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A/B STREET FRONTAGE ASSIGNMENT

The mapping of Existing Frontage Quality indicates how 
certain streets, due to their current characteristics, are more 
or less promising as future pedestrian routes and corridors of 
pedestrian-oriented activity.  The map indicates places where 
the frontage is “good” from the standpoint of pedestrian-
friendliness, “acceptable,” and “regrettable.”  

Unfortunately, it is commonplace for American cities to have 
very little pedestrian-friendly frontage of particularly high 
quality.  Towns with as little as three or four continuous blocks 
of first-rate frontage often become destinations for tourists 
and shoppers coming from long distances away.  The 
important finding in Peoria is not that there is very little first-
rate frontage in the downtown at all, but that none of it is 
continuous.  One finds a block here, half a block there, but 
never enough in one place to establish the pedestrian 
network and always interrupted with substantial stretches of 
“regrettable” frontage.  

The A/B Street Frontage assignment takes these conditions 
into account in proposing which streets should be directed 
toward pedestrian-oriented use and which should be allowed 
to maintain their orientation toward uses that require more 
automobile orientation (e.g., parking garage entrances, drive-
through windows, etc.).  

Streets with the most potential to form part of a continuous, 
tightly connected, and high-quality pedestrian network are 
designated “A streets.”  The primary A streets are Main Street 
and Fulton Street, running east and west,  Adams Street and 
Water Street running north and south.  Water Street is 
designated as an A street down to Oak Street, where it turns 
west through the warehouse district in order to make a 
connection to the baseball stadium.  

Streets that are allowed to maintain their orientation toward 
the automobile are designated “B streets.”  Washington 
Street was initially a candidate for the A grid, but was selected 
as an important B-street because many of the city’s parking 
garages open on to it.   (This is not to say that it has to be 
unattractive.  See proposal for the Caterpillar garage, project 
D-7 below.)

The A/B Frontage assignment, in addition to informing City 
redevelopment efforts, is referenced by the SmartCode to 
indicate the level of regulation that will apply along different 
streets within the Plan.  As mentioned earlier, A-Streets are 
not necessarily any more profitable than B-Streets, but 
business owners abutting a B-Street may at their own 
discretion collectively elect to re-designate themselves as an 
A-Street, if they wish to follow A-Street requirements.  The 
City should designate a policy for such a re-designation.  

KEY

KEY
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MANAGEMENT

GC-1
Project Name:  Town Architect.

Finding:  Much of the disappointment with recent projects, 
most prominently those on the riverfront, has to do with 
failures in attending to the details of design.

Discussion:   One of the hardest won lessons of great cities 
is that design matters, and the devil is often in the details.  For 
example, it is agreed that the river itself is the great asset for 
downtown redevelopment, yet few of the recent projects take 
any real advantage of this location.  Although the new 
restaurants on the recently constructed deck at the riverfront 
would seem to be in a position to overlook the river, it turns 
out that it is actually difficult for patrons in those restaurants 
to see the river from the tables.  

The successful redevelopment of Peoria’s downtown is likely 
to be very sensitive to the correct execution of detailed pieces 
of urban design and architectural treatment.  This is especially 
the case for the riverfront area and the warehouse district, but 
also pertains to the relatively delicate task of developing 
successful neighborhood centers and commercial corridors.  
In order that it be done right, it will be important for the City to 
be prepared to make informed judgments on many detailed 
matters of design.  For this reason, it is necessary to insure 
that planning staff and elected officials have the support of a 
design expert on a routine basis.  For this reason, many cities 
have established the office of the town architect, or 
alternatively, an architectural review committee made up of 
distinguished practitioners in the field.

Recommendation:  Establish a position in the City’s planning 
department for a town architect or a committee for 
architectural review, a practitioner(s) skillful and talented in 
design.  

GC-2
Project Name:  Historic Preservation Ordinance.

Finding:  Many citizens report that the existing historic 
preservation ordinance has not been effective.

Discussion:   Such ordinances are a complex and delicate 
matter.  Some feel that the ordinance is effective enough, 
while others think it is too effective, to the point of creating 
unnecessary obstacles and disincentives to renovation of 
older homes by imposing unreasonable expectations on the 
property owner.  

