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The  Transportation  Plan  refers  to  the  region’s 
major roads and highways, as they are  included 
in  the Travel Demand Forecasting  (TDF) Model. 
Currently,  as  identified  in  the  introduction,  the 
TDF software that MACOG uses is TransCAD. 

TDF Models and Air Quality Models 

SAFETEA‐LU  and  the  CAA  require  computer 
modeling  for  the  MACOG  transportation 
network  and  for  certain  areas  designated  as 
non‐attainment  or  maintenance  by  the  United 
States  Environmental  Protection  Agency 
(USEPA).  All urbanized areas designated as non‐
attainment  or  maintenance  areas  are  required 
to continue computer modeling if they had been 
using a TDF model in previous years prior to the 
SEAFETEA‐LU  legislation.  Mobile  source 
pollution can be more accurately forecasted for 
air  quality  conformity  purposes  using  a  TDF 
model  and  mobile  source  emission  modeling 
software. 
 
Original Model Development 
MACOG  staff,  using  base  maps  for  St.  Joseph 
and  Elkhart  County,  created  traffic  analysis 
zones  (TAZs)  to  include  all  of  the  Urbanized 
Area,  which  had  been  designated  as  non‐
attainment  for  the  original  1‐hour  ozone 
standard.  The TAZ’s were reviewed, revised and 
numbered  from  1  (downtown  South  Bend)  to 
440  (Goshen  area).    External  stations  were 
selected  and  numbered  from  450  –  523. 
Additional  nodes  were  added  to  assure  that 
there would be no gaps between  the centroids 
connectors  and  the  external  stations.    These 
nodes  were  numbered  441  –  449  during  the 
MINUTP conversion.  The links and nodes within 
the road network were then selected with node 
numbers  ranging  from  713  through  4193.    The 
gap between numbers for the TAZs and external 
stations  was  left  to  accommodate  any  future 
changes  or  expansions  that  may  become 
necessary.   
 
Using AutoCAD and  the  Indiana East State Plan 
Coordinates,  a  digitized  map  of  the  urbanized 
area  network  was  completed.    This  yielded  a 
proper coordinate identification system for each 
node  included  in  the  network.    Using  these 
coordinates, an XY coordinate file was created in 
order to accurately read the MINUTP software. 
 

MACOG staff then created a link file for use with 
MINUTP.    This  file  included  the  following  data 
for each link record: 
 

 A node 

 B node 

 Distance (in miles) 

 Average actual travel speed 

 Capacity class 

 Number of lanes (directional) 

 Annual Average Daily Traffic (AADT) 

 One‐way indicator 

 Pavement width 

 Functional  Classification  (using  original 
classifications) 

 Facility type 

 Census tract 

 TAZ 

 Corridor ID (defined by BLA) 

 Outline/Screenline ID (defined by BLA) 

 Cordon Line ID (defined by BLA) 
 
Each  link  had  to  be  identified  by  its  A  and  B 
nodes.    The  A  node  was  the  southern  most  or 
western  most  node  of  each  link.    If  a  centroid 
connector was part of the link, that number was 
always  listed as  the A node.   Distance between 
nodes was measured and average travel speeds 
were estimated using local knowledge. 
 
Capacity  class  was  determined  and 
documented.    This  field  (called  CODCURVA  for 
MINUTP)  is  user  definable  and  is  used  to  tell 
MINUTP what the hourly per lane capacity is for 
each  link.    There  were  nine  different  capacity 
classes.  Each capacity class corresponded with a 
specific facility type and there were nine facility 
types  identified.   The  facility types ranged from 
“full  access  control,  divided,  4  or  more  lanes” 
down to “rural 2‐lane county road”.  A separate 
capacity class was listed for centroid connectors. 
 
The  number  of  lanes  was  listed  in  each 
direction.    For  example,  a  four‐lane,  two  way 
street would have a 2 in this field.  A three‐lane, 
one‐way street would have a 3 in this field.  The 
one‐way  indicator was used to tell MINUTP the 
configuration. 
 
AADT was  identified  for any  links where  it was 
available.    If  enough  links  on  a  stretch  of  road 
had  counts,  the AADT was  interpolated  for  the 
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links with no actual count.  Pavement width was 
pulled  from the Street Tabs List, which MACOG 
staff kept current. 
 
Functional  classification  was  coded  using  the 
State designated  functional classifications.   This 
also came from the Street Tabs List.  At the time, 
however,  the  functional  classification  system 
had not yet been  revised.   Therefore,  this  field 
was  originally  created  using  the  old  functional 
class  identification and was  later  re‐coded with 
the current functional classification system. 
 
Each  link  record  had  to  contain  the number  of 
the  Census  Tract  and  TAZ  in  which  it  was 
located.    Also,  if  it  was  located  on  one  of  the 
sixty‐seven  corridors  used  for  calibration 
purposes,  this  had  to  be  identified.    (This  was 
later expanded to sixty‐nine corridors when the 
network  was  expanded).    Similarly,  there  were 
five  screenlines,  ten outlines, and eight  cordon 
lines identified by BLA that had to be coded. 

Trip Distribution 

Trip distribution tables are another requirement 
of the TDF software package.  Trip distribution is 
the  science  of  allocating  every  automobile  trip 
to a  specific  link  in  the network.   A  trip occurs 
every  time a motor vehicle  is moved, under  its 
own power,  from one  location  to another.   For 
example, if a person living and working in South 
Bend drives from home to work, that is one trip.  
However, if that person stops to get gasoline on 
the way to work, that creates an additional trip. 
 
Trips  are  divided  into  several  categories,  or 
purposes.  These are as follows: 
 
Home based work (HBW) – these are trips that 
have  one  end  at  home  and  the  other  end  at 
work.    Both  home  to  work  and  work  to  home 
are HBW trips.   The trip must be direct with no 
other stops. 
 
Home based other (HBO) – these are trips that 
have  one  end  at  home  and  the  other  end  any 
place besides work. 
 
Non‐home  based  (NHB)  –  these  are  trips  that 
neither begin nor end at home. 
 

Another city non‐home based (ACNHB) – these 
are trips that do not begin or end at home and 
also  have  their  beginning  and  ending  points  in 
different cities. 
 
The first example listed above would be a single 
HBW trip.   The second example consists of two 
separate  trips.    The  first  is  a  HBO  trip  and  the 
second  is  a  NHB  trip.    If  the  person  in  this 
example  stops  at  a  gas  station  in  South  Bend, 
but  is working  in Goshen,  the  trip between  the 
gas station in South Bend and the work location 
in Goshen would be an ACNHB trip. 
 
The purpose of this break down is an attempt to 
identify  the  number  of  trips  going  from  each 
TAZ to every other TAZ.  Trips that occur entirely 
within a single TAZ are also  identified.   This will 
help  the  computer  assign  trips  to  the  proper 
links.    This  information  is  put  into  Production‐
Attraction  (P‐A)  tables,  sometimes  called  trip 
distribution  tables.    The  MACOG  TDF  model 
includes  twenty‐eight  trip  purposes  in  six 
different P‐A tables. 
 
These P‐A tables are created for each year based 
upon  socio‐economic  projections  for  that  year 
and data from an O‐D (origin‐destination) survey 
conducted in 1993.  
 
The  number  of  trips  entering  or  leaving  the 
network study area must also be included in the 
trip  generation  programs.    A  file  was  created 
containing  the  number  of  trips  originating  or 
terminating within the study area, as well as the 
number  of  through  trips  for  each  external 
station.    This  was  done  for  2000  using  AADT.  
For  each  station,  a  mathematical  percentage 
was determined and used to calculate the daily 
total for each category. 
 
Using  historic  data  and  local  knowledge, 
external station counts for the target years were 
calculated for each external station.  These base 
and target year numbers were then interpolated 
to create a file for each horizon year. 
 
Five  trip generation programs were developed, 
which  take  as  input  the  socio‐economic  data 
and the external station data for the year being 
modeled and output production‐attraction rates 
for each TAZ, which are used as inputs. 

Page 28



Model Update 

For  the  2035  Transportation  Plan,  the  travel 
demand  model  was  updated  using  the  latest 
data  available  and  the  Geographic  Information 
Systems  (GIS)  developed  by  St.  Joseph  and 
Elkhart County. The line work used to represent 
the  roads  in  the  TDF  model  was  spatially 
adjusted to the address centerline file from the 
GIS.  This  allowed  for  a  more  accurate  distance 
calculation because the  links now closely follow 
the length and curvature of the roads. 
 
The aerial photography was then used to further 
adjust  the  alignment  of  the  roads  while 
updating  the attributes of  the  roads  that could 
be  determined  by  visual  inspection.  These 
attributes  included  the number of  lanes on  the 
road  in  each  direction  and  the  facility  type  of 
the  road.  With  the  traffic  counts  collected  by 
MACOG now referenced to a point in space, the 
traffic  counts  could  also  be  updated  using  GIS 
data.  The  traffic  counts  site  number  was  also 
added  to  the  TDF  model  to  improve  future 
updates. 
 
The  last  attributes  to  be  updated  were  the 
functional  classes  and  the  link  speeds.  The 
functional  classes  were  updated  based  on  the 
latest  available  functional  class  maps  from 
INDOT.  Any  functionally  classified  roads  not 
already  modeled  were  added,  along  with  any 
local roads deemed necessary for balancing the 
model  output.  After  the  functional  classes  had 
been updated, the link speeds were updated by 
functional  class  using  the  annual  travel  time 
studies conducted by MACOG staff. 
 
Model Calibration 
Once  all  the  input  data  for  the  base  year  had 
been assembled,  the next  task was  to calibrate 
the  network  model.    Calibration  is  the  process 
by  which  the  model  is  “tweaked”  to  replicate 
traffic patterns that are actually occurring.   The 
basic theory behind this is fairly simple. 
 
The  TDF  model  receives  as  input,  the  physical 
characteristics of the links (roadways included in 
the  network)  and  production‐attraction 
matrices.    The  socio‐economic  and  external 
station data files are read by the trip generation 
programs,  which  were  converted  to  GISDK  to 
create  the  production‐attraction  matrices  that 

are  read  directly  by  the  TDF  software.    The 
software  then  converts  these completed  tables 
into  origin‐destination  trip  matrices  within  the 
program.    The  TDF  is  “run”  and  the  traffic 
volumes generated by the model are compared 
with actual ground counts. 
 
Screenline, corridor and cordon line counts were 
used for this comparison, as it is not practical to 
attempt  to  check  each  link  individually.  
Screenlines  are  imaginary  lines  drawn  across 
several parallel  facilities and used  to  check  the 
total number of vehicles crossing  the  line.   The 
specific  number  on  each  facility  may  be 
somewhat inaccurate, but so long as the total is 
accurate  for  each  screenline,  the  model  is 
considered  calibrated  within  an  acceptable 
tolerance. 
 
A  corridor  is  an  actual  facility  that  traverses  a 
large  part  of  the  Network.    Average  counts  on 
the  corridor  are  compared  with  average 
computer generated counts along the corridor. 
 
A cordon line is an imaginary line drawn around 
a  special  generator  (such  as  the  University  of 
Note Dame).  This is used similarly to screenlines 
in  that  the  total  number  of  vehicles  actually 
crossing it must be close to the total number of 
vehicles assigned by the computer to cross it. 
 
There were five screenlines, sixty‐nine corridors, 
and eight cordon lines used to calibrate the TDF 
model.  The overall picture is what is important; 
achieving  accuracy  for  each  link  is  not  possible 
with  the  current  technology  and  methodology 
used for traffic forecasting.   
 
It  is  highly  unlikely  that  the  first  run  will  yield 
particularly  accurate  results.    Therefore,  it  is 
generally accepted  that  slight adjustments may 
be made to the input link data in an attempt to 
improve  the  overall  accuracy  of  the  model.  
Prior  to  making  any  changes,  the  output  is 
examined  for any  trends among specific  facility 
types or other data.   For example, many  roads 
with  facility  type  5  (2  lanes  with  continuous 
center  turn  lane)  may  be  attracting  too  many 
trips.    This  may  be  corrected  by  categorically 
dropping the speed on all links with facility type 
five  by  one  mile  per  hour,  thus  making  them 
slightly less attractive in the model.   

Page 29



The  final  base  year  network  as  calibrated  and 
assessed by MACOG showed the overall VMT to 
be within 3.97% of the collected ground counts.  
This is not to imply that all generated counts are 
within  3.97%  of  reality;  the  “actual”  ground 
counts  themselves  are  generally  considered  to 
be accurate to within 15% of the “truth”.  What 
this  actually  means  is  the  sum  of  all  of  the 
counts generated by the model, for links having 
an  actual  ground  count,  is  within  3.97%  of  the 
sum of all these actual ground counts. 
 
