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I.  Introduction 

According to federal law (23 USC 134 and 49 USC 5303), urbanized areas that 
have populations of 200,000 or more must have Congestion Management 
Processes (CMPs) that provide information about transportation system 
performance, offer strategies for alleviating traffic congestion, and identify 
methods of enhancing the mobility of people and goods.  The CMP is to be 
developed and implemented as an integrated part of the metropolitan 
transportation planning process, and it is intended to support the use of 
appropriate demand management, operations, and other strategies to meet 
transportation needs.  The multimodal performance measures and strategies 
developed by the CMP are to be reflected in the MPO’s Long-Range 
Transportation Plan (LRTP) and Transportation Improvement Program (TIP).   
 
To satisfy the federal requirements, a CMP should include: 
 
 Serious consideration of strategies that result in the most efficient and 

effective use of existing and future transportation facilities. 
 
 Consideration of strategies that reduce single occupant vehicle (SOV) travel, 

manage travel demand, and improve the efficiency of the existing 
transportation system by addressing transportation system management and 
operations. 

 
 Methods of monitoring and evaluating the performance of the multimodal 

transportation system, identifying the causes of recurring and non-recurring 
congestion, identifying and evaluating alternative strategies, providing 
information supporting the implementation of actions, and evaluating the 
effectiveness of implemented actions. 

 
 A definition of congestion management objectives and performance 

measures to assess the extent of congestion and support the evaluation of 
the effectiveness of implemented congestion reduction and mobility 
enhancement strategies for the movement of both people and goods.  The 
measures and the system performance deemed acceptable are to be 
established cooperatively by the state, MPO, and local transportation officials, 
and in consultation with operators of major modes of transportation.   

 
 A program for data collection and system performance monitoring to define 

the extent and duration of congestion, to contribute to determining the causes 
of congestion, and to evaluate the efficiency and effectiveness of 
implemented actions. 

 
 The identification and  evaluation of  anticipated performance and expected 

benefits of appropriate traditional and nontraditional congestion management 
strategies that will contribute to the more effective use and improved safety of 
existing and future transportation systems based on the established 
performance measures. 
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 The identification of an implementation schedule, implementation 
responsibilities, and possible funding sources for each strategy (or 
combination of strategies) proposed for implementation. 

 
 The implementation of a process for periodically assessing the efficiency and 

effectiveness of implemented CMP strategies in terms of the area’s 
established performance measures.  The results of this evaluation shall be 
provided to decision makers and the public to provide guidance on the 
selection of effective strategies for future implementation. 

 
The Green Bay Urbanized Area’s population exceeded 200,000 following the 
release of the 2010 US Census data, so a CMP was developed that addresses 
congestion on the major transportation facilities within the MPO’s Metropolitan 
Planning Area.  The Metropolitan Planning Area is shown in Figure 1.   
 
The CMP Process 
 
The CMP creates a structured process for incorporating congestion issues into 
the metropolitan transportation planning process.  By addressing congestion 
through a process that involves developing congestion management objectives, 
developing performance measures to support these objectives, collecting data, 
analyzing problems, identifying solutions, and evaluating the effectiveness of 
implemented strategies, the CMP provides a framework for responding to 
congestion in a consistent, coordinated fashion.  The CMP informs and receives 
information from other elements of the planning process, including the MPO’s 
LRTP and TIP. 
 
All of the elements listed above are important components of an effective CMP, 
but perhaps the most critical element is the development and implementation of 
strategies that result in the most efficient use of the existing transportation 
system.  The Green Bay Metropolitan Planning Area CMP will do this by: 
 
 Developing Regional Objectives for Congestion Management, which will 

identify objectives for maximizing safety, accessibility, operational capacity, 
and other positive elements of the existing and future transportation system.  
These objectives will be developed in coordination with the MPO’s Long-
Range Transportation Plan and will guide the decisions made throughout the 
CMP and the broader MPO planning process. 

 
 Defining the CMP Network, which will identify the geographic area covered 

by the CMP and the multimodal transportation facilities that will be analyzed. 
 
 Developing Multimodal Performance Measures and Targets, which will be 

used to evaluate how well the CMP is addressing the regional congestion 
management objectives.   

 
 Collecting Data and Assessing System Performance to determine how 

the multimodal transportation system is currently performing.   
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 Analyzing Congestion Problems and Needs, which will involve utilizing the 

collected data to identify existing congestion problems and estimate where 
congestion problems will exist in the future. 

 
 Identifying and Implementing Strategies, which will address how and when 

congestion mitigation solutions will be implemented. The CMP will be 
implemented through the MPO’s LRTP and TIP, and the CMP will outline  a 
progressive implementation strategy that begins with no- and low-cost 
treatments and ends with large-scale investments that should occur in 
conjunction with less expensive treatments if the treatments are not effective 
on their own.   

 
 Evaluating Strategy Effectiveness, which will identify how well the CMP 

strategies are working, whether further improvements are needed, and 
whether the strategies should be implemented elsewhere in the Metropolitan 
Planning Area.   

 
Figure 2 illustrates the Congestion Management Process for the Green Bay 
Metropolitan Planning Area. 
 
Figure 2:  Congestion Management Process for the Green Bay Metropolitan 
Planning Area 
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II.  What is Traffic Congestion? 

Traffic congestion occurs when travel demand exceeds the traffic-carrying 
capacity of a roadway, and it is possible to quantify congestion using volume to 
capacity ratios and other methods.  However, most people recognize traffic 
congestion as a feeling they get when traffic interference reaches a point where it 
is no longer acceptable to them.  This qualitative measure of driving conditions is 
known as level of service (LOS), and transportation planners and engineers often 
use the LOS measure when analyzing and designing streets and highways.  But 
there are several aspects of congestion that cannot be captured by LOS alone. 
 
According to the Federal Highway Administration’s (FHWA’s) Congestion 
Management Process:  A Guidebook: 
 

The concept of congestion deals with the quality of use of 
the system as well as the quantity of use:  in concept, 
“congestion” happens when there are too many people 
and/or vehicles at the same general place at the same 
general time, causing the user’s experience to decline in 
quality.  Congestion also deals with two dimensions, spatial 
and temporal – the where (location, such as an intersection, 
roadway segment, or transit route) and the when (time of 
day or year).  Further, there is a systemic aspect in that 
transportation facilities do not operate in isolation and 
actions that take place in one part of the transportation 
system can affect (positively or negatively) congestion on 
other nearby facilities.  There is also a relative aspect in 
that observations of congestion may be qualitatively 
perceived as being more or less severe than observations at 
the same location at a different time, or at a different 
location.   

 
The FHWA guidebook also identifies the following four major dimensions of 
congestion: 
 
Intensity, which is the relative severity of congestion that affects travel.  Intensity 
has traditionally been measured through indicators such as LOS or volume to 
capacity (v/c) ratios that consistently relate the different levels of congestion 
experienced on roadways. 
 
Duration, which is the amount of time the congested conditions persist before 
returning to an uncongested state. 
 
Extent, which is the number of system users or components (e.g. vehicles, 
pedestrians, transit routes, lane miles) affected by congestion.  For example, the 
proportion of system network components (roads, bus routes, etc.) that exceed a 
defined performance target.   
 
Variability, which represents the changes in congestion that occur on different 
days or at different times of day.  When congestion is highly variable due to non-
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recurring conditions such as a roadway with a high number of traffic crashes 
causing delays, this has an impact on the reliability of the transportation system.  
 
The CMP for the Green Bay Metropolitan Planning Area is designed to address 
these four congestion dimensions for the area’s major highway/street, transit, 
bicycle, pedestrian, and freight systems.   
 
 
III.   Congestion Management Process Objectives 
 
The CMP’s objectives are largely based on the transportation system 
performance measures in the Green Bay MPO’s 2035 Long-Range 
Transportation Plan that was adopted by the MPO Policy Board in 2010.  These 
performance measures were developed by MPO staff in cooperation with the 
Metropolitan Planning Area communities, Green Bay Metro, the MPO’s Technical 
Advisory Committee (TAC), public service organizations and agencies, and the 
general public.   
 
The CMP’s objectives are also based on the draft goals and objectives for the 
MPO’s 2045 Long-Range Transportation Plan that will be completed by 
November of 2015.  The guidance for the 2045 plan’s draft goals and objectives 
was provided by Moving Ahead for Progress in the 21st Century (MAP-21), and 
the draft goals and objectives were developed by MPO staff in consultation with 
the MPO’s TAC. 
 
The Green Bay Metropolitan Planning Area’s CMP is designed to accomplish the 
following objectives: 
 
 Achieve an acceptable level of service (LOS) on the CMP’s highway and 

street system by 2020. 
 
 Increase passenger capacity on and the use of Green Bay Metro’s fixed route 

buses.   
 
 Increase the percentage of Metropolitan Planning Area arterial and collector 

streets that have bicycle and pedestrian facilities.    
 
 Increase the mileage of multiuse trails in the Metropolitan Planning Area. 
 
 Improve bicycle and pedestrian system continuity in the Metropolitan 

Planning Area. 
 
 Minimize non-recurring congestion by reducing crashes at Metropolitan 

Planning Area intersections.   
 
 Reduce the number of heavy truck trips on the Metropolitan Planning Area’s 

CMP highway and street system by increasing the proportion of freight that is 
transported by rail, water, and air.    
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The CMP identifies specific performance measures, performance targets, and 
data sources that will be used to achieve these objectives.  These measures, 
targets, and data sources are addressed in Section V of the CMP.  The CMP 
also identifies methods of achieving the performance targets, the agencies that 
are responsible for achieving the performance targets, and funding sources that 
could be used to achieve the targets.  This information is included in Section VIII 
of the CMP.   
 

IV.  Congestion Management Process Network and Modes 

Highway and Street System 
 
The Congestion Management Process highway and street system for the Green 
Bay Metropolitan Planning Area is comprised of the area’s freeway system (I-43, 
STH 172, and US 41) and highways and streets that are classified as principal 
arterials on the area’s functional classification system.  This system carries the 
majority of traffic and, as a result, tends to experience the greatest levels of 
congestion.  The CMP network is shown in Figure 3, and a list of CMP network 
highway and street segments is included in Appendix 1. 
 
Public Transit  

The Metropolitan Planning Area is served by two public transit agencies (Green 
Bay Metro and the Oneida Transit System) and several private transportation 
providers that primarily offer services to elderly and disabled residents of the 
area.  Green Bay Metro operates 14 fixed routes and several limited service 
routes in the Cities of Green Bay and De Pere and the Villages of Allouez, 
Ashwaubenon, and Bellevue.  Metro also connects with the Oneida Transit 
System on the west side of Green Bay to enable people to transfer between the 
two systems.   

Green Bay Metro is currently a radial pulse system, and it has a primary hub on 
University Avenue in downtown Green Bay, a minor hub at the intersection of 
Mason Street and Military Avenue in Green Bay, and a minor hub at Bay Park 
Square Mall in Ashwaubenon.  The system’s fixed routes radiate outward from 
the hubs, and the “pulse” aspect of the system comes from the arrival of the 
buses at the hubs at regular intervals.  The radial pulse system has been used in 
Green Bay since 1937 because it is viewed as the most efficient method of 
providing service in places that have a limited number of river crossings or other 
physical constraints. 
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Specialized Transportation Services for the Elderly and Disabled (Paratransit) 
 
As a federally-funded public transit system, Green Bay Metro is required by the 
Americans with Disabilities Act (ADA) to provide service to people with 
disabilities using lift-equipped fixed route buses and/or specially designed 
(paratransit) vehicles.  Since paratransit is designed to complement the fixed 
route service, eligible patrons are able to use it during the same hours as Metro’s 
regular service to travel to and from any destination within 3/4 of a mile of every 
fixed route. 
 
Green Bay Metro’s fixed route system and paratransit service area are shown in 
Figure 4.  
 
Bicycle and Pedestrian Network 
 
Brown County’s bicycle and pedestrian plan was adopted by the Brown County 
Planning Commission Board of Directors in 1998, and an update to the county 
plan was adopted in 2010.  Many communities within the Metropolitan Planning 
Area have also adopted bicycle and pedestrian plans, and Safe Routes to School 
Plans were recently prepared for the Howard-Suamico School District and Village 
of Allouez.   
 
The recommendations in the county and community plans are gradually being 
implemented throughout the Metropolitan Planning Area.  Although the number 
of bicycle facilities in the Metropolitan Planning Area has grown considerably 
since 1998 and pedestrian access has been improved through the construction 
of the Fox River Trail and other area trails, the number of communities that 
require sidewalks in new developments and elsewhere is still relatively small.  
The Metropolitan Planning Area’s existing bicycle and sidewalk systems are 
shown in Figure 5 and Figure 6, respectively, and the Metropolitan Planning 
Area’s multiuse trail system is shown in Figure 7. 
 
Freight Network 

Rail Transportation 

Although the Green Bay Metropolitan Planning Area has several rail lines in 
place, many of these lines do not carry many trains each day.  These lines, which 
are currently operated by the Canadian National Railroad (CN) and the 
Escanaba and Lake Superior Railroad Company (ELS), carry goods to and from 
various industries in the area.   

The CN line that runs along the west side of the Fox River into the City of Green 
Bay carries many trains each day and provides service to the Village of 
Wrightstown Industrial Park, City of De Pere Business Park, and the industrial 
area immediately south of downtown Green Bay.  Until 2003, the Green Bay 
industrial area contained two very important intermodal freight facilities.  These 
were: 

 The Schneider National intermodal facility, which was used to transfer truck 
trailers to and from railcars. 