If an ordinance is to be effective, the process of approval 
must be simple and brief; it should not add more than two 
weeks time to a building that meets its requirements.  Also, 
the requirements must be reasonable and not precious, 
enabling those who wish to use historic buildings in novel 
ways, or construct new buildings of unique but compatible 
character, do not find their paths blocked.  Finally, new 
buildings and additions to older buildings must be allowed—
and indeed encouraged—to blend in seamlessly with the 
traditional fabric.

Many problems and concerns might be resolved by the new 
codes associated with this plan, by insuring that codes and 
standards applying to all buildings are adequate to the task of 
preserving neighborhood character.  Sometimes problems 
are created when the banner of historic preservation is raised 
simply in order to protect the most routine aspects of a 
traditional neighborhood, for example the character of 
traditional wooden front porches.  Unnecessarily demanding 
standards of historical accuracy are sometimes invoked 
when simpler adjustments of the codes would accomplish the 
same goals and still allow desirable freedom for the property 
owners.

Recommendation:  Ascertain that Peoria’s historic 
preservation ordinance is both succinct and effective in its 
implementation.  

GC-3  
Project Name:  Streamlining the Permitting Process.

Finding:  Property owners in the warehouse district report 
obstacles to renovation that result from the permitting and 
inspection process.

Discussion:   Zoning ordinances, building codes and the 
requirements of the permitting process are often written 
assuming that one is dealing with new construction.  As a 
result, those who want to re-develop existing urban buildings 
often find themselves at a serious disadvantage: forced to 
negotiate complex variances at every step, and subject to the 
sometimes arbitrary judgments of inspectors and other 
officials who have to struggle to apply regulations that don’t 
clearly apply to the case at hand.  In addition, one of the 
challenges of re-using old industrial buildings is that one often 
doesn’t know what one will find until opening up the walls and 
actually starting the process of renovation.   It is both difficult 
and expensive to have complete and accurate drawings at 
the beginning of a project.

In order to encourage re-development of the downtown, it is 
necessary to find ways to make the process easier.  The 
possibility of conditionally expediting the process can be 
used as a very powerful incentive to attract interest in 
development and to encourage developers to do the right 
thing.  

Recommendation:    

• Developers who agree to work within the guidelines 
of the specific area plans for the downtown and 
riverfront areas should find their permitting relatively 
painless.

• In the case of developers who are renovating historic 
buildings, the city should make it possible to get a 
permit without complete drawings, making approval 
of the work subject to inspection.
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GC-4  
Project Name: Parking Management Plan.

Finding:  Downtown Peoria has 12,160 spaces of off-street 
parking, and 995 space for parking on the streets.

Discussion:  Although a recent survey of tri-county residents 
regarding the downtown revealed a perception that parking is 
the most important problem, the reality is that there are a very 
large number of parking spaces, both public and private, 
located in both structured and surface parking lots in 
downtown Peoria.  The perception of a parking problem has 
to do more with the allocation and management of parking 
than it has to do with sheer numbers of available spaces.  The 
available parking is either not perceived as conveniently 
located, or it may actually not be known or accessible to the 
public.  

To some extent, the perceived parking problem is a matter of 
bringing suburban expectations to the city.  Whereas one 
might reasonably expect to park in front of a specific store in 
a suburban shopping center, the trade-off of a city is that one 
gets a mix of activities in a pedestrian-oriented destination at 
the expense of the most convenient possible parking.  In a 
city, it is actually desirable to have people walking a block or 
two from the parking lot to their destination, since this insures 
that they inhabit the streets and walk past the businesses on 
the street (similar to the way shopping malls separate their 
anchor stores, so that shoppers are forced to walk past the 
in-line stores).  

The relative convenience of parking locations is perceived 
very differently if the quality of the pedestrian experience is 
high as one walks from one’s car to one’s destination.  In 
downtown Peoria, it seems a special hardship to walk two 
blocks from the parking lot because it is likely that the walk 
along the street will be uninteresting or even uncomfortable.   