Once  the  network  has  been  calibrated  to 
replicate  base  year  traffic  patterns,  the  same 
assumptions can be made for future years.  This 
means  that  friction  factors  created  to  calibrate 
the model for the base year will be assumed to 
be correct for future years.  The trip generation 
programs  will  need  to  be  run  again  to 
incorporate  the  socio‐economic  and  external 
station data  into the new production‐attraction 
matrices for the new run.  These were prepared 
for the plan target year (2035) and interpolated 
for each horizon year between 2005 and 2035, 
so any year may be run with the model.  
 
Build Scenarios 
As  the project  selection process continued,  the 
projects  were  built  into  the  model  in  five‐year 
increments.    For  example,  anything  built 
between  2010  and  2015  was  first  introduced 
into the model in the 2015 build network.  Each 
successive model  included all previous projects 
as  well  as  the  new  projects.    The  MACOG  TDF 
model  contains  all  regionally  significant  added 
travel  lane  projects.    This  includes  new  road 
construction as well as  road widening projects.  
Simple  pavement  and  intersection 
improvements  cannot  be  modeled  and  are 
therefore  not  required  to  be  in  the 
transportation  plan  or  TDF  model,  but  are 
considered  in  determining  the  financial 
constraints of the Plan. 
 
Future Uses of the Model 
SAFETEA‐LU  requires  that  MACOG  staff  update 
the  Transportation  Plan  every  four  years  as  a 
non‐attainment  or  maintenance  area  for  air 
quality.  This includes revisions, as needed, new 
forecasts  for  socio‐economic  data,  external 
station data, and link data, as well as updates to 
the  current  year  data.    A  new  calibration  run 

must also be completed for the beginning model 
year. 
 
Beyond  the  air  quality  conformity  analysis,  the 
TransCAD  transportation  model  is  extremely 
useful  for  long  range  transportation  system 
planning.    Examining  model  output  can  help 
clarify  existing  problems  with  the  roadway 
network  that need  to be addressed.   The main 
impact  of  the model,  however,  is  in  evaluating 
different  proposed  solutions  to  existing  (or 
perceived)  problems.    For  example,  it  may  be 
suggested  that  an  interchange  be  constructed 
on  a  highway  giving  direct  access  to  a 
community  or  development,  as  this  may  help 
attract  people  to  that  community.    The  model 
may indicate residents would use this new route 
to  and  from  their  homes  rather  than  passing 
through  the  existing  business  district  and 
through  traffic  would  continue  to  use  the 
highway  around  the  community.    Of  course, 
further  research  would  need  to  be  done  to 
assess  the  probable  result  of  any  project.    As 
explained earlier, model output on a small area 
cannot  be  accepted  as  “truth”,  but  can  give 
good insight as to what type of impact a project 
may have. 
 
Modifications  are  made  to  the  network  model 
to reflect new projects or project changes easily 
evaluated.  Therefore, several different possible 
solutions  to  a  given  problem  can  be  modeled 
and  evaluated  to  help  determine  the  best 
solution(s).    This  is  much  more  efficient  than 
mapping  an  area  and  performing  all  the 
necessary  computations  manually.    However, 
the accuracy of the model decreases as the size 
of  the  sub‐area  being  examined  decreases.  
Since the Transportation Plan generally consists 
of relatively large, regionally significant projects, 
the  level  of  detail  is  generally  acceptable  and 
the results may be assumed to be plausible. 
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Planning Factors 

SAFETEA‐LU  legislation  requires  that  all 
Transportation Plans take into consideration the 
following  eight  factors  while  developing 
Transportation Plans: 
 

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

 
Through  identifying  congestion  strategies  and 
efficiently  selecting  priority  projects  based  on 
the network model, input from local citizens and 
related  surveillance  and  monitoring  data,  the 
best  projects  emerge  to  address  infrastructure 
and transportation needs.   The development of 
the  2035  Transportation  Plan  addresses  the 
efficient  movement  of  people  and  goods 
(through the continuing development of  freight 
movement studies).      In addition,  the Michiana 
Area  Council  of  Governments  has  worked  with 
the  Economic  Development  Administration 
(EDA) to identify regional funding resources and 
to pursue regional coordination and cooperation 
in  urban  and  rural  counties  to  further  address 
the region’s economic vitality.   
 

 Increase  the  safety  for motorized  and 
non‐motorized users. 

 
Through  the  Indiana State Highway Safety Plan 
and  other  programs  MACOG  provides  crash 
analysis  and  accident  intersection  and  corridor 
planning  data  to  its  jurisdictions  and  INDOT 
District  Offices.    This  data  is  used  by  these 
agencies to develop projects that will result in a 
safer regional transportation network.   MACOG 
annually  produces  a  listing  of  high  frequency 
crash  locations  in  each  jurisdiction.    Regularly 
MACOG receives requests from INDOT and local 
planning  agencies  to  do  crash  research  and 
analysis  on  intersections  and  corridors  for 
project planning purposes.  MACOG and its local 
jurisdictions  have  been  successful  in  funding 
over  $7  million  dollars  worth  of  intersection 
improvements addressing safety concerns since 
2004. 
 
MACOG  also  produces  a  bike  and  pedestrian 
safety brochure, which is annually distributed to  

 
4th  and  5th  grade  students  throughout  the 
region.  
 
Transit  operators  in  the  MACOG  region  have 
recently  installed  security  cameras  on  vehicles 
to increase safety for passengers and bike riders 
using bike racks on the rear of buses. 
 

 Increase the security for motorized and 
non‐motorized users. 

 
As previously mentioned security cameras have 
been  installed  on  transit  buses  to  ensure  the 
safety and  security of  transit  riders  throughout 
the region.   
 
MACOG  has  also  taken  a  proactive  role  in 
security  planning  through  the  development  of 
the ITS Regional Architecture.  MACOG regularly 
meets  with  Local  Emergency  Planning 
Committees  and  Emergency  Management 
Agencies  to discuss  regional efforts  for disaster 
preparedness  and  response.    MACOG  has  also 
worked  through  the  ITS plan  to  identify  critical 
facilities  for not only communications purposes 
but also for emergency purposes. These facilities 
not  only  include  key  government  building,  but 
highways and transit systems as well. 
 

 Increase  the  accessibility  and mobility 
options available to people and freight. 

 
The  Michiana  Area  Council  of  Governments 
conducted  a  Goods  Movement  Study  in  1999 
and completed a Freight Inventory and Survey in 
2004.    MACOG  has  developed  a  Freight 
Committee  to  review and address  the need  for 
increased  freight  mobility.  The  projects 
identified by the Committee and freight‐haulers 
have  been  considered  as  part  of  the  2035 
Transportation Plan.  
 
In  the  South  Bend  and  Elkhart/Goshen  Urban 
Areas  four  transit  systems  currently  operate 
providing  accessible  transportation  services  to 
much of the region. 
 

 Protect  and  enhance  the  environment, 
promote  energy  conservation,  and 
improve  quality  of  life,  promote 
consistency of  transportation plan and 
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transportation  improvements  with 
State  and  local  planned  growth  and 
economic development patterns. 

 
MACOG annually conducts a Public  Information 
and Awareness Campaign on the  importance of 
Clean Air.   MACOG houses  the St.  Joseph River 
Basin  Commission  whose  mission  it  is  to 
enhance  public  awareness  regarding  clean 
water, both surface and ground water.  MACOG 
is also in the process of completing an update to 
its  Ground  Water  Contamination  Site  Maps, 
which  will  aid  the  community  in  identifying 
areas of ground water concern.  Finally, MACOG 
promotes  and  actively  participates  in  Livable 
Communities  initiatives  distributing  thousands 
of Livable Communities brochures every year. 
 
MACOG  has  worked  with  local  planning  and 
economic  development  agencies  to  develop  a 
regional Comprehensive Economic Development 
Strategy which examines eleven topic areas and 
how each relates to improving the quality of life 
and economic sustainability of the region. Some 
of  the  topic  areas  include:  transportation, 
infrastructure,  environment,  education,  and 
workforce development. 
 

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

 
One of the 2035 Transportation Plan goals  is to 
enhance  the  transportation  system’s  ability  to 
efficiently  move  goods  and  people.    Many  of 
MACOG’s  activities  are  designed  to  integrate 
these  improvements.    The  Transportation 
Technical  Advisory  Committee  (TTAC)  acts  as  a 
mechanism  for  discussion  and  coordination 
between members  representing air,  transit and 
highway  interests.    The  MACOG  region  hosts 
one  of  the  only  multi‐modal  facilities  in  the 
country at the South Bend Regional Airport.  The 
facility  includes  air,  taxi,  fixed  route  bus, 
commuter  rail and over  the  road  long distance 
bus services.  
 

 Promote  efficient  system management 
and operation. 

 

As  a  transit  system  operator,  MACOG  has 
designed  its  program  to  use  community 
resources in delivering public transit through the 
use  of  private  sector  and  non‐profit  transit 
providers.    In addition, the selection of projects 
identified  for  inclusion  in  the  2035  Plan  come 
from  the  consideration  of  the  Congestion 
Management  System,  the  TDF  models  LOS 
(Level Of Service) projections, and other related 
system performance and efficiency mechanisms. 
 

 Emphasize  the  preservation  of  the 
existing transportation system. 

 
MACOG  recognizes  the  need  to  first  enhance 
and,  where  necessary,  expand  the  region’s 
transportation  system.    One  goal  of  the  2035 
Transportation Plan is to provide a plan that will 
meet  the  region’s  preservation  and  expansion 
needs.   MACOG promotes  the  consideration of 
efficient  system  management  and  operation  in 
transportation  planning  processes  and 
recognizes  that  it  cannot  simply  build  its  way 
out  of  congestion,  but  where  opportunities 
exist,  will  make  efforts  to  better  manage  and 
operate the existing system.   
 
As noted  in the financial plan of this document, 
MACOG  has  taken  into  consideration  the 
preservation, and operation and maintenance of 
the region’s transportation system as well as its 
expansion  in  calculating  the  funding  levels 
available.  

Project Identification and Selection 

The project  identification and selection process 
involved  many  meetings  with  citizens, 
engineers,  Chambers  of  Commerce,  planning 
agencies,  INDOT  representatives  and  elected 
officials.  Project  recommendations  were 
received  from  all  sources.      In  developing  the 
2035  Transportation  Plan,  only  the  expansion 
projects  adding  capacity  to  the  road  network 
were specifically identified.  Road reconstruction 
projects,  resurfacing  and  road  rehabilitation 
projects are considered  in the Financial Plan.   It 
is understood  that  federal  funding may also be 
used  for  road  reconstruction  projects  without 
amendment to the Plan. 
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Public Transit 

Public  transit  needs  in  the  MACOG  region  are 
met  with  a  variety  of  services  and  modes  of 
travel  options.    Various  improvements  in  the 
past  three  years  have  enhanced  the 
coordination  of  services  and  the  connection  of 
travel  modes  across  the  region.    The  following 
discusses  the  public  transit  services  available 
and improvements made in the urbanized areas 
of  South  Bend  and  Elkhart/Goshen.    A  brief 
discussion of transit service in Niles, Michigan is 
also  included as the South Bend urbanized area 
includes the City of Niles.    
 
South Bend Urban Area: 

The  South  Bend  Public  Transportation 
Corporation (TRANSPO) operates a radial system 
of  eighteen  fixed  transit  routes  that  serve  the 
cities  of  South  Bend  and  Mishawaka  on  30 
minute  and  60  minute  headways.    TRANSPO 
provided  2,831,544  unlinked  passenger  trips  in 
2008.    This  represents  10.2  trips  per  capita.  
According  to  the  National  Transit  Database 
(NTD)  for 2005, an average of 9,848 passenger 
trips  were  taken  on  weekdays  and  6,159  on 
Saturdays.    No  Sunday  or  holiday  service  is 
operated.    TRANSPO  operates  a  fleet  of  65 
revenue vehicles with a base hour requirement 
of  37  buses.    TRANSPO  operates  paratransit 
service  in  compliance  with  ADA  regulations 
using eight vans for demand‐response service.  
 
Due  to private development  in  the South Bend 
downtown  business  district,  TRANSPO  was 
required  to  relocate  its  South  Bend  transfer 
facility.  This move was taken as an opportunity 
to develop an intermodal facility adjacent to the 
AMTRAK  rail  tracks,  with  improved  passenger 
shelter and amenities for TRANSPO riders.   This 
new  facility  opened  in  1998  and  is  known  as 
South  Street  Station.    TRANSPO  riders  enjoy  a 
temperature‐controlled  building  with  public 
restrooms.    A  staffed  information  desk  also 
provides  improved  communication  and  a 
convenient  place  to  purchase  monthly  bus 
passes.  All areas of South Street Station are well 
lighted,  enhancing  passenger  safety  and 
security.    In  2004  TRANSPO  implemented  the 
use of  four diesel  fueled  trolley‐replica vehicles 

to  provide  shuttle  service  in  the  downtown 
South Bend area. 
 