18 
 

 The CN rail yard, which was used to transfer truck trailers to and from 
railcars. 

In October of 2003, the Schneider National and CN rail yard transfer facilities 
were closed after they were deemed unprofitable.  The existing rail network is 
shown in Figure 8. 

Trucking 

The Green Bay Metropolitan Planning Area contains several large and small 
trucking companies that serve the immediate area, region, and nation.  The 
Metropolitan Planning Area is also home to Schneider National Inc., which 
operates in the United States, Canada, and Mexico and is one of the largest 
transportation companies in North America. 

For several years, Schneider National worked with various railroad companies to 
provide truck-on-railcar (“piggyback”) services at the intermodal depot south of 
downtown Green Bay, but this operation no longer exists.  Schneider and the rest 
of the trucking firms in the Metropolitan Planning Area also import and export a 
variety of goods to and from the area and enable area businesses to avoid 
having to warehouse large quantities of materials through the provision of “just in 
time” delivery services.     

Water Transportation 
 
The Port of Green Bay is a very important part of the Metropolitan Planning 
Area’s economic structure.  During the 2012 shipping season, the port handled a 
total of approximately 1.92 million metric tons of coal, cement, limestone, and 
other commodities.  This total tonnage was slightly lower than the previous year’s 
total of approximately 2.16 million metric tons, but it was still higher than the 2010 
total of approximately 1.73 million metric tons.  
 
According to the Brown County Port and Resource Recovery Department, the 
majority of the port’s activities in 2012 were devoted to domestic imports (80.4 
percent) and foreign imports (8.5 percent), and the imported materials were 
transported throughout northeast Wisconsin to support the area’s paper mills and 
other industries.  The port’s location is shown in Figure 8. 
 
Air Cargo 
 
Cargo that passes through Austin Straubel International Airport is transported by 
commercial passenger airlines and commercial air cargo service carriers that do 
not provide passenger service.  Between 2002 and 2007, the airport annually 
handled as many as 638,280 tons of cargo and as little as 504,851 tons of cargo.  
The airport’s annual cargo tonnage dropped to 260,781 in 2008 and to 177,912 
in 2009, and these substantial reductions are attributed to the nationwide 
economic recession and Delta Airlines discontinuing cargo delivery at many 
airports previously served by Northwest Airlines after the two companies merged.   
The airport’s location is shown in Figure 8.   
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V.  CMP Performance Measures, Performance Targets, and Data 
Sources 
 
Performance measures are objective methods of determining how successful a 
project, program, or initiative has been in achieving its stated objectives.  In this 
case, performance measures are what the Green Bay MPO will use to track the 
area’s progress in reducing and managing congestion throughout the Green Bay 
Metropolitan Planning Area.   
 
Perhaps the most important criterion for selecting performance measures is the 
availability of the data necessary to establish the CMP’s baseline conditions and 
assess the effectiveness of implemented congestion mitigation strategies.  The 
selected performance measures should also: 
 
 Be easily understood by a variety of people so they can be effectively 

incorporated into the transportation system decision-making process.   
 
 Consider more than just streets and highways. 
 
 Acknowledge peaking characteristics and the amount of time that congestion 

is experienced during the day and at various times during the year.   
 
 Be easily modeled and forecasted in order to estimate future congestion 

levels.   
 
The Green Bay CMP’s performance measures, performance targets, and data 
sources are described in the following section, and a table that summarizes this 
information is included as Figure 9 at the end of this section.   
 
 
Highways and Streets – Existing Conditions 
 
The performance measures used to assess congestion on the Green Bay 
Metropolitan Planning Area’s principal arterial highways and streets are Level of 
Service (LOS), Delay per Vehicle per Mile, and Total Delay per Mile.   
 
Level of Service (LOS) 
 
As mentioned in Section II of the CMP, traffic congestion on highways and 
streets occurs when travel demand exceeds the traffic-carrying capacity of a 
roadway, and it is possible to quantify congestion using volume to capacity (v/c) 
ratios and other methods.  However, most people recognize traffic congestion as 
a feeling they get when traffic interference reaches a point where it is no longer 
acceptable to them.  This qualitative measure of driving conditions is known as 
level of service (LOS), and transportation planners and engineers often use the 
LOS measure when analyzing and designing streets and highways.   
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Level of Service Definitions 
 
Level of service is measured using six categories.  These are: 
 
LOS A, which has the following characteristics: 
 
 Free flow of traffic  
 Drivers are virtually unaffected by other drivers 
 High level of freedom to select speeds and maneuver 
 Excellent level of driver comfort and convenience 
 
LOS B, which has the following characteristics: 
 
 Slightly restricted but stable traffic flow  
 Drivers are aware of the use of the road by other drivers 
 Slight speed and maneuvering restrictions 
 Good level of driver comfort and convenience 
 
LOS C, which has the following characteristics: 
 
 Moderately restricted but stable traffic flow  
 Driver operations are substantially affected by other drivers 
 Moderate speed and maneuvering restrictions 
 Fair level of driver comfort and convenience 
 
LOS D, which has the following characteristics: 
 
 Heavily restricted traffic flow  
 Driver operations are completely affected by other drivers 
 Severe speed and maneuvering restrictions 
 Poor level of driver comfort and convenience 
 
LOS E, which has the following characteristics: 
 
 Unstable traffic flow  
 Slow speeds, traffic backups, and some stoppages 
 Total maneuvering restrictions 
 High level of driver frustration 
 
LOS F, which has the following characteristics: 
 
 Forced traffic flow  
 Stop and go movements with long backups and delays 
 Forced vehicle maneuvers 
 Maximum driver frustration 
 
A diagram that illustrates these levels of service is shown on the following page.   
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Current LOS Status 
 
Based on outputs from the Wisconsin Department of Transportation’s 
(WisDOT’s) base year (2010) travel demand model and field reviews by MPO 
staff, it appears that most of the CMP highway and street system is operating at 
an acceptable level of service (LOS D) during peak travel periods.  However, 
there are some parts of the system that are congested for periods of time during 
peak periods.  These areas are identified and discussed in Section VI of the 
CMP.  
 
CMP LOS Performance Target 
 
The LOS performance target is for the entire Metropolitan Planning Area CMP 
highway and street system to operate at an acceptable LOS (LOS D) by 2020.  
LOS D is used to measure congestion in the CMP, and it is separate from the 
LOS threshold established for justifying roadway projects or determining design 
year service goals1.   
 
Data Sources for LOS Performance Measure  
 
To estimate LOS on the Metropolitan Planning Area’s existing CMP system, 
MPO staff will continue to use data from the base year travel demand model that 
was developed and is updated by WisDOT.  At locations where the model 
suggests congestion exists, staff will perform field checks to confirm that the 
locations are actually congested.  Staff will also perform field checks to identify 
congestion at locations that the model does not recognize as congested.   
 
Delay per Vehicle per Mile 
 
Because segments of the area’s highways and streets vary in length, it is useful 
to factor distance into congestion calculations.  For example, a motorist who 
encounters 5 minutes of delay in a 5-mile highway or street segment does not 

                                                 
1 When evaluating the LOS and capacity of a roadway, the procedures in the 2000 Highway Capacity Manual (HCM), published by the 

Transportation Research Board, shall be followed.   
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experience as much congestion as a motorist who encounters 5 minutes of delay 
in a 1-mile segment.   
 
Delay per Vehicle per Mile is calculated by: 
 

1. Identifying the amount of time it takes for a vehicle to traverse a roadway 
segment minus the amount of time it would take to traverse the segment 
at the posted speed limit if no interference was present.  This results in an 
estimated Delay per Vehicle for the roadway segment.   

 
2. Dividing the Delay per Vehicle result by the length of the roadway 

segment to estimate the segment’s Delay per Vehicle per Mile. 
 
Current Delay per Vehicle per Mile Status 
 
This will be determined after the spring 2014 data collection period. 
 
CMP Delay per Vehicle per Mile Performance Target 
 
This will be determined after the spring 2014 data collection period. 
 
Total Delay per Mile 
 
Different roadways carry different amounts of traffic, so it is useful to consider 
Total Delay as a performance measure.  For example, a roadway segment 
carrying 500 vehicles in a peak travel hour with 5 minutes of Delay per Vehicle 
per Mile is generally not as critical a congestion problem as a roadway with 5 
minutes of Delay per Vehicle per Mile that carries 5,000 vehicles during a peak 
travel hour.   
 
Total Delay per Mile is calculated by: 
 

1. Multiplying the Delay per Vehicle for a roadway segment by the roadway 
segment’s hourly volume.  This results in an estimated Total Delay for the 
roadway segment. 

 
2. Dividing the roadway segment’s Total Delay by the length of the roadway 

segment to estimate the Total Delay per Mile. 
 
Current Delay per Vehicle per Mile Status 
 
This will be determined after the spring 2014 data collection period. 
 
CMP Delay per Vehicle per Mile Performance Target 
 
This will be determined after the spring 2014 data collection period. 
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Data Sources for Delay per Vehicle per Mile and Total Delay per Mile 
Performance Measures  
 
The data for these performance measures will be collected during the following 
periods on Tuesdays, Wednesdays, or Thursdays: 
 
 Morning Peak (7:00 a.m. to 9:00 a.m.) 
 Off-Peak Periods (9:00 a.m. to 11:00 a.m. and 1:00 p.m. to 3:00 p.m.) 
 Afternoon Peak (3:00 p.m. to 6:00 p.m.) 
 
A full set of sample data will be collected during the spring of each year (when 
area schools are in session and before highway and street projects typically 
begin).  These data will be collected when school is in session to enable the 
CMP to assess the roadway system when peak period traffic volumes tend to be 
at their highest levels.  
 
To collect the data, staff will drive the CMP highway and street segments during 
the peak and off-peak travel periods and use a Global Positioning System (GPS) 
unit to collect travel time and speed data.  To obtain reliable samples, staff will 
drive each segment four times in each direction during peak periods and two 
times in each direction during off-peak periods.   
 
 
Highways and Streets – Future Conditions 
 
To estimate future congestion locations and levels, MPO staff will utilize the 
travel demand model that is managed by WisDOT to forecast LOS for the CMP 
highway and street system.  The performance target for the future system will 
also be LOS D during the peak travel periods.    
 
 
Public Transit 
 
The performance measures used to assess public transit’s ability to minimize 
congestion in the Green Bay Metropolitan Planning Area are Passenger 
Capacity, On-Time Performance, and Annual Revenue Passengers. 
 
Passenger Capacity 
 
Green Bay Metro’s buses should provide adequate seating to meet passenger 
demand.  If there is not enough seating to accommodate existing or future 
demand, potential bus riders may contribute to traffic congestion on the highway 
and street system by choosing to take personal vehicle trips instead of bus trips.   
 
The Passenger Capacity performance measure is calculated by dividing the 
number of passengers at the maximum load point by the number of seats 
available.  Most of the larger Green Bay Metro buses have seating capacities of 
29 to 45 passengers, while Metro’s smaller 30-foot buses have a seating 
capacity of 25 passengers. 
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Current Peak Period Capacity Performance Status 
 
Peak periods for Green Bay Metro are considered to begin before school starts 
at about 6:45 a.m. until 8:45 a.m. and again when school lets out at 
approximately 2:45 p.m. until 4:45 p.m. 
 
Metro’s peak standard is that loads should not exceed 1.25.  During the peak 
periods, some passengers may be standing.  However, passengers usually do 
not have to stand for long distances due to frequent passenger turnover. 
 
 
Current Off-Peak Period Capacity Performance Status 
 
Metro’s off-peak loading standard is 1.0.  Factors of more than 1.0 indicate that 
some passengers are standing.  During the off-peak periods, a seat should be 
provided to every passenger.   
 
When a route displays a large quantity of passengers on a particular run and 
passengers are forced to stand, strategies for mitigating the occurrences are 
implemented by Metro administrative staff (e.g. assigning a higher-capacity bus 
to the route).  Because loading issues typically occur on specific routes during 
specific times, Metro staff is usually able to anticipate the occurrences and 
assign vehicles that can handle the passenger loads.  However, unanticipated 
demand occasionally results in the loading standards being exceeded for short 
periods of time.  
  
CMP Peak and Off-Peak Period Capacity Performance Targets 
 
The performance targets for peak and off-peak passenger capacity are 100 
percent compliance with Metro’s performance standards.   
 
Data Sources for Peak and Off-Peak Period Passenger Capacity 
 
Metro operations staff monitors peak and off-peak capacity conditions and can 
provide this information to MPO staff.   
 
On-Time Performance 
 
Because bus-only travel lanes and traffic signal preemption are not available to 
Green Bay Metro’s buses, the buses experience the same delays as other 
vehicles on the Metropolitan Planning Area’s highway and street system.  
Therefore, monitoring the on-time performance of each Green Bay Metro bus 
route helps to determine when and where congestion exists on the CMP highway 
and street system.  On-time performance is also critical to maximizing the appeal 
of transit as a transportation option because routes that do not maintain their 
schedules are a deterrent to people who have transportation choices.   
 
Current On-Time Performance Status 
 
Although Green Bay Metro’s goal is for buses to be on time at every time point 
throughout the system, this is occasionally not possible due to weather delays, lift 
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bridge openings in downtown Green Bay, and other factors.  Therefore, Green 
Bay Metro’s adopted on-time performance standard is zero minutes early to five 
minutes late under normal conditions. 
 
