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With the exception of  Del Webb, the single-family residential 
zoning classifications for the areas surrounding the potential 
transit station site do not allow for higher densities more 
typical of  a compact TOD. The zoning for the Talamore 
subdivision to the north of  the transit station site does allow 
for a maximum density of  3.98 dwelling units per acre. 
Portions of  the Del Webb development are zoned for small 
lot single-family residential and multi-family housing, which 
are more suitable for TOD. Higher density residential zoning 
should be considered for both the north and south sides of  
the potential transit station site. 

There is very little commercially zoned land within proximity 
of  the transit station site. Mixed-use and commercial zoning 
would also need to be considered for the area to incorporate 
the land uses that would contribute to an active mixed-use 
TOD and town center. 

As noted earlier, the larger community area surrounding the 
potential transit station site is mostly developed to the north 
(Talamore), south (Del Webb), and east (older residential 
neighborhoods).  While Talamore includes some townhomes, 
the majority of  the single-family lots are greater than 9,000 
square feet. Del Webb has a mix of  cluster homes, villas, 
and townhomes with smaller lot sizes suitable for TOD, 
but its large open space areas account for a gross density 
of  only 2.89 units per acre. As with the Kreutzer Road site, 
the small industrial/business park immediately east of  the 
railroad is not a large enough employment center for a TOD 
environment. 

The Future Land Use Plan defines a mostly low-density 
residential approach to land use south, north, and west of  
the potential transit station. A recent concept submitted to 
the Village by a developer for the land south of  the potential 
station location included denser residential home sites and 
larger commercial uses along Main Street.  

 It is highly unlikely that significant commercial development 
(big box stores) would occur in the immediate vicinity of  the 
Coyne Station Road site due to:

  its distance from Route 47….retailers would be 
concerned about major road access and visibility.

  the large amount of  commercial development that 
already exists, is under construction or planned for 
the Route 47 corridor.

  the lower residential density of  the overall Village and 
surrounding area, especially the current and future 
plans for conservation open space and estate homes 
west of  Coyne Station Road. 

As the Village grows westward toward the high school, there 
may be potential for neighborhood or community level 
commercial development in the Coyne Station Road area 
that would include small convenience shops, a drug store, 
and possibly a grocery store.

 To accommodate a TOD approach for the site, the following 
changes to the Future Land Use Plan, including property 
annexation, would need to be considered:

  Increase the density of  residential zones south and 
north of  the UPRR tracks.

  Add community or neighborhood level commercial 
uses to the area.  

  Add “mixed-use” to the goals and policies of  the 
Plan.

  Add creation of  a town center to the goals and 
policies of  the plan.

The large area of  mostly undeveloped land south and north 
of  the potential Coyne Station Road transit site along with 
major changes to the area's roadways, provides significant 
opportunities for transit-oriented development and possibly 
a town center for the community.  

The key factor affecting the significant potential of  the 
Coyne Station Road site will be the proposed location of  
the Algonquin Road overpass. Its height and placement 
will impact buildable area, aesthetics, and local access to the 
immediate station location. If  this site is to be considered 
as a potential town center location for Huntley, the bridge 
location will also affect where such a development could be 
located and how large in scale it might be.  

The Village Board recently approved the conceptual alignment 
for the Algonquin Road extension shown in Figure 2.3.  The 
extension, including the overpass, is currently in Phase 1 
engineering and it is anticipated that construction would be 
completed in 2011 depending on funding availability.  
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The layout of  streets in a neighborhood or commercial 
district is a key factor affecting the success of  a transit station, 
transit-oriented development, and mixed-use development.  
Within a TOD, an easy-to-understand, interconnected,  
street system is important for facilitating access and travel 
throughout the area.  

Interconnection between a station, neighborhoods, and 
districts should be the prime consideration in street/
block designs. Such connections should serve pedestrians, 
bicyclists, vehicles, and buses with emphasis on providing 
safe and direct routes. Pedestrian access should especially 
be considered within a half-mile radius from an existing or 
potential transit center site.