The  future connection with AMTRAK was  to be 
developed  at  South  Street  Station  to 
accommodate rail passengers boarding  from  its 
upper floors.  Negotiations for this project broke 
down  when  AMTRAK  rail  rights  at  the  South 
Street  Station  site  were  sold  to  Norfolk 
Southern.  As  a  result,  TRANSPO  deleted  this 
project in 2004. 
 
TRANSPO plans to replace its aging maintenance 
and administrative headquarters.  $5.6 million in 
federal  funds  designated  for  the  AMTRAK 
project  have  been  reprogrammed  to  this 
project,  as  well  as  an  additional  $1  million  in 
federal  transit  funds  secured  for  the  building 
replacement  project.    TRANSPO  has  purchased 
property  in  the  Studebaker  Corridor  and  has   
relocated  its  operations,  administrative,  and 
maintenance  functions  in  a  LEEDS  Platinum 
transit  facility  which  will  open  in  November, 
2010.  This  facility  is  near  the  South  Street 
Station  which  will  result  in  service  efficiencies 
for TRANSPO. 
 
The  City  of  Niles,  MI  provides  public  transit 
services  for  the  portion  of  the  South  Bend 
Urbanized  Area  in  Michigan.  The  City  of  Niles 
contracts  with  a  private  sector  management 
firm  to operate  the Niles Dial‐A‐Ride, a general 
public  demand  response  service.    Service  is 
operated  seven  days  per  week,  including  all 
holidays except Christmas Day.  The transit fleet 
is  comprised  of  nine  vehicles  that  are  all  lift‐
equipped.    The  Niles  service  also  coordinates 
with  Buchanan  Dial‐A‐Ride,  which  provides 
demand  response  service  in  Buchanan  and 
shuttle  service  to  Niles  on  a  demand‐response 
basis. In addition, two rural transit systems also 
coordinate  with  the  Niles  service:  Cass  County 
Public Transit and Berrien Bus of Berrien County.  
During  2007  Niles  Dial‐A‐Ride  provided  75,940 
passenger trips.  
 

The  South 
Shore  Line, 
operated  by 
the Northern 

Indiana  Commuter  Transportation  District, 
provides  interurban  electric  commuter  train 
service  between  South  Bend  and  Chicago,  IL.  
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The  South  Bend  boarding  site  is  located  at  the 
South Bend Regional Airport and links the South 
Shore  with  domestic  airline  service  and  inter‐ 
and intra‐city bus service.  The passenger station 
at  the  airport  provides  a  raised  boarding 
platform that gives riders safe, covered and well 
lit  access  to  the  trains.    A  comfortable  waiting 
and  ticketing  area  is  also  provided  inside  the 
airport.    Seven  daily  trains  leave  from  South 
Bend bound to Chicago, with five trains offering 
return  service.    The  weekend  and  holiday 
schedule offers eight  trains  that originate  from 
South Bend and seven trains that provide return 
service.  
 
There has been interest expressed for extending 
this train service to Elkhart, however, no funding 
resources  have  been  identified  to  support  this 
capital‐intensive project. 
 
The  South  Bend 
Regional  Airport  is 
the  only  multi‐
modal  passenger 
facility operating  in 
the  Michiana  area. 
In  a  true  coordination  of  travel  modes,  the 
South  Shore  boarding  station  for  train 
passengers is located at the east end of the SBN 
facility,  while  two  inter‐city  bus  lines  board 
riders from the west side of the airport terminal.  
TRANSPO city buses and private  taxicabs board 
passengers  along  the  arrival/departure  drive. 
SBN  is  a  full  service  commercial  airport 
categorized  as  a  Small  Hub  by  the  Federal 
Aviation  Administration  and  consists  of  three 
active  runways.    Five  commercial  airlines 
operate  from  SBN  providing  links  to  hubs  and 
destinations  such  as:  Atlanta,  Chicago, 
Cincinnati,  Cleveland,  Detroit  and  Minneapolis, 
Las Vegas, Orlando, and St. Petersburg.   
 
SBN  has  seen  a  decrease  of  freight  handling 
since  an  annual  total  of  1,500  tons  in  2008 
compared  to  approximately  750tons  in  2009.   
Three  primary  companies  handle  airfreight  at 
SBN; FedEx, UPS and Town Air Freight. 
 
Elkhart/Goshen Urban Area: 
Fixed route transit service was introduced in the 
Elkhart/Goshen  Urbanized  Area  in  1999  with 
establishment  of  what  is  now  The  Interurban 
Trolley system.  The Interurban Trolley is a five‐

route  system  connecting  the  south  side  of 
Goshen  to  the  north  side  of  Elkhart  and 
primarily  Concord  Township.  MACOG  has 
contracted  with  a  local  transportation  provider 
to  operate  a  bus  route  connecting  downtown 
Elkhart with Goshen. Ridership  totaled 178,516 
passenger trips in  2009.  
 

Interurban  Trolley 
service  was 
expanded  in  2009 
to  establish  a 
transit  connection 

between  the  Elkhart/Goshen  and  the  South 
Bend/Mishawaka  area  in  coordination  with 
TRANSPO.  An  east‐west  route  was  put  into 
service connecting three times per day with  Ivy 
Tech. 
 
Heart  City  Rider  (HCR)  is  a  demand  response 
public transit system operating  in Elkhart under 

a contract between 
MACOG  and  a 
private  taxicab 
firm.    This  service 

has  operated  since  1986  and  provides  24‐hour 
general  public  transit  service  seven  days  per 
week.  The taxi firm provides 20 cabs for general 
service  and  a  fleet  of  seven  ramp‐equipped 
minivans provides accessible service for persons 
using  wheelchairs.    Federal,  State,  and  local 
funds  provide  up  to  a  $3.00  fare  subsidy.  
103,711 passenger trips were provided in 2009.  
 
Goshen  Transit  Service  (GTS)  provides  similar 
public transit service in Goshen during the same 
operating hours, and has operated in this format 

since  1992.    The 
two  systems  are 
coordinated  and 
operate  under  the 
same fare structure 

to provide  seamless  trips between  the cities of 
Goshen  and  Elkhart.  20,486  passenger  trips 
were provided in 2009.  
 
By  contracting  out  service,  both  HCR  and  GTS 
use established private  fleet vehicles  for public 
rides to reduce reliance on capital funds. 
 
Other Transit Services 
AMTRAK service  is available across  the MACOG 
region.   Passenger stations are  located  in South 
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Bend and Elkhart  for  train  service westward  to 
Chicago  as  well  as  Washington  D.C.  and  New 
York  City  to  the  east.    Passenger  service  from 
the Niles, Michigan station provides connections 
to both Chicago and Detroit. 
 
Coordinated Transit Planning 
SAFETEA‐LU  requires  that  projects  selected  for 
funding  fewer  than  three  specific  federal 
programs  must  be  “derived  from  a  locally 
developed,  coordinated  public  transit‐human 
services plan” and  that  the plan be “developed 
through a process that  includes representatives 
of public, private, and non‐profit transportation 
and human services providers and participation 
by  members  of  the  public.”    The  three  federal 
programs  are  the  Elderly  Individuals  and 
Individuals  with  Disabilities  (Section  5310 
program), the Job Access and Reverse Commute 
(JACR)  program,  and  the  New  Freedom 
program. 
 
To  comply  with  these  regulations,  MACOG  has 
completed  a  four‐county  regional  plan  for 
Elkhart,  Kosciusko,  Marshall,  and  St.  Joseph 
County.    The  Coordinated  Plan  has  been 
updated  annually  since  its  inceptions  and  has 
accomplished many  of  its goals  and objectives.  
A fleet  inventory of the transit providers  in this 
region  has  been  developed  and  will  be 
maintained, as well as a database of the human 
services agencies in the region. 
 
To  facilitate  public  participation  in  the 
coordinated  transit  planning  process,  MACOG 
utilized  a  two‐fold  planning  process.  First  a 
survey  of  more  than  200  local  human  services 
agencies was implemented to learn what transit 
resources  and  services  were  currently  in  place. 
The  second  effort  was  to  hold  a  series  of 
Stakeholder  Meetings  in  the  region.      At  these 
meetings  local  transit  providers  and  not‐for‐
profit  human  service  agencies  described  their 
services  in  terms  of  routing,  riders  (public  and 
client‐specific),  service  areas  and  operating 
hours.  Transit  needs  for  the  elderly,  persons 
with  disabilities  and  persons  with  low  incomes 
were  discussed  and  the  areas  where  these 
persons  lived  were  mapped.    Information  was 
then  reviewed  to  add  the  location  of  job  sites, 
medical  facilities, and other  travel destinations. 
Service gaps and unmet travel needs were then 
identified.  Several  pending  projects  were 

identified in each county that may help to widen 
transit access. 
 
Each  county’s  information  was  utilized  to 
develop  a  regional  plan  that  includes  an 
assessment  of  available  services  that  identifies 
current  providers,  an  assessment  of 
transportation  needs  for  individuals  with 
disabilities,  older  adults,  and  people  with  low 
incomes,  strategies  and  activities  to  address 
identified  gaps  and  achieve  efficiencies  in 
service  delivery,  and  relative  priorities  for 
project  implementation.    An  updated  report  is 
annually  prepared  for  presentation  to  the 
MACOG Policy Board for its approval.  Similar to 
the  Transportation  Improvement  Program  (TIP) 
the  Coordinated  Plan  will  be  maintained  to 
include  annual  projects  proposed  to  improve 
transit access.  

Intermodal Projects 

Bicycle and Pedestrian Planning 
MACOG  has  worked  with  the  Bicycle  and 
Pedestrian Committees  for both St.  Joseph and 
Elkhart County to update the Bicycle/Pedestrian 
Plan and incorporates that process as part of the 
2035  Transportation  Plan.  The  original 
committees  were  developed  in  1993  to  assist 
MACOG in preparing the Bicycle/Pedestrian Plan 
incorporated as part of the 2015 Transportation 
Plan.   The  committees met on a monthly basis 
during  the  first  two years while completing  the 
bike and pedestrian blueprint. The MACOG TTAC 

and  Policy 
Board  adopted 
the  Plan, 
originally  as 
part  of  the 
2015  TP,  but 
have continued 
its vision in the 
current TPs.   

 
Several  ad  hoc  committees  have  formed  over 
the years.  MACOG staff routinely participates in 
these group committees. 
 
In  preparing  The  Bicycle/Pedestrian  Element  of 
the  MACOG  2015  Transportation  Plan,  the 
committee established a mission statement: 
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 “In  order  to  mitigate  congestion, 
improve air quality, and respond to the 
importance  of  establishing  an 
accessible  and  efficient  non‐motorized 
transportation  network  (referenced  to 
in TEA‐21), the MACOG  is developing a 
comprehensive bikeway and pedestrian 
walkway plan for St. Joseph and Elkhart 
Counties.”   

 
The plan lists recommendations from the public, 
gathered  through  surveys,  and 
recommendations  from  the  committee  as  to 
where  the  development  of  bicycle  and 
pedestrian  facilities  should  be  considered  in 
both  St.  Joseph  and  Elkhart  Counties.    These 
recommendations  will  be  further  refined  and 
prioritized as to focus where the limited amount 
of  transportation  resources  should  be  spent 
over the following years.  
 
The  Bike/Pedestrian  Plan  identifies  several 
roadways  where  an  adjoining  bike  and 
pedestrian  facility  should  be  constructed  to 
facilitate the safe, accessible movement of non‐
motorized vehicles. 
 
Freight Planning 
The  efficient  movement  of  goods  is  an 
important  part  of  the  overall  transportation 

system.  In 2004, MACOG 
undertook  a  Freight 
Inventory  and  Study  for 
North  Central  Indiana. 
This Study surveyed, over 
100  freight  haulers, 
manufacturers,  and 
warehousers  in  Elkhart, 
Kosciusko,  Marshall  and 
St.  Joseph  County  about 
the  status  of  freight 

movement  in  the  region.   This  survey  returned 
several  results  that  identified  needs  for 
improved  infrastructure  to  help  make  freight 
movement  in  and  around  the  region  more 
efficient. 
 
Intelligent Transportation Systems 
An  Intelligent  Transportation  System  (ITS) 
includes a set of technology tools that can assist 
a  region  in actively managing  its  transportation 
system  from  one  minute  to  the  next,  rapidly 
responding to the region’s ever changing traffic 

conditions.    ITS  planning  should  result  in 
improvements  to  the  region’s  incident 
detection,  response  time  to  traffic  conditions 
using state of  the art control  technologies, and 
improved  communication  technologies.    The 
goal  of  the  plan  is  to  improve  the  efficiency, 
reliability,  communication  and  safety  of  our 
transportation systems through the deployment 
of these various technologies.  

