Hawk County Emergency Management
Federal Highway Administration, Iowa Division
Federal Transit Administration, Region 7
Greater Cedar Valley Alliance & Chamber
Hawkeye Community College
Iowa Department of Agriculture and Land
Stewardship
Iowa Department on Aging
Iowa Department for the Blind
Iowa Department of Cultural Affairs
Iowa Department of Education
Iowa Department of Human Rights
Iowa Department of Human Services
Iowa Department of Natural Resources
Iowa Department of Public Health
Iowa Department of Public Safety
Iowa Department of Transportation, Office of
Systems Planning
Iowa Department of Transportation, District 2
Iowa Department of Veterans’ Affairs

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Iowa Economic Development Authority
Iowa Homeland Security and Emergency
Management
Iowa Tourism Office
Iowa Utilities Board
Iowa Workforce Development
MET Transit Authority
Office of the State Archaeologist
Sac & Fox Tribe of the Mississippi
State Historical Society of Iowa
University of Northern Iowa
U.S Army Corps of Engineers, Rock Island
District
U.S Environmental Protection Agency, Region 7
U.S Department of Agriculture – Natural
Resources Conservation Service
U.S Department of the Interior Bureau of Indian
Affairs, Midwest Regional Office
U.S Fish and Wildlife Service, Illinois-Iowa Field
Office
Waterloo Regional Airport
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Appendices

APPENDIX I – MPO COMMITTEES
Policy Board
Linda Laylin, Black Hawk County Supervisor
Jim Brown, Mayor of Cedar Falls
Tim Swope, Mayor of Elk Run Heights
Doug Faas, Mayor of Evansdale (Chair)
Mark Thome, Mayor of Gilbertville
George Wessel, Mayor of Hudson
Gary Vick, Mayor Pro Tem of Raymond

Quentin Hart, Mayor of Waterloo (Vice-Chair)
Rose Middleton, MET Transit Authority
Keith Kaspari, Waterloo Airport Commission
Kevin Blanshan, INRCOG (non-voting)
Andrea White, Iowa DOT (non-voting)
Darla Hugaboom, FHWA Iowa Division (non-voting)
Daniel Nguyen, FTA Region 7 (non-voting)

Technical Committee
Ryan Brennan, Black Hawk County
Cathy Nicholas, Black Hawk County
Stephanie Houk Sheetz, City of Cedar Falls
Jon Resler, City of Cedar Falls
David Sturch, City of Cedar Falls
Mike Dryden, Ament Engineering, City of Elk Run Heights
Rob Werner, City of Gilbertville
Chrissi Wiersma, City of Hudson
Jake Huck, MSA Professional Services, City of Raymond
Noel Anderson, City of Waterloo
Jeff Bales, City of Waterloo
Mohammad Elahi, City of Waterloo

Aric Schroeder, City of Waterloo
Jamie Knutson, City of Waterloo
Larry Buchholz, Cedar Trails Partnership
Cassie Grimsman, Greater Cedar Valley Alliance & Chamber
Mark Little, MET Transit Authority
Krista Billhorn, Iowa DOT
Jose Luis San Miguel, University of Northern Iowa
Tim Strauss, University of Northern Iowa
Kevin Blanshan, INRCOG
Kyle Durant, INRCOG
Codie Leseman, INRCOG

Transportation Alternatives Program Project Review Committee
Candy Streed, Silos & Smokestacks
Kevin Blanshan, INRCOG
Larry Buchholz, Cedar Trails Partnership

Mark Little, MET Transit Authority
Cassie Grimsman, Greater Cedar Valley Alliance & Chamber

TAP Committee
Ryan Brennan, Black Hawk County
Cathy Nicholas, Black Hawk County
Mike Hendrickson, Black Hawk County Conservation Board
Cherrie Northrup, Black Hawk County Conservation Board
Noel Anderson, City of Waterloo
Jeff Bales, City of Waterloo
Paul Huting, City of Waterloo
Aric Schroeder, City of Waterloo
Stephanie Houk Sheetz, City of Cedar Falls
Jon Resler, City of Cedar Falls
Mark Ripplinger, City of Cedar Falls
David Sturch, City of Cedar Falls
Mike Dryden, Ament Engineering, City of Elk Run Heights
Doug Faas, City of Evansdale

