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1.1 prolJect bacKGround

in 2008, the town of columbia applied for and was awarded a
grant from the north carolina department of transportation
(ncdot) to develop this pedestrian transportation plan. this
plan combines past planning efforts with new research and
analysis, and includes a full public input process. the result is
a complete, up-to-date framework for moving forward with
tangible pedestrian transportation improvements.

thetown already features many pedestrian-friendly elements;
however, current conditions within columbia are often un-
safe for pedestrians. sidewalk connectivity is lacking in some
places with major obstacles such as us hwy 64. this plan will
make recommendations to enhance conditions for pedestri-
ans throughout town, particularly in areas identified by the
public and the project steering committee. beyond physical
improvements, this plan also outlines policies and programs
to help encourage people to walk more often, drive more
safely, and to grow as a town with the needs of pedestrians
taken into full consideration.

1.2 planninG process

this planning process began with a ‘kick-off and fieldwork’
meeting in the fall of 2009, followed by public workshops
and development of a draft plan. the plan communicates
the current conditions for walking in columbia, recommends
improvements, and outlines strategies to carry out those rec-
ommendations. the planning process concluded in spring of
2010. public participation (through workshops and steering
committee meetings) played a key rolein plan development.

1.3 benefits of walKable communities

when considering the level of dedication in time and valuable
resources that it will take to fulfill the goals of this plan, it is
also important to measure the immense value of pedestrian
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The Town Riverwalk is a beautiful trail
facility along the waterfront.
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transportation. walking helps to improve people’s health and
fitness, enhance environmental conditions, decrease traffic
congestion, and will contribute to a greater sense of commu-
nity.

scores of studies from experts in the fields of public health,
urban planning, urban ecology, real estate, transportation, so-
ciology, and economics have supported such claims and have
acknowledged the substantial value of supporting walking as
it relates to active living and alternative transportation.

communities across the united states and throughout the
world are implementing strategies for serving the walking
needs of their residents, and have been doing so for many
years. they do this because of their obligations to promote
health, safety and welfare, and also because of the growing
awareness of the many benefits of walking.

Walking is a form of transportation,
recreation, and exercise.

increased health and phYsical actiVitY

a growing number of studies show that the design of our
communities—including neighborhoods, towns, transpor-
tation systems, parks, trails and other public recreational fa-
cilities—affects people’s ability to reach the recommended
daily 30 minutes of moderately intense physical activity (60
minutes for youth). according to the centers for disease con-
trol and prevention (cdc), “physical inactivity causes numer-
ous physical and mental health problems, is responsible for
an estimated 200,000 deaths per year, and contributes to the
obesity epidemic” (1). the increased rate of disease associ-
ated with inactivity reduces quality of life for individuals and
increases medical costs for families, companies, and local gov-
ernments.

the cdc determined that creating and improving places to be
active could result in a 25 percent increase in the number of
people who exercise at least three times a week. this is signifi-
cant considering that for people who are inactive, even small
increases in physical activity can bring measurable health
benefits . the establishment of a safe and reliable network of
sidewalks and trails in columbia will have a positive impact on
the health of local residents. the rails-to-trails conservancy
puts it simply: “individuals must choose to exercise, but com-
munities can make that choice easier.”

economicbenefits

walking is an affordable form of transportation. according to
the pedestrian and bicycle information center (pbic), of chapel
hill, nc, the cost of operating a car for a year is approximately
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$5,170, while walkingisvirtually free. the pbic explains,“when
safe facilities are provided for pedestrians and bicyclists, more
people are able to be productive, active members of society.
car ownership is expensive, and consumes a major portion of
many americans’ income” (2).

walking becomes even more attractive from an economic
standpoint when the rising price of oil (and decreasing avail-
ability) is factored into the equation. since 2000, oil prices
have more than quadrupled. the rising cost of fuel reinforces
the idea that local communities should be built to accommo-
date people-powered transportation, such as walking and
biking.

from a real estate standpoint, consider the positive impact
of trails and greenways, which are essential components of
a complete pedestrian network. according to a 2002 survey
of homebuyers by the national association of home realtors
and the national association of home builders, trails ranked
as the second most important community amenity out of a list
of 18 choices (incidentally, ‘highway access’ ranked first). ad-
ditionally, the study found that ‘trail availability’ outranked 16
other options including security, ball fields, golf courses, parks,
and access to shopping or business centers (3). findings from
the american planning association (how cities use parks for
economic development, 2002), the rails-to-trails conservan-
cy (economic benefits of trails and Greenways, 2005), and the
trust for public land (economic benefits of parks and open
space, 1999) further substantiate the positive connection be-
tween trails and property values across the country.

enVironmental improVements

when people choose to get out of their cars and walk, they
make a positive environmental impact. they reduce their use
of gasoline, which then reduces the volume of pollutants in
the air. other environmental impacts can be a reduction in
overall neighborhood noise levels and improvements in local
water quality as fewer automobile-related discharges wind up
in the local rivers, streams, and lakes. furthermore, every car
trip replaced with a pedestrian trip reduces u.s. dependency
on fossil fuels, which is a national goal.

trails and greenways are also part of the pedestrian network,
conveying their own unique environmental benefits. Green-
ways protect and link fragmented habitat and provide oppor-
tunities for protecting plant and animal species. aside from
connecting places without the use of air-polluting automo-
biles, trailsand greenwaysalsoreduceair pollution by protect-

pedestrian transportation plan

The American Tobacco Trail accommodates
hundreds of users throughout the City

of Durham and creates great appeal for
surrounding neighborhoods.
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ing large areas of plants that create oxygen and filter air pol-
lutants such as ozone, sulfur dioxide, carbon monoxide and
airborne particles of heavy metal. finally, greenways improve
water quality by creating a natural buffer zone that protects
streams, rivers and lakes, preventing soil erosion and filtering
pollution caused by residential development and agricultural
and road runoff.

transportation benefits

in 2001, the national household travel survey found that
roughly 40% of all trips taken by car are less than 2 miles (4).
this is the case in columbia where many residents walk to
school, work, or even the grocery store. by taking these short
trips on foot, rather than in a car, citizens can have a substan-
tial impact on local traffic and congestion. additionally, many
people do not have access to a vehicle or are not able to drive.
an improved pedestrian network provides greater and safer
mobility fortheseresidents.

S az .
By walking for our trips that are less than
2 miles, we could eliminate 40% of local car
trips.

according to the brookings institution, the number of older
americans is expected to double over the next 25 years. all
but the most fortunate seniors will confront an array of medi-
cal and other constraints on their mobility even as they con-
tinue to seek an active community life (5). trails that are built
as part of the pedestrian transportation network generally do
not allow for motor vehicles. however, they do accommodate
motorized wheelchairs, which is an important asset for the
growing number of senior citizens who deserve access to in-
dependent mobility.

Pedestrian amenities provide spaces to
socialize, exercise, and enjoy the outdoors.
Below: Pedestrians on Road Street .

children under the age of 16 are another important subset of
our society who deserve access to safe mobility. according to
the u.s. environmental protection agency, fewer children walk
or bike to school than did so a generation ago: in the past few
decades, the percent of students between the ages of 5 and
15 who walked or biked to or from school has dropped from
roughly 50% to about 15% (6).

QualitYoflife

many factors go into determining the quality of life for the
citizens of a community: the local education system, preva-
lence of quality employment opportunities, and affordability
of housing are all items that are commonly cited. increasing-
ly though, citizens claim that access to alternative means of
transportation and access to quality recreational opportuni-
ties such as parks, trails, greenways, and bicycle routes, are im-
portant factors for them in determining their overall pleasure
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withintheir community. communities with suchamenities can
attract new businesses, industries, and in turn, new residents.
furthermore, quality of life is positively impacted by walking
through the increased social connections that take place by
residents being active, talking to one another and spending
more time outdoorsandintheir communities.

1.4 Visionsand Goals

the following vision and goals statements were developed
out of the town’s planning grant application and were recon-
firmed early in the planning process, during committee meet-
ings and public outreach efforts. the statements below apply
to both the plan itself, and the desired outcome of its imple-
mentation:

*improve pedestrian safety along roadways to accommodate
the heavy number of resident and tourist pedestrians.

vincrease pedestrian connectivity by filling sidewalk gaps and
providing safe roadway crossings.

» continue to create an inviting pedestrian environment to in-
crease tourism and economic activity through a dedication to
making pedestrian improvements that include traffic calming
measures, landscaping, and lighting.

» improve the safety and accessibility for key areas of concern
in columbia including us hwy 64 crossings, the us hwy 64
bridge sidewalk, school areas, connections into downtown
from both north and south, and future development sites.

* improve pedestrian safety for students walking to the three
local schools.

» improve motorist and pedestrian lawful behaviors through
educationandenforcementtechniques.

¢ increase number of pedestrians of all ages, income levels,
and backgrounds.

* Keep columbia cohesive and connected. integrate new resi-
dential developments into social and economic fabric of the
“oldtown” by providing safe connectivity for pedestrians.

pedestrian transportation plan

Main Street provides a safe, accessible, and
attractive environment.

NCDOT, the Consultant, and Advisory
Committee members conduct fieldwork in
Columbia in October 2009.

chapter 1 - introduction 1-5



town of columbia

1.5 plan components
this plan document includes the following major compo-
nents:

this introduction that presents the background, visions and
goals, and the benefits of a walkable town (chapter 1).

an assessment of existing conditions that overviews existing
pedestrian conditions, land use, trip attractors, and also sum-
marizes existing related plans of columbia (chapter 2).

a recommended pedestrian network that puts forward a
framework of recommended facilities (pedestrian corridors,
intersection improvement projects, and greenways) (chapter
3).

program recommendations for education, encouragement,
enforcement, and policy recommendations (chapter 4).

implementation recommendations that outline specific steps
for achieving the plan’s key elements including phasing and
prioritization of the pedestrian network (chapter5).

design Guidelines to guide the town of columbia in current

Connectivity to the “Old Town” area (Main
facility design and standards (chapter 6).

Street shown below) will be critical for
future development.

appendices that provide a summary of public input, funding
sources, andfederaland state policies.

footnotes

1 us department of health and human services, centers for disease control
and prevention. (1996). physical activity and health: a report of the surgeon
General.

2 pedestrian and bicycle information center. economic benefits of bicycling.
http://www.bicyclinginfo.org/why/benefits_economic.cfm

3 consumer’s survey on smart choice for home buyers, national association
of realtors and national association of home builders, april 2002.

4 pedestrian and bicycle information center. transportation benefits of bicy-
cling. http://www.bicyclinginfo.org/why/benefits_transportation.cfm

5 brookings institution (2003). the mobility needs of older americans: im-
plication for transportation reauthorization. http://www.brookings.edu/
reports/2003/07transportation_rosenbloom.aspx

6 international walk to school in the usa (2008 report). http://www.ecoact.

org/pdf/srts/international_walk2school_talking_points.pdf
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2.1 oVerView

the town of columbia is the county seat of tyrrell county,
located 45 miles from the atlantic ocean along us-64. the
town was chartered in 1793 and sits along the beautiful scup-
pernong river. the town is also adjacent to the pocosin lakes
national wildlife refuge.

the town of columbia has significant tourist potential and
is growing. since 2001, the town has doubled its land area
through annexation and expects significant residential growth
in the next two decades. with the national widlife refuge and
location along a major tourist transportation route, the town
already attracts travelers to its restaurants, visitor center, and
river boardwalk.

one of the key issues facing columbia is pedestrian transpor-
tation where sidewalk and crosswalk connectivity is lacking.
during the summer months, traffic along us 64 presents a sig-
nificant safety concern for students and other local residents
who regularly cross this major five-lane highway.

one of the aspects of this plan is to address the needs of pe-
destrians within columbia by providing connectivity around
the town to local destinations. this plan addresses safety con-
cerns that exist where barriers prevent connectivity. this sec-
tion discusses existing land uses, demographics, and pedes-
trian conditions that impact walking in columbia.

2.2 land use and deVelopment (map 2.1)

current land use is a result of development activity over the
past several decades. specifically, in columbia, water and the
high number of wetlands have governed land use and de-
velopment. multiple land uses can be found throughout the
columbia area with distinct patterns emerging. these pat-
terns and characteristics have a major influence on pedestrian

pedestrian transportation plan
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40% ofstudets at Columbia Middle School
walk to school.
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The Town of Columbia experiences
significant pedestrian travel. In fact,
Columbia has the 10th highest pedestrian
commuting percentage of all North Carolina
municipalities. Above, pedestrians walk
along US 64 at Road Street.

2-2 chapter 2 - existing conditions

transportation. proximity of uses and types of uses matter in
a person’s choice to walk, along with the quality of environ-
ment, ease of access, and safety.

the major features in columbia are the scuppernong river,
high number of lowlands and wetlands, and us hwy 64. all
create obstacles to safe pedestrian travel. us 64 is a five-lane
highway serving local and tourist traffic. during the summer
month, traffic to the beach can be very heavy. approximately
30 semi-trucks come through town on us 64 per hour. the
river, on the west side of the town, is the most important re-
source in the town. a riverwalk from the Visitors center on
the south side of the highway, meanders underneath us 64
into the downtown area. also, a sidewalk with pedestrian
lighting exists on the north side of the us 64 bridge provid-
ing means for crossing the highway. wetlands and lowlands
are commonplace and prevent most development and make
pedestrian facility development difficult and bridges/board-
walks necessary.

one of the most significant land use issues is the locations of
the local schools. both the middle and high school are located
just on the north side of us 64. the elementary school is on
the south side. a number of students (including 40% of mid-
dle school students) walk to school and are forced to cross us
64 without adequate and safe pedestrianfacilities.

the majority of commercial land uses are found along us 64
and in the downtown area along main street. a town park/
playground is on the corner of us 64 and fonsoe street (which
isalsothe location of the school crossing). residential uses are
found along both sides of us 64 with the majority of homes
onthe north side of town (north and east of downtown).

new development is anticipated, mainly east of downtown
and north of us 64. this will include a mixture of uses includ-
ing commercial, residential, and offices. plans are in place to
ensure connectivity between new developments and towards
the downtown area.

see map 2.1 (land use) at the end of this chapter.

2.3 demographics

as of the u.s. census of 2000, there were 819 people, 341
households, and 221 families residing in the town. the popu-
lation density was 1,756.7 people per square mile. see map
2.2 (population density) at the end of this chapter.



the town is quite racially mixed with a significant african-
american population (52%) and a growing hispanic popula-
tion (8%). the median age is 39 with a spread of age groups
(26.6% undertheage of18;9.4%from 18 to 24; 23.9% from 25
to 44; 20.5% from 45 to 64; and 19.5% who were 65 years of
age or older).

the medium household income of columbia is $20,588 with
27.9% of families living below the poverty line. compared to
the 2000 state median household income of $39,184, this is
guite low. this is significant as many people must walk or bike
fortransportation. in fact, approximately 21% of the working
population does not own a car and 13% of the working popu-
lation walks to work. this is the 10th highest walking mode
share among all municipalities in the state of north carolina.

2.3trip attractors

the term “trip attractors” refers to places which people com-
monly walk to or from, or places they would like to walk to or
from with improved pedestrian facilities. providing safe pe-
destrian connectivity between these destinations are key to
promoting walking. examples of key trip attractors in colum-
bia are:

+food lion grocery store

* schools (columbia middle school, tyrrell elementary school,
and columbia high school)

* downtown

¢ library

» scuppernong river and riverwalk

*» pocosin lakes national wildlife refuge and Visitors center

v dollar general

* [aundromat

s future development areas on southern and eastern edges of
town

see map 2.3 at the end of this chapter for locations of trip at-
tractors.

2.4 pedestrian conditions and issues

as described previously, there are many pedestrians and bicy-
clists in the columbia area on any given day. these pedestri-
ans and bicyclists are traveling to work, school, the grocery, to
visit neighbors, to walk downtown, and/or to exercise. boat-
ers who visit and overnight in columbia are instant pedestri-
ans when they dock.

pedestrian transportation plan

The Food Lion is a common destination for
pedestrians in Columbia.
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Main Street is an inviting environment
for pedestrians with sidewalks, bulb-outs,
plantings, streetfront buildings, and the
river.

A student darts across US 64 after school.
There is no stoplight at this intersection. He
currently only has a marked crosswalk.

through a combination of fieldwork and committee input,
existing pedestrian conditions were analyzed. the following
pages highlight the strengths and weaknesses of the existing
pedestrian environment. map 2.3 at the end of this chapter
shows existing facilities.

STRENGTHSOFPEDESTRIANSYSTEM

a significant amount of walkable places and facilities exist
within columbia and serve as excellent building blocks for im-
provement. theseinclude:

* scuppernong riverwalk (connects Visitor center and wildlife
refuge boardwalk to downtown crossing below us 64). the
boardwalk accesses docking facilities, has an outdoor class-
room, interpretive signage, and attracts local and visitor foot
traffic

¢+ 7.1 miles of sidewalk and 0.5 miles of boardwalk within
town.

*us hwy 64 has sidewalks on both sides throughout town and
on one side across the scuppernong river.

*main street features sidewalks, planters, benches, curb ramps,
and bulb-outs and has slow-moving traffic making an inviting,
safe, and intimate pedestrian environment.

* some intersections feature pedestrian signalization, marked
crosswalks, and curb ramps.

*the town has a historic district walking tour.

numerous activities and efforts have been undertaken in the
pastfiveyearsrelated to municipal pedestrianimprovements.
the town of columbia worked closely with ncdot to ensure
thatsidewalkswere provided onbothsidesof ushwy 64 dur-
ing a recent roadway project. the town also enhanced fea-
turesaround downtown including the main street features,
riverwalk boardwalk, and sitting park near town hall at the
river. future projects, including proposed development will
be required to provide pedestrian connectivity within and
awayfromthearea.

WEAKNESSES OF PEDESTRIAN SYSTEM

lack of sidewalks (in places): several important roadways in
the columbia area lack sidewalks. this is especially true along
Keiser drive, fonsoe street, elementary school road, ceme-
tery road, and road street extension (north to brickhouse).

existing sidewalk issues: in locations, especially along road
street and main street, there are utility poles in the sidewalk.
somerequirewalkingontothestreettogetaround. asidewalk

2-4 chapter 2 - existing conditions \yjdening or utility pole relocation should be considered.



lack of connectivity (in places): there are just a few gaps of
varying lengths in the existing sidewalk network. these gaps
create inhospitable space for pedestrians along roadways be-
tween existing sidewalk. one gap is found along main street
immediately in front of columbia middle school.

inadequate crossing facilities (table 2.1): while some cross-
ing features are present, both controlled and uncontrolled pe-
destrian crossings are incomplete and inadequate. thisis the
most significantissue in whichimprovements are necessary.

* some marked crosswalks are not highly visible.

¢ all crossings of us 64 require improvements, especially the
non-signalized crossings.

* some marked crosswalks need new paint.

* curb ramps are often incomplete, inadequate, or oriented
incorrectly.

heavy traffic: due to the large number of tourists, residents,
and workers traveling by automobile, traffic is heavy along us
64. this makes pedestrian crossings particularly dangerous
without signalization.

pedestrian behavior: many pedestrians dart across us 64 at
non-signalized and unmarked locations.

pedestrian crashes: anumber of pedestrian and bicycle crash-
es have occurred in columbia (as seen in map 2.3). about half
of these accidents have occurred along us 64 with concentra-
tions in the fonsoe residential area south of us 64, and at main
street/road street.

SPECIFICSITESOFCONCERN

1. us hwy 64 crossings

us 64/fonsoe street: dozens of schoolchildren and adult resi-
dents cross us 64 during the mornings and afternoons. cur-
rently, there are only marked crosswalks with actuated flash-
ing lights at the intersection. traffic moves through at high
speeds and schoolchildren have five lanes of traffic to cross.

us 64/road street: dozens of residents cross here regularly
without any pedestrian crossing accommodations or traffic
signal. to make matters worse, the curve of us 64 to the east
ofthisintersection createsvisibility issues.

us 64/Keiser drive: sidewalks do not exist along Keiser drive.
there are no pedestrian crossing features across us 64. food

pedestrian transportation plan

A utility pole in the sidewalk on the corner
of Main Street and Road Street.

A mother and two children wait patiently to
cross US Hwy 64 in the center turn lane at
the Road Street intersection.

re are 0 sidewalks to Trrell
Elementary School.
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2-6 chapter 2 - existing conditions

lion is @ major destination at that intersection.

2. fonsoe street, elementary school road, and Keiser drive
lack sidewalks in areas where many residents walk regularly
(including totyrrell elementary school). these roads are heav-
ily used by lower-income residents and children.

3. elementary school road has a posted speed limit of 55mph
(in addition to not having a sidewalk). motorists also travel at
high speeds along Keiser drive between elementary school
road and us 64. this poses a major danger to pedestrians.

4. residential roads just north of downtown often deal with
high-speedtraffic, especiallyalong marthastreetwherespeed
bumpsarenot present.

5. us hwy 64 bridge over the scuppernong river has 5.5’ side-
walk on north side, but drops directly to water and roadway
on either side. residents are not comfortable in this environ-
ment.

itis extremely rare for ncdot to retrofit existing bridges with
a railing/barrer between the sidewalk and travel lane. any
retrofit would not meet fhwa safety standards. an existing
bridge equipped with inner railing is designed with reinforced
railing embedded into concrete, while a retrofit would epoxy
boltsintothe sidewalkand would not be able towithstand a
vehicle, but it would protect pedestrians from steppinginto
thetravellane.

the town should continue working with ncdot on possible
solutionsontheushwy 64 bridge. restripingthelanetogive
a greater offset adjacent to the sidewalk is one idea to con-
sider.
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map 2.3 existing pedestrian conditions k ’\’
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chapter 3: recommended
pedestrian network

3.1 oVerView

this chapter contains a series of recommended changes to
the town of columbia’s physical environment that will create a
more connected, comprehensive pedestrian network. it pres-
ents the methodology, recommended pedestrian network fa-
cilities, and overall pedestrian network map. it also provides
detailed recommendations for intersection improvements.

the guiding philosophy in devising this network is the hubs
and spokes model. pedestrian corridors (spokes) should con-
nect to trip attractors (hubs) such as parks, schools, down-
town, shopping centers, and other pedestrian corridors. the
network then becomes a practical solution for pedestrian con-
nectivity.

shoppinG
centers/

libraries,
recreation
centers

downtown

greenways natural
areas

pedestrian transportation plan

chapteroutline:
3.1 oVerView
3.2 methodoloGY
3.3the pedestrian network
3.4 intersection improVements
3.5reGional connectiVitY
3.6 recommended pedestrian net-

work table and map
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town of columbia

successful development of the pedestrian network will re-
quire a long-term, cooperative effort between the town of
columbia, the local north carolina department of transporta-
tion division 1, and other local and state agencies. coopera-
tive effort is important because columbia cannot implement
recommendationsforpedestrianfacilities on stateand federal
roads without dot sanction.

3.2 methodoloGY

a variety of sources were consulted during the development
of the pedestrian network: previous plans and studies, maps
of existing pedestrian conditions, the consultant’s fieldwork in-
ventory, public input, and noted pedestrian trip destinations.
fieldwork included an examination of conditions at all major
intersections, conditions along primary corridors, conditions
at pedestrian hubs, and a consideration of gap connectivity.
map discussion and analysis was conducted at steering com-
mittee meetings and public meetings to pinpoint specific ar-
eas in need of pedestrian improvements.

Fieldwork was a key component in the
methodology for recommending appropriate
pedestrian treatments.

publicinput:
workshop

existing facilities

and current
field analysis recommendations
of current
conditions

pedestrian
network <—

direction from
town of columbia AN
and ncdot

steering
committee
input
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3.3 the pedestrian network

four main types of pedestrian projects have been identified
for the town of columbia and are outlined on the following
pages. they include 1) sidewalks, 2) crossing improvements,
3) multi-use trails (a.k.a, greenway trails and sidepaths), and
4) traffic calming. conceptually, these pedestrian recommen-
dations can be seen as a network of ‘hubs and spokes’, with
downtown columbia being the central point of connection
(see graph on page 3-1). parks, schools, shopping centers,
and other places where people might walk to and from are
the ‘hubs’, whereas sidewalks, crosswalks, trails, and other pe-
destrianfacilitiesarethe‘spokes’thatconnectthem.

the complete recommended network of sidewalks, cross-
ing improvements, trails, and traffic calming solutions can be
found on map 3.1 at the end of this chapter.

the network should be completed in phases (as prioritized at
the end of this chapter). however, individual projects within
the network could be developed as opportunities arise, re-
gardless of the order. also, new ordinances should make pe-
destrian accommodations a mandatory part of any commer-
cial or residential development, especially as recommended
in this plan (as discussed in chapter 4: policies and programs).
it is also recommended that any new development planned
within the town of columbia, provide effective pedestrian
connectivity via sidewalks and trails to downtown, schools,
and stores in multiple locations. new developments should
have several entrances/exits, accommodating vehicles, pe-
destrians, and bicyclists rather than utilizing only hwy 64.

