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DMATS Resolution Approving the 2050 Long Range Transportation Plan 

DUBUQUE METROPOLITAN AREA TRANSPORTATION STUDY (DMATS) 
POLICY COMMITTEE 

 
DMATS RESOLUTION 2021-10 

 
RE: APPROVAL OF YEAR 2050 LONG-RANGE TRANSPORTATION PLAN 

 
WHEREAS the Federal Highway Act of 1962, as amended, and the Urban Mass Transportation Act of 

1964, as amended, provides for an urban transportation planning process; and 
 
WHEREAS Fixing America’s Surface Transportation (FAST) Act authorizes funding to improve our 

nation’s transportation system for the 5-year period of 2016-2020; and 
 
WHEREAS the Dubuque Metropolitan Area Transportation Study (DMATS) is the Metropolitan Planning 

Organization (MPO) for the Dubuque Urban and Metropolitan Areas, and the Policy 
Committee has the specific responsibility to direct and administer the continuing urban 
transportation planning process; and 

 
WHEREAS sections included in FAST Act require MPO’s in conducting a continuing, comprehensive, 

and coordinated transportation planning process in Metropolitan Planning Areas (MPA), 
which include the development of a Long-Range Transportation Plan for the DMATS MPA; 
and 

 
WHEREAS the Federal Highway Administration (FHWA) and the Federal Transit Administration (FTA) 

provide regulations and guidance initiating from FAST Act for MPO’s to follow and 
implement a transportation planning process that leads to the development of 
strategies/actions that will lead to the development of an integrated multimodal transportation 
system to facilitate the safe and efficient movement of people and goods in addressing current 
and future transportation demand; and 

 
WHEREAS the DMATS Policy Committee adopted a Year 2050 Long-Range Transportation Plan (LRTP) 

on October 14, 2021, which discusses the issues and strategies for DMATS to follow a 
planning process for the coordination and implementation of transportation improvements in 
the DMATS;  

 
NOW, THEREFORE, BE IT RESOLVED  

that the Policy Committee adopts DMATS Year 2050 LRTP to comply with FHWA / FTA 
FAST Act guidance and regulations. 

 
 
Approved this 14th day of October 2021. 
 
Attest: 
 
 

                         
Roy D. Buol, DMATS                                           Kelley Deutmeyer, ECIA  
Chairperson                                                          Executive Director 
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Introduction
The long-range transportation plan is a statement 
of how the Dubuque Metropolitan Area 
Transportation Study (DMATS) intends to manage 
its transportation system for the next 30 years.  
Federal law requires the creation of a plan that 
provides an assessment of current transportation 
trends in the area as well as to aid in forecasting 
potential changes for the future. 

The DMATS 2050 Long Range Transportation Plan 
(LRTP) plan is an update of the 2045 LRTP that was 
adopted in 2016.  The 2050 LRTP is guided by an 
updated vision and set of principles, goals, and 
objectives.  A major focus of the 2050 update is to 
ensure that the plan meets Federal requirements 
and reflects current transportation issues and 
concerns of the DMATS area.

Dubuque Metro Area
The Dubuque Metropolitan Area is located on the 
Mississippi River at the convergence of the state 
boundaries of Iowa, Illinois and Wisconsin.  The 
2010 Census population for the metro area was 
81,073. 

The City of Dubuque, Iowa, the largest city 
represented in DMATS, had a 2010 Census 
population of 57,573. Approximately 92% of the 
DMATS population lives in the Iowa portion of the 
area.  Around 5 percent of the area’s residents live 
in Illinois and 3 percent in Wisconsin.  Dubuque was 
the first area in what is now Iowa to be settled by 
Europeans.  

Early settlers were drawn to the area by lead 
mining, trading, and river transportation.  Today’ 
economy is driven by a diverse collection of 
industries including manufacturing and tourism.  
Figure I.I shows Dubuque’s location in relation to 
surrounding metropolitan areas.

Figure 1.1 Dubuque and Surrounding Metro Areas
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Dubuque Metropolitan Area 
Transportation Study
The Dubuque Metropolitan Area Transportation 
Study (DMATS) is the metropolitan planning 
organization (MPO) for the Dubuque Metropolitan 
Area.  As the MPO, DMATS is responsible for 
maintaining a continuous, comprehensive, and 
coordinated (3-C) transportation planning process.  
DMATS is also responsible for carrying out the 
metropolitan planning requirements of the current 
federal surface transportation legislation, the Fixing 
America Surface Transportation Act (FAST Act).

DMATS is governed by a Policy Board which is 
comprised of representatives from a mixture of 
local, regional, and state organizations. 

The local governments represented on the DMATS 
Policy Board include: the cities of Dubuque and 
Asbury in Iowa; the City of East Dubuque, Illinois; 
Dubuque County, Iowa; Jo Daviess County, Illinois; 
and Grant County, Wisconsin.  The board also 
includes one small city representative for the cities 
of Centralia, Durango, Peosta, and Sageville.    

In addition, DMATS has representation from the 
Iowa, Illinois, and Wisconsin Departments of 
Transportation; the East Central Intergovernmental 
Association (ECIA); Southwest Wisconsin Regional 
Planning Commission (SWWRPC); Jule Transit; and 
Regional Transit Authority 8.

The DMATS Policy Board is advised by a Technical 
Advisory Committee that includes professional staff 
from DMATS member organizations.  Figure 1.2 
maps the areas included in DMATS.  

Figure 1.2 DMATS Area
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Long Range Planning Process
The following section describes the process used by 
DMATS to complete the 2050 LRTP.  

FAST ACT Planning Factors 
The FAST Act identifies ten planning factors to be 
used by metropolitan planning organizations like 
the DMATS to structure their policies and programs. 
The ten planning factors require MPOs to provide 
projects and strategies that will: 

1.	 Support the economic vitality of the 
metropolitan area, especially by enabling global 
competitiveness, productivity, and efficiency; 

2.	 Increase the safety of the transportation system 
for motorized and non-motorized users; 

3.	 Increase the security of the transportation 
system for motorized and non-motorized users; 

4.	 Increase the accessibility and mobility of people 
and for freight; 

5.	 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; 

6.	 Enhance the integration and connectivity of 
the transportation system, across and between 
modes, for people and freight; 

7.	 Promote efficient system management and 
operation; and 

8.	 Emphasize the preservation of the existing 
transportation system. 

9.	 Improve the resiliency and reliability of the 
transportation system and reduce or mitigate 
stormwater impacts of surface transportation 

10.	Enhance travel and tourism

Performance Based Planning and Programing 
The FAST Act places emphasis on measuring and managing the surface transportation system’s 
performance.  The FAST Act describes performance management as a way to achieve “the most efficient 
investment of Federal transportation funds by refocusing on national transportation goals.”  Figure 1.3 
shows how PBPP stages fit within a traditional planning and programming process. 

The PBPP approach incudes four key elements: Strategic Direction, Planning Analysis, Programming, and 
Implementation and Evaluation.  The following section details each of the elements. 

Figure 1.3 Performance Based Planning and Programing Framework
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Strategic Direction
Where do we want to go? – In the transportation 
planning process, strategic direction is based upon 
a vision for the future, as articulated by the public 
and stakeholders. PBPP includes: 

• Goals and Objectives – Stemming from a state or 
region’s vision, goals address key desired outcomes, 
and supporting objectives (specific, measurable 
statements that support achievement of goals) play 
a key role in shaping planning priorities. 

• Performance Measures – Performance measures 
support objectives and serve as a basis for 
comparing alternative improvement strategies 
(investment and policy approaches) and for tracking 
results over time. 

Planning Analysis
• Identify Trends and Targets – Preferred trends 
(direction of results) or targets (specific levels 
of performance desired to be achieved within 
a certain timeframe) are established for each 
measure to provide a basis for comparing 
alternative packages of strategies. This step relies 
upon baseline data on past trends, tools to forecast 
future performance, and information on possible 
strategies, available funding, and other constraints. 

• Identify Strategies and Analyze Alternatives – 
Performance measures are used to assess strategies 
and to prioritize options. Scenario analysis may be 
used to compare alternative packages of strategies, 
to consider alternative funding levels, or to explore 
what level of funding would be required to achieve 
a certain level of performance. 

• Develop Investment Priorities – Packages of 
strategies for the LRTP are selected that support 
attainment of targets, considering tradeoffs 
between different goal areas, as well as policy 
priorities. 

Programming
What will it take? Programming involves selecting 
specific investments to include in an agency capital 
plan and/or in a Transportation Improvement 
Program (TIP) or State Transportation Improvement 
Program (STIP) . In a PBPP approach, programming 
decisions are made based on their ability to support 
attainment of performance targets or contribute to 
desired trends, and account for a range of factors. 

• Investment Plan – In order to connect the 
LRTP, which has an outlook of at least 20 years, 
to selection of projects in a TIP/STIP, some areas 
develop a mid-range (e.g., 10 year) investment plan 
or investment program. 

• Resource Allocation / Program of Projects – 
Project prioritization or selection criteria are used 
to identify specific investments or strategies for 
a capital plan or TIP/STIP. Projects included in the 
TIP/STIP are selected on the basis of performance, 
and show a clear link to meeting performance 
objectives. 

Implementation and Evaluation
How did we do? – These activities occur throughout 
implementation on an on-going basis, and include: 

• Monitoring – Gathering information on actual 
conditions. 

• Evaluation – Conducting analysis to understand 
to what extent implemented strategies have been 
effective. 

• Reporting – Communicating information about 
system performance and the effectiveness of plans 
and programs to policymakers, stakeholders, and 
the public. 

In a PBPP approach, each step in the process is 
clearly connected to the next in order to ensure 
that goals translate into specific measures, which 

then form the basis for selecting and analyzing 
strategies for the long range plan.  Ultimately, 
project selection decisions are influenced by 
expected performance returns.  Keeping the next 
step in the process in mind is critical to each step 
along the way.

Public involvement and data are critical 
throughout the process.  The public’s vision for 
the transportation system and their community 
plays a key role in determining goals, performance 
measures, and investment priorities.  

Data on past, existing, and expected future 
performance, and information on the effectiveness 
of possible strategies, helps to inform selection 
of priorities.  Like all planning, the process is 
cyclical.  Over time, and as planning cycles advance, 
the goals and objectives may be adjusted, and 
performance measures and targets may be refined 
to ensure they focus on the most important 
priorities and are achievable.
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GOALS AND PERFORMANCE MEASURES
The FAST ACT adopted a set of national 
transportation planning goals.  The goals include:

1. SAFETY—To achieve a significant reduction in 
traffic fatalities and serious injuries on all public 
roads. 

2. INFRASTRUCTURE CONDITION—To maintain 
the highway infrastructure asset system in a state of 
good repair. 

3. CONGESTION REDUCTION—To achieve a 
significant reduction in congestion on the National 
Highway System. 

4. SYSTEM RELIABILITY—To improve the efficiency 
of the surface transportation system. 

5. FREIGHT MOVEMENT AND ECONOMIC 
VITALITY—To improve the national freight 
network, strengthen the ability of rural communi-
ties to access national and international trade 
markets, and support regional economic 
development.

6. ENVIRONMENTAL SUSTAINABILITY—To 
enhance the performance of the transportation 
system while protecting and enhancing the natural 
environment.

7. 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.

The FAST Act requires that states and MPOs 
demonstrate that they are making progress toward 
achieving these goals. Progress is to be tracked by 

Vision
To help guide the development of the LRTP, DMATS 
created the following vision for the future based on 
the information and public input collected through 
the planning process.  The vision represents what 
we hope community members will see when they 
look at the DMATS area in the year 2050.

In 2050 the Dubuque Metropolitan Area remains 
a vibrant Upper Midwest Mississippi River region, 
with a transportation system that provides efficient 
movement of people and goods.  This system 
promotes the area’s economy and environmental 
quality, and operates in an attractive and safe 
setting that serves everyone.

The system is fiscally sustainable, driven by a 
collaboration of involvement by citizens and key 
stakeholders, promotes areas of concentrated 
growth, manages both demand and capacity, 
employs the best technology, and unites air, bicycle, 
pedestrian, rail, roadway, public transportation, and 
waterway facilities into one fully interconnected 
network.

using a set of performance measures. The FAST Act 
defines several performance measures but it does 
not specify what a state or MPO’s targets should be; 
states and MPOs are to identify their own targets. 
For example, pavement condition on the Interstate 
System is a performance measure included in the 
legislation, but FwAST Act does not tell states or 
MPOs what the condition of their pavement should 
be. The performance measures mandated by federal 
legislation are:

•	 Fatalities and serious injuries – both number 
and rate – on all public roads

•	 Pavement condition on the Interstate System 
and on the remainder of the National Highway 
System (NHS)

•	 Performance of the Interstate System and the 
remainder of the NHS

•	 Bridge condition on the NHS

•	 Traffic congestion

•	 On-road mobile source emissions

•	 Freight movement on the Interstate System 
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Guiding Principles
To bring its 2050 vision into focus, DMATS created a 
list of eight guiding principles that represent the broad 
ideas that the organization values most.  DMATS will 
use its guiding principles to shape the LRTP’s goals and 
objectives and as the road map for future transportation 
policy decisions.  The guiding principles will help DMATS 
remain focused on its vision as we move forward to 
2050.  

Equity - Ensure that all members of the community have 
access to reliable and affordable transportation and use 
transportation investments to create opportunities in 
underserved communities. 

Economic Development – Leverage transportation 
investments to create opportunities for economic growth 
and support local industries. 

Public Health - Improve public health by providing more 
active transportation opportunities like walking and 
biking.  

Mode Choice – Build a multi-modal system that is 
affordable and accessible and allows people to choose 
the mode that best fits their transportation needs.   

System Maintenance - Maintain and improve existing 
transportation infrastructure to ensure system reliability 
for years to come.  

Environment – Safeguard the natural environment 
and ensure that environmental costs and benefits are 
distributed equitably throughout the region.  

Safety – Reduce the number of transportation related 
injuries and deaths.  

Efficiency – Make strategic investments in the 
transportation system that reduce delay, fuel 
consumption, and vehicle emissions.  

Technology – Closely monitor and evaluate 
advancements in transportation technology and deploy 
these innovative technologies to improve the system.  

Goals, Objectives, and Performance 
Measures
To maintain focus on its vision for the future, DMATS has 
adopted a strategy called performance-based planning.  
Performance-based planning attempts to ensure that 
transportation investment decisions are made based 
on their ability to meet established goals for improving 
the overall transportation system.  Performance-based 
planning also involves measuring progress toward 
meeting goals, and using information on past and 
anticipated future trends to inform investment decisions.  

Moving Ahead for Progress in the 21st Century (MAP-21), 
signed into law in 2012, and the Fixing America’s Surface 
Transportation (FAST) Act, signed into law in 2015, placed 
increased emphasis on performance management 
within the Federal-aid highway program and transit 
programs.  The FAST Act requires use of performance-
based approaches in statewide, metropolitan, and non-
metropolitan transportation planning.1

To comply with the federal requirements, DMATS must 
incorporate performance-based planning principles 
into is Long Range Transportation Plan and other 
planning documents.  The FAST Act states that, “MPOs 
in cooperation with the State and public transportation 
operators, shall develop long-range transportation plans 
and transportation improvement programs through 
a performance-driven, outcome-based approach to 
planning.”   

Following the adoption of MAP-21 and the FAST Act 
the Federal Highway Administration (FHWA) and the 
Federal Transit Administration (FTA) began the process of 
establishing performance measures for state DOTs and 
MPOs.  Both agencies issued final performance measure 
rules in 2018 and 2019.  Any MPO LRTP adopted after 
the effective date of the final rule must include the 
associated performance measures and targets.  To 
comply with the federal performance-based planning 
requirements, the 2050 DMATS LRTP must include the 18 
FTA and FHWA required performance measures.

Safety
Number of fatalities
Rate of fatalities
Number of serious injuries
Rate of serious injuries
Number of non-motorized fatalities and non-motorized 
serious injuries
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 restric-
tions
Percentage of assets with condition rating below 3.0 on 
FTA TERM Scale

Pavement 
Percentage of pavements of the Interstate System in 
Good condition
Percentage of pavements of the Interstate System in in 
Poor condition
Percentage of pavements of the non-Interstate NHS in 
Good condition
Percentage of pavements of the non-Interstate NHS in 
Poor condition
Bridge
Percentage of NHS bridges classified as in Good condi-
tion
Percentage of NHS bridges classified as in Poor condition
System Performance
Percent of person-miles traveled on the Interstate that 
are reliable
Percent of person-miles traveled on the non-Interstate 
NHS that are reliable
Freight
Truck Travel Time Reliability Index

123 USC Section 134(h)(2); 49 USC Section 5303(h)(2).

Table 1.1  FTA and FHWA Required Performance Measures
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DMATS Goals and Objectives and Performance Measures
To satisfy the required FTA and FHWA performance measures, MPOs can choose to support state DOT performance targets, or they can set their own unique 
targets.  DMATS has elected to support measures established by Iowa DOT, Illinois DOT, and Wisconsin DOT.  The state DOTs provide DMATS with updated 
performance targets annually and DMATS adopts the targets through the Transportation Improvement Program (TIP) process.  

For DMATS the required federal performance measures represent a starting point for the LRTP.  The DMATS LRTP expands on the idea of performance-based 
planning by creating additional goals and objectives that support its 2050 vision and guiding principles.  DMATS has also established performance measures and 
targets that will allow it to track its progress toward achieving its vision.  For each measure, the table includes a baseline measurement and a future target or 
desired direction that the that DMATS hopes to achieve.  

DMATS Goals, Objectives, and Performance Measures

Equity

Goal Objective Performance Measures Baseline Target or Desired 
Direction

Ensure that all have access 
to reliable and affordable 
transportation

Improve transportation 
affordability

Reduce the transportation and housing cost burden on 
area low and moderate income households as measured 
by H+T Affordability Index

56% (2015) ≤ 45%

Economic Development
Goal Objective Performance Measures Baseline Target or Desired 

Direction

Encourage regional econom-
ic development

Improve Freight Reliability Truck Travel Time Reliability Index 1
1.12 (2017) 1.21

Connect people to jobs with 
transit

Percentage of area jobs within ¼ mile of a transit stop 58.1% (2018) Increase

Public Health

Goal Objective Performance Measures Baseline Target or Desired 
Direction

Improve public health

Increase trail accessibility Percentage of area population that lives within ¼ mile of 
a trail 18.12% (2019) Increase

Provide more on-road bicycle 
facilities

Centerline miles of roads with on-road bicycle facilities 
in the area 51.94 mi (2019) Increase

Provide more multi-use trails 
in the area.

Miles of multi-use trails in the area 35.22 mi (2020) Increase

1Federal Performance Measure
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DMATS Goals, Objectives, and Performance Measures

Mode Choice
Goal Objective Performance Measures Baseline Target or Desired 

Direction

Build a multi-modal 
transportation system

Reduce the share of com-
mute trips made by per-
sonal vehicle 

Percentage of workers commuting via transit 1.40% (2019) Increase

Percentage of workers commuting via walking and biking 4.32% (2019) Increase

Percentage of workers commuting via carpool 8.91% (2019) Increase

System Maintenance

Goal Objective Performance Measures Baseline Target or Desired 
Direction

Maintain transportation 
infrastructure

Maintain interstate 
pavement

Percentage of pavements of the Interstate System in 
Good condition1

NA NA

Percentage of pavements of the Interstate System in in 
Poor condition1

NA NA

Maintain non-interstate 
pavement

Percentage of pavements of the non-Interstate NHS in 
Good condition1

49.06% (2017) 46.9% (2022)

Percentage of pavements of the non-Interstate NHS in 
Poor condition1

14.22% (2017) 14.5% (2022)

Maintain bridges

Percentage of NHS bridges classified as in Good 
condition1

46.8% (2017) 44.6% (2022)

Percentage of NHS bridges classified as in Poor 
condition1

2.6% (2017) 3.2 % (2022)

Transit asset management

Percentage of non-revenue vehicles met or exceeded 
Useful Life1

0% 35%

Percentage of revenue vehicles met or exceeded Useful 
Life1

88.24% (2018) 35%

Percentage of track segments with performance 
restrictions1

NA NA

Percentage of assets with condition rating below 3.0 on 
FTA TERM Scale1

0% (2018) -

1 Federal Performance Measure
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DMATS Goals, Objectives, and Performance Measures

Environment

Goal Objective Performance Measures Baseline Target or Desired 
Direction

Protect and Enhance the natu-
ral environment

Reduce vehicle emissions Tons of vechicle emissions (Will Add) Decrease

Increase usage of alternative 
fuels

Number of alternative fuel and electric charging 
stations in the area.

Stations:  
CNG - 1 

EV Charging - 6 
E85 - 4 (2020)

Increase

Safety
Goal Objective Performance Measures Baseline Target or Desired 

Direction

Improve Transportation Safety Reduce transportation related 
injuries and deaths

Number of fatalities1
342.0 336.8

Rate of fatalities 1.019 0.983

Number of serious injuries1
1,420.0 1,370.8

Rate of serious injuries1
4.230 4.002

Number of non-motorized fatalities and non-
motorized serious injuries1 132.6 131.0

Efficiency
Goal Objective Performance Measures Baseline Target or Desired 

Direction

Improve System Efficiency Improve system realiability

Percent of person-miles traveled on the Interstate 
that are reliable1 NA NA

Percent of person-miles traveled on the non-
Interstate NHS that are reliable1 95.6% (2017) 95.0% (2022)

Technology 
Goal Objective Performance Measures Baseline Target or Desired 

Direction
Deploy technology to improve 
the system

Intelligent transportation 
Systems (ITS) to maximize 
efficiency. 

Percent of signalized intersections connected to 
adaptive control systems 0% Increase

1 Federal Performance Measure
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Plan Content
The 2050 DMATS Long Range Transportation Plan 
provides data analysis and recommendations that 
will guide the future transportation decisions made 
by the DMATS Policy Board.  The following is a brief 
overview of the contents of the 2050 LRTP.

Chapter 2 – Community Profile
Chapter 2 provides a broad overview of the 
people and communities in the DMATS area.  The 
chapter will present current demographic and 
socioeconomic data including total population, age, 
race, and income. The chapter will also present 
forecasts of future population and employment for 
the next 30 years.  

Chapter 3 - Transportation Network 
Overview
Chapter 3 describes the existing transportation 
system in the DMATS area.  Current travel demand, 
safety, and security data will be examined in 
this section. The chapter will explore all modes 
including: road and bridges, transit, bike and 
pedestrian, freight, and air transportation. The 
final section of the chapter will highlight several 
initiatives currently being undertaken within the 
area. 

Chapter 4 - Transportation Network 
Forecast
Chapter 4 provides a forecast of the transportation 
network to help evaluate future infrastructure 
investments. The chapter includes an overview of 
the data and methods used to develop the DMATS 
Travel Demand Forecast Model, and summary of 
the data and analysis uses for transit, bike and 
pedestrian, freight, and air transportation.  

Chapter 5 – Public Input
Chapter 5 outlines the methods used to engage 
the public in the transportation planning process. 
Collecting input from the public is a crucial step in 
the long-range planning process, as well as all other 
planning activities conducted by DMATS. 

Chapter 6 - Safety
Chapter 6 assess safety at a regional level.  The 
chapter conducts a region-wide analysis of crashes 
that compares the DMATS area to state and 
national averages and studies the underlying causes 
of crashes.  The chapter concludes with a collection 
of regional strategies that can be implemented to 
address the safety issues identified by the analysis.

Chapter 7 - Freight 
The efficient movement of goods is one of the keys 
to effective competition in the global economy. 
Chapter 7 describes the DMATS region's freight 
systems and summarizes the regional fright goals 
and objectives that the region has developed 
through freight plans and studies

Chapter 8 - Finance
Federal law requires that all plans prepared by 
metropolitan areas be fiscally constrained. The 
Finance chapter contains a 30-year budget for the 
projects presented in the 2050 LRTP.  The budget 
includes two parts.  The first section is a forecast 
of the federal and local funds that will be available 
to DMATS and its members over the next 30 years.  
The second section includes the priorities for 
expenditure of federal funds as determined by the 
DMATS policy board. 

Chapter 9 - Projects and Project 
Prioritization
Through the LRTP planning process, DMATS and its 
members have developed a list of projects designed 
to help the region achieve its vision for the future 
and address the 2050 LRTP goals and objectives.  
Chapter 9 first presents the full list of 2050 LRTP 
projects.  Second, it describes the process used to 
prioritize the projects and allocate limited funding 
to the highest priority projects. Finally, the chapter 
concludes with the final LRTP project funding 
schedule that will guide the MPO’s transportation 
investments over the next thirty years.

Chapter 10 - Environmental
Chapter 10 includes a preliminary environmental 
screening of all projects listed in the 2050 LRTP.  A 
preliminary environmental impact screening can 
identify potentially serious impacts that could delay 
or completely shut down a project.  Identifying 
such issues in the early planning stages provides 
local governments with the opportunity to avoid or 
mitigate undesirable environmental impacts



Chapter 2
Community Profile
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Introduction
Understanding the transportation needs of a region requires an understanding of 
how community residents make travel decisions.  Travel behavior is made up of 
thousands of decisions made by individuals on how, when, and where to travel.  
Individuals make these decisions based on many factors such as family size, work 
location, travel time, and available modes.  

Chapter 2 of the DMATS LRTP will focus on building a community profile based 
on demographic and socioeconomic data.  The community profile will provide 
a general understanding of travel behavior in the DMATS area, and will provide 
input data for the DMATS travel demand model, a mathematical representation 
of travel behavior within the Dubuque metropolitan area.  The model uses these 
representations to estimate collective travel behavior and to forecast future 
travel demand within the region.  

Population
As the Dubuque metropolitan area has grown and changed over the years, 
DMATS has needed to adjust its planning area boundary from time to 
time.  These boundary adjustments make historical analysis of population 
and demographic data of the DMATS area difficult.  Therefore, DMATS 
uses Dubuque County, a more consistent geographic area, when studying 
historical population data trends.  Figure 2.1 shows historical population for 
Dubuque County from 1970 to 2018.  For most of its history, the population 
of Dubuque County grew steadily, but beginning in the mid 1970s, economic 
challenges caused Dubuque, and many other counties in Iowa, to lose 
population.  The County’s population decreased throughout the 1980s 
reaching a low point of around 86,000 in 1990.  Since its low point, the 
County’s population has rebounded and experienced sustained growth.  In 
2013, Dubuque County reached an estimated population 95,697, nearly 
matching its previous historical peak from of 95,700 1977.  The county’s 
estimated population has since grown further peaking at 97,125 in 2017.  
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Figure 2.1 Dubuque County Historical Population
Source: Woods and Poole Economics, Inc; US Census Bureau, American Community Survey (ACS); State Data Center of Iowa
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DMATS Population Projection
Accurate forecasts of future demographic 
conditions are necessary for efficient distribution 
of transportation resources.  DMATS relies on 
population forecast models to provide a picture of 
what future transportation demand might look like 
within the region.

DMATS staff produced a population forecast for the 
DMATS planning area for the year 2050 using the 
Age Cohorts Method.  The Cohorts Method was 
chosen because, in addition to total population, the 
model produces forecasts for five-year age groups.  
Age group, also known as cohort, forecasts are 
useful for the planning process because as people 
age, their transportation needs change.

The most recent decennial census, 2010, serves as 
the base year for the projection. The model then 
estimates future population using three primary 
components of population change: births, deaths, 
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Figure 2.2 Age Cohorts Population Projection Results

and migration.  First, the model applies current 
birth and death rates to the base year population 
data in five-year increments.  

Second, the model estimates migration by 
forecasting population change from births 
and deaths for an already measured year, and 
comparing observed and projected values.  Staff 
created a projection for 2010 based on the 
2000 census and compared the 2010 forecast 
to observed 2010 Census data.  The difference 
between the model forecast and the Census data is 
assumed to be the result of migration.  Staff used 
the difference to create age-specific migration 
factors that were applied to all projected years. 

Figure 2.2 contains the results of the DMATS area 
population forecast. 
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Age Cohort Projection by Age
The Age Cohorts model forecasts that population of the DMATS planning 
will grow to 107,166 by 2050.  The projected population growth of 26,093 
between 2010 and 2050 equals a 32 percent increase in population or a 0.8 
percent average annual increase over 40 years.  Growth is expected to occur 
in all age cohorts, but ages 65 and older, 25-45, and 0-14 are expected to 
have the most growth. 

Age cohorts 65 years and older are expected to grow as a result of the aging 
baby boomers cohort.  Baby boomers aging and retiring from the workforce 
is also expected to result in increased growth in in the 25 to 45 age group 
as more workers are attracted to the area to fill jobs vacated by retiring 
employees.  Growth in the 25 to 45 group is likely to result in more children in 
the region as this age group is most likely to have children.  Figure 2.3 shows 
the projected growth in five-year age cohorts.

Population Projection Reasonableness Check
DMATS staff created additional population scenarios to check the reasonableness 
of the age cohorts population projection.  Scenarios were based on historical 
population data from 1970 to 2014, and are intended to represent plausible 
future population growth outcomes for the DMATS area.  The four growth 
scenarios are listed below.

•	 2011-2014 Average Growth - 0.65% Annual Growth
•	 2000-2010 Average Growth – 0.51% Annual Growth
•	 1970 – 2010 Average Growth – 0.01% Annual Growth
•	 Best Year– 1% Annual Growth1

1 From 1970 to 2014, Dubuque County had several years of 1% annual population 
growth. The County sustained a 1% annual growth rate in the early 1970s and 
had several years of 1% annual growth in the mid to late 2000s. The “Best Year” 
growth scenario represents a best-case scenario where Dubuque County sustains 
a 1% annual growth rate over the entire forecast period. 

DMATS staff plotted the four growth scenarios and the age cohorts projections 
on a graph and compared the results.  The age cohorts projection fell within the 
four growth scenarios. This result indicates that the age cohorts projection is 
reasonable.  See Figure 2.4 for a comparison of the population scenarios.
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Approved Population Projection
The DMATS Policy Board reviewed the population projection and the historical growth scenarios. The Policy Board determined that the age cohorts method 
provided a reasonable population forecast for the planning area and approved it as the official population projection to be used in the DMATS LRTP.  Table 2.1 
summarizes the population projection approved by the DMATS Policy Board.

2010 Base Year Population 81,073
2050 Population Projection 107,166

Total Percent Increase 32%

Annual Average Percent Increase 0.8%

Table 2.1 DMATS Approved Population Projection Summary
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Employment
Monitoring the number and location of jobs in the DMATS area is critical to the long range planning process.  Jobs attract people from all over the region, so 
knowing where jobs are located can help DMATS model travel patterns in the area.  As with population, changes to the DMATS boundary make historical analysis 
of employment difficult, so DMATS will use Dubuque County as a proxy when reviewing past employment data.  Figure 2.5 tracks Dubuque County historical 
employment from 1970 to 2020.  Employment in Dubuque County declined sharply during the late 1970’s and early 1980s, but has grown steadily ever since, 
peaking at 60,900 in September 2019.  

The COVID-19 pandemic had a severe impact on Dubuque County employment in 2020.  Total employment fell to 50,700 in April 2020.  Overall, the county 
was able to regain most of its lost jobs, reaching a total employment of 58,000 by December.  Total employment grew steadily between May and September 
before leveling off in the last quarter of the year.  Figure 2.6 charts monthly Dubuque County employment in 2020.  Figure 2.5 tracks Dubuque County historical 
employment from 1970 to 2020.  Employment in Dubuque County declined sharply during the late 1970’s and early 1980s, but has grown steadily ever since, 
peaking at 60,900 in September 2019.  
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Figure 2.5 Dubuque County Annual Average Employment 1970-2020
Total Nonfarm Employment
Source: US Bureau of Labor Statistics, February 2021.
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Total Nonfarm employment. Not Seasonally Adjusted.  December number is 
preliminary.
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Employment Distribution
Understanding the distribution of jobs 
across the region is key for understanding 
the transportation dynamics of the region.   
Locations with more jobs are likely to attract 
more trips.  Figure 2.7 maps the distribution of 
employment across the DMATS planning area.  
Points in the map represent the center of a 
census block.  The size of the point represents 
the estimated number of jobs within the block.  
Locations with the most employment in the 
area include: Downtown Dubuque John Deere 
north of Dubuque, commercial areas along 
John F. Kennedy Road and NW Arterial, and 
industrial parks in Peosta and Dubuque 

Figure 2.7 Employment Distribution -2018
Source: U.S. Census Bureau, OnTheMap Application and LEHD Origin-Destination 
Employment Statistics. Accessed Feb 2021.
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DMATS Employment Projection
In addition to population projections, good long range transpiration planning 
also requires reliable forecasts of future employment.  To develop its 
employment forecast, DMATS started with data from the Census Bureau’s 
Longitudinal-Employer Household Dynamics (LEHD) program to estimate 
the base year employment for the DMATS area.  Based on this data, DMATS 
estimated total employment within the planning area at 49,192 for the base 
year of 2015. 

From the base year, staff created employment forecast scenarios based on 
historical employment data for Dubuque County.  Six scenarios were created 
based on the annual average employment growth rate observed during six 
different periods in Dubuque County’s history.  The scenario growth rates are 
listed in Table 2.2.  Figure 2.8 charts the results of each forecast scenario.  

Figure 2.8 Employment Projection Scenarios
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Period Annual Average 
Employment Growth

2014-2019 0.61%
2010-2019 1.04%

2000-2019 0.83%
1990-2019 1.22%
1980-2019 0.998%

1970-2019 1.67%

Table 2.2 Employment Forecast Growth Rates
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Approved Employment Projection
The DMATS Policy Board reviewed the employment projection scenarios. 
Taking the historical scenario forecasts into account, DMATS selected the 2010-
2019 scenario with its 1.04% employment growth rate for its employment 
projection.  Using this rate, total employment is projected to increase from 
49,192 in 2015 to 67,116 in 2050, a total increase of 17,924. 

The Policy Board determined that the 2010-2019 scenario provided a 
reasonable employment forecast for the planning area and approved it as 
the official employment projection to be used in the DMATS LRTP.  Table 2.3 
summarizes the population projection approved by the DMATS Policy Board.

Figure 2.9 Jobs Per Person in Dubuque County

Table 2.3 DMATS Approved Employment Projection Summary

DMATS 2015 Base Year Employment 49,192
Forecast Average Annual Growth Rate 1.04%

DMATS 2050 Forecast Employment 67,116

Forecast Employment Growth 2015-2050 17,924

Employment Projection Reasonableness Check
DMATS used its population projection to help judge the reasonableness 
of its employment projection.  Staff calculated the ratio of population to 
employment for Dubuque County for the years 1990 to 2014.  In 1990 there 
were 0.5 jobs per person living in Dubuque County.  Over time the ratio steadily 
increased and by 2014 there were approximately 0.59 jobs per person in the 
County.  

Figure 2.9 charts the ratio of jobs to population from 1990 to 2014.  The 
increase is likely due to increased concentration of jobs in Iowa’s urban areas.  
Urban counties like Dubuque are now drawing in more workers from outside 
counties than in previous years.  DMATS expects that this trend will continue 
into the future, which means that the ratio of jobs to people will likely climb to 
over 0.60 : 1 by 2050.  

Dividing the DMATS 2050 employment projection by the 2050 population 
project yields a ratio of 0.63 : 1.  This ratio seems to be a reasonable 
continuation of recent trends, and indicates that that DMATS employment 
forecast is also reasonable.   
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Income
Income is one of the most important components to individual mobility.  The 
automobile is the most popular mode of transportation in the DMATS area, 
but for some, owning and operating a vehicle is too expensive.  Low-income 
families are often dependent on public transportation, walking, and bicycling, 
so knowledge of size and location of the low-income population is vital to 
the long range planning process.  Table 2.4 lists median household income 
for Dubuque County and the State of Iowa in 2018 inflation-adjusted dollars 
for 1989, 1999, 2010, and 2018.  The data shows a small increase in median 
household income at the county level and little change statewide in median 
household income since 1989.

Figure 2.10 shows the percentage of all households in each income range 
for Dubuque County and the State of Iowa. The data shows a similar income 
distribution for both Dubuque County and the state of Iowa.

Income can greatly affect a household’s ability to move around their 
community.  Lower income households may not be able to afford a car and 
be more dependent on public transit to get to work or school.  Figure 2.11 
maps the distribution of household income across the DMATS area.  Lower 
household incomes are more concentrated in the city of Dubuque area while 
higher income areas are located outside the City of Dubuque in the western 
part of the region.

Table 2.4 Median Household Income 2018 Dollars*
Year Dubuque County State of Iowa
2018 $60,225 $59,955
2010 $55,935 $56,280
1999 $59,660 $59,489
1989 $57,260 $59,190

*Values adjusted for inflation using the Consumer Price Index
Source: US Census Bureau, American Community Survey (ACS) & Decennial 
Census
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26

2. COMMUNITY PROFILEDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Race and Ethnicity
Including minority populations in the long-range planning process is important 
because minority populations often have disproportionately lower household 
incomes and limited mobility.  Historically, minority populations have made 
up a very small segment of Dubuque County population, but recent census 
data shows an increasingly diverse population.  In 1990, minority racial groups 
made up 1.2% of the county population; by the 2000 census, the proportion 
had grown to 2.9%, and in 2018 all minority groups combined to make up 
7.1% of the population.  Dubuque County also has a growing Hispanic and 
Latino population. In 1990, less than 1% of the County’s population identified 
as Hispanic or Latino; in 2018 the percentage had increased to just over 2%.  
Figure 2.12 shows the population of Dubuque County by race.

