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Executive Summary 
Metro Transportation Group, Inc. was retained to evaluate the traffic and parking 
impact associated with the proposed Children’s Memorial Hospital (CMH) on the 
surrounding intersections, roadways, and parking facilities in Chicago, Illinois.  This 
study supplements the comprehensive Northwestern Campus Traffic and Parking 
Study, dated May 16, 2007 for Northwestern University (NU), Northwestern Memorial 
Hospital (NMH), Children’s Memorial Hospital (CMH), and the Rehabilitation Institute 
of Chicago (RIC).  The attached analysis isolates the impact of the proposed CMH from a 
traffic and parking perspective on the study area as identified in the comprehensive May 
16th study. 
 
The analysis contained in this report includes an evaluation of existing and future (Year 
2012) traffic and parking conditions.  Future conditions representing Year 2012, when 
the proposed CMH is planned to open, include traffic and parking characteristics 
associated with background development growth, potential growth at NU, NMH, and 
RIC, and the proposed growth and relocation of CMH at the subject site. 
 
The study findings, based on the traffic and parking analysis, indicate the following: 
 

> Capacity analysis of the intersections most directly serving the subject site 
indicate that the proposed CMH will have a minimal impact on the future 
intersection levels of service. 

 
> Although the Chicago Avenue/Lake Shore Drive intersection currently 

experiences considerable delay during the evening peak hour and will continue 
to do so without a significant reconfiguration of the intersection, traffic passing 
through the intersection associated with the proposed CMH accounts for only 2.7 
percent and 0.6 percent of the projected Year 2012 total intersection volumes 
during the AM and PM peak hours, respectively. 

 
> Even though access to CMH is proposed via Chicago, the CMH Access will be 

one-way southbound.  This one-way direction limits the CMH-generated traffic 
volumes on Chicago Avenue to only vehicles entering the site.  At the Chicago 
Avenue/Mies van der Rohe Way intersection, CMH traffic is projected to account 
for 1 to 3 percent of the intersection’s Year 2012 traffic volumes during the peak 
hours.  Although the CMH entrance is planned via Chicago Avenue, the 
anticipated changes in levels of service along Chicago Avenue at Michigan 
Avenue and Mies van der Rohe Way are minimal. 
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> At the Superior Street/St. Clair Street intersection, CMH traffic is projected to 
account for 6.4 percent and 3.4 percent of the intersection’s Year 2012 traffic 
volumes during the AM and PM peak hours, respectively.   

 
> Chicago Avenue at the CMH Access will be restriped to provide a westbound 

left-turn lane for traffic turning left from Chicago Avenue to the CMH Access.  
Traffic turning from Chicago Avenue to the CMH Access will yield to oncoming 
traffic and pedestrians crossing the CMH Access.  In addition, an eastbound left-
turn lane will be provided on Chicago Avenue at Mies van der Rohe Way.  The 
existing traffic signal and crosswalks at Chicago Avenue/Mies van der Rohe Way 
will remain as existing.  The levels of service at this intersection will not change 
as a result of CMH traffic. 

 
> The CMH Access is planned to intersect Superior Street aligned directly opposite 

the Huron-Superior parking garage entrance.  This allows traffic to directly enter 
the parking garage after passing by the CMH front door, avoiding the creation of 
additional traffic on Superior Street.  This intersection is recommended to 
include stop signs controlling traffic on all approaches to minimize the conflict 
between vehicles and crossing pedestrians.  The eastbound approach of Superior 
Street under stop sign control at the CMH Access is projected to operate at LOS 
A and experience a minimal average delay of less than 10 seconds per vehicle 
during both the AM and PM peak hours. 

 
> The access driveway extending through the site will primarily serve hospital 

patients and visitors.  Patients and visitors may use the access driveway to pick-
up/drop-off, use valet service, or access the Huron-Superior parking garage.  
However, many CMH patients and visitors are repeat visitors and based on past 
experience at the current Lincoln Park campus, will access the parking garage 
directly without passing through the access driveway. 

 
> Operational issues such as curbside loading/delivery, pick-up/drop-off activity, 

and bus turning movements currently impact traffic flow on adjacent roadways.  
However, the site plan and building design for the proposed CMH incorporates 
design features to minimize the hospital’s impact on traffic and pedestrian 
conditions.  These features include an off-street delivery/loading area, restricted 
delivery schedule, off-street ambulance bays, direct access to the Huron-Superior 
parking garage, an off-street pick-up/drop-off area, pedestrian bridges, and a 
mid-block pedestrian walkway. 

 
> Because the Huron-Superior parking garage is currently well utilized during the 

day, the amount of additional traffic that will travel along Superior Street and 
Huron Street to access the garage is limited even though much of the patient and 
visitor parking for CMH and the new Prentice will primarily occur in the Huron-
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Superior parking garage.  Prentice already parks a significant portion of their 
parkers in the garage and they will continue to do so in the future.  To 
accommodate CMH patient and visitor parking demand, some parkers currently 
parking in the Huron-Superior parking garage will relocate to a different facility, 
such as the Erie-Ontario parking garage.  

 
> With the proposed CMH relocation, 1,050 additional parking spaces are needed 

at peak to meet the collective institutional parking demand.  To accommodate 
this additional parking demand, the institutions are committed to constructing 
additional parking capacity on or near the Streeterville campus by 2012, to 
accommodate 800 to 1,300 vehicles.  The institutions have proposed the inclusion 
of this commitment in the body of Institutional Planned Development #3. 
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Introduction 
In November 2006, Metro Transportation Group, Inc. was retained to conduct a traffic 
and parking study for the Northwestern University Campus and contiguous area in the 
Streeterville neighborhood of Chicago, Illinois.  As part of this study, the proposed 
relocation of Children’s Memorial Hospital (CMH) from Lincoln Park to the Streeterville 
neighborhood was incorporated.  The Northwestern Campus Traffic and Parking Study, 
dated May 16, 2007, was a comprehensive study including approximately 40 
intersections, background development growth within and near the study area, the 
proposed relocation of CMH, and the potential growth of Northwestern University 
(NU), Northwestern Memorial Hospital (NMH), and the Rehabilitation Institute of 
Chicago (RIC).   
 
In order to focus on the specific traffic and parking impact of the proposed relocation of 
CMH and the roadways and intersections adjacent to the proposed CMH site, Metro 
was retained by the same four institutions to conduct a traffic and parking impact study 
for CMH.  The proposed CMH site is illustrated in Figure 1.  This report presents the 
traffic and parking impact study for CMH. 
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Existing Characteristics 
Metro conducted an extensive field survey and data collection effort to gather current 
information relating to the site, adjacent roadway network, traffic control, current traffic  
and pedestrian volumes, parking conditions, and to observe current traffic and parking 
operations.  The following section discusses the roadway characteristics, data collected, 
and operational characteristics observed for the roadways adjacent to the proposed 
CMH site. 
 

Area Land Use 
The proposed site is situated in a dense urban neighborhood with an extensive mix of 
land uses including world-renowned medical and educational institutions as well as 
residential, commercial, medical office, hotel, restaurant, and retail land uses.  Dense 
urban neighborhoods with residential, retail, and office land uses in addition to 
numerous hotels and restaurants are located to the north, west, and south of the site.  
Lake Michigan is located just over one block east of the site. 
 

Area Roadways 
The roadway system in the vicinity of the site includes Chicago Avenue, Superior Street, 
Michigan Avenue, St. Clair Street, Mies van der Rohe Way, Fairbanks Court, Huron 
Street, and Lake Shore Drive.  These roadways are described below in more detail. 
 