 
MACOG  completed  a  fiber  optic  study  in  the 
spring of 2005 that identifies where high priority 
government  institutions  are  located  and  how 
they  are  connected  to  receive  data  or  voice 
communication.    For  the  facilities  that  are  not 
connected,  highway  routes  from  the  2035  TP 
will be  identified where fiber optic cables could 
be  installed  while  the  roadway  is  open  for 
construction.    Various  projects  have  also  been 
identified  in  the  ITS  Plan  to  enhance  the 
movement,  safety  and  security  of  the  region’s 
traffic  system. For more  information about  the 
MACOG ITS Plan, see that document. 

Highway Projects 

The original project process 
involved  meetings  with 
engineers,  Chambers  of 
Commerce,  land  use 
management,  natural 
resource,  historic,  and 
planning  agencies,  INDOT 
representatives and elected 
officials.  Project 
recommendations  were 
received  from  all  sources.    In  developing  the 
2035  Long Range Transportation Plan, only  the 
expansion projects adding  capacity  to  the  road 
network  were  specifically  identified.    Road 
reconstruction  projects,  resurfacing  and  road 
rehabilitation  projects  are  considered  in  the 
Financial  Plan.    It  is understood, however,  that 
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federal  funding  may  also  be  used  for  similar 
road  reconstruction projects without amending 
the 2035 Long Range Plan.   The update process 
was  less  cumbersome  as  the  changes 
contemplated  by  the  various  LPA’s  were  not 
extensive. 
In  developing  and  selecting  projects  for 
inclusion  in the TP, several data resources were 
employed.    The  update  of  the  network  model 
provided  Level  of  Service  (LOS)  data  indicating 
which road segments would peak to LOS F  (the 
lowest  LOS)  by  five‐year  increments.    The 
Congestion  Management  Process,  using  a 
different  methodology,  was  used  to  further 
substantiate the need for the added travel lanes 
strategy  to  mitigate  congestion  and  address 
better  traffic  flows.    The  eight  items  listed  by 
SAFETEA‐LU  legislation as planning factors were 
considered  as  part  of  the  identification  and 
selection  process,  as  were  the  Environmental 
Justice maps developed by  staff  to ensure  that 
low  income  and  minority  populations  are  not 
unjustly  burdened  by,  or  provided  less 
opportunities  for  participation  than,  others  in 
our community. 
 
Rural Transportation Planning 

In  addition  to  being 
an  MPO,  MACOG 
also  represents 
Kosciusko  and 
Marshall  County  in 
Indiana.    These  two, 
primarily  rural, 

counties  are  not  part  of  the  Metropolitan 
Planning  Area.  However,  MACOG  has  a 
commitment  to  these  communities  to  provide 
the  same  level  of  service  in  transportation 
planning.    MACOG  maintains  a  traffic  count 
inventory,  railroad  crossing  inventory,  vehicle 
crash  data,  and  other  information  for  these 
counties.   As a part of  the 2035 Transportation 
Plan  Update,  an  illustrative  listing  of  rural 
projects  is  listed  separately  in  Appendix  C  for 
these counties. 

Safety and Security Analysis 

Under  SAFETEA‐LU  this  plan  must  include  a 
discussion of safety and security on the regional 
transportation  system:  “The  metropolitan 
transportation  plan  should  include  a  safety 
element  that  incorporates  or  summarizes  the 

priorities,  goals,  countermeasures,  or  projects 
for the MPA contained in the Strategic Highway 
Safety Plan required under 23 U.S.C. 148, as well 
as  emergency  relief  and  disaster  preparedness 
plans  and  strategies  and  policies  that  support 
homeland  security  and  safeguard  the  personal 
security  of  all  motorized  and  non‐motorized 
users” (CFR 450.322h).  Following is a discussion 
of  the  SHSP  and  other  activities  that  are  being 
undertaken  in  the  MPA  to  address  safety  and 
security  issues  on  the  regional  transportation 
network. 
 
MACOG planning staff have been trained  in the 
Road  Safety  Audit  for  Instructor’s  course  in 
2010.    This  will  allow  the  team  to  complete  a 
safety assessment inventory. 
 
INDOT released a Strategic Highway Safety Plan 
in  late  2006  addressing  safety  and  security 
needs  of  the  State’s  transportation  network.  
The  SHSP  focused  on  four  main  goal  areas: 
Driver Behaviors, Special Vehicles/Users, Serious 
Crash Types/Locations, and Crash Management.  
Each  of  the  areas  is  further  broken  down  into 
emphasis  areas,  which  employ  strategies  to 
achieve a safer transportation system. 
 
Under  the  first  goal  area,  Driver  Behaviors, 
INDOT  has  outlined  several  initiatives  to 
increase  safety.    These  initiatives  include: 
developing  safer  young  drivers,  increasing 
occupant  protection,  and  reducing  the  number 
of  impaired  drivers.    Each  of  these  areas  are 
carried  out  through  legislative  action,  law 
enforcement and public awareness campaigns. 
 
To  address  Special  Vehicles/Users,  INDOT  has 
listed  the  following  emphasis  areas:  improve 
motorcycle  safety,  reduce  large  truck  crashes, 
and  reduce  deaths  and  injuries  to  non‐
motorists.    These  programs  are  being  carried 
out through legislative action, law enforcement, 
public  awareness  campaigns,  and  the 
development  of  separate  non‐motorized 
transportation  systems.    MACOG  plays  an 
important  role  when  it  comes  to  helping  to 
ensure  the  safety  of  non‐motorized 
transportation  users.    For  several  years  now 
MACOG  has  produced  and  handed  out  a  bike 
and  pedestrian  safety  brochure  to  4th  and  5th 
graders  in the region each spring.   MACOG also 
works  with  local  jurisdictions  to  develop  bike 
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and  pedestrian  pathways  separate  from  the 
highway  network  through  the  Transportation 
Enhancements  (TE)  and  Safe  Routes  to  School 
Programs.  Transit operators in both Elkhart and 
South  Bend  also  provide  bike  racks  on  transit 
vehicles for the use of riders. 
To  address  Serious  Crash  Types/Locations, 
INDOT  is  looking  to  reduce high  risk  rural  road 
crashes, reduce the consequences of leaving the 
roadway,  improve  intersection  safety,  and 

railroad crossing safety. The Indiana State Police 
maintains a database of all crashes  in the State 
which  INDOT  and  MPOs  regularly  access  to 
research  crashes  at  specific  locations  and  to 
determine  the  need  for  potential 
improvements. 
 
MACOG  has  been  a  leader  in  developing 
intersection  improvements  through  the  State’s 
former  Hazard  Elimination  Safety  (HES) 
program.    Local  jurisdictions  throughout  the 
region  are  also  developing  intersection  safety 
improvements  especially  through  the  use  of 

roundabouts, 
which  also  reduce 
congestion  and 
improve  air 
quality.    MACOG 
currently  does 
traffic  counts  and 
analysis  at  all 
railroad  crossings 

in the region  for  INDOT and maintains this as a 
part  of  the  overall  traffic  count  program.  
MACOG  works  with  local  jurisdictions  and 
INDOT  to develop projects  for  railroad crossing 
improvements,  especially  in  rural  areas.  
MACOG  also  annually  produces  an  accident 
book  of  high‐frequency  crash  locations 
throughout the region to help local jurisdictions 
plan to reduce crashes locally. 
 

To  address  Crash  Management  INDOT  has  laid 
out  the  following  emphasis  areas:  enhance 
emergency  response  to crashes, expedite crash 
clearance, and improve the quality of crash data 
used  to  make  safety  improvement  decisions.  
Through  the  deployment  of  Intelligent 
Transportation  Systems  INDOT,  MACOG,  and 
other state and  local agencies are  improving  in 
each  of  these  areas.    MACOG  has  produced  a 
Regional  ITS  Plan  and  Architecture,  which 
highlights  projects  such  as  signal  pre‐emption 
for  emergency  vehicles,  and  the  enhancement 
of  the  regions  telecommunications 
infrastructure.  Several local agencies along with 
the State now participate  in programs  to allow 
various  emergency  response  agencies  to 
communicate  with  one  another  on  different 
radio  frequencies.    The  Indiana  State  Police, 
INDOT and  local police agencies are working  to 
develop  ways  to  report  crash  data  more 
accurately to be used  later  in crash analysis  for 
intersections and corridors.  Currently many law 
enforcement  agencies  throughout  the  state 
submit  crash  data  in  an  electronic  format 
reducing  spelling  and  location  errors.    MACOG 
has developed techniques to analyze older data 
to  improve  data  errors  when  conducting  site 
specific and regional studies. 
 
Overall,  MACOG  working  with  local  and  state 
agencies  through  the  State’s  Strategic  Highway 
Safety  Plan  are  addressing  key  emphasis  areas 
to  improve  the  safety  of  the  regions’ 
transportation network  for both motorized and 
non‐motorized users. 
 
Transit providers  in the MACOG region are also 
addressing  safety  and  security  concerns.  
MACOG,  as  the  operator  of  the  Interurban 
Trolley and demand response systems in Elkhart 
County,  has  implemented  video  surveillance 
systems on the fixed route transit vehicles and is 
currently  researching  ways  to  improve  the 
safety  and  security  of  the  demand  response 
systems  through  the  use  of  smart  card  and 
other technology solutions. 

Environmental Mitigation Activities  

As  prescribed  in  new  SAFETEA‐LU  legislation, 
MACOG  as  the  MPO  “shall  consult  with  State 
and  local  agencies  responsible  for  land  use 
management, natural  resources, environmental 
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protection,  conservation,  and  historical 
preservation concerning the development of the 
transportation plan” (CFR 450.322g).   

 
MACOG  has  used  the  regional  GIS  website  to 
assist in consulting with State and local agencies 
responsible for environmental activities.  During 
the original public comment period for this Plan, 
MACOG  produced  a  secure  website  where 
organizations  would  be  able  to  overlay  data 
layers  on  the  proposed  highway  projects  to 
determine any impact these projects might have 
on environmentally sensitive sites in the region. 
 
In addition to providing a resource for State and 
local agencies to review  the proposed Plan and 
environmentally sensitive sites during the public 
comment  period,  MACOG  is  also  required  by 
SAFETEA‐LU  Metropolitan  Planning  regulations 
to  outline  ways  in  which  the  impacts  at  a 
policy/strategy  level  of  the  plan  might  be 
mitigated.   MACOG,  local highway agencies and 
INDOT will have  to  consider  the environmental 
impacts of each project on a case‐by‐case basis.  
However,  in  each  project  case  the  following 
non‐inclusive  list  of  agencies  and  consultation 
partners will be contacted:  Indiana Department 
of  Environmental  Management,  Indiana  State 
Historic  Preservation  Office,  Indiana 
Department of Natural Resources, local land use 
planning agencies, local health departments, US 
Fish  and  Wildlife  Service,  local  parks 
departments, US Army Corp of Engineers,  local 
housing agencies, etc.  
 
Non‐SOV/CMS Analysis 
As  a  Transportation  Management  Area 
(Metropolitan  Planning  Area  population  is 
greater  than  200,000),  all  projects  in  MACOG’s 
LRP are run through a non‐SOV analysis.  
The non‐SOV analysis  is established  in  the CMS 
(Congestion Management System) to identify all 

traffic  congestion  mitigation  methods,  other 
than  adding  travel  lanes  to  relieve  congestion, 
as stated in Federal Regulations 23CFR500.109c.  
First,  projects  are  reviewed  by  the  following 
criteria: if a project is already in the current TIP, 
or  a  project  has  been  through  the  EA 
(Environment Assessment) process, or a project 
is  not  regional  significant  (not  adding  travel 
lanes),  or  a  project  is  not  using  federal  funds, 
that project will pass the CMS analysis. Projects 
that are listed in the illustrative section are also 
not analyzed. 
 
Then,  projects  that  need  further  CMS  analysis 
are  checked  for  their  congestion  status  in  the 
no‐build 2035 scenario  in the TDF model.  If the 
road  segments  of  the  projects  are  not 
congested, they are subject to further analysis.  