Vehicles Available to Households
Knowledge of the number of vehicles available to households can help forecast 
future travel demand.  Household travel surveys indicate that households 
with more vehicle tend to make more vehicle trips.  Households with one or 
zero vehicle swill likely create more demand for bicycle, pedestrian, or transit 
services.  Figure 2.13 shows the number of vehicles available to households in 
the DMATS area for 2000, 2010, and 2018.  The chart shows little change over 
the three years measured.
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Figure 2.12 Race, Dubuque County 2018
Source: U.S. Census Bureau, American Community Survey 5-Year Estimates 2014-2018.
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Limited English Proficient 
Populations
People with limited English proficiency (LEP) 
often work in lower-wage jobs that require 
few communication skills, and rely on public 
transportation because they can not afford 
a car.  These populations may have difficultly 
learning about public transit options in 
their community if information is primarily 
communicated in English.

Mapping the location of LEP populations 
can help transportation officials target 
language services to the areas where they 
are most needed.  According to FTA Circular 
C 4702.1B, “Limited English Proficient (LEP) 
persons refers to persons for whom English 
is not their primary language and who have 
a limited ability to read, write, speak, or 
understand English. 

Figure 2.14 shows the distribution of the LEP 
population in the DMATS area.  According 
to the 2018 ACS, 0.53% of people in the 
DMATS area meet the LEP definition. DMATS 
does not have a defined LEP population 
above the Department of Justice’s Safe 
Harbor threshold. The Department of 
Justice defines the Safe Harbor threshold as 
1,000 persons OR 5% of the total population 
for a particular language, whichever is less, 
requiring vital document translation.  The 
highest concentration of LEP people in the 
DMATS area is located Dubuque County 
Census Tract 1, which includes Downtown 
Dubuque. Tract 1 contains 150 LEP 
people, or 4.47 percent of the tract’s total 
population.

Figure 2.14 Limited English Proficient Population - 2018
Source: U.S. Census Bureau, American Community Survey 5-Year Estimates 2014-2018.
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Commuting Patterns
The Dubuque Metropolitan area serves as a 
regional employment center that draws workers 
from surrounding communities.  Table 2.5 shows 
commuting pattern data for Dubuque County.  
The data shows that workers travel into and out 
of Dubuque County for work, but more workers 
commute in than out.  This gives the county a net 
job inflow of 6,601. Commuting data illustrates the 
importance of regional transportation planning.  
The region’s economy relies on the transportation 
network to move workers safely and efficiently.

Mode to Work
Most workers in the Dubuque Metropolitan area 
drive themselves to work. The Census estimates 
that 82% of workers that live in the Dubuque Metro 
area drive alone to get to work. Dubuque’s mode 
to work breakdown is very similar to other metro 
areas in Iowa.  Figure 2.15 charts the means of 
transportation to work for workers in Dubuque, and 
all other metro areas in Iowa.  Mode share is an 
important factor in future transpiration planning.  
While driving accounts for most of the area’s trips, 
DMATS is committed to accommodating all modes 
of transportation in its planning process.

Table 2.5 Dubuque County Commuting Patterns 2017

Workers Living in Dubuque County Count Share

Total Number of Workers Living in Dubuque County 53,282 100.0%

Workers Living and Employed in Dubuque 37,911 71.2%

Workers Living in Dubuque County but Employed Outside 15,371 28.8%

Workers Employed in Dubuque County Count Share

Employed in the Selection Area 59,883 100.0%

Employed and Living in the Selection Area 37,911 63.3%

Employed in the Selection Area but Living Outside 21,972 36.7%

Net Job Inflow 6,601
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Public transportation
(excluding taxicab)
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Dubuque, IA Metro Area

Figure 2.15 Means of Transportation to Work for Workers 16 Years and Older
Source: U.S. Census Bureau, American Community Survey 5-Year Estimates 2014-2018

Source: U.S. Census Bureau, OnTheMap Application and LEHD Origin-Destination Employment Statistics, 2017
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Travel Time to Work
Residents in the Dubuque Metropolitan Area 
have shorter commutes when compared 
to other Iowa metros.  Workers living in 
the Dubuque Metro Area have the shortest 
average travel time to work of all metro areas 
in Iowa, 16.22 minutes.  Waterloo-Cedar 
Falls metro residents have the next shortest 
commute with an average travel time to work 
of 17.05 minutes.  The average travel time to 
work for all Iowa metro areas not including 
Dubuque in 19.05 minutes.  Table 2.6 shows 
average travel times for all Iowa metro areas.

Travel times in the Dubuque County are most 
likely the result of several factors. First, when 
compared to other metro areas in Iowa, 
Dubuque is an older, more compact city.  The 
smaller area to cover could result in less drive 
time.  Second, in other metro areas transit 
trips may make up a higher proportion of 
all trips. Transit trips tend to be longer than 
driving trips which could increase the average 
travel time. Figure 2.16 charts average travel 
times in the Dubuque Metro Area with all Iowa 
Metro Areas. The chart shows that Dubuque 
has a larger percentage of commutes of less 
than ten minutes, and a smaller percentage of 
commutes of 15 to 34 minutes.

Table 2.6 Average Travel Time to Work

Metro Area Average Travel Time to Work 
(minutes)

Des Moines-West Des Moines, IA Metro Area 20.40

Omaha-Council Bluffs, NE-IA Metro Area 20.31

Davenport-Moline-Rock Island, IA-IL Metro Area 19.85

Cedar Rapids, IA Metro Area 19.54

Iowa City, IA Metro Area 19.31

Sioux City, IA-NE-SD Metro Area 17.98

Ames, IA Metro Area 17.93

Waterloo-Cedar Falls, IA Metro Area 17.05

Dubuque, IA Metro Area 16.22
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Figure 2.16 Travel Time to work for Workers 16 Years and Older
Source: U.S. Census Bureau, American Community Survey 5-Year Estimates 2014-2018
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Introduction
After identifying current socioeconomic and demographic trends in 
Chapter 2, the next step in the LRTP development process is to study 
the area’s transportation network.  The primary goal of Chapter 3 
is to describe the facilities and services that make up DMATS area’s 
transportation network.  The chapter includes data on the area’s 
roadways including traffic volumes, levels congestion, and vehicle 
crashes. The chapter also focuses on other modes of transportation 
including public transit, bicycle and pedestrian, freight, and air travel. 
The final section of the chapter includes information on some special 
transportation initiatives currently being undertaken within the area.

Highways and Roads
The predominant transportation system in the DMATS area, as in the 
rest of the United States, is a network of highways and roads that carry 
automobiles and trucks. These roadways accommodate the travel needs 
of local residents and businesses, and travelers from outside the area.  
The following section describes the roadway system in the DMATS area 
in terms of its functional classification, existing capacity, congestion, and 
safety.

Functional Classification
Roadways are assigned a functional classification category based on 
the type of service they provide.  Roadways provide two basic types of 
service: land access and mobility. The degree to which a roadway provides 
access and/or mobility determines its functional classification.  The key to 
planning an efficient roadway system is finding the appropriate balance 
between mobility and accessibility.  A roadway’s assigned functional 
classification is referred to as its Federal Functional Classification or FFC. 

The following section provides a brief description of each functional 
classification type.  Table 3.1 provides the total lane-miles of each 
functional classification category DMATS area, and Figure 3.1 maps the 
location of FFC routes in the area.

Figure 3.1 DMATS Roadway Functional Classification
Source: Iowa DOT, Illinois DOT, and Wisconsin DOT

Table 3.1 Roadway Functional Classification

Functional Classification Lane Miles

Principal Arterial 272

Minor Arterial 137

Collector and Rural Major Collector 169

Rural Minor Collector 72

Local 746
Source: Iowa DOT, Illinois DOT, and Wisconsin DOT
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PRINCIPAL ARTERIAL roadways primarily serve a mobility function with 
minimal land access.  The primary purpose of principal arterials is the rapid 
movement of people and goods for extended distances.  Principal arterials are 
high capacity, high speed roadways with restricted access.  US Highway 20 is an 
example of a principal arterial in the DMATS area. 

MINOR ARTERIALS interconnect with and augment principal arterials.  Minor 
arterials within urban areas serve intercommunity trips of moderate length.  
Although the primary use of the minor arterial is mobility, this functional class 
provides more land access than a principal arterial.  John F. Kennedy Road in 
the City of Dubuque is a local example of a minor arterial. 

COLLECTOR streets channel trips between the local street 
system and the arterials. Collectors serve a balance between 
mobility and land access.  Parking and direct driveway access 
to the street are typically allowed on collectors.  Collectors are 
usually wider, have higher capacity, and permit somewhat higher 
speeds than the local street network.  In rural areas, collectors 
are broken down into two categories: Major Collectors and Minor 
Collectors. Chaney Road in the City of Dubuque is a local example 
of a collector street. 

LOCAL STREETS primarily provide local land access and offer 
the lowest level of mobility.  Characteristics of local streets 
include uncontrolled intersections, posted speed limits of 25 
miles per hour or less, and few restrictions on parking.  Local 
streets are not a significant consideration in metropolitan 
planning and this plan does not address them in any systematic 
fashion. 

The Federal Highway Administration uses functional classification 
to determine if a roadway is eligible for federal funds.  Federal-aid 
eligible routes include: Principal Arterials, Minor Arterials, Major 
Collectors, and Urban Minor Collectors.  Rural Minor Collectors 
and Local Streets are not Federal-aid eligible.  

Traffic Volume
Transportation planners use average annual daily traffic (AADT) to measure the 
use of the roadway system.  AADT is an annualized measure of traffic volume 
on a road segment.  AADT numbers are based on traffic counts that local and 
Iowa DOT engineers periodically collect on area roads.  Traffic counts provide 
onetime “snapshot” views of traffic on area roads that traffic engineers then 
extrapolate into an annualized daily average using a mathematical process.  
This plan reports 2017 traffic data as 2017 is the base year for the DMATS 
Travel Demand Forecast Model.  Figure 3.2 displays the 2017 traffic volumes 
from the DMATS travel demand forecast model network.

Figure 3.2 2017 Traffic Volume
Source: State DOT Traffic Counts, DMATS Travel Demand Forecast Model
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Level of Service
Level of service (LOS) is a qualitative measure describing conditions within 
a traffic stream, based on speed and travel time, freedom to maneuver, 
traffic interruptions, comfort, and convenience.  LOS is estimated by dividing 
roadway speed by the posted speed limit.  LOS “A” represents complete free 
flow of traffic, allowing traffic to maneuver unimpeded.  LOS “F” represents 
a complete breakdown in traffic flow, resulting in stop and go travel.  
Roadways with LOS values below C present opportunities for improvement.    
Figure 3.3 maps of level of service and traffic volume for the DMATS area 
and Table 3.2 lists the roadways that have segments where the traffic 
volume is 5,000 AADT or greater and a LOS value of D, E, or F.  Roadway 
segments with an LOS rating of D, E, or F.

Figure 3.3 2017 Level of Service 
Source: State DOT Traffic Counts, and DMATS Travel Demand Forecast Model 
LOS A – 0.91 – 1.00; LOS B – 0.81 – 0.90; LOS C – 0.61 – 0.80; LOS D – 0.41 – 0.60; LOS E – 0.21- 
0.40; LOS F – 0.00 -0.20

Table 3.2. Level of Service 

LOS D LOS E LOS F
Asbury Rd Central Ave Asbury Rd
Cedar Cross Rd NW Arterial NW Arterial
Central Ave US Hwy 20/Dodge St US Hwy 20/Dodge St
Iowa Hwy 965

Kerrigan Rd

NW Arterial

Pennsylvania Ave

US Hwy 20/Dodge St

Vehicle Crashes
In addition to traffic and congestion, DMATS monitors safety on area 
roadways using data on the number and severity of vehicle crashes.  
Reducing vehicle crashes, and the injuries and fatalities that result from 
crashes, is a top priority for DMATS.  Vehicle crash data was acquired from 
the Iowa Department of Transportation for the Iowa portion the DMATS 
region.  DMATS was unable to acquire similar data for the Illinois and 
Wisconsin portions of the region.  The data includes vehicle crashes with 
other vehicles, pedestrians, bicycles, and fixed objects.  DMATS has mapped 
the crashes to illustrate the distribution of fatal and serious injury crashes 
and locations experiencing the most crashes.  DMATS uses these maps along 
with input from 

local engineers and law enforcement agencies to help identify locations that 
may need safety improvements.  DMATS conducts additional safety analysis 
in Chapter 6: Safety.  Safety is also a component of the DMATS project ranking 
process that is detailed in Chapter 9: Projects and Project Prioritization.  
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FATAL AND SERIOUS INJURY CRASHES
Figure 3.4 maps the location of all fatal and serious injury crashes that occurred 
from 2016 – July 2020.  The 18 fatal crashes that occurred during this time 
period seem to be spread across the region with the majority occurring on the 
region’s primary arterials.  The 74 serious injury crashes from this time are also 
spread across the region but seem to be more frequent on the region’s arterials 
and major collectors.  Higher traffic volumes and higher speeds on arterials and 
collectors likely play a role in the higher occurrence of fatal serious injury crashes.  

CRASH CLUSTERS
To illustrate where clusters of crashes have occurred, 30 foot buffers were created 
around all crash locations in Iowa.  Any overlapping buffers were then merged 
together to create a cluster region, and the number of crashes occurring in each 
cluster region was calculated.  Figure 3.5 maps locations that had more than 
twenty crashes between 2016 and 2020.  Table 3.3 lists the ten locations with the 
most during the same time period.  

Figure 3.4 DMATS Fatal and Serious Injury Crashes 2016-2020 (Iowa Only)
Source: Iowa DOT Crash Data 2016-2020

Figure 3.5 Crash Clusters by Number of Crashes
Source: Iowa DOT Crash Data 2016-2020.
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CRASH SEVERITY
Using the same locations with 20 or more crashes, the areas with the 
most severe crashes were examined.  DMATS used the 1 through 5 
severity values recorded in the crash database (1 = fatality, 2 = major 
injury, 3 = minor injury, 4 = unknown injury, 5 = property damage only), 
to produce an average severity score.  Lower severity scores indicate 
more severe crashes.  Figure 3.6 maps locations with twenty or more 
crashes by average severity score, and Table 3.4. Top Ten Crash Locations 
by Severity Score lists the top ten crash clusters by severity score.  

Table 3.3 Top Ten Crash Locations by Number of Crashes

Rank Crashes Location
1 143 John F Kennedy Rd & Pennsylvania Ave
2 82 John F Kennedy Rd & Dodge St
3 79 Locust St & Dodge St
4 75 Wacker Dr & Dodge St
5 70 John F Kennedy Rd & Asbury Rd
6 62 NW Arterial & Asbury Rd
7 59 NW Arterial & Pennsylvania Ave
8 48 Devon Dr & Dodge Street
9 48 University Ave & Dodge St
10 48 Bluff St & Dodge St

Table 3.4 Top Ten Crash Locations by Severity Score

Rank Severity Score Location
1 4.25 NW Arterial & Plaza Dr
2 4.36 Century Dr & Dodge St
3 4.39 17th St & Central Ave
4 4.40 Rockdale Rd & Twin Valley Dr
5 4.41 John F Kennedy Rd & NW Arterial
6 4.41 Jackson St & 24th St
7 4.44 John F Kennedy Rd & Kaufmann Ave
8 4.48 Locust St & 9th St
9 4.51 Bluff St & 9th St
10 4.52 Central Ave & 20th St

Figure 3.6 Crash Clusters by Severity Score
Source: Iowa DOT Crash Data 2016-2020
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Transit
Transit service connects many DMATS area residents to work, school, and other 
important activities.  The Jule and Regional Transit Authority 8 (RTA 8) are the 
two primary transit agencies in the DMATS area.  Both agencies provide rides to 
the general population.  The region also has several smaller agencies that provide 
rides to specific groups such as the elderly or disabled.  The following section 
provides an overview of each agency and the services they provide.  

The Jule
The Jule strives to provide citizens with a safe, timely, and comfortable mode of 
public transportation to and from their destinations on fixed routes and door to 
door services.  Fixed route service provides transportation to Dubuque citizens 
so that they may access various services, shopping, entertainment, community 
functions, and employment opportunities within the City. 

Trolley routes operate seasonally on a 1-hour schedule between the Port of 
Dubuque, key downtown locations, and many city parks and river viewing areas.  
Mini-bus promotes independence for seniors and persons with disabilities by 
providing origin to destination transportation and passenger assistance when 
accessing the demand response service. 

Table 3.5 lists the Jule’s service hours for fixed route and mini bus.  Table 3.6 
and Table 3.7 show service fares and bus pass costs for both fixed route and 
paratransit services.  Table 3.8 provides information on the Jule’s vehicle fleet and 
staff and Table 3.7 includes a map of fixed route service.

Table 3.5 Jule Service Hours – Fixed Route and Mini Bus
Monday-Thursday 6:00 am - 9:00 pm

Friday 6:00 am - 9:15 pm During the Summer
6:00 am - 2:40 am During the College School Year

 Saturday 8:00 am - 9:15 pm During the Summer
8:00 am - 2:40 am During the College School Year

 Sunday No Service

Table 3.6 Jule Fixed Route Bus Fares
Full Fare  $1.50

Half Fare*  $0.75

Youth (6-18 years)  $0.75

Youth (5 years and under) FREE but must be accompanied by an adult

College Students (Clarke, Loras, UD) FREE with current semester ID

Table 3.7 Fixed Route Bus Passes
11 Ride Punch Card Full Fare $15.00 

Half Fare* $7.50

Monthly Unlimited Ride Pass
(pro-rated and effective for calendar 
month)

Full Fare $45.00
Half Fare* $22.50

Youth Annual Pass (11-18 years)
Valid August 1-July 31 each year

$15.00 Annual Youth Pass Application
Proof of age is required

Youth (6-10 years)
Valid August 1-July 31 each year

FREE with Annual Youth Pass Application
Proof of age is required

 
* Half-Fare eligibility is defined for the following individuals:
    Aged 65 or older with photo ID
    Disabled residents showing a Medicare card

Table 3.8 Jule Vehicle Fleet and Staff
Number of Vehicles 36

Number of Vehicles with Lifts or Ramps 36

Number of Vehicles to ADA Standards 36

Full-Time Employees 12

Part-Time Employees 60

Volunteers 0
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Figure 3.7 Jule Transit Full System Map
Source: Jule Transit, 2020



38

3. TRANSPORTATION NETWORK PROFILEDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Regional Transit Authority 8
Regional Transit Authority 8 (RTA 8) provides accessible, safe, convenient, and 
efficient transportation for all citizens in the cities, communities and rural areas 
of Delaware, Dubuque, and Jackson Counties to enhance their quality of life.  
RTA 8 vehicles are equipped to accommodate the general public, including 
children, the elderly, and people with disabilities.

All RTA services are based on the demand of our clients and are open to the 
general public, including people with disabilities.

The RTA was formed in 1982 as a 501(c)(3) non-profit organization for the 
purpose of connecting the elderly, disabled, youth and low income citizens in 
Delaware, Dubuque and Jackson counties to critical services like healthcare, 
counseling, nutrition, childcare, education, employment, and social venues.

The RTA 8 Corporate Board is comprised of all of the County Supervisors from 
Dubuque, Delaware, and Jackson Counties.  The Board meets every month to 
review the RTA's budget and general operating policies.

RTA 8 manages a fleet of 30 light duty buses, accessible minivans and standard 
vans.  RTA provides 180,000 annual passenger trips serving over 2,500 
individuals in the three-county region.  To expedite customer service, the RTA 
maintains offices in Dubuque, Earlville, and Maquoketa.  Table 3.9 summarizes 
RTA 8’s vehicle fleet and staff.  

Reservations for service are requested 24 hours in advance.  Same day service 
is subject to availability.  Dispatch hours are 5:00 a.m. to 5:00 p.m. RTA is a 
contracted provider for the State of Iowa’s Medicare Managed Care Organizations 
(MCOs) and in partnership with NEIAAA (Scenic Valley).  RTA services are available 
to persons of all income levels. 

In addition to regularly scheduled services, the RTA provides round trip 
transportation on a reservation basis to other cities such as Cedar Rapids, 
Davenport, and even interstate travel to Madison, WI and other locations.  Table 
10 lists RTA’s services and Figure 3.8 maps RTA’s service area. 

Table 3.9 RTA 8 Vehicle Fleet and Staff
Number of Vehicles 30

Number of Vehicles with Lifts or Ramps 30

Number of Vehicles to ADA Standards 30

Number of Full-Time Employees 7

Number of Part-Time Employees 27

Number of Volunteers 16

The RTA provides transportation to a variety of destinations in Delaware, 
Dubuque and Jackson counties.  All services are open to the general public, and 
all RTA vehicles are equipped with a lift and are wheelchair accessible. Most RTA 
services are door to door unless specified.  All fares are contingent upon fitting 
into a current service.

Figure 3.8 RTA 8 Service Area
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DuRide
DuRide is a nonprofit transportation program that is operated by volunteers 
who use their own vehicles to provide at-cost rides to Dubuque, Asbury, and 
East Dubuque residents age 65 and older.  DuRide charges an annual fee and 
a small pickup fee for each trip.  DuRide uses an account system so riders do 
not have to pay during their ride. Consumers are encouraged to donate their 
vehicles they no longer use, in exchange for credit towards their ride account. 

Grant County Aging and Disability Resource Center 
The Grant County Aging and Disability Resource Center (ADRC) provides transit 
service to the residents of Grant County, Wisconsin.  The ADRC operates two 
wheelchair accessible bus routes.  The service is open to persons 60 and older, 
persons with disabilities of any age, and persons under 60 if there is room 
available.  The bus leaves Lancaster at 8:30 a.m. and will leave the destination 
city between 1:00 p.m. and 1:30 p.m. to return.  The cost is $3.00 round 
trip per person.  Passengers will be able to stop at up to three places in the 
destination city at no additional cost.

ADRC also operates the TRIPS program which provides rides to medical and 
some business appointments for individuals who are not on Medical Assistance.  
TRIPS drivers are volunteers who drive their own vehicles.  TRIPS charges a 
mileage-based fee. 

Jo Daviess County Transit 
Jo Daviess County Transit is a county-wide public transportation system 
operated by The Workshop, an organization that assists people with disabilities 
in the county.  The Jo Daviess County Board, Townships, and the Illinois 
Department of Transportation provide financial support for the service.  
Regularly scheduled routes to-and-from Galena run weekday mornings and 
afternoons from all communities in the county.  General public transportation 
is available within the City of Galena on weekdays from 9:00 a.m. to 1:00 p.m. 
and Saturdays from 9:30 a.m. to 12:30 p.m.  Jo Davies County Transit also 
provides transportation for medical appointments within the county and to 
some adjoining counties.

Table 3.10 RTA 8 Services
Service Hours Cost

Delaware County Connections 
- volunteer driver service

7:00am-7:00pm M-F and weekends, 
pending driver availability.

$3.00 One way in-town 
Manchester.  $6.75 One way 
out-of-town anywhere in 
Delaware County.  

Iowa City – Service from 
Dubuque, Delaware, and 
Jackson Counties to Iowa City

Varying, depending upon passenger 
appointment times.

Contact dispatch for 
availability and cost 
(minimum ridership 
required).  

In-Town Dubuque 7:00am-9:00am and 10:00am-5:30pm M-F. 
locations and times vary throughout the 
Dubuque County area, contact dispatch for 
more detailed information and availability.

$6.75 One way.  Children 14 
and under $3.25 one way.  

Headstart Dubuque – Service 
in the City of Dubuque, 
Dubuque County, Epworth, 
and Dyersville for Head Start 
students.

Contact Operation New View/Headstart for 
further details and for availability

Contact dispatch for times 
and rates

NICC and Peosta – Service 
from the JFK Transfer Station 
in Dubuque to NICC and the 
City of Peosta

Departs at JFK Transfer Station at 8:30am 
and returns to JFK Transfer Station at 
2:30pm

$6.75 One way

Epworth/Farley to Dubuque M-F on a limited basis. Contact dispatch 
for availability.  Departs Epworth around 
8:15am arrives at the JFK Transfer Station 
around 9:00am. Return transportation is 
provided at 2:30pm at the JFK Transfer 
Station.

$6.75 One way

Dyersville to Dubuque M-F. Departs at 7:40am and returns at 
2:30pm from the JFK Transfer Station

$6.75 One way

Dyersville to Manchester M-Th Departs at 7:50am and returns at 
3:00pm from Manchester

$6.75 One way

Maquoketa in Town 8:00am-3:30pm M, W, & F.  9:00am-
3:30pm T & Th

$3.00 One way

Miles and Preston to 
Maquoketa

M-F.  Departs at 6:30am and returns at 
2:00pm

$6.75 One way

Bellevue to Maquoketa M, W, & F. Departs at 6:30am and returns 
at 2:00pm

$6.75 One way

Baldwin to Maquoketa M-Th. Departs at 6:30am and returns at 
2pm

$6.75 One way

Delhi to Manchester1 M-F. Departs at 7:45am and returns at 
3:00pm.

$6.75 One way

Ryan to Manchester1 Available on a limited basis. Departs at 
7:45am and returns at 3:00pm.

$6.75 One way

Earlville to Manchester1 Available on a limited basis various times 
throughout the week.

$6.75 One way

Manchester in-town1 M-F. 7:00am-5:00pm. $3.00 One way
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Bicycle and Pedestrian 
Walking and biking are important modes of transportation for the DMATS area. 
Walking or biking instead of driving can reduce traffic congestion, improve air 
quality, and improve physical health.  Through its goals and objectives, the 
DMATS LRTP supports programs that increase the number of people walking 
and biking in the area by creating interconnected bicycle and pedestrian 
networks and making walking and biking safer and more convenient 

Walking and biking currently accounts for a small share of all trips in the 
DMATS area.  2014-2018 American Community Survey data shows that 3.55% 
of Dubuque County residents walked to work and 0.35% bicycle to work.  
Driving alone is the most popular mode to get to work with almost 82.91% of 
residents choosing this mode.  The number of residents walking and biking 
to work has increased slightly from the 2000 census where 4.02% walked and 
0.11% biked. 

Bicycle and Pedestrian Facilities
Existing bicycle and pedestrian facilities in the DMATS area fall into three main 
categories: off-street trails, on-street routes, and sidewalks. The following 
section provides a description of each category and Figure 3.9 maps the 
location of these facilities across the region.

OFF-STREET TRAILS 
The DMATS region has several off-street trails. Most trails in the area are 
classified as multi-use trails. These trails typically are concrete, asphalt, or 
packed crushed rock and are usually between 8 feet and 10 feet wide. Multi-
use trails are physically separated from motorized traffic by open space or 
barrier and can in an independent right of way or within a highway right-of-
way. Multi-use trails usually accommodate both bicyclists and pedestrians and 
are suitable for most age groups and abilities. 

In addition to multi-use trails, the DMATS region also has several trails that are 
geared to more specific types of uses including: hiking and mountain biking. 
These trails are usually unpaved, steeper, and narrower than a multiuse trail, 
and as a result may require a relatively higher level of physical ability.

ON-STREET BICYCLE ROUTES 
In addition to trails, the DMATS area has on-street bicycle routes. With an on-
street route, bicyclists share the roadway with vehicle traffic. Street design can 
include specific design elements to direct bicycles and vehicles and improve 
safety for all users. Collectively these design elements are often referred to as 
complete streets. Design elements include signage, sharrows, bicycle lanes, 
buffered bicycle lanes, and protected bikeways. The design element used 
depends on vehicle speed, vehicle traffic volume, and space available in the 
right-of-way.

Streets with higher vehicle speeds and volumes will usually call for elements 
like buffered bicycle lanes or separated bikeways that offer more protection to 
bicyclists. Streets with slower speeds and lower traffic volumes are generally 
safer for bicyclists and are good candidates for less protective elements such as 
bicycle signage or sharrows. In many cases local streets are suitable for biking 
without any additional design elements. Local streets located in primarily 
residential neighborhoods with low traffic volume and low speeds could be 
good candidates for bicycle routes.

SIDEWALKS 
Sidewalks are an important part of the pedestrian network. Sidewalks provide 
necessary walking connections to homes, businesses, transit services, and 
other activities. The DMATS region has a complex network of sidewalks already 
in place. Most streets in the region have sidewalks, but there are gaps in the 
sidewalk network. Unlike trails or on-street bicycle routes, private property 
owners usually maintain sidewalks. This can create challenges, as property 
owners can vary greatly in their ability or desire to maintain sidewalks. Street 
designers can also use complete streets design elements to improve pedestrian 
safety. Design elements include curb extensions, enhanced street crossings, 
and reduced vehicle lane width. 

Together all three facility types make up the DMATS bicycle and pedestrian 
network. While trails may by the most desirable option for walkers and bikers, 
cost and available land will not allow a community to build a comprehensive 
network out of trails alone. Sidewalks and on-street bicycle routes are 
important facilities that can help fill in the gaps in the trail network and make 
sure that the entire region is connected to the bicycle and pedestrian network.
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Race and Ethnicity
Including minority populations in the long-range planning process is important 
because minority populations often have disproportionately lower household 
incomes and limited mobility.  Historically, minority populations have made 
up a very small segment of Dubuque County population, but recent census 
data shows an increasingly diverse population.  In 1990, minority racial groups 
made up 1.2% of the county population; by the 2000 census, the proportion 
had grown to 2.9%, and in 2018 all minority groups combined to make up 7.1% 
of the population.  Dubuque County also has a growing Hispanic and Latino 
population. In 1990, less than 1% of the County’s population identified as 
Hispanic or Latino; in 2018 the percentage had increased to just over 2%.  

Freight 
The efficient movement of goods is one of the keys to effective competition 
in the global economy.  As a result, policy makers, industry specialists, and 
transportation planners have recognized that providing efficient systems for 
moving goods will help create a competitive advantage in the global market. 
This section provides an overview of the DMATS area’s existing freight facilities 
for truck, rail, barge and air cargo.  See Chapter 7: Freight for additional freight 
information including commodity movement data, infrastructure assessments, 
and freight system vision and goals. 

Highway System
The DMATS Area’s highway system is made up of different sub-networks 
including United States highways, state highways, and local city and county 
roads.  Truck transport serves a range of industries and commodities, but is 
generally preferred for moderate to high value items that are low to moderate 
weight.  The DMATS area has no direct connection to the Interstate Highway 
System.  Therefore, US Highways such as US Highway 20, US Highway 52, US 
Highway 61, and US Highway 151 serve as the primary corridors for freight 
movement in the region.  

US HIGHWAY 20
US Highway 20 (US 20) runs east and west through the DMATS area.  It 
connects the area to interstates 39 and 90 in Rockford, Illinois and to Interstate 
380 at Waterloo, Iowa.  Truck traffic is heaviest in and around Dubuque, but is 
high throughout the corridor.  Bottlenecks on US 20 include the 47-mile, two-
lane section between Galena and Freeport, and the two-lane Julien Dubuque 
Bridge.  

US HIGHWAY 52 / SOUTHWEST ARTERIAL
The US Highway 52 (US 52) corridor received a major upgrade with the opening 
of the Southwest Arterial (SW Arterial) in 2020.  Prior to the SW Arterial’s 
opening, US 52 cut directly through downtown Dubuque.  With the new 
alignment, US 52 enters the northwest corner of Dubuque County and travels 
south and merges with US 20 at Dyersville.  US 20/52 then heads east across 
the middle of Dubuque County.  The highways split west of Dubuque with US 
20 traveling through the city and us 52 bypassing Dubuque on the SW Arterial.  
US 52 then exits the DMATS area heading southeast along the Mississippi River 
toward Bellevue.  The SW Arterial has drastically improved transportation 
in the region by providing a reliable four-lane truck route that bypasses the 
traffic, delay, and unreliability experienced on the US 20 in Dubuque. 

Figure 3.9 Existing Bicycle and Pedestrian Facilities
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US HIGHWAY 61
US Highway 61 (US 61) provides a four-lane north south corridor south of 
the DMATS Area.  US 61 runs south from Dubuque to Maquoketa and DeWitt 
before connecting with Interstate 80 in the Quad Cities.  North of Dubuque, 
US 61 crosses into Wisconsin and becomes a two-lane route and does not 
connect to any major freight transportation facilities.  Truck traffic on US 
61 is moderately high between Dubuque and the Quad Cities, making it an 
important north-south route.  

US HIGHWAY 151 
US Highway 151 (US 151) crosses the region diagonally from 
southwest to northeast.  US 151 provides four-lane highway 
connections to Interstate 380 in Cedar Rapids, Iowa and to 
Interstates 90 and 94 in Madison, Wisconsin.  US 151 is an 
important freight route with high truck volumes through out 
the corridor.  US 61/151 bridge provides a key Mississippi River 
crossing between Iowa and Wisconsin.  

Rail Facilities
The DMATS Area’s rail system is a valuable resource as many the 
region’s industries depend on materials that are transported 
primarily by rail. The area is served by 3 rail carriers: The 
Burlington Northern and Santa Fe Railway, Canadian National, and 
Canadian Pacific. The following describes the carriers in general 
terms. Figure 3.10 maps the location of railroad facilities in the 
DMATS area.

THE BURLINGTON NORTHERN AND SANTA FE RAILWAY 
(BNSF) 
BNSF is among the largest railroads in the United States today with 
track mileage totaling 33,353 miles covering 28 states and two 
Canadian provinces. In the DMATS area, the BNSF’s track is located 
exclusively on the east side of the Mississippi in the governmental 
jurisdictions of Grant County, Wisconsin, and Jo Daviess County 
and the City of East Dubuque in Illinois.

CANADIAN NATIONAL (CN) 
CN has owned the main east-west rail line in the DMATS area 
since its acquisition of Illinois Central in 1999. CN is the only 
railroad which crosses North America east-west and north-south, 
serving ports on the Atlantic, Pacific, and Gulf coasts while linking 
customers to all three NAFTA nations.

Figure 3.10 Railroads
Source: Iowa DOT

CANADIAN PACIFIC (CP) 
CP officially acquired Iowa, Chicago, and Eastern Railroad and the Dakota, 
Minnesota and Eastern Railroad in 2008.  Between the two branches (DM&E 
and IC&E) the railroad operates in Iowa, Illinois, Minnesota, Missouri, 
Nebraska, Wyoming, Wisconsin and South Dakota.  CP provides service 
between Minneapolis, Chicago and Kansas City.  The main route in Iowa 
parallels the Mississippi River on the west side from the Minnesota state line, 
south through the Dubuque area as far as Muscatine. 
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Barge Facilities
The Mississippi River is a valuable freight transportation asset for the 
DMATS area.  The river carries one percent of the region’s freight volume 
and value, and its slow-moving, but fuel-efficient barges are well-suited 
for extremely bulky lower-value commodities like grain, oil, fertilizer, and 
minerals.  In fact, one barge can carry the equivalent dry cargo tonnage of 
16 railcars, or 70 semi-trucks.

LOCKS AND DAMS
The Upper Mississippi River’s flow is controlled by a system of locks and 
dams, which maintain a nine-foot river channel depth needed to support 
barge traffic.  Each lock has a chamber in which the water level is raised 
or lowered to move boats between the different water levels on either 
side of the dam.  On the Upper Mississippi, the standard lock chamber 
size is 110 by 600, but a standard 15-barge tow with boat is can stretch 
to over 1,300 feet.  This means that barge tows often must be divided 
up into smaller groups to pass through the lock, which slows the process 
of getting barge tows through the locks.  There are 29 lock and dam 
structures built along the river between Minneapolis, Minnesota and St. 
Louis, Missouri.  The DMATS area is home to Lock and Dam 11, which is 
located on the north side of Dubuque near Eagle Point Park.  See location 
in Figure 3.11. 

The Region’s barge system is affected by the seasons: for about three 
months during the winter, the river freezes and barges cannot operate.   
The system’s operation is also affected by the state of repair of lock 
facilities, which are over 75 years old. 

These facilities may experience shutdowns when lock equipment fails, 
and these shutdowns can halt river traffic for days or weeks. As the locks 
and dams continue to age, breakdowns, and disruptions to barge traffic 
may become more common.  The potential for delays or shutdowns is a 
threat to the economic competitiveness of regional firms that rely on the 
waterway for shipping.

BARGE TERMINALS
The DMATS area is home to nine groups of barge terminals in the Dubuque 
and East Dubuque areas.  The terminals facilitate the movement of goods 
between barges and other modes transportation modes such as rail or truck.  
All nine terminals have truck connections, and four have rail connections.  
DMATS area firms have access to the river through the barge terminals listed 
in Table 3.11 and mapped in Figure 3.11. The Mississippi River and the inland 
waterway network provides connections to a range of cities including St. Paul, 
St. Louis, Memphis, New Orleans, Chicago, Louisville, Cincinnati, and Pittsburgh.  
Additionally, New Orleans and the Gulf of Mexico provide access to ocean 
shipping and international markets for the region’s agricultural products.

The region’s position along the Mississippi River, and ample barge terminals is 
an advantage for firms looking to move large volumes of goods at a low cost. 
However, the lock and dam infrastructure that supports commercial navigation 
is outdated, and potential failure of this infrastructure is a threat to the Region’s 
economy.