Green Bay Metro’s Automatic Vehicle Locator (AVL) system identifies the 
location of each bus and transmits the information back to Metro’s dispatch office 
where operations staff can observe if a bus is adhering to the published 
schedule.  Various symbols indicate if a bus is running on-time, running ahead of 
schedule, running behind schedule, or is off its designated route.  Equipment in 
the buses also alerts drivers if they are deviating from the established schedule.  
This system has not been used to develop comprehensive summaries of on-time 
performance, but Metro staff indicated that it will be used for this purpose 
beginning in the fall of 2013.    
 
CMP On-Time Performance Target 
 
Green Bay Metro’s adopted on-time performance standard of zero minutes early 
to five minutes late under normal conditions will be used in the CMP as an 
indicator that congestion may exist at certain times and locations throughout the 
Metropolitan Planning Area.    
  
Data Source for On-Time Performance 
 
Data from Green Bay Metro’s AVL system will be used to determine when and 
where bus routes exceed the CMP’s on-time performance standard.   
 
Annual Revenue Passengers 
 
Annual Green Bay Metro ridership is indicative of how many people choose to 
ride the bus instead of driving.   
 
Current Annual Revenue Passengers Status 
 
In 2010, Green Bay Metro’s annual ridership was approximately 1.37 million, and 
annual ridership increased to approximately 1.54 million in 2011.  Ridership 
decreased slightly in 2012 to approximately 1.52 million, but the overall trend 
over the last three years was positive.   
 
CMP Annual Revenue Passengers Performance Target 
 
The Green Bay MPO Long-Range Transportation Plan’s current performance 
target for Metro’s annual ridership is at least 1.7 million riders by 2016.  However, 
attaining this ridership goal might be difficult due to declining federal and state 
operating revenues, so the CMP’s annual ridership target is at least 1.7 million 
riders by 2020.  The MPO’s Long-Range Transportation Plan’s annual ridership 
target will also be adjusted to reflect the CMP’s target when the plan is revised.   
 
Data Source for Annual Revenue Passengers 
 
The data for this performance measure are collected through Green Bay Metro’s 
fareboxes.  
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Bicycle and Pedestrian Transportation 
 
The performance measures used to assess the bicycle and pedestrian system’s 
ability to minimize congestion in the Green Bay Metropolitan Planning Area are 
Facility Mileage, System Continuity, and Bus Bicycle Rack Usage. 
 
Bicycle and Pedestrian Facility Mileage  
 
Current Bicycle and Pedestrian Facility Mileage Status 
 
Bicycle System 
 
The Green Bay Metropolitan Planning Area currently has 66 miles of on-street 
bicycle facilities and 4.05 miles of signed bicycle routes on its collector and 
arterial street system, and the mileage of these bicycle facilities and routes 
represents 15.6 percent of the total collector and arterial street system mileage in 
the Metropolitan Planning Area.  The existing bicycle system is shown in Figure 
5.   
 
Sidewalk System   
 
The Green Bay Metropolitan Planning Area currently has 146.8 miles of 
sidewalks along its collector and arterial street system, and the mileage of these 
sidewalks represents 32.8 percent of the total collector and arterial street system 
mileage in the Metropolitan Planning Area.  The existing sidewalk system is 
shown in Figure 6. 
 
Multiuse Trail System 
 
The Green Bay Metropolitan Planning Area currently has 61.2 miles of multiuse 
trails.  The existing multiuse trail system is shown in Figure 7. 
 
CMP Bicycle and Pedestrian Facility Mileage Performance Targets 
 
Bicycle System 
 
The bicycle system performance target is the presence of on-street bicycle 
facilities or routes on at least 20 percent of the Metropolitan Planning Area’s 
collector and arterial street system by 2020.   
 
Sidewalk System 
 
The sidewalk system performance target is the presence of sidewalks along at 
least 40 percent of the Metropolitan Planning Area’s collector and arterial street 
system by 2020.   
 
Multiuse Trail System 
 
The multiuse trail system performance target is the establishment of 100 miles of 
trails in the Metropolitan Planning Area by 2020.   
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Data Sources for Bicycle and Pedestrian Facility Mileage 
 
The data for this performance measure are collected by viewing aerial 
photographs, through field visits, and from information collected from WisDOT, 
Brown County, and the Metropolitan Planning Area communities.    
 
Bicycle and Pedestrian System Continuity 
 
Current Bicycle and Pedestrian System Continuity Status 
 
The CMP’s bicycle facility, sidewalk, and multiuse trail maps show that many 
gaps exist in the Metropolitan Planning Area’s bicycle and pedestrian system.  
These gaps likely discourage people from bicycling and walking for transportation 
purposes, and trips that might be made by these non-motorized modes are 
instead made in personal vehicles that contribute to congestion on the area’s 
streets.   
 
CMP Bicycle and Pedestrian System Continuity Improvement Targets 
 
To be determined. 
 
Data Sources for Bicycle and Pedestrian System Continuity 
 
The data for this performance measure are collected by viewing aerial 
photographs, through field visits, and from information collected from WisDOT, 
Brown County, and the Metropolitan Planning Area communities.    
 
Bus Bicycle Rack Usage 
 
Current Bicycle Rack Usage Status 
 
Green Bay Metro buses have been equipped with bicycle racks since 2007.  
Although exact counts have not been performed, Metro representatives have 
indicated that the buses’ racks are often occupied by one or two bicycles during 
the spring, summer, and fall.  Bicycle rack use tends to be lower during winter 
months, but the racks are still occasionally used even on the coldest days.   
 
CMP Bicycle Rack Usage Target 
 
To be determined after Metro’s comprehensive data collection effort begins. 
 
Data Sources for Bicycle Rack Usage 
 
Green Bay Metro will begin formally collecting these data in the fall of 2013 by 
having bus drivers enter the information into bus fareboxes or by informing the 
dispatch office when bicycles are loaded onto the buses.   
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Freight Transportation  
 
The performance measures used to assess the freight transportation system’s 
ability to minimize congestion in the Green Bay Metropolitan Planning Area are 
Rail Crossing Delays, Lift Bridge Delays, Annual Port Tonnage, and Annual 
Airport Tonnage.  If an intermodal rail terminal is established in the Metropolitan 
Planning Area (which is currently being studied), the annual number of Inbound 
and Outbound Lifts at the terminal will also be measured.   
 
Rail Crossing and Lift Bridge Delays 
 
The presence of rail and port facilities in the Green Bay Metropolitan Planning 
Area helps to reduce congestion on highways and major streets by transporting 
freight that would otherwise have to enter and leave the area by truck.  However, 
the trains and ships that serve the Metropolitan Planning Area also occasionally 
create congested conditions when they pass through the area and delay traffic at 
rail and river crossings.  Therefore, the CMP’s freight transportation goal should 
be to maximize the volume of freight that is transported by trains and ships while 
minimizing traffic delays at rail and river crossings.          
 
Rail Crossing Delays 
 
Current Rail Crossing Delays Status 
 
The congestion impact of rail crossing delays can be assessed by examining: 
 
 How often trains cross the area’s major streets  
 The times at which trains typically cross the streets 
 The length of time it takes for trains to cross the streets   
 
This information will be collected (as available) and used to develop rail crossing 
delay reduction targets.   
 
CMP Rail Crossing Delays Performance Target 
 
To be determined after the required information is obtained. 
 
Data Sources for Rail Crossing Delays 
 
The City of Green Bay will provide information about rail crossing delays in the 
city’s downtown, which is where the longest and most disruptive rail crossing 
delays typically occur.   
 
Lift Bridge Delays 
 
Current Lift Bridge Delays Status 
 
The three bridges in the Green Bay Metropolitan Planning Area that are affected 
by ships are the Main Street Bridge, Walnut Street Bridge, and Mason Street 
Bridge in downtown Green Bay.  The congestion impacts of delays at these river 
crossings can be assessed by examining: 
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 How often ships pass through the bridges  
 The times at which ships typically pass through the bridges 
 The length of time that the bridges’ lift spans are raised.    
 
This information will be collected from the City of Green Bay and used to develop 
bridge crossing delay reduction targets.   
 
CMP Lift Bridge Delays Performance Target 
 
To be determined after the required information is obtained. 
 
Data Sources for Lift Bridge Delays 
 
The data will be obtained from the City of Green Bay.   
 
Port Tonnage 
 
The Port of Green Bay handles hundreds of thousands of tons of materials each 
year.  Although a substantial amount of the materials currently shipped through 
the port would likely be transported by rail if the port did not exist, a portion of 
these materials would likely have to be transported by truck.  Therefore, annual 
tonnage is an indicator of the port’s effectiveness in diverting truck trips from the 
highway and major street system.    
 
Current Port Tonnage Status 
 
The port handled approximately 1.92 million tons of products in 2012, which is 
slightly lower than 2011’s tonnage of approximately 2.16 million.  Despite this 
slight overall tonnage reduction between 2011 and 2012, exports have increased 
annually since a petroleum company established a terminal at the port in 2010.   
 
CMP Port Tonnage Target 
 
This will be determined in cooperation with the Brown County Port and Resource 
Recovery Department.   
 
Data Source for Port Tonnage 
 
Annual tonnage data are obtained from the Brown County Port and Resource 
Recovery Department.   
 
Intermodal Rail Terminal Lifts (Possible Measure if Terminal Established) 
 
If an intermodal rail terminal is established in the Metropolitan Planning Area, it 
would reduce the number of truck trips on the area’s highway and street system.  
According to a white paper prepared in 2013 by the Brown County Port and Rail 
Committee:  
 

A heuristic commonly used in the intermodal field is that a 
well-run intermodal operation will capture 7-15% of the 
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truck market. Therefore, applying an average conversion 
factor of 11% (to the above calculated TEU conversion) 
since the area’s current transportation mode is 
predominantly truck seems reasonable.  

 
The white paper then demonstrates how this estimated conversion factor of 11 
percent is expected to result in slightly more than 89,000 lifts per year at the 
terminal.   
 
Intermodal Rail Terminal Lifts Target 
 
The standard for intermodal rail terminal lifts would be 89,000 per year if this 
terminal is established, but this standard would not be applied immediately 
because it will take time for the terminal to operate at full capacity.   
 
Data Source for Intermodal Rail Terminal Lifts 
 
The data would be collected from the entity that operates the terminal.   
 
Airport Tonnage 
 
Like the Port of Green Bay, Austin Straubel International Airport handles freight 
that would likely have to be transported by truck if the airport did not exist.  
Therefore, annual cargo tonnage is an indicator of the airport’s effectiveness in 
diverting truck trips from the highway and major street system.    
 
Current Airport Tonnage Status 
 
Between 2002 and 2007, the airport annually handled as many as 638,280 tons 
of cargo and as little as 504,851 tons of cargo.  The airport’s annual cargo 
tonnage dropped to 260,781 in 2008 and to 177,912 in 2009, and these 
substantial reductions are attributed to the nationwide economic recession and to 
Delta Airlines discontinuing cargo delivery at many airports previously served by 
Northwest Airlines after the two companies merged.   
 
CMP Airport Tonnage Target 
 
According to the Austin Straubel International Airport 2013 Master Plan Update, it 
is assumed that the gradually-improving national economy will elevate the 
airport’s cargo market share from the 2009 level of 0.0015 percent to the 1995-
2009 average level of 0.0037 percent by 2015.  The plan update also assumes 
that the airport’s cargo market share will remain at 0.0037 percent through 2030.  
Based on this assumption, the plan update estimates that the airport will handle 
558,868 tons of cargo in 2020.  Therefore, the CMP’s airport tonnage target is 
558,868 tons of cargo per year by 2020.         
 
Data Source for Airport Tonnage 
 
Annual tonnage data are obtained from Austin Straubel International Airport staff.   
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VI.  Existing and Projected Traffic Congestion in the Metropolitan 
Planning Area 
 

Recurring Congestion on the Metropolitan Planning Area’s CMP Highway 
and Street System 
 

Recurring congestion is a predictable event that usually occurs during peak travel 
periods at the same locations, and what some people perceive to be congestion 
can be viewed by others as minor inconveniences.  For example, a resident of a 
large city such as Phoenix or Chicago might view the weekday afternoon 
backups on the Claude Allouez Bridge as much less annoying than would a 
lifelong Green Bay resident.  Although the perception of congestion often varies 
by person and/or region, a variety of techniques allow analysts to identify where 
recurring congestion exists and estimate where it will occur in the future.   
 
Because projects in the Green Bay area are typically designed to perform at or 
above LOS D during peak travel periods, the CMP assumes that street and 
highway segments that frequently experience peak service levels of E or F are 
congested.  The CMP highway and street segments that WisDOT’s 
transportation demand model and staff field observations indicate have service 
levels of E and F during weekday peak travel periods are summarized in Figure 
10 and are shown in Figure 11.   
 
Figure 10:    Recurring Traffic Congestion on the Green Bay Metropolitan Planning 
Area’s CMP Highway and Street System   
 

 
Street/Intersection 

 
Location Observations 

 
US 41 
 

At and near  
CTH M, 
Velp Avenue, 
Shawano 
Avenue, 
West Mason 
Street, 
Oneida Street, 
Scheuring Road 
 

Congestion exists when vehicles attempting to enter 
and exit US 41 interact with vehicles passing through 
the ramp intersections, and the remaining traffic 
signals and stop signs do not efficiently handle peak 
vehicle volumes.   The freeway mainline also 
experiences congestion when entering, exiting, and 
overhead vehicle volumes are high.  However, these 
congested conditions are expected to improve after 
the completion of the US 41 reconstruction project.  
 