The requirement that each building provide its own parking 
has a doubly unfortunate impact on a downtown.  First, the 
requirement that each project provide its own parking 
becomes a disincentive to development, especially in 
comparison to suburban sites where the cost of providing 
parking is relatively low.  The cost of redevelopment is driven 
up, making it nearly impossible for development to occur 
except on larger parcels, in larger increments.   Second, 0                     200                    400                                        800 ft

KEY

when people come and go from a parking lot on site, the 
building shares much less of its activity with the surrounding 
streets.  Finally, it is simply unnecessary, given the existing 
parking and the untapped opportunities for expanding 
convenient on-street parking.

Recommendation:  

• Remove the parking requirement for downtown 
development projects.  

• Develop a parking management district, like a public 
utility, empowered to coordinate the location and 
allocation of the plentiful existing parking.

EXISTING PARKING LOCATIONS.  The illustration shows the existing parking lot or structure locations of both private and public parking 
facilities within downtown Peoria, as located by a field survey during the June 2002 charrette*.  With a parking management district defined 
and proper management for that district provided, Peoria’s perceived parking ‘problems’ could be easily alleviated.  Public spaces could be 
better located to areas of imminent need, while private spaces could be provided convenient to places of work or residence.  As well, shared 
parking principles could be utilized to allocate parking to time of use in addition to use itself.  It is also important to note the damage that the 
current parking locations do to the urban fabric of the downtown; not a single street in the central downtown of Peoria is without a parking 
facility (and the typically unfriendly pedestrian experience that they provide). * parking locations may not match official city designation
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STREET RECONFIGURATION

SR-1  Interstate 74 Improvement.

Interstate 74, following the pattern common in the 1960s, 
bisects the city of Peoria.  Where this was done around 
the country, it has generally created problems, since 
bringing the highway into the city not only damaged the 
fabric of the city but turned a facility well-designed for 
intercity travel into a local arterial, undermining some of its 
capacity.  In Peoria, however, the damage was mitigated 
by the design.  The highway was cut through lower than 
the street grid, allowing the city’s streets to cross over.  As 
it cut through the city, furthermore, it brought the 
countryside with it along the landscaped embankments 
and retaining walls, giving it the relatively attractive 
character of a parkway.  The current problem with the 
facility, however, is that the exit and on-ramps are 
relatively short by contemporary standards, originally 
designed to provide much more frequent access to the 
freeway than now considered necessary or desirable.  

The transportation consultant, Rick Hall, carried out an 
analysis of the design by the Illinois DOT for the 
improvement of the segment of Interstate 74 that slices 
through the middle of the study area.  He found that the 
proposed design is well conceived from the standpoint of 
enhancing the safety of the freeway system itself.  
Extended ramp lengths will allow interaction with the main 
flow of traffic on the Interstate at full operating speed.  
Both entering and exiting traffic will have ample time to 
increase or decrease speed, respectively, in relation to full 
interstate speed.   

However, a second consideration is the manner in which 
the traffic from the Interstate will interact with the local 
street grid.  The new design reduces the number of ramps 
in the downtown area, making it even more important to 
insure that traffic is effectively dispersed into the downtown 
grid.  Analysis of the proposed ramp system identified 
particular points where the interaction with the grid system 
might be improved.

PROPOSED IMPROVEMENTS TO I-74.  This drawing shows the changes to I-74, along the stretch passing through downtown Peoria, as proposed by the Illinois DOT.  These changes are designed, in general, to 
improve the safety of the road by lengthening the ramps and allowing more time to accelerate or decelerate when entering or leaving the freeway.  One of the results of these changes, however, is that there will be fewer 
exits and on-ramps connecting to the downtown street grid.

SEE PROJECT SR-1a, PAGE III.12

SEE PROJECT SR-1b, PAGE III.13
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SR1-a
Project Name:   Revision of I-74 Improvement Plan I.  

Finding:  The proposed improvement of I-74 results in a 
confusing intersection at Knoxville and Pennsylvania 
Avenues.