Table 3.11 Barge Terminals (Listed North to South)

Name City Commodity 
Handled Modes Connected 

Cargill AgHorizons Dubuque Grain Truck 

Flint Hills Resources 
(Koch) Dubuque Liquid Petroleum Truck 

Peavey Co Dubuque Mixed Truck, Rail 

Dubuque River Terminal Dubuque Mixed Truck 

Newt Marine Service Dock Dubuque Mixed Truck 

IEI Barge Services East Dubuque Mixed Truck, Rail 

Aggregate Materials Co East Dubuque Mixed Truck, Rail 

Consolidated Grain and 
Barge East Dubuque Grain Truck 

East Dubuque Nitrogen 
Fertilizers East Dubuque Chemicals Truck, Rail 
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Air Cargo 
Air cargo shipments are expensive, and thus are used for high-value, low 
weight, or highly time-sensitive goods.  Dubuque Regional Airport does 
not provide cargo service, so firms looking to move goods by air must use 
other airports.  Three nearby options are The Eastern Iowa Airport in Cedar 
Rapids, Iowa the Quad City International Airport in Moline, Illinois and 
Chicago-Rockford International Airport.  Firms seeking further choice in air 
cargo shippers and connectivity may choose to send their goods to Chicago 
O’Hare International Airport.

Air Transportation
Dubuque Regional Airport is located about seven miles south of downtown 
Dubuque on US Highway 61.  The airport occupies 1,057 acres and has a 
field elevation of 1,076 feet.  The airport opened at the present location in 
1948.  Figure 3.13 maps the location of the Dubuque Regional Airport.

American Airlines offers daily departures from the Dubuque Regional Airport 
to Chicago O’Hare International Airport. The airline temporarily suspended 
fights to and from the Dubuque Regional airport in October 2020 as a 
response to the COVID-19 pandemic.  The airline resumed flights in early 
January 2021, offering one flight per day.  Sun Country Airlines offers direct 
charter departures from Dubuque to Laughlin, NV and Gulfport/Biloxi, MS.

Airside Facilities 
The airport has two runways, 18-36 and 13-31 and six taxiways to support 
air traffic. Runway 18-36 runway is the primary runway.   Runway 18-36 is 
6,327 ft. long and 150 ft. wide.  Its pavement is rated for 75,000 pounds for 
single wheel aircraft and 173,000 pounds for dual wheel aircraft.  Runway 
13-31 is 6,502 ft. long x 100 ft. wide.  Its pavement is rated for 75,000 
pounds for single wheel aircraft and 125,000 pounds for dual wheel aircraft. 
Taxiway A runs parallel to Runway 13-31. Taxiways B , C, D, E, and F provide 
aircraft access to runways and terminal.

Figure 3.11 Barge Facilities



45

3. TRANSPORTATION NETWORK PROFILEDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Groundside Facilities
The Dubuque Regional Airport’s groundside facilities serve passengers, 
freight, airport administration, and general aviation needs.  The airport’s 
passenger terminal, opened in 2016, features architectural design elements 
that are visually striking and environmentally sustainable.  The limestone 
façade, atrium windows, and Mississippi River inlay flooring, give visitors 
there first and last impressions of the community.  The US Green Building 
Council awarded its (Leadership in Energy and Environmental Design) LEED 
Silver Certification to the terminal in 2017.  The FAA’s Airport Improvement 
Program funded the majority of the $40 million project.

The 33,000 square foot passenger terminal building houses the airport’s 
primary passenger arrival and departure functions.  Departure functions 
include: ticket counters and kiosks, TSA security checkpoint, and a secure 
holding room with three gates, restrooms, and a snack bar.  The terminal’s 
arrival facilities include: two jet bridges, baggage claim carousel, and rental 
car counters.  The terminal also offers a number of passenger conveniences 
such as a full-service restaurant, Wi-Fi, USB charging, and concessions.  

Airport Operations
The FAA measures air traffic activity at an airport in operations, or the 
number of takeoffs and landings.  Operations at the Dubuque Regional 
Airport have increased over the last several years.  Total operations 
increased to 64,257 in 2019.  Dubuque’s 2019 operations total ranked 
second in the state of Iowa behind only Des Moines.  Figure 3.12 charts the 
number of total operations at the Dubuque Regional Airport from 2010 to 
2020.
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Figure 3.12 Dubuque Regional Airport Total Operations
Source: Federal Aviation Administration

Figure 3.13 Dubuque Regional Airport Location
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Passenger Rail 
No passenger trains currently serve the DMATS area, but from the time 
railroads first arrived in Dubuque in the 1850s until 1981 when the Dubuque to 
Chicago AMTRAK service was discontinued, passenger rail provided important 
connections to surrounding communities.   

DMATS is currently working with the Illinois DOT on a passenger rail feasibility 
study.  The purpose of the Rockford – Dubuque High Speed Intercity Passenger 
Rail Program is to reestablish passenger rail services from Chicago to Dubuque.  
The proposed Rockford to Dubuque service would be a component of the 
Chicago–Dubuque corridor, which is part of a broader vision to expand regional 
passenger rail service to meet existing and future travel demands in the 
Midwest.  

The program will establish a rail transportation alternative to supplement 
private automobile, bus, and air travel between Chicago and Dubuque, and 
intermediate points.  Goals of the program include:  improved reliability and 
continence for rail passengers, reduced travel times, and increased safety 
through improved signal infrastructure.  

The feasibility study will provide a comprehensive assessment of the project 
including: analysis of alternative routes, rail ridership projections, and cost 
estimates for improvements necessary to accommodate passenger rail service 
such as track upgrades and crossing improvements.   



Chapter 4
Transportation Network Forecast



48

4.  TRANSPORTATION NETWORK FORECASTDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Introduction
The objective of Chapter 4 is to provide a forecast of the transportation network 
to help evaluate future infrastructure investments.  DMATS uses several methods 
for forecasting future transportation demand including the DMATS travel demand 
forecast model, public input, and secondary data analysis.  This chapter will 
provide a summary of the analysis methods and the results from the analysis.  

The DMATS Travel Demand Model
A travel demand model (TDM) is a series of mathematical equations that 
represent how people make travel decisions.  Thousands of travel decisions made 
by individuals add up to create regional travel demand.  Many factors including 
auto ownership rate, income, household size, density, type of development, 
availability of public transportation, and the quality of the transportation system 
affect individual travel decisions.  The model is based on several assumptions and 
its accuracy is limited by the data available.

The level of analysis for the model is the transportation analysis zone (TAZ).  
TAZs are a series of small areas delineated for the purpose of traffic analysis. 
For the 2050 model update, DMATS increased the number of TAZs from 741 
to 1,147.  The smaller TAZs allow DMATS to conduct more detailed analysis of 
transportation activities in the area.  Figure 4.1 maps the DMATS TAZs.

Travel Demand Modeling Process
Travel demand forecasting involves four steps: trip generation, trip distribution, 
mode choice, and trip assignment. 

Trip Generation estimates the number of trip productions (starting points) and 
trip attractions (ending points) for each traffic analysis zone.  The result is the 
total number of vehicle trips to and from activities in the study area. Information 
from land use, population, and economic forecasts is used to estimate how many 
trips will be made to and from the 1,147 TAZs.  Methods for producing these 
forecasts are documented in Chapter 2. 

Trip Distribution links trip productions to trip attractions for each pair of TAZs.  
The most commonly used method for trip distribution is the gravity model.  
Gravity model distributes trips produced by one zone to other zones based on 
trip attractions and the size of the zone. 

In Mode Choice, the model splits the number of trips among all TAZ pairs 
between all possible modes of transportation.  The DMATS model omits this step 
because personal vehicle trips make up more than 95% of trips in the area. 

In Trip Assignment, the model assigns trips to specific travel paths on a 
digital model of the area’s roadway network.  The network model categorizes 
all primary roads in the region based on capacity, speed of travel, number 
of lanes, presence of turn lanes, and surrounding land uses.  The model 
then uses the road network to simulate trips between the production and 
attraction pairs of traffic analysis zones.  The model chooses routes based on 
the shortest total travel time. 

Figure 4.1 DMATS Transportation Analysis Zones
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Figure 4.2. DMATS Modeling Process

ISMS
For the 2050 model update, DMATS developed its travel demand model to 
meet the standards of the Iowa Standardized Model Structure (ISMS).  ISMS 
provides a standardized travel demand modeling architecture for all MPOs 
across Iowa.  ISMS was the result of a multi-year effort led by the Iowa DOT in 
coordination with the Midwest Travel Model Users Group (MTMUG), a group 
that provides a forum where transportation professionals meet to discuss 
travel demand modeling forecasting issues. 

While the overall four-step modeling process remined the same, 
implementation of the ISMS architecture required DMATS to implement a 
number of changes within the basic model development structure depicted in 
Figure 4.2.  

The most significant ISMS-related change was the shift away from traditional 
sources of input data to a parcel-based concept.  Travel demand models rely 
on data about economic activity and housing units to predict transportation 

decisions and trip generations.  Prior to the adoption of ISMS, most travel 
demand models, including the DMATS model, relied on a variety of data 
sources including the U.S. Census Bureau and the Bureau of Labor Statistics for 
input data.  ISMS introduced a new parcel-based approach to modeling that 
relies on the parcel data that is produced and maintained by local tax agencies.  
After evaluating the options for input data, the ISMS model development team 
chose to recommend parcel data because of its accuracy and availability.   

For the 2050 model, DMATS developed an area-wide parcel file based on 
GIS parcel data provide by the Dubuque City Assessor, the Dubuque County 
Assessor, the Grant County Assessor, and the Jo Daviess County Assessor.  
The parcel file serves as the source of basic input data like land use, number 
of housing units, acres of agricultural and park space, and square feet of 
commercial and industrial buildings for the model’s base year and future 
forecast years.  
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Land Use Maps
Land use is a critical component of the DMATS travel demand model.  Over 
time, new development and changes in land use will result in changes in 
travel patterns.  The model uses land use data to determine where people 
will live, work, shop, and go to school in the future. Figure 4.2. DMATS 
Modeling Process4.3 displays the DMATS existing land use map.  DMATS 
created a standardized land use map for the region by combining tax 
assessor’s land use classifications into the DMATS parcel file. 

DMATS FUTURE LAND USE FORECASTS
After mapping the region’s existing land use, the next step in the modeling 
process is creating a forecast of the area’s future land use.  DMATS created 
its future land use forecasts based on (1) the future population and 
employment projections described in Chapter 2 and (2) on input from 
local officials and local planning documents including city and county 
comprehensive plants.  The population and employment forecasts provide 
an estimate of region-wide growth, while the input from local officials and 
plans provides an estimate of the locations within the area where growth is 
expected to occur.  

Previous versions of the DMATS model estimated future changes in travel 
demand based forecasted changes in households and employment, but the 
2050 model’s parcel-based modeling concept uses a different set of inputs.  
The 2050 model forecasts change in  travel demand based on changes in the 
number of housing units and the amount of commercial and industrial 
development within a TAZ. 

Figure 4.3. DMATS Existing Land Use
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To account for the changes to the model, DMATS converted its population 
and employment forecasts to forecasts of housing units and commercial 
and industrial square feet.  The forecast population growth of approximately 
26,000 equates to about 9,000 additional housing units and the estimated 
18,000 additional employees will require an additional 17 million square feet of 
commercial and industrial space.  

Figure 4.4 maps the forecasted increase in housing units between 2017 and 
2050.  The size of the circle represents the number new of housing units.  
The size of the circle represents the number new of housing units.  Figure 
4.5 maps the forecasted increase in commercial and industrial development 
between 2017 and 2050.  The size of the circles represents thousands of 
square feet of commercial and industrial buildings 

Figure 4.4 DMATS Housing Unit Forecast Figure 4.5 DMATS Commercial and Industrial Forecast
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Travel Demand Model Applications
After DMATS staff complete the TDM development process, 
including validation and calibration procedures that verify its 
accuracy, the model is reviewed and adopted by the DMATS Policy 
Board.  Once adopted, DMATS can then use the TDM to develop the 
LRTP and for other planning applications.   

The TDM is a critical part of the LRTP development process.  DMATS 
uses the TDM to help understand the impact of future development 
on transportation, and to gauge the system-wide impact of a 
proposed project.  Overall, the TDM allows DMATS to make 
informed decisions by providing the best possible information about 
the region’s future transportation needs.  

The following sections provide examples of outputs form the 2050 
DMATS travel demand model.  Figure 6 and Figure 4.7 map 2050 
traffic volume and level of service produced by the DMATS TDM.  
DMATS uses these forecasts to as a key part of its process to select 
and prioritize the projects listed in the LRTP. 

2050 TRAFFIC VOLUME
The final output of the travel demand model is the traffic volume 
for each road segment.  Annual Average Daily Traffic (AADT) is the 
unit of measurement for traffic volume.  Following the initial model 
run, the model is calibrated.  The model’s travel forecast in the base 
year is checked against actual traffic counts.  Calibration allows 
the model developer to test the accuracy of the model’s forecasts.  
The National Cooperative Highway Research Program and the 
Transportation Research Board set standards for calibration.  If the 
predicted traffic volume differs greatly from the observed counts, 
the assumptions in the model will need to be adjusted.  Figure 6 
displays 2050 traffic volume forecast for the DMATS area. Note the 
increases in traffic volume from the 2017 map in Chapter 3.

Figure 4.6 2050 AADT Forecast
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2050 LEVEL OF SERVICE
In addition to traffic volumes estimates, DMATS uses the 
TDM to forecast future traffic conditions and congestion.  
Level of Service (LOS) is a qualitative measure describing 
conditions within a traffic stream, based on speed and travel 
time, freedom to maneuver, traffic interruptions, comfort, 
and convenience.  LOS is estimated by dividing road-
way speed by the posted speed limit. LOS “A” represents 
complete free flow of traffic, allowing traffic to maneuver 
unimpeded. LOS “F” represents a complete breakdown in 
traffic flow, resulting in stop and go travel  Figure 4.7 maps 
2050 level of service based on the DMATS Travel Demand 
Forecast Model.  The figure maps the forecast level of 
service on the future network including committed projects 
and projects included in the 2050 LRTP fiscally constrained 
plan. 

 The TDM forecasts that future development is expected 
to result in an overall increase in traffic volume across the 
DMATS area and an increase in the number of in the number 
roadway segments with a LOS value below C.  US Highway 
20 and the NW Arterial are expected to be especially 
congested as new residential and commercial development 
occurs in the west and southwest portions of the region.  
DMATS will address these future congestion areas though its 
recommended LRTP projects

Figure 4.7 2050 Level of Service Forecast
Source: DMATS Travel Demand Forecast Model 
LOS A – 0.91 – 1.00; LOS B – 0.81 – 0.90; LOS C – 0.61 – 0.80; LOS D – 0.41 – 0.60; LOS E – 
0.21- 0.40; LOS F – 0.00 -0.20
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Future Transit Systems
DMATS staff worked with the Jule and Regional Transit Authority 8 (RTA 8) to 
develop a list of future projects and priorities.  DMATS consulted both transit 
agency staff and transit advisory groups including the Jule Transit Advisory 
Board (TAB) and the Regional Transit Action Group (TAG).  The TAB advises the 
Dubuque City Council on transit related issues including: system operation, 
equipment purchases rates, and fares.  The TAG is a community group, 
coordinated by RTA 8, that meets bi-monthly to address regional transportation 
issues.  TAG membership is comprised of human service providers, transit 
providers, and transportation professionals.  TAG members represent 
originations located in communities served by RTA 8 in Delaware, Dubuque, 
and Jackson Counties. 

To develop future priorities for the LRTP, DMATS staff started with the 
information contained in the FY 2021-2025 DMATS and RPA 8 Passenger 
Transportation Plan (PTP).  The DMATS board adopted the PTP in May 2020.  
The PTP provides needs-based project justification for all transit programs 
within DMATS and RPA 8.  As part of the PTP development process, the regions 
transit agencies developed a prioritized list of future projects.  Table 4.1 lists 
the Jule’s PTP priority projects.  Table 4.2 lists the RTA 8 PTP priority projects 
that involve communities in the DMATS area.

Table 4.1 Jule Transit PTP Priority Projects
No. Service Need Project

1 Replace Jule Buses The Jule will replace buses that are at the end of their 
useful life.  

2 Update equipment on Jule Buses
The Jule will purchase new onboard computers, swipe 
card readers, electronic fareboxes, and a farebox collection 
vault.  

3 Greater Accessibility to Service Shorten wait times, adjust route pickup times

4 Knowledge of routes, schedules, and 
service options for consumers Increase knowledge of and market routes and fares

5 Passenger Rail Service Between 
Chicago and Dubuque Passenger Rail Service Between Dubuque and Chicago

6
Review and develop standard design 
guidelines and amenities for bus 
stops

Review and develop standard design guidelines and 
amenities for bus stops

7 Public Transit Infrastructure Grant: 
ARC Transfer Center Phase II

Improvements to west-end transfer center including indoor 
waiting area and public restrooms

8 Promotion of Intercity Bus Station 
and Connections to Jule Services

Intercity Bus (5311) Promotion of intercity connections at 
Intermodal Center

No. Service Need Project

9

Iowa Clean Air Attainment Program: 
Expanded Weekday Evening Hours; 
minimum Nightrider service routes, 
all routes preferred

a. extend weeknight service hours to 7:30pm 
b. extend weeknight service hours to 8:30pm 
c. extend weeknight service hours to 9:00pm

10 Partnership service between RTA and 
The Jule for service to Peosta

Partnership service between RTA and The Jule for service 
to Peosta

11 Sunday and Holiday Service
Add service on: New Year's Day; Memorial Day; 
Independence Day; Labor Day; Thanksgiving Day; Christmas 
Eve, Christmas Day; New Year's Eve

12 Greater geographic coverage of 
routes

 Key West, West End Expansion, Asbury, Illinois, Wisconsin, 
John Deere

13

Increase the number of bus stop 
amenities including targeting partner 
and high ridership locations for bus 
shelters

Increase the number of bus stop amenities (benches, 
shelters, lighting) including targeting partner and high 
ridership locations for bus shelters

14 Review East Dubuque Service Needs Evaluate needs in East Dubuque

15 State Transit Assistance Operating Assistance for Day-To-Day Operation 

16
Iowa Clean Air Attainment Program: 
Service to Dubuque Industrial Center 
South (Seippel Rd & Highway 20)

Operating assistance for service to new industrial park jobs

17
Iowa Clean Air Attainment Program: 
Service to Kerper Blvd Industrial Area 
(including Veterans Freedom Center)

Operating assistance for service to new industrial park jobs

18 Maintenance and repair of ADA 
features on all transit vehicles (5310) Capital Assistance

19 STA Special Projects Service Expansions Identified in PTP
20 ICAAP Funding Service Expansions Identified in PTP
21 Bus Replacements Replace 35’ HD buses
22 Bus Replacements Replace 22’ MD buses

No. Service Need Project

1
Improve attendance and action from 
the TAG.  More accountability and 
influence as a group

Form a TAG Technical Group to identify gaps in 
transportation within each County, devising strategies to 
address the gaps, and obtaining funds to support creative 
transportation solutions. 

2 Advancement and improved 
structure for RTA with set goals Develop a five year Strategic Plan

3

Identify every potential community 
in the region that may need 
transportation, but is not utilizing 
RTA (growth potential) e.g. Amish

Conduct a Transit Self-Assessment; data collection for a 
demographic analysis and transit demand estimation

Table 4.2 Jule Transit PTP Priority Projects
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No. Service Need Project

4
Seniors needing rides with little or 
no money and not a member with 
NEIAAA

NEIAAA partnering with RTA to complete NAPIS intake form 
to allow for immediate ride accommodations. Bill NEIAAA 
for the rides within 30 days.

5

RTA general public rates too 
expensive, particularly for working 
parents needing help with 
transportation for children, and for 
senior citizens.  Delaware County 
volunteer drivers also having 
concerns about the cost to their 
passengers.

Service Improvement Plan: all three counties agreed 
to subsidize the cost of rides, reducing the cost to the 
individual riders.  All agreed to fund full cost for children 
age 15 and under, making those free, for as long as 
designated funding lasts. 

6
Consumers can be anxious on the 
bus and sometimes act out.  Provide 
activities to keep them occupied and 
entertained.

Bus Buddies.  Either hire high-functioning consumers to 
conduct activities on the bus, or find volunteers; retired 
teachers (who can also develop a program/ activities for 
consumers to follow)

7
Possible need to get low-income 
Dubuque County residents to 
Dubuque Farmers Market

Work with Dubuque Main Street to determine the need 
for transportation for residents in the rural Dubuque areas 
and Asbury/West End to the downtown Dubuque Farmers 
Market on Saturday mornings.  Also for Dubuque Winter 
Farmers' Market.

8 Strategy for spending advertising 
dollars and promoting RTA services Marketing Plan

9 Increase RTA's operational revenue 
stream Bus Wraps

10 Improve RTA’s reliability of service 
and wait times

Develop an app, a portal and re-designed website to 
improve coordination and reduce wait time, show 
(potentially improve) availability, and provide better 
communication

11 Free rides for low-income individuals 
with no other funding

Rides for Wellness Ride Vouchers - grant from United Way 
under Health Pillar

12 Goodwill gesture by RTA to 
community partners

RTA Christmas Bus Decorating.  Consumers and staff come 
to RTA garage at noon to decorate their bus with home-
made or purchased decorations.  In the evening gather 
again to ride the bus to dinner, then to Reflections in the 
Park, with a "winner" announced at dinner

13

Pacific Islander (Marshallese) 
community in Maquoketa 
needs transportation to medical 
appointments in Dubuque & Iowa 
City, ICE in Cedar Rapids, Immigration 
Court in Omaha, NE.

Partner with Community Foundation of Greater Dubuque, 
Crescent CHC and Pastor Wihden in Maquoketa, for funding 
and trip coordination to Dubuque, CR and Omaha, NE. 

14 Transportation between Dubuque 
and Manchester

Add service between Dubuque and Peosta with possible 
future extension to Manchester with stops at the Dyersville 
Park & Ride, Farley and Peosta.    Possible options include a 
route, carpool or vanpool.  

15 Expand mid-day service Explore coordination opportunities between The Jule and 
RTA

16 Offer same day service, or demand 
response Provide services on an on call basis

17
Work with MCOs and transportation 
brokers to fill gaps in non-emergency 
medical service

Continue and grow collaboration with human service 
agencies, dialysis, medical centers, and MCOs

18
Partner with IowaWORKS to 
identify and address employment 
transportation needs

Continue discussions with PROMISE JOBS

19 Expand Hours Expand hours to include late afternoons, evenings, 
weekends and holidays for all three counties

20 Provide Inter-county transportation Transportation in Dubuque, Delaware, Jackson, Clinton and 
Clayton Counties

21 Recruitment and retention of paid 
and volunteer drivers

Continue to recruit paid and volunteer drivers and retain 
current part time drivers and subs

22 Provide rider education and increase 
knowledge of services available Continue Travel Training Program

23
Easily, accessible transportation 
information available on the internet 
for potential customers

Develop a “one stop” website for transportation options in 
our area

24 Update Transportation Resource 
Guide Update Transportation Resource Guide
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Future Bicycle and Pedestrian Facilities
DMATS is committed to creating more opportunities for walking and biking 
by improving its bicycle and pedestrian network.  Over the past several years, 
communities in the DMATS area have continued to add to the regional network 
of on and off-street walking, hiking, and biking routes.  

While the area has made progress, DMATS still has work to do to reach its goal 
of developing an integrated bicycle and pedestrian network.  Through the LRTP 
and the Tri-State Area Integrated, Walking Bicycling, and Hiking Network Plan, 
DMATS has developed plans for future bicycle and pedestrian improvements. 
Future bicycle and pedestrian improvements fit into the following three priority 
areas: 

•	 Improve pedestrian safety 
•	 Continue to expand the regional trails network 
•	 Improve On-Street Bicycle Safety 

Improve On-Street Bicycle Safety 
Improving safety for all users of the transportation system is one of the most 
important priorities established of the DMATS LRTP.  On-street biking allows 
bicyclists to access destinations that they would not be able get to using the 
off-street trail system alone.  However, safety is an important consideration 
with on-street bicycling. Bicyclists are more exposed and vulnerable to injury 
than people in cars, and are bicyclists are more likely to interact with cars when 
riding on streets.  To improve bicycle safety, communities need to consider the 
needs of bicyclists in the transportation planning process and integrate design 
improvements into existing streets. 

Continue to Expand the Regional Trails Network 
Off-street trails provide walking and biking based mobility and recreation. Off-
street trails are also a good option when traffic volume and vehicle speed make 
on-street facilities too dangerous.  Off-Street trails are a DMATS communities 
have worked to expand the regional trail network over the past several years.  
The NW Arterial Trail and Bee Branch Trail are examples of trail improvement 
projects.  DMATS communities have made plans to expand the network and 
to improve existing trails by implementing projects such as adding additional 
amenities and improving wayfinding signage. 

Improve Pedestrian Safety 
Like biking, walking is a transportation mode that combines mobility and 
physical activity.  Walking is also the only means of transportation for many 
people who are unable to drive.  But, pedestrians, like bicyclists, are also 
exposed and more vulnerable to injury if they are involved in a vehicle crash.  
To improve safety for pedestrians communities can plan and design streets in 
ways that will improve safety for pedestrians.

Communities have many design options at their disposal for improving 
pedestrian and on-street bicycle safety.  The design elements chosen for 
implementation will be unique to each street.  Streets with more vehicle 
traffic and higher vehicle speed will require more protection to the bicyclist, 
while low speed low volume streets may require no additional intervention.  
For pedestrians, sidewalks and crossings are important design elements. The 
Federal Highway Administration has produced or recommended several design 
guidance document that can help communities select the appropriate bicycle 
design elements.  Guidance documents include the AASHTO Guide to Bikeway 
Facilities, the Manual on Uniform Traffic Devices (MUTCD), and the National 
Association of Transportation Officials (NACTO) Urban Bikeway Design Guide 
and Urban Street Design Guide.  

DMATS and the City of Dubuque have adopted complete streets policies.  These 
polices state that the respective agencies will consider bicycle and pedestrian 
improvements when planning and designing streets projects.  DMATS is 
working to implement bicycle and pedestrian improvements through the 
Complete Streets Policy.  

BICYCLE AND PEDESTRIAN CRASHES
To illustrate the need for bicycle and pedestrian safety improvements DMATS 
mapped the locations of bicyclist and pedestrian injuries that resulted from a 
vehicle crash.  From 2016 to 2020 there were 136 bicyclists and pedestrians 
injured in vehicle crashes.  The total injuries included 3 fatalities and 17 serious 
injuries.  Figure 4.8 maps the location and severity of the injuries.  The location 
of pedestrian and bicycle crash injuries can provide information on where 
safety improvements are needed.
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PLANNED AND PROPOSED BICYCLE AND PEDESTRIAN FACILITIES 
Unlike road network planning, there is no modeling process for forecasting 
future demand for trails.  However, DMATS has used several criteria to locate 
areas of high demand for bike and pedestrian facilities, and to identify barriers 
to walking and biking.  DMATS uses land use maps, commuter patterns, bicycle 
and pedestrian counts, and crash data to develop its list of future projects.

Figure 4.9 maps the planned bike and pedestrian facilities in the DMATS area.  
See Chapter 7: Projects for details on bicycle and pedestrian projects included 
in the DMATS fiscally constrained plan.  The remaining projects in the map 
are regarded as illustrative, as none have a dedicated source of funding.  For a 
detailed description of planned bicycle and pedestrian facilities, please see the 
Tri-State Area Integrated Walking, Bicycling and Hiking Network Plan.

Figure 4.8 Bicycle and Pedestrian Crash Injuries Figure 4.9 Future Bicycle and Pedestrian Facilities
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Future Airport Plans
The Dubuque Regional Airport Master Plan guides future projects at the 
Dubuque Regional Airport. The current Master Plan was adopted in 2021. The 
Master Plan’s recommended development concept presents a recommended 
configuration for the Dubuque Regional Airport that preserves its role while 
meeting FAA design and safety standards to the extent practicable. The concept 
establishes a vision and direction for facility needs for the next 20 years and 
beyond.  

The Master Plan Concept includes development recommendations for both 
airside facilities and groundside facilities.  The airside plan generally considers 
improvements related to the airport’s runway and taxiway system and 
navigational aids.  Airside projects include upgrades to existing runways and 
taxiways including extensions at the north and south ends of Primary Runway 
18-36 to increase the total length to 7,500 feet from its current length of 
6,327 feet.  The runway extension project will require property acquisition 
and relocating some of the existing instrument systems. The runway extension 
will allow it to accommodate the types of aircraft that are currently, or are 
projected to, conduct 500 or more operations per year at the airport.   

The Master Plan Concept also identifies upgrades to the airport’s groundside 
facilities needed to accommodate future demand for terminal space, hanger 
space, parking areas, and taxiways due to anticipate increases in airport use. 
The Master Plan forecasts steady growth enplanements, aircraft operations, 
and number of based aircraft for over the next twenty years.  Total annual 
operations are forecast to increase from 59,797 in 2019 to 81,622 in 2039.  
Scheduled passenger enplanements are forecast to grow from 38,397 in 2019 
to 52,600 by 2039.  Based aircraft are forecast to increase from 78 in 2019 to 
122 in 2039.   

Future Passenger Rail
DMATS has worked for the past several years to establish an Amtrak passenger 
rail route between Dubuque and Chicago.  Amtrak published a report in 
2007 that identified one feasible route between Dubuque and Rockford, and 
four feasible routes between Rockford and Chicago.  In 2010 the Illinois DOT 
released an updated report that reduced the routes up for consideration to 
two, and analyzed the routes based on performance, ridership, and cost.  The 
report estimated a capital cost of $60 million to get the Dubuque to Chicago 
service up and running.  

In the spring of 2014, following unsuccessful negotiations with CN, the 

State of Illinois announced a $233 million plan to extend Amtrak service to 
Rockford along lines owned by Metra and the Union Pacific Railroad.  Planned 
improvements included upgrading tracks, capacity improvements, bridge 
improvements, and new stations.  The plan included a future service extension 
to Dubuque with stops in Freeport and Galena.  

As of summer 2021, both the Chicago to Rockford and Rockford to Dubuque 
projects continue to move forward.  In September of 2020, the Illinois DOT 
announced that it had hired a consultant to manage the Chicago to Rockford 
portion of the project.  The segment was also included in Amtrak’s 2035 rail 
plan.  In 2020 the Illinois DOT awarded a Statewide Planning and Research 
grant to DMATS and its regional partners to complete a feasibility study for the 
Rockford to Dubuque route.  The project team has selected a consultant that 
expects to complete the final report by spring 2022.

Future Traffic Management
For communities in the DMATS area, limiting traffic congestion is critical for the 
region’s overall economic competitiveness.  Poor traffic conditions can affect 
the quality of life of the area’s residents and limit area business’s ability to 
move goods from place to place.  

DMATS is committed to continuing to improve traffic flow and relieve 
congestion within its planning area.  Expanding roadway capacity, i.e., building 
new roadways and adding additional lanes to existing roadways is an important 
part of the organization’s future traffic management stagey.  But, DMATS also 
understands that over the long term it cannot address traffic congestion with 
infrastructure construction projects alone.  

DMATS and its members have identified a number of non-capacity related 
strategies that are aimed at improving the performance of the area’s existing 
and planned transportation facilities.  Theses efforts include expanding the 
area’s implementation of transportation technologies and harnessing the 
power of those technologies through the STREETS project. 



59

4.  TRANSPORTATION NETWORK FORECASTDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

ITS Infrastructure
Over the years, DMATS has worked with its partners to invest in the region’s 
Intelligent Transportation Systems (ITS) infrastructure.  ITS integrates advanced 
technologies into transportation infrastructure including: cameras and other 
sensors that monitor traffic conditions, and a network of fiber optic cables 
and wireless communications devices that connect individual sensors to the 
regional network and deliver data to a central operations center where data is 
processed and put to use.  

Within in the DMATS area, the City of Dubuque has constructed a fiber 
optic backbone along the region’s major corridors and through parts of the 
downtown area. The City has also undertaken a program to install fiber optic 
conduit and advanced ITS components into all new or reconstructed traffic 
signal controllers throughout the city.  The need for monitoring traffic and 
adapting signal plans to changing conditions has led the City to install four-inch 
multi-ducted conduit under all new roadways to accommodate future fiber 
optic communications cable. 

The City of Dubuque has invested in a robust Traffic Operations System that 
uses advanced communication technologies along with state of the art traffic 
control equipment that allows management of the operations via a Traffic 
Operations Center (TOC) located at City Hall.  

Within the DMATS area, communities have applied ITS technologies in a variety 
of ways including: traffic counts for project planning, traffic signal timing and 
coordination, and motorist notifications through dynamic message sign (DMS) 
boards.

DMATS has identified a number of future ITS improvements in the LRTP fiscally 
constrained plan. See Chapter 7: Projects for location and cost information on 
these projects.  

STREETS Project
The Smart Traffic Routing with Efficient and Effective Traffic Systems or STREETS 
project represents the future of the DMATS area’s traffic management efforts. 
Dubuque has been a leader in the use of ITS technology to manage and operate 
its traffic signal network.  The implementation of these technologies has 
resulted in reduced delay on some of the area’s most heavily traveled corridors.  

The STREETS project is based on the vision of “doing more with our technology” 
by creating the next generation of integrated traffic signal systems that includes 
rapid simulation of future traffic conditions based on real‐time data collection.  
It also includes communicating the modeled changes to road‐users before they 

leave and in route to balance delay and reduce congestion.  

When implemented, the STREETS system will greatly improve the regions traffic 
management capabilities by creating a platform for dynamic rerouting of traffic 
to balance road user delay.  STREETS also improve traffic incident management, 
by rerouting traffic around roadway incidents, and provide real-time traveler 
information through existing and planned DMS boards.  The system is also 
expected to have safety benefits with a reduction congestion, crashes, and 
vehicle emissions.  Over the long term the streets system will provide a robust 
dataset that will be used to develop recommendations for future projects.  

STREETS PROJECT GOALS
Phase 1 of the STREETS project, Systems Engineering, was completed in 2018.  
The Systems Engineering Final Report created a guide for future phases of the 
project by defining the roles and responsibilities of the stakeholders involved 
and the basic technical requirements of the system.  The report also established 
the following goals and objectives for the project:

Improve Mobility
•	 Reduce travel time for commuters within the corridor
•	 Increase person and vehicle throughput on the corridor
•	 Reduce delay time for corridor travel on the corridor’s networks
•	 Detour/reroute traffic among corridors to balance the capacity usage

Reduce Congestion
•	 Improve intersection operation
•	 Reduce delay at intersections
•	 Reduce incident detection time
Improve Safety
•	 Reduce incident rate
•	 Reduce injury rate
•	 Reduce fatality rate
•	 Reduce roadway hazards

Provide Information for Travelers
•	 Improve collection and dissemination of road network information
•	 Collect and process data on the operational condition/status of all corridor 

networks, including:
Comparative travel times between major origins and destinations
Construction, detours, and other planned road work
Occurrence and location of incidents
Expected delays
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Disseminate comprehensive, real‐time, and accurate information to travelers 
within the corridor by means of multiple media (e.g., phone, computer, CMSs, 
511 App)

Make available archived historical data to travelers

PROJECT TIMELINE
As of summer 2021, the STREETS project is currently at the beginning of multi-
year implementation phase.  Final plans are currently being developed and full 
construction and implementation of the system is expected to be complete by 
early 2024.

Electric Vehicle Readiness
Electric vehicle (EV) technology and deployment have advanced dramatically 
in recent years, creating opportunities to directly reduce emissions from the 
transportation sector while providing additional economic and energy security 
benefits.  Recognizing the role that the role that local and regional governments 
can take in establishing an electrified transportation future, DMATS worked 
with several communities in eastern Iowa define strategies to achieve a greater 
level of readiness for EVs.  w Eastern Iowa Vehicle Readiness Plan (EVRP) is 
a collective effort that cities, counties, and MPOs of Eastern Iowa are taking 
towards the goal of increasing zero-emission vehicles as one of the available 
solutions leading to lower transportation emissions, while ensuring that the 
mobility needs of the region and target carbon reductions are met equitably.  
The the Eastern Iowa EVRP's recommended readiness strategies and priority 
actions are summarized in table 4.3.  

Key Readiness Strategy Priority Action
Invest in EV Charging 
Infrastructure

Quantify the need for new publicly available charging equipment to fill gaps at both local and regional level, including direct current (DC) 
fast chargers to enable long-distance travel along corridors. 

Expand Access to EV Charging 
Infrastructure 

Amend local zoning/land use codes to allow EV charging as a permitted accessory use, and to include incentives (e.g., density bonuses) for 
the installation of charging infrastructure in new construction and major renovations.

Adoption of and Access to EVs Coordinate with dealers to facilitate point-of-sale rebates for EVs.
Increase Education and Awareness 
of EVs and EV Charging

Develop and maintain a comprehensive EV resources website to educate all Eastern Iowa consumers on the environmental, financial, and 
other benefits of EVs. The website should include information on logistics of buying EVs (including available incentives), installing charging 
(including the local permitting process), finding charging, etc. Link to other reputable and well-maintained resources as appropriate. 

Coordinate Regionally to 
Implement Actions and Strategies 

Integrate EV readiness into regional planning efforts, including regional transportation plans and sustainable communities' strategies.

Lead by Example Educate municipal/county employees about EVs and EV charging and encourage EV adoption through the development of workplace 
charging programs.

