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To improve the Division Street cor-
ridor between Ashland Avenue and 
Orleans Street, A La Mode recom-
mends adopting a complete streets 
approach to improve community 

connectedness while maintaining 
safety, comfort, efficiency, and fu-
ture development and growth po-
tential in the corridor. This plan 
combines complete streets guide-

lines with existing plans and visions 
for the city of Chicago to meet the 
goal of creating an improved con-
nection between Goose Island and 
the different communities around it.

Proposed improvements 
for this corridor include:

Improving Polonia Triangle
Bus Signal Prioritization
Added bike lanes

Buffered bike lanes
Lighting and beautification under via-
ducts
Sight Line improvements at Elston

Shared bike/bus lane
Sidewalk repairs and improvements
Buffered bike lanes at bridges
Potential new bridges or ped-bike bridge

Road diet
Bike lane connectivity
Improved signage

EXECUTIVE SUMMARY

A B C D

Image © 2017 Google. Illustration by Jasmine Gunn.
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About the Authors

Our team, A La Mode, is a Complete 
Streets-focused consulting firm made 
up of partners from diverse academ-
ic and professional backgrounds.

Jasmine Gunn, with a background 
in architecture, provides a fine-
tuned approach to street design 
and aesthetically implement-
ing our big picture approaches. 

Lucy Chen supports our team 
with her extensive engineering ex-
perience and breadth of knowl-
edge in transportation planning. 

Michael McCarthy has a background 
in journalism and experience as an 
intern in Chicago’s Department of 
Cultural Affairs and Special Events, 
where he assisted with vendor selec-
tion, site planning, and operations for 
the city’s Farmers Markets program. 

Ashley Reimann, of the University of 
Denver, provides her knowledge of mu-
nicipal planning and community de-
velopment from her experience work-
ing with the Village of Lincolnwood.

At A La Mode, we understand that 

there is no one-size-fits-all approach 
to planning. Our team offers cus-
tomized and holistic improvement 
plans that value the specific needs 
of the community and visions 
for future economic and trans-
portation-oriented development.

Division Street 
Project Corridor

This plan includes qualitative findings 
and project implementation plans for 
the segment of Division Street from 
Ashland Avenue to Orleans Street, 
as identified for improvement by the
Chicago Department of Trans-
portation and Aldermen Bri-
an Hopkins (2nd) and Walter
Burnett, Jr. (27th). 

The Division Street project corridor 
runs approximately 1.5 miles through 
several Chicago neighborhoods in-
cluding Noble Square, Wicker Park, 
Goose Island, the North Branch
Industrial Corridor, and the former 
site of the Cabrini-Green housing 
complex. Aside from the intersec-
tion at Clybourn and Division, which 
is under Illinois Department of
Transportation jurisdiction, 
this length of Division is under 

Images from ESRI. Created by Lucy Chen.

the jurisdiction of the Chicago
Department of Transportation. Di-
vision Street presents unique chal-
lenges that will best be resolved 
through Complete Streets imple-
mentation. By balancing current 
auto capacity with the needs of all 
road users, we believe that improv-
ing walkability and bike connectivity 
of Division Street through pedestri-
an safety and streetscape enhance-

ments will boost retail activity and 
address transportation concerns for 
nearby industrial and commercial 
businesses, contributing to the over-
all economic vitality of this corridor.

INTRODUCTION
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Why 
Complete 
Streets
Demand for 
Increased Efficiency 
in other Modes of 
Transit

Pursuant with Chicago’s current ini-
tiatives towards inclusionary street 
design, we plan to introduce ele-
ments of complete streets to specific 
sections of Division Street. Broad-
ly speaking, complete streets ap-
proaches seek to uphold the safety 
and comfort for all users of all abil-
ities on all modes of transportation. 
Historically, traffic engineers have pri-
oritized the needs of the automobile 
and paid significantly less attention 

to other forms of transportation in 
designing streets. Complete streets 
initiatives seek to rewrite the modal 
hierarchy to focus first on pedestri-
an users, then transit, bicycles, and 
lastly automobiles. Reports show 
that one-third of Americans do not 
drive and those who do would rath-
er drive less and walk more.1 With 
this in mind, we are confident that 
our proposal will meet the needs 
and interests of the community.

Economic & 
Sustainability 
Impacts

Implementing complete streets can 
provide local economic benefits 
aside from improved traffic safety, 
according to CDOT’s 2013 Complete 
Streets Design Guidelines. Introduc-
ing bike facility projects, pedestrian 

1 Roseberry, Nathan. UPP Com-
plete Streets 565. September 5, 2017.

safety infrastructure improvements, 
and placemaking initiatives are 
just a few tools that can lead to in-
creased economic activity and tax 
revenues for the community. Sim-
ilarly, promoting active transit is a 
step in the direction of becoming a 
more environmentally sustainable 
and healthy city. Most trips in large 
cities are between one and three 
miles, therefore, providing adequate 
infrastructure for pedestrians and bi-
cyclists can encourage active transit 
for these short trips and reduce car-
bon emissions into our environment.2

Goose Island as a 
Catalyst to Further 
Economic Growth

At the center of the section of Divi-
sion from Ashland to New Orleans 
lies Goose Island; an artificial island 
bordered by the Chicago river and the 
man-made North Branch canal. At 
its inception in 1853, Goose Island 
would function as a huge industrial 
hub during the late 1800s and ear-
ly 1900s.3 The Island was home to a 
number of industrial uses that include 
factories, steel, rail, and coal. Like 

2 Ibid.
3 “Goose Island.” The Electronic 
Encyclopedia of Chicago , Chicago His-
torical Society, 2005, www.encyclope-
dia.chicagohistory.org/pages/300045.
html.

many other areas dependent on in-
dustrial activity, Goose Island saw the 
first signs of decline in the Great De-
pression. By the 1970s, many build-
ings were deteriorating and vacant. 