Chicago Avenue is a two-way east/west street extending west from Lake Shore Drive 
along the northern site boundary.  Chicago Avenue maintains signalized intersections at 
Michigan Avenue, Mies van der Rohe Way, Fairbanks Court, and Lake Shore Drive.  
With a typical cross-section of 50 feet, Chicago Avenue provides two lanes in each 
direction, except one lane in each direction is provided east of Fairbanks Court with on-
street parking provided on both sides of the street between Fairbanks Court and Lake 
Shore Drive.  Separate left-turn lanes are provided eastbound at Lake Shore Drive and 
westbound at Michigan Avenue and Fairbanks Court.  Driveways serve parking garages 
for residential condominiums at 777 N. Michigan Avenue and Olympia Centre on the 
south side and the Museum of Contemporary Art parking garage and loading area, the 
Fire Station driveway, and water facility on the north side of the street.   
Chicago Avenue is under the jurisdiction of the City of Chicago. 
 
Superior Street is a one-way eastbound street generally providing two lanes of travel 
along the southern site boundary.  The typical cross-section is approximately 30 feet.  
Superior Street maintains signalized intersections at Michigan Avenue and Fairbanks 
Court.  On-street parking is generally provided on the north and south sides of the street 
from Michigan Avenue to St. Clair Street and from Fairbanks Court to Lake Shore Drive.  
Superior Street is under the jurisdiction of the City of Chicago. 
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Michigan Avenue is a north/south arterial roadway west of the site with three lanes in 
each direction.  At its signalized intersection with Chicago Avenue, the northbound 
approach provides a separate left-turn lane while southbound left-turns are prohibited.  
A southbound left-turn is provided at its signalized intersection with Superior Street.  
No parking lane is allowed along either side of Michigan Avenue.  Michigan Avenue is 
under the jurisdiction of the Illinois Department of Transportation. 
 
St. Clair Street is a two-way north/south street extending south from Superior Street just 
west of the site.  With a typical cross-section of approximately 33 feet, St. Clair Street 
provides one lane in each direction.  St. Clair Street maintains an all-way stop-controlled 
intersection with a single lane northbound approach at Superior Street.  Although on-
street parking is prohibited, St. Clair Street accommodates pick-up/drop-off, valet, and 
delivery/loading activities.  St. Clair Street is under the jurisdiction of the City of 
Chicago. 
 
Mies van der Rohe Way is a two-way north/south street extending north from Chicago 
Avenue.  With a typical cross-section of 30 feet, Mies van der Rohe Way provides one 
lane in each direction. On-street parking is prohibited along both sides of the street just 
north of Chicago Avenue.  Mies van der Rohe Way is under the jurisdiction of the City 
of Chicago. 
 
Fairbanks Court is a north/south street east of the site.  At its signalized “T” intersection 
with Chicago Avenue, the northbound approach of Fairbanks Court provides a single 
left-turn lane and a single right-turn lane.  At its signalized intersections with Superior 
Street and Huron Street, Fairbanks Court provides a single lane in each direction with 
room to maneuver around left-turning and right-turning vehicles yielding to oncoming 
traffic and pedestrians.  On-street parking is prohibited along both sides of Fairbanks 
Court.  Fairbanks Court is under the jurisdiction of the City of Chicago. 
 
Huron Street is a one-way westbound street one block south of the proposed site.  At its 
signalized intersections with Fairbanks Court and St. Clair Street, Huron Street 
maintains two westbound lanes.  Huron Street is under all-way stop control at its 
intersection with the NMH Access/Huron-Superior garage access.  Huron Street is under 
the jurisdiction of the City of Chicago. 
 
Lake Shore Drive is a two-way north/south highway divided into an inner and outer 
section located east of the site.  The Outer Drive provides four lanes in each direction.  
Inner Lake Shore Drive provides two-lane approached at its signalized intersection with 
Chicago Avenue and its unsignalized intersection with Superior Street.  On-street 
parking, pick-up/drop-off, valet, and loading activities are prohibited. Inner and Outer 
Lake Shore Drives are under the jurisdiction of the Illinois Department of Transportation 
(IDOT). 
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Existing Transit Service 
The proposed site is well served by the Chicago Transit Authority (CTA), including 
existing bus routes and rail (“el”) stations. 
 
The CTA Red Line rail service runs north/south along State Street approximately 3 
blocks west of the proposed site with an underground station located at Chicago 
Avenue/State Street. 
 
The following lists all CTA bus routes operating within one block of the proposed site. 
 

> 3 - King Drive 
> X3 - King Drive Express 
> X4 - Cottage Grove Express 
> 10 - Museum of Science and Industry 
> 26 - South Shore Express 
> 66 - Chicago 
> 125 - Water Tower Express 
> 143 - Stockton / Michigan Express 
> 144 - Marine / Michigan Express 
> 145 - Wilson / Michigan Express 
> 146 - Inner Drive / Michigan Express 
> 147 - Outer Drive / Michigan Express 
> 148 - Clarendon Michigan Express 
> 151 - Sheridan 
> 157 - Streeterville 

 

Existing Traffic Volumes 
In order to gather current traffic volume data, Metro conducted manual peak hour 
intersection traffic counts in October/November 2006 at the following intersections: 
 

> Chicago Avenue / Michigan Avenue 
> Chicago Avenue / Mies van der Rohe Way 
> Chicago Avenue / Fairbanks Court 
> Chicago Avenue / Lake Shore Drive (Inner) 
> Superior Street / Michigan Avenue 
> Superior Street / St. Clair Street 
> Superior Street / Parking Access  
> Superior Street / Fairbanks Court 
> Superior Street / Lake Shore Drive (Inner) 
> Huron Street / St. Clair Street 
> Huron Street / NMH Access / Parking Access 
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> Huron Street / Fairbanks Court 
 
The counts were conducted during the weekday morning (7:00 AM to 9:00 AM) and 
weekday evening (2:00 PM to 6:00 PM) peak periods.  The time periods were chosen 
since they coincide with the anticipated peak periods of the surrounding roadway 
system and the general afternoon shift change at CMH.  The results indicate that the 
peak hours of existing traffic occurred from 8:00 AM to 9:00 AM and from 5:00 PM to 
6:00 PM.  The existing peak hour traffic volumes for the intersections closest to the CMH 
site are illustrated on Figure 2.  The existing peak hour traffic volumes for all 
intersections in the study area are illustrated in Figure A-2. 
 

Existing Pedestrian Volumes 
In addition to counting the vehicular traffic at each intersection, Metro also recorded the 
number of pedestrians crossing each leg of the intersection.  Figure 3 presents the 
existing peak hour pedestrian volumes at each intersection closest to the CMH site.  
Figure A-3 presents the existing peak hour pedestrian volumes at each intersection in 
the study area. 
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Future Development 
This section of the report presents information regarding the traffic and parking 
generation associated with the background development and potential institutional 
growth at NU, NMH, and RIC that is projected to occur by the planned opening of CMH 
in Year 2012.  This section describes future (Year 2012) conditions without the new 
CMH. 
 

Background Development 
The City of Chicago Department of Planning and Development (DPD) provided 
information in regards to future background development in the Streeterville area and 
the Near North Side.  DPD provided a list of projects that are expected to be developed 
within the next five or six years.  This list includes projects currently under construction, 
projects approved but not yet under construction, and projects not yet approved that are 
expected to be approved and constructed by Year 2012.  However, timelines for two 
projects included in the list are less defined and have been included to be conservative, 
even though each are expected to be constructed and occupied between Years 2012 and 
2020. 
 