SIDEWALKS

the recommended sidewalks in columbia aim to expand upon
the existing network of downtown sidewalks (map 3.1). these
are mainly along road street, road street extension, keiser
road, broad st/hwy 94, and small sections that fill key gaps
such as main st by the middle school. Guidance for the design
of sidewalk projects is provided in chapter 6.

road street extension - recommended sidewalk on both sides.
current row only provides five extra feet for sidewalk on one
side. additional row would need to be purchased to com-
plete sidewalk on both sides. sidewalk on both sides of road
stisimportant because itis a high speed roadway with many
curves that poses dangerous conditions for pedestrians.

main street (sidewalk gaps in front of middle/high school) -
complete sidewalk on both sides. current row is adequate
for the addition of sidewalkson both sides.

pedestrian transportation plan

A small gap in the sidewalk exists along
Main Street, in front of the middle school.
This is one of the recommended sidewalk
projects for Columbia.
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Photo visualization of

Food Lion shopping center
improvement. Safe pedestrian
access to shopping centers is

a critical aspect of a complete
pedestrian network.

3-4 chapter 3 - ped. network

fonsoe street - add sidewalk on east side south of us 64 (cur-
rent row allows for additional sidewalk on one side). row is
limited on north side so consider closing fonsoe to thru traffic
on north side of us 64. a

keiser drive - add sidewalk on west side (row is adequate for
this additional sidewalk). @

nc 94 (s. broad street from scotsville to elementary school)
- addsidewalkonboth sides (adequate row exists).

food lion - sidewalk connecting us 64 sidewalk to entrance

of store. @

Green street - fill sidewalk gap between road st. and existing

sidewalk @

PEDESTRIAN FRIENDLY INTERSECTION
IMPROVEMENTS

many of the recommended pedestrian improvements are lo-
cated at intersections. consultant fieldwork and public input
helped to identify numerous intersections that are in need of
minor to significant pedestrian facility improvements (map
3.1). detailed recommendations are provided on the follow-

ing pages.

theseintersectionsinclude:
* hwy 64/road st
* hwy 64/fonsoe st



* hwy 64/la keiser drive

* hwy 64/broad street

* main street/broad street
* main street/road street

* main street/fonsoe street

it is also recommended that improvements be made to all
streets that intersect with highway 64 by adding highly-visi-
ble marked crosswalks acrossthose intersecting streets. these
streets include water st, kohloss st, main st, and state road
1238.

pedestrians have a much greater risk of being struck by a ve-
hicle when crossing a roadway as opposed to walking on the
shoulder or sidewalk beside it. nationally, nearly 75% of all po-
lice-reported pedestrian crashes involve pedestrians crossing
roadway travel lanes.

at a minimum, intersections with sidewalks approaching in-
tersections should possess curb cuts with ramps and marked
crosswalks (which helps to satisfy the standards set forth by
the american disability act of 1991). major intersections could
have a variety of improvements, such as pedestrian-activated
crossing and countdown signals, curb extensions, medians,
and pedestrian refuge islands. some of these treatments have
been proven to reduce crashes, as shown in the 2007 fhwa
crash reduction factors study (http://safety.fhwa.dot.gov).
the table below shows some typical countermeasures and as-
sociated crash reduction factors from that study.

GREENWAYS/SIDEPATHS/MULTI-USE TRAILS

a greenway is defined as a linear corridor of land that can be
either natural, such as rivers and streams, or man-made, such
as utility corridors or abandoned railroad beds. most green-
ways contain trails. Greenway trails can be paved or unpaved,
and can be designed to accommodate a variety of trail users,
including bicyclists, walkers, hikers, joggers, skaters, horse-
back riders, and those confined to wheelchairs (hence, the
term ‘multi-use trail’).

Greenway corridors can serve environmental purposes, pro-
tecting forests, enhancing water quality, and offering ample

pedestrian transportation plan

An off—rod th .. rquire boarulk
in places on the north side of Elementary
School Road.
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opportunities for environmental education. Greenway trails
can be constructed of natural materials, gravel, crushed stone,
asphalt, or concrete, depending upon the projected usage and
surrounding landscape. Greenway trails in columbia should
be integrated with and serve as an off-road extension of the
on-road pedestrian network. proposed greenway/boardwalk/
multi-use trail corridors for columbia are illustrated on map
3.1.

these greenway/boardwalk/multi-use trails include:

*elementary school road from broad st/hwy 94 to state road
1326 (row is adequate here).

On residential roads where right-of-way is
limited, traffic calming measures should be
implemented. A number of pedestrians walk
in the roadway regularly on Kohloss for
example.

* cemetery street/state road 1210 (row is adequate here) '@

* hwy 94 from elementary school road to the new red wolf
national wildlife refuge center

* hwy 64 from existing sidewalk over bridge to the town of

creswell in the west. @

this is a planning level of analysis for trail corridors. each trail
project should still have its own public input process, spe-
cifically including the property owners adjacent to each cor-
ridor. particular attention should be given to environmental
conditions (especially wetlands), and the design of landscape
screening, fencing, and other treatments that help ensure the
privacy (if so desired) of adjacent properties. the benefits of
greenways (economic, environmental, etc), which are outlined
in chapter 1 of this plan, should also be emphasized during
the planning process for specific greenway corridors.

TRAFFIC CALMING

traffic calming measures help to reduce the speed of vehicles
on particular streets where pedestrian and bicycle activity is
high. the town of columbia is challenged by limited right-
of-way on many residential streets so sidewalks are often not
an option. still, pedestrians are abundant here. in order to
help pedestrians safely travel on these types of streetsitis rec-
ommended that features such as speed humps, chicanes, and
landscaping, and speed limit reduction be utilized on a case-
by-case basis. these features help to both slow traffic and en-
hancethevisual appeal of residential neighborhood streets.

for more information on traffic calming treatments, see chap-
ter 6: design Guidelines and see: http://www.walkinginfo.
org/pedsafe/pedsafe_curbl.cfm?cm_num=-4

3-6 chapter 3 - ped. network



proposed traffic calming measures for columbia areillustrated
on map 3.1. the streets recommended for these traffic calm-
ingmeasuresare:

' martha street

* bridge street

¢+ columbia street
*Virginia avenue
¢+ scotsville street
¢+ state road 1238
¢+ kohloss street

' railroad street

streets where speed limits should be reduced to make it safer
for pedestrians:

» elementary school road

+ keiserroad

3.4 intersection improVements

roadway crossingsin columbia posethelargestsafetyriskto
pedestrians. this is of special concern for crossing of us 64.
in order to create safer conditions for pedestrians, there are
significantchangesthatneedtobe made. coordination with
ncdot will be critical.

US HWY 64 CROSSINGS

significant amounts of pedestrians cross us 64 regularly. the
most common crossing points are at fonsoe, road, and keiser.
while the most ideal scenario for pedestrians would be the
addition of traffic stoplights, this implementation is not likely.
currently, warrants do not exist to add traffic lights because
incoming traffic counts to us 64 are too low. still, a number
of roadway treatments can make it safer for pedestrians in-
cluding the addition of median islands, highly-visible marked
crosswalks, and improved curb ramps.

based on meetings with ncdot division 1, the following rec-
ommendations are the most realistic solutions. itis recom-
mendedthatafuture, moredetailed study ofthe us 64 corri-
dorbeconducted. conceptualimprovementdrawingsofthe
us 64 corridor that address these crossing improvements can
befoundattheendofthischapter.

The most impactful, potential improvement is the median ref-
uge island along US 64. NCDOT staff, at the time of this study,
were interested in this treatment as a possible improvement.
It is recommended that the Town of Columbia, through their

pedestrian transportation plan
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STEP grant, develop a plan with NCDOT to develop a median
refuge island along US 64 from the bridge to the Food Lion.

a conceptual design improvement for the us 64 corridor is
showninmap3.2.

(a large number of schoolchildren cross us hwy 64 at this lo-
cation. there also is a park on the se corner, a convenience
store on the sw corner, and residential areas on both sides).

Alternative 1 H 4/Fon

short-term

» complete sidewalk on fonsoe (north side).

v stripe high visibility marked crosswalks going across fonsoe
bothsides.

* reconstruct falsely aligned existing curb ramps.

* reduce speed limit on us hwy 64, at least for school zone
and during school arrival and departure times (add school
zone signage and flashing lights). then, enforce speeding and
appropriate pedestrian behavior.

* add a trained crossing guard during school arrival and de-
parture times.

+ add curb extensions across fonsoe to reduce turning radii.

long-term
» add median refuge for traffic calming and to create island of

safety (currently pedestrians have to dart across five lanes of
traffic).

Alternative 2 (US Hwy 64/Fonsoe)

short-term

same as alternative 1 except:

* close off fonsoe access to/from us 64 (north side of intersec-
tion)

long-term
' same as alternative 1

!a ‘arge num!er o! people cross us hwy 64 at this location.

there is a lower-income neighborhood on the south side of
us hwy 64, a convenience store on the nw corner, and resi-
dential on both sides. also, thisis a blind curve for pedestrians
crossing fromthe north side facing east).

short-term
¢ stripe high visibility marked crosswalks going across road



both sides and one high visibility marked crosswalk across us
hwy 64.

* reconstruct falsely aligned existing curb ramps and con-
structnew curbramps.

* use advanced-warning signage.

» enforce speedingand appropriate pedestrian behavior.

» add curb extensions across road to reduce turning radii
(while not altering heavy vehicle movements).

long-term
* add median refuge for traffic calming and to create island of

safety (currently pedestrians have to dart across five lanes of
traffic).

s Huy 64/Broad [19)

(a large number of people cross us hwy 64 at this location.
crossing us hwy 64 connects residential, commerical, down-
town, and the Visitor center. in its current state, this intersec-
tion is the safest for pedestrians because of the stoplight and
existing pedestrian features. there are stillimprovements that
can be made.)

short-term

* restripe marked crosswalks to make them highly visible.
* reconstruct falsely aligned existing curb ramps.

* use advanced-warning signage.

» enforcespeedingand appropriate pedestrian behavior.

long-term
» add median refuge for traffic calming and to create island of

safety (currently pedestrians dart across five lanes of traffic).

(a large number of people cross us hwy 64 at this location to
get to locations such as the food lion, dollar General, and the
elementary school).

short-term

v stripe high visibility marked crosswalks going across keiser
on both sides and one crosswalk across us hwy 64.

* reconstruct falsely aligned existing curb ramps and con-
structnew curb ramps.

* use advanced-warning signage.

» enforce speeding and appropriate pedestrian behavior, and
consider crossing guard.

* add curb extensions across keiser to reduce turning radii.

long-term
» add median refuge for traffic calming and to create island of

safety (currently pedestrians have to dart across five lanes of
traffic).

pedestrian transportation plan
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Above: Faded crosswalk at Main Street and
Fonsoe Street from pedestrian perspective.
Below: The same crosswalk from motorist’s
perspective (barely visible).

Photo visualization of crossing
improvement that is more visible for
motorists.
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OTHER IMPORTANT TOWN CROSSINGS

(a large number of low-income residents and schoolchil-
dren cross at this location near the middle school and high
school.)

s restripe faded marked crosswalk with high visibility marked
crosswalk.

* add curb extensions for both sides of main street. this will
calm traffic, make pedestrians/motorists more visible to each
other, and reduce crossing distance.

* consider in-roadway pedestrian signage if space allows.

(the downtown area sees a large amount of pedestrian traffic.
churches, commercial destinations, the library, and residential
areas are all present).

* make intersection a four-way stop.

¢ stripe high visibility marked crosswalks all ways (consider
brick pavers for unique downtown feel).

¢+ construct new curbs and reconstruct curb ramps.

+ add lengthy curb extension and extend sidewalk along main
street on sw corner (in front of auto repair store). this will ex-
tendthesidewalk acrossalarge driveway entrance.

» add curb extension/bulb-out at se corner of intersection
where currently on-street parking exists. this will enhance vis-
ibility between pedestrians and motorists and reduce cross-
ing distance.

*» see aerial photo graphic on next page for more detail.

@

(a large number of people walk along road street and main
street in this residential area).

¢ stripe high visibility marked crosswalks all directions.

¢ reconstruct falsely aligned existing curb ramps and con-
structnew curbramps.

» add pedestrian countdown signals.

¢+ use advanced-warning signage.

+ add curb extensions on ne corner of intersection.

**highly-visible marked crosswalks are recommended at sev-
eral locations along the existing us 64 sidewalk for crossing
over intersecting roadways. these are shown in maps 3.1 and
3.2 butare notincluded intable 3.1.
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Main Street/Broad Street Intersection
Improvement Project
Conceptual Design*
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*Design above is only conceptual and should not substitute for a more detailed analysis and study.

chapter 3 - ped. network 3-11



town of columbia

Above: Photo visualization of intersection
improvement at Main Street and Road
Street.
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3.4 reGional connectiVitY

the town of columbia should look beyond its town limits and
link pedestrian facilities to neighboring and regional destina-
tions.

it is recommended that columbia coordinate efforts with
surrounding communities, the rpo, and tyrrell county to cre-
ate long distance connections for alternative transportation
and recreation, particularly through greenway corridor devel-
opment. regional greenway trail connections will encourage
and draw individuals to columbia from surrounding areas.
opportunities can come along stream or rail corridors. there
are also opportunities to connect into the regional mountains
to sea trail system. also, a sidepath along hwy 94 would pro-
vide a connection to the new red wolf facility.

3.5 recommended network table and map
factors that influence project priority are the same that in-
fluenced the development of the overall recommendations,
such as public input, steering committee input, field analy-
sis, etc. (see “inputs for pedestrian network development” at
startofthischapter).thetable on page 3-13 showsshort-term
projects for pedestrian improvements along roadways and
potential greenway/trail corridors; intersection improvements
are prioritized according to the roadways they serve. the pri-
ority on each of these projects was ranked by connectivity im-
portance and location. the target dates for completing these
projects will depend primarily on level of funding and coordi-
nation putforth forimplementation, all of whichisthe subject
of chapter5.

the following pages provide detailed project mapping, de-
scriptions, and cost estimates.
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table 3.1 recommended pedestrian network

Short-Term
Proje Distance Short-Term Key Cost
Numb Type Location To From R Priority | (Feet) Tr Estimate | Ci
High visibility marked
. Major school crossing ; crosswalks across Fonsoe;
Int: ti Huwry 64/F St High
i [ECISEN Wyl Eonoce and park/playground e 1 curb extensions on il
Fonsoe
Major crossing for ct‘:)i:\.\\::l;:!tc\:;:sarlﬁk::d Adjacent
2 Intersection Hwy 64/Road 5t residents to High MA $18,250 commercial
and US 64; curb
downtown and stores y owner
extensions on Road
Major crossing for High visibility marked
: : residents to stores o crosswalks across Keiser
3 Intersection Hwy 64/Keiser Dr. e High MA and US 64: curb $18,250
School extensions on Keiser
e Many people walkin Reduce posted speed
4 sncediimita] | Hementanyschoat s | o, |t e ks coemcsit $0
Reduction Rd & Keiser Dr. i . Lo
speed limits limit
Right-of-way
Connects Elementary
Multi-U: El t School Broad d
5 Tra_l::s_ de\:lk Sl :;V o0 o ﬂ:‘ja o | Keiseror School with High 2740 Multi-use Trail $205,500 | a:'a e/
e U neighborhoods pog i
drainage
Connects Middle
Sidewalk (Both | Main Stin front of School with :
[ 5 . High 610 Sidewalk 45,750
Sides) Middle School neighborhoods and | his 2
fills sidewalk gap
Sidewalk (Both Elementar Connects Elementary ngh::;-wav
7 3 Broad St/Hwy34 | Scotsville St ¥ School with High 200 Sidewalk 567,500 .
Sides) School Rd topographic/
neighborhoods A
drainage
Sidewalk {another Right-of-way
Connects Elementary %
. Fonsoe St/State Rd . Elementary 4 . alternative closes access and
8 Sidewalk Main 5t School with High 1420 $106,500 2
1323 School Rd 4 from Fonsoe to US 64 4 topographic/
neighborhoods : :
(north side)) drainage
High wisibility marked
9 Intersection Main 5t/Fonsoe St Major school crossing|  High MNA crosswalk and two curb 515,000
bulbouts
E High visibility marked o
I downts Utility pol
10 Intersection Main 5t/Road 5t a.Jor GWI'_I Sk High NA crosswalks; curb ramps, $60,250 £ I. s
intersection _ in sidewalk
one curb extension
Right-of-way
2 3 Elementary | Connects 5tores with < . and
Sid. Ik K Hwy 64 High Sid Ik
0 Ieewa Elzer WY, School Rd Elementary School 8 by eewa $105,000 topographic/
drainage
Mot dBuntownh High wvisibility marked Adjacent
12 Intersection Main 5t/Broad 5t .J 2 Mid MNA crosswalks; two curb $48,250 commercial
intersection :
extensions OWNErS
Right-of-way
Connects
Sidewalk (Both | Road 5t/State Road and
13 ' w { © sl Green 5t Brickhouse | neighborhood with Mid 5280 Sidewalk $396,000 A
Sides) 1209 topographic/
downtown 2
drainage
S Right-of-wa
Existin Fills in gap between g and ¥
14 Sidewalk Green 5t Road 5t i H neighborhood and Low 220 Sidewalk 516,500 :
Sidewalk topographic/
downtown :
drainage
Food Lion Parkiny LG R'Bh:::""'a\’
15 Sidewalk & connection from Hwy| Low 500 Sidewalk $37,500 .
Lot topographic/
64 to store s
drainage
Right-of-way
Multi-Use Cemetery Rd Provides a . . and
16 e . = L 2500 Multi- Trail 332,500 .
Trail/Sidewalk (entire street) recreational loop o wiktise e w332, topographic/
drainage
Multi-Use Elementar New Re ol Connects Town with ngh:::ﬂ-wav
<! . Ll - 4
17 i Hwy 94 South Y | Nat. wildlife Low 5280 Multi-use Trail $702,240 )
Trail/Sidewalk School Rd Center topographic/
Ref. Center :
drainage
v Existing
Multi-U: Ti f
18 bt Hwy 64 West sidewalk on Sl Connects Towns Low 47000 Multi-use Trail $3,525,000 | Right-of-way
Trail/Sidewalk = Creswell £
Bridge
; Major intersection High-visihility marked
Intersection Hwy 64/Broad 5t. Lo
L nierse Wyct/Bio through town W DA crosswalks; $1,150
Total $5,718,390
* Project Sheet does not include Traffic Calming 0.15
|Measures 15% Contingency $857,759
|Grand Total| $6,576,149

Project numbers
correspond to
numbers throughout
chapter and on map
on following page.
Cost estimates

do not account

for right-of-way
acquisition costs.

k3-13



TOWN OF COLUMBIA

3-14 CHAPTER 3 - PED. NETWORK



map 3.1 recommended pedestrian network k ’\’

Bchool Mainteance

Playground

R}

jfonvemence Store

94

Connect all new development into existing

sidewalk network leading into Downtown

2
|

mploymen

--/

° 64
Restarrrant 64

Dgllar General

Recommended
Pedestrian
Network

c Project Number (corresponds
to Table 3.1)

Y  Intersection Improvements

@® Destinations

Proposed Crosswalk

Proposed Railing

- Proposed Sidewalk

- Proposed Trail

eesssecee Proposed Traffic Calming
Existing Crosswalk
Existing Sidewalk

- EXisting Boardwalk

Roads

State Parks

Water

Town Boundary
-—
( ) Future Development

- (future residential/mixed-use
neighborhoods)

1Miles
0 0.25 0.5




town of columbia pedestriantransportation plan
chapter 3 pedestrian network

US 64 Corridor
Conceptual
Design
Improvements

example of a raised median refuge with
marked crosswalk. signage is critical too
and overhead signage is one option. image
from pbic library (http://www.pedbikeim-
ages.org).

this graphic only represents a conceptual design for us 64. it is recommended that a further, more detailed corridor study is conducted to address the very important issue of pedestrian safety along us 64. for example, ac-
cess removal along certain roads intersecting us 64 is a potential approach to provide for a safer pedestrian environment and to allow for the more efficient flow of motor vehicle traffic.
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chapter 4: programs and
policies

4.1 oVerView

meeting the goals of this plan will not only require new facili-
ties; it also requires implementation of pedestrian-related pro-
grams and policies. this chapter outlines recommended pro-
grams, policies, and in some cases, policy changes for the town
of columbia to meet the needs of pedestrians that cannot be
met through facility construction alone.

4.2 program recommendations and resources
pedestrian-related programs fall into three main categories:
education, encouragement, and enforcement. the programs
listed below are provided to demonstrate the variety of oppor-
tunities that exist for promoting walking and active lifestyles in
columbia. the town currently has a historic district walking
tour and has held a walk for fitness effort. the town should ex-
pand programs to reach more people. the town should work
with local volunteers and local community organizations to ini-
tiate at least one of the following programs or events (which-
everaredeemedthe mostappropriate and/orfeasibletothose
organizing) within the first year of adopting this plan.

4.1.1 education

education actions

' supportthe creation of local bicycle and pedestrian advocacy
group.

+ consider sponsoring a training session for pedestrian design/
review

* enhance and market the current downtown walking tour of
downtown historical/cultural sites

¢ establish outdoor classrooms utilizing interpretative signage
in open space, parks, and on future trails.

+ download a variety of safety materials for distribution to vari-
ous age groups and at multiple events and locations

chapteroutline:
4.1 oVerView
4.2 program recommendations and

resources

4.3 policY reView and recommendations

A bicycle and pedestrian advocacy group
would assist the Town in implementing the
recommendations of this Plan, especially
programs.
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Pedestiion and Fepde lofcimation Cente

chapter 4- programs & policies

education program information

Bicycle and Pedestrian Advocacy Group

the town of columbia should support the creation of a local
bicycle and pedestrian advocacy group. even though this is a
pedestrian plan, the needs and objectives of bicycle and pe-
destrian advocates are closely related, and stand to benefit
mutually from their combined efforts. local advocacy groups
are beneficial resources for promoting safety, providing feed-
back on opportunities and obstacles within the bicycle and
pedestrian system, and coordinating events and outreach
campaigns (such as the programs outlined throughout this
section). advocacy groups also play a critical role in encourag-
ing and evaluating the progress of overall plan implementa-
tion.

Public Education

educational materials can focus on safe behaviors, rules, and
responsibilities. information may include important pedestri-
an laws, bulleted keys for safe pedestrian travel, safe motor ve-
hicle operation around pedestrians, and general facility rules
and regulations. this safety information is often available for
download from national pedestrian advocacy organizations,
such as the pedestrian and bicycle information center web-
site, www.walkinginfo.org.

information can be distributed through brochures, newslet-
ters, newspapers, bumper stickers, and other print media that
can be inserted into routine mailings. it can also be posted
on municipal websites. local events should be utilized to dis-
tribute information and a representative from the pedestrian
advocacy group can answer questions related to pedestrian
safety. a booth could also be used to display safety informa-
tion atvariouscommunity events.

Internal Education

‘internal’ education refers to the training of all people who
areinvolvedinthe actualimplementation of the pedestrian
transportation plan. internal training will be essential to insti-
tutionalizing pedestrian issues into the everyday operations
of engineering, planning, and parks and recreation depart-
ments. Keytown staff, members ofthelocal planningboard,
rpo, ncdot division 1 staff, and tyrrell county staff should
all be included in training sessions whenever possible. this
training should cover all aspects of the transportation and
development process, including planning, design, develop-
ment review, construction, and maintenance. this type of ‘in-
reach’canbeintheform of brown baglunches, professional
certification programs and attendance at special sessions or



conferences. even simple meetings to go over the pedestrian
plan and communicate its strategies and objectives can prove
useful for staff and newly elected officials that may not have
otherwiselearnedabouttheplan.