As it stands today, the 160-acre is-
land remains the only island along 
the Chicago river and one of very few 
under-developed areas within 3 miles 
of downtown Chicago.4 With recent 
development by businesses like Ama-
zon and ULI Labs Digital Manufactur-
ing and Design Institute, we believe 
Goose Island is poised to be revital-
ized into an advanced manufactur-
ing and tech hub. One of the biggest 
weaknesses and things that can pre-
vent this revitalization is not the lack 
of land or historic buildings, but the 
outdated poor quality of the transpor-
tation infrastructure. Infrastructure 
improvements along Division can 
connect Goose Island to its surround-
ing context and act as an econom-
ic development catalyst that spurs 
new investment and development.

4 MacRostie Historic Advisors 
LLC. “Goose Island’s Industrial Past 
and Tech Future.” Chicago Architecture 
Foundation. www.architecture.org/
architecture-chicago/topics-news/retro-
fitting-buildings/goose-islands-industrial-
past-and-tech-future/.

Modal Hierarchy from CDOT Complete Streets Design Guidelines



8

Overview

Within the project area, the Division 
Street right-of-way, including side-
walks, can be up to 100 feet wide. 
However, the street contracts to 
about 65 feet wide on Goose Island 
and east of the Chicago River. These 
conditions, along with the lane desig-
nations throughout the corridor, form 
a bottleneck that contributes to traf-
fic congestion and makes bicycling 
and walking less comfortable. This 
corridor has adequate sidewalks for 
pedestrians, but points of discom-
fort may include long crossings at 
intersections with diagonal streets 
and near the entrances and exits of 
the Kennedy Expressway. With an 
average of 9,000 riders each week-
day,5 the #70 Division bus provides 
connections between Blue and Red 
Line rail service. The bus stops fre-
quently along the corridor, but most 
stops are unsheltered and bus riders 
are significantly impacted by traffic 
congestion on Division Street. Cur-
rently, Division Street has almost no 
bike facilities between Ashland Ave-
nue and Clybourn Avenue, contribut-

5 Chicago Transit Authority. “May 
2017 Monthly Ridership Report.” http://
www.transitchicago.com/ridership/.

ing to a Level of Traffic Stress of at 
least 3 through most of the project 
corridor. However, Division Street 
provides connections to LTS 1 routes 
on Milwaukee Avenue, Elston Ave-
nue, and Clybourn Avenue and is an 
important river crossing. Division is 
a desirable route for people in cars 
and trucks because it provides ac-
cess between the Kennedy Express-
way and Goose Island’s commer-
cial and industrial corridor, 
however, congestion and 
inconsistent lanes are prob-
lems for these road users.

Demographics

Division Street is com-
prised of a diverse range 
of socio-economic levels as 
seen in the varying medi-
an household income map 
below. Additionally, 124 
units of affordable housing 
currently exist along Divi-
sion Street from Ashland 

to Orleans.6 A La Mode’s inclusive 
community outreach methodolo-
gy ensures that every community 

6 Economic Development Afford-
able Housing Development Maps, City 
of Chicago, Chicago Data Portal, D.A. 
October 10, 2017. https://data.cityofchi-
cago.org/Community-Economic-Develop-
ment/Affordable-Rental-Housing-Devel-
opments-Map/k3g 7-7kgc

member has a seat at the plan-
ning table, regardless of resources.

Zoning and Land Use

The zoning throughout Division is di-
verse and includes residential, com-
mercial, parks, schools, and manu-
facturing land uses. The outer edges 
of the project area (from Ashland to 
Elston and Halsted to Orleans) are 

Income Map from SimplyAnalytics

EXISTING PLANS & CONDITIONS
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most dominated by mixed-use build-
ings that have commercial activity 
on the ground floor and residential 
or office uses above. Bisecting the 
area from Elston to Halsted is the 
industrial corridor of Goose Island 
that is home to many Planned Man-
ufacturing Districts. This diversity of 
land use will be carefully considered 
in our plan to successfully imple-
ment Complete Streets strategies. 
Streets near Goose Island, for ex-
ample, needs to accommodate large 
trucks. Our plan will balance the 
need for truck access while ensuring 
that pedestrians are visible and safe.

Existing Plans 

A La Mode has identified discon-
nection as a major theme along the 
project corridor. At each end of the 
corridor, we observe neighborhoods 
that are walkable with a variety of 
residential and compatible commer-
cial land uses, plus high quality bike 
infrastructure. West Town and Wicker 
Park on the west end of the project 
exhibit these qualities as does Old 
Town on the east end of the corridor. 

Around Goose Island however, is a 
figurative island that lacks walkabili-
ty and bike infrastructure and where 
land use is mostly limited to commer-

Image from “Goose Island 2025” by Port Urbanism

cial and industrial buildings that orient 
toward trucks and automobiles rather 
than pedestrians and cyclists. While 
there is bus service through Goose 
Island, traffic congestion and bottle-
necks near Goose Island often delay 
buses and can discourage ridership.

The North Branch Framework Plan 
anticipates the redevelopment of the 
riverfront industrial district surround-
ing Goose Island and provides for 
improved transportation options for 
all road users, increased economic 
activity, and environmental improve-
ments along the North Branch indus-
trial corridor. Specifically, the frame-
work proposes a shift to mixed-use 
development as a buffer between 
industrial and residential areas, re-
construction of 
Division Street 
and its bridges 
on Goose Island, 
supplemental 
pedestrian and 
bike bridges for 
improved ac-
cess to Goose 
Island, and a 
wireless traf-
fic control sys-
tem to improve 
bus service.