Metro included future developments located within one block outside of the study area 
utilized for the Northwestern Campus Traffic and Parking Study.  In order to estimate 
the trip generation for the background developments, Metro referenced trip generation 
data published in the River East Area Traffic and Parking Operation Review, dated 
November 1997 and prepared for the Chicago Department of Transportation by Barton-
Aschman Associates, Inc.  The peak hour traffic volumes associated with future 
development within one block outside of the study area are presented in Table 1. 
 
TABLE 1.  TRIP GENERATION ESTIMATE - BACKGROUND DEVELOPMENT 
 (COMPLETED BY YEAR 2012) 

AM Peak Hour PM Peak Hour 
Land Use Units 

In Out Total In Out Total 

Residential 5,244 du 290 870 1,160 530 330 860 

Hotel 545 rooms 90 50 140 70 80 150 

Retail 53,700 sf - - - 25 25 50 

Total 380 920 1,300 625 435 1,060 
Note - The source of 2012 Background Development list is the Department of Planning and Development.  The list 

does not include the following projects suggested by community representatives:  Cityfront Plaza – Towers II 
and III, The Streeter – Phase 1, North Pier Terminal/River East Plaza, Trump Tower.  For the purposes of this 
study, only developments on the official list from DPD were used.  The planned number of units reflects unit 
counts maintained in official DPD files, recognizing that community organizations may maintain different 
data in their files. 
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In addition to growth in traffic generated by anticipated development within the 
Streeterville area, the development will also generate additional parking demand.  
Similar to the traffic generation estimates for background development, Metro 
referenced the list of anticipated development projects provided by DPD to project the 
additional parking demand. 
 
Referencing parking generation rates published in the November 1997 Barton-Aschman 
Associates report titled River East Area Traffic and Parking Operation Review, Metro 
estimated the parking demand associated with the Hotel and Retail components of the 
background development projects.  With respect to planned residential developments, 
Metro assumes that parking will be accommodated within their respective project.  
Table 2 presents the projected additional parking demand generated by these 
developments. 
 
TABLE 2.  PEAK HOUR PARKING GENERATION - NON-RESIDENTIAL BACKGROUND 
 DEVELOPMENT (COMPLETED BY YEAR 2012) 

Development Land Use Units Parking Supply 
Projected Peak 

Parking Demand 

150 E Ontario Retail 25,000 SF 1801 25 

Avenue East Retail 10,000 SF unknown 10 

535 N St. Clair Retail 7,700 SF 2751 10 

Retail 11,000 SF 11 
InterContinental Chicago  

Hotel 150 rooms 
unknown 

45 

Affinia Chicago Hotel 64 rooms unknown 19 

Total 117 

1 - Parking will also serve residential components of development.  It is unknown how many spaces will serve retail 
uses.  

 
As shown in Table 2, the anticipated non-residential background development is 
projected to generate a peak parking demand of 117 spaces.  It is unknown at this time 
how many parking spaces will be provided within each of the planned developments to 
accommodate this additional demand.   
 
It also should be noted that the peak parking demand for each of these uses may not 
occur at the same time.  In addition, depending on the type and size of the tenants 
within the retail components, parking generation may be nominal as many patrons may 
be captive to other uses in the surrounding area (i.e. residents, hotel guests, or shoppers 
who parked elsewhere).  Also, parking demand for retail and hotel uses peak in the 
evenings and weekends and do not coincide with the peak hours of institutional parking 
demand occurring midday on weekdays. 
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Potential Institutional Growth 
Based on the projected growth at NU, NMH, and the RIC, Metro estimated the 
additional vehicle trip generation associated with each institution for Year 2012.   
 
Projections and assumptions relating to the potential growth of the institutions to 
estimate the increased institution-generated traffic generation in Year 2012 may vary 
from actual growth.  Experience has shown that patient volume growth, staffing, and 
other variables such as research funding are difficult to predict.  In addition, the ability 
to grow to meet projected demand is subject to various governmental and other 
approvals and the availability of resources.  However, the growth assumptions provided 
by the institutions represent the high end of the range of potential growth.  Thus, the 
potential growth assumptions result in a conservative analysis in order not to 
underestimate the traffic and parking impact. 
 
Table 3 summarizes the trip generation estimates associated with the potential growth 
at NU, NMH, and RIC for Year 2012. 
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TABLE 3.  TRIP GENERATION ESTIMATE - POTENTIAL INSTITUTIONAL GROWTH 
 (YEAR 2012) 

Weekday AM Peak Hour Weekday PM Peak Hour 
Land Use Growth Variable 

In Out Total In Out Total 

Northwestern University       
 Students1 200 students 20 5 25 5 20 25 

 Faculty / Employees2 905 employees 170 20 190 20 170 190 

Sub-Total (NU)  190 25 215 25 190 215 

Northwestern Memorial Hospital       
 Hospital3 310 beds 105 45 150 70 125 195 

140 physicians5 20 5 25 5 50 55 

420 employees6 30 5 35 10 75 85  Medical Office4 

60 visits/hr7 40 40 80 40 40 80 

Sub-Total (NMH)  195 95 290 125 290 415 

Rehabilitation Institute of Chicago       
 Medical Staff8 10 physicians 5 0 5 0 5 5 

 Employees9 95 employees 5 0 5 5 20 25 

 Hospital Beds10 10 beds 5 5 10 5 5 10 

 Outpatient Visits11 7,500 annual visits 5 5 10 5 5 10 

Sub-Total (RIC)  20 10 30 15 35 50 
        

Total  405 130 535 165 515 680 
1 - Assume 60 percent arrive/depart during peak hours and 15 percent auto use 
2 - Assume 75 percent arrive/depart during peak hours and 25 percent auto use.  Includes Medical School researchers, Law 

School, and Business School 
3 - Reference Institute of Transportation Engineers publication Trip Generation, 7th Edition (Land Use Code 610).  Assume 35 

percent of traffic is patient/visitor and 65 percent medical staff/employee based on current parking data.  Assume 69 
percent auto use for patient/visitor and 40 percent auto use for medical staff/employee based on travel survey 

4 - Includes medical staff offices in NMH-owned buildings 
5 - Assume 20 percent arrive/depart during the AM peak hour, 50 percent arrive/depart during the PM peak hour, and 66 

percent auto use based on travel survey 
6 - Assume 20 percent arrive/depart during the AM peak hour, 50 percent arrive/depart during the PM peak hour, and 36 

percent auto use based on travel survey 
7 - Assume annual visits for 52 weeks/year, 5 days/week, 9 hours/day, and 69 percent auto use based on travel survey 
8 - Assume 64 percent auto use, consistent with NMH medical staff travel characteristics 
9 - Includes day shift employees.  Assume 20 percent arrive during AM peak, 50 percent during PM peak, and 36 percent 

auto use 
10 - Assume 1 visit/3 beds during peak hours and 80 percent auto use 
11 - Assume annual visits for 52 weeks/year, 5 days/week, 8 hours/day, and 80 percent auto use based on RIC input 
 
Based on the current activity levels and projected growth for NU, NMH, and RIC, Metro 
estimated the increase in peak parking demand associated with the institutions.  The 
existing peak hour parking demand in the study area currently generated by NU, NMH, 
and RIC was increased by the appropriate percent growth of each user.  This increase 
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represents the projected increase in peak parking demand generated by NU, NMH, and 
RIC.  Table 4 summarizes the projected peak hour parking demand for each institution. 
 