Environmental and Historic Education/Interpreta-
tion

educational programs and interpretative signage could be de-
veloped along future trails and pedestrian routes. greenway
trails provide opportunities for learning outside the classroom.
specific programs that focus on water quality and animal
habitat are popular examples. events such as learning walks
about specific animals or insects, tree identification, wildflow-
er walks, environmental issues, stewardship education, and
sustainability could be led by area experts. also, simple educa-
tional signage would offer interactive learning opportunities
for people who use the trail.

Interpretive Trails/Guided Tours

an educational component to the pedestrian network could
be added by developing historical, cultural, and environmen-
tal themes for the facilities. the current historic district walk-
ing tour can be enhanced by creating guided, walking tours
throughout the town, using signage to identify the events,
architecture, and culture that make the town of columbia
unique, such as the natural features of the lake and surround-
ing area. these tours should be simple to navigate and should
stand alone as an amenity. however, brochures can be used
to supplement signage with more detailed information and a
map of the tour. other ideas to supplement the signage could
be organized “talks” orlectures bylocal experts.

education resources

america walks is a national coalition of local advocacy groups
dedicated to promoting walkable communities. their mission
is to foster the development of community-based pedestrian
advocacy groups, to educate the public about the benefits of
walking, and, when appropriate, to act as a collective voice for
walking advocates. they provide a support network for local
pedestrian advocacy groups. http://americawalks.org

safe_ communities is a project of the national highway traffic
safety administration (nhtsa). nine agencies within the u.s.
department of transportation are working together to pro-
mote and implement a safer national transportation system
by combining the best injury prevention practices into the
safe communities approach to serve as a model throughout
the nation. http://www.nhtsa.dot.gov/safecommunities

pedestrian transportation plan

Interpretive signage stimulates
additional interest in walkways.
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Educational campaigns and posters can help
communicate a pedestrian safety message.
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speed campaign tool Kit. the intent of this national highway
traffic safety administration (nhtsa) tool kit is to provide
marketing materials, earned media tools, and marketing ideas
for communities to distribute to fit local needs and objectives
while at the same time partnering with other states, commu-
nities, and organizations all across the country on a speed
management program. it includes messaging and templates
you may choose from to support your speed management ini-
tiatives. free tV and radio materials, posters, billboards, and
other media materials can be downloaded here: http://www.
nhtsa.gov/speed/toolkit/index.cfm example posters below:

stepping out is an online resource for mature adults to learn
about ways to be healthy by walking more often, and walk-
ing safely. www.nhtsa.dot.gov/people/injury/olddrive/step-
pingout/index.html

‘pedestrian fatalities related to school travel’ is a fact sheet
pertaining to school age children (nhtsa).
http://www.nhtsa.gov/gtss/kit/pedestrian.html




safe Kids worldwide is a global network of organizations
whose mission is to prevent accidental childhood injury, a
leading killer of children 14 and under. more than 450 coali-
tions in 15 countries bring together health and safety experts,
educators, corporations, foundations, governments and vol-
unteers to educate and protect families. Visit their website to
receive information about programs, involving media events,
device distribution and hands-on educational activities for
kids and their families.

http://www.safekids.org/

rules of the road for grandchildren: safety tips is an informa-
tion website for grand parenting. if you are a grandparent, you
can play an important role in teaching your grandchildren the
“rules of the road.” aarp.
http://www.aarp.org/confacts/grandparents/rulesroad.html

‘streets in america are unsafe and unforgiving for Kids’ article
by the pedestrian safety roadshow. u.s. department of trans-
portation. federal highway administration.
http://www.tfhrc.gov/safety/pedbike/articles/unsafe.htm

‘focusing on the child pedestrian. pedestrian information re-
lated to children from the fhwa. http://safety.fhwa.dot.gov/
roaduser/pdf/pedfacts.pdf

eat smart, move more is a statewide movement that pro-
motes increased opportunities for healthy eating and physical
activity wherever people live, learn, earn, play and pray. http://
www.eatsmartmovemorenc.com/

ncdot division of bicycle and pedestrian transportation pro-
vides significant information related to pedestrian program-
ming.

http://www.ncdot.org/transit/bicycle/

4.1.2 encouragement

encouragement actions

* encourage children to walk to school, safely, through a com-
bination of programs, listed under encouragement resources
¢ establish awareness days

» encourage the establishment of walking clubs

+ use pedestrian facilities, particularly trails, to promote causes
and hold special events for causes

¢ utilize future greenways for artwork and plantings

pedestrian transportation plan

Walk to school days and walking school
buses are great ways to encourage children
to walk and to educate children in safe
pedestrian behavior.
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encouragementprograminformation

School Programs

many programs focus on developing safer pedestrian facili-
ties around schools. programs can be adopted by parents and
schools to provide initiatives for walking.

community leaders, parents and schools across the u.s. are
using safe routes to school programs to encourage and en-
able more children to safely walk and bike to school. the na-
tional center for safe routes to school aims to assist these
communities in developing successful safe routes programs
and strategies. the center offers a centralized resource of in-
formation on how to start and sustain a safe routes to school
program, case studies of successful programs as well as many
other resources for training and technical assistance. for more
information on safe routes to school, refer to the ‘encourage-
ment resources’ section below.

Awareness Days/Events

regular or annual events can be devoted to a theme to raise
awareness and celebrate issues relating to that theme. a gre-
enway and its amenities can serve as a venue for events that
will put the greenway on display for the community. major
holidays, such as July 4th, and popular local events serve as
excellent opportunities toinclude pedestrian information dis-
tribution. the following are examples of other national events
thatcan be used toincrease use of pedestrian facilities:

walk to work day/international car free day (september 22)
designate one day a year for people to walk to work to help
advance programs, promoteactiveliving,and raiseawareness
for environmental issues. walk to work day can be at the end
of an entire week or month of pedestrian promotional activi-
ties, including fitness expos, walking and jogging group ac-
tivities, running and bicycling races and rides, etc.

“strive not to drive day”

this event example, from the town of black mountain, nc, is an
annual event to celebrate and promote the town’s pedestrian
achievements for the year throughout their region. awards for
pedestrian commuters, as well as booths, contests, and other
events are organized through their local rpo. a similar event
could be held in columbia, as the pedestrian plan is imple-
mented.
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national trails day
this event is held every year in June. other events, competi-
tions, races, and tours can be held simultaneously to promote
trails in columbia.

earth day
earth day is april 22nd every year and offers an opportunity

to focus on helping the environment. efforts can be made to
encourage people to help the environment by walking to des-
tinations and staying out of their vehicles. this provides an ex-
cellent opportunity to educate people of all ages.

use facilities to promote other causes

pedestrian facilities, especially trails, could be used for events
that promote other causes, such as health awareness. not
only does the event raise money/publicity for a specific cause,
but it encourages and promotes healthy living and an active
lifestyle, while raising awareness for pedestrian activities.
non-profit organizations such as the american cancer soci-
ety, american heart association, and the red cross sponsor
events such as breast cancer walk, diabetes walk, etc.

Pedestrian Activities/Promotion within Local Orga-
nizations

the town of columbia has numerous organizations that could
help to promote pedestrian activities (e.g. the local chamber
of commerce, local schools/ptas, etc). education, enforce-
ment, and encouragement programs can be advertised and
discussed in local organization newsletters, seminars, and
meetings. such organizations could even organize their own
group walks, trail clean-ups, and other activities listed in this
section.

Above: An example of art along a trail in
Minneapolis, MN; Below: A Girls on the Run
event in Spartanburg, SC.

Artinthe Landscape

the inclusion of art along pedestrian corridors and future
trails would encourage use of facilities and provide a place
for artwork and healthy expression to occur. artwork could be
displayed in a variety of ways and through an assortment of
materials. sculpture gardens could be arranged as an outdoor
museum. art through movement and expression could be
displayed during certain hours during the day or during sea-
sonal events. an “art walk” could be established as an event
featuring destinations throughout the town that display local
art. artwork can be provided by local schools, special interest
clubs and organizations, or donated in honor or memory of
someone.
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Partuers for Beautification

Adopt-A-Trail
Program

breathe
bl

Breathe Christian Community

“For adoption information call 604 244-1208"

The adopt-a-trail program is a great means
to get people active on the trail and to assist
the Town in routine maintenance.

Below: A Safe Routes to School event in
Durham, NC.

Y
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Walking/Running Clubs

neighborhoods, local groups, or businesses could promote
walking or running clubs for local residents or employees to
meet at a designated area and exercise on certain days before
or after work, during lunch breaks, or anytime that works for
the group. this informal group could be advertised on local
bulletin or information boards. these clubs could be special-
izedtoattractdifferentinterestgroups.examplesinclude:

+ relay for life (cancer support)

» mother’s morning club (mom’s with strollers)

v girlsonthe run

+ walking wednesdays (senior groups)

+ weekend walkabouts

¢ lunch bunch (workers who run during their lunch hour)

Adopt-A-Trail

local clubs and organizations provide great volunteer ser-
vices for maintaining and patrolling trails. this idea could be
extended to follow tour routes or specified streets/sidewalks.
a sign to recognize the club or organization could be posted
as an incentive to sustain high quality volunteer service. the
boy scouts of america serve as a good model for participation
in this type of program.

Revenue Generating Events

the town of columbia should consider holding events that
can help fund future facilities. program and event ideas that
could be used to generate revenue in columbia include:

' races/triathlons (fees and/or donations)

+ educational walks/nature walks/historic walks (fees and/or
donations)

+ fund-raisersincluding dinners/galas

* concerts (fees and/or donations)

¢+ events coincident with other local events such as fairs, festi-
vals, historic/folk events, etc.

encouragement resources

safe routes to school is a national program with $612 mil-
lion dedicated from congress from 2005 to 2009. local safe
routes to school programs are sustained by parents, com-
munity leaders, and citizens to improve the health and well-
being of children by enabling and encouraging them to walk
and bicycle to school. recently, the state of north carolina has
started the nc safe routes to school program based off of the
national program. the state has funding for infrastructure im-
provements within 2 miles of schools. this funding can also be
used towards the development of school related programs to
improve safety and walkability initiatives. the state requires
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the completion of a competitive application to apply for fund-

ing and a workshop at the school to determine what improve-
ments are needed. http://www.saferoutesinfo.org

national walk our children to school day is usually held in oc-
tober with the objective to encourage adults to teach children
to practice safe pedestrian behavior, to identify safe routes to
school, and to remind everyone of the health benefits of walk-
ing. to register walking events in columbia, go to the main
webpage, and follow the international walk to school links:
www.walktoschool-usa.org

walk a child to school in north carolina. a growing number
of community groups throughout the nation, such as health
professionals, ‘smart growth’ advocates, traffic safety groups,
local ptas, and elected officials, are promoting walking to
school initiatives. in north carolina, walk a child to school
programs have gained a foothold and are growing each vyear.
to date more than 5,000 students in 12 communities in the
state have participated. http://www.walktoschool.org

‘preventing pedestrian crashes: preschool/elementary school
children’ provides information to parents on pedestrian risks
for preschool and elementary school children. information
about the safe and sober campaign is available on the nht-
sawebsite. www.nhtsa.dot.gov/people/outreach/safesobr/
15gp/web/sbprevent.html

A Walk to School Day event in Spartanburg,
SC.

Kidswalk-to-school is a resource guide to help communities
develop and implement a year-long walk-to-school initiative;
sponsored by the centers for disease control and prevention.
http://www.cdc.gov/nccdphp/dnpa/kidswalk/

4.1.3 enforcement

enforcementactions

*local police should use targeted enforcement to focus on key
issues such as motorists speeding, not yielding to pedestrians
in crosswalks, parking on sidewalks, etc.

» conduct a pedestrian and motorist enforcement campaign
in the summer of 2010 to crack down on speeding and illegal
pedestrian crossings.

* require all crossing guards to complete an ncdot crossing
guardtrainingprogram

¢ establish a crossing guard program for peak school hours

+ develop a simple brochure that outlines local leash laws, to
be distributed as warnings from police officers and as educa-
tion tools at pet stores and veterinarian offices. this may help
to decease incidents where pedestrians are intimidated or
even harmed by unleashed dogs.
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Crossing guards play very important roles in
assuring the safety of children when coming
and going to school.
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enforcementprograminformation

Motorist Enforcement

based on crash data analysis and observed patterns of behav-
ior, local police can use targeted enforcement to focus on key
issues such as motorists speeding, not yielding to pedestrians
in crosswalks, parking on sidewalks, etc. in columbia, enforce-
ment is critical along us hwy 64 where motorists often speed
through town. speed trailers, ticketing, and traffic calming
campaigns should be used. also, sidewalk parking is often
not enforced but should be in order to maintain pedestrian
accessibility, avoid maintenance issues, and comply with local
ordinances. all of these key issues should be targeted and en-
forced consistently. the goal is for pedestrians and motorists
to recognize and respect each other’s rights on the roadway.

the ncdot division of bicycle and pedestrian transportation
funded a study on pedestrian issues, including school zone
safety, and decided to establish a consistent training program
forlaw enforcement officers responsible for school crossing
guards. according to the office of the north carolina attor-
ney general, school crossing guards may be considered traffic
control officers when proper training is provided as specified
ings20-114.1.

for more information, visit http://www.ncdot.gov/bikeped/
researchreports/

Pedestrian Enforcement

it is also critical for pedestrians to obey proper laws when
walking in columbia. for example, pedestrians should use de-
signed crosswalks when crossing roadways, especially us hwy
64. educational and enforcement campaigns should occur to
teach residents about proper behaviors.

also, observations made by local trail and pedestrian facility
users can help to identify conflicts or issues that require atten-
tion. to maintain proper use of trail facilities, volunteers could
patrol trails, particularly on the most popular trails and on
days of heavy use. the volunteer patrol can report suspicious
or unlawful activity, as well as answer any questions a trail user
may have. the volunteer patrol could be a responsibility of a
pedestrian advocacy group or a neighborhood crime watch

group.



enforcement resources

ncdot school crossing guard program
http://www.ncdot.gov/bikeped/about/training/school_cross-
ing_guard/I

ncdot’s a guide to north carolina bicycle and pedestrian
laws. http://www.ncdot.gov/bikeped/lawspolicies/

for an online resource guide on laws related to pedestrian and
bicycle safety (provided by the national highway traffic safety
administration), visit
www.nhtsa.dot.gov/people/injury/pedbimot/bike/resource-
guide/index.html

4.3 policY reView and recommendations

while the physical recommendations described in this plan
represent an overall pedestrian network, strong pedestrian-
oriented policies and regulations are also necessary to ensure
these facilities are developed, especially when new develop-
ment takes place. the recommended policy statements would
help the town of columbia achieve its vision of becoming a
pedestrian-friendly community. town planning staff should
become familiar with these policies and regulations to en-
sure the full suite of policy tools are used and enforced. fur-
ther tools to initiate pedestrian development are described in
chapter 5 and the appendices.

policy statements that require pedestrian facilities with de-
velopment must be somewhat flexible and practical within
regulations for physical restrictions. all decisions need to be
environmentally sensitive. sidewalk locations and widths may
need to be modified on a case-by-case basis. there must be
a proven environmental constraint for pedestrian modifica-
tions.

policY recommendations
recommended policy statements are provided below for con-
sideration:

+ all development within the town limits should be required
to provide adequate sidewalks, crosswalks, and pedestrian fa-
cilities along with connectivity into existing system and over-
all town.

v all roads surrounding schools should have sidewalks on both
sides of the road with safe crosswalks.

¢+ pedestrian access should be provided through cul-de-sac
and large parking lots, which are typical obstacles to pedes-

pedestrian transportation plan
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trian connectivity.

» driveway access management and minimization of curb cuts
should be required with all new development. with existing
development, consider retrofitting with less curb cuts to mini-
mize pedestrian conflict points.

¢+ pedestrians and bicyclists should be accommodated on
roadway bridges, underpasses, and interchanges and on any
other roadways that are impacted by a bridge, underpass, or
interchange project (except on roadways where they are pro-
hibited by law). all new bridges should be constructed with
bicycle lanes and wide sidewalks.

¢ pedestrian facilities should be identified that are not ada-
compliant including missing, damaged, or non-compliant
curb ramps, stairs, or sidewalk segments of inadequate width
and create a plan forimproving them.

*the buffer space between the sidewalk and the curb and gut-
ter should be maximized within the available right-of-way. 4’ is
suggested as a minimum on major thoroughfares, but could
be decreased in areas with slower and lower volume automo-
bile traffic. larger buffers are preferred for street tree health
and pedestrian comfort. suggested width is flexible related to
environmental constraint.

s street trees and planting buffers should be required between
the sidewalk and the street along all new roadways and side-
walk construction. Keep all vegetation trimmed.

* private owners (of residences and businesses) should be en-
couraged to keep their area in and around the sidewalk free of
debris and litter.

¢+ pedestrian facility maintenance should be a priority of the
town. withasidewalkrepairrequestforminplace (asrecom-
mended in chapter 5), citizens can report sidewalk issues. the
town should be proactive in monitoring the condition of side-
walksandcrosswalksandworkwithncdottoensuretheyare
maintainedand safe.

+ greenways should be defined as part of the town of colum-
bia’s public infrastructure. greenways are public infrastructure
that provides important functions to not only offer transpor-
tation alternatives, but to protect public health safety and
welfare. within flood prone landscapes, greenways offer the
highest and best use of floodplain land, mitigate the impacts



from frequent flooding and offer public utility agencies access
tofloodplains forinspection, monitoringand management.

greenways filter pollutants from stormwater and provide an
essential habitat for native vegetation that serves to cleanse
water of sediment. greenway trails provide viable routes of
travel for cyclists and pedestrians and serve as alternative
transportation corridors for urban and suburban commuters.
greenways serve the health and wellness needs of our com-
munity, providing close-to-home and close-to-work access
to quality outdoor environments where residents can partici-
pate in doctor prescribed or self-initiated health and wellness
programs. all of these functions make greenways a vital part
of community infrastructure.

¢+ subdividers are required to provide natural buffers along
both sides of all perennial streams. public greenway trails with
limited disturbance along perennial and intermittent streams
are excellent uses for these spaces and should be dedicated
during the subdivision process.

» encourage utility corridor development practices that allow
for maximum compatibility with pedestrian and bikeway cor-
ridors. land purchased and easements negotiated for the pur-
pose of providing utilities (such as water and sewer) can serve
a greater community benefit if established to also accommo-
date a publicaccess for trails.

¢+ low impact development

it should be the goal of the town to incorporate a low impact
development (lid) approach in all its development, including
pedestrian facilities. this pedestrian plan and recommenda-
tion fits within the overall lid approach that is being taken by
the town of columbia and that is described below:

low impact development (lid) is land development approach
that utilizes various land planning and design practices and
technologies to conserve natural resource systems, protect
water quality, and reduce infrastructure costs. this approach
implements small-scale hydrologic controls to reproduce the
pre-development hydrologic system of watersheds through
infiltrating, filtering, storing, evaporating, and detaining run-
off close to its source. lid still allows land to be developed,
but in a cost-effective manner that helps mitigate potential
environmental impacts.

there are many design practices and technologies develop-

pedestrian transportation plan
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ers can use through the lid approach. for example, develop-
ers can work together with municipal officials and the general
public during the initial planning stages of development to
identify environmental protection opportunities. examples of
lid opportunities include saving trees on the site, providing
grass/vegetative buffers along sidewalks and parking lots, the
usage of pervious surfaces, not building on designated sensi-
tive areas, and enhancing the effectiveness of on-site wastewa-
ter treatment systems. such efforts have resulted in increased
home sales, enhanced community marketability, higher-than-
average lot yields, cost savings on water treatment, and better
environmental and water quality.



5.1 overview

the primary barrier to pedestrian facilities—such as sidewalks,
safe intersections, and greenways—is funding. columbia is a
small town with a small tax base but with tourism potential
and an active walking community. therefore, being a tourist
destination is precisely the rationale to prioritize the pedes-
trian improvements with the greatestimpact for residents and
visitors for the fewest dollars. this can have a big impact on
economic development.

successful implementation will also require the dedication of
town of columbia staff, the creation of a pedestrian and bicy-
cle advisory board, and the support of local advocates. this
chapter will serve as a simple guide with key action steps, top
priority projects, staffing recommendations, an evaluation and
monitoring process, methods of pedestrian facility develop-
ment and greenway acquisition.

5.2 KeY action steps

these following steps are integral to achieving the goals and
vision of this plan. as guiding recommendations and the clear-
est representation of specificitems to accomplish, they should
be referred to often. with the exception of thefirst step, thereis
no particular orderin which these should be addressed.

adopt this plan

through adoption, the plan becomes a legitimate planning
document of the town. adoption shows that the town of co-
lumbia has undergone asuccessful, supported planning pro-
cess.thetowncanthenusethisdocumenttoreceive funding
through ncdot and other resources. the board of aldermen
and planning staff should become knowledgeable of this plan
and support ordinance amendments and policy recommen-
dations. finally, this planshould also beintegratedintofuture
town of columbia planning documents.

T--=-=-=-=-=-=-
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beGin top prioritY prolects

steering committee input, public input, and criteria such as
sidewalk gap closure and proximity to schools and other trip
attractors were used to develop the list of priority projects in
chapter 3. immediate attention to the high priorities will in-
stantly have a large impact on pedestrian conditions in co-
lumbia. these high priority projects should be supported by
a combination of grants, local funding, and the local capital
improvement program (cip).

worK closelY with ncdot

the highest priority for pedestrian improvements are the
crossings of us hwy 64. this is an ncdot-owned and main-
tained roadway. it is critical to develop a close relationship
with local ncdot officials during the implementation of this
planandinthe future. in order to make significant changes
and improvements for pedestrians crossing us 64, it will be
necessary to understand the appropriate reasoning, process,
and methods required by ncdot.

develop desiGnimprovementsforus 64

the town of columbia was awarded funding from the step
program to develop a corridor aesthetic design for us 64. this
may include, among other things, a study and design for a
planted center median. because this concept applies directly
to pedestrian safety and recommendations from this plan, the
town should utilize this opportunity to work with ncdot to
create a safe and functional design to improve the gateway
into columbia. this study could serve to address the recom-
mendation from ncdot division one and of this plan to con-
duct a separate planning/design study for us 64.

conduct pedestrian counts at us 64 crossinGs
because many pedestrians were observed crossing us 64 dai-
lyatthetimeofthisstudy,itwillbeimportanttomonitorthe
number of pedestrianscrossing. thetown should workwith
ncdottoconductthese counts. thisdatawill support future
pedestrian improvements to us 64.

improve and enforcetown reGulations

to ensure future development provides pedestrian facilities
and improves pedestrian friendliness, regulations should be
updated and enforced. these policy recommendations are
provided in more detail in chapter 4. it should be the goal
of the town to update zoning and subdivision regulations as
soon as possible and to enforce these. all pedestrian-related
regulations should be subject to case-by-case environmental
evaluation. the top priority regulations are sidewalk require-
ments and driveway access management regulations.



provide a reQuest form for sidewalKs+ sidewalK re-
pair

several communities across the state have created an on-line
sidewalk request form that citizens can use to ask for side-
walks to be built on streets that they use regularly. utilizing lo-
cal citizens to help find gaps in the current sidewalk network is
highly important because they are familiar with their specific
neighborhoods and needs. after these forms are completed
the requested sidewalk can be evaluated by a town staff per-
son and if deemed important for connectivity purposes they
should be added to the sidewalk priority project list.

create a bicYcle and pedestrian advisorY commit-
tee (bpac)

many communities across the state have commissions for
this purpose. the town of columbia should create a bpac to
embrace an advocacy role for on-road bicycle and pedestrian
issues to provide a network of off-road and on-road facilities
that connects people to places. the bpac should help coor-
dinate the implementation of this plan, develop programs,
listen to community needs, promote the pedestrian network,
and keep positive momentum going. consider appointing a
liaison or providing formal reports to the board of aldermen
on development review issues related to pedestrian, bicycle,
and greenway planning.

the bpac can also help monitor the progress of the town
and ncdot as they develop new facilities and programs. this
group can push for additional improvements to build upon
the recommendations of this plan. coordination with ncdot,
specifically the division of bicycle and pedestrian transporta-
tion and the local division1 office, will prove critical if this plan
istobeimplemented successfully.

taKe advantaGe of all opportunities

while it is ideal to develop pedestrian facilities in order of pri-
ority, it is wise to also create facilities when opportunity arises.
some of the most cost-effective opportunities to provide pe-
destrian facilities are during routine roadway construction,
reconstruction, and repaving projects. anew commercial de-
velopment or a roadway widening project, for instance, would
provide the means to build sidewalks or trails as a component
of an existing effort, saving costs.

seeK multiple fundinG sources and facilitY develop-
ment options

multiple approaches should be taken to support pedestrian
facility development and programming. it is important to
secure the funding necessary to undertake the short-term,

pedestrian transportation plan
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top priority projects but also to develop a long term funding
strategy to allow continued development of the overall sys-
tem. capital and powell bill funds for sidewalk, crosswalk, and
greenway construction should be set aside every year, even if
only for a small amount (small amounts of local funding can
be matched to outside funding sources). a variety of local,
state, and federal options and sources exist and should be pur-
sued including enhancement funds and safe routes to school
funds. these funding options are described in an appendix to
this plan. other methods of pedestrian facility development
and greenway acquisition that are efficient and cost-effective
are described later in this chapter.

develop pedestrian proGramminG

programming such as safe routes to school and others de-
scribed in chapter 4 can help educate and encourage users.
safe routes to school offers a number of school workshop
opportunities and construction funding for improvements
around schools. public events and media involvement should
also be considered when announcing new walkways and up-
coming projects.

top priority programs are:

-safe routes to school programs (town and local schools)
-walk-to-school and walk-to-work days (town and local
schools)

-walking school buses (town and local schools)

-crossing guard programs (town and ncdot)

-enforcement of proper pedestrian and motorist behavior
(town and ncdot).

ensure planninG efforts are inteGrated reGionallY
combining resources and efforts for pedestrian planning and
trail planning with surrounding municipalities, regional enti-
ties,andstakeholdersismutually beneficialtoall partiesin-
volved. regional, long-distance trails often spark the most
excitement, use, and tourism. the town should remain coordi-
nated with tyrrell county, the albemarle rpo, and neighbor-
ing municipalities on regional trailinitiatives. itisimportant to
stay aware and communicative with other municipal, county,
state,and ncdoteffortstoensurethetowntakesadvantage
of funding opportunities and support. a bpac member, for
example, couldhavetheresponsibilityofstayingintuneand
updating the town on regional trail initiatives.

after adoption by the town, the town should ensure that this
document is recognized in regional transportation plans, as
well as into the official work schedule and planning of the lo-



cal ncdot division 1.

record and map all pedestrian/bicYcle related
crashes

the town should work with the tyrrell county sheriff’s office
to ensure all pedestrian and bicycle crashes are recorded and
mapped. thetyrrell county sheriff’'s department, with cooper-
ation from the town, should develop and maintain a mapped
database of all bicycle and pedestrian crashes throughout the
area. the database should include very detailed information
on the crash, including severity, precise location, reason for
accident, etc. this information will be valuable in the future to
determine if multiple crashes are occurring in the same area.
this data will also serve as an indicator to determine if new
pedestrian facilities provide a benefit to safety and a reduc-
tion in crashes.

ensure that GreenwaYs are developed with sewer
line/easement development

future residential development may create sewer easements
along creeks in columbia. this presents a tremendous oppor-
tunity for developing trails along these easements. off-road
walking options are very attractive and provide both trans-
portationandrecreational options.

ensure that all new development is pedestrian
friendlY and provides pedestrian connectivitY to
downtown area

with new development, it will be critical to achieve pedestrian
linkages. one of the goals of this plan is to keep columbia
connected and cohesive. the town should work to ensure this
during development design and construction.

applYforancdotbicYcleplanninG Grant

consider applying for a bicycle planning grant through nc-
dot. similar to the pedestrian planning grant that the town
received, this grant would provide funding for bicycle plan-
ning activities. bicycling within columbia is popular, especially
among residents, so planning for this mode of transportation
is important. this bicycle planning effort should complement
the columbia pedestrian plan and both should be used to de-
velop and encourage additional pedestrian and bicycle facili-
ties.