Additionally, 
Chicago’s Vi-
sion Zero Action 
Plan identifies high 

crash areas, including our project 
corridor in West Town and the Near 
North Side, and seeks to eliminate 
fatal traffic crashes. To best apply 
the Vision Zero plan, we can rede-
sign Division Street to reduce vehicle 
speeds and provide safe options for 
all road users. Chicago Streets for Cy-
cling 2020 envisions Division Street 
as a crosstown corridor and we are 
committed to providing a quality bike 
facility on Division throughout the 
project area. The Chicago Pedestri-
an Plan highlights specific tools for 
improved pedestrian safety, includ-
ing pedestrian countdown timers 
and leading pedestrian intervals 
where signals exist and refuge is-
lands at uncontrolled intersections.

Image of John Drury’s Map of Goose Island, Chicago Daily 
News. 1930. https://chicagology.com/notorious-chicago/littlehell/
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1. Enhance and 
connect bike 
infrastructure to 
establish Division as 
a cross town bike 
corridor.

2. Make 
improvements 
along division that 
connect Goose 
island with the city 
and position the 
area for economic 
development

3. Increase safety 
and comfort of 
pedestrian users 
by connecting 
walkable cities. 

 

GOALS & STRATEGIES



11



12
Illustration by Jasmine Gunn

GOALS AND STRATEGIES
Zone A: Ashland to Noble
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ZONE A
The historical significance of the Pol-
ish Triangle, located at the intersec-
tion of Division, Milwaukee, and Ash-
land avenues, and the beginning of 
our designated Zone A, provides an 
opportunity for placemaking along the 
Division Street corridor. Dating back 

to the 1930s, this pedestrian trian-
gle was dubbed the epicenter of the 
neighborhood’s mostly Polish popu-
lation, thus bestowing the name, the 
Polish Triangle or the Polonia Triangle.
 
In 2009, the Metropolitan Plan-
ning Council partnered with several 
community groups, the 1st, 27th, 
and 32nd Ward Aldermen, and the 
WPB (Special Service Area 33) to 
improve placemaking efforts by im-
proving comfort and connectivity 
with the community. Our proposal 
seeks to support many of the sug-
gested plans while enhancing other 
areas of the Polish Triangle to ensure 
connectivity for all modes of transit.

Transit
Zone A, from the Polish 
Triangle to the viaduct 
under the Kennedy Ex-
pressway, is home to 
a dense web of public 

transit options. The Polish Triangle is 
home to the CTA Division Blue Line 
station which services connections 
to O’Hare International Airport, the 
Loop, and the hospital networks lo-
cated in the Illinois Medical District. 
Nearly 5,000 commuters utilize this 
particular El station daily. In addition, 
the 56 Milwaukee, 70 Division, and 
the 9 Ashland (and 9X) CTA buses 
stop at the intersection at the Pol-
ish Triangle. High levels of public 
transit ridership is a major strength 
in this zone. However, the intersec-
tion is routinely congested which de-
lays transit efficiency for the buses.

Bike
Nearby bike-oriented 
transit initiatives con-
tinue to expand in the 
Wicker Park neighbor-

hood, such as the new dashed bike 
lanes on Milwaukee Ave from Division 
to Western Ave. This supports the 
notion that more Chicagoans desire 
bike-friendly transit options. Zone 
A is an opportune location to imple-
ment striped bike lanes. Currently, 
the bike lane is insufficiently marked 
with a shared-lane marking, or shar-
rows, which 
does not lend 
to a safe biking 
environment.
 

Pedestrian
As the Polish Triangle serves 
as a transit hub, it is unsur-
prising that the space lends 
to high foot traffic. According 
to the Metropolitan Planning 

Council, on average, approximately 
500 individuals traverse the Trian-
gle each hour. During rush hour, this 
number peaks to 700 per hour. In 
addition, the Triangle itself is zoned 
as a B 1-2 Neighborhood Shopping 
District which will support future op-
portunities for economic develop-

Strengths & Weaknesses

Polish Triangle. Photo by Devin Hunter

Image from Metropolitan Planning Council, “Placemaking at 
the Polish Triangle,” July 2010. 
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ment and community engagement 
discussed later in this report. Such 
improvements will change the cur-
rent sentiments towards the Pol-
ish Triangle as an unclean, unsafe, 
and unsatisfying location where 
most pedestrian users of the Trian-
gle spend less than three minutes.

Our Plan
 
In order to achieve our overarching 
goal to increase connectivity along 
Division Street from Ashland to Or-
leans, Zone A improvements include 
enhancing the Polish Triangle to in-
crease comfort and a connection 
with the community, implementing 
signal priority for buses, and intro-
ducing an Eastbound bike lane.
 

Polish Triangle 
Improvements

Our proposal for the Polish Triangle is 
multi-pronged. We seek to increase 

1. Comfort
2. Community 
Connection
3. Economic 
Development 

in the area through incre-
mental implementation.

To transform the Polish Triangle into 
a commuter-friendly and engaging 
public space, we wish to establish a 
permanent food kiosk which will pro-
vide refreshments and coffee. Simi-
lar establishments, such as Whispers 
Cafe in the Gold Coast, have provided 
a pleasant addition to the neighbor-
hood within similar space constraints. 
Last year, DoorStep, a breakfast food 
truck, entered a pilot program on the 
Polish Triangle. The food truck proved 
to be a success for the neighborhood 
for residents and commuters alike.

In recent years, many community 
groups such as the East Village As-
sociation and the Polish Triangle 
Coalition have organized weekly 
community activities on the Pol-
ish Triangle such as farmers mar-
kets and cultural events. In order 
to ensure financial stability for the 
activities, we seek to encourage 
sponsorship from local businesses. 