TABLE 4.  PEAK HOUR PARKING GENERATION (10:30 AM - 11:30 AM) 
 POTENTIAL INSTITUTIONAL GROWTH (YEAR 2012) 

Existing 
Demand1 

Projected 
Demand Institution 

2006 

Percent 
Growth Increase 

2012 

Northwestern University 
    

Faculty / Employees 

Students 
1,120 23% 255 1,375 

Sub Total (NU) 1,120  255 1,375 

Northwestern Memorial Hospital 
    

Medical Staff 
Residents / Fellows2 

Employees / Volunteers 
1,940 26% 500 2,440 

Medical Staff Office Employees3 100 30% 30 130 
Hospital Beds 215 40%           85          300 
Outpatient Visits4 875 31%         275         1,150 
Sub Total (NMH) 3,130  890 4,020 

Rehabilitation Institute of Chicago 
    

Medical Staff 

Employees / Volunteers 
305 15% 45 350 

Hospital Beds 
Hospital Outpatient Visits 

60 15% 10 70 

Sub Total (RIC) 365  55 420 
     
TOTAL 4,615  1,200 5,815 

1 - Based on estimate of existing demand provided by Standard Parking from between September 2006 and 
February 2007 and presented in Table 3 of the May 16, 2007 Northwestern Campus Traffic and Parking Study. 

2 - Includes RIC residents/fellows 
3 - Includes medical staff office employees in NMH-owned buildings 
4 - Includes visits to NMH and NMH-owned buildings 
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CMH Traffic and Parking Characteristics 
Project Description 
Children’s Memorial Hospital (CMH) proposes to build a new pediatric health care 
facility including a pediatric hospital at 215-233 East Chicago Avenue and 200-232 East 
Superior Street.  The building site is bounded by Chicago Avenue on the north, the west 
side of the new Prentice Women’s Hospital on the east, Superior Street on the south, and 
the Affinia Hotel and American Dental Association buildings on the west.  The site was 
formerly occupied by the Galter Carriage House building and other NMH service 
buildings.  The site is currently vacant and used as the staging and storage area for the 
new Prentice Women’s Hospital construction.  CMH has had its pediatric hospital 
located in the Lincoln Park neighborhood for 125 years and is relocating this hospital to 
the Streeterville neighborhood.  The proposed ground-floor site plan for CMH is 
illustrated in Figure 4. 
 
The hospital facility will contain approximately 1.2 million gross square feet and house 
emergency and urgent care areas, clinics, operating rooms, diagnostic and treatment 
areas, critical care areas, acute care inpatient units, faculty offices, a rooftop heliport for 
transport of critical patients and organs for transplantation, and administrative area.  
The building will be approximately 22 stories tall.  Construction of the proposed CMH is 
expected to commence in spring 2008, with the first patients to be admitted by 2012. 
 
With the construction of the new hospital facility in Streeterville, CMH will still retain 
certain existing facilities in Lincoln Park, including the 130,000-square foot CRMC 
research building on Halsted Street near Fullerton Avenue (with approximately 70 
parking spaces), the Belden/Halsted office building containing approximately 57,000 
square feet, the Clark/Deming medical office buildings (with approximately 115,000 
square feet of medical office space and 400 spaces), its offices on Clybourn Avenue 
(approximately 10,000 square feet and 25 parking spaces), and its rented office space on 
Marcy Street (with access to 80 parking spaces). 
 

Site Access 
Access to the proposed CMH site is planned via Chicago Avenue, offset approximately 
70 feet to the east of Mies Van Der Rohe Way.  The planned CMH access is a one-way 
southbound multilane driveway extending south from Chicago Avenue, at ground level 
beneath the hospital, and gently curving west to align opposite the Superior Street 
access of the Huron-Superior parking garage.  This alignment across from the parking 
garage entrance provides convenient and direct access to the parking garage without 
adding to traffic along surrounding streets after dropping off patients and visitors. 
 
The access driveway extending through the site will primarily serve hospital patients 
and visitors.  Patients and visitors may use the access driveway to pick-up/drop-off, use 
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valet service, or access the Huron-Superior parking garage.  However, many CMH 
patients and visitors are repeat visitors and based on past experience at the current 
Lincoln Park campus, will access the parking garage directly without passing through 
the access driveway. 
 
The Huron-Superior parking garage will primarily serve patients and visitors of CMH 
and the other institutions due to its convenience and close proximity to the hospital 
facilities.  Thus, CMH medical staff and employees are likely to park in a different 
institutionally controlled parking facility(s) and are not expected to utilize the CMH 
access driveway on a regular basis.   
 

Trip Generation 
Trip generation estimates for the proposed CMH are based on the projected growth of 
CMH compared to existing levels of activity at the Lincoln Park campus and projected 
adjustments in modal split for medical staff and employees.   
 
In October 2006, Desman Associates conducted a trip generation study at the current 
CMH - Lincoln Park Campus.  This study included peak hour traffic counts to and from 
the existing CMH facility and parking locations, mode-split surveys of patients, visitors, 
and employees.  Metro referenced the surveyed trip generation and mode-split data to 
estimate projected trip generation for the proposed CMH.   
 
For medical staff/employees, the existing trip generation at the CMH - Lincoln Park 
Campus was increased by 10 percent to reflect the increased growth and reduced by 33 
percent to reflect an expected shift in mode split characteristics.  Currently at the Lincoln 
Park campus, CMH medical staff and employees exhibit 59 percent auto use between 
driving, riding as a passenger, and taxi.  NMH medical staff and employees exhibit a 40 
percent auto use.  CMH is committed to reduce auto trips by medical staff and 
employees through parking policies and participating in the commuter shuttle services 
currently serving NU, NMH, and RIC near the site.  This will result in a shorter shuttle 
ride from the various Metra stations compared to the Lincoln Park campus.  With this 
commitment, CMH expects to exhibit a mode split similar to that exhibited by NMH. 
 
Patients and visitors are expected to exhibit mode split characteristics similar to those 
surveyed in Lincoln Park.  To reflect the projected increase in patient/visitor activity, 
Metro applied a 25 percent growth factor to the existing trip generation for 
patients/visitors observed in Lincoln Park (not including visits to the Clark/Deming 
location, where services will remain). 
 
Table 5 presents the estimated trip generation for the proposed CMH. 
 

pcl




 
September 7, 2007 

Page 13 
 

TABLE 5.  TRIP GENERATION ESTIMATE - CHILDREN’S MEMORIAL HOSPITAL (YEAR 2012) 
Weekday AM Peak Hour Weekday PM Peak Hour 

Land Use Growth Variable 
In Out Total In Out Total 

Children’s Memorial Hospital       
Medical Staff / Employees1 70 25 95 5 80 85 

Patients / Visitors2 

existing trip generation x 
growth percentage 115 55 170 90 105 195 

Total  185 80 265 95 185 280 
1 - Factor 10 percent growth for increased activity and 33 percent reduction for anticipated shift of mode split (59% auto in 

Lincoln Park to 40% auto in Streeterville) to existing employee trip generation at Lincoln Park (AM Peak Hour = 95 in/35 
out.  PM Peak Hour = 5 in/110 out) 

2 - Factor 25 percent growth for increased activity to existing patient/visitor trip generation at Lincoln Park (AM Peak Hour 
= 90 in/45 out.  PM Peak Hour = 70 in/85 out) 

 

Directional Distribution 
The directional distribution of traffic is dependent upon various factors, including the 
proposed land use, the adjacent roadway network, site location within the community, 
access locations, levels of congestion, and residential and employment centers.  The 
directional distribution was assumed for the proposed CMH.  Also, this directional 
distribution was used for the traffic assignment of the background development growth 
and the potential institutional growth at NU, NMH, and RIC.  The expected directional 
distribution is presented in Table 6 and Figure 5. 
 