Table 4.3 EV Key Readiness Strategies and Actions
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Introduction
Collecting public input is a crucial step in all DMATS planning activities including 
the LRTP.  The information and perspectives provided through public participation 
assist decision-makers and lead to a more meaningful and comprehensive 
planning process.  Good public participation techniques allow planners to identify 
issues and understand aspects of the transportation system that may be missed 
when considering a project from a purely technical or political point of view.  
Effective transportation planning must include the participation of those whose 
everyday lives are affected by how they are able to get to work, home, school, 
stores, and services.  

DMATS Public Involvement Plan
The FAST Act requires MPOs to collect and consider public input as part 
of the long range transportation plan development process.  The DMATS 
Public Involvement Plan (PIP) guides the public participation in the regional 
transportation planning process.  The plan, updated in 2021, outlines 
recommended methods to engage the public during the transportation planning 
& decision-making process and informs members of the public how they can be 
involved.  

In keeping with the spirit of public involvement and participation, DMATS 
follows a systematic approach that allows the public to become involved in the 
transportation planning process.  DMATS consistently adheres to established 
guidelines as a means of heightening public involvement.  This includes the Title 
VI population, persons with a disability, the Limited English Proficiency (LEP) 
population, the Environmental Justice (EJ – low income and high minority) zone 
populations, and other traditionally underserved groups.

Utilizing various techniques to solicit public involvement has proven to be the 
most effective means by which to attract citizen involvement. DMATS remains 
committed to using a variety of resources to reach out to the public and attempt 
to engender public participation. Figure 5.1 lists available participation methods. 

DMATS is committed to the concept of public participation and will work to 
ensure that the public plays an active role in transportation planning. The hope is 
that public participation will reduce unfavorable public opinions of transportation 
projects by incorporating public sentiment into the planning process.

Figure 5.1 Ways to Participate
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DMATS LRTP Input 
COVID-19 Pandemic 
The typical DMATS LRTP development process calls for a series of in-
person meetings.  From meetings with individuals or small groups up to 
large community workshops, meetings are an important tool for listening 
to the community and developing plans for the future.  The COVID-19 
pandemic required everyone to make changes to typical routines, and the 
LRTP planning process was no different.  DMATS altered its typical process 
to keep the community healthy and limit the spread of the virus while 
continuing to provide everyone with the opportunity to participate in the 
development of the LRTP.  During the LRTP development process, DMATS 
staff took the following pandemic mitigation steps: 

•	 Held meetings virtually though Zoom when practical.  
•	 Collected public input through surveys and other methods that do not 

require personal contact.
•	 Distributed project information through the DMATS website.

DMATS monitored the COVID-19 situation throughout the LRTP 
development process and updated is mitigation strategies as needed.  By 
summer 2021 DMATS was able to ease some restrictions and begin holding 
meetings in-person.  

Community Survey
A key component of the LRTP public input strategy was a community survey 
that was conducted by of DMATS staff in February and March of 2020.  The 
twelve-question online survey form was created using Survey Monkey and 
published on the DMATS website.  The results of the survey are based on a 
total of 126 responses.  Figure 5.2 shows the results of survey Question 3 
that asked respondents to rank a set of 17 transportation considerations.  
The three highest ranking times on average were 1) Transportation costs 
for individuals and families 2) Transportation safety and 3) Rising cost of 
maintaining aging roads and bridges.  Full results of the survey are available 
in Appendix B. 

Public Meetings
The DMATS area is made up of several distinct communities containing 
diverse populations that require different public services.  To adequately 

serve the needs of these unique communities, and to ensure that all 
communities are represented in the LRTP, DMATS created a public input strategy 
where DMATS staff attended meetings of a variety of community groups 
across the MPO planning area.  Staff gave a short presentation on the LRTP 
and engaged in discussions with members of the group.  City and County staff 
and elected officials attended several of the meetings and contributed to the 
discussion.

At the meetings DMATS staff provided a presentation that included basic 
information about DMATS and the LRTP and directed people to additional 
sources of information including: staff email addresses, the DMATS website, 
and DMATS social media accounts.  Table 5.1 includes a list of the meetings 
attended. 

Rising cost of maintaining aging roads and bridges

Promoting economic development through transportation investments

Public transportation reliability (Bus Service)

Transportation costs for individuals and families

Workforce travel needs

Increasing truck traffic on our highways

Passenger rail transportation to Chicago

Elderly and disabled travel needs

Transportation safety

Traffic congestion and delay

Improved energy efficiency

Preservation and enhancement of cultural and historical resources

Impacts on low-income and minority populations

Impacts on health

Revitalization of existing neighborhoods

Water taxi or passenger ferry on the Mississippi River

Freight transportation network

05 10 15
Average Ranking Score

Figure 5.2 Survey Question 3 Results
Question - Which of the following considerations would you want your elected representatives 
to give most weight to when choosing transportation projects to fund? Rank each issue by its 
importance. 1=Most important to consider, 17 = Least important to consider.
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Following the community group meetings, DMATS hosted two general public 
input meetings via Zoom on August 26, 2021.

Table 5.1 LRTP Community Meetings

Meeting Date

Dubuque City Council Meeting 6/7/2021

East Dubuque City Council Meeting 6/22/2021

Peosta City Council Meeting 8/22/2021

Asbury City Council Meeting 6/22/2021

Dubuque County Board of Supervisors 7/6/2021

Draft Chapter Review and Comment
During the LRTP development process DMATS provides opportunities for public 
review and comment on draft plan chapters.  As draft chapters are developed, 
DMATS staff present the drafts at the DMATS Policy Board and Technical 
Advisory Committee meetings.  All MPO Policy Board and advisory committee 
meetings are open to the public, agendas are posted online prior to the 
meeting, and public comment opportunities are provided at those meetings.  
DMATS staff also published draft LRTP chapters on the DMATS website.  The 
public may also request printed copies of draft chapters for their review.  The 
public can submit comments on draft LRTP chapters by email, phone, fax, in 
writing, or in person at the ECIA office.  

Public Hearings and Final Adoption
The DMATS PIP requires the organization to hold at least one public hearing 
prior to the adoption of the LRTP.  Notice of the meeting is published 4-20 days 
prior to the scheduled meeting and the hearing is typically held as part of a 
regularly scheduled DMATS meeting.  

Input Summary 
This section includes a summary of the input collected during the public input 
process. Appendix B includes a full listing of public input collected. DMATS 
Table 5.2 includes summarization of suggested polices and projects. Items in 
the table are listed in no particular order.

Highways and Roads

Arterials need frontage roads with limited access-not all the traffic lights.

Quit putting stop lights up all the time.  Northwest Arterial was the prefect set up for 
overpasses, but instead they stuck stop lights all over the place.

Road marking should be improved - very poor during darkness and/or precipitation.  

Dodge Street from Devon to Old Highway is a mess - huge bottleneck. Improvements are 
long overdue (additional lanes, overpasses, etc).

Sundown Road capacity improvements. 

Truck route improvements on Old Davenport Road and Schueller Heights Road.

Resurface Old Highway Road

Highway 20 and Cox Springs Road frontage road

Transit

Regular reliable bus service between Asbury and Dubuque.

We need bus system to be available to all employees and to have more bus stops.

I think we need to find more transportation in an uber-like way for individuals that are 
willing to work but lack the transportation to get them to e.g. Peosta. In many cases 
employees need a ride to work the first few weeks, but after that they figure out rides.  Can 
we offer a low-cost service that helps get rides until workers are able to get rides or find 
other alternatives?  We also need to keep in mind 2nd and 3rd shift options for people

Public transit and electric vehicle infrastructure need to be heavily considered. 

Public transportation needs to be affordable but practicable regarding to economically 
sustainability. 

Public transportation needs to be affordable but practicable regarding to economically 
sustainability. 

Bike and Pedestrian

Improve pedestrian and bicycle routes. 

The region is significantly behind the times for investments in bicycle trails, on street routes 
and infrastructure are necessary for workforce recruitment, retention and overall single 
vehicle use reduction. 

Pedestrian crossing at Iowa Highway 3 and John Deere Road

Airport

Lower price of flying from Dubuque.

 More flight options, or at least more options in the summer to frequent traveled areas.

Lowering the cost to Chicago to eliminate people traveling further for flights 

Table 5.2 LRTP Public Input Summary
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Rail

Walking from the Port of Dubuque to Downtown is difficult because of trains parked on the 
tracks at 5th Street 

I feel we have a serious need for rail travel in our area.

railway to Chicago would be beneficial. 

Miscellaneous

Improve the efficiency of traffic traveling through Dubuque. Coordinate traffic lights for 
smooth travel.

More public input.

I transport kids to daycare and work very early in the morning. Need my own car. 

Current infrastructure should be improved/maintained before alternative options are 
funded (rail, water taxi).

Travel time drastically varies based on time of day. 

Traffic signal coordination/timing is drastically needed. 

We need State tax credit for electric vehicles.

Climate change impacts need to be a key component in this planning process. 

Table 5.2 LRTP Public Input Summary (Continued)
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Introduction
DMATS has identified improving safety by reducing 
transportation-related injuries and deaths as a key 
goal the Long Range Transportation Plan. Chapter 
4 of this plan uses crash data to help identify 
locations with safety issues where transportation 
officials can implement specific countermeasures 
to reduce the number of crashes, injures, and 
deaths.  Chapter 6, the safety chapter, expands 
focus beyond specific locations to assess safety at 
a regional level.  The chapter conducts a region-
wide analysis of crashes that compares the DMATS 
area to state and national averages and studies 
the underlying causes of crashes.  The chapter 
concludes with a collection of regional strategies 
that can be implemented to address the safety 
issues identified by the analysis. 

Data and Assumptions
The DMATS area covers portions of three counties 
in three states: Dubuque County, Iowa, Grant 
County, Wisconsin, and Jo Daviess County, 
Wisconsin.  Each of these jurisdictions has its own 
methods for collecting and analyzing safety data.  
Because of these differences, DMATS does not 
typically have one standardized dataset to use for 
a region-wide analysis.  In many cases this means 
that data available in one state is not necessarily 
available in another state.  In addition, some data is 
only available at the county level.  The DMATS area 
includes portions of counties, so with county level 
data it is not possible to get a dataset that fits the 
DMATS area exactly.  

To account for these data related issues, DMATS has 
made the flowing assumptions: 

•In instances where data only available at the 
county level, DMATS will use Dubuque County data 
DMATS determined that of the three area counties, 
Dubuque County would be most representative 

Over the same time period, Dubuque County 
maintained a fatality rate below the state of Iowa 
and national rate, with the exception of 2014 and 
2017 where the fatality rate went to 1.2 and 1.3 
fatalities per HMVMT respectively.

In general, serious injury rates, shown in Figure 6.2 
in Iowa have been trending downward over the 
previous decade, falling from 6.2 to 4.0 in 2018.  As 
with the fatality rate, Dubuque County’s serious 
injury rate has been below the state rates with 
the exception of a couple of years.  In this case 
the exceedances occurred  in 2012 and 2016.  The 
Safety analysts attribute this success to a number of 
factors, including increased seatbelt use and fewer 
alcohol-related crashes. High fuel prices and poor 
economic conditions have also led to a downturn in 
the number of vehicle miles traveled. According to 
early projections, the fatality rate, which takes into 
account the number of miles traveled, reached the 
lowest level ever recorded.

of the DMATS are because it contains the largest 
portion of the DMATS area’s land area and 
population, and the DMATS area contains 75% of 
Dubuque County’s population. The analysis did not 
use Jo Daviess County, Illinois and Grant County, 
Wisconsin data as the portions of these counties 
within the DMATS boundary contain less than 5% of 
either county’s population.

• In instances where point location crash data is 
available, DMATS will provide separate charts for 
each portion of the area.  This allows DMATS to 
avoid trying to combine data from different state 
databases

• DMATS has labeled all charts with their data 
source and the geographic area covered by the 
dataset.

Fatalities and Serious Injuries 
Trends
For the first level of safety analysis, DMATS 
compares Dubuque County’s fatality and serious 
injury rates with state and national averages.  
DMATS looks at two rates: fatalities and severe 
injuries per 100 million vehicle miles traveled and 
fatalities per 100,000 population.  The rates allow 
DMATS to compare safety data from different 
geographic levels and across time while accounting 
for differences in population and miles driven.  
Tracking these rates over time allows DMATS to 
see if numbers trending in any particular direction.  
The result of the analysis shown in figures 6.1-6.3.  
Figure 6.1 charts fatalities per 100 million vehicle 
miles traveled.  Figure 6.2 charts serious injuries per 
100 million vehicle miles traveled and Figure 6.3 
charts fatalities per 100,000 population.

According to Figure 6.1, between 2010 and 2018 
state and national fatality rates held steady at 
around 1.0 and 1.2 fatalities per 100 million vehicle 
miles traveled (HMVMT).
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Figure 6.1 Fatalities per 100 million vehicle miles traveled
Source: National Highway Traffic Safety Administration.  Dataset geography: Dubuque County
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Figure 6.2 Serious injuries per 100 million vehicle miles traveled 
Source: Iowa DOT.  Dataset geography: Dubuque County

Looking at fatalities per 100,000 population in Figure 6.3, from 2010 to 2018 Dubuque County maintained a rate below the state and national averages.  As with 
fatalities per HMVMT, Dubuque County recorded its highest fatalities per 100,000 population in the years 2014 and 2017.  While these two years were still below 
the state and national rates, they were still much higher than the values typically seen in Dubuque County which tend to be between 4 and 5 per 100,0000.  In 
2018, the most recent year where data was available, the Dubuque County dropped back to of 6.2 fatalities per 100,000 population.  To address the elevated 
fatality rates the DMATS policy board has elevated the importance of transportation safety within the regional transportation policy. 
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Looking at fatalities per 100,000 population in 
Figure 6.3, from 2010 to 2018 Dubuque County 
maintained a rate below the state and national 
averages.  As with fatalities per HMVMT, Dubuque 
County recorded its highest fatalities per 100,000 
population in the years 2014 and 2017.  While 
these two years were still below the state and 
national rates, they were still much higher than 
the values typically seen in Dubuque County which 
tend to be between 4 and 5 per 100,0000.  In 2018, 
the most recent year where data was available, the 
Dubuque County dropped back to of 6.2 fatalities 
per 100,000 population.  To address the elevated 
fatality rates the DMATS policy board has elevated 
the importance of transportation safety within the 
regional transportation policy. 
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Crash Data Evacuation
For the next phase of the safety analysis, DMATS 
used crash report data to track the total number 
of crashes in the Iowa and Illinois portions of the 
DMATS area. Similar data for the Wisconsin portion 
of the area was not available.  The crash report 
filled out by a law enforcement officer at the scene 
of a crash is the primary source for transportation 
safety data. The crash report summarizes the 
details of a crash including contributing factors or 
driver behaviors that caused the crash, location 
of the incident, driver characteristics, vehicle 

characteristics, and other relevant information.  
DMATS uses this data to identify issues that may 
require public education and specific demographics 
prone to collisions.  

The Iowa Traffic Safety Department and Illinois 
Department of Transportation collects and 
distributes crash data for use by local public safety 
agencies. Figure 6.4 provides the total crashes 
between 2010 and 2019 in the Iowa portion of the 
DMATS Area and Figure 6.5 charts 2010 and 2018 
crashes for the Illinois portion of the DMATS area. 

Figure 6.4: Total Crashes 2010 -2019 in the Iowa portion of the DMATS area
Source: Iowa DOT.  Dataset geography: Iowa portion of the DMATS Area.
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The State of Iowa data includes three crash types: 
injury crashes, unknown injuries, and property 
damage only.  State of Illinois data includes two 
types: injury crashes and property damage crashes. 
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Over the last ten years, the Iowa portion of the 
DMATS region on has averaged approximately 
1,674 crashes per year and Illinois side averaged 
55 crashes per year.  In the DMATS region on Iowa 
side between 2010 and 2019, motor vehicle crashes 

resulted in 31 fatalities, 150 major injuries, and 
1,228 minor injuries. Over the decade, the region 
averaged approximately 3 deaths, 15 major injuries, 
and 123 minor injuries per year.  In the Illinois side 
between 2010 and 2018, motor vehicle crashes 

Figure 6.5: Total Crashes 2010 -2018 in the Illinois portion of the DMATS area
Source: Illinois DOT.  Dataset geography: Illinois portion of the DMATS Area. 
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resulted in 3 fatalities, and 133 injuries. Over 9 
years, the region averaged approximately 0 deaths, 
and 15 injuries per year.  
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Crashes by System
DMATS uses crash data to evaluate vehicle crashes by roadway 
system.  This analysis helps DMATS identify needs and allocate 
safety improvement resources at based on where crashes are 
occurring.  The DMATS roadway network includes 1,592 miles 
of roadway and 346 bridges. This network is composed of a 
broad range of facility types, from multi-lane divided highways 
to gravel roads. Table 1.1 summarizes DMATS public roadway 
system by milage, bridges and vehicle miles traveled (VMT).  

As can be seen in Table 1.1, most of the of the area’s 
roadway mileage is classified as secondary or municipal. 
These roadways belong to the county and city governments 
throughout DMATS region. These local governments bear the 
responsibility for over 79% of the county's public road miles, 
but these roadways only carry 46% of the area’s VMT.  The 
majority of the area’s traffic, over 56% of its VMT, occurs on its 
US and State Highways, also known as its primary system.  

Figure 6.6 charts the percentrage of crashes by system and 
Figure 6.7 provides percentage of crashes by urban and rural 
areas .  In the DMATS 86% of all crashes occurred in urban 
areas (Cities), whereas 14% have occurred in rural areas.  
Similarly, 61% of all crashes occurred on either the county 
system or municipal system, while the remaining 39% occurred 
on the primary highway system. 

This data demonstrates that even though county secondary 
roads account for over a quarter of the area’s roadway milage 
and over 30% of its VMT, these roadways only account for 7.6% 
of the area’s crashes.  Far more crashes occur on ion the areas 
primary and municipal networks.  DMATS has set a goal to 
improve safety across the region and on all systems.  However, 
based on this information, DMATS should continue to place 
special emphasis on reducing crashes on the area’s primary 
and municipal systems.  

Table 1.1 DMATS Roadway Systems

System Mileage Percent of 
total mileage

Number of 
bridges

Total VMT 
(millions)

Percent of 
total VMT

Primary 328 21% 96 1,128,298 56%

Secondary 413 26% 217 618,154 31%

Municipal 851 53% 33 269076 13%

Total 1,592 100% 346 2,015,528 100%
Source: Iowa DOT.  Dataset geography: Full DMATS area. 
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Figure 6.7 2011-2020 Urban/Rural Crashes
Source: Iowa DOT and Illinois DOT. Dataset geography: Iowa and Illinois 
portions of the DMATS area.

Figure 6.6 2011-2020 Crashes by System
Source: Illinois DOT and Iowa DOT.  Dataset geography: Iowa and Illinois 
portions of the DMATS area.
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Crashes by Age and Gender
DMATS uses demographic data gleaned from crash 
reports to help its members effectively allocate 
their traffic safety education resources.  Nation-
wide crash statistics show that older and younger 
drivers tend to responsible for a higher proportion 
of crashes than other age groups.  For younger 

drivers lack of driving experience likely leads to 
higher crash numbers.  For older drivers, higher 
crash prevalence has been linked to the physical 
and mental changes associated with aging.  Figures 
6.8 and 6.9 chart crash data from the Iowa and 
Illinois portions of the DMATS area by age and 
gender.  The figures show higher proportions of 
crashes in the under 25 and over 65 age groups.  

The data also indicates that male drivers in every 
age group represent a disproportionately large 
percentage of crashes. The data in both figures 
indicates that educational resources are needed for 
all age groups, but they are especially important for 
drivers under 25 years old and drivers over 65 years 
old. 
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Figure 6.8 Percentage of crashes by driver age and gender 2010-2019
Source: Iowa DOT.  Dataset geography: Iowa Portion of the DMATS area.  

Figure 6.9 Percentage of crashes by driver age and gender 2010-2019
Source: Illinois DOT. Dataset geography: Illinois portion of the DMATS area.
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Major Cause of Crash
Crash reports identify a major cause of a collision, 
and DMATS uses the major cause data to identify 
areas of emphasis in its traffic safety efforts.  Figure 
6.10 illustrates major crash causes for the Iowa 

portion of the DMATS from 2010 to 2019.  The 
figure shows that lane departures, losing control, 
following too closely, running traffic signals, and 
speed-related were the most frequent causes of 
crashes.  These causes represented in over 50% of 

Figure 6.10 Major Cause of Crash
Source: Iowa DOT.  Dataset geography: Iowa portion of the DMATS Area.

crashes in the Iowa portion of the DMATS area. The 
ranking of the crash causes has remained relatively 
consistent since the previous plan period.  The 
safety emphasis areas of roadside collisions and 
young drivers have risen two four and five rankings, 
respectively.
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Safety Analysis - Key Findings
The DMATS safety analysis yielded a several findings 
related to transportation safety in the DMATS area.  
Key findings of the analysis are summarized in the 
list below.  DMATS has used these findings to target 
its future safety efforts.  

• People under the age of 25 and over the age of 
65 represented over 35% of the drivers involved 
in crashes. However, these two demographics 
have drastically different driving behaviors and 
transportation safety needs.

• Even though more travel occurs on the primary 
system, more fatalities and serious injuries occur on 
county and municipal systems.

• Even though the rural has more road miles, it has 
less vehicles miles traveled and fewer crashes when 
compared to urban system.

• The male drivers are over-represented in crashes 
when compared to their female counterparts in 
MPO area.

• Most of the accidents happened due to loss of 
control, animal, ran traffic signals, ran stop signs, 

FTYROW: from stop sign, making left turn, ran off 
road – right, made improper turns etc.
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DMATS Transportation Safety Efforts
DMATS implemented a number of safety efforts 
intended to address the key findings listed 
above.  These efforts include establishing a Multi-
Disciplinary Safety Team (MDST) to take the lead 
on the area’s safety efforts, adopting safety goals 
and supporting strategies to guide regional safety 
efforts, improving safety at signalized intersections 
with the STREETS project, and installing 
roundabouts to reduce crashes at unsignalized 
intersections.  The following section describes these 
safety efforts. 

Dubuque Multi-Disciplinary Safety Team
Collaboration is critical to the implementation 
of a safe and efficient transportation system. 
Time, money and personnel are limited, and 
public safety agencies need to work together to 
eliminate duplication of services, and ensure that 
response efforts have the greatest impact on the 
region’s transportation safety problems.  In 2002, 
the Dubuque County public safety agencies came 
together to form a Multi –Disciplinary Safety Team 
(MDST).  The MDST has undertaken a variety of 
strategies to improve DMATS transportation safety.

It is the goal of the Dubuque County MDST to 
collaborate and cooperate with other agencies to 
improve safety in the region. The five areas the 
group focus on to improve safety are Education, 
Engineering, Enforcement, and Emergency Services.

Education
  Education involves informing users about 

unsafe behaviors and suggesting ways to improve 
safety when they use the transportation system. 
Police, fire, and engineering departments across 
the region use education as a transportation safety 
tool. 

Engineering  
Local public works departments or state 

departments of transportation often implement 
engineering strategies to improve roadway safety.  
In most cases, infrastructure solutions are low-
cost, reactionary improvements that focus on 
crash hot spots or corridors.  However, engineers 
and planners are beginning to use a proactive 
approach to improve transportation safety.  Under 
this approach, small safety improvements are 
implemented in the planning stages of a project.  
This proactive method takes a system wide 
approach to addressing transportation safety issues 
that will prevent accidents through incremental 
changes on a corridor level.  A good safety plan 
will include a balance of reactionary and proactive 
improvements.  

Enforcement 
Law enforcement officers play a valuable role 
in maintaining the region’s transportation 

safety and security. Their presence can encourage 
appropriate driving behaviors, prevent motor 
vehicle collisions, and deter criminal acts. 
Enforcement officers also are the source of most 
transportation safety data — typically crash data. In 
addition, these individuals must coordinate traffic 
flow around incidents that may create congestion 
and motorist delays along the region’s roadways.

Emergency Services  
Emergency services personnel help prevent 
additional deaths and injuries from occurring 

after an initial incident. This professional sector 
includes emergency medical services paramedics, 
first responders, trauma room nurses, and doctors. 
Other services such as motorist assist, which 
helps drivers with vehicle problems contribute 
to transportation safety by limiting the length of 
time vehicles are stopped on the highway. Their 
efforts, in coordination with regional transportation 

management systems, help prevent traffic delays 
and secondary crashes.

Everyone  
The significant challenge of reaching Zero 
Fatalities requires not only the dedication 

of committed professionals who represent the 
four E’s of roadway safety, but also those who use 
Iowa’s roadways. The National Highway Traffic 
Safety Administration (NHTSA) reports that for 94% 
of crashes nationwide the critical reason for the 
vehicle crash can be attributed to driver error. This 
finding suggests the important role that everyone 
plays in ensuring not only their safety but the safety 
of others traveling on the roadway. Further, this 
statistic also points to a broader need for Iowa to 
develop a culture of traffic safety.
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Policy Framework Goals and Supporting 
Strategies
DMATS will examine, evaluate, and implement the 
regional strategies contained in the Iowa Strategic 
Highway Safety Plan (SHSP).  The SHSP addresses 
highway-safety priorities and issues monitored 
by the State Safety Committee. In addition, 
appropriate actions will be taken to support the 
transportation system goals identified in SHSP.  
The Iowa, Illinois, and Wisconsin DOTs’ instructed 
DMATS staff to use the Iowa SHSP for the LRTP, 
because the majority of the area’s population lives 
in Iowa.  DMATS staff used SHSP to address key 
findings within the region.

The Safety Strategies focuses on strategies that 
have the greatest potential to reduce fatalities, 
major injuries, minor injuries and unknown injuries 
on Dubuque’s public roadways. These strategies will 
be implemented in locations chosen using criteria 
such as crash history, system characteristics, and 
population demographics.

1. People under the age of 25 and over 
the age of 65 represented over 35% of the 
drivers involved in crashes

PEOPLE UNDER AGE OF 25
Improve content and delivery of driver 
education curriculum

Continue educating young drivers in 
school-based settings using various training 
techniques, including those that simulate 
impairment.

Support a broad-based coalition to plan 
for addressing age- based transportation 
needs.

Support young drivers to avoid distractions 
and impairment

PEOPLE UNDER AGE OF 65
Support a broad-based coalition to plan for 
addressing age- based transportation needs.

Provide educational and training 
opportunities for mature drivers that 
address driver safety, road engineering and 
signage, vehicle technology, driver licensing, 
health and vision concerns, and alternative 
transportation options.

Update publications and web resources for 
older drivers and their families to include 
safety strategies, warning signs, and planning 
for driving retirement.

Update procedures for assessing medical 
fitness to drive.

Know when to put the keys down, or when 
to have a conversation with family members 
who may pose a hazard to others on the 
road.

2. Reducing fatalities and serious injuries on 
county and municipal systems

Increase safety at intersection by 
implementing roundabouts (see 
roundabouts section of this chapter more 
details) at heavily traveled intersection on 
municipal and county system.

Provide education on using roundabouts.

Improve traffic flow and reduce congestion 
by improving signal coordination using 
STREETS project (see STREETS section of 
this chapter for more details).

Develop educational resources informing 
the public of alternative intersection types, 
traffic signals, and laws.

Conduct enforcement campaigns related 
to bicycle and pedestrian awareness at 
targeted intersections.

Use systemic approaches to improve 
visibility and awareness of intersections.

Implement alternative intersection designs 
that reduce conflict points and enhance 
safety and mobility.

Approach intersections with caution and 
get familiar with new designs in your 
community

3. Reduce accidents due to loss of control, 
ran traffic signals and ran stop signs.

Educate drivers on the importance of 
controlling and managing vehicle speed.

Identify corridors with a high frequency of 
speed related crashes and implement high-
visibility enforcement campaigns.

Evaluate and implement signing and 
geometric design strategies to moderate 
speeds and enhance safety

Implement speed feedback signs at 
targeted locations.

Give yourself enough time to reach your 
destination. Be patient, slow down, and do 
not engage with aggressive drivers 
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3. Reduce accidents due to loss of control, 
ran traffic signals and ran stop signs.

Evaluate high-friction surface treatments 
(HFST) at targeted locations on local 
systems.

Place centerline and/or shoulder rumble 
strips on and local systems. Where 
necessary, install or widen paved shoulders.

STREETS Project
The Smart Traffic Routing with Efficient & Effective 
Traffic System (STREETS) project will use advanced 
traffic control strategies to enable dynamic traffic 
routing to maximize the use of existing roadway 
capacities in the Dubuque metropolitan area. The 
ultimate deployment of STREETS will be completed 
in two phases and cover nine (9) corridors with 65 
signalized intersections within the City of Dubuque. 
Figure 6.11 maps the STREETS project corridor and 
intersection locations.  

Benefits from implementation of the 
STREETS include: 

•	 Improved Safety 

•	 Reduced wear and tear on major 
corridors 

•	 Reduced congestion 

•	 Improved travel times 

•	 Reduced emissions 

•	 Enhanced system monitoring capabilities 

The proposed STREETS project is expected 
to dynamically react to congestion detected/
predicted by a micro-simulation model, and 

proactively change signal timing based on predicted 
traffic flow data while disseminating congestion and 
alternate route information for motorists. Figure 
6.12 includes a flow char of the STREETS system 
process.  

Reduced congestion will improve safety by reducing 
the number of stops drivers have to make while 
traveling along a corridor. Fewer stops will reduce 
opportunities for crashes and improve safety 
across the Dubuque metro area. Implementation 
of STREETS will require improvements to existing 
signal systems and ITS infrastructure to meet the 
operational requirements of the system.  Signal 
improvements will be conducted in two phases.

Figure 6.11 STREETS Project Intersection

Figure 6.12. STREETS Project Flow Chart



78

6. SAFETYDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Roundabouts
DMATS and its member in cities and counties are 
installing roundabouts on the municipal system to 
improve safety within the region. Roundabouts are 
a proven safety countermeasure because they can 
substantially reduce crashes that result in serious 
injury or death. Traffic safety studies have shown 
that roundabouts can: improve safety, promote 
lower speeds and traffic calming, reduce conflict 
points, lead to improved operational performance, 
and meet a wide range of traffic conditions because 
they are versatile in size, shape, and design.

Within the DMATS area roundabouts have been 
installed at the intersection of Grandview Ave. and 
University Ave., the intersection of Grandview Ave. 
and Delhi St., and on the Southwest Arterial and US 
Highway 20 interchange.  DMATS members have 
plans to expand the number of roundabouts in 
the area.  The DMATS is working with its members 
to install roundabouts at the locations mapped in 
Figure 6.13.

1.	 16th St. / Admiral Sheehy Dr.
2.	 16th St. / Elm St.
3.	 16th St. / Kerper Blvd.
4.	 16th St./ Sycamore St.
5.	 Asbury Rd. / Radford Rd.
6.	 Elm St / E 20th St.
7.	 Pennsylvania Ave. / Radford Rd.
8.	 S John Deere Rd. / W John Deere Rd.
9.	 S John Deere Rd. / Peru Rd.
10.	 University Ave. / Asbury Rd.
11.	 University Ave. / Loras Blvd.
12.	 University Ave. / Pennsylvania Ave.

Figure 6.13. Future Roundabout Locations
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1. 16th St. / Admiral Sheehy Dr.
2. 16th St. / Elm St.
3. 16th St. / Kerper Blvd.
4. 16th St./ Sycamore St.
5. Asbury Rd. / Radford Rd.
6. Elm St / E 20th St.
7. Pennsylvania Ave. / Radford Rd.
8. S John Deere Rd. / W John Deere Rd.
9. S John Deere Rd. / Peru Rd.
10. University Ave. / Asbury Rd.
11. University Ave. / Loras Blvd.
12. University Ave. / Pennsylvania Ave.
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DMATS Safety Projects
The following section lists key safety projects 
that areas that DMATS staff are working from the 
previous LRTP:

Roads and Bridges
•	 Install traffic cameras at major intersections 

to help with law enforcement and criminal 
investigations. (Ongoing)

•	 Implement ITS that can aid in incident 
management, e.g., display boards that warn 
drivers of an incident, and can help route traffic 
away from the area.   

•	 Ensure that roads and bridges remain passable 
during an emergency. (Ongoing) 

•	 Reduce the number of fatalities and decrease 
the economic impact from highway-related 
accidents (Ongoing)

Bicycle and Pedestrian
•	 Encourage cities and counties to implement 

bicycle and pedestrian improvements, services, 
and programs. (Ongoing)

•	 Encourage local government participation in 
safety outreach activities, and continue bicycle 
and pedestrian safety education.

•	 Encourage cities and counties to continue to 
implement bicycle parking and encourage its 
installation by developers, business owners, 
schools, and other institutions.

•	 Improve safety for children who walk and bike 
to school. (Ongoing) 

Transit
•	 Review security measures against checklists 

developed by FTA and IPTA. 

•	 Create an action plan with County Sheriff and 
City Police Department to request random 
patrols of transit systems headquarters, the bus 
depot, and “hot spots” on Friday and Saturday 

evenings. 

•	 Work with MDST and County EMS regarding 
security and emergency preparedness plans, 
and ensure that all are familiar with the basic 
operation of a bus, and are aware of the bus 
depot’s layout. 

•	 Define transit systems role in non-transit 
emergencies. 

•	 Conduct at least one emergency exercise 
annually. 

•	 Install cameras on buses that are equipped 
with a “panic button” that will capture a higher 
quality of video footage. (Done)

•	 Purchase newer buses to be equipped with full 
time cameras (Done)

•	 Equip buses with mobile data terminals and 
GPS systems. (Done)

•	 Install security cameras at transit offices and 
bus depots.  (Done)

•	 Transit offices secured with passcard swipe 
locks. (Done)

•	 Encourage transit systems to secure funding for 
full-time cameras on all buses. (Done)

•	 Encourage transit systems to secure funding for 
automated vehicle locator system. (Done)

•	 Encourage transit systems to contact the 
fire department and county emergency 
management regarding security and emergency 
preparedness plans, and ensure that all are 
familiar with the basic operations of a bus and 
are aware of the bus depot’s layout.

•	 Encourage transit systems to develop and 
execute at least one emergency exercise 
annually.  

Rail
•	 Work closely with the IADOT Rail Division on 

planning studies and project development 
activities for rail safety projects, including 
rail grade separations at targeted locations. 
(Ongoing)

Region-Wide Safety Projects
•	 Coordinate transportation and operational 

agencies with the county emergency and 
hazard mitigation plans.

•	 Ensure continued cooperation between 
transportation agencies and transit systems. 
(Ongoing)

•	 Train all personnel in emergency response 
procedures and protocols, and conduct annual 
refresher training. (Ongoing)

•	 Establish an ongoing means of communication 
with fire, sheriff, and police departments and 
the County EMS to ensure sharing of crime 
and security information among all concerned. 
(Ongoing) 

•	 Work with safety teams and County 
EMS regarding security and emergency 
preparedness plans. (Ongoing) 

•	 Continue use of incident management patrols, 
coordination with law enforcement agencies, 
and implementation of safety and mobility 
projects by the members to respond to safety 
and security trends and issues.

•	 Review evacuation plans in the region, 
focusing on transit security plans.  Plan review 
will ensure compatibility and clarification 
regarding responsibility and procedures in the 
event of an incident. (Ongoing)



Chapter 7
Freight
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Introduction
The efficient movement of goods is one of the keys to effective competition 
in the global economy.  As a result, policy makers, industry specialists, and 
transportation planners have recognized that providing efficient systems for 
moving goods will help create a competitive advantage in the global market. In 
2018, DMATS worked with surrounding counties in Iowa and Illinois to prepare a 
multimodal, intermodal freight plan for the eight county Blackhawk Hills & East 
Central Intergovernmental Association (ECIA) region.  The Eight County Freight 
Plan will be referenced in this plan. The full Eight County Freight Plan is available 
at www.eciatrans.org.  

The Eight County Region is at the heart of major US manufacturing and 
agricultural activity, and is made up of the counties of Carroll, Jo Daviess, 
Stephenson, and Whiteside counties in Illinois, as well as Clinton, Delaware, 
Dubuque, and Jackson counties in Iowa. This region, shown in Figure 7.1, relies 
on the multimodal transportation system of roads, rails, air and water ports 
to both supply the inputs needed for production and to transport goods to 
consumers inside and outside of the Region – driving their local economies.

The efficiency of the transportation system affects the competitiveness and 
growth potential of the Region. In order to enable the competitiveness of 
existing, as well as attract new business, the Region must understand how the 
freight transportation system is linked to the local economy, identify needs 
on the transportation system and define opportunities to improve freight 
transportation in local planning and policy decisions.

Key Industries and Output
This Region has a diverse population and economy in whizch freight 
transportation is extremely important. As shown in Figure 7.2, almost 50 percent 
of the Region’s workers are employed by firms that rely on the movement of 
freight to support their operations. Key freight-related industries for the region 
are agriculture, which generates large tonnages of freight (over 31.8 million 
tons in 2014), and manufacturing, which employs 18 percent of the Region’s 
workforce.