Other improvements for the Polish 
Triangle include rezoning the park 
and surrounding streets as a Pe-
destrian Retail Street instead of 
its current zoning as simply a Pe-
destrian Street. This change would 
put restrictions on the surrounding 
commercial properties by limiting 
the amount of banks, credit unions, 
and currency exchanges permitted. 
Pedestrian Retail Streets encour-
age uses such as cafes and open 
air markets which would lead to in-
creased foot traffic on the Triangle.

Establish Signal 
Priority for Bus
In order to decrease the backup 
of bus transit, we recommend im-
plementing transit signal priority 
for the CTA #70 Division bus. This 
method effectively reduces wait 
time at traffic signals for buses by 
shortening red lights or increasing 
length of green lights to increase the 

ZONE A

Illustration of Upstream Green Truncation from NACTO

Whispers Cafe. Photo by Brian Cassella/Chicago Tribune.
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“person throughput” of the street. 

In the case of the intersection at the 
Polish Triangle, the use of an active 
priority strategy is most useful strate-
gy. This method detects the presence 
of the bus and automatically commu-
nicates with the traffic signals result-
ing in minimized delays and increased 
consistent travel times allowing tran-
sit to serve as a more attractive mode 
of travel. Efforts to implement signal 
priority have been announced for the 
Ashland Avenue buses (9 and 9X).
 Specifically, A La Mode seeks to 
introduce Upstream Green Trunca-
tion (or a reverse queue jump) to 
achieve signal priority.  This strate-
gy allows bus boarding while traffic 
is stopped behind the bus, which is 
helpful at congested intersections.1

Add Eastbound Bike 
Lane
To complement the Polish Triangle 
Improvement efforts regarding com-
fort for commuters, we propose the 
implementation of a designated 
Eastbound bike lane beginning at Di-
vision and Ashland Avenue. Current 
conditions for bike transit are bleak 
throughout this intersection. The bike 
lane is insufficiently marked with 

1 NACTO. Transit Street Design 
Guide. “Active Transit Signal Priority.”

sharrows and is uninviting to most. 
The Eastbound driving lanes at Divi-
sion Street and Ashland Avenue are 
approximately 25 ft or 7.45 meters, 
not including a curbside parking 
lane. With such a wide lane width, 
we feel confident that there is ample 
room to establish a designated bike 
lane on this side of the road. Not only 
does a bike lane further our mission 
to increase connectivity throughout 
the corridor, it also reduces the risk 
of high impact crash speeds that are 
associated with lanes as wide as the 
current condition, effectively creating 
a safer environment for all modes.

We suggest placing the proposed 
bike lane in the current parking lane 
to provide a buffered path for cyclists. 
This has been implemented on Mil-
waukee Street with great success 
(need cross street). Additional space 
can be allocated from the west-
bound side of the Division and Mil-
waukee intersection where currently 
cars park temporarily and illegally. 

In this approach, we plan to remove 
the westbound parking lane, shift 
the eastbound parking lane to the 
left to allow for a designated bik-
ing lane with a 1-foot butter, and 
extend the Polish Triangle pedes-
trian square by reducing the west-
bound driving lanes, separated by 
a two-foot buffer with a planter box.

Existing Cross Section
Looking eastbound from Ashland

Typical Proposed Cross Section
Looking eastbound from Ashland

Images created with Streetmix CC BY-SA 4.0
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Bus
Increased efficiency and timeliness 
for commuters

Pedestrian
Added pedestrian public space en-
hanced with weekly events and cafe, 
increased placemaking on Polish 
Triangle

Bike
Established connectivity with sur-
rounding communities and rest of 
Division Street

Auto
Increased capacity through mini-
mized conflicts with other modes, 
traffic signals coordination

Benefits by 
Mode

ZONE A

Implementation
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Illustration by Jasmine Gunn

GOALS AND STRATEGIES
Zone B: Noble to Elston
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ZONE B
From Noble Street to Elston Avenue, 
the lack of pedestrian destinations 
and bicycle facilities is a barrier to 
connectivity between the West Town 
and Near North communities. To 
improve connectivity through this 
zone, it is necessary to create bicy-
cle facilities that integrate with exist-
ing, intersecting bicycle routes and 
to make the pedestrian experience 
more comfortable and interesting.

Existing 
Conditions
The land uses along this stretch of 
Division include gas stations, parking 
lots, overpasses for transportation, 
and car dealerships, all of which are 
not targeted toward pedestrian traf-
fic. There are many curb cuts along 
this stretch that disrupt pedestrians 
by putting people in conflict with ve-
hicle traffic. There are a few town-
homes, a school, and a restaurant 
that provide more of a pleasant side-
walk environment for pedestrians.

While this zone might gain a bet-
ter pedestrian experience with 

more mixed-use development, ad-
ditional retail would require on-
street parking. The current lack of 
parking presents an opportunity 
to use the existing street width for 
additional travel and bike lanes.

Pedestrian
Pedestrian crossing between 
the north and south sides of 
the street is not allowed be-
tween Noble and Elston. A 
few of the East-west pedestri-

an crosswalks are extremely worn or 
unmarked on the pavement, but most 
have pedestrian signals and some 
have detectable warning tiles. The 
intersection at Division and Noble is 
missing some pedestrian signals. At 
the intersection with diagonal Elston 
Avenue, pedestrian crossings are es-
pecially long at 95 to 110 feet, requir-
ing green time of at least 30 seconds.

Bike
Bike facilities are 
non-existent on Divi-
sion in this zone, but 

Elston has a comfortable, protected 
bike lane. Based on observation, cy-
cling through this stretch of Division 
is fairly popular. Some cyclists prefer 
to travel in the unmarked on-street 
space, but some were seen using the 
sidewalk. In 2005, Alicia Frantz was 
struck and killed by a truck while bi-
cycling under the railroad overpass. 
A “ghost bike” is installed under the 
overpass as a memorial. There are 
no Divvy stations in this zone and 
there in a noticeable lack of stations 
near Division between Ashland and 
Larrabee, except for one near North 
Branch and Halsted that requires 
a detour through Goose Island.