TABLE 6.  DIRECTIONAL DISTRIBUTION 

To/From… Directional Distribution 

North on Michigan Avenue 20% 

South on Michigan Avenue 5% 

West on Ohio / Ontario Street 40% 

South on Fairbanks Court 5% 

North on Lake Shore Drive 25% 

South on Lake Shore Drive 5% 

Total 100% 

 

CMH Site Traffic Assignment 
The CMH site traffic assignment is based on the estimated trip generation for the 
proposed CMH (Table 5) in conjunction with the expected directional distribution on 
the surrounding intersections and roadways.  The weekday morning and evening peak 
hour traffic assignments for the intersections closest to the CMH site are presented on 
Figure 6.  The same assignments are shown for all study intersections in Figure A-6. 
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Year 2012 Total Traffic Assignment Including CMH 
Traffic volumes representing the projected Year 2012 conditions including the 
background development, potential growth at NU, NMH, and RIC, and the proposed 
CMH incorporate a portion of institutional traffic using a new parking structure.  At the 
time of this study, the exact site and access locations for this new parking structure have 
not been determined.  As discussed in the May 16, 2007 Northwestern Campus Traffic 
and Parking Study, various sites are currently being considered as part of an ongoing 
strategic campus planning effort.  The institutions are committed to constructing 
additional parking capacity on or near the Streeterville campus by 2012, to 
accommodate 800 to 1,300 vehicles.  This commitment is subject to receiving necessary 
permits, approvals, and consents.  The additional parking spaces will serve growth 
through 2012, as well as some growth beyond that point, such as anticipated 
development of the current VA site.  The institutions have proposed the inclusion of this 
commitment in the body of Institutional Planned Development #3. 
 
Consistent with the Northwestern Campus Traffic and Parking Study, traffic associated 
with the future parking structure has been assigned to the Ontario Street/McClurg Court 
intersection as it is centrally located between sites that could accommodate a future 
parking garage.  The Year 2012 total traffic assignment including CMH for the 
intersections near the proposed site is presented in Figure 7.  The traffic assignment for 
the entire study area included in the Northwestern Campus Traffic and Parking Study is 
presented in Figure A-7. 
 

Year 2012 Total Traffic Assignment Without CMH 
Regardless of whether CMH ultimately relocates to the Streeterville area, the 
background development included in this study will occur.  For purposes of this study, 
the potential growth associated with NU, NMH, and RIC has been projected on a 
conservatively high basis; and it is recognized that this increased activity can occur 
exclusive of the proposed CMH facility. 
 
In order to evaluate the impact of the proposed CMH plan, a Year 2012 traffic scenario 
without traffic related to the proposed CMH was established.  Comparison of the two 
Year 2012 traffic scenarios (with and without the proposed CMH) offers an evaluation of 
the traffic impact associated with the proposed CMH.   
 
Contrary to the traffic assignment in the Year 2012 scenario that includes CMH, this 
scenario without CMH does not require the construction of a new parking garage.  As 
discussed later in this report, the existing institution controlled parking facilities can 
accommodate the projected peak hour parking demand of NU, NMH, and RIC.  If a new 
parking garage is not constructed, then the peak hour traffic assignments will be 
different as all institution-generated traffic will drive to or from an existing parking 
facility on campus.  Figure 8 presents the projected Year 2012 traffic volumes without 
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the proposed CMH for the intersections near the proposed site.  The traffic assignment 
for the entire study area included in the Northwestern Campus Traffic and Parking 
Study is presented in Figure A-8. 
 

Projected Parking Demand 
Similar to the method used to project the future parking demand related to NU, NMH, 
and RIC, Metro estimated the peak parking demand for CMH.  These parking demand 
projections include the relocated demand from the current CMH-Lincoln Park Campus.   
 
The projected percentage growth for each user type at CMH was applied to a peak 
parking demand reflecting the existing peak demand at its Lincoln Park campus and 
adjusted to account for the expected shift in mode split for CMH medical staff and 
employees and the continuation of outpatient services at CMH’s Clark/Deming facility 
that will not yield additional parking demand at the proposed location.  All future CMH 
parking demand will be new to the study area and is included in the projected increase 
in peak hour parking demand. 
 
Table 7 summarizes the projected peak hour parking demand for the proposed CMH. 
 
TABLE 7.  PEAK HOUR PARKING GENERATION (10:30 AM - 11:30 AM) 
 PROPOSED CMH (YEAR 2012) 

Existing 
Demand1 

Adjusted 
Existing 
Demand 

Projected 
Demand Institution 

2006 2006 

Percent 
Growth Increase 

2012 

Children’s Memorial Hospital2 
 

 
   

Medical Staff 
Residents 
Employees / Volunteers 

1,040 7753 10% 80 855 

Hospital Beds 
Hospital Outpatient Visits 

515 4054 25% 100  505 

TOTAL 1,555 1,180  180 1,360 
1 - Based on estimate of existing demand provided by Standard Parking from between September 2006 and February 

2007 and presented in Table 3 of the May 16, 2007 Northwestern Campus Traffic and Parking Study. 
2 - All CMH parking is new to the study area and is included in the increase in parking demand for 2012 
3 - Adjusted from existing demand to reflect anticipated mode split adjustment by CMH day shift medical staff and 

employees at new location consistent with NMH medical staff and employees (2,150 day-shift medical 
staff/residents/employees and 36 percent auto use) 

4 - Adjusted from existing demand to reflect the 110 Patient/Visitor parking demand that will continue to occur at the 
CMH Clark/Deming outpatient facility in Lincoln Park and not relocating to Streeterville 
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Analysis and Recommendations 
The following section presents the traffic and parking impact analysis related to the 
proposed CMH plan.  The analysis includes evaluation of capacity and operational 
issues, site access, and parking conditions.  The site plan and building design of CMH 
already incorporate aspects that minimize the traffic impact of the proposed 
development.  Recommendations to accommodate the proposed CMH facility and 
further mitigate its traffic and parking impact are also identified. 
 

Capacity Analysis 
Capacity analyses were conducted to evaluate the overall traffic operations of the study 
intersections during the weekday morning and evening peak hours for existing and 
future conditions.  This analysis of peak hour conditions does not reflect intersection 
capacity through other times of day when traffic volumes are lower.  The effectiveness 
of how well an intersection operates is measured in terms of Level of Service (LOS).  
Levels of Service range from LOS “A” (best) to LOS “F” (worst).  The minimum 
intersection LOS that is generally accepted by industry standards is LOS “D”.  However, 
due to the traffic characteristics and context of dense urban areas such as downtown 
Chicago and the near north area, it is not uncommon to have intersections operating at 
LOS “E” or LOS “F” during peak travel periods.  Table 8 summarizes the peak hour 
capacity analyses for existing and future conditions at the intersections near the 
proposed site.  In addition, capacity analysis for all intersections included in the study 
area for the Northwestern Campus Traffic and Parking Study are also provided in Table 
A-8 at the end of this report.  
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Based on review of the capacity analysis conducted for the study intersections, the 
proposed CMH has a minimal impact on the future intersection levels of service.  Of the 
12 existing intersections, four intersections have one approach at LOS “E” or LOS “F” 
during either the AM or PM peak hour.  None of the existing intersections have an 
overall level of service below LOS “D”. 
 