Figure 7.1 The Eight County Region

Figure 7.2 Relative Employment by Industry 

http://www.eciatrans.org
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As a result of these local industries, in 2014, the Region’s freight system carried 
67.3 million tons of freight worth $50.4 billion. As shown in Figure 7.3, trucking 
was the most commonly-used mode, carrying 73 percent of the region’s freight 
by tonnage, and 82 percent of its freight by value. While trucks carry the 
majority of the freight in the Eight County Region in terms of both value and 
tonnage, the Region also has extensive rail lines and major barge facilities. Rail 
carried the second largest tonnage (23 percent), and multiple-mode shipments 
(such as truck to barge or truck to rail, or containerized shipments), carried the 
second largest share of value (10 percent).

In terms of specific commodities, bulk cereal grains (such as corn) are the 
number one commodity by tonnage (18 percent), and machinery is the number 
one commodity by value (eight percent). Figure 7.4 provides a visual of the top 
ten commodities by tonnage and value.

Infrastructure 
In terms of freight system infrastructure, the Region’s road network is made 
up of different sub-networks including Interstate highways, national highways, 
state highways, and county roads. However, of note is the small number of 
Interstate miles in the Region (~46 miles), as compared to national highway 
system miles (~640 miles). This means trucks must rely on US and State Routes 
for connections to the broader national freight system.

A similar picture is true for rail infrastructure. The Region is served by five 
railroads and nine railyards, yet local firms have relatively limited rail access, as 
rail sidings are required for direct access, and most of the Region’s rail terminals 
are built for the transfer of bulk materials, such as grain or fertilizer. Because of 
this orientation towards bulk shipments, few rail connections are available for 
producers of non-bulk commodities such as manufactured goods. Firms looking 
to move their goods by rail may have to ship their products by truck to rail 
intermodal facilities.

The Mississippi River flows for 93 miles through the center of the Region, 
making it an ideal transportation corridor to the Gulf of Mexico and 
international markets. The Region is home to 21 groups of barge terminals in 
seven cities, with the majority clustered around Dubuque, IA and Clinton, IA. All 
terminals have a truck connection, and ten have rail connections.

The Region may lack its own access points for many mode/commodity 
combinations, but it benefits from the Midwest’s wealth of transportation 
assets, in particular the Mississippi River, and the intermodal yards and airports 
nearby in Rockford, Rochelle and greater Chicago.

Figure 7.3 Freight System Tonnage (left) and Value (right) by Mode (2014) 
Source: WSP | PB Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data. Preliminary.

Figure 7.4 Freight System Tonnage (left) and Value (right) by Commodity (2014) 
Source: WSP | PB Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data. Preliminary.
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Eight County Region Commodity Flows
By Tonnage and Value 
For the year 2014, the Eight County Region handled approximately 67.3 
million tons of freight, worth approximately $50.4 billion dollars, as inbound-
outbound-internal movements, including both domestic and international 
freight.  Figure 7.6 shows that both tonnage and value flows are extremely 
balanced between inbound and outbound directions. The tonnage and value 
moving within the Eight County Region is a very small share of total movement, 
indicating the Eight County Region economy is largely “outward facing.”

Future Outlook 
The freight system (including the transportation network, shippers, carriers, 
etc.) operates within a dynamic environment that is continually changing and 
adapting to best meet current market demands. While it is difficult to pinpoint 
how this environment will change in the future, we do know that there are a 
number of external factors that will influence it and, in turn, how goods are 
moved in the Region.

This study does not focus on predicting how the system will change, as much 
as it considers how to make the Region’s freight transportation system resilient 
and adaptable to an unknown future.

Initial observations were made related to the Region’s strengths weaknesses, 
threats, and opportunities (SWOT). Figure 7.5 presents a summary of the 
SWOT as conducted related to the Region’s population, key industries, and 
transportation infrastructure. This preliminary assessment was built upon 
during the development of the Eight County Freight Plan.

Figure 7.5 Eight County Region Strengths, Weaknesses, Threats and Opportunities

Figure 7.6 Total Eight County Region Tonnage (left) and Value (right) by Direction, 
2014 
Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

By Commodity Tonnage And Value 
In 2014, the leading tonnage commodities for the Eight County Region included 
cereal grains, fertilizers, and gravel; these three commodities represented 
50 percent of the region’s tonnage. Other important tonnage commodities 
included: other agricultural products; coal; nonmetallic mineral products; other 
foodstuffs; animal feed, commodity waste/scrap; and gasoline. 

The leading value commodities for the Eight County region in 2014 included: 
machinery; unknown/mixed (primarily containerized goods and mixed 
shipments of retail goods); motorized vehicles; other agricultural products; 
other foodstuffs; cereal grains; plastics/rubber; fertilizers; electronics; 
and pharmaceuticals. Value is broadly dispersed across a wide range of 
commodities, with none being dominant. Figures 7.7 and 7.8 summarize the 
region’s commodity types by tonnage and value.  
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By Modal Tonnage and Value
Looking at state-to-state freight transportation modes in Figure 7.9, trucking 
represents 73 percent of Eight County Region tonnage and 82 percent of value; 
rail represents 23 percent of tonnage and 7 percent of value; multiple modes 
represents 3 percent of tonnage and 10 percent of value; and water represents 
1 percent of tonnage and 1 percent of value. Each mode serves a distinct set 
of commodities and trading partners; the greatest tonnage and value is from 
trucking between the Eight County Region and the rest of Iowa and Illinois.

The share of freight value carried by truck (82 percent) is greater than the share 
of freight tonnage (73 percent), suggesting that trucks are being used to carry 
the Region’s higher-value, lower weight manufactured goods. Rail serves a 
different purpose, carrying 23 percent of the Region’s tonnage, but only seven 
percent of its value, which suggests rail shipments are being used for relatively 
high-weight, low-value commodities like agricultural products. An interesting 
category is multiple-mode shipments, which carried only three percent 
of tonnage, but accounted for 10 percent of value. This category includes 
intermodal container shipments, which are often used to carry higher-value 
goods with low to medium weights.

Figure 7.7 Total Eight County Region Tonnage by Commodity Type, 2014
Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data

Figure 7.8 Total Eight County Region Value by Commodity Type, 2014
Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Figure 7.9 Eight County Region Tonnage (left) and Value ($) (right) by State-to-State 
Mode, 2014
Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.
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Eight County Region Future Commodity Flows
Tonnage and Value Growth
FAF data includes growth forecasts though the year 2045. The FAF forecast 
provides a useful picture of one possible “baseline scenario” future for the 
Eight County Region, where the Region and the rest of the country continue 
to follow historical trends.  Between 2014 and 2045, the Eight County Region 
is projected to add 28.5 million tons of freight (a 42 percent total increase 
based on an average growth rate of 1.1 percent per year) worth almost $30.8 
billion dollars (a 61 percent total increase based on an average growth rate of 
1.5 percent per year). In 2045, the region will handle nearly 96 million tons 
of freight worth over $81 billion dollars. Figure 7.10 illustrates the projected 
change. 

Figure 7.10 Eight County Tonnage and Value (000 USD) Comparisons, 2014-2045
Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Tonnage and Value Growth by Commodity
In 2014, the top five Eight County Region tonnage commodities were cereal 
grains, fertilizers, gravel, other agricultural products, and coal. In 2045, the 
leading tonnage commodities are forecast to be cereal grains, fertilizers, 
gravel, other agricultural products, and non-metallic mineral products.  See 
Table 7.1

Table 7.1 Eight County Commodities Ranked by 2045 Forecast Tonnage

Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

In 2014, the top five Eight County Region value commodities were machinery, 
unknown/mixed commodities, motorized vehicles, other agricultural products, 
and other foodstuffs. In 2045, the leading tonnage commodities are forecast 
to be machinery, unknown/mixed (generally consisting of higher-value goods 
shipped in intermodal containers or truck vans), pharmaceuticals, motorized 
vehicles, and electronics.  See Table 7.2.

Table 7.2 Eight County Commodities Ranked by 2045 Forecast Value

Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Tonnage and Value Growth by Mode
Between 2014 and 2045, all Eight County region freight modes are forecast 
to experience growth. State-to-state truck tonnage is projected to increase 
by 44.1 percent; rail tonnage is projected to increase by 32.0 percent; 
water tonnage is projected to increase by 42.2 percent; and multiple modes 
tonnage is projected to increase by 82.4 percent. The Eight County Region’s 
transportation system will need to accommodate and absorb these increases 
in freight tonnage while maintaining levels of performance that are acceptable 
to its freight shippers and receivers.  See Table 7.3.
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Table 7.3 Eight County Tonnage and Value Growth by Mode, 2014- 2045

Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Leading opportunities are:

•	 Build on core strengths in established commodity groups (cereal grains, 
fertilizers, gravel, other agricultural products, machinery, mixed goods, 
motorized vehicles, and other foodstuffs) and prepare to accommodate 
growing transportation needs associated with these commodities.

•	 Look to capture emerging fast-growing commodity groups 
(pharmaceuticals, precision instruments, plastics/rubber, and other 
known economic development targets) by providing sufficient and 
attractive (safe, reliable, cost-effective) freight transportation options and 
services.

•	 Focus – first and foremost – on truck corridors and connections linking 
the Eight County Region to the remainder of Iowa and Illinois. These are 
critical for today’s most important commodities, and for the commodities 
that are expected to see the most growth in the future.

•	 Maintain and enhance other modal options – including rail, water, and 
airport connections – and evaluate the potential for intermodal service 
improvements to best serve the region.  

Potential risks include:

•	 The FAF forecast is a model. Like all models, it is likely wrong in some 
respects. We believe it has a sound basis, but its findings and implications 
should be confirmed where possible with local economic development 
knowledge and industry input.

•	 There are larger uncertainties that are not reflected in the forecast. 
Compared to parts of the country that are heavily dependent on energy 
products (which are highly cyclic), or lack diversity in their economic and 
freight transportation profile, the Eight County Region is relatively fortunate 
– it is not exposed to energy uncertainty, and it has diversity in its economic 
base. However, changes in the production of grain, for example, could 
significantly affect both grain and fertilizer movements; if those movements 
decline, construction and industrial activity could decline, suppressing the 
need for gravel and machinery; and so on.

•	 From a transportation perspective, the biggest risk is associated with the 
potential inability or failure to provide competitive transportation services 
to freight shippers and receivers. Freight system users demand reliability, 
cost-effectiveness, speed, safety, and (increasingly) resiliency. Different users 
weigh these factors differently – for example, coal places a premium on low 
per-unit costs, while container shippers place the highest value on reliability 
and speed – but they matter to all stakeholders in the freight ecosystem. 
If the Eight County Region can identify and address existing freight 
transportation deficiencies, and build new advantages for freight shippers, it 
should be increasingly competitive for the retention, growth, and attraction 
of freight-dependent industries. If it does not do so, it risks limited growth 
and loses opportunities.
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Eight County Region Benchmarking: Commodities, Modes, Distances, 
and Costs
In addressing the competitiveness of the Eight County Region in providing freight 
transportation services, it is useful to compare its performance to national-
average benchmarks for truck, rail, water, and multiple modes tonnage in four 
areas: commodity shares; mode shares; trip distances; and freight transportation 
costs.

To examine commodities, FAF data was used to generate two sets of metrics:

•	 “Commodity Quotients” (CQ) calculated as the ratio of Eight County Region 
commodity tonnage shares to US commodity tonnage shares. Commodity 
Quotients greater than 1.0 reflect a strong concentration Eight County Region 
tonnage in a given commodity, compared to the national average.

•	 “Commodity Growth Quotients” (CGQ) calculated as the ratio of Eight County 
Region and US commodity tonnage growth percentages. Commodity Growth 
Quotients greater than 1.0 mean a commodity is faster growing in the Eight 
County Region than in the US as a whole, on a percentage basis.

Table 7.4 lists the Region’s CQ and CGQ values for the ten leading tonnage 
groups.  Table 7.5 lists the Region’s CQ and CGQ values for the ten leading value 
groups.  

Regarding commodities, the region is more heavily concentrated in fertilizers, 
cereal grains, and other agricultural products than the nation as a whole; these 
groups are projected to grow at rates near or exceeding national averages. The 
region is less heavily concentrated in high-value goods (machinery, electronics, 
pharmaceuticals, etc.) but growth rates for these commodities are generally 
near national averages, suggesting the possibility of stronger roles in the regional 
economy. Overall, the region is expected to grow at the same rate as the nation 
as a whole.

Table 7.4 Eight County Region CQ and CGQ for Ten Leading Tonnage Groups, 2014

Table 7.5 Eight County Region CQ and CGQ for Ten Leading Value Groups, 2014 
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Similar Modal Quotients (MQ) and Modal Growth Quotients (MGQ) were 
calculated to examine modes.  Table 7.6. summarize the calculations.  The 
region is substantially more dependent on rail than the nation as a whole, 
and substantially less dependent on water. The region’s use of trucking and 
multiple modes are slightly below national averages. All modes are expected 
to grow at roughly the national average rates.

Table 7.6 Eight County Region MQ and MGQ, 2014

Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Compared to national averages, the region’s average length of haul is 
longer for truck (even though the most significant truck trade is with Illinois 
and Iowa) and for water, and shorter for rail (much of the market is in the 
Midwestern states) and multiple modes. See Table 7.7 and 7.8.  

Table 7.7 Eight County Region and US Average Trip Lengths by Mode (Provisional), 
2014

Source: WSP Analysis of FHWA Freight Analysis Framework version 4 (FAF4) data.

Table 7.8 Order-of- Magnitude Freight Transportation Costs for the Eight County 
Region, 2014

Source: WSP. Eight County Freight System Vision and Goals

Freight System Vision
In order to appropriately assess the needs of the Eight County Region, the 
freight plan must first define the overall vision for the transportation system. 
The vision is an aspirational future point for the transportation system, and 
guides the development of goals, performance measures and the assessment 
of transportation needs.

The goals are assigned performance measures that are used to assess the 
performance of the current freight transportation system and identify needs. 
Performance measures focus on variables that the freight plan can affect, 
therefore making the information derived from the performance assessment 
actionable.

Developing The Freight System Vision
An iterative process was used, informed by the Project Steering Committee, to 
develop the vision for the Eight County Region’s freight transportation system. 
First, existing visions and goals in established Regional and national plans 
were examined, including those from BHRC and ECIA, Dubuque Metropolitan 
Area Transportation Study, ILDOT, IADOT, and Federal Legislation.

After identifying reoccurring themes in existing vision documents, an 
initial vision was developed to guide a discussion with the Project Steering 
Committee. The vision for the Region was developed using an iterative 
process of receiving Project Steering Committee comments, revising the 
vision and presenting the updated vision to the Project Steering Committee 
for further comment.

The output of the iterative development process is the vision statement 
shown below. The vision outlines both the desired outcomes used to define 
the goals (quality of life, growth, business retention, and business attraction) 
and categories for performance measures (safe, efficient, reliable and 
connected).
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Eight County Freight System Vision: The Eight County 
Multimodal Freight System supports quality of life, 

growth and enables business retention and attraction, 
by providing safe, efficient, and reliable connections to 
regional, national, and global markets today and in the 

future.

Freight System Goals
The vision provides the ultimate point that the Region seeks to attain 
through the implementation of the freight plan recommendations. The 
vision identifies quality of life, growth, business retention, and business 
attraction as the goals for the freight plan. These goals provide intermediate 
targets to focus projects and policies that will advance the overall vision.

Figure 7.11 displays the goals of the Eight County Freight Plan. The goals 
identify that the freight transportation system should support economic 
activity and meet community needs in the Region.

Figure 7.11 Eight County Freight Plan Goals

The goals for the Region are focused on outcomes or outputs. For example, 
providing freight investment and implementing policies that meet the needs 
of the community results in higher quality of life. Similarly, enabling a freight 
transportation system that provides competitive transportation options will 

aid current businesses and advance the Region’s economy. The goals of the 
Region are clearly enabled by good transportation investment and policy, 
but since transportation demand is affected by other non-transportation 
variables, the investments and policies must fit the needs of system users to 
be effective.

Freight System Performance Measures and Indicators
The approach to performance measures in the Eight County Freight Plan 
focuses on measuring transportation performance in line with attributes 
that matter to the Region by linking measures to the plan’s goals. 
Additionally, the measures serve as a benchmark using available data, to the 
extent possible, allowing measures to be calculated on an ongoing basis. 
Benchmarking will allow the Region to identify changes in transportation 
system performance in the future, as well as assess the impact of emerging 
trends. The plan positions the Region for future collaboration with Illinois 
and Iowa DOTs on target setting and freight corridor identification. 
Additionally, the Region can use performance measures required by MAP-21 
as a resource to monitor the performance of the transportation system in 
the future.

The performance measures used in this plan focus on fewer measures that 
provide the region with insights into key issues rather than focusing on 
many measures, some of which would not provide actionable information 
for decision making.

The vision of the Eight County Region Freight Plan sets the stage 
for identifying performance measures, by naming safety, efficiency, 
reliability and connectivity as key components of the future Eight County 
Transportation System. Safety, efficiency, reliability and connectivity were 
used as categories to define performance measures. Figure 7.12 displays the 
performance categories and the measures that will be calculated to assess 
the performance of the transportation system. Other key indicators have 
also been included to provide context to the performance measures and to 
be used to describe and promote the freight system in the Region.
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Figure 7.12 Freight Performance Measures

Freight Study Recommendations
The Eight County Freight Plan developed a slate of strategic recommendations 
for the freight system. These strategies will be generally grouped within the “4 P” 
categories of 1) projects, 2) programs, 3) policies, and 4) partnerships. As shown 
the top two most frequently cited improvements are project related – new/
expanded roadways and pavement improvements.

As shown in Figure 7.13, a slate of strategic opportunities have been identified for 
the Eight County Region. While stakeholders often find project recommendations 
to be the most tangible, likely the most critically important category of 
opportunities is “partnerships.” So much of the multimodal freight transportation 
system is outside of the public domain, and partnerships and collaboration will be 
critical to advancing any efforts off the highways system, and in most cases also 
those on the highway system due to the myriad jurisdictions that have ownership 
and operations roles in the Eight County Region.

Figure 7.13 Freight Study Recommendations
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The Eight County Freight Plan identified locations needing improvements by 
mapping gaps in planned freight projects. Figure 7.14 maps the project gaps and 
Table 7.9 provides a list of project gaps.

 Figure 7.14 Project Gaps Shown with Safety and Congestion Data 
 

Table 7.9 Project Gaps Listing 

ECIA Port Expansion Study
The Eight County Freight Study highlighted the importance of public – 
private partnerships in freight transportation where key facilities are often 
managed by private entities.  Following completion of the Plan, discussions 
between local governments and freight operators identified the need to study 
opportunities at two of the DMATS area’s key marine terminals.  Ultimately 
these discussions resulted in the ECIA Port Expansion Study.  

The Eight County Freight Study determined that the Region depends on 
distant freight facilities and over the road truck for its supply of shipping 
containers, consumer products and other freight. These facilitates are located 
in cities such as Minneapolis, Memphis, New Orleans, Rockford, Rochelle, 
and Greater Chicago. As a result, the Region has longer truck hauls when 
compared to the US average which drive up freight costs for area industry. 

The Eight County Freight Plan aims to lower overall transportation system 
costs by providing improved modal connectivity points between road, rail 
and river for local businesses. Specifically, the Eight County Freight Plan found 
that the waterway system is an undersized resource for our Region. While 
the Region is bisected by the Mississippi River, the Eight County Freight Study 
found that local businesses use the waterway for shipping less than peer 
regions across this US. This could be due to historic river use dominated by 
coal and other bulk commodities shipping that have waned in recent years, or 
a lack of handling capacities (equipment and services) at local port facilities 
that do not align with local production and shipping needs.

Regional stakeholders deemed enhancement to existing barge facilities – most 
of which also have access to rail - to diversify their cargo handling capabilities 
as a need for the Region in the Eight County Freight Plan. That plan included a 
benefit-cost analysis for the port expansions to determine the costs that could 
be invested to provide improved connectivity for local commodities that could 
more cost effectively be transported via the inland waterway system or, as a 
default, rail which exists at most facilities.

In the ECIA Port Expansion Study, the East Central Intergovernmental 
Association (ECIA), in partnership with the states of Illinois and Iowa, local 
and regional governments, and local marine terminal operators, conducted 
a study of the potential to expand and enhance the physical and operational 
capabilities of key marine freight terminals in Dubuque, IA and East Dubuque, 
IL.
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The study addressed the Gavilon Terminal located in Dubuque IA, the 
Logistics Park Dubuque terminal located in East Dubuque IL, highway and 
rail access systems serving these facilities, customer markets currently or 
potentially attracted to these facilities, inland rail hubs in Iowa and Illinois, 
and competing marine terminals on the Mississippi and Illinois River 
systems.

The ECIA region’s ports are critical transportation and economic assets.  The 
ECIA Port Expansion Study highlights their value to the bi-state region and 
the role they play.  The Study provides a market-feasible foundation for their 
future growth and continued success through the year 2045.  The following 
section highlights some of the key recommendations from the Study.  A full 
version of the study is available at www.eciatrans.org.  

Recommendations
The study team reviewed the strengths and weaknesses of each port 
location (including marine infrastructure, water depth and navigability, 
highway and rail access and other relevant factors) in combination with 
the market forecasts and development program to develop two lists 
of needs and project recommendations.  Near-term needs and project 
recommendations could be implemented between 2020 and 2025.  Long 
term needs and project recommendations could be implemented between 
2025 and 2045.   

NEAR-TERM RECOMMENDATIONS
The study team worked directly with Gavilon and Logistics Park Dubuque to 
develop an area-wide improvement program and corresponding projects at 
each port facility, and created plans and layout diagrams for improvements 
to marine terminals (addressing salt, fertilizer, and agricultural by-products 
handling) along with rail access improvements.

Gavilon Near-Term Recommendations
•	 Replace an older fertilizer storage building with a 20,000-ton capacity 

shed.

•	 Renovate an existing fertilizer storage shed to increase its capacity by 
12,000 tons.

•	 Replace/upgrade inoperable rail track.

•	 Relocate rail track to support direct transfer/transloading of fertilizer 
and other bulk products from river barge to rail.

•	 Install new rail equipment, including main line switch, loadout system, 
and shed.

In 2021 the U.S. Department of Transportation awarded $5 million in 
Infrastructure for Rebuilding America (INFRA) funding to the City of Dubuque 
to complete the near-term recommendations at the Gavilon facility.  
Construction is expected to commence in 2023.  

Logistics Park Dubuque Near-Term Recommendations
•	 Repurpose the coal handling system to transfer “hard to handle” 

processed grain by-products from rail (and truck) to barge.

•	 Replace 15,100 tons of fertilizer storage buildings that are at the end of 
their usable life and were built with inefficient handling systems. 

•	 Install a new, fixed 250’ x 260’ fabric-covered structure for the facility’s 
70,000-ton salt pile. 

As of 2021 Logistics Park Dubuque is in the process of implementing the near-
term recommendations listed above.  All improvements are funded by the 
facility operator.  

http://www.eciatrans.org
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LONG-TERM RECOMMENDATIONS
The long-term opportunities for Gavilon and Logistics Park Dubuque focus 
on capturing proven market demand and positioning for new business 
opportunities beyond the five-year timeframe projects. Conceptual 
development plans were prepared for each site through the year 2045, in 
collaboration with the terminal operators and in consultation with other 
study partners.

Gavilon Long-Term Recommendations
•	 Expansion of fertilizer storage capacity on the current leasehold. 

•	 Expansion of salt storage capacity on the current leasehold. 

•	 Expansion of grain storage capacity on the current leasehold. 

•	 Utilization of the new Seventh Street Connector (planned by the City of 
Dubuque) for access.

•	 Expansion of the current Gavilon leasehold into a portion of the former 
Alliant Energy Plant, with the development of open storage for steel 
rebar and the potential for additional open/covered storage for other 

•	 future commodities, along with reactivation of the existing coal dock for 
barge transfer; note this is a newly-proposed concept and will require 
further discussion between the responsible parties, and there are no 
commitments in place.  

The proposed Long-Term Development Plan for the Gavilon terminal includes 
the following projects in addition to the BUILD/PIDP projects, and is shown on 
Figure 7.15 and Figure 7.16 following. 

•	 Fertilizer Expansion at Dove Harbor: 

o	 Purpose: Fertilizer storage expansion in Dove Harbor to provide 
additional capacity. 

o	 Area/Volume: Volume = 206,000 cu. ft. additional 

o	 Capacity: ~43,000 tons/year 

•	 Salt at Salt Harbor: 

o	 Purpose: New open storage and expansion of existing open 
storage in Salt Harbor to capture identified demand.

Figure 7.14: Proposed Long-Term Development Plan, 
Gavilon (Seventh Street)

Figure 7.15 Proposed Long-Term Development Plan, Gavilon (Seventh 
Street)

Figure 7.16 Proposed Long-Term Development Plan, Gavilon (Dove Harbor and Salt Harbor)
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o	 Area/Volume: Area = ~40,000 sq. ft. 

o	 Capacity: ~139,000 tons/year 

•	 Liquid Bulk at Salt Harbor: 

o	 Purpose: To capture liquid bulk commodity as such as 
Ethanol. 

o	 Area/Volume: Volume = 396,000 cu. ft. 

o	 Capacity: ~80,000 tons/year

•	 Grain Silos at 7th Street 

o	 Purpose: Provide additional grain storage to supplement 
existing capacity to meet future grain demand. 

o	 Area/Volume: Volume = 377,000 cu. ft. 

o	 Capacity: ~1M tons/year 

•	 Breakbulk (Rebars) at 7th Street: 

o	 Purpose: Account for loss of steel storage in other areas and 
provide capacity for flexible future open/covered storage to 
meet new commodity opportunities, by utilizing a portion 
of the former Alliant Energy plant. 

o	 Area/Volume: Area = 3.5 acres 

o	 Capacity: ~73,000 tons/year

Logistics Park Dubuque Recommendations
•	 Substantial improvement of the US 20 / Barge Terminal Road 

intersection, which is being designed and implemented by the Illinois 
Department of Transportation as part of a larger program of safety 
improvements for the US 20 corridor between East Dubuque and 
Freeport. 

•	 Expansion of fertilizer storage capacity; expansion of salt storage 
capacity; and provision of new capacity for opportunity commodities 
including wood pulp and ethanol, along with a new dock. 

The proposed Long-Term Development Plan for Logistics Park Dubuque 

includes the following projects in addition to the BUILD/PIDP projects, and is 
shown on Figure 7.16 following. 

•	 US 20 / Barge Terminal Road Improvements: 

o	 Longer truck access / egress / merging lanes and better 
grades 

•	 Fertilizer: 

o	 Purpose: To capture the market for additional demand for 
fertilizer 

o	 Area/Volume: Area = 1,611,000 cu. ft. in two warehouses; 
note that the long-term plan would slightly modify the 
location and alignment of the Agricultural By-Products 
storage building proposed as a BUILD/PIDP project 

o	 Capacity: ~294,000 tons/year 

•	 Salt: 

o	 Purpose: Expansion of existing salt storage at Dock 4 to 
address the demand. 

o	 Area/Volume: Volume = 1,640,000 cu. ft. (total salt storage) 

o	 Capacity: ~270,00 tons/year 

•	 Liquid Bulk (longer-term opportunity): 

o	 Purpose: To capture liquid bulk commodity as such as 
Ethanol. 

o	 Area/Volume: Volume = 324,000 cu. ft. 

o	 Capacity: ~65,600 tons/year 

•	 Wood Pulp (longer-term opportunity): 

o	 Purpose: To capture the market for wood pulp and address 
the possible demand. 

o	 Area/Volume: Area = 39,000 sq. ft. warehouse 

o	 Capacity: ~65,600 tons/year 

•	 New Dock #5 to serve Salt, Liquid Bulk, Wood Pulp commodity transfer.
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Figure 7.16 Proposed Long-Term Development Plan, Logistics Park Dubuque Terminal Facility



Chapter 8
Financial Analysis
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Introduction
A major component of insuring that the 
recommendations of the 2050 LRTP are advanced, 
is the development of a finance plan to project 
expected revenues.  Title 23 of the U.S. Code of 
Federal Regulations governing MPOs requires the 
LRTP to include “a financial plan that demonstrates 
how the adopted transportation plan can be 
implemented.”  The requirement further states 
that “the MPO, public transportation operator(s), 
and State shall cooperatively develop estimates of 
funds that will be available to support metropolitan 
transportation plan implementation…” and “All 
necessary financial resources from public and 
private sources that are reasonably expected to be 
made available to carry out the transportation plan, 
shall be identified.” 

This chapter includes a historical analysis and 
future funding projections for road, bridge, and 
trail projects and a historical analysis and future 
funding projections for transit projects.  DMATS 
developed projections of future anticipated 
federal formula funds based on funding amounts 
authorized in the FAST Act, and on past funding 
levels.  These projections represent a conservative 
estimate of federal formula funding that the region 
can reasonably expect over the next 30 years. In 
addition, DMATS projected future state and local 
funds based on historical trends. Combined federal, 
state and local funds comprise the vast majority 
of revenues available to maintain and operate the 
federal-aid transportation system in the region.

Funding Overview for roads, 
Bridges, and Trails
The DMATS MPO’s transportation system 
improvements are funded through a combination 
of federal, state, and local funds. DMATS member 
governments and participating agencies utilize this 
combination of funds for demand management, 
operational management, and capital-intensive 
strategies. Federal funding for streets and highways, 
bicycle, and pedestrian facilities flow through 
DMATS.

Revenue Sources for Roads, Bridges & 
Trails
Several federal, state, and local funding sources 
provide revenues to fund the transportation system 
in the DMATS region. The funding sources that 
can be used for the projects within the region 
are addressed. The funding sources available for 
the projects within the region can be categorized 
by Federal, State and local sources received 
annually, and funding sources that are based on an 
application process.

Surface Transportation Block Grant 
Program (STBG)
STBG (formerly Surface Transportation Program 
STP) funds represent the federal funding main 
resource that can be committed by DMATS to 
transportation improvements. The funding can be 
used for:

• Aid public road jurisdictions with funding for road 
or bridge projects; 

• Provide funding for transit capital improvements; 

• Provide funding for bicycle and pedestrian 
facilities; and 

• Provide funding for transportation planning 
activities. 

A minimum of 20 percent non-federal match is 

required (80 percent federal funding). Road projects 
must be on federal-aid roads, which includes 
all federal functional class routes except local 
and rural minor collectors (see exception under 
“qualifications for funding”). Bridge projects may be 
on any public road.

Transit capital improvement projects require 
adherence to approved transit procurement 
procedures and equipment specifications.  Project 
candidates must be part of an approved five-year 
capital improvement program.  Federally funded 
projects must comply with civil rights protection 
requirements.

National Highway Performance Program 
(NHPP)
The NHPP provides support for the condition and 
performance of the National Highway System 
(NHS), for the construction of new facilities on the 
NHS, and to ensure that investments of Federal-
aid funds in highway construction are directed 
to support progress toward the achievement of 
performance targets established in a State’s asset 
management plan for the NHS. 

NHPP projects must be on an eligible facility and 
support progress toward achievement of national 
performance goals for improving infrastructure 
condition, safety, mobility, or freight movement 
on the NHS, and be consistent with Metropolitan 
and Statewide planning requirements. Eligible 
activities include:  Construction, reconstruction, 
resurfacing rehabilitation of NHS segments, NHS 
bridges and tunnels, bicycle transportation and 
pedestrian walkways, highway safety improvements 

Funding Estimate: DMATS has STBG funding 
history from 2001 to 2020. Future year of 
expenditure funding was based on linear 
regression between 2021 and 2050. ($76.7 Million 
– Year of Expenditure Dollars) with an annual 
average of $1,581,322 and growth rate of 3.93%.
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on the NHS, and infrastructure-based ITS capital 
improvements, among others.

Primary Road Funds (PRF)
Primary Road Fund (PRF) are used by the Iowa DOT 
to fund statewide improvements on the Primary 
Road System both outside of and within cities. The 
funding sources for PRF are for state RUTF plus 
federal and miscellaneous funds.

STPG Highway Bridge Program (STPG-
HBP)
While the Highway Bridge Program was eliminated 
in MAP-21, a portion of Iowa’s STP will continue 
to be targeted directly to counties and dedicated 
specifically to county bridge projects.  The STPG-
HBP provides for the replacement or rehabilitation 
of structurally deficient or functionally obsolete 
public roadway bridges.  A portion of these funds 
are required to be obligated for off-system bridges. 
The remaining funds can be used on either on 
system or off-system bridges.    

The funding requires a local match of 20 percent 
(80 percent federal funding). The bridge candidate 
must be classified as structurally deficient 
or functionally obsolete according to federal 
guidelines. Bridge replacement candidates must 

have a structure inventory and appraisal (SI&A) 
sufficiency rating of less than 50 and average daily 
traffic of at least 25 vehicles. Bridge rehabilitation 
candidates must have an SI&A sufficiency rating 
of 80 or less and average daily traffic of at least 25 
vehicles. Cities are limited to $1 million per bridge 
candidate (only one bridge per city per year). 

Iowa’s Transportation Alternatives Program 
(Iowa’s TAP)
The FAST Act eliminates the MAP-21 Transportation 
Alternatives Program (TAP) and replaces it with 
a set-aside of Surface Transportation Block Grant 
(STBG) program funding for Transportation 
Alternatives (TA). These set-aside funds include all 
projects and activities that were previously eligible 
under TAP, encompassing a variety of smaller-scale 
transportation projects such as pedestrian and 
bicycle facilities, recreational trails, safe routes to 
school projects, community improvements such as 
historic preservation and vegetation management, 
and environmental mitigation related to storm 
water and habitat connectivity. It is important to 
note that some types of projects eligible under the 
SAFETEA-LU program Transportation Enhancements 
are no longer eligible, or have modified eligibility, 
under the TAP/TA. All projects completed using TAP/
TA funds should be verified to ensure compatibility 
with TAP/TA eligibility.

Iowa Clean Air Attainment Program (ICAAP)
The ICAAP program was created using Congestion 
Mitigation and Air Quality Improvement Program 
(CMAQ) funds.  This program funds highway/street, 
transit, bicycle/pedestrian, or freight projects 
or programs which help maintain Iowa’s clean 
air quality by reducing transportation-related 
emissions. Eligible highway/street projects must 
be on the federal-aid system, which includes all 
federal functional class routes except local and 
rural minor collectors. A local match of at least 20 
percent is required.  Eligible projects will fall into 
four categories: 

• those which reduce emissions via traffic flow 
improvements and provide a direct benefit to air 
quality by addressing ozone, carbon monoxide, or 
particulate matter PM-2.5 or PM-10 (all of these 
pollutant emissions must be addressed, and a 
reduction calculation must be provided by the 
applicant for all types of projects listed);

• those which reduce vehicle miles of travel;

• those which reduce single-occupant vehicle trips; 
or

• other transportation improvement projects to 
improve air quality or reduce congestion.

Net operating costs of new transit services are 
eligible for up to three years (at 80 percent 
federal/20 percent local participation); however, 
an application must be submitted for each year 
funding is requested.

Funding Estimate: DMATS area received NHS 
funds from 2001 to 2020. The area received an 
annual average of $8,973,972. These funds are 
not taken into consideration for future funding 
analyses as these funds are programmed and 
spent on DOT projects.

Funding Estimate: DMATS area received PRF 
funds from 2008 to 2018. The area received an 
annual average of $1.06 million. These funds are 
not taken into consideration for future funding 
analyses as these funds are programmed and 
spent on DOT projects.

The DMATS has BR funding history from 2001 
to 2020. Future year of expenditure funding 
was based on linear regression between 2021 
and 2050. ($24.8 Million – Year of Expenditure 
Dollars) with an annual average of $579,900 and 
growth rate of 2.63%.

Funding Estimate: The DMATS has TAP/TA 
funding history from 2001 to 2020. Future year of 
expenditure funding is based on linear regression 
between 2021 and 2050. ($6.9 Million – Year of 
Expenditure Dollars) with an annual average of 
$138,000 and growth rate of 4.17%.



99

8.  FINANCIAL ANALYSISDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

State Recreational Trail Program
The State Recreational Trail Program provides 
funding for public recreational trails. A minimum of 
25% match is required for this funding. Volunteer 
services and other state grants are not eligible as 
matching funds.  Proposed projects must be part of 
a local, area-wide, regional, or statewide trail plan. 
Successful applications must be maintained as a 
public facility for a minimum of 20 years.

TIGER Grants
The Transportation Investment Generating 
Economic Recovery, or TIGER Discretionary Grant 
program, provides a unique opportunity for the 
DOT to invest in road, rail, transit, and port projects 
that promise to achieve national objectives. Since 
2009, Congress has dedicated nearly $4.6 billion 
for seven rounds of TIGER Discretionary Grants 
to fund projects that have a significant impact on 
the Nation, a region or a metropolitan area.  The 
City of Dubuque received $5.6 million in TIGER 
Discretionary Grants 2009 for Complete Streets 
project to help create a vibrant environment for the 
people that live and work in the Historic Millwork 
District in downtown Dubuque.

BUILD Grants
The Better Utilizing Investments to Leverage 
Development, or BUILD Transportation 
Discretionary Grant program, provides a unique 
opportunity for the DOT to invest in road, 
rail, transit and port projects that promise to 
achieve national objectives. Previously known as 
Transportation Investment Generating Economic 
Recovery, or TIGER Discretionary Grants, Congress 
has dedicated nearly $7.9 billion for eleven rounds 
of National Infrastructure Investments to fund 
projects that have a significant local or regional 
impact. Dubuque County received $5.45 million in 
BUILD Transportation Discretionary Grants 2019 for 
NW Arterial / John Deere Improvements.