5.3 prioritY prolects

the top pedestrian projects in columbia are ones that make
the most efficient use of limited resources and that serve
multiple functions, such as connectivity and safety. these are

pedestrian transportation plan
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projects that should occur in the short-term to have an im-
mediate, visible and positive impact. these projects should be
incorporated into the towns’ capital improvement program
(cip) and/or state transportation improvement program (tip).
in order to make the state tip list or the priority needs list, the
town of columbia will have to work directly to submit needs
afteradoption of the plan.

the project table and map is shown in chapter 3. as men-
tioned previously, the highest priority for pedestrian safety
improvementis the us 64 corridor. thisshould be the key fo-
cus of the town of columbia. a median refuge island along
thelengthofus64appearstobethemostfeasible,impactful
option. the town should work with ncdot and through its
step granttodevelop a corridor plan thatincludes a median
island in its design.

the top priority projects are:

1. hwy 64/fonsoe street intersection improvement

2. hwy 64/road streetintersection improvement

3. hwy64/Keiserstreetintersectionimprovement

4. elementary school road and Keiser drive speed limit reduc-
tion

5. elementary school road multi-use trail/sidewalk

6. mainstreetin front of middle school sidewalk

7. broad street/hwy 94 sidewalk

8. fonsoe street sidewalk

9. mainstreet/fonsoe streetintersectionimprovement
10. main street/road streetintersectionimprovement
11. Keiser drive sidewalk

5.4 staffinG

town of columbia

the town of columbia’s planning staff are responsible for the
coordination of pedestrian planning. the town of columbia
should work closely to address pedestrian accessibility issues
with students and citizens. the town of columbia is commit-
ted toimplementing the policy recommendations of this plan
inrelativelyshortorder.

the board of aldermen, planning staff, and public works de-
partment are all committed to increasing both the quantity
and quality of pedestrian infrastructure. planning staff will
continue to spearhead initiatives to manifest tangible, on the
ground results, from this general sentiment of community
support. building upon the momentum generated from this
plan, staff will continue to keep pedestrian infrastructure a



high priority in all of its daily planning activities, including site
review, maintenance of pedestrian related Gis files, and short
to long range planning.

the public works director should be aware of—and be pre-
pared to—implement the recommendations for pedestrian
facilities discussed earlier in this plan. the public works de-
partment could also assist town planning staff in updating
cost estimates for future facilities, and providing practical in-
put on this plan’s design guidelines.

north carolina department of transportation
ncdot division 1 maintains the state-owned roads in co-
lumbia, affecting the pedestrian facilities (or sometimes lack
thereof)on much of columbia’sroadway environment. rec-
ommendations for pedestrian facilities on ncdot roads will
have to be carried out through a coordinated effort between
the town of columbia and ncdot division 1. some technical
assistance could also be provided through ncdot’s division
of bicycle and pedestriantransportation.

police department

thetyrrell county sheriff department plays a vital role in pe-
destrian safety. all local police officers should be educated
about north carolina’s pedestrian laws to promote positive
interactions between pedestrians and motorists. the Guide to
northcarolinabicycleand pedestrianlaws, writtenbythenc-
dotdivisionofbicycleand pedestriantransportation,should
be distributed to local law enforcement. programs such as the
saferoutestoschoolgrants, offertheopportunityforthe po-
lice department to partner with other town departments and
stafftoimprove pedestrian safety. referto enforcementre-
sourcesin chapter 4 for more information.

volunteers

services from volunteers, student labor, and seniors, or do-
nations of material and equipment may be provided in-kind,
to offset construction and maintenance costs. formalized
maintenance agreements, such as adopt-a-trail/greenway or
adopt-a-highway can be used to provide a regulated service
agreement with volunteers. other efforts and projects can
be coordinated as needed with senior class projects, scout
projects, interested organizations, clubs or a neighborhood’s
community service to provide for many of the program ideas
outlined in chapter 4 of this plan. advantages of utilizing vol-
unteers include reduced or donated planning and construc-
tion costs, community pride and personal connections to the
town’s greenway and pedestrian networks.

pedestrian transportation plan
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5.5 performance measures

(evaluationand monitorinG)

the town of columbia should establish performance mea-
sures to benchmark progress towards achieving the vision of
this plan. these performance measures should be stated in
an official report within two years after the plan is adopted.
performance measures could address the following aspects of
pedestrian transportation and recreation in columbia:

+ safety. measures of pedestrian crashes and injuries.

¢ facilities. measures of how many pedestrian facilities have
been funded and constructed since the plan’s adoption.

¢ education, encouragement and enforcement. measures of
the number of people who have participated in part of a pe-
destrian program since the plan’s adoption.

5.6 pedestrian facilitY development

this section describes different construction methods for the
proposed pedestrian facilities outlined in chapter 3 of this
plan. note that many types of transportation facility construc-
tion and maintenance projects can be used to create new pe-
destrian facilities. it is much more cost-effective to provide pe-
destrian facilities during roadway and transit construction and
re-construction projects than to initiate the improvements
later as “retrofit” projects.

to take advantage of upcoming opportunities and to incorpo-
rate pedestrianfacilitiesintoroutinetransportationand utility
projects, an assigned planning staff person should keep track
of the town’s projects and any other local and ncdot trans-
portation improvements. while doing this, he/she should be
aware of the different procedures for state and local roads and
interstates.

ncdot transportation improvement proGram

(tip) process

thetransportationimprovement program(tip)isanongoing
program at ncdot which includes a process asking localities
topresenttheirtransportation needstostategovernment. pe-
destrian facility and safety needs are an important part of this
process.theprimaryncdotsourcefordevelopingpedestrian
andbike facilitiesis securingidentification ofa projectinthe
state transportation improvement program (stip). every two
years, projects are submitted by regional planningorganiza-
tions (metropolitan planning organizations (mpo) and rural
planning organizations (rpo)) throughout the state. submit-
ted bike and pedestrian projects are prioritized by the divi-
sion of bike and pedestrian transportation staff. high priority
projects will be used to populate the 5-Yearwork program and



the delivery stip. please see this site — http://www.ncdot.gov/
performance/reform/ — for further information.

there are two types of projects in the tip: incidental and in-
dependent. incidental projects are those that can be incorpo-
rated into a scheduled roadway improvement project. inde-
pendent are those that can standalone such as a greenway,
notrelatedtoaparticularroadway.

the town of columbia, guided by the priority projects within
this plan, should strongly consider important pedestrian proj-
ects along state roads to present to the albemarle rural rpo
and state. local requests for small pedestrian projects, such as
crosswalks and smaller segments of sidewalk, can be directed
to the rpo or the local ncdot division 1 office. further in-
formation, including the criteria evaluated can be found at:
http://www.ncdot.org/transit/bicycle/funding/funding_tip.
html

local roadwaY construction and reconstruction
pedestrians should be accommodated any time a new road
is constructed or an existing road is reconstructed. all new
roads with moderate to heavy motor vehicle traffic should
have sidewalks and safe intersections. the town of columbia
should take advantage of any upcoming construction proj-
ects, including roadway projects outlined in local compre-
hensive and transportation plans. also, case law surrounding
the ada has found that roadway resurfacing constitutes an
alteration, which requires the addition of curb ramps atinter-
sections where they do not exist.

residential and commercial development

as detailed in chapter 4, the construction of sidewalks and
safe crosswalks should be required during development. con-
struction of pedestrian facilities that corresponds with site
construction is more cost-effective than retro-fitting. in com-
mercial development, emphasis should also be focused on
safe pedestrian access into, within, and through large parking
lots. this ensures the future growth of the pedestrian network
and the development of safe communities.

retrofit roadwaYs with new pedestrian facilities

for priority pedestrian projects, it may be necessary to add
new facilities before a roadway is scheduled to be reconstruct-
ed. in some places, it may be relatively easy to add sidewalk
segments to fill gaps, but other segments may require remov-
ing trees, relocating landscaping or fences, re-grading ditches
or cut and fill sections.

pedestrian transportation plan
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bridGe construction orreplacement

provisions should always be made to include a walking facility
asapartofvehicularbridges, underpasses, ortunnels, espe-
ciallyifthe facility is part of the pedestrian network. all new
or replacement bridges should accommodate pedestrians
withwidesidewalksonbothsidesofthebridge.eventhough
bridge replacements do not occur regularly, it is important to
consider these in longer-term pedestrian planning. ncdot
bridge policy states that sidewalks shall be included on new
ncdotroadbridgeswithcurbandgutterapproachroadways.
sidewalks across a new bridge shall be a minimum of five to
six feet wide with a minimum handrail height of 42"

siGnaGe and waYfindinG prolects

the town should consider developing and adopting a signage
style policy and procedure, to be applied throughout the en-
tire community, to make it easier for people to find destina-
tions. pedestrian route and greenway signs are one example
of these wayfinding signs, and they can be installed along
routes as a part of a comprehensive wayfinding improvement
project. for a step-by-step guide to help non-professionals
participate in the process of developing and designing a sig-
nage system, as well as information on the range of signage
types, visitthe project for public places website: www.pps.org/
info/amenities_bb/signage guide. for more information on
signage, see chapter 6: design Guidelines.

eXistinG town easements

the town has few existing easements throughout columbia,
offering minor opportunities for greenway facilities. sewer
easements are very commonly used for this purpose offering
cleared and graded corridors that easily accommodate trails.
this approach avoids the difficulties associated with acquiring
land, and it utilizes the town’s existing resources.

5.7 GreenwaY acQuisition

since not all greenways can be built on existing town ease-
ments, land acquisition is an important component of green-
way development. it will be necessary to work with landown-
ers and future development projects. land acquisition and
resource protection methods should be strategic, efficient,
and respectful. non-profit land protection agencies, land
trusts, and/or environmental organizations can assist when
attempting to acquire or manage property. these entities of-
ten have a great deal of experience selling the greenway ben-
efits of conservation. because these types of organizations do
not have the powerto condemn land or the power to tax, they
often have excellent personal and professional relations with



local landowners. many options are available to obtain differ-
ent degrees of control and different ownership relationships
to regulate resource use. providing educational material to
local landowners and developers about the benefits of gre-
enways and land/easement donations is an excellent means
to stimulate greenway acquisition. the following is a list of po-
tential conservation tools, developing partnerships, develop-
ment regulations, land management techniques, and acquisi-
tion/donation. a more detailed look at each of these tools is
provided in this plan’s appendix.

partnerships

partnerships with land trusts, local developers, and private
land managers can assist the town of columbia in developing
greenway facilities.

¢ land trusts

¢ private land managers

reGulatorY methods

this type of resource protection is used to shape the use and
development of the land without transferring or selling the
land. the rules for this type of tool are established and en-
forced by a governing body.

+ exactions (development/impact fee, mandatory dedica-
tions, fee in lieu)

* Growth management measures (adequate public facilities
ordinances/concurrency)

* performance Zoning

v incentive Zoning (dedication or density transfers)

» conservation Zoning (buffer or transition Zones)

*overlay Zoning

* negotiated dedications

* planned unit development

¢ cluster development

land manaGement

this type of resource protection refers to developing agree-
ments and/or management plans for public use and green-
way easements through private property. this method helps
conserve the resources of an open space or greenway parcel
or easement.

* management plans

* conservationeasement

' preservation easement

*» public use easement

pedestrian transportation plan
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acQuisition

land acquisition is a method used to acquire property rights
to protect resources or to allow access and free movement of
users on a property. this type of method is permanent. acqui-
sition methods can be divided into two categories: 1) land-
owners retain ownership of the land and preserve a resource
through an easement or other mutual agreement, or 2) land
ownership and management is transferred or donated from a
landowner to a conservation agency (local government, land
trust, or other preservation organization.)

» donation (tax incentives)

+ fee simple purchase

* easement purchase

+ lease back purchase

* bargain sale

v installmentsale

' right of first refusal

» purchase of development rights

* land banking

+ condemnation
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chapter 6: design guidelines

chapter outline:

6.1 Overview

these recommended guidelines originate from and adhere to national
design standards as defined by the american association of state highway
transportation officials (aashto), the americans with disabilities act
(ada), the federal highway administration (fhwa) pedestrian facilities
users guide, the manual on uniform traffic control devices (mutcd), and
the ncdot. another major source of information in this chapter is the
pedestrian and bicycle information center, found online at http://www.
walkinginfo.org. should the national standards be revised in the future
and result in discrepancies with this chapter, the national standards
should prevail for all design decisions. a qualified engineer or landscape
architect should be consulted for the most up to date and accurate cost
estimates.

6.1 oVerView
6.2 linear facilities
6.3 crossing facilities

6.4 additional
treatments

6.5 pedestrian signage
and wayfinding

6.6 traffic calming
treatments

6.7 land use and

. . . . pedestriantraVel
the sections below serve as an inventory of pedestrian design

elements/treatments and provide guidelines for their development.
these treatments and design guidelines are important because they
represent minimum standards for creating a pedestrian-friendly, safe,
accessible community. the guidelines are not, however, a substitute for
a more thorough evaluation by a landscape architect or engineer upon
implementation of facility improvements. some improvements may also
require cooperation with the ncdot for specific design solutions.

Pedestrian and Bicycle
Information Center

Manual on Uniform The pEdeStrian ﬂnd
A A S H D Traffic CO""‘?_]. Devlice.s B1Cyle Information
THE VDIBGE DF TRANSPOR BATION 2009 Center, AASHTO, the

MUTCD, nationally
Trails far the recognized trail
Twenty-First Century = \ standards, and other
. : : K Clae sources have all

informed the content
of this chapter.

LRk -2 13 HL— HAHEAERT ]
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6.2 linear facilities

sidewalks and walkways

sidewalks and walkways are extremely important public
right-of-way components often times adjacent to, but
separate from automobile traffic. in many ways, they act as
the seam between private residences, stores, businesses,
and the street.

there are a number of options for different settings, for both e =, ‘4__;‘”..,.,;,.-. 8

dc?wntown and mor.e rural and/or suburban area?s. from a A well designd residential sidewalkill have
wide promenade to, in the case of a more rural environment, a width of at least five feet. (Image from hitp://
a simple asphalt or crushed stone path next to a secondary www.walkinginfo.org)

road, walkway form and topography can vary greatly. in
general, sidewalks are constructed of concrete although
there are some successful examples where other materials
such as asphalt, crushed stone, or other slip resistant
material have been used. the width of the walkways should
correspond to the conditions present in any given location
(i.e. level of pedestrian traffic, building setbacks, or other
important natural or cultural features). fhwa (federal
highway administration) and the institute of transportation
engineers both suggest five feet as the minimum width for
a sidewalk. this is considered ample room for two people to
walk abreast or for two pedestrians to pass each other. often
downtown areas, near schools, transit stops, or other areas
of high pedestrian activity call for much wider sidewalks.

Sidewalk with a vegetated buffer zone. Notice
the sense of enclosure created by the large
canopy street trees. (Image from http://www.
walkinginfo.org)

Below: Typical street with bike lanes
and adjacent sidewalk.

1
EXTEMDED SIDEWALEK | PLANTED BIKE LANE TRAFFIC LANES BIKE LAME PLANTED | EXTENDED SIDEWALK
BUFFER BUFFER
[5°-10'] [4-6'] [4-6'] [10-12] [10"-12] [4-6'] [4-6'] [5’-10']
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Sidewalk Guideline Sources:

American Association of State
Highway and Transportation
Officials. (2004). Guide for the
Planning, Design, and Operation of
Pedestrian Facilities.

Metro Regional Government.
(2005). Portland, Oregon:
Transportation Information Center.
http:/[www.oregonmetro.gov

* If a greater slope is anticipated
because of unusual topographic or
existing conditions, the designer
should maintain the preferred slope
of 1:50 within the sidewalk area, if
possible. This can be accomplished
either by raising the curb so that the
cross-slope of the entire sidewalk can
be 1:50, or by placing the more steeply
angled slope within the area between
the sidewalk and the road.

Right: Where space and
topography are limiting
and a planted buffer is not
possible, this cross section
may be applied.

pedestrian transportation plan

sidewalks and walkway guidelines:

* concrete is preferred surface, providing the longest service life and
requiring the least maintenance. permeable pavement such as porous
concrete may be considered to improve water quality.

+ sidewalks should be built as flat as possible to accommodate all
pedestrians; they should have a running grade of five percent or less;
with a two percent maximum cross-slope.

¢+ concrete sidewalks should be built to minimum depth of four inches;
six inches at driveways.

¢+ sidewalks should be a minimum of five feet wide; sidewalks serving
mixed use and commercial areas shall be a minimum of 8 ft in width
(12-15 feet is required in front of retail storefronts). the maximum
cross-slope should be no more than 2 percent (1:50)*.

v buffer zone of two to four feet in local or collector streets; five to six
feet in arterial or major streets and up to eight feet in busy streets and
downtown to provide space for light poles and other street furniture.
see the landscaping section later in this chapter for shade and buffer
opportunities of trees and shrubs.

¢+ motor vehicle access points should be kept to minimum (driveway
access management).

« if asidewalkwithbufferonbothsidesisnotfeasible duetotopography
and right-of-way constraints, then a sidewalk or paved shoulder on
one side is better than no facility. each site should be examined in
detail to determine placement options.

SIDEWALK TRAFFIC LANES
5] [10-12'] [10"-12']
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greenway trail

agreenwayisdefinedasalinearcorridoroflandthatcanbe eithernatural, Note: A greenway

suchasriversandstreams,ormanmade, suchasabandonedrailroad beds trail located along a
and utility corridors. many greenways contain trails. greenway trails can roadway corridor is
be paved or unpaved, and can be designed to accommodate a variety of sometimes referred
trailusers, including bicyclists, walkers, hikers, joggers, skaters, horseback to as a ‘sidepath’.

riders, and those confined to wheelchairs. single-tread, multi-use trails
are the most common trail type in the nation. these trails vary in width
and canaccommodate a wide variety of users.

trail guidelines:

¢ the minimum width for two-directional trails is 10’ however 12’-14’ widths
are preferred where heavy traffic is expected. Vertical clearance under
bridges and other structures should be 8’ to 10’

¢ centerline stripes should be considered for paths that generate substantial
amounts of pedestrian traffic, or along curved portions of the trail, where
sight-linesarelimited. radiiminimumsshouldalsobeconsidereddepending
onthedifferentuser groups.

¢+ while the vegetative clearing needed for these trails varies with the width
of the trail, the minimum width for clearing and grubbing a 10’ wide trail is
16'. selective thinning increases sight lines and distances and enhances the
safety of the trail user. this practice includes removal of underbrush and
limbs to create open pockets within a forest canopy, but does not include

Below: Vegetation clearing guidelines
the removal of the forest canopy itself.

¢ crossings should be a safe enough distance from neighboring intersections Yy
to not interfere (or be interfered) with traffic flow. .
+ aroadway with flat topography is desirable to increase motorist visibility of m;ﬂ;ﬂﬂfﬁ'"

the path crossing.

¢+ motorists and trail users should be warned, such as with signage (including
trail stop signs), changes in pavement texture, flashing beacons, raised L e s
crossings, striping, etc. ‘

¢ a refuge is needed where crossing distance is excessive and in conditions
exhibiting high volumes/speeds and where the primary user group crossing
the roadway requires additional time, such as school children and the
elderly.

¢ the crossing should occur as close to perpendicular (90 degrees) to the
roadwayaspossible.

v if possible, it may be desirable to bring the path crossing up to a nearby
signalized crossing in situations with high speeds/adt and design and/or
physical constraints.

¢ signalized crossings may be necessary on trails with significant usage when
intersecting with demanding roadways, but mutcd warrants must be met
forthe installation of a signalized crossing.

¢ sidepaths should be constructed along corridors with relatively few
intersectionsand driveways, reducing conflict points.

¢ typical pavement design for a paved, off-road, multi-use trail should be
based upon the specific loading and soil conditions for each project. asphalt
or concrete trails should be designed to withstand the loading requirements
of occasional maintenance and emergency vehicles.

selective thinning width
2¢' minimum

—r
|

clearing and grubbing width
16" minimum

T AL ()
»

1014 wide trail
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Right: Typical asphalt
path section

Fira
%

T L T
GRAVEL ASPHALT PATH GRAVEL
[2] [10"-12] (2]

Right: Typical natural
surface trail section

‘Mﬁ‘ ‘ NATURAL SURFACE TRAIL . H 7M ‘ ‘ H
[1.5-5]

Below: Asphalt pavement
construction detail

10’ Minimum Width

4" aggregate base course

ide slopes shall be less than 31 typ.
unless otherwise indicated on layout
plans. Cut and fill slopes shall tie into
existing slopes to create an even transition. 2" Bituminous Concrete
surface course

2' shoulder §-0" Minimum , 2 Shoulder

l i 2% max cross slope——

\ ?iiii?iiii?iiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiﬁiﬁiﬁ%ﬁiﬁiﬁﬁiﬁ

Clean Backfill
(seed or mulch per specs)
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concrete trail: in areas prone to frequent flooding, it is recommended that
concrete be used because of its excellent durability. concrete surfaces
are capable of withstanding the most powerful environmental forces.
they hold up well against the erosive action of water, root intrusion and
subgrade deficiencies such as soft soils. most often, concrete is used for
intensive urban applications. of all surface types, it is the strongest and has
the lowest maintenance requirement, if it is properly installed.

asphalt trail: asphalt is a flexible pavement and can be installed on virtually
any slope. one important concern for asphalt trails is the deterioration of
trail edges. installation of a geotextile fabric beneath a layer of aggregate
base course (abc) can help to maintain the edge of a trail. it is important to
provide a 2’ wide graded shoulder to prevent trail edges from crumbling.

trail and roadway intersections: the images below and at right present
detailed specifications for the layout of intersections between trail corridors
and roadways. signage rules for such intersections are available in the
manual for urban traffic control devices (mutcd).