In future conditions, two of the four intersections with approaches below LOS “D” 
maintain the same overall level of service with or without the proposed CMH.  Two 
intersections exhibit overall levels of service below LOS “D” in future conditions.  First, 
the Huron Street/St. Clair Street intersection is expected to go from LOS “D” during the 
existing AM peak hour to LOS “E” for the future conditions with and without the 
proposed CMH.  Second, the overall level of service at the Chicago Avenue/Lake Shore 
Drive intersection is expected to go from LOS ”D” during the PM peak hour to LOS “E” 
without the proposed CMH and LOS “F” with the proposed CMH, due to continued 
delay on the eastbound approach of Chicago Avenue.  However, with the addition of 
CMH, the average vehicle delay of the overall intersection is projected to increase only 
5.4 seconds per vehicle.  The eastbound approach of this intersection currently 
experiences delay due to the traffic signal timing priority given to serve the northbound 
and southbound traffic on Outer Lake Shore Drive.  The additional traffic at this 
intersection related to the proposed CMH is minimal compared to the existing 
conditions.  Traffic passing through the Chicago Avenue/Lake Shore Drive intersection 
associated with the proposed CMH accounts for only 2.7 percent and 0.6 percent of the 
total intersection volumes during the AM and PM peak hours, respectively.  
 
In addition, the Ohio Street/Michigan Avenue intersection, included in the study area 
for the Northwestern University Traffic and Parking Study is expected to operate at LOS 
“E” without the proposed CMH and LOS “F” with the proposed CMH during the AM 
peak hour.  Although the overall intersection level of service changes, the levels of 
service for each intersection approach remains the same with or without the proposed 
CMH. 
 

Operational Analysis 
As part of the data collection effort, Metro conducted extensive peak hour field 
observations in the area surrounding the proposed site.  The purpose of these 
observations was to gain a better understanding of traffic characteristics and issues 
related to vehicular traffic flow, pedestrian flow, and curbside activity (i.e. buses, taxis, 
valet, parking, and loading) that impact the transportation operations in the site vicinity.  
The following provides details on operational characteristics adjacent to the proposed 
CMH site. 
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Chicago Avenue 
> Access to/from Outer Lake Shore Drive is limited during the AM peak period. 
> Eastbound congestion currently occurs on Chicago Avenue at Lake Shore Drive 

during the PM peak period as traffic signal priority is given to maximizing traffic 
flow along Outer Lake Shore Drive, which has significantly higher traffic 
volumes than Chicago Avenue or Inner Lake Shore Drive. 

> The southwest corner of Chicago Avenue/Fairbanks Court does not adequately 
accommodate bus or truck turning movements.  The paths of buses turning from 
eastbound Chicago Avenue to southbound Fairbanks Court often overlap into 
the northbound left-turn lane on Fairbanks Court.  The northbound left-turn stop 
bar is already set back from the intersection and crosswalk, but not all motorists 
stop at the setback stop bar, which further contributes to the eastbound right-
turning issue. 

> Delivery trucks, many serving the Museum of Contemporary Art and Puck’s at 
the MCA, often stage on the north side of Chicago Avenue between Fairbanks 
Court and Mies van der Rohe Way. 

> Considerable pedestrian volumes cross Chicago Avenue at Michigan Avenue.  
Although pedestrians also cross Chicago Avenue at other locations, the volume 
crossing at Michigan Avenue is significantly higher and can impact vehicle 
turning movements at the intersection. 

> Southbound left-turns from Michigan Avenue to eastbound Chicago Avenue are 
prohibited. 

> Traffic flows reasonably well along Chicago Avenue between Michigan Avenue 
and Lake Shore Drive. 

 
Superior Street 

> Loading, pick-up/drop-off, and other curbside activities are prohibited along 
Michigan Avenue.  Enforcement of these regulations are generally consistent and 
effective.  Due to the limitations on curbside characteristics and activity along 
Michigan Avenue, much of that desired curbside activity occurs on the east-west 
streets intersecting Michigan Avenue, such as Superior Street just east of 
Michigan Avenue. 

> Curbside activity such as deliveries and valet operation occur regularly between 
Michigan Avenue and St. Clair Street.  This activity tends to slow traffic and can 
limit sight distance for vehicles exiting from the Olympia Centre parking garage. 

> Superior Street serves as a route from Michigan Avenue to the Huron-Superior 
parking garage. 

> On-street parking and loading areas are consistently occupied throughout the 
day. 

> The new traffic signal at Fairbanks Court has had a positive impact on 
controlling when pedestrians are permitted to cross the intersection and reduces 
their impact on traffic flow, compared to the previous all-way stop control. 

> In general, traffic flows well along Superior Street with minimal conflicts. 
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> Generally, there is adequate capacity with congestion typically due to 
operational issues. 

 

Site Access 
At the proposed CMH entrance on Chicago Avenue, recommended improvements to 
facilitate access to the CMH driveway include new pavement striping along Chicago 
Avenue to provide a separate westbound left-turn lane at the CMH Access Driveway.  
In addition, an eastbound left-turn lane is recommended along Chicago Avenue at Mies 
Van Der Rohe Way.  The following summarizes the recommended intersection and lane 
configuration for the Chicago Avenue/CMH Access intersection (already incorporated 
on the proposed site plan in Figure 4 based on the recommended configuration sketch in 
Figure 9): 

 
> Maintain the existing traffic signal and crosswalk locations at the Chicago 

Avenue/Mies van der Rohe Way intersection.  Turns from Chicago Avenue to the  
proposed CMH Access would not be controlled by the traffic signal. 

 
> Stripe a westbound left-turn lane on Chicago Avenue to keep left-turning traffic 

for CMH from blocking traffic continuing west on Chicago Avenue.  Westbound 
traffic turning left into the CMH Access would yield to oncoming traffic and 
pedestrians crossing the CMH Access on Chicago Avenue.  The left-turn lane 
should be striped to provide 100 feet of storage and a 100-foot taper. 

 
> Stripe an eastbound left-turn lane on Chicago Avenue at Mies van der Rohe 

Way. The left-turn lane should be striped to provide 100 feet of storage and a 
100-foot symmetrical taper. 

 
> With the recommended turn-lane striping, Chicago Avenue between Mies van 

der Rohe Way to Fairbanks Court would provide one travel lane in each 
direction (12 feet wide per lane), separate left-turn lanes or a striped median (10 
feet wide), and a parking lane (8 feet wide per lane) to accommodate curbside 
activity such as bus stops, taxi pick-ups/drop-offs, or deliveries, as appropriate. 

 
Based on capacity analysis, this configuration provides LOS “A” for westbound left-
turning vehicles entering the site from Chicago Avenue.  The 100-foot storage 
recommended for the westbound left-turn lane on Chicago Avenue at the CMH Access, 
in addition to the striped median extending to Fairbanks Court, should be more than 
adequate to accommodate the anticipated vehicle queues without impeding traffic on 
Chicago Avenue.  Similarly, an eastbound left-turn lane with 100 feet of storage and a 
100-foot taper is also recommended on Chicago Avenue at Mies van der Rohe Way. 
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At its southern end, the CMH Access Driveway exits at Superior Street and aligns 
opposite the Huron-Superior parking garage access.  This intersection of Superior Street 
at the CMH Access Driveway and Huron-Superior parking garage access is 
recommended to include an all-way stop control.  Although the minor street delays 
from the CMH Access or the Huron-Superior parking garage are not expected to satisfy 
the 30-second average delay per vehicle as stated in the all-way stop sign warrant, Metro 
recommends all-way stop control at the intersection to control the future vehicle-
pedestrian conflict.  With the current pedestrian activity generated by the Huron-
Superior parking garage, the anticipated pedestrians associated with the proposed 
CMH, the new Prentice Women’s Hospital, and the Olson Pavilion pedestrian alley, the 
need to control the vehicle-pedestrian conflict on Superior Street at the CMH 
access/Huron-Superior garage access intersection is important.    
 