Historical Revenue Analysis for 
Roads Bridges, and Trails
Table 8.1 provides the historical funds received by 
the Iowa portion of DMATS for street, highways 
& bridges from FY 2001 to FY 2020. The table 
does not include funding that DMATS is eligible 
for but did not receive. The analysis also provides 
information on federal and state grant funds; 
however, these funding sources will not be used to 
do future analysis. Growth rate has been assigned 
to each funding source using the linear regression 
method, and used to project future funding for the 
area.

Funding Estimate: The DMATS has ICAAP funding 
history from 2001 to 2020. The area received 
an annual average of $298,000. These funds are 
not taken into consideration for future funding 
analyses as these funds are grant based.

Funding Estimate: The DMATS area received 
State Recreational Trail funding in 2002 and 
Scenic Byway funding in 2013.  Future year 
of expenditure funding was based on linear 
regression between 2015 and 2045. ($5.5 Million 
– Year of Expenditure Dollars) with an annual 
average of $212,000 and growth rate of 0%.
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Table 8.1 Future Local Funds for DMATS Region

Source: IADOT

Funding Source
Street, Highway & Bridge Funds

STBG NHPP BR ICAAP Earmarks Primary Road 
funds TIGER Grant BUILD Grant

FY 2001 $1,153,000 $0 $0 $0 $0 $0   
FY 2002 $1,171,000 $905,600 $686,240 $0 $0 $0   
FY 2003 $1,128,078 $8,982,636 $1,105,000 $320,000 $10,657,364 $0   
FY 2004 $1,128,078 $6,740,000 $380,000 $0 $0 $0   
FY 2005 $1,429,620 $1,573,200 $740,000 $0 $39,696,635 $0   
FY 2006 $1,052,473 $70,000 $360,000 $260,370 $0 $0   
FY 2007 $1,043,815 $822,000 $0 $0 $0 $0   
FY 2008 $1,268,630 $50,000 $500,000 $779,000 $4,848,500 $300,000   
FY 2009 $1,440,667 $400,000 $500,000 $400,000 $950,000 $223,000 $5,600,000  
FY 2010 $1,606,313 $3,382,000 $945,000 $0 $2,909,534 $5,600,000   
FY 2011 $1,831,241 $30,000 $742,000 $400,000 $0 $0   
FY 2012 $1,885,749 $20,100,000 $1,123,000 $1,833,000 $0 $0   
FY 2013 $1,800,400 $3,840,000 $1,223,000 $0 $0 $0   
FY 2014 $1,856,695 $0 $2,573,000 $0 $0 $1,445,000   
FY 2015 $1,879,560 $9,280,000 $0 $167,966 $0 $7,692,000   
FY 2016 $1,869,867 $24,800,000 $0 $442,735 $0 $45,000   
FY 2017 $1,924,679 $41,079,000 $0 $530,000 $0 $2,889,000   
FY 2018 $1,925,138 $57,425,000 $320,000 $0 $0 $3,005,000   
FY 2019 $2,081,870  $400,000 $0 $0   $5,450,000
FY 2020 $2,149,571  $0 $818,250 $0    

Average Annual $1,581,322 $8,973,972 $579,862 $297,566 $2,953,102 $1,059,950 $280,000 $272,500
% growth 3.93%
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Funding Source
Bike and Pedestrian Funds

MPO-TE Federal-TE Recreational Trails  & 
Scenic Byways

FY 2001 $102,000 $0 $0

FY 2002 $102,000 $0 $0

FY 2003 $98,000 $737,376 $2,174,711

FY 2004 $92,000 $0 $0

FY 2005 $105,000 $0 $0

FY 2006 $120,565 $0 $0

FY 2007 $98,595 $0 $0

FY 2008 $98,637 $0 $0

FY 2009 $145,803 $0 $0

FY 2010 $119,177 $0 $0

FY 2011 $126,180 $0 $0

FY 2012 $126,180 $0 $0

FY 2013 $136,781 $0 $1,000,000

FY 2014 $182,131 $0 $0

FY 2015 $181,989 $0 $0

FY 2016 $184,437

FY 2017 $190,178

FY 2018 $185,287

FY 2019 $187,953

FY 2020 $184,525

Average Annual $138,371 $49,158 $211,647

 % growth 4.17%    

Table 8.2 provides the historical funds received by 
DMATS for Bike & Pedestrian from FY 2001 to 
FY 2020. The table does not provide funding that 
DMATS is eligible but did not receive. The analysis 
also provides information on federal and state grant 
funds and earmarks. These funding sources will not 
be used to do future analysis. Growth rate has been 
assigned to each funding using the linear regression 
method, and is used to project future funding for 
the area.

Table 8.2 Historic Revenue Analysis for Streets, Highways, & Bridges on Iowa Side.

Source: IADOT
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DMATS Non-Federal Funds 
In addition to federal funds, there are a number 
of local and regional funding sources that are 
used for operating and maintaining the region’s 
transportation system. These include:

Cities: Road Use Tax Funds (RUTF), Other Road 
Monies Receipts, and Receipts, Debt Service

Dubuque County: Property Tax, RUTF, TJ Revenue, 
FM Extension, Time -21, Misc. Receipts, Farm to 
Market, Local Option Sales Tax, and RISE 

Non-federal funds can be used both on federal 
and non-federal aid route construction, as well 
as system maintenance and preservation. The 
funds can also be used for other local projects. 
However, it is difficult to determine how much 
a community spent on federal and nonfederal 
aid routes in a specific year. Staff analyzed each 
member’s financial profile and calculated the 
average amount of non-federal funding that each 
spends annually on a federal aid system.  Staff 
then used these calculations as part of the DMATS 
future funding projection.    The following sections 
present an overview of each member’s revenues 
and expenditures.  Appendix B includes detailed 
information on each member’s past revenues and 
expenditures. 

City of Dubuque
Revenues
With an average annual budget of $18 million, 
the City of Dubuque derives its revenues from 
several sources.  Annual Road Use Tax Funds 
(RUTF) revenues averaged $6.7 million. Other road 
monies (local property tax support, grants, and 
other sources) averaged $11.4 million.  Receipts, 
debt service averaged of $77,800 annually.  On 

Figure 8.1: City of Dubuque Percentage Breakdown of 
Average Annual Budget and spending.

Total Roadway
Maintenance

27%
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Improvments
61%
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Funds (RUTF)

36.95%

Other Road
Monies
Receipts
62.62%
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Debt Service

0.43%

Average
Annual Budget
$18.2Million

Source: DMATS

Total Roadway 
Maintenance

Construction, 
Reconstruction and 
Improvements

Administration Equipment Street Debt Total

$1,651,748 $3,798,817 $144,592 $417,959 $202,803 6,215,919

Table 8.3 City of Dubuque Expenditure on Federal Aid System

Source: DMATS

average, about 62.62 % of the City’s funding comes 
from local property tax support, grants, and other 
sources; 36.95 % comes from State road use tax 
funds; and the rest from receipts, debt service. 
Figure 10.1 provides the funding breakdown.

Expenditures 
Annual City of Dubuque expenditures averaged 
$16.5 million between fiscal year 2010 to 
2019.  The City uses these funds to support 
activities: road maintenance, construction and 
reconstruction, administration, equipment, and to 
pay debt.  The City’s annual roadway maintenance 
expenditures averaged $4.4 million; construction, 
reconstruction and improvements averaged $10 
million; administration costs averaged $383,400; 
equipment costs averaged $1.1 million; and debt 
service averaged $538,000.  Figure 8.1 provides the 
breakdown of City’s expenditures.

Spending on Federal Aid System
The City of Dubuque has over all 655.75 lane miles 
of road systems of which 247.31 miles (37.71%) 
is federal aid eligible routes and 408.43 miles 
(62.29%) are nonfederal aid eligible routes. It is 
assumed that the City will spend 37.71% of $14.29 
million on federal aid system.  Table 8.3 provides 
the City’s spending on federal aid system.
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Total Roadway
Maintenance
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City of Asbury
Revenue
With an average annual budget of $5.4 million, the 
City of Asbury derives its revenues from several 
sources.  The City’s Road Use Tax Funds (RUTF) 
revenues had an annual average of $1.15 million. 
Other road monies (local property tax support, 
grants, and other sources) had an annual average of 
$3.4 million, and the Debt Services had an annual 
average revenue of $825,100.  On average, 63.29 % 
of the City’s funding comes from local property tax 
support, grants and other sources. 21.34% comes 
from Road Use Tax funds from the State of Iowa, 
and the rest from Receipts, and Debt Services. 
Figure 10.2 provides the funding breakdown.

Source: DMATS

Figure 8.2 City of Asbury Percentage Breakdown of 
Average Annual Budget and Spending.
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Expenditures 
Annual City of Asbury expenditures averaged $2.7 
million from 2010 to 2019. The City uses these 
funds to support five activities: road maintenance, 
construction & reconstruction, administration, 
equipment and debt service.  Between 2010 and 
2019, the City’s annual roadway maintenance 
expenditures averaged $402,000; construction, 
reconstruction and improvement costs averaged 
$1.4 million; administration costs averaged 
$17,000; equipment costs averaged $65,000 and 
street debt service averaged $824,000.  Figure 8.2 
provides the breakdown of City’s expenditures. 

Spending on Federal Aid Systems
The City of Asbury has over all 202.83 lane miles 
of road systems, of which 28.24 miles (13.92%) 
are federal aid eligible routes and 174.59 miles 
(86.08%) are nonfederal aid eligible routes. It is 
assumed that the City will spend 13.92% of $2.7 
million on federal aid systems. Table 8.4 provides 
the City’s spending on federal aid systems.

Total Roadway 
Maintenance

Construction, 
Reconstruction and 
Improvements

Administration Equipment Street Debt Total

$55,987 $196,140 $2,335 $9,033 $114,678 $378,172

Table 8.4 City of Asbury Average Annual Expenditure on Federal Aid System
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Source: DMATS

Figure 8.3 City of Peosta Percentage Breakdown of 
Average Annual Budget and Spending.

City of Peosta
Revenue
With an average annual budget of $1.2 million, the 
City of Peosta derives its revenues from several 
sources.  Figure 10.7 provides funding sources and 
breakdown from 2010 to 2019. Road use tax funds 
(RUTF) revenues averaged $209,000 annually. Other 
road monies (local property tax support, grants, and 
other sources) had an annual average of $657,000. 
Receipts, debt service had an annual average 
of $336,000.  Figure 10.3 provides the funding 
breakdown.
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Expenditures
Peosta’s expenditures averaged $761,000 annually 
between 2010 to 2019. The City uses these 
funds to support the work for five activities: road 
maintenance, construction and reconstruction, 
administration, equipment, and to pay debt. 
Annually, roadway maintenance expenditures 
averaged $156,000; construction, reconstruction, 
and improvements averaged $230,000; 
administration costs averaged $1,200; equipment 
costs averaged $50,000; and the street debt 
service averaged $323,000.  Figure 8.3 provides the 
breakdown of the City’s expenditures.

Spending on Federal Aid System
The City of Peosta has over all 29.96 lane miles 
of road systems of which 5.05 miles (16.87%) 
are federal aid eligible routes and 24.91 miles 
(83.13%) are nonfederal aid eligible routes. This 
analysis assumes that the City will spend 16.87% 
of $761,000 on the federal aid system.  Table 8.5 
provides the City’s spending on federal aid system.

Total Roadway 
Maintenance

Construction, 
Reconstruction and 
Improvements

Administration Equipment Street Debt Total

$26,378 $38,818 $200 $8,505 $54,411 $128,311

Figure 8.5 City of Peosta Annual Average Expenditure on Federal Aid System

Source: DMATS
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Source: DMATS

Figure 8.4 Dubuque County Percentage Breakdown of 
Average Annual Budget and Spending.

Dubuque County
Revenues
With an average annual budget of $12.2 million, 
Dubuque County derives its revenues from several 
sources. Between 2010 and 2019 the County’s 
property tax revenues averaged $1.7 million 
annually. Transfer of Jurisdiction (TJ) revenues 
had an annual average of $16,000.  Local Option 
Sales Tax (LOST) revenues had an annual average 
of $1.8 million. Farm to Market (FM) revenues 
had an annual average of $44,000. The Road Use 
Tax Fund (RUTF) revenue had an annual average 
of $ 2.0 million. Transportation Investment Moves 
the Economy in the 21st Century (TIMES-21) 
revenues had an annual average of $200,000 and 
Other miscellaneous funds had an annual average 
of $373,000.  Figure 10.4 provides the funding 
breakdown.
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Expenditures
Annual Dubuque County expenditures averaged 
$12.0 million between 2010 to 2019. The County 
uses these funds to support the work for four 
activities: road maintenance, local construction, 
administration and engineering, and general 
roadway. Annual county roadway maintenance 
expenditures averaged $1.0 million; local 
construction averaged $4.7 million; administration 
and engineering costs averaged $4.14 million; 
and the County’s General Roadway averaged $2.2 
million.  Figure 8.4 provides the breakdown of 
County’s expenditures.

Spending on Federal Aid System
Dubuque County has over all 441.38 lane miles of 
road systems in the DMATS area, of which 176.85 
miles (40.07%) are federal aid eligible routes and 
264.54 miles (59.93%) are nonfederal aid eligible 
routes. It is assumed that the County will spend 
40.07% of $9.6 million on federal aid systems. Table 
8.6 provides the County’s spending on federal aid 
systems.

Admin. & Engineering Local Construction Roadway 
Maintenance

General 
Roadway

Total

$417,867 $1,867,923 $1,658,468 $872,791 $4,817,049

Table 8.6 County of Dubuque Expenditure on Federal Aid System

Source: DMATS
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Overall Historical Funds Spent on 
Federal Aid System Within DMATS
Table 8.7 provides the amount spent for 
construction, reconstruction, and engineering by 
members in the DMATS. The growth rate for each 
member is determined using revenue growth from 
2010-2019. The members within DMATS spent 
$6.4 million on an average, annually. The revenue 
growth for the City of Dubuque and Dubuque 
County are taken into consideration to establish an 
average growth rate for future projects as they have 
the majority of federal aid systems. DMATS prefers 
to be conservative in projecting future revenues 
and recommends to use an annual growth of 3% for 
future years.

Future Funding Analysis for Roads, 
Bridges, and Trails
The DMATS LRTP financial estimates are derived 
from an economic climate that is neither stable nor 
predictable. Revenues for the long-range plan are 
estimated at a planning level, not the programmatic 
level, as with the Transportation Improvement 
Program (TIP). DMATS financial projections are 
reviewed and adjusted regularly to reflect future 
economic trends. Once there is clarity around 
the new federal transportation bill and/or state 

revenues, staff will make adjustments to the plan’s 
revenues.

This analysis is subject to a number of inherent 
limitations:

• The projections are for a period of 30 years, 
during which time significant changes are possible 
in travel behavior and transportation finance. 

• Financial estimates are based on future funding 
estimates, not project-specific estimates, as with 
the TIP’s programmatic approach. 

•The analysis lumps federal, state and local funding 
together and compares the total against the 
aggregate expenditures identified in the plan. 

• Revenues from local sources are projected 
based on historical trends and percentage of 
growth. However, this may not account accurately 
for private-sector funding that could support 
transportation improvements. 

• Projections of federal funding involve a great deal 
of uncertainty due to shifts in federal transportation 
budget and deficit-reduction policies, and because 
these funds are largely administered on a statewide 
basis.

• Ongoing maintenance costs were estimated 
by surveying state and local governments about 
current expenditures. Maintenance needs may be 
more accurately determined when region-wide 
pavement and bridge management/condition rating 
systems are in place. 

• Cost estimates for many of the highway capacity 
projects may involve significant errors due to the 
long-range nature of the plan, the absence of 
detailed cost estimates based on actual design of 
the improvements, and the simplified methodology 
used to develop many of the estimates.

Average Spending on Construction, Reconstruc-
tion and Engineering (2010-2019)

Name Average 
Amount 
Spent

Average 
Revenue 
Growth

City of Dubuque $3,943,409 42.28%
City of Asbury $198,475 356.30%
City of Peosta $39,018 39.94%
Dubuque County $2,285,790 3.65%
TOTAL $6,466,691

Table 8.7 Average Construction, Reconstruction and 
Engineering with Growth Rate

Procedure for Future Projections
Transportation revenues rely on taxes and generally 
reflect the circumstances of the regional economy, 
and therefore fluctuate from year to year. Currently 
the DMATS 2050 LRTP’s financial estimates are 
derived from information that is existing as of today. 
Over the 30-year time horizon for DMATS 2050 
LRTP, there will likely be variation in the annual 
transportation revenues available to the region. 
However, for the purposes of the long-range plan, 
this variation is impossible to accurately predict, 
and requires a conservative approach in anticipating 
gross-level forecasts needed to demonstrate fiscal 
constraint. 

These forecasts assume constant growth in 
potential revenues for all sources of funds.  Future 
growth rates are estimated based on historical 
analysis of past years funding.  They also assume 
a constant rate of inflation calculated by using 
historical data obtained from cities, counties, 
IADOT, WIDOT, ILDOT and other sources. The 
future projections are calculated using the linear 
regression method, with annual growth rate and 
average annual funding as inputs. The projections are 
done for 30 years — between 2020 and 2050. 

Overall DMATS will have $108,525,000 in federal 
and $1.086 billion in local funds.
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Source: DMATS

Years
DMATS Funds 

Total RevenueSTBG MPO-TA BR
Annual Growth Rates 3.93% 4.17% 2.63%  

2021 $1,644,000 $145,000 $596,000 $2,385,000
2022 $1,707,000 $151,000 $612,000 $2,470,000
2023 $1,770,000 $157,000 $628,000 $2,555,000
2024 $1,833,000 $163,000 $644,000 $2,640,000
2025 $1,896,000 $169,000 $660,000 $2,725,000
2026 $1,959,000 $175,000 $676,000 $2,810,000
2027 $2,022,000 $181,000 $692,000 $2,895,000
2028 $2,085,000 $187,000 $708,000 $2,980,000
2029 $2,148,000 $193,000 $724,000 $3,065,000
2030 $2,211,000 $199,000 $740,000 $3,150,000
2031 $2,274,000 $205,000 $756,000 $3,235,000
2032 $2,337,000 $211,000 $772,000 $3,320,000
2033 $2,400,000 $217,000 $788,000 $3,405,000
2034 $2,463,000 $223,000 $804,000 $3,490,000
2035 $2,526,000 $229,000 $820,000 $3,575,000
2036 $2,589,000 $235,000 $836,000 $3,660,000
2037 $2,652,000 $241,000 $852,000 $3,745,000
2038 $2,715,000 $247,000 $868,000 $3,830,000
2039 $2,778,000 $253,000 $884,000 $3,915,000
2040 $2,841,000 $259,000 $900,000 $4,000,000
2041 $2,904,000 $265,000 $916,000 $4,085,000
2042 $2,967,000 $271,000 $932,000 $4,170,000
2043 $3,030,000 $277,000 $948,000 $4,255,000
2044 $3,093,000 $283,000 $964,000 $4,340,000
2045 $3,156,000 $289,000 $980,000 $4,425,000
2046 $3,219,000 $295,000 $996,000 $4,510,000
2047 $3,282,000 $301,000 $1,012,000 $4,595,000
2048 $3,345,000 $307,000 $1,028,000 $4,680,000
2049 $3,408,000 $313,000 $1,044,000 $4,765,000
2050 $3,471,000 $319,000 $1,060,000 $4,850,000

Total $76,725,000 $6,960,000 $24,840,000 $108,525,000

Table 8.8 Future Federal Funds for DMATS RegionFuture Federal Funds
Table 8.8 provides future federal funds for DMATS 
region using information from historical trends.  
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Source: DMATS

Year
Cities County Total Revenue

RUTF Other Road 
Monies Receipts

Receipts, 
Debt Service City Revenues Property 

tax L.O.S.T. RUTF FM 
Extension Time-21 Misc. Recs. County 

Revenue
% Adjusted 

Growth Rate 1.50% 1.50% 1.50% TOTAL 1.50% 1.50% 1.50% 1.50% 1.50% 1.50% TOTAL  

2020 $8,445,000 $11,763,000 $835,000 $21,043,000 $2,137,000 $1,941,000 $2,446,000 $56,000 $356,000 $172,000 $7,108,000 $28,151,000
2021 $8,562,000 $11,989,000 $854,000 $21,405,000 $2,163,000 $1,969,000 $2,477,000 $57,000 $360,000 $178,000 $7,204,000 $28,609,000
2022 $8,679,000 $12,215,000 $873,000 $21,767,000 $2,189,000 $1,997,000 $2,508,000 $58,000 $364,000 $184,000 $7,300,000 $29,067,000
2023 $8,796,000 $12,441,000 $892,000 $22,129,000 $2,215,000 $2,025,000 $2,539,000 $59,000 $368,000 $190,000 $7,396,000 $29,525,000
2024 $8,913,000 $12,667,000 $911,000 $22,491,000 $2,241,000 $2,053,000 $2,570,000 $60,000 $372,000 $196,000 $7,492,000 $29,983,000
2025 $9,030,000 $12,893,000 $930,000 $22,853,000 $2,267,000 $2,081,000 $2,601,000 $61,000 $376,000 $202,000 $7,588,000 $30,441,000
2026 $9,147,000 $13,119,000 $949,000 $23,215,000 $2,293,000 $2,109,000 $2,632,000 $62,000 $380,000 $208,000 $7,684,000 $30,899,000
2027 $9,264,000 $13,345,000 $968,000 $23,577,000 $2,319,000 $2,137,000 $2,663,000 $63,000 $384,000 $214,000 $7,780,000 $31,357,000
2028 $9,381,000 $13,571,000 $987,000 $23,939,000 $2,345,000 $2,165,000 $2,694,000 $64,000 $388,000 $220,000 $7,876,000 $31,815,000
2029 $9,498,000 $13,797,000 $1,006,000 $24,301,000 $2,371,000 $2,193,000 $2,725,000 $65,000 $392,000 $226,000 $7,972,000 $32,273,000
2030 $9,615,000 $14,023,000 $1,025,000 $24,663,000 $2,397,000 $2,221,000 $2,756,000 $66,000 $396,000 $232,000 $8,068,000 $32,731,000
2031 $9,732,000 $14,249,000 $1,044,000 $25,025,000 $2,423,000 $2,249,000 $2,787,000 $67,000 $400,000 $238,000 $8,164,000 $33,189,000
2032 $9,849,000 $14,475,000 $1,063,000 $25,387,000 $2,449,000 $2,277,000 $2,818,000 $68,000 $404,000 $244,000 $8,260,000 $33,647,000
2033 $9,966,000 $14,701,000 $1,082,000 $25,749,000 $2,475,000 $2,305,000 $2,849,000 $69,000 $408,000 $250,000 $8,356,000 $34,105,000
2034 $10,083,000 $14,927,000 $1,101,000 $26,111,000 $2,501,000 $2,333,000 $2,880,000 $70,000 $412,000 $256,000 $8,452,000 $34,563,000
2035 $10,200,000 $15,153,000 $1,120,000 $26,473,000 $2,527,000 $2,361,000 $2,911,000 $71,000 $416,000 $262,000 $8,548,000 $35,021,000
2036 $10,317,000 $15,379,000 $1,139,000 $26,835,000 $2,553,000 $2,389,000 $2,942,000 $72,000 $420,000 $268,000 $8,644,000 $35,479,000
2037 $10,434,000 $15,605,000 $1,158,000 $27,197,000 $2,579,000 $2,417,000 $2,973,000 $73,000 $424,000 $274,000 $8,740,000 $35,937,000
2038 $10,551,000 $15,831,000 $1,177,000 $27,559,000 $2,605,000 $2,445,000 $3,004,000 $74,000 $428,000 $280,000 $8,836,000 $36,395,000
2039 $10,668,000 $16,057,000 $1,196,000 $27,921,000 $2,631,000 $2,473,000 $3,035,000 $75,000 $432,000 $286,000 $8,932,000 $36,853,000
2040 $10,785,000 $16,283,000 $1,215,000 $28,283,000 $2,657,000 $2,501,000 $3,066,000 $76,000 $436,000 $292,000 $9,028,000 $37,311,000
2041 $10,902,000 $16,509,000 $1,234,000 $28,645,000 $2,683,000 $2,529,000 $3,097,000 $77,000 $440,000 $298,000 $9,124,000 $37,769,000
2042 $11,019,000 $16,735,000 $1,253,000 $29,007,000 $2,709,000 $2,557,000 $3,128,000 $78,000 $444,000 $304,000 $9,220,000 $38,227,000
2043 $11,136,000 $16,961,000 $1,272,000 $29,369,000 $2,735,000 $2,585,000 $3,159,000 $79,000 $448,000 $310,000 $9,316,000 $38,685,000
2044 $11,253,000 $17,187,000 $1,291,000 $29,731,000 $2,761,000 $2,613,000 $3,190,000 $80,000 $452,000 $316,000 $9,412,000 $39,143,000
2045 $11,370,000 $17,413,000 $1,310,000 $30,093,000 $2,787,000 $2,641,000 $3,221,000 $81,000 $456,000 $322,000 $9,508,000 $39,601,000
2046 $11,487,000 $17,639,000 $1,329,000 $30,455,000 $2,813,000 $2,669,000 $3,252,000 $82,000 $460,000 $328,000 $9,604,000 $40,059,000
2047 $11,604,000 $17,865,000 $1,348,000 $30,817,000 $2,839,000 $2,697,000 $3,283,000 $83,000 $464,000 $334,000 $9,700,000 $40,517,000
2048 $11,721,000 $18,091,000 $1,367,000 $31,179,000 $2,865,000 $2,725,000 $3,314,000 $84,000 $468,000 $340,000 $9,796,000 $40,975,000
2049 $11,838,000 $18,317,000 $1,386,000 $31,541,000 $2,891,000 $2,753,000 $3,345,000 $85,000 $472,000 $346,000 $9,892,000 $41,433,000
2050 $11,955,000 $18,543,000 $1,405,000 $31,903,000 $2,917,000 $2,781,000 $3,376,000 $86,000 $476,000 $352,000 $9,988,000 $41,891,000

Total $316,200,000 $469,743,000 $34,720,000 $820,663,000 $78,337,000 $73,191,000 $90,241,000 $2,201,000 $12,896,000 $8,122,000 $264,988,000 $1,085,651,000

Table 8.9 Future Local funds for DMATS region

Future Local Revenues
Table 8.9 provides future local funds for DMATS region using information from historical trends..
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Source: DMATS

Expenditures
The total expenditures for DMATS region are expected to be $782 million. The expenditures included regular maintenance & operations of the system with 
administrative costs. Table 8.10 provides future local funds for DMATS region using information from historical trends.  

Table 8.10 Future Expenditures for DMATS Region

Year

Cities County Total
Total 

Expenditure
Total 

Roadway 
Maintenance

Total 
Operations Total Cost

Total 
Roadway 

Maintenance

Total 
Operations Total Cost

Total 
Roadway 

Maintenance

Total 
Operations

% Growth Rate 5.25% 12.69%   4.91% 2.45%        
2021 $4,404,000 $2,738,000 $7,142,000 $3,340,000 $4,187,000 $7,527,000 $7,744,000 $6,925,000 $14,669,000
2022 $4,624,000 $3,047,000 $7,671,000 $3,497,000 $4,287,000 $7,784,000 $8,121,000 $7,334,000 $15,455,000
2023 $4,844,000 $3,356,000 $8,200,000 $3,654,000 $4,387,000 $8,041,000 $8,498,000 $7,743,000 $16,241,000
2024 $5,064,000 $3,665,000 $8,729,000 $3,811,000 $4,487,000 $8,298,000 $8,875,000 $8,152,000 $17,027,000
2025 $5,284,000 $3,974,000 $9,258,000 $3,968,000 $4,587,000 $8,555,000 $9,252,000 $8,561,000 $17,813,000
2026 $5,504,000 $4,283,000 $9,787,000 $4,125,000 $4,687,000 $8,812,000 $9,629,000 $8,970,000 $18,599,000
2027 $5,724,000 $4,592,000 $10,316,000 $4,282,000 $4,787,000 $9,069,000 $10,006,000 $9,379,000 $19,385,000
2028 $5,944,000 $4,901,000 $10,845,000 $4,439,000 $4,887,000 $9,326,000 $10,383,000 $9,788,000 $20,171,000
2029 $6,164,000 $5,210,000 $11,374,000 $4,596,000 $4,987,000 $9,583,000 $10,760,000 $10,197,000 $20,957,000
2030 $6,384,000 $5,519,000 $11,903,000 $4,753,000 $5,087,000 $9,840,000 $11,137,000 $10,606,000 $21,743,000
2031 $6,604,000 $5,828,000 $12,432,000 $4,910,000 $5,187,000 $10,097,000 $11,514,000 $11,015,000 $22,529,000
2032 $6,824,000 $6,137,000 $12,961,000 $5,067,000 $5,287,000 $10,354,000 $11,891,000 $11,424,000 $23,315,000
2033 $7,044,000 $6,446,000 $13,490,000 $5,224,000 $5,387,000 $10,611,000 $12,268,000 $11,833,000 $24,101,000
2034 $7,264,000 $6,755,000 $14,019,000 $5,381,000 $5,487,000 $10,868,000 $12,645,000 $12,242,000 $24,887,000
2035 $7,484,000 $7,064,000 $14,548,000 $5,538,000 $5,587,000 $11,125,000 $13,022,000 $12,651,000 $25,673,000
2036 $7,704,000 $7,373,000 $15,077,000 $5,695,000 $5,687,000 $11,382,000 $13,399,000 $13,060,000 $26,459,000
2037 $7,924,000 $7,682,000 $15,606,000 $5,852,000 $5,787,000 $11,639,000 $13,776,000 $13,469,000 $27,245,000
2038 $8,144,000 $7,991,000 $16,135,000 $6,009,000 $5,887,000 $11,896,000 $14,153,000 $13,878,000 $28,031,000
2039 $8,364,000 $8,300,000 $16,664,000 $6,166,000 $5,987,000 $12,153,000 $14,530,000 $14,287,000 $28,817,000
2040 $8,584,000 $8,609,000 $17,193,000 $6,323,000 $6,087,000 $12,410,000 $14,907,000 $14,696,000 $29,603,000
2041 $8,804,000 $8,918,000 $17,722,000 $6,480,000 $6,187,000 $12,667,000 $15,284,000 $15,105,000 $30,389,000
2042 $9,024,000 $9,227,000 $18,251,000 $6,637,000 $6,287,000 $12,924,000 $15,661,000 $15,514,000 $31,175,000
2043 $9,244,000 $9,536,000 $18,780,000 $6,794,000 $6,387,000 $13,181,000 $16,038,000 $15,923,000 $31,961,000
2044 $9,464,000 $9,845,000 $19,309,000 $6,951,000 $6,487,000 $13,438,000 $16,415,000 $16,332,000 $32,747,000
2045 $9,684,000 $10,154,000 $19,838,000 $7,108,000 $6,587,000 $13,695,000 $16,792,000 $16,741,000 $33,533,000
2046 $9,904,000 $10,463,000 $20,367,000 $7,265,000 $6,687,000 $13,952,000 $17,169,000 $17,150,000 $34,319,000
2047 $10,124,000 $10,772,000 $20,896,000 $7,422,000 $6,787,000 $14,209,000 $17,546,000 $17,559,000 $35,105,000
2048 $10,344,000 $11,081,000 $21,425,000 $7,579,000 $6,887,000 $14,466,000 $17,923,000 $17,968,000 $35,891,000
2049 $10,564,000 $11,390,000 $21,954,000 $7,736,000 $6,987,000 $14,723,000 $18,300,000 $18,377,000 $36,677,000
2050 $10,784,000 $11,699,000 $22,483,000 $7,893,000 $7,087,000 $14,980,000 $18,677,000 $18,786,000 $37,463,000
Total $227,820,000 $216,555,000 $444,375,000 $168,495,000 $169,110,000 $337,605,000 $396,315,000 $385,665,000 $781,980,000
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Source: DMATS

Revenues Available to Implement LRTP projects
DMATS region will have $376 million to implement DMATS projects which were prioritized with in the region for the next 30 years.  Table 8.11 provides revenues 
and expenditure for DMATS region and the funds available to implement Long Rage Plan Projects.

Figure 10.15: Revenues Available to implements LRTP projects

Years
Total

Total Federal Revenue Non-Federal Revenue Operation & Maintenance 
cost

2021 $1,947,000 $28,151,000 $14,669,000 $15,429,000
2022 $2,605,000 $28,609,000 $15,455,000 $15,759,000
2023 $2,103,000 $29,067,000 $16,241,000 $14,929,000
2024 $2,181,000 $29,525,000 $17,027,000 $14,679,000
2025 $2,259,000 $29,983,000 $17,813,000 $14,429,000
2026 $3,204,000 $30,441,000 $18,599,000 $15,046,000
2027 $3,282,000 $30,899,000 $19,385,000 $14,796,000
2028 $3,360,000 $31,357,000 $20,171,000 $14,546,000
2029 $3,438,000 $31,815,000 $20,957,000 $14,296,000
2030 $3,516,000 $32,273,000 $21,743,000 $14,046,000
2031 $3,594,000 $32,731,000 $22,529,000 $13,796,000
2032 $3,672,000 $33,189,000 $23,315,000 $13,546,000
2033 $3,750,000 $33,647,000 $24,101,000 $13,296,000
2034 $3,828,000 $34,105,000 $24,887,000 $13,046,000
2035 $3,906,000 $34,563,000 $25,673,000 $12,796,000
2036 $3,984,000 $35,021,000 $26,459,000 $12,546,000
2037 $4,062,000 $35,479,000 $27,245,000 $12,296,000
2038 $4,140,000 $35,937,000 $28,031,000 $12,046,000
2039 $4,218,000 $36,395,000 $28,817,000 $11,796,000
2040 $4,296,000 $36,853,000 $29,603,000 $11,546,000
2041 $4,374,000 $37,311,000 $30,389,000 $11,296,000
2042 $4,452,000 $37,769,000 $31,175,000 $11,046,000
2043 $4,530,000 $38,227,000 $31,961,000 $10,796,000
2044 $4,608,000 $38,685,000 $32,747,000 $10,546,000
2045 $4,686,000 $39,143,000 $33,533,000 $10,296,000
2046 $4,764,000 $39,601,000 $34,319,000 $10,046,000
2047 $4,842,000 $40,059,000 $35,105,000 $9,796,000
2048 $4,920,000 $40,517,000 $35,891,000 $9,546,000
2049 $4,998,000 $40,975,000 $36,677,000 $9,296,000
2050 $4,998,000 $41,433,000 $37,463,000 $8,968,000
Total $114,517,000 $1,043,760,000 $781,980,000 $376,297,000

 Table 8.11 Revenues Available to implements LRTP projects
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Funding Overview for Transit
Transit systems in the DMATS area are funded 
through a combination of federal, state, and local 
funds.  The Jule and RTA utilize this combination of 
funds for operational and capital strategies. Federal 
funding for transit programs and capital projects 
flow through DMATS.

Revenue Sources for Transit
The FTA and Iowa DOT provide funding to Iowa’s 
MPOs, RPAs and public transit providers to support 
public transit operations. 

METROPOLITAN PLANNING PROGRAM 
(SECTION 5305D)
The FTA provides this funding to support planning 
activities in metropolitan areas. Iowa DOT is the 
direct recipient of 5303 funds. The Iowa DOT 
allocates 5303 funds to MPOs based on a formula 
that distributes one-third of the funds based on 
the 1990 urban area population; one-third of the 
funds based on the 2010 urban area population; 
and one-third equally distributed. Iowa DOT 
administers 5303 funds jointly with Metropolitan 
Planning “PL” funds, available through FHWA, as 
part of a Consolidated Planning Grant. The 5303 
and PL funds can support any MPO costs related to 
intermodal transportation planning activities for the 
urbanized area.

URBANIZED AREA FORMULA PROGRAM 
(SECTION 5307)
This program supports urban transit systems 
serving communities over 50,000 in population. The 
FTA allocates funding partially on population and 
population density, and partially on performance 
factors, including passenger miles of service 
provided.

Funding Estimate: The Jule Transit received $10.8 
million in section 5307 funding from 2010 to 
2019.  The system received an annual average of 
$1.1 million. Staff used 3% as annual growth rate 
for future projections.

Funding Estimate: The local transit systems 
received $1.46 million in section 5310 funding 
from 2010 to 2019.  The system received an 
annual average of $133,000. Staff used 3% as 
annual growth rate for future projections.

Funding Estimate: The DMATS area received 
$34,000 in section 5303 funding each year from 
2010 to 2020. The funding has 3% growth rate.

CAPITAL INVESTMENT PROGRAM (SECTION 
5309/5339)
Section 5309 is a discretionary funding source 
which supports transit capital needs that exceed 
what federal formula programs can support. 
This program was replaced with 5339. The 5339 
program is designed to replace, rehabilitate and 
purchase buses and related equipment, and to 
construct bus-related facilities. 

Funding Estimate: The local transit systems 
received $7.1 million in section 5309/5339 
funding for years 2010 to 2019.  The system 
received an annual average of $1.0 million. 
Staff used 3% as annual growth rate for future 
projections.

SPECIAL NEEDS PROGRAM (SECTION 5310)
Section 5310 supports transit services serving 
persons who are elderly or persons with disabilities. 
FTA allocates these funds to Iowa based on the 
number of persons who are elderly or have 
disabilities within the state compared to other 
states.