Transit
There are #70 Division 
bus stops at Noble (west-
bound only) and at El-
ston. At Elston, the east-

bound bus stop is located almost 
mid-block. This placement helps bus-
es avoid blocking the right turn only 
lane while passengers board and 
alight. However, buses must merge 
with traffic to continue onto the 
bridge. None of the bus stops have 
shelters, but some have benches.

Cars
From Noble to Elston, 
Division Street has two 
consistent traffic lanes 
in each direction, plus 
turn lanes. There are 

long queues for left turns at Elston Av-
enue, which has no protected left turn 
signal phases. The on- and off-ramps 
for the Kennedy Expressway also ex-
perience heavy turning movements.

To the east of Elston, Division slims 
down to one lane across the bridge 

Strengths & Weaknesses

Current Land 
Uses at Elston 
and Noble
Photo by Michael 
McCarthy
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ZONE B
and into Goose Island, so there is a 
need to prepare drivers for this tran-
sition before the intersection. Existing 
conditions account for this transition 
by separating traffic into one through 
lane plus left and right turn only lanes.

Opportunities

Because of moderate traffic volumes 
and the need to maintain connec-
tivity with the Kennedy Expressway, 
we do not consider a road diet to 
be feasible in this zone. However, 
there are opportunities to balance 
vehicle needs with the need for 
bike infrastructure by slimming wide 
traffic lanes down to 10 to 11 feet 
and utilizing wide sidewalks under 
the Union Pacific railroad viaduct.

Our Plan
To improve traffic flow and reduce 
speeding, lanes can be reduced to 10 
and 11 feet throughout this segment 
of Division Street. At least one 11-foot 
lane should be maintained in each 
direction to allow for truck and bus 

movement throughout the corridor.1

To establish bike connectivity 
through this segment of Division 
Street, bike lanes can be added by 
reallocating space used by existing 
travel lanes that are 12 feet or wid-
er and an existing wide sidewalk 
from the railroad overpass to Elston.

Because of the lack of street con-
nectivity across the river near Goose 
Island, we propose creating addition-
al access points to Goose Island for 
pedestrians and cyclists. Blackhawk 
Street just north of the former Mor-
ton Salt facility offers an opportuni-
ty to reframe an old industrial area 

1 NACTO, Urban Street Design 
Guide, “Lane Width”

as a modern, 
people-friend-
ly industrial 
and commer-
cial district that 
is better-inte-
grated into the 
surrounding 
neighborhoods.

Finally, an ad-
ditional Divvy station at Division 
Street and Elston Avenue could 
make Goose Island more accessi-
ble by bike and provide better ca-
pacity in the Divvy network along 
two important cycling routes.

Noble to the 
Kennedy
Add 5-foot bike lanes with up to a 
3-foot buffer in each direction by 
reducing the center median and 
slimming existing 19-foot travel 
lanes. To reduce right-turn conflicts 
between vehicles entering the ex-
pressway and cyclists, a dedicated 
right-turn lane should be provided 
to the right of the eastbound bike 
lane. (NACTO, Urban Bikeway De-
sign Guide, “Through Bike Lanes”)

Viaducts
For a more pedestrian-friendly ex-
perience under the viaducts, we  
additional lighting and better trash 
removal and maintenance. To en-
sure that there is adequate fund-
ing to maintain clean sidewalks, 
the Wicker Park/Bucktown Special 
Service Area, which currently cov-
ers the north side of Division to the 
Kennedy Expressway, could be ex-
tended to cover both sides of the 
street and the railroad viaduct or a 
new Special Service Area could be 
established through Goose Island.

To improve bike connectivity between 
the bike facilities to the east on Divi-
sion and on Milwaukee and those to 
the west on Elston, we propose build-
ing high-visibility, buffered bike lanes 
on Division from Noble to Elston. 

Photo by Lucy Chen

Current Divvy Stations (blue) and proposed station (red) 
Image by Divvy and Google
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ZONE B

Wide lanes at Noble and continuing 
under the Kennedy Expressway can 
be reduced in width to accommodate 
buffered bike lanes. The wide side-
walk under the railroad can be uti-
lized as an off-street connection for 

bicycles on the south side of Division 
from the rail viaduct to Elston. Travel 
lanes can be reduced and shifted to 
accommodate an on-street buffered 
bike lane on the north side of Division.

Elston Avenue 
Intersection
The intersection of Elston Avenue and 
Division Street offers an opportunity 
to connect existing high quality pro-
tected bike lanes on Elston with new 
proposed bike facilities on Division. 
Since intersection design is crucial 
to the success of bike networks, we 
recommend a more comprehensive 

Proposed bike lanes
Illustration by Michael McCarthy

Proposed concrete improvements at Elston
Illustration by Michael McCarthy

study of this intersection to evaluate 
whether the addition of concrete bar-
riers can provide a protected intersec-
tion for bike lanes, reduce pedestrian 
crossing distances, and maintain ac-
cess for turning trucks. Further study 
is also needed to determine if the cur-
rent 85 second signal cycle is appro-
priate for this intersection and if add-
ing a protected left phase is feasible.