 
A  transit  and  bike/pedestrian  path  analysis  is 
then completed. The analysis assumes a certain 
percentage  of  population  within  the  service 
buffer  of  transit  and  bike  pedestrian  paths 
(existing or planned) will switch to these modes 
instead  of  driving  cars.  If  the  congestion  is  not 
relieved, then a further detailed analysis of non‐
SOV mitigation  is needed. The detailed analysis 
process  is  available  in  the  separate  CMS 
documentation  report.  If  the  road  segments of 
the projects were still found congested, then the 

project  passes  the  CMS 
analysis by finding that the 
non‐SOV mitigation will not 
relieve  the  congestion.  If 
the  congestion  was 
relieved  by  non‐SOV 
mitigation however (transit 
or  bike  and  pedestrian 
paths),  then  the  project 
needs further analysis.  
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The projects that are not congested by applying 
non‐SOV  mitigation  strategies  are  checked  for 
current  transit  service  as  well  as  bike  and 
pedestrian route availability.  If any of them are 
already  available,  that  mitigation  method  is 
removed  from  the  analysis.    The  availability  is 
defined  within  a  buffer  area,  as  stated  in  the 
CMS documentation. 

 
All of the projects that need further analysis are 
listed  with  justification  for  the  projects.  A 
project  road  segment  might  not  show 
congestion, but has a significantly high accident 
rate; therefore, a center turn lane is needed for 
safety  purposes.  Some  roads  are  built  as 
connectors  to  major  economic  development 
areas. Other road segments are part of a major 
traffic‐moving  corridor.  All  of  these  and  other 
reasons  might  lead  to  the  conclusion  that 
adding  travel  lanes  is  necessary,  even  though 
the road is not congested. 
 
MACOG  provides  the  Congestion  Management 
System data to local traffic engineers through its 
TTAC  membership  for  their  practical  use  in 
implementing  congestion  activities  as  they 
relate  to  traffic  operations.  The  membership 
includes  representatives  from  St.  Joseph, 
Elkhart,  Marshall  and  Kosciusko  Counties  in 
Indiana.  ITS project information is also provided 
to the TTAC.  
 
2035 Transportation Plan Update 
Various  State  and  Local  projects  in  2009  have 
been removed as part of the update to the 2035 
Transportation Plan.   A color coded explanation 
of the changes can be found in Appendix A.  Also 

included  in Appendix B  is a table of the current 
project listing by analysis year, which is followed 
by a brief narrative description of each project.   
 
All  projects  listed  in  the  2035  Transportation 
Plan  Update  meet  the  “financially  reasonable” 
test.  As part of the process, letters from project 
sponsors  for  large  grade  separations  or  added 
capacity  projects  have  been  added  as  further 
documentation  of  the  financial  funding 
commitment. 
 
Where  funding  commitment  has  not  yet  been 
identified,  project  sponsors  have  been  advised 
that  there  is  an  amendment  process  once 
funding commitment is secured. As an example, 
Portage  Prairie,  a  project  in  South  Bend,  has 
been  a  collaborative  and  cooperative  project 
involving the City, INDOT and the private sector.  
The project has not  identified a specific funding 
source  for  the  construction  of  an  interchange 
proposed  to be  located on US 31/20 Bypass @ 
Adams  Rd.    However,  the  City  has  moved 
forward  with  the  preliminary  engineering  (PE) 
and design using local funds, while following the 
federal  aid  process.    Once  the  City  and  its 
partners  have  identified  a  funding  source 
commitment, the 2035 Transportation Plan can 
be  amended  to  include  the  project  in  the  TP 
with a corresponding conformity analysis. 
 
St.  Joseph  and  Elkhart  County  are  considered 
maintenance areas for air quality and are bound 
by  joint  regulations  found  in  the  Clean  Air  Act 
and  SAFTEA‐LU  to  complete  an  Air  Quality 
Conformity  Analysis.    A  detailed  description  of 
the  process  can  be  found  at  the  end  of  this 
document.    The  2035  Transportation  Plan 
Update will use a 2015 analysis year to complete 
proposed  EPA  regulatory  requirements.  
Additionally,  projects  listed  in  the  5‐year 
analysis years are assumed to be open to traffic 
by  December  31,  of  the  analysis  year.    As  an 
example projects listed in 2020 must be open to 
traffic between  January 1, 2016 and December 
31, 2020. 
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The  2035  Transportation  Plan  Update  is 
“financially  reasonable”  as  required  by  federal 
law).    All  costs  and  revenues  are  expressed  in 
real dollars (in the year of construction, using a 
4% annual inflation factor annually) over the 24‐
year period.   Project costs are described  in  the 
following  charts,  which  include  design  level 
engineering estimates where available.     Actual 
project  costs  were  used  in  the  estimates  if  
available from the LPA or INDOT  
 
Preliminary  engineering  expense  and  right‐of‐
way  expense  were  estimated  by  using  a  15% 
expense  added  to  the  estimated  construction 
cost.    The  estimates  were  derived  from  three 
sources:  first  from  local experience  in acquiring 
land, second on the estimates from the current 
TIP,  and  third  from  costs  provided  for  State 
projects  from  the  INDOT  Long  Range  Planning 
Section. 
 
Construction costs can vary significantly  for  the 
same  facility  type  constructed  in  different 
locations throughout the region.  Cost estimates 
for  the  construction phase were either derived 
from  actual  construction  engineering  estimates 
obtained  from  the  local  engineers,  INDOT 
Districts  and  Long  Range  Planning  Section,  or 
the current TIP.  Based on information provided 
by  local  engineers,  the  most  recent  letting 
information  indicates  a  cost  estimate  of 
$1,100,000 per  lane per mile which we will use 
for MACOG’s local projects listed in the plan.  An 
estimated 4% annual inflation rate was used. 
 
Project Revenue Sources 
The  Federal  Highway  Administration  (FHWA) 
allocates  SAFETEA‐LU  funds  to  a  functionally 
classified  system  of  federal,  state  and  local 
roadways  throughout  the United States.   These 
roadways  are  divided  into  the  following 
categories: 
 

 National Highway System (NHS) 

 Interstate Maintenance 

 Bridge 

 Surface Transportation Program 

 Rail/Highway  Safety  Improvement 
Program 

 
INDOT  is  responsible  for  all  state  and  federal 
highway projects.   These roads are classified by 

agreement  between  the State, MPOs and  LPAs 
based  on  FHWA  guidelines  for  functional 
classification.  All roads classified as higher than 
rural  collector  may  receive  Federal  STP  funds.  
The selection of projects to be developed using 
STP funds in the South Bend and Elkhart/Goshen 
TMA under  the  requirements of SAFETA‐LU are 
to be made by the MPO in consultation with the 
State.   NHS, Bridge and  Interstate Maintenance 
programs  are  to  be  selected  by  the  State  in 
cooperation with the MPO. 
 
SAFETEA‐LU  funds  include  several  formula‐
based  calculations,  defined  by  Congress,  that 
are  distributed  to  urban  areas  by  funding 
agreements between the MPOs and INDOT. Less 
than a 5% increase in federal revenues was used 
in determining dollars over a 24 year period.  In 
rural areas, funding is available on a competitive 
basis in a statewide program.   
 
The following accounts serve as the local source 
of revenue for highway project implementation: 
 

 Local Road and Street Account 

 Motor Vehicle Highway Account 

 Bonding Capabilities 

 Cumulative Bridge Funds 

 Capital Improvement Cumulative Funds 

 Economic Development Income Tax  

 Tax Incremental Financing 

 Wheel Tax  
 
Revenue estimates for the purpose of the 2035 
TP  were  derived  from  the  2005  Summary  of 
Highway  Revenues,  Distributions  and  Expenses 
for  Indiana  Cities  and  Towns.  This  source 
includes  information  derived  from  the  2005 
State  Board  of  Accounts  (Form  225)  Annual 
Operating  Budgets.    Additionally,  LPA’s  were 
asked to review and concur with the estimates.  
LSRA funding was reduced by nearly 12.5% over 
the previous 2009 amendment. 
 
Local  Road  and  Street  Account  (LRSA)  funds 
provide an important source of revenue for both 
city  and  county  highway  departments.    The 
funds  are  dedicated  for  engineering, 
construction or  reconstruction of  roads, streets 
or bridges, as well as for the payment of bonds 
and interest to finance a project of this type. 
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Motor Vehicle Highway Account (MVHA) funds 
are a source of revenue from the General Fund 
of  the  State  of  Indiana  which,  by  statute,  is 
credited with the collection of the first six cents 
of  the  motor  fuel  and  fuel  use  taxes,  plus  the 
statutory fees for motor vehicle registration and 
operation.    These  highway‐use  taxes  are 
collected by  the State.   A portion of  the MVHA 
distributed  back  to  the  cities  and  counties  for 
administration,  budgeting  and  expenditure  by 
local officials. 
 
This  is  the  principal  source  of  revenue  of  the 
overall  operation  of  the  County  Highway 
Departments.  Its use  in the Cities and Counties 
include the purchase of materials, labor, and/or 
equipment  required  in  the  maintenance  and 
construction of roads and bridges. 
 
Bonding  Capabilities  include  two  major 
categories of debt financing, revenue bonds and 
general obligation bonds. 
 
Revenue  bonds  in  Indiana  are  used  for 
proprietary functions such as sewage treatment 
and refuse disposal equipment by all  levels and 
types  of  local  governments.    Governments  are 
not limited in the amount of revenue bond debt 
they  may  incur.    Revenue  bonds  hold  no 
pertinent  place  in  a  discussion  of  finances  for 
our purposes, and will no  longer be referred to 
in this report. 
 
General  obligation  bonds  are  used  for  debt 
financing  of  non‐proprietary  functional 
expenditures  such  as  roads  and  schools.    The 
amount  of  general  obligation  debt,  which  local 
governments  and  special  districts  may  incur,  is 
limited  to  two  percent  (2%)  of  net  locally 
assessed  property  value.    (This  limit  is  set  and 
may be altered by the Indiana State Legislature.) 
 
Cumulative  Bridge  Funds  are  a  supplementary 
source  of  revenue  for  the  construction  and 
repair  of  county  highway  bridges  and  grade 
separations.  Indiana  statutes  authorize  the 
County Commissioners of  the  individual  county 
units  to  establish  a  countywide  tax  levy  on  all 
taxable  personal  and  real  property  for  the 
purpose  of  accumulating  funds  for  the 
construction  and  repair  of  county  highway 
bridges.    The  yearly  income  from  this  source 
depends  on  the  amount  of  the  tax  levy,  the 

assessed valuation for the county, and return on 
investments.    Receipts  from  this  fund  must  be 
used  exclusively  for  construction  of  bridges  on 
the county road system. 
 
Capital  Improvement Cumulative Funds can be 
established  by  any  city  or  town  to  provide 
monies  for  any  or  all  of  ten  purposes.  These 
purposes include the acquisition of land or right‐
of‐way  to be used  for  streets,  roads etc..., and 
the  use  of  these  funds  in  the  retirement  of 
general obligation bonds. 
 
The  Capital  Improvement  Cumulative  Fund  of 
1965  receives  the  allotment  of  the  state‐
collected  cigarette  tax.    The  money  from  this 
fund  may  be  used  for  road  construction  or 
improvement.  Traditionally, limited amounts of 
this  money  have  been  used  in  transportation 
areas.    The  Capital  Improvement  Cumulative 
Funds  of  1967  provides  monies  for  Capital 
Improvements,  including  acquisition  of  land  or 
right‐of‐way to be used for streets, roads, alleys, 
sidewalks,  or  thoroughfares,  and  the 
maintenance of the same. 
 
The  Economic  Development  Income  Tax  has 
been  collected  by  Elkhart  County  for  several 
years.  About $8 million annually is set aside for 
highway construction projects in Elkhart County.  
St.  Joseph County has not enacted this  tax, but 
the  City  of  South  Bend  recently  attempted  to 
get both the County and the City of Mishawaka 
to  pass  the  required  legislation.    This  could  be 
an important future source of funds. 
 
Tax  Incremental  Financing,  or  TIF,  finances 
specific  projects  and  can  be  used  by  the  local 
public  agencies  for  construction  in  a  specific 
area, and the taxes collected from that area are 
used  to  finance projects only  in  that area.   The 
City  of  Mishawaka  and  the  City  of  South  Bend 
have  both  developed  TIF  areas,  and  have  used 
these funds to support highway projects.  These 
funds  are  project  specific  and  are  not 
programmed  in  advance.    Thus,  although  the 
possible use of these funds exists, they have not 
been included in the financial estimates. 
 
The Wheel Tax, known  in  Indiana as  the Local 
Option  Highway  User  Tax  (LOHUT)  was 
implemented  by  both  Elkhart  and  St.  Joseph 
Counties  in  2003.    This  tax  is  a  flat  tax  on  all 

Page 50



motor  vehicles  registered  in  the  county.    The 
revenue  from  this  tax  can  only  be  used  in 
maintaining  the  current  road  network  in  each 
county  through  reconstruction  and 
rehabilitation projects.  
Major Moves funding was made available to the 
Toll Road Counties including both St. Joseph and 
Elkhart  Counties.    Each  County  received 
$40,000,000  distributed  to  the  counties,  cities 
and  towns  based  on  population.    These  funds 
may  be  spent  on  highway  projects  or  invested 
and  spent  on  highway  projects.    For  the 
purposes of this plan, the funds are indicated as 
providing  annual  interest  until  other  decisions 
are made. 
 