Discussion:   The proposed configuration of the exit ramps 
produce an awkward intersection at Knoxville and 
Pennsylvania Avenues.  In the DOT proposal, traffic entering 
I-74 from Knoxville Avenue, for example, has to move to the 
right in order to go left to the interstate, whereas traffic 
continuing to the intersection of Knoxville and Pennsylvania 
Avenues has to move left.  Traffic arriving at the intersection 
from any direction faces a confusing set of choices as a result 
of the awkward geometries of the intersection.

Recommendation:  Consider an alternative configuration, 
as illustrated (below, right).  The ramps have been sorted out 
so that one moves in a more intuitive manner (moving right to 
go right).  In addition, the awkward intersection is simplified 
with the use of a roundabout, allowing traffic to disperse 
smoothly in any of the available directions.

I-74 IMPROVEMENTS.  One of the proposed improvements of the I-74 ramps results in 
the confusing intersection depicted in the drawing on the left.  After studying the 
intentions of the DOT proposal, the design team developed the alternative on the right.  
The proposed alternative straightens out some of the crossing of the off-ramps leading 
to the intersection, and resolves the intersection itself with a modern roundabout.  Not 
only does this simplify the design, but research has shown modern roundabouts to be 
safer for both vehicles and pedestrians.
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SR-1b 
Project Name:  Revision of I-74 Improvement Plan II.  

Finding:  The proposed improvement of I-74 introduces new 
interruptions to the street grid.  

Discussion:  In the proposed configuration of exit ramps and 
the street grid, traffic exiting to Spalding Street (at Adams) 
has no direct way to connect back down to the riverfront.  This 
situation is exacerbated by the current system of one-way 
streets.  Both Spalding and Fayette are clipped between 
Adams and Washington Streets.  Aside from the interruption 
of the connectivity of the street grid, this configuration also 
limits access to several parcels of land, thereby limiting their 
development potential. 

Recommendation:  Consider an alternative configuration, 
maintaining the grid as illustrated (far right).  In the 
recommended alternative, both Fayette and Spalding extend 
all the way from Adams Street to Water Street on the 
riverfront.  By restoring the grid pattern, the parcel between 
Spalding and the Interstate, west of Washington, becomes 
available for possible development.

I-74 IMPROVEMENTS.  The illustration on the left shows the reconfiguration of the first ramp encountered as one crosses the river into Peoria, as proposed by the DOT.  Spalding and Fayette Streets are both 
clipped, limiting connections back to the riverfront from the exit ramp.  The alternative proposed by the DPZ team is shown on the right.  The exit to Spalding Street is simplified and both Spalding and Fayette are 
restored in alignment with the grid.  
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SR-2
Project Name:   Conversion of One-way Streets.

Finding:   Much of the downtown grid has been organized 
into pairs of one-way streets, including the two primary north-
south corridors along Adams and Jefferson.

Discussion:  Systems of paired one-way streets were a 
fashion among an earlier generation of traffic planners, and 
as a result they became commonplace in American 
downtowns.  However, although one way streets can smooth 
traffic flows, they allow traffic to speed up to the point where 
the street becomes increasingly hostile to pedestrians.  At the 
same time, the one-way streets make local access within the 
grid more difficult by requiring more trips around the block to 
get to any particular destination.  Especially in combination 
with the impact of higher traffic speeds and wide streets on 
pedestrian comfort, this has been shown in many places to 
have an unfortunate impact on downtown retail.  There are 
many examples of locations where reversion to two way 
operation has greatly enhanced the economic viability of the 
downtown.  West Palm Beach is one example, where the 
removal of the one way pattern (along with other 
recommendations) generated an explosion of new downtown 
development.  

Current thinking among transportation experts is that it is 
necessary to design streets to accommodate multiple modes 
of transportation, if they are to meet present and future needs 
for mobility and accessibility.  In particular, downtown streets 
need to be regarded not just as car sewers but as a crucial 
component of the public realm, designed for the quality of 
human experience as well as traffic capacity.   A key to the 
economic vitality of the downtown is the presence of people 
on the streets.

According to the transportation consultant, the typical 60 foot 
wide street section in downtown Peoria is far too wide for one 
way traffic, given either the existing or the proposed travel 
demand.  Traffic flow, at the levels indicated by the available 
data, is simply not a sufficient justification for continuing the 
one way pattern.  