Existing Cross Section
At Noble Street

Images created with Streetmix CC BY-SA 4.0

Proposed Cross Section
At Noble Street
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ZONE B

Benefits by 
Mode
Pedestrians
Greater ADA compliant cross-
walks, shorter crossing at El-
ston, pedestrian signals at Noble

Bike
Improved connection to Elston pro-
tected bike lane and  improved safe-
ty from buffered lanes on Division

Transit
Reduced conflict with bikes un-
der the railroad viaduct, im-
proved bus shelter at Elston

Cars
Less queuing for left turns at Elston 
and maintained number of lanes

Photo by Michael McCarthy
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Illustration by Jasmine Gunn

GOALS AND STRATEGIES
Zone C: Elston to Halsted
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Goose Island presents an interesting 
situation for this corridor, since Divi-
sion Street is the primary access route 
onto the island. In order to improve 
the connectivity of Division Street be-
tween the West Town and Near North 
communities, it is imperative that all 
modes can maintain the comfort of all 
modes while recognizing the needs 
of the manufacturing and transpor-
tation industries of Goose Island.

Existing 
Conditions
Within Goose Island, the right of way 
has a width of 66 feet, but lanes 
are not striped for any mode aside 
from the center-line dividing the 
different directions of traffic. The 
intersection of Division and North 
Branch Street is the only intersec-
tion on Goose Island with a traffic 
signal; all other intersections are 
controlled by 2 or 4-way stop signs. 
The streets appear to have been re-
surfaced recently, but there is an old 
train track that runs through Cher-
ry Avenue which creates an unlevel 

Existing East Goose Island Bridge

Images created with Streetmix CC BY-SA 4.0

Existing West Goose Island Bridge

Existing Typical Goose Island Intersection

crossing surface at that intersection. 

In addition to the #70 Division Street 
bus, Goose Island is also served by 
#132 Goose island Express. While 
there are 14 bus stops within Goose 
Island (including those on Halst-
ed Street), there are currently very 
few boardings and alightings in the 
zone, and low pedestrian activity 
in general. The bus stop at Black-
hawk and North Branch Street has 
a bus shelter, but the other stops 
do not have shelters or benches. 

The major choke-points in Zone C 
are at the bridges crossing the North 
Branch of the Chicago River to and 
from Goose Island. The bridge on the 
east, while slightly narrower, current-
ly has two drive lanes and two bike 
lanes, along with a 6-feet pedestrian 
walk. The bridge on the west, while 
wider, currently consists of two drive 
lanes that are 18-feet wide each, and 
8-feet wide pedestrian walkways.

ZONE C
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While the lack of clear delineation on 
the street allows for flexibility in its 
use, defining space within the right-of-
way for each mode will allow for more 
predictability, thus increasing safety 
for all modes. Because of the current 
use of Goose Island, there has been 
little need thus far to implement im-
provements in this corridor. However, 
we believe that investing in Goose 
Island and bridging the gaps in con-
nectivity will benefit the entire region.

Cars and Buses
Because of the lack of lane lines, 
cars will sometimes cruise in the mid-
dle of the 26-feet lane. This not only 
decreases the predictability of the ve-
hicles, it also falsely suggests to driv-

ers that higher speeds are safe and 
permitted. This is especially prob-
lematic, since traffic also tends to 
be backed up at the bridges, where 
all lanes have to merge. Especially 
at the signaled intersection of North 
Branch and Division Street, it is not 
uncommon to see cars backed up 
on the west bridge beyond the green 
light. This also poses a problem for 
buses, as it creates two points of 
conflict: when cars are blocking ac-
cess to a bus stop as seen in the 
photo to the right, and when a bus 
needs to merge back into traffic.

Bicycles
Despite the available bicycle lanes 
on the east bridge, Goose Island cur-
rently has no designated bike lane. 
There is only one bike rack available 
in the corridor, and the only Divvy 
station is located at the south end of 
Goose Island on North Branch Street. 
Given the proximity to comfortable 
bike facilities and its geographic con-
venience, this corridor is in relative-

ly high demand for bikers. However, 
only the confident bikers are comfort-
able traveling on the street. During 
a one-hour observation, two bikers 
were seen riding on the sidewalk. 

Pedestrians
Pedestrian facilities are also rela-
tively poor; while certain intersec-

tions have been improved with ADA 
compliant curb ramps and detect-
able warning, others sections (par-
ticularly midblock) suffer from high 

cross slopes and other obstructions 
that reduce the usable width of the 
sidewalk to as low as two feet. One 
particular curb ramp appears to be 
newly constructed, however the de-
sign of the curb ramp and the lack 
of pedestrian crosswalk markings 
appear to be guiding pedestrians 
into the middle of the intersection.

Plans and 
Strategies 
Considering the current capacity 
needs of the corridor, we recommend 
delineating the street for a 11-foot 
drive lane and a 13-foot shared bus 
and bike lane for each direction, with 
the two directions separated by a 
4-foot buffer. Doing so will allow for 
transit prioritization, while creating 

Strengths and 
Weaknesses

ZONE C

Photos by Lucy Chen
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a more comfortable and safe con-
nection for bicyclists utilizing neigh-
boring bike routes. Similar bike/bus 
treatments are found in Chicago 
at sections of Clark and Cortland 
Streets. This solution is selected for 

this corridor to minimize vehicle and 
bicycle conflicts while creating bike 
lane connectivity, allowing for curb-
size access for buses, and main-
taining the capacity needs for cars. 
Transit facilities can be further im-
proved by providing benches and 
bus shelters where the right-of-way 
allows. Though there are sometimes 
cars parked along Division (particular-
ly outside of the Goose Island Shrimp 
House), we do not believe that remov-
ing the ability to park along this cor-
ridor will negatively affect the area. 
Many establishments have on-site 
parking lots, and the plethora of side 

streets and alleyways will be sufficient 
for meeting the low parking needs.
The bridge on the west is currently 
quite wide in both sidewalk width and 
drive width, but there is currently no 
delineation on the street to separate 
vehicle and bicycle traffic. Recogniz-
ing the demand for bicycle connectivi-
ty, we aim to increase safety and com-
fort for bicyclists across this bridge by 
adding a 5-foot bike lane with a 2-foot 
buffer and decreasing the drive lane 
to 11 feet on both sides of the bridge. 
We also recommend that the open-
grate bridge should be treated with 
concrete for the bike lane and buffer 
in order to improve cycling comfort. 