I-43 
 
 

At East Mason 
Street and 
Manitowoc Road 

Congestion exists when vehicles attempting to enter 
and exit I-43 interact with vehicles passing through the 
ramp intersections.  The existing traffic signals do not 
efficiently handle the increasing peak vehicle volumes.  
 

STH 172 At Webster 
Avenue and CTH 
GV 

Queues exist on Webster during a.m. and p.m. peaks 
and on the eastbound STH 172 off-ramp during p.m. 
peak. Queues also exist during peak periods on CTH 
GV at the signalized ramp intersections. 
 

STH 29 
 

Packerland Drive Westbound left turn experiences queues during p.m. 
peak, and queues also exist in other directions during 
peak travel periods.  However, these conditions are 
expected to improve after the US 41/STH 
29/Packerland Drive interchange project is completed.  
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Street/Intersection 

 
Location Observations 

 
West Mason Street 
 

Hinkle Street & 
Frontage Road 

Queues exist on northbound and southbound 
Hinkle during the p.m. peak.   
 

West Mason Street 
 

Packerland Drive 
 

Presence of frontage roads near intersection 
(especially on south side) and high traffic 
volumes cause peak period queues, delays, and 
high crash risk. 
  

East Mason Street 
 

Lime Kiln Road & 
Main Street 
 

Queues exist along Mason Street in this area 
during the a.m. and p.m. peaks.   

East Mason Street Webster Avenue Queues exist in all directions during peak travel 
periods.  
 

Broadway East end of  
Claude Allouez 
Bridge 
 

Northbound queues common during a.m. peak 
due to high volumes of left-turning traffic and 
platoons created by signals at Broadway/Merrill 
intersection.  EB queues common during p.m. 
peak due to high volumes of left-turning traffic 
and platoons created by signals at Reid and 
Fifth, Reid and Fourth, and Reid and Third 
intersections.   
 

 
Methods of addressing congestion along these and other street and highway 
segments are summarized in Section VII of the CMP, and a recommended 
implementation schedule is included in Section VIII. 
 
Recurring Congestion on the Metropolitan Area’s Transit, Bicycle, 
Pedestrian, and Freight Systems 
 
The data that are available for the Metropolitan Planning Area’s transit, bicycle, 
pedestrian, and freight systems indicate that these systems do not currently 
experience congestion.  However, many of these modes do experience the same 
congestion that is experienced by motorists on the highway and street system 
when they encounter the delays at the locations identified in Figure 10. 

Non-recurring Congestion 

Non-recurring congestion usually occurs because of unpredictable incidents or 
the presence of construction zones that completely or partially block travel lanes.  
When incidents occur, roadway capacity is typically reduced by increased 
merging and decreased travel speeds.  Some examples of incidents include: 
 
Crashes, which can block traffic lanes and lead to secondary crashes caused by 
people reacting abruptly to the initial incident.  Congestion can also be worsened 
by passing motorists who slow down to observe the incidents.   
 
Disabled vehicles, which either block lanes or cause side friction when parked 
on the side of a road or highway.  Congestion can also be caused by passing 
motorists who slow down to see what is happening.   
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Spilled loads, which can block travel lanes or result in the complete closure of a 
street or highway.   
 
Poor weather conditions, which typically prompt people to drive relatively 
slowly and can cause minor (and some major) crashes.  Under extreme 
conditions, streets and highways might be temporarily closed. 
 
Special events, which result in large volumes of vehicles entering or exiting a 
venue in a short period of time.  Green Bay Packers games and events at the 
Resch and Weidner Centers are local examples of special events that cause 
temporary congestion. 
 
Road construction and maintenance, which cause motorists to slow down until 
the projects are finished.  These projects might also require short- or long-term 
detours onto streets that are not designed to handle high traffic volumes.   
 
Although the congestion 
associated with special events 
and road projects can often be 
minimized because they are 
scheduled occurrences, the 
other types of incidents listed 
above are more difficult to 
handle because they happen 
with little or no warning.  When 
these incidents occur, various 
management strategies should 
be used to minimize delays.  
Some of these strategies are 
addressed in Section VII of the CMP. 
 
Crashes in the Metropolitan Planning Area 
 
Crashes are perhaps the most common and unpredictable cause of non-
recurring congestion in the Metropolitan Planning Area, and the area experiences 
hundreds of vehicle crashes every year that are caused by a variety of factors.   
 
Over the last 15 years, the MPO has developed three area-wide crash studies 
that identified the 30 intersections that experienced at least 15 reportable 
crashes and had the highest average annual crash rates and numbers during 
each three-year study period.  These studies did not include intersections at 
freeway interchanges because reliable crash rates could not be calculated using 
the available information. 
 
The most recent study examined crash rates and numbers for area intersections 
between 2007 and 2009, and the top 30 intersections identified in this study are 
summarized in Figure 12.  The crash rates and numbers for these intersections 
during the three-year study period are also shown in Figures 13 and 14, 
respectively.    
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Figure 12:  Intersection Crash Rates and Reportable Crashes for 
Metropolitan Planning Area Intersections between 2007 and 2009 
 

 
 

Intersection 

 
Crash 
Rate 

 
Reportable  

Crashes 
 

 
Incapacitating 

Injuries 
 

Claude Allouez Bridge-Broadway (De Pere) 2.09 89 0 
Holmgren Way-Pilgrim Way (Ashwaubenon) 1.37 22 0  
Main Street-Verlin Road (Bellevue) 1.35 34 2  
West Mason Street-Taylor Street (C. GB) 1.25 44 0 
West Mason Street-Packerland Drive (C. GB) 1.11 42 0 
Main Street-Baird Street (C. GB) 1.10 25 0 
STH 172-Babcock Road (Ashwaubenon) 1.07 31 0 
Allouez Avenue-Libal Street (Allouez) 1.04 21 0 
Reid Street-Fourth Street (De Pere) 1.03 21 0  

(1 fatality) 
Oneida Street-Willard Drive (Ashwaubenon) 1.00 26 1  

(2 fatalities) 
Ashland Avenue-Walnut Street (C. GB) 0.98 25 2 
Hansen Road-Holmgren Way (Ashwaubenon) 0.97 19 0 
Scheuring Road-Lawrence Drive (De Pere) 0.96 24 1 
University Avenue-Irwin Avenue (C. GB) 0.96 16 0 
Webster Avenue-Walnut Street (C. GB) 0.94 19 2 
Ashland Avenue-Mather Street (C. GB) 0.94 15 0 
Monroe Avenue-Porlier Street (C. GB) 0.90 15 0 
STH 172-Packerland Drive (Ashwaubenon) 0.90 30 0 
Velp Avenue-Glendale Avenue (Howard) 0.85 17 0 
University Avenue-Elizabeth Street (C. GB) 0.84 15 0 
West Mason Street-Hinkle Street (C. GB) 0.84 32 0 
Ashland Avenue-Hansen Road (Ashwaubenon) 0.83 21 0 
Ashland Avenue-Parkview Road (De Pere) 0.83 18 1 
Ashland Avenue-Ninth Street (C. GB) 0.83 17 2 
Oneida Street-Anderson Drive (Ashwaubenon) 0.82 19 0 
Oneida Street-Cormier Road (Ashwaubenon) 0.82 25 0 
Main Avenue-Mid Valley Drive (De Pere) 0.80 20 0 
Ashland Avenue-Dousman Street (C. GB) 0.79 16 1 
Military Avenue-Ninth Street (C. GB) 0.73 15 0 
Main Street-Auto Plaza Way (C. GB) 0.73 16 0 

 

Data Source: University of Wisconsin’s Traffic Operations and Safety (TOPS) Laboratory database. 
 
The data in Figure 12 suggest that some of the intersections that were recently 
experiencing recurring congestion are also experiencing crash-related non-
recurring congestion.   
 
In 2014, MPO staff intends to complete a fourth intersection crash study that 
identifies and analyzes the 10 most hazardous metropolitan area intersections 
between 2010 and 2012 and examines the status of the 10 most hazardous 
intersections profiled in the 2007-2009 study to see if improvements have 
occurred.  The results of this study will help staff determine if crash-related non-
recurring congestion continues to be a problem at the Claude Allouez 
Bridge/Broadway intersection, the West Mason Street/Taylor Street intersection, 
and at other intersections in the Metropolitan Planning Area.  
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Projected (2035) Congestion in the Metropolitan Planning Area   
 
After the base year (2010) transportation demand model was created and made 
consistent with existing traffic patterns, the analysts who developed the system 
created a future year model that estimates how well the existing street and 
highway system will handle the traffic increases that are projected to occur over 
the next 25 years.  The analysts then added street and highway projects that are 
scheduled to be completed to estimate the impact on what is called the existing 
and committed street and highway system, and this analysis found that most of 
the Metropolitan Planning Area’s major streets will not likely experience 
significant congestion in 2035.  The highways and streets that are projected to be 
congested in 2035 are shown in Figure 15. 
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VII.  Potential Strategies for Minimizing Traffic Congestion 
 
The 2010 traffic model outputs and staff field reviews found that nearly all of the 
Metropolitan Planning Area’s streets and highways are currently operating at an 
acceptable level of service (LOS D).  The 2035 traffic model forecasts also 
suggest that most of the transportation system will operate at an acceptable level 
of service in the future.  However, because congestion currently exists and is still 
projected to exist at a handful of locations in the Metropolitan Planning Area, the 
CMP must identify strategies for eliminating or minimizing congestion at these 
locations and for addressing unforeseen congestion throughout the rest of the 
Metropolitan Planning Area. 

Potential Recurring Congestion Minimization Strategies 

The strategies for minimizing recurring congestion that are summarized in this 
section begin with no- or low-cost treatments and progress to relatively 
expensive treatments that should be implemented in conjunction with less-
expensive treatments if these treatments are not effective on their own.   
 
The strategies are intended to be near-term congestion reduction strategies that 
have the potential to reduce existing congestion and minimize future congestion 
without having to expand existing transportation facilities.  When expansion 
projects are deemed necessary, the strategies addressed in this section will have 
the potential to extend the life of the expanded facilities.   
 
Potential Transportation Demand Management (TDM) Strategies 
 
Transportation Demand Management (TDM) attempts to reduce automobile trips 
by diverting people to other transportation modes or by providing alternatives to 
making certain trips.  Some examples of TDM measures that are addressed in 
the MPO’s Long-Range Transportation Plan and in county and community 
comprehensive plans include: 
 
 Mixing land uses, connecting streets, building and connecting sidewalks and 

trails, and calming traffic to enable and encourage walking and bicycling trips. 
 
 Designing arterial streets to move traffic efficiently while minimizing barriers 

to pedestrians and bicyclists.  
 
 Increasing the use of the Metropolitan Planning Area’s mass transit system 

(Metro). 
 
 Encouraging the use of the area’s park and ride lots. 
 
Potential Transportation System Management (TSM) Strategies 
 
Transportation System Management (TSM) attempts to alleviate the need to 
physically expand existing transportation facilities or to construct new ones by 
improving the efficiency and use of the existing transportation system.  Some 
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examples of TSM measures that are addressed in the MPO’s Long-Range 
Transportation Plan and in county and community comprehensive plans include: 
 
 Placing roundabouts at intersections instead of traffic signals to maximize 

system efficiency and safety.   
 
 Restriping arterial streets to create left turn pockets or two-way left turn lanes. 
 
 Reducing the number of access points along major streets and highways. 
 
 Establishing a ramp metering system along the Metropolitan Planning Area’s 

freeways and using other Intelligent Transportation Systems (ITS) 
technologies to improve efficiency and safety. 

 
Examples of potential TDM and TSM strategies are discussed in greater detail in 
the following section.   

Mixing Land Uses  

A very low-cost method of enabling and encouraging people to make walking and 
bicycling trips instead of driving is to mix land uses to create destinations that can 
be easily reached by pedestrians and bicyclists.  The mixing of residential, 
commercial, institutional, and recreational uses will enable people of all ages and 
physical abilities to travel to a variety of places without motorized vehicles, which 
will significantly improve mobility for all residents and minimize traffic on the 
existing street and highway system.   
 

 

Dentist’s office in a De Pere neighborhood. 
 

Catering business in a Green Bay neighborhood. 

 
Figure 16 on the following page compares a conventional land use and street 
pattern with a mixed land use and well-connected street pattern.  The dotted 
circle on the diagram represents a 500-foot radius, which is a distance that most 
people feel comfortable walking.  This diagram demonstrates that a greater 
number and variety of destinations are easily reachable on foot and by bicycle 
when land uses are mixed and streets are frequently interconnected. 
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Figure 16:  Segregated Land Uses vs. Mixed Uses with High Connectivity 
 

 
 

Creating Well-Connected Street Patterns 

Another inexpensive method of enabling and encouraging people to walk and 
bicycle instead of driving is to have communities create well-connected street 
networks that have frequent connections to existing street systems.  These kinds 
of street patterns also provide motorists several route options and avoid 
concentrating traffic on a few major routes.  A comparison of well-connected and 
conventional street patterns is shown in Figure 17. 
 
Figure 17:  Comparison of Well-Connected and Conventional Street Patterns 
 

 
 
In situations where streets cannot be connected due to physical or environmental 
constraints, public rights-of-way or easements should be reserved at the bulbs of 
cul-de-sacs to enable pedestrians and bicyclists to travel throughout the area 
easily.   