Recommendation:  Reconfigure Jefferson and Adams 
Streets for two-way traffic, with on-street parking.

SR-3
Project Name:  Downtown Traffic Signal Timing.

Finding:   Traffic signals are currently timed to facilitate the 
flow of vehicles through the downtown at speeds higher than 
appropriate for a downtown area.

Discussion:  The timing patterns of traffic signals can 
effectively direct traffic to selected corridors with great 
precision.  The goals of this system need to be considered 
carefully.  The current system seems to be oriented mostly 
toward facilitating the flow of traffic through the downtown, 
rather than being oriented toward enhancing the quality and 
character of the downtown as a destination.  Future timing 
plans should be developed in conjunction with community 
goals for a mix of transportation modes.  For example, if 
increased pedestrian comfort is adopted as a goal, then lower 
speeds can be effected by developing a signal system timing 
plan.

Recommendation:   Develop a signal system timing plan 
oriented toward slowing vehicle speeds in the downtown and 
enhancing pedestrian and bicycle comfort.

SR-4
Project Name:  On-Street Parking

Finding:   The typical street sections in downtown Peoria are 
60 feet wide, flanked by sidewalks that are 20 feet wide.

Discussion:  Downtown Peoria is characterized by both wide 
streets and wide sidewalks.  The width of the streets, 
however, especially combined with the one-way pattern, 
tends to encourage vehicle speeds much higher than 
desirable for pedestrian safety and comfort.  The distance 
from curb to curb, in itself, makes pedestrian crossing more of 
a challenge.   The distance between the buildings limits the 
sense of street enclosure, also contributing to the feeling that 
the streets are not intended to be part of a pedestrian 
environment.  In addition, frequent occurrences of driveways 
(for parking garages or drop-offs) routinely prohibits parallel 
parking on the street as well as interrupting pedestrian 
routes.   

Where curb cuts are necessary to accommodate 
these driveways, the curb radius is often unnecessarily large 
for a downtown street, further reinforcing the expectation that 
cars will be turning in from a street on which they are traveling 
at relatively high speeds for a downtown.  The large curb 
radius often doubles the length of pedestrian-oriented street 
frontage interrupted by these driveways.  Whereas the width 
of the streets and sidewalks might be considered an asset for 
the downtown, the cumulative effect of suburban treatment of 
these streets is a relatively hostile pedestrian environment, 
an absence of both reason and opportunity for high-quality 
pedestrian oriented frontage, and limitations in both 
pedestrian and vehicle access to retail.  

Recommendation:   

• Driveways and curb cuts need to prohibited on 
designated “A” streets and tightly regulated 
otherwise.  Where driveways are necessary, the 
width of the allowable curb cut (and the curb radius) 
should be limited.

• Streets should be re-striped for on-street parallel 
parking where possible.

TWO-WAY STREETS.  The conversion of wide one-way streets back into 
two-way streets would help to create an environment that is more 
comfortable and attractive for pedestrians, as well as making it easier for 
people driving into town to get to specific places.  

DIAGONAL PARKING.  The width of the streets allows sufficient room for 
diagonal as well as parallel parking.  On-street parking is crucial for street-
oriented retail, as well as helping to calm traffic speeds.  This 
reconfiguration would only be proposed as redevelopment increases, in 
the heaviest commercial sectors. 

EXISTING PROPOSED EXISTING PROPOSED
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SR-5
Project Name:  Crosstown Boulevard.

Finding:  Even with the proposed improvements to the DOT 
plan, the stretch of Interstate 74 that cuts through the middle 
of Peoria remains a facility with limited ability to respond to 
expanding demand.

Discussion:    When the design team was reviewing the DOT 
plans for I-74 during the charrette, it was noted that one of the 
long-term responses to the clash between a highway 
designed to handle interstate travel and the local travel 
associated with an urban street grid is for the highway to be 
transformed into a boulevard as it enters the city limits.   
Although this seemed a shocking and implausible suggestion 
to some, it is an idea that reflects two broad changes in 
attitudes toward traffic engineering.  First, there has been a 
broad movement among U.S. municipal governments to re-
think the expressways that have caused so much damage to 
our cities since their introduction in the 1960s.  Some cities 
have gone as far as demolishing existing expressways, 
whereas others have halted projects not yet built.  Second, 
there has been a re-discovery and refinement of the 
techniques for designing a boulevard as a facility that can 
handle relatively heavy traffic flows and filter those flows into 
an urban street grid with both efficiency and flexibility.  