TX6" DASHES
PAINTED WHITE
STOF BAR 4' FROM
INTERSECTION
ORNAMENTAL
TREES

PLANTING AREA
10'10

ROADWAY

TRAIL

ﬁgi-
STOP SIGN ——
12' MIN. FROM

INTERSECTING
ROAD

Above and below: Typical greenway trail
approachs to a roadway

g 7] —& Trail Entry Sign
sGIT T F _;
] 2.5GIT
Optional - slightly textured pavement, 7 190 %
1/4 inch vertical variation max. to b
R : = 50 fr
alert bicyclists to yield 4]
Yield - See MUTCD 2000, g E
Figure 3-24 RI-2 "% | ] W Street Name
5 fc = Sfe—] |
/ of sw79,sw80T  oSGIR o sW3A
Typical Sidewalk —/ = =
=— Raised speed table (or speed = E
humps-See Figure 6-1) > —

= =
> =
— @ gb
swiale SGIR|e  sw79,swsoT je )
| |-5¢ kst
Street Name §§ i] -2 RI-2

2 ft graded shoulder

SGIT ==
£ SGIT

T TR T T T TR T T

BTN TN T T HEHT

Trail Entry Sign ==
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Solid  Standard Continental Dashed Zebra Ladder
]

A variety of patterns are possible in
designating a crosswalk; an example of
a ‘continental’ design is shown above.

Crosswalk Guideline Sources:

American Association of State
Highway and Transportation
Officials. (2004). Guide for the
Planning, Design, and Operation of
Pedestrian Facilities.

Metro Regional Government.
(2005). Portland, Oregon:
Transportation Information Center.
http://www.oregonmetro.gov

pedestrian transportation plan

6.3crOssing facilities

marked crosswalks

a marked crosswalk designates a pedestrian right-of-way across a street.
it is often installed at controlled intersections or at key locations along
the street (a.k.a. mid-block crossings). every attempt should be made
to install crossings at the specific point at which pedestrians are most
likely to cross: a well-designed traffic calming location is not effective if
pedestrians areinstead using more seemingly convenient and potentially
dangerous location to cross the street. marked pedestrian crosswalks
may be used under the following conditions: 1) at locations with stop
signs or traffic signals, 2) at non-signalized street crossing locations in
designated school zones, and 3) at non-signalized locations where
engineering judgment dictates that the use of specifically designated
crosswalks are desirable.

there is a variety of form, pattern, and materials to choose from when
creatingamarkedcrosswalk. it isimportanthoweverto provide crosswalks
that are not slippery, are free of tripping hazards, or are otherwise difficult
to maneuver by any person including those with physical mobility or
vision impairments. although attractive materials such as inlaid stone
or certain types of brick may provide character and aesthetic value, the
crosswalk can become slippery. potential materials can be vetted by
requesting case studies from suppliers regarding where the materials
have been successfully applied. also, as some materials degrade from
use or if they are improperly installed, they may become a hazard for the
mobility or vision impaired.

crosswalk guidelines:

¢ should not be installed in an uncontrolled environment [at intersections
without traffic signals] where speeds exceed 40 mph. (aashto, 2004)

¢ crosswalks alone may not be enough and should be used in conjunction
with other measures to improve pedestrian crossing safety, particularly on
roads with average daily traffic (adt) above 10,000

¢ width of marked crosswalk should be at least six feet; ideally ten feet or
wider in downtown areas.

¢ curb ramps and other sloped areas should be fully contained within the
markings.

¢ crosswalk markings should extend the full length of the crossings.

¢ crosswalk markings should be white per mutcd.

¢ either the‘continental’or 'ladder' patterns are recommended for intersection
improvements for aesthetic and visibility purposes. lines should be one to
two feet wide and spaced one to five feet apart.

¢ ncdottypicallyrequires pedestrianfacilities (sidewalks) onbothsidesofa
roadway when placing crosswalks.
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curb ramps

curb rampsarecritical features that provide access between the sidewalk
and roadway for wheelchair users, people using walkers, crutches, or
handcarts, people pushing bicycles or strollers, and pedestrians with
mobility or other physical impairments. in accordance with the 1973
federal rehabilitation act and to comply with the 1990 federal ada
requirements, curb ramps must be installed at all intersections and mid-
block locations where pedestrian crossings exist (pedestrian and bicycle
information center: http://www.walkinginfo.org/engineering/roadway-
ramps.cfm). in addition, these federal regulations require that all new
constructed oraltered roadwaysinclude curb ramps.

twoseparatecurbrampsshouldbeprovidedateachintersection(seeimage
below). with only one large curb ramp serving the entire corner, there is
not safe connectivity for the pedestrian. dangerous conditions exist when
thesingle,largecurbrampinadvertentlydirectsapedestrianintothecenter
of the intersection, or in front of an unsuspecting, turning vehicle.

curb ramp guidelines:

+  twoseparatecurbramps, oneforeachcrosswalk, shouldbeprovidedat
corner of an intersection.

¢ curbrampshould haveaslopenogreaterthan 1:12 (8.33%). side flares
should notexceed 1:10(10%); itisrecommended that muchlesssteep
slopes be used whenever possible.
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Curb Ramp Guideline Sources:

Metro Regional Government.
(2005). Portland, Oregon:
Transportation Information Center.
http://www.oregonmetro.gov

Left: The curb ramps shown
have two separate ramps at the
intersection (visable across the
street) (Image from http://www.
walkinginfo.org).

For additional information on
curb ramps see Accessible Rights-
of-Way: A Design Guide, by the
U.S. Access Board and the Federal
Highway Administration, and
Designing Sidewalks and Trails
for Access, Parts I and 11, by the
Federal Highway Administration.
Visit: www.access-board.gov for
the Access board’s right-of-way
report.
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raised or lowered medians

medians are barriers in the center portion of a street or roadway. when used in conjunction with mid-
block or intersection crossings, they can be used as a crossing island to provide a place of refuge for
pedestrians. they also provide opportunities for landscaping thatin turn can help to slow traffic. a center
turnlane can be converted into araised or lowered median thus increasing motorist safety.

acontinuous mediancan presentseveral problemswhenusedinappropriately. if all left-turnopportunities
are removed, there runs a possibility for increased traffic speeds and unsafe u-turns at intersections.
additionally, the space occupied may be taking up room that could be used for bike lanes or other
treatments. an alternative to the continuous median is to create a segmented median with left turn
opportunities.

raised or lowered medians are best suited for high-volume, high-speed roads, and they should provide

ample cues for people with visual impairments to identify the boundary between the crossingisland and
the roadway.

median guidelines:

¢ median pedestrian refuge islands should be provided as a place of refuge for pedestrians crossing busy or wide
roadways at either mid-block locations or intersections. they should be utilized on high speed and high volume

roadways.

¢ medians should incorporate trees and plantings to change the character of the street and reduce motor vehicle

speed.
¢+ landscaping should not obstruct the visibility between motorists and pedestrians.
¢+ median crossings should provide ramps or cut-throughs for ease of accessibility for all pedestrians.

¢+ median crossings should be at least 6 feet wide in order to accommodate more than one pedestrian, while a width

of 10 feet (where feasible) should be provided for bicycles, wheelchairs, and groups of pedestrians.

¢ median crossings should possess a minimum of a 4 foot square level landing to provide a rest point for wheelchair

users.

¢ pedestrian push-buttons should be located in the median of all signalized mid-block crossings, where the roadway

width is in excess of 60 feet.

Median Guideline Sources:

American Association of State TR
Highway and Transportation
Officials. (2004). Guide for the s RECag '
Planning, Design, and Operation of | B T e P T R
Pedestrian Facilities.
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Metro Regional Government.
(2005). Portland, Oregon:
Transportation Information Center.
http:/[www.oregonmetro.gov

.
:

Right: A median used in
conjunction with mid-block
crossing, serving as a refuge Mast arm with lighted pedestrian sign
for pedestrians. (Image from
AASHTO).

_‘;..
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mid-block crossings

a mid-block crosswalk is any crosswalk that is not located within an
intersection. midblock crossings are often installed in areas with heavy
pedestrian traffic to provide more frequent crossing opportunities. they
may also be added near major pedestrian destinations, such as schools or
busy commercial areas, where people might otherwise cross at unmarked
locations.

mid-block crossing guidelines:

¢+ crosswalks at mid-block should not be installed within 300 ft. of another
signalized crossing point.

¢+ utilize advance warning signs when mid-block crossings are present.

¢ raised crosswalks are typically used on two-lane streets with less than 35
mph speed limit.

¢+ it will be the standard practice of ncdot to install mid-block crosswalks
based on an engineering study. all mid-block crosswalks shall be signed and
marked in compliance with the manual on uniform traffic control devices
(mutcd), the north carolina supplement to the mutcd, the current ncdot
roadway standard drawings, and the standards the ncdot policy on mid-
block crossings.

¢+ the ncdot policy on mid-block crossings can be found at www.ncdot.gov/
doh/preconstruct/traffic/teppl/topics/c-36/c-36_pr.pdf

adVance stop bars
movingthevehiclestopbar 15-30 feetbackfromthepedestriancrosswalk
at signalized crossings and mid-block crossings increases vehicle and
pedestrian visibility. advance stop bars are 1-2 feet wide and they extend
across all approach lanes at intersections. the time and distance created
allows a buffer in which the pedestrian
and motorist can interpret each other’s
intentions. studies have shown that this
distance translates directly into increased
safety for both motorist and pedestrian.
one study in particular claims that by
simply adding a“stop here for pedestrians”
sign reduced pedestrian motorist conflict
by 67%. when this was used in conjunction
with advance stop lines, it increased to
90% (pedestrian and bicycle information
center:http://www.walkinginfo.org/
engineering/crossings-enhancements.cfm).
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Below: Advance stop bars enhance
visibility for pedestrians (Image
from www.walkinginfo.org).




*The curb radius of a street corner
affects traffic speed and crosswalk
length. In general, a smaller (narrow)
curb radius is better for pedestrians.
A larger (wide) curb radius creates a
greater crosswalk length and allows
vehicles to move faster around the turn.
Reducing the curb radius, especially
across busy multi-lane arterials, can
increase pedestrian safety by slowing
vehicles and minimizing pedestrian
crossing distances.

pedestrian transportation plan

bulb-outs

a bulb-out, or curb extension, is a place where the sidewalk extends into
the parking lane of a street. because these curb extensions physically
narrow the roadway, a pedestrian’s crossing distance—and consequently
the time spent in the street—is reduced. they can be placed either at
mid-block crossings or at intersections.

sightlines and pedestrian visibility are reduced when motor vehicle
parking encroaches too close to corners creating a dangerous situation
for pedestrians. when placed at an intersection, bulb-outs preclude
vehicle parking too close to a crosswalk. also, bulb-outs at intersections
can greatly reduce turning speed, especially if curb radii are set as tight
as possible* (pedestrian and bicycle information center: http://www.
walkinginfo.org/engineering/crossings-curb.cfm).  finally, bulb-outs
also reduce travel speeds when used in mid-block crossings because of
the reduced street width.

bulb-outs should only be used where there is an existing on-street
parking lane and should never encroach into travel lanes, bike lanes, or
shoulders (pedestrian and bicycle information center.

bulb-out guidelines:

¢+ bulb-outs should be used on crosswalks in
heavy pedestrian areas where parking may
limit the driver’s view of the pedestrian.

¢ where used, sidewalk bulb-outs should
extend into the street for the width of a
parking lane (a minimum five feet) in order
to provide for a shorter crossing width,
increased pedestrian visibility, more space
for pedestrian queuing, and a place for
sidewalk amenities and planting.

¢ curb extensions should be used on mid-
block crossing where feasible.

¢+ curb extensions may be inappropriate for
use on corners where frequent right turns
are made by trucks or buses.

By reducing a pedestrian’s crossing distance, less
time is spent in the roadway, and pedestrian vehicle
conflicts are reduced (Image from AASHTO).
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pedestrian oVerpass/underpass

pedestrian overpasses and underpasses efficiently allow for pedestrian
movement across busy thoroughfares. these types of facilities are
problematic in many regards and should only be considered under
suitable circumstances or where no other solution is possible. perhaps
the best argument for using them sparingly is that research proves
pedestrians will avoid using such a facility if they perceive the ability to
cross at grade as taking about the same amount of time (pedestrian and
bicycle information  center:http://www.walkinginfo.org/engineering/
crossings-overpasses.cfm).

the other areas of contention arise with the high cost of construction.
there are also ada requirements for stairs, ramps, and elevators that in
many cases once complied with result in an enormous structure that is
visually disruptive and difficult to access.

overpasses work best when existing topography allows for smooth
transitions. underpasses as well work best with favorable topography
when they are open and accessible, and exhibit a sense of safety. each
should only be considered with rail lines, high volume traffic areas such
as freeways, and other high volume arteries.

i LE
I

Example trail overpass (above) and
ass (below).

underp
gl

oVerpass/underpassguidelines:

¢+ over and underpasses should be considered only for crossing arterials
with greater than 20,000 vehicle trips per day and speeds 35 - 40 mph
and over.

¢+ minimum widths for over and underpasses should follow the
guidelines for sidewalk width.

¢+ underpasses should have a daytime illuminance minimum of 10 fc
achievable through artificial and/or natural light provided through an
open gap to sky between the two sets of highway lanes, and a night
timelevel of 4 foot-candle.

¢+ consider acoustics measures within underpasses to reduce noise
impacts to pedestrians and bicyclists.
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Typical roundabout
(Image from AASHTO)

Above: A pedestrian walks through a
pedestrian refuge island, as part of a
roundabout.

pedestrian transportation plan

roundabouts

a roundabout is a circular intersection that maneuvers traffic around in
a counterclockwise direction so that cars make a right-hand turn onto a
desiredstreet. Vehiclesfromapproachingstreetsaregenerallynotrequired
to stop although approaching vehicles are required to yield to motorists in
the roundabout. it is believed that this system eliminates certain types of
crashes at traditional intersections.

every effort must be made to prompt motorists to yield to pedestrians
crossing the roundabout. a low design speed is required to improve
pedestrian safety. splitter islands and single lane approaches both lend to
pedestrian safety as well as other urban design elements discussed in this
chapter.

problems also arise with the vision-impaired because there are not
proper audible cues associated with when to cross. studies are underway
to develop and test solutions. auditory accessible pedestrian signals
placed on sidewalks and splitter islands are one solution, but again there
is no research to prove their efficacy.

roundaboutguidelines:

¢ the recommended maximum entry design speed for roundabouts
ranges from 15 mph for ‘mini-roundabouts’ in neighborhood settings,
to 20 mph for single-lane roundabouts in urban settings, to 25 mph for
single-lane roundabouts in rural settings.

+ refertoroundaboutdiagram fortypical crosswalk placement.
¢ please refer to fhwa’s report, roundabouts, an information guide,
availableonlinethrough:www.fhrc.gov.thereportprovidesinformation

ongeneraldesignprinciples,geometricelements,andprovidesdetailed
specificationsforthe various types of roundabouts.
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trafficsignals

traffic signals assign the right of way to motorists and pedestrians and
produce openings in traffic flow, allowing pedestrians time to cross
the street. when used in conjunction with pedestrian friendly design,
proper signalization should allow for an adequate amount of time for an
individual to cross the street. the suggested amount of pedestrian travel
speed recommended in the manual on uniform traffic control devices
(mutcd) is 4ft/sec; however, this does not address the walking speed of
the elderly or children. therefore, it is suggested that a lower speed of
3.5ft/sec be used whenever there are adequate numbers of elderly and
children using an area.

engineering, as well as urban design judgment, must be used when
determining the location of traffic signals and the accompanying timing
intervals. although warrants for pedestrian signal timing have been
produced by the mutcd, each site must be analyzed for factors including
new facility and amenity construction (i.e. a popular new park or museum)
toallow for potential future pedestrian trafficvolume. inaddition, creating
better access to existing places may in fact generate a higher pedestrian
volume.

fixed timed sequencing is often used in high traffic volume commercial or
downtown areas to allow for a greater efficiency of traffic flow. in such
instances, thepedestrianspeedmustbe carefullycheckedtoensuresafety.

right turn on red restrictions

introduced in the 1970’s as a fuel saving technique, the right turn on red
(rtor) law is thought to have had a detrimental effect on pedestrians.
theissueisnotthelawitselfbutrathertherelaxed enforcementofcertain
caveats within the law such as coming to a complete stop and yielding to
pedestrians. oftenmotorists will either nudgeintoacrosswalkto checkfor
oncoming trafficwithout looking for pedestrians or slow, but not stop, for
the red-light while making the turn.

there is legitimate concern that eliminating an rtor will only increase
the number of right-turn-on-green conflicts where all of the drivers who
would normally have turned on red, now are anxious to turn on green. as
discussedinthepriorsection, Ipiorexclusive pedestrianintervals myhelp
toalleviatethisproblem. eliminatingrtorshouldbeconsideredonacase-
by-casebasisandonlywheretherearehighpedestrianvolumes.  thiscanbe
done by simple sign postings asillustrated at right.
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A low cost sign that restricts right-
hand turns at a red light (Image from
http:/[www.walkinginfo.org).



Typical Pedestrian Signal Indicators
(with countdown display).

Audible cues can also be used to
pulse along with a countdown
signal.

pedestrian transportation plan

pedestrian signals

there are a host of traffic signal features and enhancements that can
greatly improve the safety and flow of pedestrian traffic. these include
countdown signals, the size of traffic signals, positioning of traffic
signals, audible cues, and timing intervals which are discussed below
(pedestrian and bicycle information center: http://www.walkinginfo.org/
engineering/crossings-signals.cfm).

countdown signals are pedestrian signals that show how many seconds
the pedestrianhasremainingtocrossthe street.the countdown canbegin

at the beginning of the walk phase, perhaps flashing white or yellow, or
at the beginning of the clearance, or don’t walk phase, flashing yellow
as it counts down. audible cues can also be used to pulse along with a
countdownsignal.

signals should be of adequate size, clearly visible, and, in some
circumstances, accompanied by an audible pulse or other messages to
make crossing safe for all pedestrians. consideration should be paid to
the noise impact on the surrounding neighborhoods when deciding to
use audible signals.

the timing of these or other pedestrian signals needs to be adapted to a
given situation. in general, shorter cycle lengths and longer walk intervals
provide better service to pedestrians and encourage better signal
compliance. for optimal pedestrian service, fixed-time signal operation
usually works best. pedestrian pushbuttons may be installed at locations
where pedestrians are expected intermittently. Quick response to the
pushbutton or feedback to the pedestrian (e.g.- indicator light comes
on) should be programmed into the system. when used, pushbuttons
should be well-signed and within reach and operable from a flat surface
for pedestrians in wheelchairs and with visual disabilities. they should be
conveniently placed in the area where pedestrians wait to cross. section
4e.09 within the mutcd provides detailed guidance for the placement of
pushbuttons to ensure accessibility (pedestrian and bicycle information
center: http://www.walkinginfo.org/engineering/crossings-signals.cfm).

there are three types of signal timing generally used: concurrent,
exclusive, and leading pedestrian interval (Ipi). the strengths and
weaknesses of each will be discussed with an emphasis on when they are
best employed.
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when high-volume turning situations conflict with pedestrian
movements, the exclusive pedestrian interval is the preferred solution.
the exclusive pedestrian intervals stop traffic in all directions. in order
to keep traffic flowing regularly, there is often a greater pedestrian wait
time associated with this system. although it has been shown that
pedestrian crashes have been reduced by 50% in some areas by using
these intervals, the long wait times can encourage some to cross when
there is a lull in traffic (pedestrian and bicycle information center: http://
www.walkinginfo.org/engineering/crossings-signals.cfm).

an Ipi gives pedestrians an advance walk signal before the motorists geta
greenlight, giving the pedestrian several secondsto startin the crosswalk
where thereis a concurrentsignal. this makes pedestrians more visible to
motoristsand motorists morelikely toyieldtothem.thisadvance crossing
phase approach has been used successfully in several places, such as
new york city, for two decades and studies have demonstrated reduced
conflicts for pedestrians. the advance pedestrian phase is particularly
effective where there is a two-lane turning movement. there are some
situations where an exclusive pedestrian phase may be preferable to
an Ipi, such as where there are high-volume turning movements that
conflict with the pedestrians crossing.

the use of infrared or microwave pedestrian detectors has increased in
many citiesworldwide. thesesdevicesreplacethetraditional push-button
system. they appear to be improving pedestrian signal compliance as
well as reducing the number of pedestrian and vehicle conflicts. the best
use of these devices is when they are employed to extend crossing time
forslower moving pedestrians.

pedestriansignalguidelines:
¢ pedestrian signals should be placed in locations that are clearly visible
to all pedestrians.

v larger pedestrian signals should be utilized on wider roadways, to
ensure readability.

v pedestriansignal pushbuttons should be well-signed and visible.

v pedestrian signal pushbuttons should clearly indicate which crossing
directiontheycontrol.

v pedestrian signal pushbuttons should be reachable from a flat surface,
at a maximum height of 3.5 feet and be located on a level landing to
ensure ease of operation by pedestrians in wheelchairs.

+ walkintervalsshouldbe providedduringeverycycle, especiallyinhigh
pedestrian traffic areas.
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6.4 additiOnal treatments

landscaping

the introduction of vegetation in an urban environment can provide a
welcomed intervention of nature into a place that is otherwise hardened
frombuildings,concrete,andasphalt. itcanbeusedtoprovide aseparation
buffer between pedestrians and motorists, reduce the width of a roadway,
calm traffic by creating a visual narrowing of the roadway, enhance the
street environment, and help to generate a desired aesthetic.

street trees and other plantings provide comfort, a sense of place, and a
more natural and inviting setting for pedestrians. landscaping and the
aforementioned street furniture make people feel welcome.

there are also some instances where islands of vegetation are created to
Landscaping used on Sea Street  collect and filter stormwater from nearby streets and buildings. these
in Seattle, Washington shows  islands are referred to as constructed wetlands, rain gardens, and/or
how stormwater treatment can pioswales. when these devices are employed, the benefits listed above
be t’e’i‘ to aesthetically pleasing  gre coupled with economic and ecologic benefits of treating stormwater
plantings. (Image from Seattle, 4 ivc oo\ rce. there are many examples of this in oregon and washington,
WA, Public Utilities: Seattle. . , . .
particularly seattle’s green streets program. using thoughtful design to
gov) . . -
treat stormwater as an amenity rather than waste to be disposed of in an
environmentally harmful manneris gaining popularity nationwide.

an issue with this or any landscaping treatment is that of ongoing
maintenance. the responsibility often falls on local municipalities
although there are instances where local community groups have
provided funding and volunteers for maintenance. the best way to
address the maintenance issue is to design using native plant material
that is already adapted to the local soil and climate. growth pattern and
spaceformaturation, particularlywithlargertreeplantings,areimportant
toavoid cracking sidewalks and other pedestrian obstructions.

Street trees buffer and soften
urban environments in a number
of psychological, physical,

and ecological ways; their
shade is particularly helpful to
pedestrians in North Carolina
during summer months.