 New developments should incorporate the following design 
guidelines (see also Figure 4.1 and Figure 4.2).

  Future roadway designs must conform to Village 
standards.

  Future arterial road improvements/extensions should 
be considered "front doors" and "gateways" into 
specific development sites. The character of  these 
roads should include wide setback buffers, ample 
landscaping and green space, and distinct signage. 
Where appropriate, they should include pedestrian 
paths and bicycle trails to/from a transit station.

 

  Main entry streets/drives should be planned with 
open views into a site and adequate stacking room for 
vehicles waiting to exit or enter the site.  Main access 
points/entry drives should not be oriented toward the 
backs of  buildings, rear driveways, or alleys.

  Street designs for residential areas should generally 
be a network of  narrow, interconnected streets and 
defined blocks that respect the natural features found 
throughout the Village.

  Block distances of  300 to 500 feet are encouraged for 
both residential and commercial areas to help keep 
walking distances short and provide alternative route 
options.

  A grid-based street network is encouraged, offering 
multiple access points to a neighborhood, district, or 
station.

  Rear-loaded residential alleys for both single-family 
and multi-family housing should be considered where 
feasible to enhance streetscapes and increase densities 
near stations.

  The street system should be designed to balance the 
distribution of  traffic onto a variety of  streets so that 
no one street becomes overburdened and/or solely 
relied upon for large amounts of  traffic.

   Wherever feasible, diagonal parking should be 
incorporated along commercial streets to provide 

Street System
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easy short term parking, reduce the size of  area 
parking lots, and provide more of  a "Main Street" 
character for the district.

  Driveway curb cuts should be minimized whenever 
possible.

  Rights-of-way should be preserved along and within 
development sites to accommodate future development 
and projected traffic. 

  Access/circulation plans should consider the potential 
of  multi-modal transportation.

  Streets within a TOD should be designed to minimize 
pavement widths and include sidewalks and convenient 
street crossings for pedestrians. Lawn parkways, wide 
sidewalks, trees, planters, bicycle lanes and/or on-
street parking should be considered where feasible to 
buffer pedestrians from traffic.

  Streets near transit stations should provide clear, 
understandable routes that provide safe, fluid, and 
efficient movement of  pedestrian and vehicular traffic. 
They should facilitate access for buses and autos 
dropping off/picking up transit users.

  A coordinated directional signage system should 
be incorporated to guide motorists, bicyclists, and 
pedestrians to key destinations.
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As discussed previously, further studies will determine the 
most effective transit alternative for the study area. It should 
be noted that bus service and train service are not mutually 
exclusive and can work together. For instance, Pace can make 
immediate inroads to startup service at a relatively low cost, 
which can make a logical progression to park-n-ride service 
and/or connections to a train station that is developed at a 
later date. 

Within the TOD study area any roadway planned as a bus 
route should incorporate the Pace Development Guidelines  
to accommodate future bus transportation. These guidelines 
include design standards for:  

  Lane widths:

    - For any roadway to accommodate transit vehicles, 
12 foot lanes are recommended. 

  Roadway grade:

    - Roads serviced by Pace vehicles should be grades 
of  6% or less.

  Curb height:

    - 6 inch curb heights are recommended for vehicle 
clearance, wheelchair lift platforms, and better 
rider access.

 

Pace Development Guidelines
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  Intersection radii:

    - Intersection designs should facilitate bus turning 
movements and minimize lane encroachment. 

    - Intersection radii should be determined by 
intersection angle, on-street parking configurations, 
transit vehicle turning radii, width of  lanes, and 
traffic speeds. 

  Bus turnouts:

    - Minimum standards/dimensions are identified for 
bus bays, tapers, and acceleration/deceleration 
lanes.

  Bus berths:

    - Bus berths should be clearly marked and identified 
with signs.

    - Berths should be 15 feet wide.

  Bus turnarounds:

    - Turnarounds should be designed for the bus to 
be turned in a counter-clockwise direction to 
maximize the driver's vision. 

    - "Jug handle" turnarounds are appropriate for mid-
block terminal locations.