Financial Feasibility  
Tables  located  in  the  following pages  include a 
compilation of project costs by jurisdiction.  The 
recap  sheets  provide  revenue  and  expenditure 
estimates for the Plan projects and preservation 
and  maintenance  expenses  and  can  be  found 
under  the  headings  of  Preservation  and 
Maintenance and the 2011‐2035 Federal, State, 
and Local Revenue. 
 
The  following  assumptions  were  developed  for 
the  revenue  and  expenditure  portion  of  the 
2035 Transportation Plan: 
 

 Project costs were estimated from the 
2009 TIP cost updates 

 A 4% annual estimated inflation rate is 
applied  to  each  project  to  the 
estimated construction letting date. 

 The  cost  for  preliminary  engineering 
and  right  of  way  acquisition  is 
estimated  at 15%  of  the  future  dollar 
cost.    The  percentage  is derived  from 
INDOT’s past experience.  

 Preservation  and  Maintenance  costs 
include a 4% annual inflation increase. 

 Revenues for the purpose of this study 
are  assumed  to  increase  .5%  ‐  1% 
based  on  an  analysis  completed  by 
LTAP  for  the  previous  10  years  of 
MVHA and LR&S. 

 
Federal Aid Funding 
A  major  source  of  funding  for  added  travel 
lanes,  intersection  improvements,  safety 
projects  and  other  highway  improvements  in 

the  urbanized  areas  currently  provides  nearly 
8.5  million  dollars  a  year.    The  federal  aid 
program  has  consistently  improved  in  the 
project funding  levels annually; SAFETEA‐LU the 
most  recent  bill  spends  the  entirety  of  the 
Highway Trust Fund.  This will make it necessary 
during the next bill to find additional funding for 
highway revenues. 
 
Federal  Aid  funding  selection  occurs  in  the 
Transportation Improvement Program, a four to 
five  year  program  of  highway  and  transit 
projects.  The funds may be used to fund various 
surface  transportation  projects  within  the  two 
urban area boundaries (UBA). 
 
In Indiana funds are distributed to the urbanized 
areas  based  on  the  Local  Federal  Aid  Sharing 
Agreement,  which details  the  manner  in which 
federal aid  is shared between the state and the 
local entities. 
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Appendix A – Changes to Existing Projects 
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No Change

Added Project

Deleted Project

Amended Project

Travel Demand Model Changes
in Relation to 2035 Transportation Plan Update
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Appendix B – Highway Projects
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2035 Project Descriptions for Elkhart County 

Beardsley Avenue  
Segments from Edwardsburg Road to Cassopolis Avenue, in the City of Elkhart, a distance of 0.45 miles, 
widen pavement from varied widths to 48 feet.  Add travel lanes from two lanes to four lanes.  Project 
to be completed by 2020. 

Benham Avenue  
Segments from CR20 to Hively Avenue, in the City of Elkhart, a distance of 0.48 miles, widen pavement 
from varied widths to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be completed 
by 2025. 

Bypass Road  
Segments from Old US20 to Nappanee Street, in Elkhart County, a distance of 0.61 miles, widen 
pavement from 25 to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be completed by 
2030. 

Cassopolis Street  
Segments from Beardsley Avenue to Bristol Street, in the City of Elkhart, a distance of 0.64 miles, 
increase right-of-way from 50 feet to 70 feet, and widen pavement from 24 feet to 48 feet.  Add travel 
lanes from two lanes to four lanes.  Project to be completed by 2020. 

College Avenue  
Segments from Norfolk Southern RR to Winsted Drive, in the City of Goshen, a distance of .56 miles. 
Increase pavement width to add center turn lane. Project to be completed by 2015. 

County Road 6  
Segments from John Weaver Parkway to Ash Road, in Elkhart County, a distance of 2.02 miles, increase width of 
pavement.  Add travel lanes from two lanes to four lanes. Project to be completed by 2020. 

County Road 7 (Michigan Street)  
Segments from Bristol Street to CR6, in the City of Elkhart, a distance of 0.61 miles, increase right-of-way from 
various widths to a standard 80 feet and widen pavement from various widths to 48 feet.  Add travel lanes from 
two lanes to four lanes.  Project to be complete by 2030.   

County Road 9 (Johnson Street)  
Segment from Sunset Avenue to CR6, in Elkhart County, a distance of 1.49 miles, increase right-of-way 
from 50 feet to 80 feet and widen pavement width from 22 feet to 48 feet.  Add travel lanes from two 
lanes to four lanes.  Project to be complete by 2020. 

County Road 10 (Bristol Street)   
Segments from Elkhart City Limits to CR15, in Elkhart County, a total distance of 3.28 miles, to be 
completed in two phases from Elkhart City Limits to CR 13, and CR 13 to CR 15, increase right-of-way 
from 40 feet to 80 feet and widen pavement width from various widths to 48 feet.  Add travel lanes 
from two to four lanes.  Project to be completed by 2020. 
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County Road 11 (Osolo Road)  
Segments from Bristol Street to CR106 (Henke Road), a distance of 1 mile, increase right-of-way from 40 feet to 60 
feet and widen pavement width from 18 to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be 
completed by 2025. 

County Road 13 (Lewis Avenue)  
Segments from Norfolk Southern RR to US33, in Elkhart County, a distance of 0.80 miles, increase right-
of-way from varied widths to standard and widen pavement from 24 feet to 48 feet.  Add travel lanes 
from two lanes to four lanes and adding a grade separation.  Project to be completed by 2020. 

County Road 17  
Segments from CR28 to CR38, in Elkhart County, a total distance of 4 miles, to be completed in three 
phases from CR28 to CR30, CR30 to Leedy Ditch (CR32), and Leedy Ditch to CR 38, obtain right-of-way 
and construct a new four lane roadway.  Projects to be completed by 2015. 

County Road 17  
Segments from CR38 to CR 146, in Elkhart County, a total distance of 4 miles, to be completed in two 
phases from CR38 to CR142, and CR 142 to CR 146, obtain right-of-way and add travel lanes from two 
lanes to four lanes.  Projects to be completed by 2020. 

County Road 17   
Segments from CR146 to US6, a distance of 2.8 miles, obtain right-of-way and add travel lanes from two 
lanes to four lanes.  Project to be completed by 2025. 

County Road 27   
Segments from CR38 to CR40, in the City of Goshen, a distance of 0.99 miles, increase pavement width. Add travel 
lanes from two lanes to four lanes. Project to be completed by 2020. 

County Road 38  
Segments from CR27 to US33, in the City of Goshen, a distance of 1.04 miles, increase pavement width.  Add travel 
lanes from two lanes to four lanes.  Project to be completed by 2020. 

Goshen Avenue  
Segment from Jackson Boulevard to Toledo Road, in the City of Elkhart, a distance of 1.27 miles, the pavement 
width will be increased from varied widths to 48 feet.  Add travel lanes from two to four lanes. Project will be 
completed by 2020. 

Hively Avenue Underpass  
Segments from Main Street to Sterling Street, in the City of Elkhart, a distance of 0.08 miles, increase 
right-of-way from 60 feet to 80 feet and widen pavement from varied width to 48 feet.  Add travel lanes 
from two lanes to four lanes.  Project to be completed by 2020. 

Indiana Avenue  
A segment from Belmont Avenue to Toledo Road, in the City of Elkhart, a distance of 0.74 miles, 
pavement width will be increased. Add travel lanes from two lanes to four lanes.  Project to be complete 
by 2030. 
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Lexington Avenue  
Segment from CR3 to Nappanee Street, in the City of Elkhart, a distance of 1.09 miles, pavement width will be 
increased. Center turn lane will be added. Project to be complete by 2020. 

Lusher Avenue  
Segment from Nappanee Street to Oakland Avenue, in the City of Elkhart, a distance of 0.95 miles, 
pavement width will be increased from various widths.  Add travel lanes from two lanes to four lanes.  
Project to be complete by 2030. 

Main Street  
Segments from Indiana Avenue to Lusher Street, in the City of Elkhart, a distance of 0.61 miles, pavement width 
will be increased from varied widths to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be 
complete by 2025.  

Main Street  
Segments from Indiana Avenue to Prairie Street, in the City of Elkhart, a distance of 0.36 miles, 
pavement width will be increased from varied widths to 48 feet.  Center turn lane will be added.  Project 
to be complete by 2025. 

Oakland Avenue  
Segment from Lusher Avenue to Franklin Street, in the City of Elkhart, a distance of 0.90 miles.  Add 
travel lanes from two lanes to four lanes.  Project to be completed by 2020.   

Oakland Avenue  
Segment from CR20 to Lusher Avenue, in the City of Elkhart, a distance of 0.88 miles, increase the right-
of-way from varied widths to 70 feet, and widen pavement from varied widths to 48 feet.  Add travel 
lanes from two lanes to four lanes.  Project to be completed by 2030. 

Old US 20  
Segments from Ash Road to CR3, in Elkhart County, a distance of 2.07 miles, widen pavement from 
various widths to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be complete by 
2020. 

Prairie Street  
A segment from Main Street to Division Street, in the City of Elkhart, a distance of 0.40 miles, right-of-way will be 
increased from 50 to 80 feet and the pavement will be widened to 48 feet.  Add travel lanes from two lanes to four 
lanes.  Project to be complete by 2020. 

Prairie Street  
A segment from Hively Avenue to Main Street, in the City of Elkhart, a distance of 1.27 miles, right-of-way will be 
increased from 50 to 80 feet and the pavement will be widened to 48 feet.  Add travel lanes from two lanes to four 
lanes.  Project to be complete by 2025. 

Prairie Street Underpass   
Segment from Main Street to Middlebury Street, in the City of Elkhart, a distance of 0.23 miles, a grade separation 
will be constructed under the Norfolk Southern Railroad.  Add travel lanes from two lanes to four lanes. Project to 
be complete by 2020. 
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Toledo Road  
Segments from Goshen Avenue to the Middleton Run Road, in Elkhart County, a distance of 1.37 miles, 
right-of-way will be increased from 50 to 80 feet and the pavement width will be increased from 21 to 
48 feet.  Add travel lanes from two lanes to four lanes.  Project to be completed by 2020. 

South Link Road (Waterford Mills Pkwy) 
Segment from SR15 CR27 (Regent Street), in the City of Goshen, a distance of 1.24 miles, new road 
construction through Goshen industrial areas.  Project to include a grade separation at Norfolk Southern 
Railroad. Project to be completed by 2015. 

Wilden Avenue  
Segments from current terminus to Middlebury Street, in the City of Goshen, a distance of 0.28 miles, 
right-of-way will be obtained to a standard width and two-lane facility will be constructed.  Project to be 
completed by 2015.   
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2035 INDOT Project Descriptions in Elkhart County 

US Highway 33  
Segment from County Road 40 to College Avenue, in the City of Goshen, a total distance of 4.56 miles, to 
be completed in three phases from CR 40 to College Ave, College Avenue to Monroe Street, and Monroe 
Street to SR 15 (Main Street).  Increase right-of-way from 70 feet to a standard 80 feet.  Widen 
pavement and add travel lanes from two lanes to four lanes.  Projects to be completed in 2020.   

US Highway 33  
Segment from CR15 (1.46 mi S of US 20) to US20 (0.19 mi S of US 20), in Elkhart County, a distance of 
1.28 miles.  This segment of US33 is currently four lanes and will be widened to 60 feet of pavement to 
allow for a continuous left turn lane.  Project to be completed by 2015.   

US Highway 20  
Segment from CR19 (0.75 mi E of CR 17) to SR15, a distance of 2.17 miles.  Increase right-of-way from 
various widths to a standard width, and widen pavement and add travel lanes from two lanes to four 
lanes.  Project to be completed by 2015. 

State Road 19  

Segment from Lusher Avenue (2.6 mi N of US 20) to Bypass Road (4.1 mi N of US 20), in the City of 
Elkhart, a distance of 1.18 miles.  This segment of SR19 is currently four lanes and will be widened to 60 
feet of pavement to allow for a continuous left turn lane.  Project to be completed by 2015.   
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2035 Project Descriptions for St. Joseph County 

 
Adams Road  
Segments from Olive Road to US 31, a distance of 0.63 miles, will have the right-of-way increased from 
varied widths to a standard width. Have the pavement increased from varied widths to 48 feet. Increase 
travel lanes from two lanes to four lanes. Project to be completed by 2020. 
 
Adams Road  
A new road segment will be constructed from Portage Road to Lilac Road in St. Joseph County, a 
distance of 1.35 miles.  This segment will be built to a standard width of 24 feet with two travel lanes.  
Project to be completed by 2025. 
 