SR — —

chapter 6 - design guide 6-17



town of columbia

roadway lighting improVements

proper lighting in terms of quality, placement, and sufficiency can
greatly enhance a nighttime urban experience as well as create a safe
environment for motorists and pedestrians. two-thirds of all pedestrian
fatalities occur during low-light conditions (aashto, 2004: guide for the
planning, design, and operation of pedestrian facilities). attention should
be paid to crossings so that there is sufficient ambience for motorists
to see pedestrians. to be most effective, lighting should be consistent,
adequately spaced, and distinguished, providing adequate light.

in most cases, roadway street lighting can be designed to illuminate the
sidewalk area as well. the visibility needs of both pedestrian and motorist
should be considered. in commercial or downtown areas and other areas
of high pedestrian volumes, the addition of lower level, pedestrian-scale

lighting to streetlights with emphasis on crossings and intersections may ¥

be employed to generate a desired ambiance. a variety of lighting choices
include mercury vapor, incandescent, or less expensive high-pressure
sodium lighting for pedestrian level lighting. roadway streetlights can
range from 20-40 feet in height while pedestrian-scale lighting is typically
10-15 feet.

it is important to note that every effort should be made to address and

prevent light pollution. also known as photo pollution, light pollution is
‘excess or obtrusive light created by humans.

guidelines:
¢+ ensure pedestrian walkways and crossways are sufficiently lit.

v consideradding pedestrian-levellightinginareas of higher pedestrian
volumes, downtown, and at key intersections.

¢ installlighting on both sides of streets in commercial districts.
¢+ use uniform lighting levels.
¢+ use full cut-off light fixtures to avoid excess light pollution.

¢ space lights every 100 feet (based on a consideration of other
communities throughout the country).
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The pedestrian-scale lighting
shown here in Hickory, NC should
be used in areas where pedestrian
lighting is desired.



The street furniture shown here
(Downtown Belmont, NC) is
placed in such a manner so as to
create a safe, pleasurable, and
accessible walking environment.
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street furniture and walking enVironment

as part of a comprehensive sidewalk and walkway design, all street
furniture should be placed in a manner that allows for a safe, pleasurable,
and accessible walking environment. good-quality street furniture will
show that the community values its public spaces and is more cost-
effective in the long run. street furniture includes benches, trash bins,
signposts, newspaper racks, water fountains, bike racks, restaurant
seating, light posts, and other ornaments that are found within an urban
street environment. street furniture should mostly be considered in the
downtown area and other important pedestrian-active areas such as us
19 cbd.

in addition to keeping areas free of obstruction from furniture, a walking
environment should be clean and well maintained. attention to
removing debris, trimming vegetation, allowing for proper stormwater
drainage, providing proper lighting and sight angles, and repairing or
replacing broken or damaged paving material can make an enormous
difference in pedestrian perception of safety and aesthetics. special
attention should be paid to the needs of the visually impaired so that
tripping hazards and low hanging obstructions are removed.

guidelines:
v ensureproperplacementoffurniture;donotblockpedestrianwalkway
or curb ramps or create sightline problems.

+ wall mounted objects = not to protrude more than 4” from a wall
between 27” and 7’ from the ground

¢+ singlepostmountedobjects= nottoprotrudemorethan 4”fromeach
side of the post between 27” and 7’ from the ground

¢ multiplepostmountedobjects=lowestedgeshouldbenohigherthan
27”and no lower than 7’

¢ placestreetfurnitureattheendofon-street parkingspacesratherthan
in middle to avoid vehicle-exiting conflict.
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transit stop treatments

where transit opportunities are available, it is appropriate to consider
some of the basicelements of awell designed, accessible, andfunctional
transit stop.

bus or other transit stops should be located in places that are most
suitable for the passengers. for example, stops should be provided
near higher density residential areas, commercial or business areas,
and schools, and connected to these areas by sidewalk. some of the
most important elements to consider are the most basic: sidewalk
connectivity to the stops, proper lighting, legible and adequate transit
stop signage, shelter, seating, trash bins, bicycle and even car parking.
transit stops create an area of activity and may generate additional
business and pedestrian traffic. therefore, an opportunity is created
to provide adequate sidewalks and other pedestrian oriented design
elements. at a minimum, marked crosswalks (especially at mid-block
stops), curb ramps, and proper sidewalk widths should be considered.

aswithanyhumanscaledesignelementdiscussed,safetyisanimportant
factor to consider when locating bus stops. in the case of a bus stop,
special attention should be paid to the number of lanes and direction
of traffic when deciding to locate a stop on the near or far side of an
intersection. also special consideration must be paid to the wheelchair
lifts interms of how and where the mobility impaired will exitand enter
the bus.

local walking and biking maps should also be provided at bus stops, so
that people are aware of the nearby destinations and how best to get
there without an automobile.

6-20 chapter 6 - design guide

This typical transit stop has all

of the key features of shelter,
ample seating, bicycle parking,
landscaping, and trash bins (Image

from http:/[www.walkinginfo.org).



For a step-by-step guide to help
non-professionals participate

in the process of developing and
designing a signage system, as
well as information on the range
of signage types, visit the Project
for Public Places website:
http:/lwww.pps.orglinfo/
amenities_bb/signage_guide
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6.5 Pedestrian signs and wayfinding

signage provides important safety and wayfinding information to motorist
and pedestrian residents and tourists. from a safety standpoint, motorists
should be given advance warning of upcoming pedestrian crossings or of
traffic calming areas. signage of any type should be used and regulated
judiciously. aninordinate amount of signs creates visual clutter. undersuch
a condition, important safety or wayfinding information may be ignored
resulting in confusion and possible pedestrian vehicle conflict. regulations
should also address the orientation, height, size, and sometimes even style
of sighage to comply with a desired local aesthetic.

regulatory signage is used to inform motorists or pedestrians of a legal
requirement and should only be used when a legal requirement is not
otherwise apparent (aashto, 2004: guide for the planning, design, and
operation of pedestrian facilities). the in-street ped crossing sign (shown
at left) is particularly useful as a recent new york study showed motorist
compliance at a crosswalk up to 60% from 25% when the sign was applied.

Below: Typical traffic signs found around pedestrian friendly places.

Yield here to Peds R1-5 2B.11 450x450 (18x18)
Yield here to Peds R1-5a 2B.11 450x600 (18x24)
In-Street Ped Crossing R1-6, R1-6a 2B.12 300x900 (12x36)
Peds and Bikes Prohibited R5-10b 2B.36 750x450 (30x18)
Peds Prohibited R5-10c 2B.36 600x300 (24x12)
Walk on Left Facing Traffic | R9-1 2B.43 450x600 (18x24)
Cross only at Crosswalks R9-2 2B.44 300x450 (12x18)
No Ped Crossing R9-3a 2B.44 450x450 (18x18)
No Hitch Hiking R9-4 2B.43 450x600 (18x24)
No Hitch Hiking (symbol) | R9-4a 2B43 450x450 (18x18)
Bikes Yield to Peds R9-6 9B.10 300x450 (12x18)
Ped Traffic Symbol R10-4b 2B.45 225x300 (9x12)
School Advance Warning S1-1 7B.08 900x900 (36x36)
School Bus Stop Ahead S3-1 7B.10 750x750 (30x30)
Pedestrian Traffic W11-2 2C41 750x750 (30x30)
Playground W15-1 2C42 750x750 (30x30)
Hiking Trail 4 - 600x600 (24x24)
1. Larger signs may be used when appropriate.

2. Dimensions are shown in millimeters followed by inches in parentheses and are shown as width x height.
3. First dimension in millimeters; dimensions in parentheses are in inches.

4. All information in table taken directly from MUTCD.
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School, Warning, and Informational Signs

BUS STOP
AHEAD

CROSSWALK CROSSWALK % The legend STATE LAW is optional. A fluorescent
yellow-green background color may be used instead
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warning signage is used to inform motorists and pedestrians of

unexpected or unusual conditions. when used, they should be placed to
provide adequate response times. these include school warning signs

and pedestrian crossing signs3.

informational and wayfinding
signage can provide information
providing guidance to a location
along a trail or other pedestrian
facility. wayfinding signage should
orient and communicate in a clear,
concise and functional manner.
it should enhance pedestrian
circulation and direct visitors and
residents to important destinations.
in doing so, the goal is to increase
the comfort of visitors and residents
while helping to convey a local
identity.

maintenance of signage is as
important as walkway maintenance.
clean, graffiti free, and relevant
signage enhances guidance,
recognition, and safety for
pedestrians.
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Below: Wayfinding signs promote
aesthetics as well as provide
important information (image from
Stefton, UK: http://www.sefton.gov.uk




Above: A barrier between the curb and
roadway is desired along the US 64
bridge in Columbia. This would create
a more separated space for pedestrians
dealing with heavy traffic on one side
and water on the other (Image from
AASHTO).

pedestrian transportation plan

bridges

provisions should always be made to include a walking facility as a part of
vehicular bridges, underpasses, or tunnels, especially if the facility is part
of the pedestrian network. all new or replacement bridges, other than
those for controlled access roadways, should accommodate pedestrians
with wide sidewalks on both sides of the bridge. even though bridge
replacements do not occur regularly, it is important to consider these in
longer-term pedestrian planning.

sidewalks along bridges are more difficult to design because overall
space is at a premium and the edges of the sidewalk are limited by the
roadway and a railing. where practical, pedestrians should not be forced
to walk uncomfortably close to a railing, and a protective barrier may be
desirable at the curb.

it is dot bridge policy that within urban area boundaries (which are
ambiguously defined as the “outer limits of potential urban growth”),
sidewalksshallbeincluded on new bridges with curband gutterapproach
roadways with no controlled access. sidewalks should not be included
on controlled access facilities. a determination on whether to provide
sidewalks on one or both sides of new bridges will be made during the
planning process according to the dot pedestrian policy guidelines.
when a sidewalk is justified, it should be a minimum of five to six feet

w1 wide with a minimum handrail height of 42”.

it is also dot bridge policy that bridges within the federal-aid urban
boundaries with rural-type roadway sections (shoulder approaches)

| maywarrantspecial consideration.toallowforfuture placementofada
| acceptable sidewalks, sufficient bridge deck width (typically 7.5’ for one

side) should be considered on new bridges in order to accommodate
the placement of sidewalks. the full bridge policy for ncdot can be

| download as a microsoft word document at this address:

www.ncdot.org/doh/preconstruct/altern/value/manuals/bpe2000.doc

brldge guidelines:
sidewalks should be included on roadway bridges with no controlled
access with curb and gutter approach in urban areas.

¢+ sufficientbridgedeckwidthshouldbeconsideredonnewbridgeswith
rural-type shoulder approaches for future placement of sidewalks.

v sidewalk should be at least 5' to 6' wide. 8’is desirable.
¢ minimum handrail height should be 42"

+ awall, bollards, or fencing may be used to separate the sidewalk and

the roadway. chapter 6 - design guide 6-23
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rectangular rapid flash beacon (rrfb)

also known as “light emitting diode (led) rapid-flash system”, “stutter
flash” or “led beacons” rrfbs are user-actuated amber leds that
supplement warning signs at unsignalized intersections or mid-block
crosswalks. they can be activated by pedestrians manually by a push
button or passively by a pedestrian detection system. rrfbs use an
irregular flash pattern that is similar to emergency flashers on police
vehiclesand may beinstalled on either two-lane or multi-lane roadways.

anofficialfhwa-sponsored experimentalimplementationandevaluation
conducted in st. petersburg, florida found that rrfbs at pedestrian
crosswalks are dramatically more effective at increasing driver yielding
rates to pedestrians than traditional overhead beacons. the addition
of rrfb may also increase the safety effectiveness of other treatments,
such as the use of advance yield markings with yield (or stop) here for
pedestrians signs.

rrfb guidelines:
¢+ currently, state and federal approval is required for use.

v flashers should only flash during the times when crossings occur (e.g.,
such as during white lake’s peak tourist periods). this can be done
with a time clock, pedestrian push button to activate the flasher, or
through automatic pedestrian detection devices.

v rrfbs can also use use automated passive (e.g., video or infrared)
pedestrian detection, and should be unlit when not activated.

¢+ rrfbs typically receive power by standalone solar panel units, but
may also be wired to a traditional power source.

¢+ warning flashers can be mounted over the road or along the side of

the road, and when used should be used in conjunction with advance
warning signs.
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Activated, solar-powered, roadside
RRRB at a mid-block crosswalk.

The MUTCD gave interim approval
to RRFBs for optional use in limited
circumstances in July 2008. The
interim approval allows for usage
as a warning beacon to supplement
standard pedestrian crossing
warning signs and markings at either
a pedestrian or school crossing;
where the crosswalk approach is
not controlled by a yield sign, stop
sign, or traffic-control signal; or at a
crosswalk at a roundabout.

The MUTCD interim approval memo
also contains other provisions for
the implementation of the device and
should be reviewed. For more details,
see the see 2009 MUTCD, page 523,
Section 4L.03
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6.6 traffic calming treatments
trafficcalmingisa procedurein whichthe arrangement ofthe streetand
its elements encourages slower traffic to ensure safe speeds. typically,
compliance with traffic control devices are optional but with the use
of physical and visual cues that traffic calming introduces, drivers are
force to respond to the calming procedures.

research on effective traffic calming in the u.s. suggests that traffic
calming can effectively reduce the speed of vehicular traffic, decrease
thenumberofautomobileaccidents,and contributetonoisereduction.
research also supports that the use of multiple traffic calming
procedures will exponentially reduce the number of crashes.

Pedestrian Fatalities Based on Speed of Vehicle
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Above: Graph from Killing Speed and Saving Lives,
U.K. Department of Transportation, London, 1987.

Right: Example of multi-modal intersection with traffic
calming elements.
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The curb extension makes motorist reduce speeds for

turning and provides street parking.

/ ‘:'_

be used in combination with crosswalk markings.
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The curb extension narrows the width of the street and can

curb extensions (bulb outs)

a curb extension (also known as a bulb out) is the
additional sidewalk space allocated along the street
as a traffic calming measure. by extending the curb,
the street becomes more narrow to vehicular traffic
thus slowing down traffic speeds. the curb extension
also reduces the crossing distance for a pedestrian
decreasing the time of a pedestrian in the street.
the extension also improves the visibility of both
motoristand pedestrians.

curb extensions also prevent motorists from parking
vehicles too close to crosswalks and curb ramps
leaving the space open for pedestrian movement.
motor vehicles, parked too close to corners, present
a threat to pedestrian safety, since they block sight
lines, obscure visibility of pedestrians and other
vehicles, and make turning particularly difficult for
emergency vehicles and trucks.

extensionstothecurbareonlyrecommended where
parking exists. curb extensions must not intervene
with the adjacent drive lanes, bicycle lanes, or
roadway shoulders. the turning needs of larger
vehicles, such as school buses, need to be considered
in curb extension design as well.
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chokers

chokers are a design tool used to widen sidewalks or planting beds along vehicular corridors
to decrease the width of the travel lane. by narrowing the street, effectively reducing the
travel lanes by half of a lane wide, the choker forces motorist to yield to each other and slow
down. in order for this to function effectively, the width of the travel lane cannot be wide
enough for two cars to pass. sixteen feet is typically effective (and will permit emergency
vehicles to pass unimpeded).

chokers can be created by bringing both curbs in, or they can be done by more dramatically
widening one side at a midblock location. they can also be used at intersections, creating a
gateway effect when entering a street.

The choker produces a narrow
passage for vehicular traffic.

This choker narrows the street from
two lanes to one. Traffic is forced to
slow down and, in some cases, wait
for an approaching vehicle to pass
before proceeding.
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crossing islands (center islands, pedestrian islands, median slow
points)

crossing islands are pedestrian refuge areas raised
to curb height typically located in the center of
street, intersections or midblock crossways. center
crossing islands protect pedestrians from vehicles and
subsequently allow users to watch one direction of
traffic at a time.

where midblock or intersection crosswalks are installed
atuncontrolled locations (i.e., where no traffic signals or
stop signs exist), crossing islands should be considered
as a supplement to the crosswalk. they are also
appropriate at signalized crossings. if there is enough
width, center crossing islands and curb extensions can
be usedtogethertocreateahighlyimproved pedestrian
crossing.

curb extensions may be built in conjunction with
center crossing islands where there is street parking.
care should be taken to maintain bicycle access. bicycle
lanes must not be eliminated or squeezed in order to
createthe curb extensionsorislands.

Crossing islands allow pedestrians to be concerned with
one direction of traffic at a time. The roadway markings
in the design shown here also help make motorists aware
that a pedestrian may be crossing.

Crossing islands may be added to the middle of a
street when the street is very wide.

Crossing island allows pedestrians to
stop before completely crossing a road.
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chicane

a chicane is a traffic method used to narrow and/or turn the roadway with the use of divergent
paths and shifting parking lanes. when motorists are prevented from driving in a direct linear
fashion, their speeds are normally reduced. using chicanes is a successful way to force motorist
to shift travel lanes and restrict direct forward movement. shifts can be created by moving street
parking from one side to the other or by building landscaped islands that gradually cause the
motorist to maneuver the obstacles in order to continue progression.

A chicane on a one-lane road.

This chicane narrows the street to fewer
lanes and requires traffic to move slowly.
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Movement within a roundabout.

A traffic mini-circle helps reduce vehicle speeds, but still
allows cars and emergency vehicles to pass through the
intersection with little difficulty.

mini circles (roundabouts)

mini-circles are traffic islands raised to curb height, located
at the center of an intersection. the design of a mini-circle is
intended to force motorists to reduce speed in order to turn
in a circular motion. drivers making left turns are directed
to go on the far side of the circle prior to making the turn.
drivers going straight must go around the circle before
proceeding. and drivers going right must yield to traffic
that is in the mini-circle.

the center portion of the mini-circle is usually landscaped
with various plant materials that allow motorists and
pedestrians clear sights to all sides of the intersection. in
locations where landscaping is not feasible, traffic circles
can be enhanced through specific pavement materials.

mini-circles are designed to slow traffic but because they
do not have the capability of controlling right turns at
the intersection, pedestrians and cyclists do encounter
potential risk. in orderto compensate for this risk, right curb
radii should complement this treatment to discourage high
speed right turn maneuvers. large vehicles (i.e. delivery
and fire trucks) can be accommodated with a roll-curb on
the mini-circle.

cyclistand pedestrian needs can also be accommodated by
moving crosswalks away from the mini-circle to a mid-block
crossingornextintersection.

Roundabouts (and other circular intersection types) allow
for landscaping, monuments, and other aesthetic uses
within the central island.
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Vehicles entering the roundabout give way to
vehicles in the roundabout.
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speed humps

speed humps are 3”-4” raised mounds that extend the width of the street to deter motorists from
excessive speeds. speed humps should not be confused with the speed “bump” that is often found
in mall parking lots. generally, speed humps are 12’ to 14’ in length and span the width of the road.
the length and height of the speed humps determine the speed at which traffic will travel over the
devices. shorter lengths and greater heights slow cars most drastically.

the traditional 12’ hump has a design speed of 15 to 20 mph, a 14’ hump a few miles per hour
higher, and a 22’ table has a design speed of 25 to 30 mph. the longer humps are much gentler for
larger vehicles.

A warning sign notifies motorists before humps.
Humps generally have pavement markings to
enhance visibility and a taper edge near the curb
to allow a gap for drainage.

Speed humps are used on
streets to reduce speed,
causing motorists to
slow down.
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raised intersection

a raised intersection is a speed table that spans the area of the entire intersection. each
side of the intersection has a ramp for the vehicle approach, which elevates the entire
intersection to the level of the sidewalk. they can be built with a variety of materials,
including asphalt, concrete, stamped concrete, or pavers. the crosswalks on each approach
are also elevated as part of the treatment to enable pedestrians to cross the road at the
same level as the sidewalk, eliminating the need for curb ramps. use detectable warnings
to mark the boundary between the sidewalk and the street.

A raised intersection slows all vehicular movements
through the intersection and improves pedestrian
crossings in all directions.

The raised intersection above enhances
the pedestrian environment at the urban
Crossings.

Raised intersections, like the one above,
reduce vehicle speeds at busy intersections.
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raised pedestrian crossing

a raised pedestrian crossing is also a speed table, with a flat portion the width of a crosswalk, usually
10’ to 15’ raised intersections and crosswalks encourage motorists to yield to the vehicular ramp and
elevated pedestrians.

A raised pedestrian crossing provides a continuous The raised crosswalk helps reduce vehicle speeds and
route for the pedestrian at the same level as the the measures tend to have a predictable speed reduction
sidewalk. Pavement markings may be used on the solution.

slope to make the crossing visible to motorists.

speedtable

a speed table is a broad portion of a speed hump, used as a pedestrian crossing. the speed table can
either be parabolic, making it more like a speed hump, or trapezoidal, which creates the flat table like
surface. speed tables can be used in combination with curb extensions where street parking exists.

The speed table (above) causes less of a delay than The speed table design (above) allows cars to pass without

humps and are typically preferred by fire departments slowing as significantly as with speed humps.
over speed humps.
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gateways

a gateway is a physical landmark that indicates a change in environment from a higher speed
major roadway to a minor road (lower speed district). gateways can include different traffic calming
techniquessuchasofstreetnarrowing, medians, signing, archways, roundabouts, or otheridentifiable
features. gateways reveal to motorist that an area of slower speeds has been reached. this can help
achievethe goal of meeting expectations and preparing motorists foradifferentdrivingenvironment.
gateways areonly anintroduction and slower speeds are not likely to be maintained unless the entire
areahasbeenredesigned or other traffic-calming features are used.

Gateways produce an expectation for
motorists to drive more slowly and

watch for pedestrians when entering
bl 2 commercial, business, or residential
| district from a higher speed roadway.

Creative gateways help establish a
unique image for an area.
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landscaping

landscaping along the corridor can work as a buffer to separate
pedestrians from vehicles, reduce the visual width of the
roadway (which encourages slower speeds), and provide an
aesthetic appeal to the street. this can include a variety of trees,
bushes, and/or flowerpots, which can be planted in the buffer
area between the sidewalk or walkway and the street.

choosing appropriate plants, providing adequate space for
maturation, and preparing the ground can help ensure that the
plants survive with minimal maintenance and don’t buckle the
sidewalks as they mature. the following guidelines should be
considered: plants should be adapted to the local climate and
fit the character of the surrounding area—they should survive
without protection or intensive irrigation; and the plant’s growth
patterns should not obscure signs or pedestrians’ and motorists’
views of each other.

The landscaping on this street calms traffic by creating a
visual narrowing of the roadway.

pedestrian transportation plan

The landscaping enhances the street
environment.

T |

Landscaping with low subs, ground cover, and mature
trees that are properly pruned can add shade, color, and

visual interest to a street.
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paVing materials

paving materials are important to the function and look of a street, both in the road and on
the sidewalk. paving materials can also increase crosswalk visibility and act as a physical
traffic calming device when using paved brick or cobblestone. textured crosswalks
should be marked with reflective lines since these types of crosswalks are not as visible,
especially at night or on rainy days.

smoothtravelsurfacesare bestforall pedestrians.the pedestrian path materialshould be
firm, planar, and slip-resistant. concrete is the preferred walking surface. a different look
can be achieved by using stamped concrete or concrete pavers, which are available in a
variety of colors and shapes. colored paving can often enhance the function of portions
of the roadway, such as a colored bicycle lane. this can create the perception of street
narrowing, in addition to enhancing the travel facility for bicyclists.

Brick or cobblestone streets help slow traffic and create
a feeling that the street is not a highway or fast-moving

arterial.

This paving creates an aesthetic enhancement to the street.
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serpentine design

serpentine roadway design is when a street is aligned in a
wave fashion to shift traffic left and right with the use of built-
in visual enhancements. this allows movement but forces
vehicles to reduce speed. the opportunities for significant
landscaping can be used to create a park-like atmosphere.

such designs are usually implemented with construction
of a new neighborhood street or during reconstruction of
an existing street corridor. this type of design can be more
expensive than other traffic-calming options and needs to
be coordinated with driveway access.

_J_ i ] i a The serpentine street is a curving roadway that helps
i slow traffic through the use of curbs and landscaping.

ity I
i |:.I
L - 11 The serpentine design changes the entire look
[ o e of a street to send a message to drivers that the
" g road is not for fast driving.
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The opportunities for significant landscaping can be
used to create a park-like atmosphere.
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woonerf

a woonerf (“street for living”) is a dutch term for a common space created to be shared
by pedestrians, bicyclists, and low-speed motor vehicles.

they are typically narrow streets without curbs and sidewalks. Vehicles are slowed by
placing trees, planters, parking areas, and other obstacles in the street. motorists become
the intruders and must travel at very low speeds below 10 mph. this makes a street
available for public use that is essentially only intended for local residents. a woonerf
identification sign is placed at each street entrance.

consideration must be given to provide access by fire trucks, sanitation vehicles and
otherservicevehiclesif needed.