In addition to these physical improve-
ments, we recommend traffic signal 
coordination at the Division Street 
intersections with Elston Avenue 
and North Branch Street. Because 

of the merging for the bridge, traf-
fic often pools on the bridge even 
when one of the signals is green. By 
coordinating the signals, traffic can 
flow more smoothly across the West 
bridge without sacrificing the capac-
ity on Elston Avenue. At the same 
intersection, we recommend that 
the westbound bus stop at North 
Branch Street is relocated to be a 
near side stop. Doing so will allow 
for easier lane merging at the bridge.

While the east bridge is narrower than 
the west, it is fairly comfortable for 
bicyclists because of the clearly de-
lineated bike lane as well as the con-
crete treatment over the open-grate 
bridge. To improve on this comfort, we 
propose that both the drive lane and 
the bike lane are narrowed by one foot 

each so that a two foot buffer can be 
added to separate the lanes. Doing 
so will leave enough space for each 
mode, while increasing the separa-
tion for increased comfort and safety. 

It is also important that pedestrian 
facilities in this zone are addressed, 
as there are currently many sections 
of sidewalks with high cross slopes, 
widths less than four feet, and var-
ious trip hazards. Though current 
pedestrian traffic in Goose Island is 
relatively low, creating a connected 
pedestrian route through Goose Is-
land will not only increase safety, but 
also encourage future development. 
Thus, we recommend that all side-
walks, curb ramps, and crosswalks in 
this zone should be re-evaluated for 
ADA compliance and that street light-

Cortland bike/bus lane. 
Image from Google (2014)

Proposed Typical Goose Island Intersection

Image created with Streetmix CC BY-SA 4.0

Proposed bike lane on the west bridge
Photo and Illustration by Lucy Chen

ZONE C
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ZONE C

In addition to these near and mid- 
term improvements, we also recom-
mend further traffic and develop-
ment studies in order to determine 
a more comprehensive long term 
solution for Goose Island. Currently, 
Division Street and Halsted Street 
are the only ways to and from the 
island. The bridges across the rivers 
on Halsted Street are both wide with 

designated bicycle lanes, but both 
bridges on Division Street commonly 
experience traffic backup. Depending 
on how the region grows, it can ben-
efit from one or both of the following:

1. Replace 
existing bridges 
with new, wider 
bridges to better 
accommodate 
increased capacity 
demand from 
freight trucks, 
passenger vehicles, 
and bus transit.

2. Install a new 
pedestrian-bicycle 
bridge North of 
Division Street at 
Blackhawk Street 
and along the river 
to create a safer 
and friendlier route 
to and from Goose 
Island via active 
transportation.

Potential Future Improvements
ing throughout the corridor should 
be improved. Currently, there is often 
debris that builds up on the sidewalk 
and other obstructions that decrease 
the usable walk width under what is 
ideal. Therefore, we also recommend 
the relocation of signage and oth-
er obstructions in order to maintain 
continuous pedestrian comfort, as 
well as improved trash maintenance. 

Potential new bike paths and 
shared-used paths

Photo from Google. Illustration by Lucy Chen.
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Benefits by mode
Pedestrians

Greater safety from light-
ing improvements and 
improved sidewalks that 
comply to ADA standards; 
new point of access from 

potential new shared-use bridge 
on Blackhawk with riverwalk path

Bike
Improved safety and 
comfort from buff-
ered bike lanes with 
concrete treatment 

on both bridges and shared bus+-
bike lane through Goose Island; 
new point of access from poten-
tial new shared-use bridge on 
Blackhawk with riverwalk path.

Transit
Enhanced efficien-
cy from shared bus+-
bike lane and near-side 
bus stops; improved 
comfort with bus stop 

benches and shelters were possible

Cars
Increased capaci-
ty through minimized 
conflicts with other 
modes, traffic sig-
nals coordination, 

and potential new wider bridges

ZONE C
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GOALS AND STRATEGIES
Zone D: Halsted to Orleans
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ZONE D

Pedestrian
For pedestrians, the side-
walks are mostly in good 
condition and are equipped 
with nice curb ramps. The 
sidewalks are also wide in 

a number of places that make walk-
ing through very comfortable. While 
some are a 
little worn 
down, a 
majority of 
crosswalks 
are also in 
good con-
dition and 
all major in-
tersections 
have walk 
signals. From North Clybourn Avenue 
to North Sedgwick Avenue, the cross-
walks are far apart and potentially con-
fusing to maneuver for first time users.
 

Bicycle
The only bicycle lanes 
in Zone D are locat-
ed from N Clybourn 
Avenue to N Orleans 

St.While the existing bike lanes have 

light signals and are barrier protect-
ed, the lane starts in the middle of the 
street and can be an inconvenience 
to enter. While observing activity 
along the corridor, our team noticed 
a number of bike riders choosing to 
continue riding on the sidewalk in-
stead of the bike lane. Additionally, 
there are no bike lanes located at the 
intersection of North Larrabee where 
the only Divvy station along the en-
tire corridor is located. Residents 
may have a larger incentive to use 
Divvy if they saw bike lanes in place. 
The lack of bike infrastructure in 
zone D is causing the infrastructure 
that is present to be underutilized. 

Transit
Like the remainder of 
the corridor, multiple bus 
stops for the #70 Divi-
sion bus are present in 
Zone D. One bus stop has 

a shelter, one stop has seating, and 
the other has just a sign. All stops are 
next to crossings so pedestrians can 
travel safely when getting off of the 
bus. The current transit infrastruc-
ture does not have bike accommo-

dations integrated into it which could 
improve the overall user experience. 