Ash Road 
Segments from SR 933 to McKinley Highway, a distance of 1.67 miles.  Pavement width will be increased 
to accommodate added travel lanes, from two lanes to four lanes.  Project to be complete by 2030. 
 
Ash Road 
Segments from McKinley Highway to Cleveland Road, a distance of 2.49 miles.  Pavement width will be 
increased to accommodate added travel lanes, from two lanes to four lanes.  Project to be complete by 
2030. 
 
Auten Road 
Segments from Portage Avenue to Mayflower Road, a distance of 1.33 miles, will be constructing a new 
roadway with four lanes.  Project to be complete by 2020. 
 
Auten Road 
Segments from Ironwood Road to Portage Avenue, a distance of 4.1362 miles.  Pavement width will be 
increased to accommodate added travel lanes, from two lanes to four lanes.  Project to be complete by 
2030. 
 
Bittersweet Road 
Segments from McKinley Highway to Day Road, a distance of 0.98 miles, will have the right-of-way 
increased from varied widths to standard 80 feet and have the pavement width increased from 24 to 48 
feet.  Increase travel lanes from two lanes to three lanes.  Project to be completed by 2035. 
 
Bittersweet Road 
Segments from Day Road to Anderson Road, a distance of 3.01 miles, will have the right-of-way 
increased from varied widths to standard 80 feet and have the pavement width increased from 24 to 48 
feet.  This project is to construct a continuous center turn lane.  Project to be completed by 2035. 
 
Bittersweet Road 
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Segments from Anderson Road to SR 23, a distance of 0.75 miles, pavement will be widened and travel 
lanes will be increased from two lanes to four lanes.  Project to be complete by 2025. 
 
Bittersweet Road  
Segments from SR933 to Blackberry Road/Dragoon Trail, a distance of 0.5530 miles, will have the right-
of-way acquired to standard 80 feet and have pavement constructed 24 feet with two travel lanes.  
Project to be completed by 2035.  This facility would be a connector for Bittersweet Road to Blackberry 
Road.   
 
Bremen Highway/Union Street 
Segments from north of US 20 to Walter Street, in the City of Mishawaka, a distance of 0.16 miles, 
widen pavement to accommodate four travel lanes.  Project to be complete by 2020. 
 
Brick Road  
Segments from Olive Road to Primrose Road, in St. Joseph County, a distance of 1.19 miles, widen 
pavement from varied width to 48 feet.  Increase travel lanes from two lanes to four lanes.  Project to be 
completed by 2035. 
 
Byrkit Street (Fir Road) 
A segment from McKinley Highway to Day Road, a distance of 1.90 miles, will have the pavement width 
increased from 20 feet to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be 
completed by 2015. 
 
Byrkit Street (Fir Road) 
A segment from Jefferson Road to McKinley Highway, a distance of 0.49 miles, will have the right-of-way 
increased from varied widths to a standard width and have the pavement width increased from 24 to 48 
feet.  Increase travel lanes from two lanes to four lanes.  Project to be completed by 2025.   
 
Byrkit Street (Fir Road) 
Segments from Dragoon Trail to Harrison Road (Twelfth Street), a distance of 0.86 miles, will have the 
right-of-way increased from varied widths to a standard width and have the pavement width increased 
from 24 to 48 feet.  Increase travel lanes from two lanes to four lanes.  Project to be completed by 2025.   
 
Catalpa Avenue 
Segments from the current terminus to Filbert Road, a distance of 0.29 miles, a new road will be 
constructed.  This will be a two-lane facility.  Project to be complete by 2015. 
 
Church Street 
Segments from SR 933 (Lincolnway) to the St. Joseph River, a distance of 0.14 miles, pavement will be 
widened to accommodate a center turn lane.  Project to be complete by 2015. 
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Cleveland Road 
Segments from Bittersweet Road to Ash Road, a distance of 2.51 miles, will have the right-of-way 
increased from varied widths to a standard and the pavement width increased from 24 feet to 48 feet.  
Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2030. 
 
Cleveland Road 
Segments from SR23 to Bittersweet Road, a distance of 3.36 miles, will have the right-of-way increased 
from varied width to a standard 80 feet, and the pavement width increased from 24 feet to 48 feet.  
Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2020. 
 
Day Road 
Segment at the Canadian National Railroad Crossing, a distance of 0.30 miles, will have a grade 
separation constructed.  The grade separation will be four lanes wide to match Day Road construction.  
Project to be completed by 2030. 
 
Day Road  
Segment from Fir Road to SR331/Capital Avenue, a distance of 1.09 miles, will have the right-of-way 
increased from varied widths to a standard width, and the pavement width increased from 24 feet to 48 
feet.  Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2030. 
 
Day Road 
Segment from SR331/Capital Avenue to Bittersweet Road, a distance of 1.42 miles, will have the right-
of-way increased from varied width to a standard width, and the pavement width increased from 24 
feet to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2030. 
 
Division Street 
A segment from the current terminus to Catalpa Avenue, in the City of Mishawaka, a distance of 0.28 
miles, a new road will be constructed.  Project to be completed by 2015.  This project is not regionally 
significant and has not been added to the travel demand model. 
 
Douglas Road  
Segments from Fir Road to SR331/Capital Avenue, a distance of 1.18 miles, will have the pavement 
increased from 18 to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be 
completed by 2035. 
 
Douglas Road 
Segments from SR331/Capital Avenue to Ash Road, a distance of 3.91 miles, will have the pavement 
increased from 18 to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be 
completed by 2035. 
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Fir Road 
Segments from University Park Drive to Cleveland Road, a distance of 0.28 miles will have pavement 
increased to accommodate an increase in travel lanes from two lanes to four lanes. Project to be 
complete by 2015. 
 
Fir Road – 71MS032 
Segments from Cleveland Road to SR 23 (Edwardsburg Highway), a distance of 0.62 miles will have 
pavement increased to accommodate an increase in travel lanes from two lanes to four lanes. Project to 
be complete by 2015. 
 
Fulmer Road 
A segment from the current terminus to Clover Road, in the City of Mishawaka, a distance of 0.25 miles, 
a new road will be constructed.  Project to be completed by 2015.  This project is not regionally 
significant and has not been added to the travel demand model. 
 
Grape Road 
Segments from SR 23/Cleveland Road to Adams Road, a distance of 2.00 miles, will have the right-of-
way increased from 40 feet to 80 feet and will have the pavement width increased from varied widths to 
48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2035. 
 
Gumwood Road 
Segments from Mishawaka City Limits to Brick Road, a distance of 0.80 miles, will have the pavement 
width increased from varied widths to 48 feet.  Increase the travel lanes from two lanes to four lanes.  
Project to be completed by 2015. 
 
Gumwood Road 
Segments from Brick Road to Michigan State Line, a distance of 1.52 miles, will have the pavement width 
increased from varied widths to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project 
to be completed by 2015. 
 
Harrison Road (12th Street) 
Segments from SR 331 to Blackberry Road, a distance of 1.25 miles, will have the pavement width 
increased from 18 feet to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be 
completed by 2015. 
 
Harrison Road (12th Street) 
Segments from Merrifield Avenue to Byrkit Street (Fir Road), a distance of 0.50 miles, will have the right-
of-way increased from 40 feet to 80 feet and will have the pavement width increased from varied widths 
to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2015. 
 
Harrison Road (12th Street) 
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Segments from Byrkit Street (Fir Road) to SR 331/Captial Avenue, a distance of 0.99 miles, will have the 
pavement width increased from 18 feet to 48 feet.  Increase the travel lanes from two lanes to four 
lanes.  Project to be completed by 2020. 
 
Harrison Road (12th Street) 
Segments from Blackberry Road to Beech Road, a distance of 1.77 miles, will have the pavement width 
increased from varied widths to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project 
to be completed by 2035. 
 
Hickory Road 
Segments from Douglas Road to SR 23, a distance of 0.43 miles, will construct a new roadway of two 
lanes. Project to be completed by 2030. 
 
Hickory Road 
Segments from Hepler Street to Douglas Road, a distance of 0.5000 miles, will construct a new roadway 
of two lanes.  Project to be completed by 2030. 
 
Ironwood Road 
Segments from Pleasant Street to Edison Road, a distance of 2.22 miles, will have the right-of-way 
increased from 50 feet to 70 feet and the pavement increased from varied widths to 48 feet.  Increase 
the travel lanes from two lanes to four lanes.  Project to be completed by 2025. 
 
Ironwood Road 
Segments from Cleveland Road to Auten Road, a distance of 1.51 miles, will have the right-of-way 
increased from various widths to standard width and increase the pavement width to 48 feet.  Increase 
the travel lanes from two lanes to four lanes.  Project to be completed by 2020. 
 
Ironwood Road 
Segments from Auten Road to the Michigan State Line, a distance of 1.01 miles, will have the right-of-
way increased from various widths to standard width and increase the pavement width to 48 feet.  
Increase the travel lanes from two lanes to four lanes.  Project to be completed by 2020. 
 
Ironwood Road 
Segments from Jackson Road to South Bend City Limits (south of Killington Way), a distance of 0.53 
miles.  Pavement will be increased to accommodate added travel lanes, from two lanes to four lanes.  
Project to be complete by 2020.   
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Ironwood Road  
Segments from South Bend City Limits (south of Killington Way) to Kern Road, a distance of 0.47 miles.  
Pavement will be increased to accommodate added travel lanes, from two lanes to four lanes.  Project 
to be complete by 2025. 
 
Jefferson Road 
Segments from Byrkit Street (Fir Road) to SR331/Capital Avenue, a distance of 1.01 miles, will have the 
right-of-way increased from 60 feet to 80 feet and increase the pavement width to 48 feet.  A center 
turn lane will be added.  Project to be completed by 2009. 
 
Kern Road 
Segments from Miami Highway to Ironwood Drive, a distance of 1.00 miles, will have the pavement 
increased from varied widths to 48 feet.  Increase the travel lanes from two lanes to four lanes.  Project 
to be completed by 2025. 
 
Lincolnway East 
Segment from Bittersweet Road to Ash Road, a distance of 2.51 miles.  Increase right-of-way from 
various widths to a standard 80 feet and widen pavement and add travel lanes from two lanes to four 
lanes.  Project to be completed by 2025. 
 
Lincolnway West 
Segments from US31 to Mayflower Road in the City of South Bend, a distance of 0.80 miles.  Construct 
new four-lane facility to allow for South Bend Regional Airport expansion. Project to be complete by 
2020. 
 
Main Street 
Segment from Mishawaka Ave. to Battell Street in the City of Mishawka, a distance of 0.25 miles.  
Increase right-of-way width where necessary and widen pavement from 40 feet to a standard 48 feet.  
This section of Main Street currently has two legal travel lanes with parking, but functions as a sometime 
four-lane facility.  Project to be complete by 2015. 
 
Main Street 
Segment from Donaldson Avenue to McKinley Highway, in the City of Mishawka, a distance of 0.39 
miles.  Increase right-of-way width from 60 feet to 70 feet and widen pavement from 40 feet to a 
standard 48 feet.  This section of Main Street currently has two legal travel lanes, but functions as a 
sometime four-lane facility.  Project to be complete by 2015. 
 
Marion Street 
Segment from Dr. MLK Jr. Drive to Michigan Street, a distance of 0.50 miles.  Street will be changed from 
a one-way facility to a two-way facility.  Pavement will be widened to accommodate needed travel lane 
widths.  Project to be complete by 2015. 
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McKinley Highway 
Segment from Ironwood Drive to Manchester Drive in the City of South Bend, a distance of 0.59 miles.  
Widen pavement and add travel lanes from two lanes to four lanes with a continuous left turn lane.  
Project to be completed by 2020. 
 
McKinley Highway 
Segment from Division Street to Byrkit Street (Fir Road), a distance of 1.00 mile.  Widen pavement and 
add travel lanes from two lanes to four lanes.  Project to be completed by 2025. 
 
McKinley Highway 
Segments from GTWRR to GTWRR, a distance of 0.30 miles, a grade separation will be constructed at 
the rail road.  Pavement will be widened to accommodate added travel lanes, from two lanes to four 
lanes.  Project to be complete by 2025. 
 
McKinley Highway 
Segments from Birch Road to Ash Road, a distance of 1.25 miles, pavement will be widened and travel 
lanes will be increased from two lanes to four lanes.  Project to be complete by 2015. 
 
McKinley Highway 
Segments from Home Street to Elder Road, a distance of 0.25 miles, pavement will be widened and 
travel lanes will be increased from two to four lanes.  Project to be complete by 2020. 
 