Reducing and/or Minimizing Access to Major Streets and Highways 

Many street and some highway corridors have driveways that serve businesses 
and homes, but these driveways often constrain capacity and can be hazardous 
to pedestrians, bicyclists, and motorists.  Although it is almost always difficult 
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(and occasionally expensive) to remove driveways, there are many potential 
opportunities to improve safety and capacity along arterial street and highway 
corridors by reducing the number of driveways that connect directly to the 
streets.  This does not mean that the streets and highways should be flanked by 
frontage roads or surrounded by structures that do not face the street.  Instead, 
communities should encourage the development of buildings that face the street 
and can be reached by driveways along intersecting streets, through alleys, and 
by local streets within neighborhoods. 

Encouraging Frequent Use of the Metropolitan Planning Area’s Mass Transit 
System  

Green Bay Metro provides service to most of the Metropolitan Planning Area, 
and it is important to enhance its attractiveness to everyone as the area grows.  
But to significantly increase ridership over the next several years, Metro will have 
to overcome many well-established local, state, and federal policies, procedures, 
and preferences.  This challenge will be very difficult, but it will not be impossible.  
Some methods of addressing these issues are discussed in this section. 
  
Maintaining relatively low passenger fares.  As transit operating costs 
escalate, Metro and systems like it are often pressured to raise fares to cover the 
additional expenses.  But the amount of money generated by fares is relatively 
small for many transit systems and fare increases make it more difficult to attract 
riders to the systems, so these increases often do more harm than good.   
 
A transit system has a very difficult time competing with cars for many reasons, 
so it is important for Green Bay Metro to be as attractive as possible to potential 
riders.  One method of doing this is to maintain relatively low fares (compared to 
systems in the same funding tier) for the Adult, Student, and Elderly/Disabled 
categories.  In addition, Metro should continue to offer free rides on Saturday and 
Packers game days, provide discounted rides through an expanded U-Pass 
program, and maintain a variety of fare payment options.   
 

Other Transit Incentives 

In addition to maintaining the system’s fare structure, Metro should work with the 
area’s large retail centers, hospitals, businesses, and other significant trip 
generators to establish programs that encourage transit use and discourage 
driving.  Some examples of these programs include: 
 
Establishing travel allowance programs.  Travel allowance programs can be 
established by employers to provide employees incentives to give up their cars in 
favor of the bus or another mode of transportation.  The travel allowance is 
determined by the market value of a parking space used by an employee, and 
this amount is given to the employee to use for the parking space or a bus pass.  
The employee can also keep the allowance and find a non-motorized means of 
reaching work.      
 
Offering free bus passes to employees.  Since the Internal Revenue Service 
allows employers to deduct the cost of transit passes (up to $245 per employee 
per month) from their gross incomes, employers within the Green Bay Metro 
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service area would be able to deduct the entire cost of bus passes that they 
purchase for their employees.  This incentive would be even more effective if 
employers restricted the number of parking spaces available to employees 
and/or charged the employees a substantial monthly fee for using the spaces.  
 
Implementing transit trip validation programs.  Many malls and other retail 
centers attempt to attract people to them by offering to pay for a portion of their 
customers’ parking costs, but very few retail outlets offer validation programs for 
people who ride the bus.  This program could be as simple as selling or donating 
day passes or bus tokens to interested businesses and having the businesses 
“validate” a shopper’s bus trip by giving him or her a pass or token following a 
purchase.  The Metro service area contains several retail centers that might be 
interested in participating in a transit trip validation program, and the program 
would be relatively inexpensive to start and administer. 
 

Other Transit Frequency, Convenience, and Reliability Improvement Strategies 

Establishing a new funding mechanism for transit.  Creating a new funding 
mechanism for public transit would enable these additional resources to be used 
to increase service frequency and to implement other improvements that will 
make transit a more viable and appealing transportation option.   

Continuing to promote the use 
of Metro’s bus bicycle racks.  
The bicycle racks that were 
installed on Metro’s buses in 
April of 2007 have made the bus 
a viable transportation option for 
people who do not live within 
walking distance of a bus stop.  
The racks also enable people 
who want to ride the area’s trails 
to reach their destinations with 
their bikes.  These racks are 
helping to create the integrated 
and balanced transportation 
system that is an essential component of any sustainable area.  
 
Continuing to purchase 35’ and 40’ buses to maximize passenger capacity.   
As mentioned in Section V of the CMP, Green Bay Metro’s buses should provide 
adequate seating to meet passenger demand.  If there is not enough seating to 
accommodate existing or future demand, potential bus riders may contribute to 
traffic congestion on the highway and street system by choosing to take personal 
vehicle trips instead of bus trips.   
 
In 2003 and 2004, Metro purchased a total of twelve 30’ buses that each have 25 
seats.  After these buses were added to the fixed route fleet, Metro found that 
they often did not have enough seating (and in some cases standing) capacity to 
accommodate passenger loads.  This prompted Metro to order a combination of 
35’ and 40’ buses from that point forward, and these buses have provided 
adequate capacity for typical peak- and off-peak passenger loads.   
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Encouraging the development of transit-friendly urban design features.  
Many of the urban design features that enable and encourage people to travel on 
foot and by bicycle were summarized at the beginning of this section of the CMP, 
and these features also enable and encourage people to use public transit.  
Although some of these features will be very difficult to enhance, others are 
already being enhanced in some communities that are served by Metro.  Some 
transit-friendly urban design features include: 
 
Well-connected street patterns.  Well-connected street systems minimize walking 
distances and enable people to reach bus stops much easier than if they have to 
walk the equivalent of several blocks to reach a stop.    
 
Sidewalks.  An interconnected street network should be complemented by an 
extensive sidewalk system to allow people to safely travel to and from bus stops 
and to provide a place to wait for the bus.   Sidewalks are especially important to 
children, the elderly, people who use mobility aids, and others who face a 
particularly high risk walking within the driving areas of streets.  
 
Mixed land uses.  The mixing of residential, commercial, institutional, and 
recreational uses provides several different trip generators for transit systems to 
serve. 
 
Developments that provide direct access to sidewalks and streets.  To encourage 
people to travel to destinations on a bus (as well as on foot and by bicycle), 
communities should ensure that new and redevelopment projects have buildings 
with direct access to sidewalks and streets and other features that make it easy 
to reach the buildings.  
 
Automobile-Oriented Development vs. Pedestrian- & Transit-Oriented Development  

 
Automobile-Oriented Development 
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Pedestrian- & Transit-Oriented Development 
 

 
  
Bicycle and Pedestrian System Improvements 
 
Ensuring that new and redevelopment projects have buildings with direct access 
to sidewalks and streets can encourage people to travel to a variety of 
destinations on foot and by bicycle.  There are also many incentives that can be 
offered to communities and Brown County to encourage them to increase bicycle 
and pedestrian system mileage and continuity in the Metropolitan Planning Area.  
Some of these incentives include: 
 
 Ensuring that construction and reconstruction projects satisfy the 

requirements of Wisconsin’s “complete streets” statute (Ch. 84.01(35)) and 
corresponding administrative code (Trans 75) to qualify for Surface 
Transportation Program – Urban (STP-U) funds through the MPO. 

 
 Increasing the number of rating points that are awarded to projects that 

include appropriate bicycle and pedestrian facilities in the MPO’s 
Transportation Improvement Program (TIP) project prioritization process.   

 
 Ensuring that the bicycle and pedestrian facility components of construction 

and reconstruction projects are consistent with the guidance for bicycle and 
pedestrian facilities in Chapter 11-46 of the Wisconsin Department of 
Transportation’s Facilities Development Manual (FDM) when prioritizing 
projects in the TIP.  

 
 Encouraging and offering assistance to every community in the Green Bay 

Metropolitan Planning Area to develop a comprehensive bicycle and 
pedestrian plan and a sidewalk installation policy. 

 
 Completing an inventory of bicycle parking accommodations at parks, 

government buildings, schools, shopping centers, major employers, and other 
bicycling trip generators in the Metropolitan Planning Area to determine if the 
accommodations should be improved and/or increased.   
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 Encouraging and offering assistance to every Metropolitan Planning Area 
community to develop bicycle and pedestrian education and enforcement 
programs.  

 
Roundabouts 
 
The capacity of roundabouts is greater than the capacity of signalized 
intersections because vehicles do not have to stop at a roundabout intersection 
unless another vehicle is approaching from the left within the roundabout.  The 
gap size needed to merge into a roundabout intersection is also less than at a 
signalized intersection because traffic is moving relatively slowly. 
 
In 2000, the Federal Highway Administration (FHWA) published Roundabouts: 
An Informational Guide.  This report addresses several characteristics of single- 
and multi-lane roundabouts and is designed to be the guide for the development 
of roundabouts in the United States.  According to the FHWA guide, the average 
delay per vehicle at roundabouts is much lower than the average delay per 
vehicle at signalized intersections: 
 
Example 1: Average delay per vehicle at an intersection that has a total major 
street volume of 1,000 vehicles per hour and 10 percent left turns. 
 
 Signalized intersection delay per vehicle:  13.5 seconds 
 Roundabout intersection delay per vehicle: 1.75 seconds 
 
Delay reduction per vehicle with a roundabout:  11.75 seconds 
 
Example 2: Average delay per vehicle at an intersection that has a total major 
street volume of 1,000 vehicles per hour and 50 percent left turns. 
 
 Signalized intersection delay per vehicle:  16 seconds 
 Roundabout intersection delay per vehicle: 3 seconds 
 
Delay reduction per vehicle with a roundabout:  13  seconds 
 
These examples illustrate how much more efficient roundabouts are than traffic 
signals and show that this efficiency difference becomes even more significant as 
the percentage of left turning traffic increases at an intersection.  The examples 
also strongly suggest that substituting roundabouts for signals along arterial 
street and highway corridors can improve traffic capacity by significantly 
improving efficiency at the corridors’ major intersections. 

Local Experience 

Since 1999, the Brown County Public Works Department has periodically filmed 
traffic passing through the Metropolitan Planning Area’s roundabout intersections 
during the morning and afternoon peak travel periods.  These videos show that 
school buses, fire trucks, and other large vehicles can easily navigate the 
roundabouts and interact with large volumes of vehicles at the intersections.   
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Example:  First day of classes at the new Bay Port High School 
 
On August 31, 2000, the Public Works Department filmed traffic entering and 
leaving the new Bay Port High School at the Rockwell Road roundabout during 
the morning of the first day of classes.  Planning Commission staff also counted 
the number of vehicles that passed through the roundabout during five minute 
intervals between 7:00 a.m. and 7:15 a.m.  The results are shown in Figure 18. 
 
Figure 18:  Vehicle Movements at the Rockwell Road Roundabout during the First 
Morning of Classes at the New Bay Port High School – 8/31/00 
 
Time 
Interval 

WB 
Right 

WB 
Thru 

EB
Left 

EB
Thru 

SB
Left 

SB
Right 

Interval 
Total 

Hour
Equivalent 

         
7:00 – 7:05 62 4 39 25 1 0 131 1,572
         
7:05 – 7:10 61 4 37 39 4 0 145 1,740
         
7:10 – 7:15 58 8 22 40 6 0 134 1,608
         
Total 
Movements 

 
181 

 
16 

 
98 

 
104 

 
11 

 
0 

 
 

 

         
Movement 
Percentage 

 
44% 

 
4% 

 
24% 

 
25% 

 
3% 

 
0% 

  

 
The video footage and vehicle counts found that the equivalent of over 1,700 
vehicles per hour can pass through the three leg Rockwell Road roundabout with 
virtually no delays.  This volume is especially significant because most of the 
drivers were relatively inexperienced high school students who could have been 
using the roundabouts for the first time. 
 
The capacity and accessibility 
improvements that have 
resulted from the installation of 
the Lineville Road and other 
roundabouts throughout the 
Metropolitan Planning Area 
show that this device is one of 
the most effective methods of 
enhancing the capacity of and 
reducing congestion on the 
area’s transportation system, 
and roundabouts should 
continue to be a preferred 
method of improving the 
performance and safety of the 
system. 

The three leg Rockwell Road roundabout handled the equivalent 
of more than 1,700 vehicles per hour on the first day of classes 
at the new Bay Port High School.  The high school is under 
construction in the upper left corner of the picture. 
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Emphasizing the Construction of Two-Lane Boulevards or Three-Lane Streets 
over the Construction of Arterials with Four or More Lanes 
 
A typical response to traffic congestion on two-lane streets throughout the United 
States is to widen the streets to four or more lanes to accommodate the traffic.  
This congestion reduction strategy tends to reduce motorized vehicle congestion, 
but it often has negative impacts as well.  Some of these impacts include: 
 
 Reduced safety, comfort, and accessibility for pedestrians and bicyclists. 
 
 Reduced livability for people who live along and near the streets.    
 
 High construction and maintenance costs. 
 
Because the primary purpose of multi-lane streets is to move large volumes of 
traffic as efficiently as possible, streets with fewer lanes that can move traffic 
efficiently and are safe, accessible, attractive, and less expensive to build and 
maintain than their wider counterparts should be viewed as much more desirable 
alternatives for developing transportation systems that can be easily and safely 
used by people of all ages, physical abilities, and income levels.   
 
One way to move traffic efficiently while minimizing barriers to pedestrian and 
bicycle travel and encouraging people to drive at appropriate speeds is through 
the construction of a system of two-lane arterial boulevards or three-lane arterial 
streets that are complemented by: 
 
 An interconnected collector and local street system.  
 
 Minimal driveway access.  
 
 Bicycle and pedestrian facilities.  
 
 Mixed land uses.  
 