After the charrette, the team was asked to develop this idea 
into a proposal to be considered as a long-term possibility.  

This proposal responds to particular conditions in Peoria.  In 
addition to the usual expense and difficulty of acquiring 
additional land for the purpose of widening a highway, I-74 is 
limited in its ability to grow any wider by the fact that it is 
sunken below street level as it moves through downtown 
Peoria.   In this respect, its lifespan as an expressway may be 
limited.  At the same time, the expressway and its associated 
ramps and berms both take up a substantial amount of land, 
and put limits on the development of adjacent land.  One of 
the great advantages of a boulevard is that it combines the 
mobility of relatively free-flowing center lanes with parking, 
pedestrian frontage, and access to land that can be developed 
along the frontage roads to either side.   A boulevard can also 
be a grand urban amenity, part of the identity of a great city.  

The diagram (illustrated at right) shows the typical section for 

a boulevard.  These long-distance, free movement 
thoroughfares that cross through towns and cities, when 
correctly used, accommodate the high traffic volumes and 
speeds of cross-town traffic without destroying the quality of 
life of surrounding neighborhoods.  Boulevard accomplish 
this using “smart design” techniques taken from examples in 
European cities where they have been in use for decades.  

Boulevards provide on street parking, sidewalks, medians 
and planters to simultaneously handle various levels of 
service.  The multi-tasking nature of this thoroughfare type 
differs greatly from the single purpose “dumb design” of the 
conventional highway model.  Central lanes are used by 
traffic with regional origins and destinations.  They are free of 
on street parking and are buffered from sidewalks and 
buildings by landscaped medians.  The medians and 
landscape lessen the noise of the fast moving traffic making 
it possible to pull buildings closer to the sidewalk.  Separating 
the cross-town traffic from the immediate neighborhood traffic 
are deceleration lanes, which flank both sides of the central 
high-speed lanes.  They are designed as local streets and 
include on street parking for the adjacent buildings.  The 
deceleration lanes further serve to distance people and 
buildings from the faster moving through traffic at the center 
of the boulevard.  This makes the fronting sidewalks usable 
by pedestrians.  Buildings with no setbacks and sidewalks 
that are pleasant to walk on activate street life.  This is why, 
throughout Europe, it is possible to sip a coffee at a sidewalk 
café that happens to be on a boulevard of eight or more lanes 
and easily handling traffic counts of 60,000 cars per day and 
more.  Such an experience is impossible on conventional 
American highways.  

The possibility of such experience provides the added benefit 
of increased property value.  Because buildings can be 
placed immediately adjacent to a boulevard, developable 
land need not be turned over to the obtrusive infrastructure of 
noise barriers and retaining walls.  Land value remains high, 
raising tax revenues for the municipality.   

Recommendation:   Study the feasability of and develop a 
scheme for a crosstown boulevard to replace the existing 
sunken Interstate 74 through downtown Peoria.

BOULEVARD.  The flexibility of the Boulevard allows both for various speeds of traffic as well as various modes of transportation.  This accomodation 
also provides attractive real estate on the land directly adjacent to the Boulevard, something not possible on a typical interstate highway.
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MAIN STREET, EXISTING CONDITION.  The photograph above illustrates the existing condition on Main Street.  The width of the street combined 
with the uneven quality of the frontage on both sides leaves this important  piece of Peoria’s downtown with no definite character, and makes for a 
rather uninteresting and unappealing walk to or from the riverfront. 

MAIN STREET CONFIGURED AS A BOULEVARD.  In-fill projects designed to complete the street wall with pedestrian-friendly frontage increase 
both interest and pedestrian comfort.  The trees in the median help to bring the streetscape down to a more human scale as well, while the median 
itself holds space for a bike lane or eventual transit.

SR-6 
Project Name:  Re-design of Main Street.