  Roadway pavement.

  Bus stop spacing is based on population density and 
land use characteristics.

  Bus stop location:

    - Stops are located either before intersections, after 
intersections or mid-block, depending on ease of  
operation, space availability, transfer situations, 
and traffic volumes.

  Passenger waiting area:

    - All corner curbs should have an access ramp for 
accessibility.

    - Passenger shelters are recommended in areas with 
high volumes of  riders. 

    - Benches, lighting, and landscaping should all be 
incorporated to increase security and comfort at 
waiting areas. 

    - Bicycle storage facilities are encouraged near bus 
stops, including bike racks and enclosed bike 
lockers. 

For a full version of  the Pace Development Guidelines, visit 
http://www.pacebus.com/sub/guidelines/guidelines.asp.
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 Figures 4.1 and 4.2 provide a conceptual framework for 
creating an interconnected hierarchy of  streets, alleys, 
and sidewalks for future transit-oriented and mixed-use 
development of  the Kreutzer Road and Coyne Station Road 
sites. Using the framework as a guide, a more specific street 
system can be designed that defines development sites and 
blocks, linkages for all transportation modes, and the setting 
for an active TOD.

Kreutzer Road 
Currently, Kreutzer Road east of  Route 47 is a two-lane 
road carrying approximately 6,000 vehicles per day. It will 
be widened to a 5-lane section to reduce congestion along 
Main Street/Dundee Road through Downtown Huntley. A 
realignment of  Kreutzer Road is also planned at the tracks 
between Route 47 and Haligus Road. 

The planned changes to Kreutzer Road will improve 
traffic movement and safety along this roadway as well as 
accessibility to the potential Kreutzer Road transit station  
site. Collector street connections to the development areas 
west and south of  the Kreutzer Road site will be needed to 
make it more accessible to a larger portion of  the surrounding 
community.  

While Kreutzer Road will serve as the major arterial street 
connecting Route 47 to a potential transit station, Regency 
Parkway should also serve as a major east/west route. 

Local access to a potential business park west of  the tracks 
should be connected to Smith Road north of  Kreutzer 
Road.

Collector street connections to Oak Creek Parkway and 
Powers Road to the west and south should also be included 
to increase accessibility.

Pedestrian and bicycle routes should radiate out from the 
transit station location. Connections to the Freeman Kame-
Meagher Forest Preserve should be considered.

  

Algonquin Road will be extended westward from Route 47 
as a five-lane road with a 140-foot to 200-foot right-of-way 
and grade separation over the UPRR tracks to connect to 
Harmony Road.  Kreutzer Road will be extended north from 
Main Street to connect to a realigned Coyne Station Road 
south of  the tracks to serve as a major connection for the 
community to access the potential transit station.

The future intersections of  Algonquin Road, Coyne 
Station Road, Kreutzer Road, and Main Street will likely 
be signalized and utilized by most of  the vehicular traffic 
traveling to and from a future transit station. These planned 
roadway improvements will significantly increase access to 
the potential Coyne Station site.

The main access points from Algonquin Road to a transit 
station in this area will be at its intersections with Coyne 
Station Road and a potential new collector street. Eastbound 
traffic would use the Coyne Station Road intersection, which 
is anticipated to be signalized, to travel toward the station. 
Westbound traffic traveling over the bridge could turn at the 
collector street, which is anticipated to be a right in/right out 
intersection.

Traffic from the high school on the west and central core of  
the community could use Main Street and Kreutzer Road to 
travel to the realigned Coyne Station Road.

North of  the tracks, Talamore Boulevard and Reed Road 
should be extended to Coyne Station Road to connect  
existing and new residential developments, and to serve as 
east/west access routes to a transit station. 

Founders Boulevard should be extended from Reed Road 
and connect to the Algonquin Road extension to also provide 
access from Talamore to a future transit station. 

As noted in Section 3, there may be potential to realign Coyne 
Station Road by moving it east closer to a transit station to 
facilitate access for vehicles and pedestrians to the facility.

Coyne Station Road

Development Areas


















