Rob Werner, City of Gilbertville
Chrissi Wiersma, City of Hudson
Jake Huck, MSA Professional Services, City of Raymond
David Welter, Cedar Falls Historical Society
Kim Manning, Cedar Falls Tourism & Visitors Bureau
Lori Eberhard, George Wyth Memorial State Park
Billie Bailey, Grout Museum of History & Science
Tavis Hall, Waterloo Convention & Visitors Bureau
Krista Billhorn, Iowa DOT
Kevin Blanshan, INRCOG
Kyle Durant, INRCOG
Codie Leseman, INRCOG
Jacki Schares, INRCOG
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APPENDIX II – 2045 LRTP PUBLIC INPUT MEETINGS ATTENDANCE
Tuesday, October 2, 2018 12:00-1:30 pm at INRCOG
Ryan Brennan, Black Hawk County
Brian Schoon, INRCOG
Ryan McKinley, INRCOG
Rose Phillips, INRCOG
Kyle Durant, INRCOG
Codie Leseman, INRCOG

Tuesday, October 2, 2018 4:30-6:00 pm at Cedar Falls City Hall
Roger White, Cedar Falls Bicycle and Pedestrian Advisory Committee
David Sturch, Cedar Falls
Larry Buchholz, Public
Nancy Hamilton, Cedar Falls Bicycle and Pedestrian Advisory Committee
Kevin Blanshan, INRCOG
Kyle Durant, INRCOG
Codie Leseman, INRCOG

Wednesday, October 3, 2018 4:30-6:00 pm at Cedar Valley SportsPlex
Kyle Durant, INRCOG
Codie Leseman, INRCOG

2045 LONG-RANGE TRANSPORTATION PLAN | 211

APPENDIX III – PUBLIC COMMENTS
•
•

•

I encountered a distracted driver while walking along Martin Rd near the corner of Martin Rd and 4 th St. If
there were sidewalks along these roads, my family would not have almost been hit while out on a walk.
I’d like to see more accommodation made for cyclists. I live near Mt. Olivet Cemetery, and I feel unsafe
riding my bike to work in downtown Waterloo because the northeast-bound lane of 4th Street is relatively
narrow and busy in the morning. I’d be in favor of dedicated bike lanes whenever possible, sharrows when
not, and wayfinding signs for best bike routes.
Page E. – On behalf of Iowa Workforce Development, I am submitting the below comments for
consideration:
- While disability was referenced in Chapter 4, demographic information regarding disability was not
referenced in the MPO profile section. The unemployment rate for individuals with disabilities is
twice that of the general unemployment rate. One contributing factor to this disparity is the lack
of accessible transportation for individuals with disabilities and persons accessing transportation
during non-traditional hours of operation. Common feedback from disability advocacy groups
includes the hours of operation of public transit and the barrier that creates for quality of life,
specifically employment and recreation.
- As the population ages, the prevalence of disability increases. Specific, tangible solutions for
individuals with disabilities and the aging could be a consideration when looking at ways to
accommodate for large demographics of Black Hawk County residents. For example, a plan to
partner with senior centers, community centers, and Community Rehabilitation Programs to
provide training on using public transportation.
- The DOT’s Iowa Mobility Management Program was not referenced. Mobility Managers play a
critical role in the coordination of accessible transportation to meet the needs of Iowans with
disabilities.
- The Transit Advisory Council may consider adding information about the process by which
individuals can share feedback such as transportation needs, accessibility issues, complaints, etc.
- The pedestrian hybrid beacons included a description of visual cues; are auditory cues also
included for individuals who are blind or have low vision?
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APPENDIX IV – ACRONYMS
AADT
AASHTO
ADA
ADT
AIP
ALO
ARRA
CE
CIP
CMAQ
CVAST
DMS
DOT
DNR
EA
EIS
EMA
FAA
FAST
FBO
FFC
FHWA
FM
FONSI
FTA
FY
GCVAC
GTSB
HCC
HMP
HSIP
ICAAP
ICAT
ICE
ICE-OPS
ICS
INRCOG
InTrans
IRI
ISMS
iTRAM
ITS
IX
JARC
LOS
LOST
LOTTR
LPI
LRTP
LTAP
MAP-21
MCO
MET
MPO
MTC