SURFACE TRANSPORTATION BLOCK GRANT 
PROGRAM (STBG)
As noted previously under highway funding 
programs, STBG funds may be used for transit 
capital projects.

Funding Estimate: The local transit systems 
received $3.1 million in STBG funding from 2010 
and 2020.  Future estimates are not done for 
these funds as they are application based.

CONGESTION MITIGATION/AIR QUALITY 
(CMAQ)
As noted previously under highway funding 
programs, CMAQ/ICAAP funds may be used for 
anything that the STBG may fund, including transit 
capital projects.

Funding Estimate: Jule transit received ICAAP 
funding of $2.3 million from 2011 and 2017.  
Future estimates are not done for these funds as 
they are grant based.

PUBLIC TRANSIT INFRASTRUCTURE GRANT 
(PTI)
Iowa DOT provides this program to fund vertical 
infrastructure needs of public transit agencies. Iowa 
DOT defines vertical infrastructure as buildings and 
facilities, but not vehicles. Projects can include new 
construction, reconstruction, or remodeling.

Funding Estimate: The RTA and Jule system 
received PTI funding totaling $767,500 from 2011 
and 2019.  Future estimate is not done for these 
funds as they are grant based.
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STATE TRANSIT ASSISTANCE (STA)
All public transit systems in Iowa are eligible for 
funding under the STA program. STA funding is 
derived from four percent of the fees for new 
registration collected on sales of motor vehicles and 
accessory equipment.

STA SPECIAL PROJECTS
Each year up to $300,000 of the total STA funds 
are set aside to fund “special projects.” These can 
include grants to individual systems to support 
transit services which are developed in conjunction 
with human service agencies, or statewide projects 
to improve public transit in Iowa through such 
means as technical training for transit system or 
planning agency personnel, statewide marketing 
campaigns, etc.

Funding Estimate: RTA does not receive transit 
levy. Jule transit does receive transit levy from 
the City of Dubuque annually. Jule received 
$12.84 million from 2010 to 2019. The system 
receives an average annual funding of $1.28 
million.  Staff used 3% as annual growth rate for 
future projections.

Funding Estimate: The local transit systems on 
an average received $7,475 in advertising and 
$484,000 in miscellaneous funds.  The systems 
had a positive annual growth in advertising and 
miscellaneous funds. Staff used 4% as annual 
growth rate for future projections.

FARES
Fees paid by the passengers are one of the most 
common sources of local support. This can include 
monies collected on-board the transit vehicle 
(usually labeled as “farebox receipts”), as well as 
prepaid fares from sale of passes or tickets, or fares 
billed to the passenger after the fact.

Funding Estimate: The local transit systems on an 
average received $308,000 in fares annually.  The 
systems had a negative annual growth in fares.  
Staff used 0% as annual growth rate for future 
projections.

State of Good Repair Grants (SGR)
The State of Good Repair Grants Program (49 U.S.C. 
5337) provides capital assistance for maintenance, 
replacement, and rehabilitation projects of high-
intensity fixed guideway and bus systems to help 
transit agencies maintain assets in a state of 
good repair. Additionally, SGR grants are eligible 
for developing and implementing Transit Asset 
Management plans.  The City of Dubuque received 
$8.0 million for construction of the new Intermodal 
Facility in 2010.

Funding Estimate: The local transit systems have 
STA funding history from 2010 to 2019. Future 
year of expenditure funding was based on linear 
regression between 2010 and 2045. ($11.68 
Million – year of expenditure dollars) with an 
annual average of $327,000. Staff used 1% as 
annual growth rate for future projections.

Funding Estimate: The local transit systems did 
not receive STA Special Project funding in 2010 
and 2019.  Future estimates are not done for 
these funds as they are grant based.

TRANSIT LEVY
Iowa law authorizes municipalities to levy up to 95 
cents per $1,000 of assessed taxable property in 
order to support the cost of a public transit system. 
Most of Iowa’s larger communities levy for support 
of their urban transit systems. A number of smaller 
communities use this authority to generate funding 
used to support services contracted from their 
designated regional transit system.

ADVERTISING & MISCELLANEOUS
These are the funds that are locally generated. 
Miscellaneous funds have a bigger balance than fares 
and advertising as they are based on local grant 
funds and other revenues.
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Source: Jule & RTA

Historical Analysis of Transit Revenue, Operations & Maintenance Cost
Tabel 8.12 provides the historical funds received by the Jule and RTA 8 from 2010 to 2019 and Table 8.12 also provides historic operation and maintenance costs 
for the transit systems.  The analysis also provides information on federal and state grant funds. These funding sources will not be used to do future analysis. 
Growth rate has been assigned to each funding source using the linear regression method. The growth rate is used to project future funding for the area.

Table 8.12 Historic funds received by the Jule and RTA

Funding Source 
Jule & RTA FY 2010 FY 2011 FY 2012 FY 2013 FY 2014 FY 2015 FY 2016 FY 2017 FY 2018 FY 2019 Average 

Annual

Capital                      

Section 
5309/5339 $290,146 $1,560,485 $2,319,305 $12,003 $9,036 $23,752 $0 $0 $80,325 $3,263,667 $755,872

Infrastructure 
Grant $0 $300,000 $0 $278,214 $189,278 $0 $600,000 $569,823 $454,489 $0 $239,180

Federal & State 
Grants $752,435 $0 $0 $10,000,000 $19,957 $0 $0 $0 $0 $0 $1,077,239

Surface 
Transportation 

Program 
$0 $0 $0 $0 $1,200,000 $1,386,000 $0 $220,000 $83,333 $0 $288,933

Operations                      

Section 5307 $978,632 $834,272 $803,368 $1,052,336 $960,604 $1,045,320 $1,163,667 $1,181,050 $1,346,261 $1,436,622 $1,080,213

Section 5310 $123,297 $111,087 $135,399 $159,440 $129,195 $146,497 $134,369 $138,684 $144,733 $145,489 $136,819

CMAQ /ICAAP $0 $93,250 $244,486 $152,080 $452,954 $555,388 $529,022 $290,419 $0 $0 $231,760

STA $225,279 $245,917 $286,952 $304,897 $322,403 $334,552 $380,707 $381,262 $387,430 $399,925 $326,932

Transit Levy $1,345,044 $1,230,292 $717,611 $1,278,866 $1,315,883 $1,132,748 $1,112,131 $1,294,450 $1,709,399 $1,706,011 $1,284,244

Fares $196,600 $247,048 $224,320 $190,407 $213,292 $331,535 $401,707 $412,862 $427,259 $439,186 $308,422

Contracts $210,879 $242,175 $317,766 $292,824 $304,155 $314,670 $378,916 $501,665 $404,383 $362,143 $332,958

Other $20,133 $13,911 $501,972 $97,285 $103,934 $177,979 $105,074 $170,725 $116,521 $206,442 $151,398

Miscellaneous $231,012 $256,086 $819,738 $390,109 $408,089 $492,649 $483,990 $672,390 $520,904 $568,585 $484,355

Total $4,373,457 $5,134,523 $6,370,916 $14,208,460 $5,628,781 $5,941,092 $5,289,584 $5,833,331 $5,675,039 $8,528,070 $6,213,970
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Source: DMATS

Future Funding Analysis for Transit
Table 8.13 provides future projections of transit 
system funding.  The Table 8.14 displays future 
operations and maintenance costs for local transit 
systems.   Growth rate has been assigned to each 
funding source using the linear regression method. 
The growth rate is used to project future funding 
for the area.  Transit system staff decided to use 3% 
annual growth rate for O&MGrowth rate has been 
assigned to each funding source using the linear 
regression method. The growth rate is used to 
project future funding for the area.

In order to find out the amount of funding available 
to implement the projects the future O&M costs 
are subtracted from future federal and local 
funding.  Table 8.15 compares future operations 
and maintenance costs and revenues for local 
transit systems. Overall, the local transit systems 
need $192 million in O& M cost and will have $173 
million in revenues between 2021 and 2050. The 
systems will have 20 million deficits in 30 years.

Conclusion
The DMATS region will have $376 million that 
can be spent on roads, bridges and trails over 30 
years. The local transit systems will not have any 
additional funds for transit improvements. Transit 
systems should secure funding through grant 
programs for capital improvement projects. The 
financial analysis does not explicitly address other 
transportation modes such as bicycle, pedestrian 
and goods movement in the financial analysis.  
Although LRTP 2050 currently identifies specific 
projects in these categories, there are no dedicated 
funding sources for project development other 
than Transportation Alternative dollars for trails 
which will not be sufficient. Projects compete for 
the same funding sources identified in this analysis, 
particularly federal highway funds. Bikeway and 
pedestrian improvements may also be incorporated 
in other highway or transit projects.

Figure 8.13 Future projections of funds received by the Jule and RTA

Years
   

Total RevenueSection 
5309/5339

Section 
5307/5310 STA Transit Levy Fares Contract Others

Growth 
Rates 2.00% 2.00% 1.00% 1.00% 1.00% 2.00% 2.00%  

2021 $779,000 $1,102,000 $331,000 $1,298,000 $312,000 $343,000 $499,000 $4,664,000

2022 $795,000 $1,124,000 $335,000 $1,311,000 $316,000 $350,000 $509,000 $4,740,000

2023 $811,000 $1,146,000 $339,000 $1,324,000 $320,000 $357,000 $519,000 $4,816,000

2024 $827,000 $1,168,000 $343,000 $1,337,000 $324,000 $364,000 $529,000 $4,892,000

2025 $843,000 $1,190,000 $347,000 $1,350,000 $328,000 $371,000 $539,000 $4,968,000

2026 $859,000 $1,212,000 $351,000 $1,363,000 $332,000 $378,000 $549,000 $5,044,000

2027 $875,000 $1,234,000 $355,000 $1,376,000 $336,000 $385,000 $559,000 $5,120,000

2028 $891,000 $1,256,000 $359,000 $1,389,000 $340,000 $392,000 $569,000 $5,196,000

2029 $907,000 $1,278,000 $363,000 $1,402,000 $344,000 $399,000 $579,000 $5,272,000

2030 $923,000 $1,300,000 $367,000 $1,415,000 $348,000 $406,000 $589,000 $5,348,000

2031 $939,000 $1,322,000 $371,000 $1,428,000 $352,000 $413,000 $599,000 $5,424,000

2032 $955,000 $1,344,000 $375,000 $1,441,000 $356,000 $420,000 $609,000 $5,500,000

2033 $971,000 $1,366,000 $379,000 $1,454,000 $360,000 $427,000 $619,000 $5,576,000

2034 $987,000 $1,388,000 $383,000 $1,467,000 $364,000 $434,000 $629,000 $5,652,000

2035 $1,003,000 $1,410,000 $387,000 $1,480,000 $368,000 $441,000 $639,000 $5,728,000

2036 $1,019,000 $1,432,000 $391,000 $1,493,000 $372,000 $448,000 $649,000 $5,804,000

2037 $1,035,000 $1,454,000 $395,000 $1,506,000 $376,000 $455,000 $659,000 $5,880,000

2038 $1,051,000 $1,476,000 $399,000 $1,519,000 $380,000 $462,000 $669,000 $5,956,000

2039 $1,067,000 $1,498,000 $403,000 $1,532,000 $384,000 $469,000 $679,000 $6,032,000

2040 $1,083,000 $1,520,000 $407,000 $1,545,000 $388,000 $476,000 $689,000 $6,108,000

2041 $1,099,000 $1,542,000 $411,000 $1,558,000 $392,000 $483,000 $699,000 $6,184,000

2042 $1,115,000 $1,564,000 $415,000 $1,571,000 $396,000 $490,000 $709,000 $6,260,000

2043 $1,131,000 $1,586,000 $419,000 $1,584,000 $400,000 $497,000 $719,000 $6,336,000

2044 $1,147,000 $1,608,000 $423,000 $1,597,000 $404,000 $504,000 $729,000 $6,412,000

2045 $1,163,000 $1,630,000 $427,000 $1,610,000 $408,000 $511,000 $739,000 $6,488,000

2046 $1,179,000 $1,652,000 $431,000 $1,623,000 $412,000 $518,000 $749,000 $6,564,000

2047 $1,195,000 $1,674,000 $435,000 $1,636,000 $416,000 $525,000 $759,000 $6,640,000

2048 $1,211,000 $1,696,000 $439,000 $1,649,000 $420,000 $532,000 $769,000 $6,716,000

2049 $1,227,000 $1,718,000 $443,000 $1,662,000 $424,000 $539,000 $779,000 $6,792,000

2050 $1,243,000 $1,740,000 $447,000 $1,675,000 $428,000 $546,000 $789,000 $6,868,000

Total $30,330,000 $42,630,000 $11,670,000 $44,595,000 $11,100,000 $13,335,000 $19,320,000 $172,980,000
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Source: DMATS

Table: 8.14 Future Operations and Maintenance costs for transit systems

Years
Operations Vehicle Replacement

Total CostJule RTA Jule RTA

Growth Rates 3.00% 3.00% 3.00% 3.00%

2021 $3,313,000 $519,000 $567,000 $93,000 $4,492,000

2022 $3,410,000 $535,000 $584,000 $96,000 $4,625,000

2023 $3,507,000 $551,000 $601,000 $99,000 $4,758,000

2024 $3,604,000 $567,000 $618,000 $102,000 $4,891,000

2025 $3,701,000 $583,000 $635,000 $105,000 $5,024,000

2026 $3,798,000 $599,000 $652,000 $108,000 $5,157,000

2027 $3,895,000 $615,000 $669,000 $111,000 $5,290,000

2028 $3,992,000 $631,000 $686,000 $114,000 $5,423,000

2029 $4,089,000 $647,000 $703,000 $117,000 $5,556,000

2030 $4,186,000 $663,000 $720,000 $120,000 $5,689,000

2031 $4,283,000 $679,000 $737,000 $123,000 $5,822,000

2032 $4,380,000 $695,000 $754,000 $126,000 $5,955,000

2033 $4,477,000 $711,000 $771,000 $129,000 $6,088,000

2034 $4,574,000 $727,000 $788,000 $132,000 $6,221,000

2035 $4,671,000 $743,000 $805,000 $135,000 $6,354,000

2036 $4,768,000 $759,000 $822,000 $138,000 $6,487,000

2037 $4,865,000 $775,000 $839,000 $141,000 $6,620,000

2038 $4,962,000 $791,000 $856,000 $144,000 $6,753,000

2039 $5,059,000 $807,000 $873,000 $147,000 $6,886,000

2040 $5,156,000 $823,000 $890,000 $150,000 $7,019,000

2041 $5,253,000 $839,000 $907,000 $153,000 $7,152,000

2042 $5,350,000 $855,000 $924,000 $156,000 $7,285,000

2043 $5,447,000 $871,000 $941,000 $159,000 $7,418,000

2044 $5,544,000 $887,000 $958,000 $162,000 $7,551,000

2045 $5,641,000 $903,000 $975,000 $165,000 $7,684,000

2046 $5,738,000 $919,000 $992,000 $168,000 $7,817,000

2047 $5,835,000 $935,000 $1,009,000 $171,000 $7,950,000

2048 $5,932,000 $951,000 $1,026,000 $174,000 $8,083,000

2049 $6,029,000 $967,000 $1,043,000 $177,000 $8,216,000

2050 $6,126,000 $983,000 $1,060,000 $180,000 $8,349,000

Total $141,585,000 $22,530,000 $24,405,000 $4,095,000 $192,615,000

Source: DMATS

Table 8.15 Comparisons between revenue and cost for transit systems

Years
Transit systems

Revenue Cost (O&M) Revenue - Cost

2021 $4,664,000 $4,492,000 $172,000
2022 $4,740,000 $4,625,000 $115,000
2023 $4,816,000 $4,758,000 $58,000
2024 $4,892,000 $4,891,000 $1,000
2025 $4,968,000 $5,024,000 $56,000
2026 $5,044,000 $5,157,000 $113,000
2027 $5,120,000 $5,290,000 $170,000
2028 $5,196,000 $5,423,000 $227,000
2029 $5,272,000 $5,556,000 $284,000
2030 $5,348,000 $5,689,000 $341,000
2031 $5,424,000 $5,822,000 $398,000
2032 $5,500,000 $5,955,000 $455,000
2033 $5,576,000 $6,088,000 $512,000
2034 $5,652,000 $6,221,000 $569,000
2035 $5,728,000 $6,354,000 $626,000
2036 $5,804,000 $6,487,000 $683,000
2037 $5,880,000 $6,620,000 $740,000
2038 $5,956,000 $6,753,000 $797,000
2039 $6,032,000 $6,886,000 $854,000
2040 $6,108,000 $7,019,000 $911,000
2041 $6,184,000 $7,152,000 $968,000
2042 $6,260,000 $7,285,000 $1,025,000
2043 $6,336,000 $7,418,000 $1,082,000
2044 $6,412,000 $7,551,000 $1,139,000
2045 $6,488,000 $7,684,000 $1,196,000
2046 $6,564,000 $7,817,000 $1,253,000
2047 $6,640,000 $7,950,000 $1,310,000
2048 $6,716,000 $8,083,000 $1,367,000
2049 $6,792,000 $8,216,000 $1,424,000
2050 $6,868,000 $8,349,000 $1,481,000
Total $172,980,000 $192,615,000 $19,635,000
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Projects and Project Prioritization
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Introduction
Through the LRTP planning process, DMATS and its members have developed a 
list of projects designed to help the region achieve its vision for the future and 
address the 2050 LRTP goals and objectives.  This chapter first presents the full 
list of 2050 LRTP projects.  Second, it describes the process used to prioritize 
the projects and allocate limited funding to the highest priority projects. 
Finally, the chapter concludes with the final LRTP project funding schedule that 
will guide the MPO’s transportation investments over the next thirty years.    

DMATS LRTP Projects
Early in the planning process DMATS staff worked with the Technical Advisory 
Committee to create an initial list of projects, map their location, and develop 
cost estimates.  Project cost estimates are based on planning level construction 
and right of way cost estimates provided by city and county engineers and 
the state departments of transpiration.  As the process moved forward, the 
projects were evaluated using the DMATS travel demand model and the LRTP 
project ranking process.  The project list was revised based on this analysis, 
input form DMATS members, and public comments.  After several rounds of 

revisions, the final project list was presented to the DMATS Policy Board for 
approval.  The final list of 42 projects is provided in Table 9.1.  Project locations 
are mapped in Figure 9.1

The projects in Table 9.1 are organized on a corridor level.  Corridor level 
analysis allows DMATS to examine the collective impact of all projects on 
the transportation network while still providing a good understanding of the 
all components that make up the larger projects.  The total corridor-level 
cost of each project is broken out into seven classifications: Resurfacing, 
Reconstruction, Capacity Improvements, Bike and Pedestrian, ITS 
Improvements, and Right of Way.  

Projects are also organized by the jurisdiction responsible for the project 
(city or county) or are listed as region-wide projects.  This classification is for 
information purposes only.  The DMATS project prioritization process ranks 
projects based on their individual merits and does not consider the project’s 
sponsor as part of the ranking process.  

Southwest Arterial Groundbreaking
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Table continues on the next page

Project 
Number

Name From To Resurfacing Reconstruction Capacity 
Improvements

Bike & 
Pedestrian

Safety & 
Security

ITS improvements Right of Way TOTAL

CITY OF DUBUQUE

1 14th St Central Ave Sycamore St $0 $0 $10,780,000 $0 $0 $0 $1,800,000 $12,580,000

2 16th St Admiral Dr Elm St $0 $9,420,000 $8,000,000 $0 $0 $0 $0 $17,420,000

3 7th St Central Ave Star Brewery Dr $0 $2,760,000 $0 $120,000 $0 $0 $0 $2,880,000

4 Asbury Rd East University Ave John F Kennedy Rd $2,427,195 $10,587,600 $3,108,000 $4,896,000 $110,400 $1,782,600 $1,262,178 $24,173,972

5 Asbury Rd West John F Kennedy Rd Seippel Rd $1,856,864 $0 $593,691 $115,020 $0 $270,000 $123,472 $2,959,047

6 Bee Branch Bike/Ped 
Overpass

Bee Branch Creek over 
CP rail tracks

$0 $0 $0 $4,230,000 $0 $0 $0 $4,230,000

7 Cedar Cross Rd 725' E of Starlight Dr Lake Ridge Dr $0 $2,700,000 $0 $0 $120,000 $72,000 $400,000 $3,292,000

8 Central Ave 4th St 9th St $1,072,500 $0 $0 $100,000 $0 $0 $0 $1,172,500

9 Central Ave / White St 9th St 21st St $2,574,000 $0 $0 $6,000 $12,000 $186,000 $0 $2,778,000

10 Century Drive Sylvan Dr US Hwy 20 $0 $2,200,000 $0 $0 $0 $72,000 $25,600 $2,297,600

11 Chavenelle Rd Seippel Rd NW Arterial $0 $1,436,252 $0 $0 $0 $0 $0 $1,436,252

14 Grandview Ave 
Extension

32nd St NW Arterial $0 $0 $3,120,000 $0 $0 $0 $1,200,000 $4,320,000

17 John F Kennedy Rd US Hwy 20 NW Arterial $0 $0 $0 $77,760 $210,000 $325,880 $0 $613,640

18 Loras Blvd University Ave Alta Vista St $0 $0 $0 $88,800 $0 $0 $0 $88,800

20 Middle Rd Seippel Rd Radford Rd $0 $6,500,000 $6,500,000 $1,000,000 $0 $0 $1,000,000 $15,000,000

21 North Cascade Rd SW Arterial Catfish Creek Bridge $0 $4,974,008 $0 $0 $0 $0 $0 $4,974,008

22 NW Arterial US Hwy 20 Iowa Hwy 3 $0 $36,174,912 $30,000,000 $779,960 $0 $2,179,920 $0 $69,134,792

23 NW Arterial Bike/Ped 
Overpasses

At Pennsylvania Ave 
and Asbury Rd

$0 $0 $0 $2,400,000 $0 $0 $0 $2,400,000

27 Pennsylvania Ave University Ave Seippel Rd $6,531,782 $25,566,400 $2,448,000 $4,587,600 $36,000 $1,078,800 $725,692 $40,974,274

31 Rockdale Rd Key West Dr Old Mill Rd $0 $0 $6,228,834 $468,000 $0 $0 $2,516,090 $9,212,924

32 Seippel Rd Middle Rd Old Highway Rd $0 $0 $5,772,200 $0 $0 $0 $0 $5,772,200

33 STREETS Project DMATS area $0 $0 $0 $0 $0 $2,000,000 $0 $2,000,000

36 University Ave Asbury Rd Delhi St $0 $3,204,000 $7,320,000 $38,400 $12,000 $230,400 $3,227,194 $14,031,994

CITY OF ASBURY 

15 Hales Mill Rd / Asbury 
Rd Intersection

$3,000,000

DUBUQUE COUNTY

13 Frontage Rd Thunder Hills Rd Cottingham Rd $0 $5,000,000 $0 $0 $0 $0 $5,000,000

16 Heritage Trail Paving IA Highway 3 Dyersville $8,000,000 $0 $0 $0 $0 $0 $8,000,000

24 Oakland Farm Rd Military Rd Whitetop Rd $0 $3,500,000 $0 $0 $0 $0 $0 $3,500,000

34 Sundown Rd US Hwy 20 DMATS boundary $0 $3,000,000 $3,000,000

Table 9.1 LRTP Projects



119

9.  PROJECTS AND PROJECT PRIORITIZATIONDubuque Metropolitan Area Transportation Study  |  Long Range Transportation Plan 2050 

Project 
Number

Name From To Resurfacing Reconstruction Capacity Improvements Bike & 
Pedestrian

Safety & 
Security

ITS 
improvements

Right of Way TOTAL

REGION WIDE PROJECTS

25 Passenger Rail in 
Illinois

Rail from East Dubuque 
to Rockford

$0 $139,000,000 $0 $0 $0 $0 $0 $139,000,000

26 Passenger Rail in 
Iowa

Mississippi River 
Museum and CN track 
improvements

$0 $3,800,000 $0 $0 $0 $0 $0 $3,800,000

35 SW Arterial Trail US Hwy 20/Seippel Rd US Hwy 61/151 Old 
Davenport Rd.

$0 $0 $0 $3,000,000 $0 $0 $0 $3,000,000

38 US Hwy 20 Illinois US Hwy 20 and Barge 
Terminal Rd

$0 $620,000 $0 $0 $0 $0 $0 $620,000

39 US Hwy 20 
Improvements

Peosta Interchange Julien Dubuque Bridge $0 $0 $590,800,000 $0 $0 $0 $0 $590,800,000

41 US Hwy 20 Julien 
Dubuque Bridge

US 20 Julian Dubuque 
Bridge Replacement 
in IL

$0 $0 $241,056,000 $0 $0 $0 $0 $241,056,000

EAST DUBUQUE PROJECTS

12 Frentress Lake Rd Rail Overpass $0 $1,984,000 $0 $0 $0 $0 $0 $1,984,000

19 Menominee Ave 2nd St 6th St $576,600 $0 $0 $0 $0 $0 $0 $576,600

42 Wisconsin St/Illinois 
Hwy 35

Sinsinawa Ave Cherry Ln $43,400 $0 $0 $0 $217,000 $0 $0 $260,400

PEOSTA PROJECTS

13 Frontage Rd Enterprise Dr Cox Springs Rd $0 $0 $1,100,000 $0 $0 $0 $0 $1,100,000

28 Peosta Railroad 
Bike/Ped Overpass

at Maple Ridge Court $0 $0 $0 $1,500,000 $0 $0 $0 $1,500,000

29 Peosta to Heritage 
Trail Bike/Ped 
Improvements

City of Peosta Heritage Trail $0 $0 $0 $3,840,000 $0 $0 $0 $3,840,000

30 Peosta to SW 
Arterial Bike/Ped 
Improvements

City of Peosta Southwest Arterial $0 $0 $0 $4,500,000 $0 $0 $0 $4,500,000

37 US Hwy 20 Cox 
Springs Rd Overpass

at Cox Springs $0 $0 $4,000,000 $0 $0 $0 $0 $4,000,000

40 US Hwy 20 
Improvements at 
Dutch Lane Rd

at Dutch Lane Rd $0 $0 $10,000,000 $0 $0 $0 $0 $10,000,000

Table 9.1 LRTP Projects (Continued)
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Project Prioritization
Under the FAST Act the DMATS is required to produce financially constrained 
transportation plans. This means that the DMATS must identify its priorities for 
the expenditure of federal funds that it can reasonably be expected to have 
access to in the 30-year plan time frame. The prioritization process divides 
the projects into real projects and illustrative projects.  The DMATS Policy 
Board views real projects as its highest priority and has made a commitment 
of federal funds. Illustrative projects are those that are necessary to meet the 
transportation needs of the area in the future, but no funding sources have 
been identified.

DMATS staff have created a project ranking process that includes eight 
categories. Each category has a possible point total. The total number of 
points a project can be awarded is 1,000. Points are awarded in the Safety, 
Air Quality, Economic Impact II, Freight, and System Preservation categories 
are based on numeric values obtained from data analysis. Economic Impact I, 
Accessibility and Mobility, Local and Regional Impact, and Complete Streets 
categories are subjective. 

 To rank the projects, the DMATS Technical Advisory Committee (TAC) and 
DMATS Policy Board form a ranking subcommittee. The subcommittee 
members recommend rankings in the subjective categories based on the 
project's merits.  DMATS staff provide subcommittee members with project 
information and data analysis to determine the merit of the projects.  Staff 
will then provide the recommendations from subcommittee to TAC.  The 
TAC member’s recommendations are then provided to Policy Board for final 
approval.

Safety (125)
The safety analysis is a benefit cost ratio that compares the total cost of the 
project to the safety benefits created by the project. Points for safety are 
awarded based on a numerical formula that monetizes the benefits that result 
from the implementation of the project and divides the benefits by the total 
project cost.

Data sets required to run the analysis include total lifetime project cost, crash 
reduction factor, traffic volume, fatalities, major injuries, minor injuries, and 
property damage. Points are awarded based on the safety scoring criteria. 

Economic Impact (125)  
The economic analysis is 
designed to measure the local 
and regional economic impact 
of the proposed project. The 
economic impact component 
of the ranking process comes 
in two parts, each worth 62.5 
points.  The first component is 
intended to measure the long-
term impacts of the project.  
The second component 
measures the economic impact 
of jobs generated by the 
project.

ECONOMIC IMPACT I (62.5)
Ranking committee members will 
award points based on the project's 
long-term impacts on the regional 
economy and tourism.  Staff will 
provide project data for reference 
during the scoring process.  Points 
are awarded based on the Economic 
Impact I Scoring Criteria.

Safety Scoring Criteria
Benefit - Cost Ratio Points
<1.00 0
1.00-1.10 15
1.10-1.20 30
1.20-1.30 45
1.30-1.60 60
1.60-2.00 75
2.00-2.20 90
2.20-2.40 105
2.40+ 125

Economic Impact I Scoring Criteria
12 Points - Project promotes 
general economic development.
24 Points - Project specifically 
enhances or improves tourism.
36 Points - Project specifically 
improves or enhances movement of 
freight and services.
48 Points - Project improves or 
enhances movement of workers.
62.5 Points - Project improves 
access to jobs and business 
opportunities.
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ECONOMIC IMPACT II (62.5)
The Economic Impact II analysis will be performed using an input output (I\O) 
model.  The I\O model is an accounting of transactions among industries, 
governments, households, imports, and exports in the DMATS area.  The I\O 
model helps study the linkages between industries and in- situations in the 
area.  Knowledge of these linkages allows the modeler to calculate the direct, 
indirect, and induced economic impact of a project on the region.  For this 
ranking process, the I/O analysis will provide information on the long-term 
economic impact on the net change in jobs between 2020 and 2050.  Points will 
be awarded based on the total number of jobs the project will serve between 
base year (2020) and future year (2050).  The chart illustrates how the 62.5 
points are awarded to each project.  Points are awarded based on the Economic 
Impact II Scoring Criteria.

Economic Impact II Scoring Criteria
Number of Jobs served Points
> 300 60
201 to 300 45
101 to 200 30
< 100 15

System Preservation (125)
The system preservation component is based on impact of pavement roughness 
on vehicle speed (source: Highway Development and Management Model, 
Version 4 (HDM-4) report).  Points for system preservation are awarded based 
on current pavement condition, and current average annual daily traffic (AADT), 
current volume to capacity ratio and posted speeds.  The information for each 
of the previously mentioned categories is plugged into a formula and the point 
value is determined by where the formula solution fits into the points range.  
Below is an example of how the system preservation formula may be applied to 
a proposed project:

y =30.7368+1.0375x1-11.2421x2 +0.0062x3
2

RCI = 7.254 - 9.984 X log10 IRI
Y		  is the average highway speed (miles/h)
x1 		  is RCI
x2		   is the ratio of traffic volume to the total capacity of roadway
x3		   is the speed limit, in miles
IRI 		  is the International Roughness Index, in in/miles.
% difference = ((x3-Y)/ x3)*100

Local and Regional Impact (125)
The local and regional impact component will evaluate consistency with 
local planning documents, impacts on the local and regional transportation 
system, and the number of project sponsors (local governments) involved. 
Adopted planning document include a long-range transportation plan, 
comprehensive plan, capital improvements plan, or any other local, regional, 
or state planning document. Points are awarded based on the Local and 
Regional Scoring Criteria.

System Preservation Scoring Criteria
% difference Points
0-15% 30
15%-30% 60
30%-60% 90
60% -100% 120

Local and Regional Scoring Criteria
Q1 40 Points - Project will contribute to the local and regional 

transportation system.
Q2 40 Points - Proposed project involves more than one jurisdiction.
Q3 45 Points - Project improves access to other transportation 

facilities such as air, water, rail, multimodal, etc.
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Accessibility and Mobility (125)
The Accessibility and Mobility component is designed to measure 
improvements in land use accessibility and mobility for users of the 
transportation system resulting from the project. Accessibility and mobility 
points are awarded based on estimated reductions in congestion resulting from 
the project.

Data required for the analysis: existing AADT, existing capacity, future AADT, 
and future capacity.  The model calculates existing and future Volume/Capacity 
(V/C) ratios using the AADT and capacity data.  The model then calculates the 
percent change in V/C ratio.  Points are awarded based on the Accessibility and 
Mobility Scoring Criteria. 

Accessibility and Mobility Scoring Criteria
Percent Points
<-10% 0
-10 to -20% 25
-20 to -30% 50
-30 to -40% 75
-40 to -50% 100
>-50+ 125

Complete Streets (125)
This component is designed to measure how the project addresses the concept 
of complete streets. The complete streets concept stresses the provision of 
safe access for motorists, pedestrians, bicyclists, and transit users.  Points are 
awarded based on the Complete Streets Scoring Criteria.

Complete Streets Scoring Criteria
Q1 40 Points Project improves connectivity to bicyclists
Q2 40 Points Project improves connectivity to pedestrians
Q3 45 Points Project improves connectivity to transit users

Air Quality (125)
Points for air quality are awarded based on results of an air quality analysis 
conducted for the Iowa Clean Air Attainment Program.  The analysis provides 
a methodology for analyzing the environmental impact of a transportation 
project.  Data on corridor Vehicles Miles Traveled and Vehicles Hours Traveled 
are used to calculate emissions.  The amount of greenhouse gas (GHG) 
produced are calculated using this information.  Current corridor GHG emissions 
are compared with estimated GHG emissions after the improvements are made.  
The model estimates the percent change in GHG emissions resulting from the 
project.  Points are awarded based on the Air Quality Scoring Criteria.

Air Quality Scoring Criteria
Range Points
< -5% 0
-5 to -10 % 25
-10 to -12 % 50
-12 to -13 % 75
-13 to -15 % 100
> - 15% 125

Freight (125)
Travel Time Costs Savings is the monetized benefit of less time spent 
traveling on the roads.  The calculation of travel time savings is based on 
estimating the opportunity cost to the road-user of an alternative use of 
time.  Reduction in daily freight transportation cost is valued as the product 
of freight transportation cost per hour and the daily change in travel time or 
delay.  Transportation cost per hour of $30 is utilized for truck travel.  Travel 
time savings is valued as the product of hourly wages and changes in VHT.  For 
business related travel savings, daily travel time saving is annualized over 260 
working days.  Daily value of travel time savings is estimated as the product of 
traveler’s hourly wage and daily travel time savings.

Savings in value of Transportation = Hourly cost to utilize truck X Change in VHT 
X 260 days
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Project Prioritization Results  
Table 9.2 lists the results of the project prioritization analysis.  The DMATS LRTP 
is a fiscally constrained plan.  The project prioritization and the following future 
funding schedule are used to determine which projects are included in the fiscally 
constrained plan.  DMATS uses the project prioritization and project funding 

schedule specifically for the DMATS LRTP.  A project’s ranking does not carry 
over to project programming in the DMATS Transportation Improvement 
Program (TIP).  Projects included in the 2021-2025 TIP were not included in 
the ranking process, as funding has already been allocated to these projects.  
State DOT projects were not ranked, as DMATS does not provide funding for 
these projects.