The eastbound approach of Superior Street is recommended to include two lanes under 
stop sign control.  The southbound approach exiting the CMH Access Driveway is 
recommended to include a single thru lane to the Huron-Superior parking garage and a 
single left-turn lane to eastbound Superior Street; both under stop sign control.  The 
northbound approach exiting the Huron-Superior parking garage is recommended to 
maintain its single right-turn lane under stop sign control.  The recommended Superior 
Street configuration adjacent to the site is illustrated in Figure 10.  This recommended 
configuration has already been incorporated into the proposed site plan, attached as 
Figure 4. 
 

Site Plan and Operational Plan Analysis 
The site plan for the proposed CMH incorporates design aspects intended to minimize 
the hospital’s impact on traffic and pedestrian conditions adjacent to the site as well as 
the surrounding neighborhood.  
 
> Off-Street Loading Area 

Delivery and loading activity at CMH is planned to occur completely off-street and 
within the hospital building envelope.  The loading docks are located in the 
southwest portion of the site and will be accessible via a new alley to be dedicated by 
CMH extending north from Superior Street between the CMH site on the east and 
the Affinia Hotel on the west.  Delivery vehicles will access the alley via Superior 
Street, turn east into the loading area, and maneuver within the facility into the 
loading dock.  Exiting delivery vehicles will exit using the same alley to access 
Superior Street.  Locating all delivery vehicle maneuvers off-street and within the 
hospital building minimizes the impact of loading operations on the Superior Street. 
 

> Restricted Delivery Schedule 
In addition to locating all loading operations off-street, CMH will require its vendors 
to adhere to prescribed delivery schedules.  CMH has committed to concentrate 70 
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percent of its delivery and loading activity to overnight hours between 7:00 PM and 
4:00 AM.  In addition, no deliveries will occur during the peak hours from 6:00 AM 
to 9:00 AM and from 4:00 PM to 7:00 PM.  This schedule of hospital deliveries 
limiting delivery vehicles to off-peak hours helps minimize the impact of the 
hospital on surrounding streets. 
 

> Off-Street Ambulance Bays 
Ambulance access to the proposed CMH is provided directly via Chicago Avenue in 
the northwest portion of the site and is located approximately 90 feet west of Mies 
van der Rohe Way.  Similar to the delivery/loading area for CMH, the access will 
facilitate ingress and egress for the ambulance loading and unloading area within 
the hospital building envelope.  Thus all maneuvers related to loading and 
unloading patients will occur off-street and not impact traffic flow or pedestrian 
activity on the adjacent roadways or sidewalks, including Chicago Avenue.  The 
proposed ambulance access is 24 feet wide to provide adequate room for two 
vehicles to enter and exit simultaneously.  This access will only be used by 
emergency vehicles or ambulances. 
 

> Direct Access to Parking Garage 
The exit of the CMH Access driveway on Superior Street aligns opposite the existing 
entrance to the Huron-Superior parking garage.  In addition, the westbound pick-
up/drop-off driveway for the New Prentice Women’s Hospital will connect with the 
CMH Access Driveway, thus consolidating the exit locations for the two hospital 
facilities to one location that is aligned opposite the access for the Huron-Superior 
parking garage.  The new Prentice Women’s Hospital pick-up/drop-off exit to 
Superior Street that will be in place when the hospital opens in Fall 2007 will be 
removed once the connection to the CMH driveway is established.  The consolidated 
driveway exit minimizes the vehicle-vehicle and vehicle-pedestrian conflict points 
along Superior Street. 
 

> Off-Street Shuttle Loading Area 
A two-lane portion of the CMH Access Driveway provides an opportunity to 
load/unload passengers for employee shuttle buses.  In addition to providing a 
convenient location for employees to access the institutional shuttle system and 
encourage use of non-auto transportation, performing the loading/unloading 
activities at an off-street location eliminates the impact of shuttle bus operations on 
adjacent street traffic. 
 

> New Pedestrian Link between Chicago Avenue and Superior Street 
In addition to accommodating vehicular traffic, sidewalks along both sides of the 
CMH driveway will also serve as a pedestrian route linking Chicago Avenue to 
Superior Street and to Erie Street via the planned pedestrian walkway between 
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Olson Pavilion and the Huron-Superior parking garage (Superior to Huron) and the 
NMH driveway between Galter Pavilion and Feinberg Pavilion (Huron to Erie). 
 

> Pedestrian Bridge Over Superior Street 
A single enclosed second-level pedestrian bridge will span Superior Street to connect 
CMH to the Huron-Superior parking garage.  An extension of the pedestrian 
overpass will proceed eastward (over private property) from CMH to Prentice 
Women’s Hospital.  This second-level pedestrian bridge will give direct access 
between CMH, the new Prentice Women’s Hospital, and the parking garage, thus 
limiting the number of pedestrians crossing Superior Street and conflicting with 
traffic. 
 

> CMH Patient and Visitor Traffic/Parking 
CMH patients and visitors who drive will likely park in the Huron-Superior parking 
garage arriving via Superior directly or via Chicago Avenue through the new access 
drive.  Others may choose to park at the Erie-Ontario parking garage.  However, the 
Huron-Superior parking garage is currently well utilized with only 40 unoccupied 
spaces available during the peak hour.  To accommodate the patient and visitor 
parking demand generated by the relocated CMH, many of those vehicles entering 
and exiting the garage at peak periods belonging to institutional employees and the 
public will shift to a different location.  Since these spaces are basically being 
switched to different users, the net change in traffic volumes on Superior Street and 
Huron Street adjacent to the garage will be minimal.  The traffic associated with 
those vehicles that will park elsewhere will now divert to other locations and not 
likely travel on Superior Street adjacent to the CMH site. 

 

Parking Analysis 
Based on the potential growth in parking demand for the existing campus institutions 
and the proposed CMH, the peak hour parking demand at institution-controlled 
parking garages will increase.  As previously shown in Table 4, the potential growth at 
NU, NMH, and RIC is projected to increase the peak hour parking demand by 1,200 
spaces.  Table 7 indicates that the proposed CMH will increase the parking demand on 
campus by an additional 1,360 spaces during the peak hour. 
 
In the May 16, 2007 Northwestern Campus Traffic and Parking Study, it is shown that 
approximately 1,305 institution-controlled parking spaces are occupied by 
monthly/transient public parkers (including public valet parkers and VA parkers) 
during the peak period.  In Year 2012, the VA parking demand will no longer occur as 
the current VA facility will cease operations in 2008.  It was estimated that 1,140 of the 
public and public valet parkers could be shifted to other available parking in the 
surrounding neighborhood by adjusting parking policies and pricing.  This shift in 
parking from institution-controlled parking facilities would increase the number of 
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available spaces during the peak hour to 1,510 spaces.  It should be noted that this shift 
in public parking would occur during the weekday midday period and does not 
coincide with the typical peak hours associated with nearby retail, hotel, and 
entertainment uses. 
 