Motorists, cyclists, and pedestrians
share the space on this woonerf or
living street.
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6.7 land use and Pedestrian travel
the land use and development environment plays a major role in the
walkabilityofanarea. thefollowingarebriefexamplesoftheimportance
of connectivity, not only along corridors and across roadways, but also
between neighborhoods and into commercial sites.
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The above example shows the effectiveness of connectiving a traditional cul-de-sac neighborhood to a
collector or arterial road.

The above example communicates the difference between a connected street and pedestrian network (on
right) versus separated cul-de-sac neighborhoods. A person living in the scenario to the right will have a
longer trip to school and will likely be forced to travel by automobile. A person living in the scenario could
walk to school safely and easily. This scenario, used consistently, would significantly reduce traffic.
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A raised median and consolidating
driveways reduce conflict points.

Driveway access management is a key issue throughout the United States. A high number of driveway
accesses and/or wide driveway accesses create more conflict points between motorists, bicyclists, and

pedestrians. The Town of Columbia should attempt to retrofit and build new development with the goal of
achieving the scenario to the right.

&

Uncontrolled accesses create 8 potential
conflict points at every driveway.

Pedestrian connectivity is critical not only between destinations but within destinations. The example
shown above shows an excellent commercial area with clear pedestrian pathways of travel.
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a.1l oVerView

public input was received and incorporated into the devel-
opment of this plan. input came through two mechanisms:
a citizen and staff-based steering committee, and a public
workshop.

a.2 citizen and staff-based steering

commit- tee

this committee, composed of citizens and town/rpo staff,
met twice during the planning process. the group estab-
lished visions and goals for the plan, identified areas of need
inthe columbia area, and participated in fieldwork. members
of the committee marked up maps and identified pedestrian
problem areas and possible solutions. the goals are listed in
chapter 1 and input from the committee is reflected through-
out the recommendations of this planning document.

the steering committee also provided comment on the draft
plan. these comments led to revisions made by the consul-
tantin the development of the final plan.

a.3 publicworkshop

approximately 10 columbia citizens attended the public
workshop held on february 11, 2010. the mayor, town staff,
and citizens were present to receive the draft plan recommen-
dations and provide comment. key items addressed by the
group were:

+ goal of community to stay cohesive and connected.

+ need to show pedestrian connections to future develop-
ment occurring in the eastern and southern parts of town

¢+ priority improvements are closing sidewalk gap in front of
high school/middle school on main street, providing a side-
walk/sidepath along keiser, providing sidewalk along road
street extension to brickhouse, and creating traffic calming
along marthaand bridge.

pedestrian transportation plan

chapteroutline:
a.1 oVerView
a.2 citizen and staff-
based steering
committee

a.3 publicworkshop
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.+ need to address fonsoe/us 64 intersection. possible solu-
| tion is the closure of fonsoe to us 64 access.

+ concern about traffic speeds on elementary school road
and keiser road

photos from 1st steering com-
mittee meeting (top)and2nd 1
steering committee/public :
meeting (middle and below). |

a-2 appendiX a - public input



appendix b: state and federal
policies

b.1oVerView

a number of federal and state pedestrian policies have been
developed in recent years. this appendix covers a number of
these policies that are intended to better integrate walking
andbicyclingintotransportationinfrastructure.

b.2 united states department of transporta-

tion bicYcle and pedestrian policY

a united states department of transportation (us dot)
policy statement regarding the integration of bicycling and
walking into transportation infrastructure recommends that,
“bicycling and walking facilities will be incorporated into all
transportation projects” unless exceptional circumstances ex-
ist. the policy statement was drafted by the u.s. department
of transportation in response to section 1202 (b) of the trans-
portation equity act for the 21st century (tea-21) with the
input and assistance of public agencies, professional associa-
tions and advocacy groups. usdot hopes that public agen-
cies, professional associations, advocacy groups, and others
adopt this approach as a way of committing themselves to in-
tegrating bicycling and walking into the transportation main-
stream. the full statement reads as follows, with some minor
adjustments for applicability in columbia:

1. bicycle and pedestrian ways shall be established in new
construction and reconstruction projects in all urbanized ar-
eas unless one or more of three conditions are met:

. bicyclists and pedestrians are prohibited by law from
using the roadway. in this instance, a greater effort may be
necessary to accommodate bicyclists and pedestrians else-
where within the right of way or within the same transporta-
tion corridor.

. the cost of establishing bikeways or walkways would
be excessively disproportionate to the need or probable use.

pedestrian transportation plan

cHapter outline:
b.1 oVerView
b.2 usdot bicYcle and pedestrian policY
b.3 usdot 2010 policY statement
b.4 fHwa memorandum
b.5 ncdot 2009 complete streets policY
b.6 ncdot board of transportation
resolution
b.7 ncdot administratiVe action
b.8 Guidelines for ncdot
b.9 ncdot pedestrian policY Guidelines

b.10 ncdot’stnd street desiGn
Guidelines

b.11 nhcdotonline resources list
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b-2 appendiX b - policies

excessively disproportionate is defined as exceeding twenty
percent of the cost of the larger transportation project.

' where sparsity of population or other factors indicate
an absence of need. for example, on low volume, low speed
residential streets, or streets with severe topographic or natu-
ral resource constraints.

2.in rural areas, paved shoulders should be included in all new
construction and reconstruction projects on roadways used
by more than 1,000 vehicles per day. paved shoulders have
safety and operational advantages for all road users in addi-
tion to providing a place for bicyclists and pedestrians to op-
erate. rumble strips are not recommended where shoulders
are used by bicyclists unless there is a minimum clear path of
four feet in which a bicycle may safely operate.

3.sidewalks, shared use paths, street crossings (including over-
and undercrossings), pedestrian signals, signs, street furniture,
transit stops and facilities, and all connecting pathways shall
be designed, constructed, operated and maintained so that
all pedestrians, including people with disabilities, can travel
safely and independently.

4. the design and development of the transportation infra-
structure shall improve conditions for bicycling and walking
through the following additional steps:

' planning projects for the long-term. transportation
facilities are long-term investments that remain in place for
many years. the design and construction of new facilities that
meet the criteria in item 1) above should anticipate likely fu-
ture demand for bicycling and walking facilities and not pre-
clude the provision of future improvements. for example, a
bridge that is likely to remain in place for 50 years, might be
built with sufficient width for safe bicycle and pedestrian use
in anticipation that facilities will be available at either end of
the bridge even if that is not currently the case.

' addressing the need for bicyclists and pedestrians to
cross corridors as well as travel along them. even where bi-
cyclists and pedestrians may not commonly use a particular
travel corridor that is being improved or constructed, they will
likely need to be able to cross that corridor safely and conve-
niently. therefore, the design of intersections and interchang-
es shall accommodate bicyclists and pedestrians in a manner
that is safe, accessible and convenient.



. Getting exceptions approved at a senior level. excep-
tions for the non-inclusion of bikeways and walkways shall be
approved by a senior manager and be documented with sup-
porting data that indicates the basis for the decision.

. designing facilities to the best currently available stan-
dards and guidelines. the design of facilities for bicyclists and
pedestrians should follow design guidelines and standards
that are commonly used, such as the aasHto Guide for the
development of bicycle facilities, aasHto’s a policy on Geo-
metric design of Highways and streets, and the ite recom-
mended practice “design and safety of pedestrian facilities.
(many of these guidelines are summarized in chapter 4: bi-
cycle facility standards)

(retrieved  from http://www.fhwa.dot.gov/environment/
bikeped/design.htm on 5/6/2008)

b.3 united states department of transportation pol-
icy statement on bicycle and pedestrian accommo-
dation regulations and recommendations (march
2010)

purpose

the united states department of transportation (dot) is pro-
vidingthis policy statementtoreflectthe department’ssup-
portforthe developmentoffullyintegrated active transporta-
tion networks. the establishment of well-connected walking
and bicycling networks is an important component for livable
communities, and their design should be a part of federal-
aid project developments. walking and bicycling foster safer,
more livable, family-friendly communities; promote physical
activity and health; and reduce vehicle emissions and fuel use.
legislation and regulations exist that require inclusion of bi-
cycle and pedestrian policies and projectsinto transportation
plans and project development. accordingly, transportation
agencies should plan, fund, and implement improvements to
their walking and bicycling networks, including linkages to
transit. in addition, dot encourages transportation agencies
to go beyond the minimum requirements, and proactively
provide convenient, safe, and context-sensitive facilities that
fosterincreased use by bicyclists and pedestrians of all ages
and abilities, and utilize universal design characteristics when
appropriate.transportation programsandfacilities should ac-

pedestrian transportation plan
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commodate people of all ages and abilities, including people
too young to drive, people who cannot drive, and people who
choosenottodrive.

policy statement

the dot policy is to incorporate safe and convenient walk-
ing and bicycling facilities into transportation projects. every
transportation agency, including dot, has the responsibil-
ity toimprove conditions and opportunities for walking and
bicycling and to integrate walking and bicycling into their
transportation systems. because of the numerous individual
and community benefitsthatwalkingand bicycling provide
— including health, safety, environmental, transportation,
and quality of life — transportation agencies are encouraged
to go beyond minimum standards to provide safe and conve-
nient facilities for these modes.

authority

this policy is based on various sections in the united states
code (u.s.c.) and the code of federal regulations (cfr) in ti-
tle 23—Highways, title 49—transportation, and title 42—the
public Health and welfare. these sections, provided in the ap-
pendix, describe how bicyclists and pedestrians of all abilities
should be involved throughout the planning process, should
not be adversely affected by other transportation projects,
and should be able to track annual obligations and expendi-
turesonnonmotorizedtransportationfacilities.

recommended actions

the dot encourages states, local governments, professional
associations, community organizations, public transportation
agencies, and other government agencies, to adopt similar
policy statements on bicycle and pedestrian accommodation
as anindication of their commitment to accommodating bicy-
clists and pedestrians as an integral element of the transpor-
tation system. in support of this commitment, transportation
agencies and local communities should go beyond minimum
design standards and requirements to create safe, attractive,
sustainable, accessible, and convenient bicycling and walking
networks. such actions should include:

¢+ considering walking and bicycling as equals with other
transportation modes: the primary goal of a transportation
system is to safely and efficiently move people and goods.
walking and bicycling are efficient transportation modes for
most short trips and, where convenient intermodal systems
exist, these nonmotorized trips can easily be linked with tran-
sit to significantly increase trip distance. because of the ben-



efits they provide, transportation agencies should give the
same priority to walking and bicycling as is given to other
transportation modes. walking and bicycling should not be
an afterthought in roadway design.

* ensuring that there are transportation choices for people
of all ages and abilities, especially children: pedestrian and
bicycle facilities should meet accessibility requirements and
provide safe, convenient, and interconnected transportation
networks. for example, children should have safe and con-
venient options for walking or bicycling to school and parks.
people who cannot or prefer not to drive should have safe and
efficient transportation choices.

* Going beyond minimum design standards: transportation
agencies are encouraged, when possible, to avoid designing
walking and bicycling facilities to the minimum standards. for
example, shared-use paths that have been designed to mini-
mum width requirements will need retrofits as more people
use them. itis more effective to plan for increased usage than
toretrofit an older facility. planning projects for the long-term
should anticipate likely future demand for bicycling and walk-
ing facilities and not preclude the provision of future improve-
ments.

* integrating bicycle and pedestrian accommodation on new,
rehabilitated, and limited-access bridges: dot encourages bi-
cycle and pedestrian accommodation on bridge projects in-
cluding facilities on limited-access bridges with connections
tostreetsor paths.

* collecting data on walking and biking trips: the best way to
improve transportation networks for any mode is to collect
and analyze trip data to optimize investments. walking and
bicycling trip data for many communities are lacking. this
data gap can be overcome by establishing routine collection
of nonmotorized trip information. communities that routinely
collect walking and bicycling data are able to track trends and
prioritize investments to ensure the success of new facilities.
these data are also valuable in linking walking and bicycling
with transit.

¢ setting mode share targets for walking and bicycling and
tracking them over time: a byproduct of improved data col-
lection is that communities can establish targets for increas-
ing the percentage of trips made by walking and bicycling.

removing snow from sidewalks and shared-use paths: cur-
rentmaintenance provisionsrequire pedestrianfacilities built
with federal funds to be maintained in the same manner as

pedestrian transportation plan
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other roadway assets. state agencies have generally estab-
lished levels of service on various routes especially as related
tosnow andice events.

improving nonmotorized facilities during maintenance proj-
ects: many transportation agencies spend most of their trans-
portation funding on maintenance rather than on construct-
ing new facilities. transportation agencies should find ways
to make facility improvements for pedestrians and bicyclists
duringresurfacingand other maintenance projects.

conclusion

increased commitment to and investment in bicycle facili-
ties and walking networks can help meet goals for cleaner,
healthier air; less congested roadways; and more livable, safe,
cost-efficient communities. walking and bicycling provide
low-cost mobility options that place fewer demands on local
roads and highways. dot recognizes that safe and convenient
walking and bicycling facilities may look different depending
on the context — appropriate facilities in a rural community
may be different from a dense, urban area. However, regard-
less of regional, climate, and population density differences, it
isimportant that pedestrian and bicycle facilities be integrat-
ed into transportation systems. while dot leads the effort to
provide safe and convenientaccommodations for pedestrians
and bicyclists, success will ultimately depend on transporta-
tion agencies across the country embracing and implement-
ing this policy.

ray laHood, united states secretary of transportation

b.4 fHwa memorandum on mainstreaminG bi-
cYcle and pedestrian prolJects

(see pages b-8 through b-10)
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Bicycle and Pedestrian Guidance Memorandum - FHWA 6/9/08 1:17 PM

.5, Deparmend of Transporation
@ Federal Highway Administration i L

A
@U.S. Department of

Transportation MemOrandum

Federal Highway Administration

Subject: ACTION: Transmittal of Guidance on Bicycle and Pedestrian Date: February
Provisions of the Federal-aid Program 24,1999
From: Kenneth R. Wykle In reply, HEPH-30
Federal Highway Administrator refer to:
To:

Division Administrators
Federal Lands Highway Division Engineers

This memorandum transmits the Federal Highway Administration's (FHWA) Guidance on the Bicycle and
Pedestrian Provisions of the Federal-aid Program and reaffirms our strong commitment to improving
conditions for bicycling and walking. The nonmotorized modes are an integral part of the mission of FHWA
and a critical element of the local, regional, and national transportation system. Bicycle and pedestrian
projects and programs are eligible for but not guaranteed funding from almost all of the major Federal-aid
funding programs. We expect every transportation agency to make accommodation for bicycling and
walking a routine part of their planning, design, construction, operations and maintenance activities.

The Transportation Equity Act for the 215! Century (TEA-21) continues the call for the mainstreaming of
bicycle and pedestrian projects into the planning, design, and operation of our Nation's transportation
system. Under the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA), Federal spending on
bicycle and pedestrian improvements increased from $4 million annually to an average of $160 million
annually. Nevertheless, the level of commitment to addressing the needs of bicyclists and pedestrians
varies greatly from State to State.

The attached guidance explains how bicycle and pedestrian improvements can be routinely included in
federally funded transportation projects and programs. | would ask each division office to pass along this
guidance to the State DOT and to meet with them to discuss ways of expediting the implementation of
bicycle and pedestrian projects. With the guidance as a basis for action, States can then decide the most
appropriate ways of mainstreaming the inclusion of bicycle and pedestrian projects and programs.

Bicycling and walking contribute to many of the goals for our transportation system we have at FHWA and
at the State and local levels. Increasing bicycling and walking offers the potential for cleaner air, healthier
people, reduced congestion, more liveable communities, and more efficient use of precious road space
and resources. That is why funds in programs such as Congestion Mitigation and Air Quality Improvement,
Transportation Enhancements, and the National Highway System, are eligible to be used for bicycling and

http://www.fhwa.dot.gov/environment/bikeped/memo.htm Page 1 of 3




Bicycle and Pedestrian Guidance Memorandum - FHWA 6/9/08 1:17 PM|
walking improvements that will encourage use of the two modes.

We also have a responsibility to improve the safety of bicycling and walking as the two modes represent
more than 14 percent of the 41,000 traffic fatalities the nation endures each year. Pedestrian and bicycle
safety is one of FHWA's top priorities and this is reflected in our 1999 Safety Action Plan. As the attached
guidance details, TEA-21 has opened up the Hazard Elimination Program to a broader array of bicycle,
pedestrian, and traffic calming projects that will improve dangerous locations. The legislation also
continues funding for critical safety education and enforcement activities under the leadership of the
National Highway Traffic Safety Administration. If we are successful in improving the real and perceived
safety of bicyclists and pedestrians, we will also increase use.

You will see from the attached guidance that the Federal-aid Program, as amended by TEA-21, offers an
extraordinary range of opportunities to improve conditions for bicycling and walking. Initiatives such as the
Transportation and Community and System Preservation Pilot Program and the Access to Jobs program
offer exciting new avenues to explore.

Bicycling and walking ought to be accommodated, as an element of good planning, design, and operation,
in all new transportation projects unless there are substantial safety or cost reasons for not doing so. Later
this year (1999), FHWA will issue design guidance language on approaches to accommodating bicycling
and pedestrian travel that will, with the cooperation of AASHTO, ITE, and other interested parties, spell out
ways to build bicycle and pedestrian facilities into the fabric of our transportation infrastructure from the
outset. We can no longer afford to treat the two modes as an afterthought or luxury.

The TEA-21 makes a great deal possible. However, in the area of bicycling and walking in particular, we
must work hard to ensure good intentions and fine policies translate quickly and directly into better
conditions for bicycling and walking. While FHWA has limited ability to mandate specific outcomes, | am
committed to ensuring that we provide national leadership in three critical areas.

» The FHWA will encourage the development and implementation of bicycle and pedestrian plans as
part of the overall transportation planning process. Every statewide and metropolitan transportation
plan should address bicycling and walking as an integral part of the overall system, either through the
development of a separate bicycle and pedestrian element or by incorporating bicycling and walking
provisions throughout the plan. Further, | am instructing each FHWA division office to closely monitor
the progress of projects from the long-range transportation plans to the STIPs and TIPs. In the
coming months, FHWA will disseminate exemplary projects, programs, and plans, and we will
conduct evaluations in selected States and MPOs to determine the effectiveness of the planning
process.

= The FHWA will promote the availability and use of the full range of streamlining mechanisms to
increase project delivery. The tools are in place for States and local government agencies to speed
up the delivery of bicycle and pedestrian projects - it makes no sense to treat installation of a bicycle
rack or curb cut the same way we treat a new Interstate highway project - and our division offices
must take a lead in promoting and administering these procedures.

The FHWA will help coordinate the efforts of Federal, State, metropolitan, and other relevant
agencies to improve conditions for bicycling and walking. Once again, our division offices must
ensure that those involved in implementing bicycle and pedestrian projects at the State and local
level are given maximum opportunity to get their job done, unimpeded by regulations and red tape
from the Federal level. | am asking each of our division offices to facilitate a dialogue among each
State's bicycle and pedestrian coordinator, Transportation Enhancements program manager,
Recreational Trails Program administrator, and their local and FHWA counterparts to identify and
remove obstacles to the implementation of bicycle and pedestrian projects and programs.

http:/ /www.fhwa.dot.gov/environment/bikeped/memo.htm Page 2 of 3
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In less than a decade, bicycling and walking have gone from being described by my predecessor Tom
Larson as "the forgotten modes" to becoming a serious part of our national transportation system. The
growing acceptance of bicycling and walking as modes to be included as part of the transportation
mainstream started with passage of ISTEA in 1991 and was given a considerable boost by the
Congressionally-mandated National Bicycling and Walking Study. That study, released in 1994,
challenges the U.S. Department of Transportation to double the percentage of trips made by foot and
bicycle while simultaneously reducing fatalities and injuries suffered by these modes by 10 percent - and
we remain committed to achieving these goals.

The impetus of ISTEA and the National Bicycling and Walking Study is clearly reinforced by the bicycle
and pedestrian provisions of the TEA-21. The legislation confirms the vital role bicycling and walking must
play in creating a balanced, accessible, and safe transportation system for all Americans.

FHWA Guidance (1999) - Bicycle and Pedestrian Provisions of Federal Transportation Legislation

To provide Feedback, Suggestions, or Comments for this page contact Gabe Rousseau at gabe.rousseau@dot.gov.

FHWA Home | HEP Home | Feedback

2 FHWA

United States Department of Transportation - Federal Highway Administration

http://www.fhwa.dot.gov/environment/bikeped/memo.htm - Page 3 of 3
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b.5 ncdot JulY 2009 board of transportation:
diVision of bicYcleand pedestriantranspor-
tation complete streets policY

a. definition

complete streets is north carolina’s approach to interdepen-
dent, multi-modal transportation networks that safely accom-
modate access and travel for all users.

b. policy statement

transportation, quality of life, and economic development
are all undeniably connected through well-planned, well-
designed, and context sensitive transportation solutions. to
ncdot, the designations “well-planned”, “well-designed” and
“context-sensitive” imply that transportation is an integral part
of a comprehensive network that safely supports the needs of
the communities and the traveling public that are served.

the north carolina department of transportation, in its role as
stewards over the transportation infrastructure, is committed
to:

¢ providing an efficient multi-modal transportation network
in north carolina such that the access, mobility, and safety
needs of motorists, transit users, bicyclists, and pedestrians of
all ages and abilities are safely accommodated;

v caring for the built and natural environments by promoting
sustainable development practices that minimize impacts on
natural resources, historic, businesses, residents, scenic and
other community values, while also recognizing that transpor-
tation improvements have significant potential to contribute
to local, regional, and statewide quality of life and economic
development objectives;

» working in partnership with local government agencies, in-
terest groups, and the public to plan, fund, design, construct,
and manage complete street networks that sustain mobility
while accommodating walking, biking, and transit opportuni-
ties safely.

this policy requires that ncdot’s planners and designers will
consider and incorporate multimodal alternatives in the de-
sign and improvement of all appropriate transportation proj-
ects within a growth area of a town or city unless exceptional

pedestrian transportation plan
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circumstances exist. routine maintenance projects maybe
excluded from this requirement; if an appropriate source of
funding is not available.