PROJECT INFO DMATS LRTP RANKING

Rank Project Name From To Estimated 
Cost

SAFETY  
(125 

points)

ECONOMIC 
IMPACT I 

(62.5 points)

ECONOMIC 
IMPACT II 

(62.5 points)

SYSTEM
 PRESERVATION 

(125 points)

AIR 
QUALITY 

(125 points)

ACCESSIBILITY 
& MOBILITY 
(125 points)

LOCAL & 
REGIONAL IMPACT 

(125 points)

COMPLETE 
STREETS 

(125 points)

FREIGHT 
(125 

points)

TOTAL (1000 
POINTS)

IOWA PROJECTS

1 Pennsylvania Ave University Ave Seippel Rd $40,974,274 13 39 63 125 0 60 40 80 125 544

2 John F Kennedy Rd US Hwy 20 NW Arterial $613,640 52 51 63 125 0 60 40 125 21 536

3 NW Arterial US Hwy 20 Iowa Hwy 3 $69,134,792 13 63 63 125 0 60 40 125 0 488

4 Seippel Rd Middle Rd Old Highway Rd $5,772,200 13 51 30 125 0 30 80 125 12 466

5 7th St Central Ave Star Brewery Dr $2,880,000 13 63 63 125 0 30 40 80 0 413

6 Century Dr Sylvan Dr US Hwy 20 $2,297,600 13 39 63 125 0 0 40 125 1 405

7 STREETS Project DMATS area $2,000,000 13 63 15 125 125 20 40 0 0 401

8 North Cascade Rd SW Arterial Catfish Creek 
Bridge

$4,974,008 13 51 30 125 0 60 40 80 0 399

9 Asbury Rd West John F Kennedy Rd Seippel Rd $2,959,047 13 39 63 125 0 30 40 80 0 389

10 Loras Blvd University Ave Alta Vista St $88,800 13 39 63 125 0 30 40 80 0 389

11 Hales Mill Rd/ Asbury Rd Intersection Asbury Rd Radford Rd $3,000,000 13 39 15 125 0 0 125 0 70 387

12 Rockdale Rd Key West Dr Old Mill Rd $9,212,924 13 51 15 125 0 60 40 80 0 384

13 Middle Road Seippel Rd Radford Rd $15,000,000 13 39 45 125 0 30 40 80 0 372

14 Central Ave 4th St 9th St $1,172,500 13 51 63 125 0 0 40 80 0 371

15 Central Ave 9th St 21st St $2,778,000 13 51 30 125 0 30 40 80 2 370

16 Sundown Rd US Hwy 20 DMATS Boundary $3,000,000 13 51 15 125 0 30 0 0 125 359

17 Asbury Rd East University Ave John F Kennedy Rd $24,173,972 13 39 30 125 0 30 40 80 0 357

18 Grandview Ave Extension 32nd St NW Arterial $4,320,000 13 51 15 125 0 60 40 45 0 349

19 Bee Branch Bike/Ped Overpass Bee Branch Creek over CP 
rail tracks

$4,230,000 13 39 15 125 0 30 40 80 0 342

20 14th St Central Ave Sycamore St $12,580,000 13 27 15 125 0 30 40 80 0 330

21 Cedar Cross Rd 725' E of Starlight Dr Lake Ridge Dr $3,292,000 13 51 15 125 0 0 40 80 0 324

22 16th St Admiral Dr Elm St $17,420,000 13 15 63 125 0 30 0 45 0 290

23 NW Arterial Bike/Ped Overpasses  At Pennsylvania Ave and 
Asbury Rd

$2,400,000 13 27 15 125 0 30 0 80 0 290

24 Frontage Rd Thunder Hills Rd Cottingham Rd $5,000,000 13 51 15 125 0 0 40 45 0 289

25 SW Arterial Trail US Hwy 20/Seippel Rd US Hwy 61/151 Old 
Davenport Rd

$3,000,000 13 51 15 125 0 0 40 45 0 289

26 Paving Heritage Trail IA Hwy 3 Dyersville $8,000,000 13 24 15 125 0 30 40 0 0 247

27 Peosta to Heritage Trail Bike/Ped 
Improvements

Peosta Heritage Trail $3,840,000 13 24 15 125 0 30 0 0 0 207

28 Peosta to SW Arterial Bike/Ped 
Improvements

Peosta SW Arterial $4,500,000 13 24 15 125 0 30 0 0 0 207

29 Frontage Rd Enterprise Dr Cox Springs Rd $1,100,000 13 51 15 125 0 0 40 45 0 289

30 US Hwy 20 Cox Springs Rd Overpass at Cox Springs Rd $4,000,000 13 39 15 125 0 0 0 0 0 192

31 Peosta Railroad Bike/Ped Overpass at Maple Ridge Ct $1,500,000 13 0 15 125 0 30 0 0 0 183

32 Us Hwy 20 Improvements at Dutch Lane Rd $10,000,000 13 27 15 125 0 0 0 0 0 180

City of East Dubuque

1 Frentress Lake Rd Rail Overpass Rail Overpass $3,000,000 0 51 30 60 0 0 85 0 0 226

2 Menominee Ave 2nd St 6th St $576,600 0 14.5 15 30 0 0 0 45 0 105

Table 9.2 Project Prioritization Results
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DMATS Project Funding Schedule 
Based on the financial analysis presented in Chapter 8, the DMATS region 
will have and estimated $376 million to spend on roads, bridges and trails 
over 30 years.  The local transit systems will not have any additional funds 
for transit improvements.  Transit systems should secure funding through 
grant programs for capital improvement projects.  The financial analysis 
does not explicitly address other transportation modes such as bicycle, 
pedestrian and goods movement.  Although LRTP 2050 currently identifies 
specific projects in these categories, there are no dedicated funding sources 
for project development other than Transportation Alternative Program 
dollars for trails which will not be sufficient. Projects compete for the same 
funding sources identified in this analysis, particularly federal highway 
funds.  Bikeway and pedestrian improvements may also be incorporated in 
other highway or transit projects.

Staff used the project prioritization results in Table 9.2 and future funding 
projections detailed in Chapter 8 and to create a future funding schedule. 
The schedule allocates funding to projects based on priority ranking.  
Priority number one will receive funding, then priority two and so on down 
the list until all funds are allocated.  The schedule assumes a constant 4% 
annual project cost increase.  Future project cost calculations assume that 
the project will be constructed midway through the five-year period.  The 
final project funding schedule is displayed in Table 9.4.  Based on these 
projections, by 2050 DMATS will be able to fund projects ranked 1-22. 
DMATS includes these projects in is fiscally constrained plan and considers 
them to be the highest priority projects that have funds committed.  DMATS 
considers any remaining projects to be illustrative.  Illustrative projects 
will meet the needs of the region in the future but have no funding source 
committed.

Bike And Pedestrian and Bridge Projects 
The projects listed in the fiscally constrained plan include Transportation 
Alternative Program (TAP) and Bridge Replacement Program (BR) projects. 
DMATS is estimating $13.6 million in costs (today’s dollars) for bike and 
pedestrian improvements and projecting $6.9 million in TAP funding.  
DMATS is projecting $23.38 million in BR funds.  The DMATS project 
corridors include one new bridge and 12 existing bridges that are on federal 
aid eligible routes and maintained by local jurisdictions.  Figure 9.2 lists 
the number of bridges on LRTP project corridors.  The list includes several 
sizable bridge projects, including one on Rockdale Rd and two on NW 

Arterial that are over existing railroads, and the City of Dubuque’s proposed 
new bridge on 14th Street which is estimated at $12.5 million in today’s dollars.  
While bridge costs are combined with overall corridor reconstruction costs, 
there are enough sizable bridge projects included in the project list to justify 
the inclusion of BR funding in the financial projections.

Project Name Location (From To)
No of 
Bridge 
Structures

Existing bridges on projects listed as real
Chavenelle 
Road Seippel Rd to NW Arterial (IA 32) 1

NW Arterial US Hwy 20 to Iowa Hwy 3 4
Rockdale Rd Key West Dr to Old Mill Rd 1
Hales Mill Rd Asbury Rd to Derby Grange Rd 2
Cedar Cross Rd 725' E of Starlight Dr to Lake Ridge Dr 1
Seippel Rd Middle Rd to Old Highway Rd 1
14th St Central Ave to Sycamore St 2
TOTAL 12
New bridges on projects listed as real
14th St Central Ave to Sycamore St 1

Table 9.3 Bridges Included in the Fiscally Constrained Plan
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Rank Project Name To & From Estimated Cost 2021-2025 2026-2030 2031-2035 2036-2040 2040-2045 2045-2050
FY 2021-2025 TIP Projects

SW Arterial US HWY 20 US Hwy 151/61 $2,600,000 $2,600,000
STREETS Project Admin Dubuque Metro Region $66,000 $66,000
NW Arterial US 20 UA 20 to IA 3 $4,431,420 $4,431,420
Oakland Farm Rd North Cascade to Military Rd $3,000,000 $3,000,000
Swiss Valley Rd Bridge Military Rd West 1.5 mi $320,000 $320,000
University Ave Asbury Rd Delhi $14,031,994 $14,031,994
Chavenelle Road Seippel Road NW Arterial (IA 32) $1,436,252 $1,436,252

Old Hales Mill Rd Asbury rd to City limits $1,000,000 $1,000,000
Iowa Projects

1 Pennsylvania Ave University Ave Seippel Rd $40,974,274 $40,974,274
2 John F Kennedy Rd US Hwy 20 NW Arterial $613,640 $613,640
3 NW Arterial US Hwy 20 Iowa Hwy 3 $69,134,792 $6,751,420 $72,730,000
4 Seippel Rd Middle Rd Old Highway Rd $5,772,200 $8,544,266
5 7th St Central Ave Star Brewery Dr $2,880,000 $4,263,104
6 Century Dr Sylvan Dr US Hwy 20 $2,297,600 $3,401,009
7 Phase II Smarter Travel DMATS area $2,000,000 $2,960,489

8 North Cascade Rd SW Arterial Catfish Creek Bridge $4,974,008 $7,362,747

9 Asbury Rd West John F Kennedy Rd Seippel Rd $2,959,047 $4,380,113
10 Loras Blvd University Ave Alta Vista St $88,800 $131,446
11 Hales Mill / Asbury Rd Int. Asbury Rd Radford Rd $3,000,000 $4,440,733
12 Rockdale Rd Key West Dr Old Mill Rd $9,212,924 $13,637,377
13 Middle Rd Seippel Road Radford Rd $15,000,000 $17,358,717 $5,894,619
14 Central Ave 4th St 9th St $1,172,500 $2,111,606
15 Central Ave / White St 9th St 21st St $2,778,000 $5,003,021
16 Sunndown Rd US Hwy 20 DMATS Boundary $3,000,000 $5,402,831
17 Asbury Rd East University Ave JFK $24,173,972 $41,817,924 $2,090,252

18 Grandview Avenue Extension 32nd St NW Arterial $4,320,000 $9,465,652

19 Bee Branch Bike Overpass
Bee Branch Creek over CP Rail tracks $4,230,000 $9,268,451

20 14th St Central Av Sycamore St $12,580,000 $27,564,329
21 Cedar Cross Rd 725' E of Starlight Dr Lake Ridge Dr $3,292,000 $5,591,315 $1,973,243
22 16th St Admiral Dr Elm St $17,420,000 $45,678,757
23 NW Arterial Bike/Ped Overpass  At Penn. Ave & Asbury Rd $2,400,000

24 Frontage Rd Thunder Hills Rd Cottingham Rd $5,000,000

25 SW Arterial Trail US Hwy 20 / Seippel Rd US 61/151 / Old Davenport Rd $3,000,000

26 Heritage Trail Paving Iowa Hwy 3 Dyersville $8,000,000

27 Peosta to Heritage Trail Bike/Ped Peosta Heritage Trail $3,840,000

28 Peosta to SW Arterial Bike/Ped Peosta SW Arterial $4,500,000
29 Frontage Rd Enterprise Dr Cox Springs Rd $1,100,000
30 US Hwy 20 Overpass at Cox Springs $4,000,000

31 Peosta Bike/Ped Overpass at Maple Ridge Ct $1,500,000

32 US Hwy 20 Improvements at Dutch Lane Rd $10,000,000

TOTAL $75,225,000 $72,730,000 $66,480,000 $60,230,000 $53,980,000 $47,652,000
Funding Available (Federal + 

Local) $75,225,000 $72,730,000 $66,480,000 $60,230,000 $53,980,000 $47,652,000

Rank Project Name To & From Estimated 
Cost

Illinois Projects

1
Frentress 
Lake Rd Rail 
Overpass

Frentress Lake DrRail Crossing $3,000,000

2 Menominee 
Ave 2nd St 6th St $576,600

Iowa DOT Projects
US 20 
Improvements

NW Arterial 
Intersection $5,000,000

Passenger Rail 
in Iowa

Mississippi 
River Museum 
and CN track 
improvements

$3,800,000

US Hwy 20 
Julien Dubuque 
Bridge

US 20 Julian 
Dubuque Bridge 
Replacement 
in IL

$241,056,000

US Hwy 20 
Improvements

Peosta 
Interchange

Julien 
Dubuque 
Bridge

$590,800,000

Illinois DOT Projects
Passenger Rail 
in Illinois Rockford East 

Dubuque $139,000,000

Wisconsin St/
Illinois Hwy 35 Sinsinawa Ave Cherry Ln $260,400

US Highway 20 Julien Dubuque 
Bridge 

DMATS 
Boundary $243,771,000

TIP 

Real

Illustrative

Table 9.4 DMATS Project Funding Schedule
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Introduction
Development of the LRTP gives DMATS the opportunity to consult with 
environmental agencies and analyze environmental impacts resulting from 
project recommendations. The LRTP is an initial step in identifying impacted 
areas and adjusting project alignments to minimize impacts on natural 
resources. The LRTP also allows DMATS, as the project sponsor, to make 
informed decisions when setting project priorities for the area. The result is a 
transportation plan that not only minimizes negative impacts on the natural 
environment, but that is ultimately more efficient, timely, and cost-effective.

Environmental Justice
Federal Executive Order 12898 sets out requirements for transportation and 
Environmental Justice. The intent is to demonstrate that minority and low-
income communities will not be disproportionately affected in an adverse 
manner under the transportation plan. Environmental justice requirements 
also address public involvement, and these requirements are satisfied under 
DMATS’s Public Participation Plan, and the steps taken for the LRTP public 
involvement effort.

Environmental Justice is a concept intended to avoid the use of federal funds 
for projects, programs, or other activities that generate disproportionate or 
discriminatory adverse impacts on minority or low-income populations. This 
effort is consistent with Title VI of the 1964 Civil Rights Act and is promoted by 
the U.S. Department of Transportation (USDOT) as an integral part of the long-
range transportation planning process.  The environmental justice assessment 
incorporated in the LRTP update is based on three basic principles, derived 
from guidance issued by the USDOT:

•	 The planning process should minimize, mitigate, or avoid environmental 
impacts (including economic, social, and human health impacts) that affect 
minority and low-income populations with disproportionate severity.

•	 The benefits intended to result from the transportation planning process 
should not be delayed, reduced, or denied to minority and low-income 
populations.

•	 Any community potentially affected by outcomes of the transportation 
planning process should be provided with the opportunity for complete 
and equitable participation in decision-making.

Environmental Justice principles apply to all programs, policies, and activities, 
including:

•	 Transportation planning decisions, including policy decisions and funding 
decisions.

•	 Environmental review associated with project development and the 
National Environmental Policy Act, or NEPA.

•	 Preliminary design and final design engineering of projects.

•	 Right-of-way, construction; and Maintenance and operations.

Environmental Justice applies not only to Federal agencies, but to all agencies 
and sub-recipients that receive Federal funds, or have actions approved by 
the FHWA or FTA. As part of this LRTP update, DMATS staff identified the 
geographic distribution of low-income and minority populations in order 
to assess the effects of various transportation investments in the plan. This 
update to the LRTP also includes analysis of the elderly population.

Figure 10.1 NEPA Document Decision Process
Source: U.S. Environmental Protection Agency
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National Environmental Policy Act (NEPA)
The National Environmental Policy Act (NEPA) is the project development 
process for federally funded projects that balance transportation decision 
making with the potential impacts on the human and natural environment and 
the public's need for safe transportation. Transportation projects go through 
several steps from conception to implementation. 

The considerations and recommendations made during the planning process 
are preliminary in nature. Detailed environmental analysis conducted through 
the National Environmental Policy Act (NEPA). NEPA requires the examination 
and avoidance of potential impacts to the social and natural environment when 
considering approval of proposed transportation projects. 

All federal aid projects need to go through go through NEPA process and 
disclose any environmental consequences and evaluate alternatives that would 
avoid or lessen the project’s impacts. More details on NEPA can be found at 
https://www.epa.gov/laws-regulations/summary-national-environmental-policy-
act.

Levels of Environmental Analysis
Transportation projects vary in type, size, complexity, and potential to affect 
the environment. Transportation project effects can range from minor to 
significant impacts on the natural and human environment. To account for the 
variability of project impacts, three basic “classes of action” are allowed, which 
determine how compliance with NEPA is carried out and documented. This 
decision-making process is shown in Figure 10.1.

•	 An environmental impact statement (EIS) is prepared for projects where it 
is known the action will have a significant effect on the environment.  
An environmental assessment (EA) is prepared for actions for which the 
significance of the environmental impact is not clearly established. Should 
environmental analysis and interagency review during the EA process find 
a project to have no significant impacts on the quality of the environment, 
a finding of no significant impact (FONSI) is issued. If significant issues are 
found, an EIS is prepared. 

•	 Categorical exclusions are issued for actions that are not individually or 
cumulatively significantly affecting the environment.

Linking Planning and NEPA
Transportation projects go through several steps from conception to 
implementation. The considerations and recommendations made during the 

planning process are preliminary in nature. Detailed environmental analysis 
conducted through the NEPA does not apply to long range transportation plans. 
With exceptions for regional ambient air quality, offsetting environmental 
impacts during the long-range planning process is not required.

While detailed environmental analysis is not required, it is important to consult 
with environmental resource agencies during the development of an LRTP. This 
interagency consultation provides an opportunity to compare transportation 
plans with environmental resource plans and develop a discussion on potential 
environmental mitigation activities, areas to provide the mitigation and 
activities that may have the greatest potential to restore and maintain the 
environment.

Detailed environmental analysis of individual transportation projects occurs 
later in the project development process as the improvement approaches 
the preliminary engineering stage. At this stage, project features may be 
narrowed and refined, and the environmental impacts and environmental 
mitigation strategies can be appropriately ascertained. Typically, a variety of 
environmental documentation, permit and mitigation needs are identified, and 
environmental findings are closely considered and evaluated. However, special 
environmental concerns may differ widely by project and location. 

As environmental studies are conducted and undergo public and interagency 
review, needed mitigation plans are specified and committed to within the 
environmental documents on a particular transportation project or activity. 
Environmental management systems are then used to monitor and ensure 
compliance with the environmental mitigation commitments.

Environmental Impact Screening
A preliminary environmental impact screening can identify potentially serious 
impacts that could delay or completely shut down a project. Identifying 
such issues in the early planning stages provides local governments with the 
opportunity to avoid or mitigate undesirable environmental impacts through 
modification or elimination of the project. Early “fatal flaw” analysis of this 
type helps reduce the possibility that subsequent, more detailed analyses will 
uncover unexpectedly serious environmental impacts. This approach helps 
reduce the risks that are inherent in transportation planning process and helps 
ensure that local governments do not waste time and resources unnecessarily.

Since the transportation planning activities of DMATS are regional in scope, 
this environmental mitigation discussion does not provide a detailed analysis 
of individual projects within the LRTP, but rather offers a summary of the 

https://www.epa.gov/laws-regulations/summary-national-environmental-policy-act
https://www.epa.gov/laws-regulations/summary-national-environmental-policy-act
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potential impacts on environmentally sensitive areas.  DMATS conducts this 
analysis to identify conflicts between planned projects and environmentally 
sensitive areas. The analysis process is an effort to minimize negative effects 
that a project can have on environmentally sensitive areas.

Once a few critical decisions are made, constraints on roadway cross-sections 
and alignments (due to safety factors and design criteria) limit opportunities to 
avoid or reduce these negative impacts.

Sidewalks and bicycle facilities are much more limited in the magnitude of 
their environmental and community impacts, due to smaller cross-sections 
and greater flexibility in design. Furthermore, pedestrian and bicycle facilities 
are most often built-in conjunction with roadway facilities and have only 
marginal environmental impacts beyond those of the roadway itself. Bicycle 
and pedestrian travel are inherently less disruptive to the environment than 
travel by automobile, especially with respect to air pollution, noise, and energy 
consumption.

Most of the transit elements in the DMATS are associated with bus route and 
service expansions, which typically involve no new construction and have 
minimal negative impacts on either natural or man-made environments. In 
general, transit impacts tend to be positive, in that increased service tends 
to reduce vehicle miles traveled (VMT) and typically improves accessibility in 
disadvantaged neighborhoods. It is difficult to identify environmental impacts 
for these facilities in the context of this DMATS update. Specific studies are 
needed to assess the impacts of these transit systems.

The following discussion is divided into two parts. The first focuses on overall 
impacts to the natural and social environments. The second section addresses 
specific issues related to environmental justice.

Environmental Consultation & Mitigation
DMATS is committed to minimizing and mitigating the negative effects of 
transportation projects on the natural and built environments in order to 
preserve our quality of life. In doing so, DMATS recognizes that every project 
will not require the same type or level of mitigation. Some projects, such 
as new roadways and roadway widening, involve major construction with 
considerable earth disturbance.  Others, like intersection improvements, street 
lighting, and resurfacing projects, involve minor construction and minimal, 
if any, earth disturbance. The mitigation efforts used for a project should 
depend on the severity of the expected impact on an environmentally sensitive 
area. DMATS uses the following three-step process to determine the type of 

mitigation strategy to apply for any given project:

•	 Identify and confirm environmentally sensitive areas throughout the 
project study area.

•	 Determine how and to what extent transportation projects will affect these 
environmentally sensitive areas.

•	 Develop and review appropriate mitigation strategies to lessen the impact 
of these projects on the environmentally sensitive areas.

To effectively mitigate environmental impacts, it is essential to know how 
federal regulations define mitigation:

•	 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 and 
its implementation.

•	 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. (Source: 40 CFR 1508.20)

An ordered approach to mitigation, known as “sequencing,” involves 
understanding the affected environment and assessing transportation effects 
throughout project development. Effective mitigation starts at the beginning of 
the environmental process, not at the end. Mitigation must be included as an 
integral part of the alternative’s development and analysis process.

SEQUENCING:

•	 AVOID
•	 MINIMIZE
•	 REPAIR/RESTORE
•	 REDUCE OVER TIME
•	 COMPENSATE
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FHWA’s mitigation policy states: “Measures necessary to mitigate adverse impacts will be incorporated into the action and are eligible for Federal funding when 
the Administration determines that:

•	 The impacts for which mitigation is proposed actually result from the Administration action; and

•	 “The proposed mitigation represents a reasonable public expenditure after considering the impacts of the action and the benefits of the proposed mitigation 
measures. In making this determination, the Administration will consider, among other factors, the extent to which the proposed measures will assist in the 
compliance with a Federal statute, Executive Order, or Administration regulation or policy.” (Source: 23 CFR 771.105(d))

The table 10.1 below details mitigation activities and measures that should be considered when dealing with environmental impacts. Many of the measures are 
considered by the MPO during the project development phase. Measures considered include construction of sidewalks and bicycle lanes, design modifications to 
reduce community impacts, and request noise barriers and landscaping to reduce audio and visual impacts.

Impacts Mitigation Measures

Air Quality
•	 Designate pedestrian/transit-oriented development areas 
•	 Develop project that will reduce delay and over all Vehicles hours Traveled (VHT) in the metro area

Cultural Resources

•	 Design modifications to avoid area 
•	 Relocation of historical property Design modification
•	 Landscaping to reduce visual impacts Photo documentation
•	 Historic archival recording to present historic information to the public

Neighborhoods and communities, cultural resources, 
homes, and businesses

•	 Minimize noise impact with sound barriers 
•	 Prevent the spread of hazardous materials with soil testing, well water tests and treatment 
•	 Avoid or minimize impact altogether

Environmental Justice Communities •	 Property Owners paid fair market value for property acquired Residential and commercial Relocation

Farmland
•	 Protect one to one farmland acre for every acre converted 
•	 Agricultural conservation easement on farmland Compensation

Wetlands and water resources including streams, lakes, 
and watersheds

•	 Realign roadway corridors to avoid aquatic resources. Replace or restore wetlands.
•	 Bridge sensitive areas instead of laying pavement directly onto the ground. Improve storm water 

management for construction and operation of facilities and development associated with projects. 
•	 Make perpendicular crossings of streams and riparian buffers rather than lateral encroachments. 
•	 Restore streams and/or stream buffers. Protect, improve, and repair resources through Preservation, 

Enhancement and Restoration programs and projects

Table 10.1 Mitigation Activities and Measures
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Endangered and Threatened Species

•	 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 exist inhabitants
•	 Modifications of land use
•	 Restrictions on land use

Noise
•	 Depressed roads 
•	 Noise barriers 
•	 Planting trees 

Park Impacts
•	 Construct bike/pedestrian pathways
•	 Replace impaired functions

Table 10.1 Mitigation Activities and Measures (Continued)

Definition of Minority: A minority person is defined as a person who identifies 
with the following ethnic groups:

•	 Black (having origins in any of the black racial groups of Africa)

•	 Hispanic (of Mexican, Puerto Rican, Cuban, Central or South American, or 
other Spanish culture or origin, regardless of race)

•	 Asian American (having origins in any of the original peoples of the Far 
East, Southeast Asia, the Indian subcontinent, or the Pacific Islands)

•	 American Indian and Alaskan Native (having origins in any of the original 
people of North America and who maintains cultural identification through 
tribal affiliation or community recognition).

Definition of Low Income: Title VI defines low-income as a person whose 
household income (or in the case of a community or group, whose median 
household income) is at or below the U.S. Department of Health and Human 
Services poverty guidelines. The guidelines are defined by household size.

Definition of Limited English Proficiency: Under Title VI of the Civil Rights Act 
of 1964, individuals who do not speak English as their primary language and 
have a limited ability to read, write, or speak English are entitled to langue 
assistance where language barriers may otherwise prohibit people who are 
Limited English Proficient (LEP) from obtaining service or information relating 
to service and programs, and may limit participation in the transportation 
planning process.

Typical measures to assist those needing language assistance include but 
are not limited to providing translated documents, opportunities to have 
interpreters present at meetings and public hearings. DMATS projects should 
take into projects the impact of improvements on LEP population and make 
necessary agreements to update them and seek their input.
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Analysis
DMATS staff performed a qualitative screening of assess the potential 
environmental impacts of the roadway projects recommended for 
inclusion in the DMATS 2050 LRTP. This analysis consisted of overlaying 
project locations and sensitive natural and social resource locations.  
Any proposed project determined to encroach on a sensitive area is 
identified. The nature and degree of conflict determines the level of 
impact assessed. For example, a road widening is typically assumed to 
be less disruptive to the natural environment than a comparable project 
on new alignment. On the other hand, widening may be more disruptive 
than a new facility in terms of community impacts, which depend on 
available right-of-way, alignment, type of development, and other factors.  
DMATS staff assigned buffer distances to corridors based on the table 
10.2 below.  

Table 10.2 Corridor Types and Buffer Distance

Corridor Type Buffer 
Distance

Southwest Arterial 800 ft

Principal Arterials with posted speeds 40 mph or greater 600 ft
Principal Arterials with posted speeds less than 40 mph 400 ft
All other Corridors 200 ft

Right of Way

•	 The amount of existing footprint used for the project. The Impact of the 
project will be minimal when the right of way requirements are minimal.

Environmental

•	 500 – Year – Flood Plain

•	 100 – Year - Flood Plain

•	 Underground Storage Tanks

•	 Conservation Rec Lands / Parks

Maps 8.4 – 8.10 show the environmental analysis for transportation projects 
included in the fiscally constrained LRTP. This analysis is meant to provide an 
idea on environmental impacts in 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. Table below provides a planning level 
environmental analysis of LRTP projects.

Since this is a system-wide, planning-level screening, no formal field 
investigation was conducted, and screening was performed on those features 
for which GIS coverage was available. The assessments also took into account 
any recent studies that had been done for individual projects. As project 
specific plans are further refined, more precise environmental assessments 
may be necessary. For some of the projects in the LRTP, environmental studies 
based on federal guidelines are already underway or completed.

Each matrix rates the impacts of every project completed in that time period. 
Impacts in the following categories are assessed, based on project and 
environmental features mapping:
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MAP NO Analysis Elements Impact

10.1 Floodplain
500-year Flood Plain

Resurfacing, Restoration, or Rehabilitation projects have a high chance of getting 
Categorical Exclusion (CE). Capacity Improvements need to go through NEPA process.100- year Flood Plain

Floodwall Protected

10.2 Environmental 
Sensitive Areas

Conservation Recreation lands & Public lands Resurfacing, Restoration, or Rehabilitation projects have a high chance of getting 
Categorical Exclusion (CE). Capacity Improvements need to go through NEPA process.Underground Storage Tanks

10.3 Social Facilities

School

Resurfacing, Restoration, or Rehabilitation projects have a high chance of getting 
Categorical Exclusion (CE). Capacity Improvements need to go through NEPA process.

Cemetery
Hospital
Religious Facilities

10.4 Poverty Household Income by block groups

The average Household size in the Dubuque metro area is 2.51 person per household. The 
Very Low Income (VLI) for household size of 2.5 people to be eligible for vouchers from 
Housing authority is $35,500 in Dubuque region. The analysis took into consideration 
households with income level less than $40,000 as low income and poverty.

Most of the Households in poverty are located within downtown Dubuque, John F 
Kennedy Road and in Key west. Projects in these areas need to take this into consideration 
while going through NEPA process.

10.5 Minority 
Population

Percentage of Minority population within a block 
group.

The percentage of Minority population is calculated by block group. Projects in areas that 
has more than 10% minorities need to be given more attention and provide provision for 
seeking their input.

Block groups with 10% or more minorities are located within downtown Dubuque, 
University Ave and on Pennsylvania Ave. Projects in these areas need to take this into 
consideration while going through NEPA process.

10.6 Limited English 
Proficiency

Percentage of Minority population within a block 
group.

The percentage of Limited English Proficiency (LEP) population is calculated by block 
group. Projects in areas that has more than 5% LEP population need to do special 
accommodations to seeking their input.

There are no block groups with 5% or more LEPs in the metro area. The most predominant 
LEPs are located within downtown Dubuque area.

Table 10.3 Planning Level Environmental Analysis of LRTP Projects
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Map 10.1 Projects in Relation to Floodplain
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Map 10.2 Projects in relation to 
Environmental Sensitive Areas
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Map 10.3 Projects in relation to 
Environmental Social Facilities
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Map 10.4 Projects in relation to 
Household Income
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Map 10.5 Projects in relation to Minority 
Population
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Map 10.6 Projects in relation to Limited 
English Proficiency
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Potential project impacts (if any) are classified as “Minor,” “Moderate,” or 
“Major” for each of the above categories. This determination is based on a 
combination of objective and subjective criteria. For example, impacts are 
generally considered less severe if the project involves widening or other 
improvements along an existing roadway, as opposed to construction on new 
alignment. The following guidelines were used to rate project impacts in this 
screening process:

Minor Impacts

•    Road widening with single small creek crossing

•    Road widening near sensitive area

Moderate Impacts

•    Road widening with multiple creek crossings

•    Road widening through sensitive area

•    New alignment with single small creek crossing

•    New alignment near sensitive area

Major Impacts

•    New alignment along stream

•    New alignment with multiple stream crossings

•    New alignment through sensitive area

•    Road widening or new alignment with numerous impacts
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ROW 

Resurfacing Reconstruct
ion

Capacity 
Improvemen

ts

Bike & 
Pedestrian

Safety & 
Security

ITS 
improvemen

ts

Right of 
Way

IOWA PROJECTS
1 Pennsylvania Ave University Ave Seipple Rd x x x x x x x 75% - 100% Y N N N N N N N N N N Minor

2 JFK Rd US 20 NW Arterial x x x 75% - 100% Y N N N N N N N N N N Minor

3 NW Arterial US 20 US 52 x x x 75% - 100% Y Y N N N N N N N N N Moderate
4 Seipple rd. Middle Rd Old highway rd. x 75% - 100% N Y N N N N N N N N N Minor
5 Seventh St Central Ave Star Brewery Dr x x 75% - 100% N N Y N N N N N Y Y Y Major

6 Century Drive Sylvan Dr US Hwy 20 x x x 75% - 100% N N N N N N N N N N N Minor

7 Phase II Smarter Travel DMATS area x 75% - 100% N N N N N N N N Y Y Y Minor

8 North Cascade Road SW Arterial Catfish Creek Bridge x 75% - 100% Y N N N N N N N N N N Minor

9 Asbury Rd West JFK Seipple Rd x x x x x 75% - 100% N N N N N N N N N N N Minor

10 Loras Boulevard University Ave Alta Vista St x 75% - 100% N N N N N N N N N N N Minor

11
Improvements to Hales Mill/ 
Asbury and Radford intersection Asbury Rd Radford Rd x x 25% - 50% N N N N N N N N N N N Moderate

12 Rockdale Rd Key West Dr Old Mill Road x x x 75% - 100% N N N N N N N N N N N Minor

13 Middle Road Seippel Road Radford Road x x x 75% - 100% N N N N N N N N N N N Minor

14 Central Avenue 4th 9th x x 75% - 100% N N N N N N N N Y Y Y Minor

15 Central Ave 9th 21st x x x x 75% - 100% N N N N N N N N Y Y Y Minor

16 Sunndown Rd US 20 DMATS Boundary x 75% - 100% N N N N N N N N N N N Minor

17 Asbury Rd East University Ave JFK x x x x x x x 75% - 100% N N N N N N N N N N N Minor

18 Grandview Avenue Extension 32nd Street N.W. Arterial x x 0% - 25% N N N N N N N N N N N Minor

19 Bee Branch Bike Overpass x 0% - 25% N N N N N N N N Y Y Y Minor

20 14th Street Central Avenue Sycamore Street x x 50% - 75% N N Y N N N N N Y Y Y Minor

21 Cedar Cross Rd 725' E of Starlight Dr Lake Ridge Dr x x x x 75% - 100% N N N N N N N N N N N Minor

22 16th Street Project Admiral Dr Elm St x 75% - 100% N N N N N N N N Y Y Y Minor

23 Pedestrian Overpass x x 0% - 25% N N N N N N N N N N N Minor

24 Frontage Rd Cox Springs Rd Swiss Valley Rd x x 0% - 25% Y N N N N N N N N N N Moderate

25 SW Arterial Trail US20/Seipple Rd US 151/61/Old 
Davenport rd. x 75% - 100% N Y N N N N N N N N N Minor

26 Paving Heritage Trail IA 3 Dyersville x 75% - 100% N Y N N N N N N N N N Minor

27 Bike & Pedestrian Trail Peosta Heritage Trail x 0% - 25% N N N N N N N N N N N Minor

28 Bike & Pedestrian Trail Peosta Southwest Arterial x 0% - 25% N Y N N N N N N N N N Minor

29 Frontage Rd Adrina Enterprise x x 0% - 25% N Y N N N N N N N N N Minor

30 HWY 20 Overpass at Cox Springs x x 25% - 50% N Y N N N N N N N N N Minor

31 Pedestrian Overpass over CN 
Railroad 

at Maple Ridge Court x x 25% - 50% N N N N N N N N N N N Minor

32 HWY 20 Improvements at Dutch Lane x x 25% - 50% N N N N N N N N N N N Minor

City of East Dubuque

1 Frentress Lake Rd Rail 
Overpass

Frentress Lake Dr Rail Crossing x x 50% - 75% N N N N N N N Minor

2 Menominee Ave 2nd St 6th St x 75% - 100% N N N N N N N Minor

Iowa DOT Projects

US 20 Improvements NW Arterial Intersection x x x x x 60% - 70% N N N N N N N N N N N Minor

Passenger Rail in Iowa x x x x x 50% - 75% N N N N N N N N Y Y Y Minor

US Hwy 20 Julien Dubuque 
Bridge x x x x x x x 75% - 100% N N N Y N N N N Y Y Y Major

US Hwy 20 Improvements Peosta Interchange Julien Dubuque Bridge x x x x x x x 0% - 25% Y Y N N N N N N N N N Moderate

Illinois DOT Projects

Passenger Rail in Illinois Rockford East Dubuque x x x x x 75% - 100% N N N N N N N N N N N Minor

US Highway 20 Julien Dubuque Bridge DMATS Boundary x x x x x x x 75% - 100% N N N Y N N N N N N N Major

Wisconsin St/Illinois Hwy 35 Sinsinawa Ave Cherry Ln x 75% - 100% N N N N N N N Minor

Religious 
Facilities Schools

Minority- 
Population > 

20%

Low-Income 
< $30,000

Low English 
Proficiency 

> 2.5%

Project 
Number Project Name From To

Description / Extents

US 20 Julian Dubuque Bridge Replacement in IL

Overall 
Impact

 At Pennsylvania Ave and Asbury rd.

Undergroun
d Storage 

Tanks

BEE Branch Creek over CP Rail tracks

Percentage 
on Existing 
Foot print

Mississippi River Museum and CN track 
improvements

Project Information Natural Environment Social Environmental Justice

500-Year-
Floodplain

100-Year-
Floodplain

Conservatio
n Rec Lands 

/ Parks
Cemetery Hospital

This analysis is used to adjust or refine proposed roadway alignments to minimize 
possible environmental impacts. The screening process allows early identification 
of impacts and areas of uncertainty that will need to be investigated more as a 
particular project moves forward through detailed planning and design.

The data used for the screening analysis is obtained through IADOT and local 
government databases (City of Asbury, City of Dubuque, City of Peosta, and 
Dubuque County), and agency resource consultation.
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Consultation
Several Federal, State, Tribal, and local government agencies were notified when the draft LRTP document was available for review and comment. Feedback on 
topics relevant to their field of expertise was requested. Agencies notified include the following:

City of Dubuque Historic Preservation Commission Iowa Department of Veterans’ Affairs
City of Dubuque Leisure Services Iowa Department on Aging
City of Dubuque Planning & Zoning Iowa Economic Development Authority
Clark University Iowa Homeland Security and Emergency Management
Dubuque County Zoning Iowa Northland Regional Transit Commission
Dubuque County Conservation Iowa Tourism Board
Dubuque County Emergency Management Iowa Utilities Board
Dubuque County REAP Committee Iowa Workforce Development
Friends of Dubuque County Conservation Board Jo Daviess County Conservation
Grant County Conservation Loras Collage
Iowa Department for the Blind Northern Iowa Community College
Iowa Department of Agriculture and Land Stewardship Office of the State Archaeologist
Iowa Department of Cultural Affairs Sac & Fox Tribe of the Mississippi
Iowa Department of Education State Historical Society of Iowa
Iowa Department of Human Rights Transit Advisory Committee
Iowa Department of Human Services Travel Dubuque
Iowa Department of Natural Resources U.S. Army Corps of Engineers, Rock Island District
Iowa Department of Public Health U.S. Department of Agriculture – Natural Resources Conservation Service
Iowa Department of Public Safety U.S. Department of the Interior Bureau of Indian Affairs, Midwest Regional Office
Iowa Department of Transportation, District 2 U.S. Environmental Protection Agency, Region 7
Iowa Department of Transportation, Systems Planning 
Bureau U.S. Fish and Wildlife Service, Illinois-Iowa Field Office
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