Finding:  Main Street is both the central spine of the 
downtown and the primary approach to the downtown core 
and the riverfront from the neighborhoods on the bluffs and 
beyond. 

Discussion:   Although Main Street is a main street in both 
name and function, there is little in its design or character to 
distinguish it.  Approaching downtown from West Main, there 
is currently very little to signal arrival in the “heart of Peoria.”  
The single block of very high quality pedestrian-oriented 
frontage (near the Pere Marquette hotel) is currently isolated 
and occupied by a mix of uses not typical of a healthy urban 
core.  

As noted in the discussion of the streets (previous), the 
typical street sections in downtown Peoria are very wide, 
encouraging relatively high vehicle speeds for a downtown.  
Main Street poses a particular problem in this regard, as it 
sweeps down from the bluff.  As a result of its width, however, 
there is an opportunity to give Main Street the relative 
grandeur and dignity that it deserves, while at the same time 
creating both identity and street enclosure necessary to make 
Main Street a great pedestrian place.  

In addition to the re-configuration of the right of way in the 
form of a boulevard, the illustration shows the potential effect 
of well-designed in-fill projects as they complete the street 
wall with pedestrian-oriented frontage.  Although the buildings 
on the right side of the street (in the image) are not necessarily 
unattractive in themselves, the net effect of their vertical 
proportions and lack of attention to the human scale and the 
street frontage is a boring and unattractive walk for passing 
pedestrians.  The infill project illustrated on the left, with its 
canopy, shop windows shaded to allow visibility from the 
street, and horizontal proportions, would encourage 
pedestrians to walk past, drawn by the interest of the windows 
or even the possibility of staying dry under the canopy on a 
rainy day.   (Note:  This is the kind of infill project that would 
be encouraged under the new code.) 

Another advantage to the boulevard design is that the median 
can be used to reserve excess right of way for use by a future 
transit system, at such time when downtown Peoria reaches 

a level of maturity that requires it.

Recommendation:   Main Street, from the riverfront to the 
proposed square at Fulton Street (see proposal below), 
should be re-designed as a boulevard, with landscaped 
median and on-street parking.
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Downtown Interventions Overview

Downtown Peoria has been characterized by a pattern of 
decline that is typical of many Midwestern cities.  In the 
1980s, the downtown lost 32.6% of its population and 
although this trend has slowed, it is projected to continue with 
an additional 4.8% loss between 2001 and 2006.  As the little 
remaining population growth shifted to the suburban fringe, 
the largest concentration of low-income households in Peoria 
remains located within a one-mile ring around the downtown.  
69.6% of the households have an annual income below 
$25,000 (Source: Claritas, Hunter Interests Inc.).  

At the same time, the downtown core has lost its retail to the 
suburban shopping centers developed to the north or across 
the river.  Only the ghost of its former role as a retail center 
remains in the form of the now vacant Sears store at the end 
of Fulton Street.  It is telling that this store is identical to one 
that might be found at any suburban mall, suggesting that the 
success of the downtown cannot depend on simply emulating 
the suburban shopping experience.  In general, there remains 
very little retail business downtown, with only a scattering of 
shops and restaurants generally concentrated along Main 
Street between Jefferson and Adams. A collection of relatively 
recently opened restaurants and small shops at the riverfront 
are surviving on the visitors drawn to the improved riverfront, 
but indications are that businesses dependent on visitors and 

LEFT, DOWNTOWN PEORIA TODAY.  This perspective shows the existing condition in downtown Peoria, with its wide streets and the domination of the urban fabric by parking 
lots and parking structures.  From this angle, one clearly sees the extent to which the automobile has been allowed to dominate the downtown.  

BELOW, THE HEART OF PEORIA.  In the proposed vision for downtown Peoria, the gaps created by parking lots and parking structures are either filled in with mixed-use 
development or masking behind liner buildings that maintain the continuous quality of pedestrian-oriented frontage.  At the center, the proposed museum complex defines a 
new civic space on the Fulton Street axis, a focal point for activity between the Civic Center area and the new riverfront.  The riverfront itself is given a more defined and urban 
character, with pedestrian-oriented frontage both along the river itself and lining the series of squares. 