 Efficient traffic control techniques at intersections.   
 
These types of arterial streets operate much more efficiently than standard two-
lane streets because left-turning vehicles are removed from the flow of traffic.  
Two-lane boulevards and three-lane arterial streets can also operate more 
efficiently than many undivided four-lane arterial streets.  This is because left turn 
pockets might not exist at some or many of an arterial street’s intersections, and 
few arterial corridor driveways are typically served by left turn lanes.  This means 
that every time one motorist stops to make a left turn at an access point, every 
driver behind this person has to come to a complete stop until the left turn is 
completed.  During periods when traffic is heavy and many people want to make 
left turns, the streets essentially function as two-lane facilities.  These conditions 
do not only reduce the capacity of undivided four-lane streets, they can create 
surprises for drivers that occasionally result in rear-end crashes.  However, a 
center turning lane and/or turning bays that allow people to exit the main 
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circulation lanes when making left turns can allow vehicles to flow in a more 
constant and predictable manner.   
 
 

          
 

    
 

Three-lane streets work well when 
arterial corridors contain 

driveways… 

…but two-lane boulevards are ideal 
for streets that have little or no 

direct driveway access. 
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Two-lane boulevards and three-lane arterial streets currently exist in De Pere, 
Ashwaubenon, Howard, and other Metropolitan Planning Area communities, and 
these streets have minimized traffic congestion while maximizing safety, 
multimodal accessibility, and neighborhood compatibility.  Therefore, when two-
lane street expansions are found to be necessary to reduce congestion, the 
construction of two-lane boulevards or three-lane arterial streets should be the 
preferred expansion option unless studies demonstrate that more lanes are 
necessary. 
  
Freeway Park and Ride Lots 
 
The existing and planned park and ride lots near the Metropolitan Planning Area 
freeway system will continue to help reduce traffic on the highways by 
encouraging ridesharing.  The area’s park and ride lots are shown in Figure 19. 

Freeway Ramp Metering  

A method of addressing congestion along freeways that is currently being used in 
many cities is ramp metering.  A ramp metering system consists of a series of 
loop detectors on freeway ramps and lanes that transmit information to traffic 
signals located on the entrance ramps, and these signals control the frequency of 
vehicles entering the freeway.  Ramp metering and its relationship to the area’s 
Intelligent Transportation Systems (ITS) architecture are addressed in the 
following section.  
 
Ramp Metering System and its Relationship to the Area’s ITS Architecture 
 
In May of 2001, an ITS strategic deployment plan was completed for the US 41 
corridor between Green Bay and Oshkosh.  This plan identified several potential 
strategies for minimizing the impacts of traffic congestion, crashes, and other 
incidents along this portion of US 41.  Some of these strategies (such as 
alternate route signing and enhanced reference markers) are basic and 
inexpensive methods of addressing these issues, but others (such as a regional 
integrated virtual traffic operations center) are intricate and relatively expensive.  
Many of the strategies identified in the ITS plan had been implemented in the 
Green Bay area as of the spring of 2013, and a countywide Automated Vehicle 
Location/Computer Aided Dispatch (AVL/CAD) system for law enforcement 
agencies was established in 2001.  Some of the strategies that are identified in 
the ITS plan include: 
 
 A regional integrated virtual traffic operations center (Regional operations 

center exists in Milwaukee).   
 
 Deployment of closed circuit television cameras (Cameras have been placed 

along freeways throughout the Green Bay Metropolitan Planning Area). 
 
 Permanent and temporary changeable message signs (Signs are in place 

throughout the Green Bay Metropolitan Planning Area). 
 
 Traveler information via radio, television, and the internet (Implemented). 
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Although the ITS plan does not specifically identify ramp metering as a 
congestion management strategy for the US 41 corridor, the plan does identify 
several components of a metering system that should be implemented along the 
highway.   

 
The results of studies conducted throughout the United States suggest that a 
well-coordinated metering system in this area could be a relatively inexpensive 
method of improving freeway capacity and safety and encouraging motorists to 
use the local street system for short trips instead of hopping on and off the area’s 
freeways.2   For these reasons, the MPO should work with FHWA, WisDOT, 
Brown County, and possibly other entities to determine if a freeway metering 
system would complement the US 41 expansion project and if it would be 
beneficial to the rest of the area’s freeway system as well.  If a metering system 
is determined to be beneficial, the MPO and its partner agencies should work 
together to plan, fund, and implement the system.    

                                                 
2 Based on interviews and other research conducted by Cambridge Systematics, Inc. and others for Phoenix, Portland (Oregon), 

Sacramento, Seattle, and Minneapolis (Twin Cities Ramp Meter Evaluation – Final Report).  
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Major Construction and Expansion Projects 
 
As the Metropolitan Planning Area grows and multimodal transportation demand 
increases, studies may find that the no- and low-cost congestion management 
strategies identified in the CMP will need to be complemented by the 
construction or expansion of major highways, arterial streets, or bridges.   
 
During the development of the Green Bay MPO’s 2035 Long-Range 
Transportation Plan, there were five major construction projects that were 
identified by MPO stakeholders (WisDOT, Brown County, the Metropolitan 
Planning Area’s communities, and the public) as necessary to minimize 
congestion and improve safety through 2035.  These projects are summarized in 
the following section and are shown in Figure 20.   
 
Major Construction or Expansion Projects 
 
1.  Southern Bridge and Connecting Arterial Streets, which is currently 
planned to be a bridge that crosses the Fox River in the vicinity of Rockland and 
Red Maple/Southbridge Roads in De Pere and a four-lane arterial street with 
bicycle and pedestrian facilities that connects the bridge to County Highway GV 
on the east side of the Fox River and to US 41 and County Highway EB on the 
river’s west side.  This project was included in the MPO plan to minimize 
congestion on the Claude Allouez Bridge in downtown De Pere and enhance 
multimodal linkages across the Fox River in an area that is projected to grow 
significantly over the next two decades.  An Environmental Impact Statement 
(EIS) that began in 2006 will determine the final location of these facilities.   
 
2.  STH 29 Freeway Conversion, which will replace all of the at-grade 
intersections along the highway in Brown County with full-access interchanges at 
County Highways FF and VV and overpasses at County Highway U and near 
North Pine Tree Road.  This project will also include the modification of the 
existing US 41/STH 29 interchange and the development of a grade separation 
at the intersection of STH 29 and Packerland Drive.  All of the new overpasses 
and underpasses west of the new US 41/STH 29 interchange are planned to 
have bicycle and pedestrian facilities.  This project is currently in progress.   
 
3.  US 41 Expansion Project, which will add a single lane in each direction of 
US 41 between CTH F (Scheuring Road) and CTH M and include extensive 
interchange modifications (including bicycle and pedestrian facilities), the 
installation of sound barriers at various points along the freeway, and other 
modifications that will elevate the highway to interstate standards.  WisDOT is 
also investigating the use of various Intelligent Transportation Systems (ITS) 
technologies to handle projected traffic volume increases without having to 
further expand the facility.  This project is currently in progress.   
 
4.  Eastern Arterial Extension, which will extend from State Highway 29 along 
the Bellevue/Ledgeview boundary to the County Highway MM/I-43 interchange in 
Ledgeview.  This extension will be the final segment of an arterial street that 
connects State Highways 54 and 57 to I-43 in the eastern portion of the 
Metropolitan Planning Area, and the extension will include bicycle and pedestrian 
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facilities that will connect to the facilities that exist to the north.  This project has 
been studied by WisDOT, and a planned alignment has been identified.   
 
5.  STH 54/172 Corridor Modifications, which will mainly involve reconfiguring 
intersections along Mason Street (State Highway 54) west of US 41 in Green Bay 
and reconfiguring segments of State Highway 172 west of US 41 in 
Ashwaubenon, Hobart, and Oneida.  This project is currently in progress.   
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Potential Non-Recurring Congestion Minimization Strategies 

Continue to operate a modified fixed route service for Green Bay Packers 
games   

The most severe non-recurring traffic congestion problem in the Green Bay 
Metropolitan Planning Area is typically experienced during Packers home games.  
Most of the 70,000+ fans and stadium workers who attend each game reach 
Lambeau Field by car or van, and many of these people choose to park on 
neighborhood streets, at nearby businesses, or in yards because stadium 
parking is limited.  Traffic congestion near the stadium tends to worsen as game 
time nears, for the streets become narrower as the number of people traveling to 
the stadium in vehicles and on foot increases.  Congestion is even worse after 
the game because most people leave the stadium area simultaneously. 
 
The traffic congestion that is experienced before and after each game causes 
increased accident probability, street deterioration, fuel consumption, and 
traveler irritability (particularly after a Packers home loss).  However, this 
congestion was partially addressed during the 2011 and 2012 seasons when 
Green Bay Metro provided a Packers game day bus service that transported 
people between Lambeau Field and parking lots throughout the Metropolitan 
Planning Area.  This service was available to the general public, and the buses 
served all signed stops along the routes.   
 

     
 

Passengers arriving at the Lambeau Field bus stop 
before a game during the 2011 season.     

One of the vehicles used to provide and advertise 
Metro’s 2011 Packers game day service.   

 
The four game day routes provided a total of 20,616 trips during the 2011 season 
and a total of 25,527 trips during the 2012 season, and the buses were typically 
full during their before- and after-game runs.   Because the service was operating 
at or near capacity during its first two years, Green Bay Metro intends to provide 
it during the 2013 season and possibly during future seasons if the service 
continues to be successful.   

Continue the area’s cooperative incident management efforts  

Temporary lane restrictions and road closures are often necessary because of 
crashes, construction, storm damage, and other incidents, and the area’s law 
enforcement and other governmental agencies have cooperatively dealt with 
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these situations for many years.   When these situations arise in the future, the 
area’s law enforcement, public works, state and county highway departments, 
and other representatives should continue to cooperatively develop efficient 
methods of responding to incidents.  Some of the efforts that these entities 
should continue to jointly address include: 
 
Construction detours, which should be identified, publicized (using a variety of 
media), and clearly signed during the projects. 
 
Special events, where traffic is typically directed by law enforcement officers and 
temporary barrier placement and signage is handled by public works and/or other 
staff.  These and other strategies are used before and after Green Bay Packers 
games, Resch Center events, Weidner Center performances, and other major 
events to minimize congestion near the venues.   
 
Crashes and spilled loads, which are unanticipated incidents that can require 
temporary lane or road closures and the rapid establishment of detours.    
 
As the ITS architecture is being established for the area’s freeway system, the 
local incident management representatives should consult with WisDOT to 
ensure that their needs are addressed and that they are trained to incorporate 
the ITS technologies into their coordination efforts.   
 

Large Scale Incident Management Effort - Brown County Evacuation Plan  

The Brown County Evacuation Plan that was completed in the fall of 2007 
provides guidelines for evacuation operations and planning.  The plan was 
developed in response to the recommendations that were outlined in the 
Governor’s Review of Wisconsin’s Emergency Preparedness Plans (2006), and it 
will be used as a guide for evacuating residents during catastrophic events and 
will emphasize the evacuation of people with special needs.  The document does 
not recommend a specific evacuation plan, but it identifies tools and resources 
that should be utilized during emergency evacuations.  
 
The plan addresses the following evacuation scenarios: 

 
Local Evacuation 
  
This is a small-scale evacuation that may be necessary because of severe 
weather events, hazardous material incidents, major fires, bomb threats, or civil 
disturbances.  This would include a relatively small number of citizens in a local 
area.  Evacuation times would typically be short, and citizens would be permitted 
to return to their businesses and homes in a short period of time.   
 
Intermediate Evacuation 
  
This is an evacuation that could involve a large number of citizens and a large 
area.  Citizens may be out of their homes and businesses for an extended period 
of time, but these evacuations could likely be handled with the resources that are 
already available in the county.   
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Mass Evacuation 
  
This would involve an incident that would require the evacuation of the entire 
Green Bay Metropolitan Planning Area or possibly even the county.  Resources 
will be required from outside the county and the coordination of these resources 
will be done through the Brown County Emergency Operations Center (EOC).  If 
the county EOC is unavailable, the EOC will operate from a remote location.  
Mutual aid agreements will also need to be activated.  
 
The evacuation plan also identifies recommended evacuation routes, the roles 
and responsibilities of emergency responders, the incident command systems 
that could be used during an evacuation, and procedures for returning evacuees 
to their homes.   
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VIII.  CMP Implementation 

CMP Implementation Strategy 

The most effective method of minimizing traffic congestion would be to 
implement land use, transportation, and other policies that encourage people to 
minimize the number and length of automobile trips they make.  The Metropolitan 
Planning Area currently contains mixed land uses, roundabouts, narrow arterial 
streets, bicycle and pedestrian facilities, and other congestion-minimization 
features discussed in Section VII of the CMP, and these concepts are reflected in 
nearly all of the comprehensive plans in Brown County.  As the Metropolitan 
Planning Area grows and travel demand increases, the state, county, and area 
communities should continue to use these techniques to minimize congestion 
and maximize the appeal and viability of a variety of transportation options.   

CMP Implementation Schedule 

Many of the strategies addressed in this section of the CMP are already 
happening or are able to be implemented almost immediately.  However, some of 
these strategies will need to be studied before they are applied, and other 
strategies will not likely be implemented for several years because they are not 
currently needed or money is not available.  The following table summarizes the 
CMP’s recommended strategies, major projects, implementation methods, 
implementing agencies, and potential funding sources.  The strategies and 
projects are also categorized by their assumed ability to be implemented within 
short-term (2014-2020) and long-term (2020+) time periods.  
 