McKinley Highway 
Segments from Byrkit Street (Fir Road) to Home Street, a distance of 0.49 miles, pavement will be 
widened and travel lanes will be increased from two to four lanes. Project to be complete by 2020. 
 
Miami Street 
Segments from Kern Road to Jackson Road, a distance of 1.00 miles, will have the pavement increased 
from 22 feet to 48 feet.  Add travel lanes from two lanes to four lanes.   Project to be completed by 
2015. 
 
Michigan Street/Main Street 
Segments of Michigan and Main Streets will be converted from one-way use to two-way use, from 
Marion Street to Madison Street.  This is as a result of new economic development from the expansion 
of a regional hospital.  No pavement will be widened.  Project to be complete by 2020. 
 
Nimtz Parkway 
Segments from South Bend City Limits (west of US 31) to Didam Street (a new road), a distance of 0.78 
miles.  Pavement width will be increased from varied widths.  Add travel lanes from two lanes to four 
lanes.  Project to be completed by 2020. 
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Nimtz Parkway  
Segments from Poppy Road to Didam Street (a new road), a distance of 0.32 miles.  Pavement width will 
be increased from varied widths.  Add travel lanes from two lanes to four lanes.  Project to be complete 
by 2020. 
 
Olive Road  
Segments from Toll Road Bridge to Brick Road, a distance of 0.44 miles, will have the pavement 
increased from varied widths.  Add travel lanes from two lanes to four lanes.  Project to be complete by 
2015. 
 
Olive Road  
Segments from Brick Road to Adams Road, a distance of 1.01 miles, a new road will be constructed at a 
width of four lanes. Project to be complete by 2020. 
 
Olive Road  
Segments from Nimtz Parkway to Lincolnway West, a distance of 0.93 miles, pavement will be widened 
to construct a center turn lane.  Project to be complete by 2020. 
 
Olive Street  
Segments from SR 23 to Sample Street, a distance of 0.77 miles, will have pavement increased from 
varied widths.  Add travel lanes from two lanes to four lanes.  Project to be complete by 2020. 
 
Portage Avenue  
Segments from Bendix Drive to Auten Road, a distance of 1.36 miles, will have the pavement increased 
from a varied width to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be completed 
by 2035. 
 
Portage Avenue  
Segments from Auten Road to the Michigan State Line, a distance of 1.75 miles, will have the pavement 
increased from a varied width to 48 feet.  Add travel lanes from two lanes to four lanes.  Project to be 
completed by 2035. 
 
Union Street  
Segments from Dragoon Trail to Thirteenth Street, in the City of Mishawka, a distance of 0.47 miles, will 
have the pavement widened from varied widths to 48 feet.  Add travel lanes from two lanes to four 
lanes.  Project to be completed by 2009.
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2035 INDOT Project Descriptions for St. Joseph County 

 
State Road 23 
Segment from Fir Road to Gumwood Road in St. Joseph County, a distance of 1.18 miles. Increase right-
of-way from various widths, widen pavement and add travel lanes from two lanes to five lanes. Project 
to be complete by 2009. 
 
State Route 23 (South Bend Avenue) 
Segment from Chalfont Street to Twyckenham Drive in the City of South Bend, a distance of 0.80 miles.  
Increase right-of-way from 50 feet to a standard 70 feet, and widen pavement and add travel lanes from 
two lanes to four lanes.  Project to be completed by 2015. 
 
State Road 23 (Edwardsburg Highway)  
Segment from Fir Road to Brick Road in St. Joseph County, a distance of 0.41 miles.  Increase right-of-
way from 60 feet to a standard 80 feet.  Widen pavement and add travel lanes from two lanes to five 
lanes.  Project to be completed by 2009. 
 
State Road 23 (Edwardsburg Highway) 
Segment from Brick Road to the Adams Road in St. Joseph County, a distance of 1.39 miles.  Increase 
right-of-way from 50 feet to a standard 80 feet, and widen pavement and add travel lanes from two 
lanes to five lanes.  Project to be completed by 2015. 
 
State Road 23 (Edwardsburg Highway) 
Segment from Adams Road to 2.7 mi north of SR 331, a distance of 0.80 miles.  Increase right of way and 
widen pavement and add travel lanes from two lanes to four lanes.  Project to be complete by 2015. 
 
State Road 331 (Capital Avenue) 
Segments from US20 to South of 12th Street, a distance of 1.88 miles, will have the right-of-way 
purchased for a new road and four lanes of limited access roadway constructed.  Project to be complete 
by 2015. 
 
State Road 331 (Capital Avenue) 
Segments from South of Twelfth Street to North of SR 933, a distance of 0.80 miles, will have right-of-
way purchased and widen pavement.  Add travel lanes from two lanes to four lanes.  Project to be 
complete by 2015. 
 
US 31  
Segment from US 30 to Elmer Setenright Ditch, a distance of 4.32 miles will be a freeway upgrade with 
new limited access road.  It is one portion of the proposed upgrade of US 31 from South Bend to 
Indianapolis.  Project to be complete by 2015. 
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US 31  
Segment from Elmer Setenright Ditch to 2000 feet north of US 6, a distance of 3.32 miles will be 
construction of a new four lane limited access road.  It is one portion of the proposed upgrade of US 31 
from South Bend to Indianapolis.  Project to be complete by 2015. 
 
US 31  
Segment from 2000 feet north of US 6 to 2000 feet north of US 4, a distance of 6.02 miles will be 
construction of a new four lane limited access road.  It is one portion of the proposed upgrade of US 31 
from South Bend to Indianapolis.  Project to be complete by 2015. 
 
US 31  
Segment from 0.3 miles south of SR 4 to 0.3 miles north of junction with existing US 31, a distance of 
1.21 miles will be construction of a new four lane limited access road.  It is one portion of the proposed 
upgrade of US 31 from South Bend to Indianapolis.  Project to be complete by 2015. 
 
US 31  
Segment from 0.3 miles north of junction with existing US 31 to Kern Road, a distance of 1.21 miles will 
be construction of a new four lane limited access road.  It is one portion of the proposed upgrade of US 
31 from South Bend to Indianapolis.  Project to be complete by 2015. 
 
US 31  
Segment from Kern Road to Jewel Avenue, a distance of 0.81 miles will be addition of travel lanes to 8 
lanes.  It is one portion of the proposed upgrade of US 31 from South Bend to Indianapolis.  Project to be 
complete by 2015. 
 
US 31  
Segment from Jewel Avenue to Ireland Road, a distance of 0.65 miles will be addition of travel lanes to 8 
lanes.  It is one portion of the proposed upgrade of US 31 from South Bend to Indianapolis.  Project to be 
complete by 2015. 
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Appendix C – Rural Projects
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2035 Illustrative Projects for Rural Counties 
 
Oak Drive  
Segments from north of US 30 to Hoham Drive (7C Road), in the City of Plymouth, a distance of 0.30 
miles, added travel lanes which includes road reconstruction, channelization and new signalized 
intersection. Project to be complete by 2015. 
 
Pine Road  
Extension and reconstruction of Pine Road from US 30 to SR 17, in Marshall County, a distance of 2 
miles. Increase travel lanes from two lanes to four lanes. Project to be completed by 2015. 
 
7th(a) Road  
This new road is being constructed from Pine Street to the new interchange at US 31-7th Road, in 
Marshall County, an approximate distance of 3.75 miles. This new road construction and extension of 
7th(a) Road is necessary to complete the primary east/west roadway access from the new US 31  
Corridor alignment under development by INDOT. Project to be complete by 2015. 
 
Hoham Drive Extension 
Hoham Drive Extension is a roundabout intersection improvement at Hoham Drive and Michigan Road, 
in the City of Plymouth. This intersection improvement will serve as an extension of the influence and 
operation of Hoham Drive. Project to be complete by 2015. 
 
Western Alternate Route  
Added travel lanes project from Zimmer Road to Fox Farm Road, in Kosciusko County, approximately 1 
mile in length. Also includes road reconstruction, channelization and new roundabout intersections. This 
road is the major east-west corridor and connects two large areas of economic and educational growth. 
Project to be complete by 2015. 
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Appendix D – Transit Projects
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Appendix E – Bicycle and Pedestrian Projects 
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Refer to the 2035 Transportation Plan Bicycle & Pedestrian Element for more information. 

 

Sponsor Project Description/Location 

Elkhart Co. Pumpkinvine – York Dr to 500’ E of SR 13 

Elkhart Co. CR 8/CR 10 Bike/Pedestrian Trail from CR 17 to Pheasant Ridge Dr 

Goshen Winona Trail from US 33 to east entrance of Fairgrounds 

Goshen Monroe St from US 33 to east entrance of Fairgrounds 

Middlebury Middlebury Greenway Phase II – CR 22 to Wayne 

St Joseph Co. Granger Paths Project 

St Joseph Co. Gumwood Road Bike/Pedestrian Trail from Mishawaka City Limits to Michigan State Line 

South Bend Northside Bikeway Trail 
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Appendix F – Public Involvement
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MICHIANA AREA COUNCIL OF GOVERNMENTS 

The Michiana Area Council of Governments (MACOG) has developed an update to the 
2035 Transportation Plan.  The public comment period begins October 7th through 
October 29, 2010.  As part of its Public Participation Process, MACOG also will offer an 
Open House from 9:00 a.m. to 4:00 p.m., Thursday, October 21, 2010, in the MACOG 
Office (227 W Jefferson Blvd., Room 1120, South Bend, IN) for public review of the 
document.  The document can be reviewed in full at www.macog.com. 

Written comments will be accepted through Friday, October 29, 2010, until 4:00 p.m.  
The MACOG 2035 Transportation Plan update will be provided to area libraries by 
Thursday, October 7, 2010.  Written comments can be sent to the MACOG office at 227 
W Jefferson Blvd., Room 1120, South Bend, IN 46601-1830, phone (574) 674-8894, or 
to:  macogdir@macog.com.  

 

 

 

 

 

 

 

 

 

F:\ABC\MPO\WORKPLAN\2011\w111tiptp\2035 TP\General\Plan Update\R09pnotice.doc 
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Appendix G – Air Quality Analysis 
(Executive Summary) 
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Executive Summary 
 
The Air Quality Conformity Determination for the 2035 Transportation Plan Update (2035 TP) was 
performed in order to meet federal regulations from the Clean Air Act Amendments of 1990 and the Safe, 
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU). As a 
maintenance area for ozone, the Michiana Area Council of Governments (MACOG) must demonstrate that 
its transportation plans will conform to air quality emission budgets for the ozone precursor pollutants of 
volatile organic compounds (VOC) and nitrogen oxides (NOx) that are established by the State 
Implementation Plan (SIP). 
 
Air quality conformity for the 2035 TP was determined based on the analysis included in this report. As 
required, an emissions analysis was performed for each of the study years of this plan and it was 
determined that the emissions of VOCs and NOx would not exceed budgets established by the SIP, if the 
transportation projects are implemented as proposed by the TP. Thus, the MACOG 2035 Transportation 
Plan Update conforms to the Clean Air Act and the State Implementation Plan (SIP). 
 
Table E.1: State Implementation Plan Budgets (tons per day) 

 
Table E.2: Emissions Analysis Summary and Budget Comparison (tons per day) 

 
The conformity determination was coordinated with stakeholder and regulatory agencies through an 
interagency consultation process to formally deliberate any issues. Copies of the various meeting 
transcripts are part of the 2035 Transportation Plan Update when available. 
 
The complete project list for the transportation plan was distributed to the Interagency Consultation 
Group (ICG) along with a short description of the identified projects that were being updated at the start 
of the update process. A completely updated project list was re-sent for review by the members of the 
ICG at the start of the public comment period along with the 2035 Transportation Plan Update and Air 
Quality Conformity documentation. 
 
In an effort to be proactive in working with our partners, the Indiana MPO Council has also scheduled 
occasional Air Quality Conformity meetings. IDEM, FHWA, INDOT and USEPA have been invited to attend 
the meetings, to discuss timing, modeling parameters, and related conformity issues. IDEM, INDOT and 
FHWA have been in regular attendance. The Indiana Traffic Modelers group (this includes IDEM, INDOT 
and FHWA representatives) also meets at various times during the year to provide an open forum to 
discuss the modeling and conformity process, modeling parameters, and as a mechanism for assuring that 
the partners have more than adequate opportunity to participate in the travel demand forecasting 
process. 

Year VOC (HC) NOx
2006 20.68 27.24
2020 6.64 7.73

Year Total VOC 
Emissions

VOC 
Passed By

Total NOx 
Emissions

NOx 
Passed By

2009 10.78 9.90 18.17 9.07
2015 6.89 13.79 9.73 17.51
2020 5.59 1.05 6.59 1.14
2025 5.21 1.43 5.31 2.42
2030 5.25 1.39 4.85 2.88
2035 5.39 1.25 4.81 2.92
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