Average Annual Daily Traffic
American Association of State Highway and Transportation Officials
American’s with Disabilities Act
American Discovery Trail
Airport Improvement Program
Waterloo Regional Airport
American Recovery Reinvestment Act
Categorical Exclusion
Capital Improvement Program
Congestion Mitigation and Air Quality Improvement
Cedar Valley Association for Soft Trails
Dynamic Message Sign
Department of Transportation
Department of Natural Resources
Environmental Assessment
Environmental Impact Statement
Emergency Management Agency
Federal Aviation Administration
Fixing America’s Surface Transportation
Fixed Base Operator
Federal Functional Classification
Federal Highway Administration
Farm to Market
Finding of No Significant Impact
Federal Transit Administration
Fiscal Year
Greater Cedar Valley Alliance and Chamber
Governor’s Traffic Safety Bureau
Hawkeye Community College
Hazard Mitigation Plan
Highway Safety Improvement Program
Iowa’s Clean Air Attainment Program
Iowa Crash Analysis Tool
Infrastructure Condition Evaluation
Infrastructure Condition Evaluation – Operations
Incident Command System
Iowa Northland Regional Council of Governments
Institute for Transportation
International Roughness Index
Iowa Standardized Model Structure
Iowa Travel Analysis Model
Intelligent Transportation System
Interstate Substitution
Job Access Reverse Commute
Level of Service
Local Option Sales Tax
Level of Travel Time Reliability
Leading Pedestrian Interval
Long-Range Transportation Plan
Local Technical Assistance Program
Moving Ahead for Progress in the 21st Century
Managed Care Organization
Metropolitan Transit Authority
Metropolitan Planning Organization
Multimodal Transportation Center
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MUTCD
NACTO
NB
NEPA
NHFP
NHPP
NHS
NHTS
NHTSA
NIMS
NPDES
NRF
PABS
PCI
PHB
PL
PPP
PRF
PTP
REAP
RISE
RTA
RTC
RUTF
SAFETEA-LU
SB
SHSP
SICL
SPR
SRTS
STA
STBG
SUDAS
TAC
TAMP
TAP
TAZ
TDM
TEAP
TERM
TIFF
TIP
TPWP
TSIP
TSMO
TTTR
TWLTL
ULB
UNI
USBR
VCAP
VHT
VMT
YOE

Manual on Uniform Traffic Control Devices
National Association of City Transportation Officials
Northbound
National Environmental Policy Act
National Highway Freight Program
National Highway Performance Program
National Highway System
National Household Travel Survey
National Highway Traffic Safety Administration
National Incident Management System
National Pollutant Discharge Elimination System
National Response Framework
Pedestrian and Bicycle Survey
Pavement Condition Index
Pedestrian Hybrid Beacon
Planning Program
Public Participation Plan
Primary Road Fund
Passenger Transportation Plan
Resource Enhancement and Protection
Revitalize Iowa’s Sound Economy
Regional Transportation Authority
Regional Transit Commission
Road Use Tax Fund
Safe, Accountable, Flexible, Efficient Transportation Act: A Legacy for Users
Southbound
Strategic Highway Safety Plan
Safety Improvement Candidate Location
State Planning and Research
Safe Routes to School
State Transit Assistance
Surface Transportation Block Grant
Statewide urban Design and Specifications
Transit Advisory Committee
Transportation Asset Management Plan
Transportation Alternatives Program
Traffic Analysis Zone
Travel Demand Model
Traffic Engineering Assistance Program
Transit Economic Requirements Model
Tax Increment Finance Funding
Transportation Improvement Program
Transportation Planning Work Program
Traffic Safety Improvement Program
Transportation System Management and Operations
Truck Travel Time Reliability
Two-Way Left-Turn Lane
Useful Life Benchmark
University of Northern Iowa
United States Bike Route
Value, Condition, and Performance
Vehicle Hours Traveled
Vehicle Miles Traveled
Year of Expenditure
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