Cars
The main issue for cars 
in Zone D is the lack of 
clear street markings. 
The eastbound lane, 

in particular, is currently marked for 
two driving lanes while the street in 
reality functions with one drive lane 
and a parking lane curbside. Delin-
eating parking from driving lanes is 
vital to reduce confusion and traffic 
collisions. Additionally, emergency 
vehicles from the fire station at the 
intersection at Larrabee need better 
signage and signaling to ensure that 
fire trucks have a clear pathway that 
is not conflicting with ongoing traffic. 

In this section, there are a diversity 
of uses that include commercial, res-
idential, and institutional. Buildings 
that house retail, churches, schools, 
urban farms,residential (including 
the Cabrini Green Development) and 
offices are located along or in close 
proximity to this portion of Division. 
With this diversity brings a diverse 
group of people of all ages travel-
ing through the corridor at different 
times. It is vital that our plan ensures 
community residents in every trans-
portation mode are able to travel 
through the zone safely and efficiently.

Strengths & Weaknesses

Photos by Jasmine Gunn
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ZONE D

In zone D, we identified Division 
and Larrabee as a crucial inter-
section in need of intervention. 

There are three main conditions 
to consider at this intersection:

1. How do we ensure 
pedestrian safety 
with a police station, 
a fire station, a Divvy 
Station, a Target, 
and a residential 
development all 
converging at one 
intersection?

2. How do we better 
accommodate bike 
and divvy bike riders 
while helping to 
establish division as 
a cross town bike 
corridor?

3. How can the 
intersection create a 
better atmosphere 
for the emergency 
vehicles that are 
frequent travelers?

With these questions in mind, we 
developed the following strategies

1. Reduce the driving lanes with a road 
diet  from five to three by replacing 
them with a parking lane curbside on 
the eastbound side and adding bike 
lanes in both directions. The curb-
side lane eastbound is currently be-
ing utilized as parking so this strategy 
will just make that concrete with the 
proper street markings. The strategy 
of reducing the parking lanes will slow 
down traffic to help ensure pedestri-
ans are safe while simultaneously 
making the auto signal cycle faster 
since the walkway will be shortened. 

2. Bike lanes being added in both direc-
tions of travel will connect to existing 
cycling infrastructure and encourage 
the increased use of the Divvy station. 

3. The addition of Emergency vehicle 
signals and signage in compliance 
with MUTCD guidelines will allow 
firefighters to progress through the 
intersection without conflicting with 
auto traffic. This will help them bet-
ter serve the surrounding community

Our Plan

Illustration by Jasmine Gunn
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ZONE D

Bike Lanes
Since the current bike infrastruc-
ture is being underutilized, our 
strategy proposes that bike lanes 
be installed throughout the zone.
Future development-insert drawings
Currently, there is a large undevel-
oped lot adjacent to the Target. A 
long term strategy imagines that lot 
developed into a mixed-use building. 
The lot is currently zoned as planned 
development which would provide 

a little more flexibility having land-
use that fits in with the community. 
This development could house the 
additional workers coming from the 
new businesses on Goose Island.     

Other Strategies

Illustration by Jasmine Gunn
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ZONE D

Pedestrian
Enhanced safety and comfort for pe-
destrian users at crucial intersections.

Bike
Increased bike infrastruc-
ture that is protected and con-
nected with existing pathways. 

Bus
Street and traffic improve-
ments can increase bus rider-
ship and allow pedestrians to 

Auto
Defined street markings 

Benefits by 
Mode

Photo by Jasmine Gunn
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EXECUTION

Stakeholder Matrix
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Potential Funding

EXECUTION

While the final cost estimates for 
this plan have yet to be determined, 
A La Mode has identified a number 
of potential funding sources for the 
improvements in this corridor.  Pos-
sible federal funding include the 
Federal Congestion Mitigation and 
Air Quality Improvement (CMAQ) pro-
gram and the Surface Transportation 
Block Grant program under the Fixing 
America’s Surface Transportation 
(FAST) Act. Since the project area is in 
the North Branch, Goose Island, and 
Near North Tax Increment Financing 
districts, improvements in this corri-
dor also qualify for TIF funds. These 
funds have accumulated to a total of 
approximately $688 million in invest-
ments to date and would qualify as 
the local match portion of any federal 
funds the improvement projects are 
eligible to receive. To attract econom-
ic development, most of the corridor 
is in an enterprise zone that will give 
businesses a number of incentives 
to relocate to the area. These in-
centives include tax exemptions for 
building materials and the Enterprise 
zone tax credit. As the corridor devel-
ops, not only does the value of the 

area increase, the area also gains 
more stakeholders who may be able 
to support improvement projects.

Future improvements can also con-
sider the use of private-public part-
nerships to divert a portion of risk, 
responsibility, and cost to the pri-
vate sector. Though these agree-
ments also sign away a portion of 
the control, the economic bene-
fit of completing a project sooner 
may make this option attractive.
.

Implementation Plan
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CONCLUSION
In sum, our approach to the Division 
Street corridor is guided by expert 
knowledge, industry standards, and 
our team’s technical practice and 
training. Our recommendations sug-
gest innovative treatments to improve 
the connectivity of the street while 
maintaining safety, comfort, efficien-
cy, and future  growth in the corridor. 

Our suggestions situate Goose Island 
for future economic development 
while increasing connectivity of the 
surrounding neighborhoods through 
improved pedestrian and bike infra-
structure. We look forward to embark-
ing on this journey to enhance the Di-
vision Street corridor by ensuring that 
all modes have a piece of the pie. 

Photo by Michael McCarthy
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APPENDIX A

Capacity Analysis
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