Implementation Strategies: 2014 - 2020 

 
 

Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

Mixing land uses. Encourage 
communities to 
continue implementing 
their comprehensive 
plan 
recommendations to 
mix land uses through 
the use of Traditional 
Neighborhood 
Development (TND), 
Planned Unit 
Development (PUD), 
zoning, subdivision, 
and other ordinances. 
 

Metropolitan 
Planning Area 
Communities.  

Additional public 
funding is not 
expected to be 
necessary to 
implement this 
strategy.   

Ongoing through 
community 
comprehensive 
planning, zoning, 
subdivision 
review, and plat 
review 
processes.   
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Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

Creating well-
connected street 
patterns. 

Encourage 
communities to 
continue implementing 
their comprehensive 
plan recommendations 
for well-connected 
street patterns.  Also 
continue to encourage 
the establishment of 
trail/walkway 
easements in areas 
where streets cannot 
be connected. 
 

Metropolitan 
Planning Area 
Communities. 
 
  

Additional public 
funding is not expected 
to be necessary to 
implement this 
strategy.   

Ongoing through 
community 
comprehensive 
planning, zoning, 
subdivision 
review, and plat 
review 
processes.   

Reducing and/or 
minimizing access to 
major streets and 
highways. 

Encourage 
communities, Brown 
County, and the state 
to continue minimizing 
vehicular access to 
new major streets and 
highways.  Also 
encourage the 
communities, county, 
and state to continue 
eliminating driveways 
when major streets and 
highways are 
reconstructed.  
 

Metropolitan 
Planning Area 
Communities. 
 
Brown County 
Public Works 
Department. 
 
WisDOT. 

Additional public 
funding is not expected 
to be necessary when 
new streets are 
constructed, but 
existing private access 
points might have to be 
purchased before 
being removed.  These 
costs can be 
incorporated into the 
overall costs of street 
and highway projects.   

Currently 
occurring during 
construction and 
reconstruction 
projects. 

 
Encouraging greater 
use of the 
Metropolitan 
Planning Area’s 
mass transit system. 
 

    

 Establishing 
travel allowance 
programs, 
offering free bus 
passes to 
employees, 
implementing 
transit trip 
validation 
programs. 

 

Meet with local 
employers to discuss 
how to establish these 
programs and the 
benefits of offering the 
programs to their 
employees and 
customers. 
 

Green Bay Metro Additional public 
funding is not expected 
to be necessary to 
implement this 
strategy.  The 
meetings can be 
conducted by existing 
Metro and Green Bay 
MPO staff. 
 

Metro’s U-Pass 
program 
currently allows 
students and 
staff at UWGB, 
St. Norbert 
College, and 
Rasmussen 
College to ride 
for free.  Other 
programs have 
yet to be 
pursued.   
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Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

 
Encouraging greater 
use of the 
Metropolitan 
Planning Area’s 
mass transit system 
(continued). 
 

    

 Continuing to 
promote the use 
of Metro’s bus 
bicycle racks. 

 

Continue to publicize 
the existence and use 
of the bicycle racks.  
Methods of publicizing 
their existence and use 
include demonstrations 
at local schools and 
colleges, guest 
editorials in local 
newspapers, 
distributing Metro’s 
How to Ride the Bus 
DVD, and posting the 
DVD and other rack 
information on the 
city’s website. 
 

Green Bay Metro. 
 

Additional public 
funding is not expected 
to be necessary to 
implement this 
strategy.  These tasks 
can be coordinated by 
existing Metro and 
Green Bay MPO staff. 
 

The racks are 
promoted on 
Metro’s website, 
and news stories 
have addressed 
the racks. 
 

 Continuing to 
purchase 35’ and 
40’ buses to 
maximize 
passenger 
capacity. 

 
 
 

Purchase 35’ and 40’ 
buses and retire 
Metro’s 30’ buses after 
their federally-accepted 
service life spans end 
(10 years or 350,000 
miles).  

Green Bay Metro. 
 

Federal Section 5339 
Capital Assistance. 
 
City of Green Bay and 
other Metro service 
area communities (for 
local match). 
 
 

Metro intends to 
purchase a total 
of twelve 35’ 
buses and eight 
40’ buses 
between 2014 
and 2017.  
These buses are 
identified in the 
Green Bay 
Urbanized 
Area’s 2014-
2018 
Transportation 
Improvement 
Program (TIP). 

     
 Encouraging the 

development of 
transit-friendly 
urban design 
features. 

 

Encourage 
communities to 
continue implementing 
their comprehensive 
plan recommendations 
for mixed land uses, 
well-connected street 
patterns, sidewalks 
and trails, site designs 
that provide direct 
access between 
buildings and 
walkways, and other 
features that enable 
and encourage people 
to use transit.   
 

Metropolitan 
Planning Area 
Communities. 

Additional public 
funding is not expected 
to be necessary to 
implement this 
strategy.  These tasks 
can be coordinated by 
existing Metro and 
Green Bay MPO staff. 

Ongoing through 
community 
comprehensive 
planning, zoning, 
subdivision 
review, plat 
review, and site 
plan review 
processes.   
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Congestion 

Management 
Strategies/Projects 

 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

 
Increasing the 
mileage and 
continuity of the 
area’s bicycle and 
pedestrian systems. 

 

    

 Ensuring that 
construction and 
reconstruction 
projects satisfy 
the requirements 
of Wisconsin’s 
“complete 
streets” statute 
and 
corresponding 
administrative 
code (Trans 75) 
to qualify for 
STP-U funds 
through the MPO. 

 

This policy was 
established after  
Trans 75 went into 
effect.   

Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

Ongoing.     

 Increasing the 
number of rating 
points that are 
awarded to 
projects that 
include 
appropriate 
bicycle and 
pedestrian 
facilities in the 
MPO’s 
Transportation 
Improvement 
Program (TIP) 
project 
prioritization 
process.   
 

Revise the MPO’s TIP 
project prioritization 
criteria to increase the 
number of points 
available for the bicycle 
and pedestrian 
components of 
highway and street 
projects.   

 Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

Will be 
addressed in 
2014.   

 Ensuring that the 
bicycle and 
pedestrian facility 
components of 
construction and 
reconstruction 
projects are 
consistent with 
guidance for 
bicycle and 
pedestrian 
facilities in 
Chapter 11-46 of 
WisDOT’s 
Facilities 
Development 
Manual (FDM) 
when prioritizing 
projects in the 
TIP.  
 

Advise TIP project 
applicants of the FDM 
guidance.   
 
Revise the MPO’s TIP 
project prioritization 
criteria to reflect this 
strategy.   

TIP project 
applicants. 
 
Green Bay MPO. 

Federal and state 
planning (PL) funding. 
 
Local matching funds. 

Will be 
addressed in 
2014.   
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Congestion 

Management 
Strategies/Projects 

 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

 
Increasing the 
mileage and 
continuity of the 
area’s bicycle and 
pedestrian systems 
(continued). 

 

    

 Encouraging and 
offering 
assistance to 
every community 
in the Green Bay 
Metropolitan 
Planning Area to 
develop a 
comprehensive 
bicycle and 
pedestrian plan 
and a sidewalk 
installation policy. 

 

Contact Metropolitan 
Planning Area 
communities to offer 
assistance and identify 
potential resources.   

Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

Bicycle and 
pedestrian 
planning 
assistance has 
been provided 
by MPO staff in 
the past, and this 
assistance will 
continue to be 
provided in 2014 
and beyond 
through the 
MPO’s 
Transportation 
Planning Work 
Program. 
   

 Completing an 
inventory of 
bicycle parking 
accommodations 
at parks, 
government 
buildings, 
schools, 
shopping centers, 
major employers, 
and other 
bicycling trip 
generators in the 
Metropolitan 
Planning Area to 
determine if the 
accommodations 
should be 
improved and/or 
increased.   
 

Conduct inventory 
throughout the 
Metropolitan Planning 
Area. 

Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

The inventory 
will occur in 
2014.   

 Encouraging and 
offering 
assistance to 
every 
Metropolitan 
Planning Area 
community to 
develop bicycle 
and pedestrian 
education and 
enforcement 
programs.  
 

Contact Metropolitan 
Planning Area 
communities to offer 
assistance and identify 
potential resources.   

Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

Bicycle and 
pedestrian 
planning 
assistance has 
been provided 
by MPO staff in 
the past, and this 
assistance will 
continue to be 
provided in 2014 
and beyond 
through the 
MPO’s 
Transportation 
Planning Work 
Program. 
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Congestion 

Management 
Strategies/Projects 

 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

Roundabouts. Continue building 
roundabouts at 
intersections 
throughout the 
Metropolitan Planning 
Area and rest of the 
county to improve 
traffic flow, multimodal 
accessibility, and 
safety.   
 
 

Metropolitan 
Planning Area 
Communities. 
 
Brown County 
Public Works 
Department. 
 
WisDOT. 

Funding sources that 
have been and will 
continue to be used 
include the federal 
Surface Transportation 
Program (STP), federal 
Highway Safety 
Improvement Program 
(HSIP), and local 
bonding.  
  

As of September 
of 2013, 47 
roundabouts had 
been built and 
23 roundabouts 
had been 
scheduled to be 
built in Brown 
County.  The 
existing and 
scheduled 
roundabouts are 
on state, county, 
and local 
highways and 
streets.   
   

Emphasizing the 
creation of two-lane 
boulevards and 
three-lane streets 
instead of the 
construction of 
arterials with four or 
more lanes. 
 

Continue to construct 
two-lane arterial 
boulevards and three-
lane arterial streets 
that have little or no 
driveway access, 
efficient traffic control 
devices at 
intersections, and other 
features that help to 
move traffic efficiently 
while maximizing 
safety, multimodal 
accessibility, and 
neighborhood 
compatibility.  
     

Metropolitan 
Planning Area 
Communities. 
 
Brown County 
Public Works 
Department. 
 
WisDOT. 

Potential funding 
sources include the 
federal Surface 
Transportation 
Program (STP), federal 
Highway Safety 
Improvement Program 
(HSIP), federal 
Transportation 
Alternatives Program 
(TAP), and local 
bonding.   

Two-lane 
boulevards 
currently exist in 
De Pere and 
Ashwaubenon, 
and three-lane 
streets currently 
exist in De Pere, 
Ledgeview, 
Howard, 
Ashwaubenon, 
and Bellevue.   

Freeway park and 
ride lots. 
 

Continue to maintain 
and expand the 
Metropolitan Planning 
Area’s existing park 
and ride lots and 
establish additional lots 
within state-owned 
rights-of-way. 
 

WisDOT. These activities are 
financed with state 3R 
funds. 

The Metropolitan 
Planning Area 
had six park and 
ride lots as of 
September of 
2013.   

Freeway ramp 
metering. 
 

Continue to study the 
feasibility, cost, and 
other aspects of 
metering the ramps 
along the Metropolitan 
Planning Area’s 
freeway system. 
 

WisDOT. 
 

Additional public 
funding is not expected 
to be necessary to 
study this strategy.  
However, federal 
and/or state funding 
will be necessary to 
install meters at 
freeway ramps.   
   

The study is 
being conducted 
by WisDOT. 
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Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

 
Major Construction 
or Expansion 
Projects that 
complement the no- 
and low-cost CMP 
strategies. 
 

  
 

  

 Southern Bridge 
and Connecting 
Arterial Streets. 

 

Construct a new Fox 
River bridge, 
connecting arterial 
street system, and 
possibly a new US 41 
interchange. 
 

Brown County. 
 
Communities 
directly affected 
by the project.  
 
WisDOT and 
FHWA (as Co-
lead Agencies 
with Brown 
County for EIS). 

Potential funding 
sources include the 
federal Surface 
Transportation Program 
(STP), the state’s Local 
High-Cost Bridge 
Program, and local 
bonding.   
 
 

The EIS is 
currently being 
completed by the 
Brown County 
Planning 
Commission in 
cooperation with 
WisDOT and 
FHWA.  The 
results of the EIS 
and an Interstate 
Access 
Justification 
Report (IAJR) 
will determine 
the location of 
the new bridge 
and arterial 
street system.    
 

 STH 29 freeway 
conversion. 
 

Continue to convert 
the STH 29 corridor to 
a freeway.  Work 
during this 
implementation period 
will include the 
replacement of the 
STH 29/US 41 
interchange with a 
new interchange that 
also includes the STH 
29/Packerland Drive 
intersection.  An 
interchange is also 
scheduled to be built 
at the CTH FF 
intersection during 
this period. 
 

WisDOT. The project will be 
financed with federal 
and state transportation 
funds. 
 

As of September 
of 2013, 
interchanges 
were being 
constructed at 
US 41/STH 
29/Packerland 
Drive and at 
STH 29/CTH FF.  
Environmental 
studies and 
designs for the 
other freeway 
components 
were also 
completed.   
 

 US 41 freeway 
expansion, 
interchange 
modifications, and 
conversion to 
interstate. 
 

Expand the freeway 
by one lane in each 
direction, reconstruct 
the interchanges 
within the project 
area, and possibly 
implement ramp 
metering and/or other 
Intelligent 
Transportation 
Systems (ITS) 
technologies.   
 

WisDOT. The project will be 
financed with federal 
and state transportation 
funds. 
 

The project is 
underway and is 
expected to be 
completed in 
2017. 
 



73 
 

 
 

Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

 
Major Construction 
or Expansion 
Projects that 
complement the no- 
and low-cost CMP 
strategies 
(continued). 
 