Table 9 summarizes the projected peak hour parking conditions at institution-controlled 
parking facilities for Year 2012 with and without the proposed CMH. 
 
TABLE 9.  INSTITUTION-CONTROLLED PEAK HOUR PARKING CONDITIONS 

Peak Hour 
Scenario 

Available Supply 
Increased Institutional 

Parking Demand 
Institutional Parking 

Surplus / Shortfall 

Year 2012 Without CMH 1,2002 +310 

Year 2012 With CMH 
1,5101 

2,5603 -1,050 
1 - Includes existing unoccupied spaces during the peak hour (10:30 - 11:30 AM) and the potential shift of 1,140 

monthly/transient public parking demand from the Huron-Superior, Erie-Ontario, and 275 E. Chestnut parking 
garages during the peak hour as described in the May16, 2007 Northwestern Campus Traffic and Parking Study 

2 - Increase in institution parking demand associated with potential growth at NU, NMH, and RIC as presented in 
Table 4 

3 - Increase in institution parking demand associated with potential growth at NU, NMH, RIC as presented in Table 4 
and the proposed CMH as presented in Table 7 

 
As shown in Table 9, the existing institution-controlled parking facilities are expected to 
accommodate the projected 1,200-space Year 2012 parking demand increase without 
CMH.  This would result in a surplus or reduced monthly/transient public parking shift 
of approximately 310 spaces.  Year 2012 peak hour parking projections with the 
proposed CMH includes in an additional increase of 1,360 spaces resulting in a need for 
1,050 spaces during the peak hour to accommodate the potential institutional growth 
and the proposed CMH. 
 

Recommended Improvements Addressing CMH Site  Issues 
The following summarizes recommended improvements to accommodate the proposed 
CMH on the surrounding roadways and intersections. 
 
> Reconfigure Chicago Avenue at CMH Access 

To accommodate turning movements along Chicago Avenue at the proposed CMH 
Access intersection, Metro recommends restriping Chicago Avenue from Mies van 
der Rohe Way to Fairbanks Court.  The recommended restriping includes providing 
a separate westbound left-turn lane at the CMH Access and a separate eastbound 
left-turn lane at Mies van der Rohe Way.  With the recommended turn-lane striping, 
Chicago Avenue between Mies van der Rohe Way to Fairbanks Court would provide 
one travel lane in each direction (12 feet wide per lane), separate left-turn lanes or a 
striped median (10 feet wide), and a parking lane (8 feet wide per lane) to 
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accommodate curbside activity such as bus stops, taxi pick-ups/drop-offs, or 
deliveries, as appropriate.  The recommended lane configuration along Chicago 
Avenue is illustrated in Figure 9.  This recommended lane configuration has been 
incorporated in the CMH site plan, as shown in Figure 4. 
 

> Install All-Way Stop Sign Control at Superior Street/CMH Access-Parking Garage 
Intersection 
At its southern end, the CMH Access Driveway exits at Superior Street and aligns 
opposite the Huron-Superior parking garage access.  This intersection of Superior 
Street at the CMH Access Driveway and Huron-Superior parking garage access is 
recommended to include an all-way stop control.   
 
The eastbound approach of Superior Street is recommended to include two lanes 
under stop sign control.  The southbound approach exiting the CMH Access 
Driveway is recommended to include a single thru lane to the Huron-Superior 
parking garage and a single left-turn lane to eastbound Superior Street; both under 
stop sign control.  The northbound approach exiting the Huron-Superior parking 
garage is recommended to maintain its single right-turn lane under stop sign control.  
The recommended lane configuration at the Superior Avenue/CMH Access-Parking 
Garage intersection is illustrated in Figure 10.  This recommended intersection 
configuration and traffic control has been incorporated in the CMH site plan, as 
shown in Figure 4. 
 

> Provide Additional Off-Street Parking 
With the potential growth at NU, NMH, and RIC as well as the proposed relocation 
of CMH, the peak hour institutional parking demand is projected to increase 2,560 
spaces resulting in an unmet peak hour demand of 1,050 spaces. 
 
The institutions are committed to constructing additional parking capacity on or 
near the Streeterville campus by 2012, to accommodate 800 to 1,300 vehicles.  This 
commitment is subject to receiving necessary permits, approvals, and consents.  The 
additional parking spaces will serve growth through 2012, as well as some growth 
beyond that point, such as anticipated development of the current VA site.  The 
institutions have proposed the inclusion of this commitment in the body of 
Institutional Planned Development #3. 
 

> Institutional Transit and Parking Coordination 
In moving to the Streeterville neighborhood, CMH is able to take advantage of the 
synergy afforded by locating its new hospital on the institutional campus.  CMH 
currently coordinates many of its medical services with NMH.  By relocating to the 
campus, CMH can improve and increase coordination with the other campus 
institutions.  In addition to coordinating on medical services, the relationship 
between the institutions allows coordination on providing enhanced transit/shuttle 
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services, supporting transit incentives for employees, and the control of parking 
conditions through policies and pricing to encourage a shift in transportation mode 
away from personal autos. 

 

Recommended Improvements to Address Existing Neighborhood Issues 
The following summarizes recommended improvements to address existing issues and 
deficiencies along Chicago Avenue and Superior Street. 
 
Chicago Avenue 
> Chicago Avenue / Fairbanks Court Curb Modifications 

Concerns about the ability of buses to make an eastbound right-turn to southbound 
Fairbanks Court have been raised by many people in the community.  NMH worked 
to address this issue in its new Prentice Hospital site plan by modifying the then-
existing curb radius and will now further modify the curb radius of the southwest 
corner to better accommodate turning bus traffic.  
 

> Chicago Avenue / Lake Shore Drive 
A signalized intersection at Inner and Outer Lake Shore Drive has a lot of demand 
for the limited signal cycle.  This intersection is at capacity during the evening peak 
hour and due to the traffic volumes along Outer Lake Shore Drive, access is limited 
during the morning peak period.  The additional projected traffic generated by CMH 
through this intersection is minimal compared to the existing conditions.  Traffic 
passing through the Chicago Avenue/Lake Shore Drive intersection associated with 
the proposed CMH accounts for only 2.7 percent and 0.6 percent of the total 
intersection volumes during the AM and PM peak hours, respectively. 
 
The traffic study acknowledges that improvements at this intersection are desirable 
to address existing and future needs whether or not CMH is built.  The City has been 
monitoring this location for years.  However, due to the scope of improvements and 
potential cost, right-of-way, and environmental impacts, specific improvements have 
not been identified at this time. 

 
Superior Street 
> Curbside enforcement of parking, loading, and valet regulations 

Coordinate with Chicago Police, building security, and valet operators to improve 
enforcement of curbside regulations in order to minimize negative impacts on traffic 
flow, operations, and safety.  Specific attention in the vicinity of CMH should be 
focused on Superior Street from Michigan Avenue to St. Clair Street and along St. 
Clair Street south of Superior Street. 
 

pcl




 
September 7, 2007 

Page 28 
 

Conclusion 
Based on Metro’s data collection, review, and analysis of Year 2012 traffic conditions, the 
proposed CMH plan can be accommodated by the existing roadway system, the site 
access/circulation design features, and the recommended improvements to Chicago 
Avenue and Superior Street.  In order to accommodate the increased parking demand 
during the peak hour, the institutions are committed, as described in greater detail 
earlier, to constructing additional parking capacity on or near the Streeterville campus 
by 2012, to accommodate 800 to 1,300 vehicles.  The institutions have proposed the 
inclusion of this commitment in the body of Institutional Planned Development #3. 
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