  
 

  

 Eastern Arterial 
extension 
between STH 29 
and I-43. 

 

Complete the 
environmental study 
for this project and 
construct the 
connection between 
STH 29 and I-43 
based on the 
recommendations in 
the environmental 
study. 
 

WisDOT. 
 

The extension is 
planned to be 
designated as STH 29, 
so the project will likely 
be financed with federal 
and state funds.   
 
 

WisDOT 
completed the 
environmental 
study for this 
connection in 
2012, and the 
study identified a 
preferred 
alignment for the 
connection.  No 
work had been 
programmed as 
of September 
2013.   
 

 STH 54/STH 172 
corridor 
modifications. 
 

Implement the 
recommendations in 
WisDOT’s STH 
54/STH 172 Corridor 
Study.  Some of the 
recommended 
modifications include 
building roundabouts 
along STH 172 at the 
airport, CTH GE, and 
STH 54 intersections.  
Similar improvements 
should be studied 
east of the airport as 
well.   
 

WisDOT. 
 

Funding sources 
include the federal 
Surface Transportation 
Program (STP), federal 
Highway Safety 
Improvement Program 
(HSIP), and various 
state highway funding 
sources.   
 

The STH 172 
roundabouts at 
the airport, CTH 
GE, and STH 54 
intersections are 
in place.  Other 
modifications to 
STH 172 
continue to be 
studied.   
 

 



74 
 

 

Implementation Strategies for 2020 and Beyond 

 
 

Congestion 
Management 

Strategies/Projects 
 

 
 

Implementation 
Methods 

 
 

Implementing 
Agencies 

 
 

Potential Funding 
Sources 

 
 

Current 
Status 

Continue 
implementing and 
reviewing the 
effectiveness of the 
2014-2020 congestion 
mitigation strategies 
and projects. 
 

Continue to review 
the effectiveness of 
the CMP’s strategies 
and projects by 
collecting data and 
determining if the 
strategies and 
projects are on pace 
to meet the CMP’s 
performance targets.   
 

Green Bay MPO. Federal and state 
planning (PL) funding. 
 
Local matching funds. 

CMP 
implementation 
and review will 
begin in 2014.   

STH 29 freeway 
conversion. 

Convert the portion of 
STH 29 between CTH 
FF and STH 32 to a 
freeway.  This project 
will include 
constructing an 
additional interchange 
at CTH VV and 
overpasses near 
North Pine Tree Road 
and CTH U.   
 

WisDOT. The project will be 
financed with federal 
and state transportation 
funds.   

The project’s 
environmental 
review is 
finished, and 
designs have 
been developed 
for the new 
facilities.   

 
The CMP will be used to evaluate project alternatives, prioritize projects, and 
implement projects that effectively manage congestion-related issues within the 
Metropolitan Planning Area.   

Site-Specific Congestion Mitigation Measures 

As the congestion mitigation policies and major projects are being implemented, 
situations will likely arise where recurring and non-recurring congestion will have 
to be addressed in places that are not currently congested.  When site-specific 
congestion occurs, the remedies should be chosen based on the causes of the 
problems.  For instance, a roundabout might be chosen to reduce or eliminate 
recurring congestion at an intersection, but congestion caused by a specific 
event will likely warrant another solution.  The MPO will also continue to perform 
crash studies for the Metropolitan Planning Area to identify locations that are 
experiencing congestion due to relatively high crash rates and numbers.  

Annual CMP Review 

The CMP will be reviewed annually to assess the success of the congestion 
management strategies/projects and determine if strategies should be added, 
modified, or discontinued.  This review will involve collecting data for each of the 
performance measures identified in Section V of the CMP to determine if 
progress is being made toward achieving the identified performance targets.  The 
findings of the annual reviews will be made available to the public and will be 
presented to the MPO’s TAC and Policy Board. 
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IX.  Conclusion 

It is probably safe to assume that traffic congestion will never disappear because 
all highway and street capacity, regardless of how much exists, will eventually be 
consumed as long as highway and street space continues to be viewed as a 
virtually cost-free commodity.  However, it should not be assumed that 
congestion will inevitably worsen as the population grows, that mass transit and 
other transportation modes will never be able to divert more than a small 
percentage of people from personal vehicles, and that we should prepare for 
greater gridlock because nothing can be done to prevent it.  This will likely 
happen if the country continues to emphasize the use of personal vehicles, but it 
would not necessarily occur if mass transit and other modes could become more 
appealing than cars in many situations.   
 
To assume that nothing can be done to stop traffic congestion from worsening 
ignores the economic incentives, marketing campaigns, societal pressures, land 
use decisions, transportation investment policies at all governmental levels, and 
other influences that make it difficult for anyone who has a choice to not choose 
a car over other modes.  Since our society is living with congestion now because 
of the choices it made in the past, it can also choose to create a more balanced 
transportation system in the future.  The CMP, in coordination with the MPO’s 
Long-Range Transportation Plan, Transportation Improvement Program, and 
other MPO studies and plans, is a framework for developing this balanced 
transportation system in the Green Bay Metropolitan Planning Area.   
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Appendix 1:  Green Bay Metropolitan Planning Area CMP Highway and Street 
System 
 

 
 
Route 

 
Facility 

Designation 

 
 

Description 
 

I-43 Freeway (NHS) US 41 to the Town of Ledgeview boundary 
 

US 41 Freeway (NHS) Southwest Metropolitan Planning Area boundary to 
northwest  metropolitan planning area boundary 
 

STH 172 Freeway (NHS) 
 

US 41 to I-43 

STH 172 Principal Arterial 
(NHS) 
 

US 41 to west Metropolitan Planning Area boundary 

STH 57/Broadway  
(De Pere) 

Principal Arterial 
(Portion on NHS) 
 

Southeast Metropolitan Planning Area boundary to De 
Pere/Allouez boundary 

STH 57/Riverside   
(Allouez) 
 

Principal Arterial 
 

De Pere/Allouez boundary to Green Bay boundary 

STH 57/Monroe & 
University   
(Green Bay) 
 

Principal Arterial 
 

Allouez boundary to Quincy Street 

STH 57/University 
Avenue 
(Green Bay)  
 

Principal Arterial Quincy Street to I-43 

STH 54/57  
(Green Bay & 
Scott) 
 

Principal Arterial 
 

I-43 to northeast Metropolitan Planning Area boundary 

STH 32/Claude 
Allouez Bridge  
(De Pere) 
 

Principal Arterial 
(NHS) 

Broadway in De Pere to US 41 

STH 32/Eighth & 
Ashland (De Pere, 
Ashwaubenon, 
and Green Bay) 
 

Principal Arterial Main Avenue in De Pere to Mason Street in Green Bay 

Main Avenue 
(De Pere) 
 

Principal Arterial Third Street to US 41 

Sixth Street/Reid 
Street 
(De Pere) 
 

Principal Arterial Main Avenue to Third Street 

Third Street  
(De Pere) 
 

Principal Arterial Reid Street to Main Avenue 

US 141/STH 
29/Main Street 
(Bellevue and 
Green Bay) 
 

Principal Arterial Ledgeview boundary to Mason Street 
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Route 

 
Facility 

Designation 

 
 

Description 
 

US 141/STH 
29/Main Street 
(Green Bay) 
 

Principal Arterial Monroe Avenue to Shawano Avenue (includes 
Ashland Avenue between Dousman and Shawano) 

STH 29/Shawano 
Avenue  
(Green Bay) 
 

Principal Arterial Ashland Avenue to Howard boundary 

STH 29/Walnut St. 
(Green Bay) 
 

Principal Arterial Webster Avenue to Ashland Avenue 

STH 29/32 
(Howard) 
 

Principal Arterial Green Bay boundary to west Metropolitan Planning 

Area boundary 

STH 54/Mason St. 
(Green Bay) 
 

Principal Arterial West Metropolitan Planning Area boundary to US 41 

STH 54/32 
Mason St.  
(Green Bay) 
 

Principal Arterial US 41 to Ashland Avenue 

STH 54/Mason St. 
(Green Bay) 
 

Principal Arterial Ashland Avenue to Monroe Avenue 

Mason St.  
(Green Bay) 
 

Principal Arterial Monroe Avenue to Main Street 

Mason St. 
(Green Bay) 
 

Principal Arterial Main Street to I-43 

CTH G/George St.  
(De Pere) 
 

Principal Arterial  Broadway to Webster Avenue  
 

CTH X/Webster 
Avenue (De Pere, 
Allouez, and 
Green Bay) 
 

Principal Arterial George Street in De Pere to I-43 in Green Bay 

CTH AAA/ 
Oneida Street 
(Ashwaubenon) 
 

Principal Arterial US 41 to CTH VK (Lombardi Avenue) 

CTH VK/ 
Lombardi Avenue 
(Green Bay and 
Ashwaubenon) 
 

Principal Arterial US 41 to Ashland Avenue 

US 141/STH 
29/Main Street 
(Green Bay) 
 

Principal Arterial Mason Street to Monroe Avenue  

 
Note:  NHS facilities are components of the National Highway System. 
Functional Classification System approval date:  September 2, 2009. 
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Information Sources not cited in the Green Bay Metropolitan 
Planning Area CMP Document  
 
 
 Congestion Management Process for the Madison Metropolitan Planning 

Area (October 2011). 
 

 Southwestern Pennsylvania Commission Congestion Management Process 
(June 2013).  
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NOTICE OF REQUEST FOR COMMENTS AND 
NOTICE OF PUBLIC HEARING CONCERNING THE 

 DRAFT CONGESTION MANAGEMENT PROCESS (CMP)  
 FOR THE GREEN BAY METROPOLITAN PLANNING AREA 
 
All interested persons are invited to comment and are advised of a public hearing on the draft 
Congestion Management Process (CMP) for the Green Bay Metropolitan Planning Area.  According 
to federal law, urbanized areas that have populations of 200,000 or more must have CMPs that 
provide information about transportation system performance, offer strategies for alleviating traffic 
congestion, and identify methods of enhancing the mobility of people and goods throughout their 
Metropolitan Planning Areas.  Because the Green Bay Urbanized Area’s population exceeded 
200,000 following the release of the 2010 US Census data, a CMP was developed that addresses 
congestion on the major transportation facilities within the MPO’s Metropolitan Planning Area. 
 
Copies of the Draft CMP are available to review at: 
 
 Brown County Planning Commission 
 Planning and Land Services Department 

305 East Walnut Street, Room 320 
Green Bay, WI  54301 

 
The Draft CMP can also be viewed in the Transportation section of the Brown County Planning 
Commission’s website (www.co.brown.wi.us/planning).   
 
The public hearing will take place on: 
 
 Wednesday, November 6, 2013 
 6:30 p.m. 
 Green Bay Metro Transportation Center 
 901 University Avenue 
 Green Bay, WI  54302 
 
The public review period for the Draft CMP will occur between October 16, 2013, and November 18, 
2013. 
 
Written comments should be mailed or emailed by November 18, 2013, to: 
 

Cole Runge, Principal Planner 
Brown County Planning Commission 

 Planning and Land Services Department 
305 East Walnut Street, Room 320 

PO Box 23600 
Green Bay, WI  54305-3600 
runge_cm@co.brown.wi.us 

 
       Published by 
       Sandy Juno 
       County Clerk 
 
Publication Dates in the Green Bay Press-Gazette:   
 
October 16, 2013 
October 30, 2013 
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Draft CMP Notification Postcard Sent to Interested Parties  
 

          

   Draft Congestion Management Process (CMP) for the  
   Green Bay Metropolitan Planning Area  

 
What is a CMP?  According to federal law, urbanized areas that have populations of 200,000 
or more must have CMPs that provide information about transportation system performance, 
offer strategies for alleviating traffic congestion, and identify methods of enhancing the 
mobility of people and goods throughout their Metropolitan Planning Areas.  Because the Green 
Bay Urbanized Area’s population exceeded 200,000 following the release of the 2010 US 
Census data, a CMP was developed that addresses congestion on the major transportation 
facilities within the Green Bay Metropolitan Planning Area. 
 
A public hearing has been scheduled concerning the draft CMP before the Brown County Planning 
Commission Board of Directors on: 

  

Wednesday, November 6, 2013 
6:30 p.m. 

Green Bay Metro Transportation Center 
901 University Avenue 
Green Bay, WI  54302 

 
Want to read a copy of the draft CMP? 
  

The draft CMP can be viewed in the Transportation section of the Brown County Planning 
Commission website at www.co.brown.wi.us/planning.   
  

You may also view a hard copy at the Brown County Planning Commission office at 305 E. 
Walnut St., Room 320, PO Box 23600, Green Bay, WI 54305-3600 during regular business 
hours. 
 

Written comments will be accepted through November 18, 2013, and should be addressed to 
Cole Runge, Principal Planner, at the address listed above for the Brown County Planning 
Commission or at Runge_CM@co.brown.wi.us.  
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Comments Received During the CMP Review Period 
 
 
A 30-day review period was held between October 16, 2013, and November 18, 
2013.  Two comments were received from an MPO Policy Board member during 
the review period, but no other comments were received from interested parties 
or the public during the review period.  The MPO Policy Board member 
requested that the I-43/Manitowoc Road and STH 172/CTH GV interchanges be 
added to the CMP as locations that are currently congested.  These additions 
were approved by the MPO Policy Board when it approved the final CMP on 
December 4, 2013.   
 
A public hearing on the draft CMP was held before the MPO Policy Board on 
November 6, 2013.  No comments from interested parties or the public were 
received during the public hearing.   
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