C. purpose

this policy sets forth the protocol for the development of
transportation networks that encourage non-vehicular travel
without compromising the safety, efficiency, or function of
the facility. the purpose of this policy is to guide existing deci-
sion-making and design processes to ensure that all users are
routinely considered during the planning, design, construc-
tion, funding and operation of north carolina’s transportation
network.

d.scope and applicability

this policy generally applies to facilities that exist in urban or
suburban areas, however it does not necessarily exclude rural
setting; and is viewed as a network that functions in an inter-
dependent manner.

there are many factors that must be considered when defin-
ing the facility and the degree to which this policy applies,
e.g., number of lanes, design speeds, intersection spacing,
medians, curb parking, etc. therefore, the applicability of this
policy, as stated, should be construed as neither comprehen-
sive nor conclusive. each facility must be evaluated for proper
applicability.

notwithstanding the exceptions stated herein, all transporta-
tion facilities within a growth area of a town or city funded by
or through ncdot, and planned, designed, or constructed on
state maintained facilities, must adhere to this policy.

e.approach

it is the department’s commitment to collaborate with cities,
towns, and communities to ensure pedestrian, bicycle, and
transit options are included as an integral part of their total
transportation vision. as a partner in the development and
realization of their visions, the department desires to assist lo-
calities, through the facilitation of long-range planning, to op-
timize connectivity, network interdependence, context sensi-
tive options, and multimodal alternatives.



f.related policies

this policy builds on current practices and encourages creativ-
ity for considering and providing multi-modal options within
transportation projects, while achieving safety and efficiency.

specific procedural guidance includes:

* bicycle policy (adopted april 4,1991)

» Highway landscape planting policy (dated 6/10/88)

* board of transportation resolution: bicycling & walking in
north carolina, a critical part of the transportation system
(adopted september8, 2000)

» Guidelines for planting within Highway right-of-way

* bridge policy (march 2000)

' pedestrian policy Guidelines —sidewalk location (memo from
larry Goode, february 15, 1995)

+ pedestrian policy Guidelines (effective october 1, 2000 w/
memo from len Hill, september 28, 2000)

* ncdot context sensitive solutions Goals and working
Guidelines (created 9-23-02; updated 9-8-03)

G. exceptionsto policy

it is the department’s expectation that suitable multimodal
alternatives will be incorporated in all appropriate new and
improved infrastructure projects. However, exceptions to this
policy will be considered where exceptional circumstances
that prohibit adherence to this policy exist. such exceptions
include, but are not limited to:

+ facilities that prohibit specific users by law from using them,
* areas in which the population and employment densities or
level of transit service around the facility does not justify the
incorporation of multimodal alternatives,

it is the department’s expectation that suitable multimodal
alternatives will be incorporated as appropriate in all new and
improved infrastructure projects within a growth area of a
town or city.

as exceptionsto policy requests are unique in nature, each will
be considered on a case-by-case basis. each exception must
be approved by the chief deputy secretary.

routine maintenance projects maybe excluded from this re-
quirement; if an appropriate source of funding is not avail-
able.

pedestrian transportation plan
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H. planning and design Guidelines

the department recognizes that a well-planned and designed
transportation system that is responsive to its context and
meets the needs of its users is the result of thoughtful plan-
ning. the department further recognizes the need to provide
planners, designersand decision-makers with aframework for
evaluating and incorporating various design elements into the
planning,design,and construction phasesofitstransportation
projects. tothis end, a multi-disciplined team of stakeholders,
including transportation professionals, interest groups, and
others, as appropriate, will be assembled and charged with
developing comprehensive planning and design guidelines
to support this policy.

these guidelines will describe the project development pro-
cess and incorporate transparency and accountability where
it does not currently exist; describe how (from a planning and
design perspective) pedestrians, bicyclists, transit, and motor
vehicles will share roads safely; and provide special design el-
ements and traffic management strategies to address unique
circumstances.

an expected delivery date for planning and design guidelines
will be set upon adoption of this policy.

i. policy distribution

it is the responsibility of all employees to comply with depart-
mental policies. therefore, every business unit and appro-
priate private service provider will be required to maintain a
complete set of these policies. the department shall periodi-
cally update departmental guidance to ensure that an accu-
rate and up-to-date information is maintained and housed in
a policy management system.



b.6 nortH carolina department of transpor-
tation board of transportation resolution:
bicYclinG and walKinG in nortH carolina. a
critical part of tHe transportation sYstem
(ADOPTED BY THE BOARD OF TRANSPORTATION ON
SEPTEMBER 8, 2000)

the north carolina board of transportation strongly reaffirms
its commitment to improving conditions for bicycling and
walking, and recognizes nonmotorized modes of transpor-
tation as critical elements of the local, regional, and national
transportation system.

wHereas, increasing bicycling and walking offers the poten-
tial for cleaner air, healthier people, reduced congestion, more
liveable communities, and more efficient use of road space
and resources; and

wHereas, crashes involving bicyclists and pedestrians repre-
sent more than 14 percent of the nation’s traffic fatalities; and

wHereas, the federal Highway administration (fHwa) in its
policy statement “Guidance on the bicycle and pedestrian
provisions of the federal-aid program” urges states to include
bicycle and pedestrian accommodations in its programmed
highway projects;and

wHereas, bicycle and pedestrian projects and programs are
eligible for funding from almost all of the major federal-aid
funding programs; and

wHereas, the transportation equity act for the 21st century
(tea-21) calls for the mainstreaming of bicycle and pedestrian
projects into the planning, design and operation of our na-
tion’s transportation system;

now, tHerefore, be it resolVed, the north carolina board
of transportation concurs that bicycling and walking accom-
modations shall be a routine part of the north carolina de-
partment of transportation’s planning, design, construction,
and operationsactivitiesand supports the department’sstudy
and consideration of methods of improving the inclusion of
these modes into the everyday operations of north carolina’s
transportation system; and

be it furtHer resolVed, north carolina cities and towns are
encouraged to make bicycling and pedestrian improvements
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anintegral part of their transportation planning and program-
ming.

b.7 nortH carolina department of transpor-
tation administratiVe action to include lo-
cal adopted GreenwaYs plans in tHe ncdot

HiGHwaY planninG process
(ADOPTED JANUARY 1994)

in 1994 the ncdot adopted administrative guidelines to con-
sider greenways and greenway crossings during the highway
planning process. this policy was incorporated so that criti-
cal corridors which have been adopted by localities for future
greenways will not be severed by highway construction. fol-
lowing are the text for the Greenway policy and Guidelines for
implementingit.

in concurrence with the intermodal surface transportation ef-
ficiency act (istea) of 1991 and the board of transportation’s
bicycle policy of 1978 (updated in 1991) and pedestrian policy
of 1993, the north carolina department of transportation
recognizes the importance of incorporating local greenways
plans into its planning process for the development and im-
provement of highways throughout north carolina.

ncdot responsibilities: the department will incorporate lo-
cally adopted plans for greenways into the ongoing planning
processes within the statewide planning (thoroughfare plans)
and the planning and environmental (project plans) branches
of the division of Highways. this incorporation of greenway
plans will be consistent throughout the department. consid-
eration will be given to including the greenway access as a
part of the highwayimprovement.

where possible, within the policies of the department, within
the guidelines set forth in provisions for greenway crossings,
orother greenway elements, willbe made asa part of the high-
way project or undertaken as an allowable local expenditure.
local responsibilities: localities must show the same commit-
ment to building their adopted greenway plans as they arere-
questing when they ask the state to commit to providing for a
certain segment of that plan. it is the responsibility of each lo-
cality to notify the department of greenway planning activity
and adopted greenway plans and to update the department
with all adopted additions and changes in existing plans.



it is also the responsibility of each locality to consider the ad-
opted transportation plan in their greenways planning and
include its adopted greenways planning activities within their
local transportation planning process. localities should place
in priority their greenways construction activities and justify
the transportation nature of each greenway segment. when
there are several planned greenway crossings of a proposed
highway improvement, the locality must provide justification
of each and place the list of crossings in priority order. where
crossings are planned, transportation rights of way should be
designated or acquired separately to avoid jeopardizing the
future transportation improvements.

b.8 Guidelines for ncdot to complY witH ad-
ministratiVe decision to incorporate local
GreenwaYsinto HiGHwaY planninG process

. thoroughfare plans will address the existence of gre-
enways planning activity, which has been submitted by lo-
cal areas. documentation of mutually agreed upon interface
points between the thoroughfare plan and a greenway plan
will be kept, and this information will become a part of project
files.

' project planning reports will address the existence of
locally adopted greenways segment plans, which may affect
the corridor being planned for a highway improvement. it is,
however, the responsibility of the locality to notify the depart-
ment of the adopted greenways plans (or changes to its pre-
vious plans) through its current local transportation plan, as
well as its implementation programs.

' where local greenways plans have not been formally
adopted or certain portions of the greenways plans have not
been adopted, the department may note this greenway plan-
ning activity but is not required to incorporate this informa-
tionintoits planning reports.

. where the locality has included adopted greenways
plans as a part of its local transportation plan and a segment
(or segments) of these greenways fall within the corridor of
new highway construction or a highway improvement proj-
ect, the feasibility study and/or project planning report for
this highway improvement will consider the effects of the pro-
posed highway improvement upon the greenway in the same
manner as it considers other planning characteristics of the
project corridor, such as archeological features or land use.
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' where the locality has justified the transportation ver-
sus the leisure use importance of a greenway segment and
there is no greenway alternative of equal importance nearby,
the project planning report will suggest inclusion of the gre-
enway crossing, or appropriate greenway element, as an inci-
dental part of the highway expenditure.

' where the locality has not justified the transportation
importance of a greenway segment, the greenway crossing, or
appropriate greenway element, may be included as a part of
the highway improvement plan if the local government cov-
ers the cost.

' a locality may add any appropriate/acceptable green-
way crossing or greenway element at their own expense to
any highway improvement project as long as it meets the de-
sign standards of the ncdot.

. the ncdot will consider funding for greenway cross-
ings, and other appropriate greenway elements only if the lo-
calities guarantee the construction of and/or connection with
other greenway segments. this guarantee should be in the
form of inclusion in the local capital improvements program
or ncdot/municipal agreement.

' if the state pays for the construction of a greenway in-
cidental to a highway improvement and the locality either re-
moves the connecting greenway segments from its adopted
greenways plans or decides not to construct its agreed upon
greenway segment, the locality will reimburse the state for
the cost of the greenway incidental feature. these details will
be handled through a municipal agreement.

' locality must accept maintenance responsibilities for

state-built greenways, or portions thereof. details will be han-
dled through a municipal agreement.

b.9 ncdotpedestrianpolicYGuidelines

(see pages b-19 through b-20)



DEPARTMENT OF TRANSP:ORTATION

PEDESTRIAN POLICY GUIIDELINES
EFFECTIVE OCTOBER 1, 2000

These guidelines provide an updated procedure for implementing,the Pedestrian Policy adopted by the
Board of Transportation August 1993 and the Board of Transportation Resolution September 8, 2000.
The resolution reaffirms the Department’s commitment to improving conditions for bicycling and
walking, and recognizes non-motorized modes of transportation s critical elements of the local,
regional, and national transportation system. The resolution encourages North Carolina cities and towns
to make bicycling and pedestrian improvements an integral part of their transportation planning and
programming.

REQUIREMENTS FOR DOT FUNDING:

REPLACEMENT OF EXISTING SIDEWALKS:

the widening of a road.

TIP INCIDENTAL PROJECTS:

1
1
1
1
1
1
1
1
1
'
The Department will pay 100% of the cost to replace an existing sidewalk that is removed to facilitate
1
1
1
1
1
1

DEFINED: Incidental pedestrian projects are defined as TIP projects where pedestrian facilities are
included as part of the roadway project.

1
1
REQUIREMENTS: I
|

|
1. The municipality and/or county notifies the Department in writing of its desire for the Department to

incorporate pedestrian facilities into project planning and design. Notification states the party’s
commitment to participate in the cost of the facility as well as being responsible for all maintenance
and liability. Responsibilities are defined by agreement. Execution is required prior to contract let.

|
The municipality is responsible for evaluating the need for the facility (ie: generators, safety,
continuity, integration, existing or projected traffic) and public involvement.

|

|

2. Written notification must be received by the Project Final Figld Inspection (FFI) date.
Notification should be sent to the Deputy Highway Administrator - Preconstruction with a copy to
the Project Engineer and the Agreements Section of the Program Development Branch. Requests
received after the project FFI date will be incorporated into the TIP project, if feasible, and only if
the requesting party commits by agreement to pay 100% of thie cost of the facility.

3. The Department will review the feasibility of including the fatility in our project and will try to
accommodate all requests where the Department has acquired appropriate right of way on curb and
gutter sections and the facility can be installed in the current groject berm width. The standard
project section is a 10-ft berm (3.0-meter) that accommodates a 5-ft sidewalk. In accordance with
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AASHTO standards, the Department will construct 5-ft sidewalks with wheelchair ramps.
Betterment cost (ie: decorative pavers) will be a Municipal responsibility.

If the facility is not contained Within the project berm width, the Municipality is responsible for
providing the right of way and/of construction easements as well as utility relocations, at no cost to
the Department. This provision ls applicable to all pedestrian facilities including multi-use trails and
greenways.

I
A cost sharing approach is used to demonstrate the Department’s and the municipality’s/county’s
commitment to pedestrian transpprtation (sidewalks, multi-use trails and greenways). The matching
share is a sliding scale based on population as follows:

1

I
MUNICIPAL | DOT LOCAL
POPULATION | PARTICIPATION | PARTICIPATION
> 100,000 | 50% 50%
50,000 to 100,000 | 60% 40%
10,000 to 50,000 || 70% 30%
< 10,000 | 80% 20%

Note: The cost of bridges will not be included in the shared cost of the pedestrian installation if the
Department is funding the installatioh under provision 6 - pedestrian facilities on bridges.

6.

|
For bridges on streets with curb and gutter approaches, the Department will fund and construct
sidewalks on both sides of the bridge facility if the bridge is less than 200 feet in length. If the bridge
is greater than 200 feet in length; the Department will fund and construct a sidewalk on one side
of the bridge structure. The bridge will also be studied to determine the costs and benefits of
constructing sidewalks on both sides of the structure. If in the judgement of the Department
sidewalks are justified, funding will be provided for installation. The above provision is also
applicable to dual bridge structures. For dual bridges greater than 200 ft in length, a sidewalk will be
constructed on the outside of ong bridge structure. The bridges will also be studied to determine if
sidewalks on the outside of both structures are justified.

|
FUNDING CAPS are no longer applicable.
I
This policy does not commit the nDepartment to the installation of facilities in the Department’s TIP
projects where the pedestrian facullty causes an unpractical design modification, is not in accordance
with AASHTO standards, creates an unsafe situation, or in the judgement of the Department is not
practical to program.

I
I
I
INDEPENDENT PROJECTS |
I

DEFINED: The DOT has a separate! category of funds for all independent pedestrian facility projects in
North Carolina where installation is unrelated to a TIP roadway project. An independent pedestrian
facility project will be administered |n accordance with Enhancement Program Guidelines.
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b.9 ncdot’s traditional neiGHborHood
deVelopmentstreetdesiGn Guidelines

these guidelines are available for proposed tnd develop-
ments and permits localities and developers to design cer-
tain roadways according to tnd guidelines rather than the
conventional subdivision street standards. the guidelines
recognize that in tnd developments, mixed uses are encour-
aged and pedestrians and bicyclists are accommodated on
multi-mode/shared streets. for complete document, go to:
http://www.ncdot.org/doh/preconstruct/altern/value/man-

uals/tnd.pdf

North Carolina Department of Tran
Operations

July, 2000
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Developing a Pedestrian Safety Action Plan Workshop June 2008

NCDOT Division of Bicycle & Pedestrian
Transportation

Board of Transportation Resolution on
Mainstreaming

NCDOT Pedestrian Policy Guidelines
NCDOT Greenways - Administrative Process
Funding

Project Types

Crash Data

DBPT Long Range Plan

Safe Routes to School Program

Useful On-Line Pedestrian Planning and Design Resources

http://www.ncdot.org/transit/bicycle/

http://www.ncdot.org/transit/bicycle /laws/
laws_resclution.html
http://www.ncdot.org/transit/bicycle /laws/ped_guide.pdf

http://www.ncdot.org/transit/bicycle/laws/
laws_greenway_admin.html

http://www.ncdot.org/transit/bicycle/
funding/funding_intro.html

http:/ /www.ncdot.org/transit/bicycle /projects/
project_types/bpft_intro.htmi

hitp:/ /Iwww.ncdot.org/transit/bicycle /safety/
safety_crashdata.html

http://www.ncdot.org/transit/bicycle /projects/infro/
projects_long_range.htmi

http://www.ncdot.org/transit/bicycle /saferoutes/
SafeRoutes.html

NCDOT Division of Highways

Alternative Delivery Unit - Publications for
Download

Bridge Policy 2000

Curb Cuts & Ramps for Disabled Persons
Traditional Neighborhood Development
Manual

ADA - Detectable Warnings

Highway Design Branch - Design Manual

Policy and Procedure Manual (See Section 28)

Policy on Street & Driveway Access

Traffic Engineering and Safety Systems Branch

NC Supplement to the Manual on Uniform
Tratffic Control Devices

Crosswalks/Mid-Block Signing and Pavement
Markings

b- 2ZappendiX b - policies

hitp://www.ncdot.org/doh/

http://www.ncdol.org/doh/preconstruct/altern/value/
manuals/
http://www.ncdot.org/doh/preconstruct/altern/value/
manuals/bpe2000.doc
http://www.ncdot.org/doh/preconstruct/altern/value/
manuals/handi.pdf
http://www.ncdot.org/doh/preconstrucit/altern/value/
manuals/tnd.pdf
http://www.ncdot.org/doh/preconstruct/ps/std_draw/
06english/08/default.html
http://www.ncdot.org/doh/preconstruct/altern/value/
manuals/designmanual.html
http://www.ncdot.org/doh/preconstruct/altern/value/
manuals/ppm/
hitp://www.ncdot.org/doh/preconstruct/altern/value
/manuals/pos.pdf

hitp://www.ncdot.org/doh/preconstruct/traffic/
http://www.ncdot.org/doh/preconstruct/traffic/MUTCD/

http://www.ncdot.org/doh/preconstruct/traffic
/teppl/Topics/C-36/C-36.htmi



Developing a Pedestrian Safety Action Plan Workshop June 2008

UNC Highway Safety Research Center http:// www.hsrc.unc.edu

Pedestrian & Bicycle information Center http:// www.pedblkeinfo .org/Index.htm
Walking http:/ /www.walkinginfo .org/
Engineer Pedestrian Facilties http://www.walkinginfo org/engineering

Pedestrian Safety Guide & Countermeasure  http://www.wolkinginfo.org/pedsofe/
Seleclion System (PEDSAFE)

Devebp Plans and Policies  http:/ /iwww.wolkinginfo.org/develop

Notional Center for Safe Routes to School http://www.saferoutesinfo.org

Federal Highway Administration Bicycle & http:/ / www.fhwa.dol.gov/environmenl/bikeped /
Pedestrian Program
Bicycle and Pedestrian Provisions of Federal http://www.lhwo.dot.gov /environment /bikeped/bp-
Transportation Legslation gd.hfm
Bicycle & Pedestrian Programs  http:/ /www.fhwo.dot.gov/environment /bikeped/
overview.him
Program & Design Guidance http:/ /www.lhwo.dot.gov/environment/bikeped/
guidance.him
Links to Other Resources http://www.fhwo.dot.gov/environment/bikeped/
bipedink.htm
Publications  http:/ /www.fhwa.dot.gov/environmenl/bikeped /
publications.him
Pedestrian Safety http:/ /safety.fhwa.dot.gov/ped_bike /ped/index.htm

Pedestrian &Bicycle Safety Research Page http://www.tfhrc.gov/safety/pedbike/index.htm

National Highway Traffic Safely Administration - http://www.nhfsa.gov/portol/sife/ nhisa/ menuifem.dfedd57
Traffic Safely: Pedestrians 0Of698cabbbf3081 106000800c/

National Center for Bicycling & Walking  http:/ / www.bikewolk.org/
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c.0 oVerView

the primary purpose of this appendix is to define and describe
possible funding sources that could be used to support the
planning, design and development of pedestrian and green-
way improvements.

implementing the recommendations of this plan will require
a strong level of local support and commitment through a va-
riety of local funding mechanisms. perhaps most important
is the addition of sidewalk and greenway recommendations
from this plan into columbia’s capital improvement program
(cip). pedestrian improvements should become a high prior-
ity and be supported through the cip and local bonds.

thetown of columbia should also seek a combination of fund-
ing sources that include local, state, federal, and private mon-
ey. currently, the american recovery and reinvestment act
(arra) is putting $27.5 billion towards transportation-related
improvements that include pedestrian and bicycle facilities.
it will be critical for the town of columbia to stay abreast of
arra opportunities, including tiger funding and work with
the local rpo and ncdot to determine if projects are appli-
cable for these monies. the arra website is: http://www.dot.

gov/recovery/

fortunately, the benefits of protected greenways are many
and varied. this allows programs in columbia to access money
earmarked for a variety of purposes including water quality,
hazard mitigation, recreation, air quality, alternate transpor-
tation, wildlife protection, community health, and economic
development. competition is almost always stiff for state and
federal funds, so it becomes imperative that local govern-
ments work together to create multi-jurisdictional partner-
ships and to develop their own local sources of funding. these
sources can then be used to leverage outside assistance. the
long term success of this plan will almost certainly depend on

pedestrian transportation plan

cHapter outline:
c.1l oVerView

c.2 HigH prioritY funding
options

c.3 state funding sources

c.4 federalfunding
sources

c.5 localfundingsources
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the dedication of a local revenue stream for greenways and
sidewalks. an important key to obtaining funding is for co-
lumbia to have adopted plans for greenway, bicycle, pedes-
trian or trail systems in place prior to making an application
forfunding.

for the past two decades, a variety of funding has been used
throughout north carolina to support the planning, design
and construction of urban and rural pedestrian and greenway
projects. the largest single source of funding for these proj-
ects has come from the surface transportation act, first the
intermodal surface transportation efficiency act (istea) in the
early to mid 1990’s; then its successor, transportation equity
act for the twenty-first century (tea-21) through the early
part of 2002; and now the safe, accountable, flexible and
efficient transportation equity act: a legacy for users (saf-
etea-lu). the north carolina department of transportation
manages and distributes the majority of federal funds that are
derived from the act to support the development of bicycle/
pedestrian/trail development.

the majority of federal funding is distributed to states in the
form of block grants and is then distributed throughout a giv-
en state for specific projects. state funding programsin north
carolina also support the creation of greenways. north caro-
lina has developed a broad array of funding sources that ad-
dress land acquisition, green infrastructure development, and
trail facility development.

additionally, there are many things that the town of columbia
can do to establish their own funding for sidewalk and green-
way initiatives. for the most part, it takes money to get mon-
ey. for columbia, it will be necessary to create a local funding
program through one of the methods that is defined within
this report. financing will be needed to administer the con-
tinued planning and implementation process, acquire parcels
or easements, and manage and maintain facilities.

this appendix is organized by first addressing the overall high
priority options and state sources of funding, then addresses
separate federal and local government funding sources. it is
by no means an exhaustive list as there are hundreds of ad-
ditional funding sources available that should be researched
and pursuedas well.

greenways incorporated advises the town of columbia to
pursue a variety of funding options and establish pedestrian
recommendations from this plan as a priority in its capital
improvement program (cip). this appendix identifies a list of



some of the pedestrian and greenway funding opportunities
that have typically been pursued by other communities. cre-
ative planning and consistent monitoring of funding options
will likely turn up new opportunities not listed here.

c.1l HigH prioritY funding options

while there are a number of funding sources provided in the
following pages, these sources should be the highest priority
in order to achieve successful implementation. it is critical for
local government to step up given the competitiveness and
changing, finite availabilities of most funding sources. details
about the following sources are found laterin this appendix.

* local capital improvements program (cip)

* local bond

' local fees

+ state transportation improvement program (tip)
¢ state powell bill funds

+ state safe routes to school program

¢ state parks and recreation trust fund (partf)

+ state Health and wellness trust fund (Hwtf)

* private sources

c.2 state funding sources

the most direct source of public-sector funding for the town
of columbia will come from state agencies in north carolina.
generally, these funds are made available to local govern-
ments based on grant-in-aid formulas. the single most im-
portant key to obtaining state grant funding is for local gov-
ernments to have adopted plans for greenway, open space,
bicycle, pedestrian or trail systems in place prior to making an
application for funding. unfortunately, there is no direct cor-
relation between any of the programs listed and a constant
stream of funding for greenway or trail projects and all proj-
ects are funded on the basis of grant applications. there is no
specific set aside amount that is allocated for greenway and
trail development within a given program. funding is based
solely on need and the need has to be expressed and submit-
ted in the form of a grant application. finally, all of these pro-
grams are geared to address needs across the entire state, so
all of the programs are competitive and must allocate funding
with the needs of the entire state in mind.

the powell bill programis an annual state allocation to munici-
palities forusein street system maintenance and construction
activities. there is considerable local control over powell bill
funds (it is not a grant application process). in the past, the
state allocated a considerable portion of these revenues for
construction purposes. However, budgetary constraints

pedestrian transportation plan
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since 2001 have led to a shift of new powell bill funds to cover
maintenance and operations activities.

both the powell bill reserves and the 2000 transportation
bond funds are limited funding sources that will eventually be
depleted. further, federal highway funds can be expected to
provide only a portion of the future resource needs of the side-
walk construction program. for this reason, the development
of future state transportation bond initiatives will be critical
for continuing implementation of the sidewalk construction
program in the future.

in north carolina, the department of transportation, division
of bicycle and pedestrian transportation (dbpt) has been the
single largest source of funding for bicycle, pedestrian and
greenway projects, including non-construction projects such
as brochures, maps, and public safety information for more
than a decade. dbpt offers several programs in support of
bicycle and pedestrian facility development. the following
information is from ncdot’s interactive web site (www.ncdot.
org). contact the ncdot, division of bicycle and pedestrian
transportationat(919)807-0777 formore information.

north carolina programs are listed below. a good starting
website with links to many of the following programs is http://
www.enr.state.nc.us/html/tax_credits.html. other good web-
sites about state funding and stimulus funding are below:

ehttp://ncarts.org/freeform_scrn_template.cfm?ffscrn_id=509
ehttp://www.hsrc.unc.edu/news_room/2009-08-05_resi-
dents_guide_awards.cfm

North CarolinaDepartment of Transportation
bicycle and pedestrian independent projects funded through
thetransportationimprovement program (tip):

in north carolina, the department of transportation, division
of bicycle and pedestrian transportation (dbpt) manages the
transportation improvement program (tip) selection process
forbicycle and pedestrian projects.

projects programmed into the tip are independent projects
— those which are not related to a scheduled highway proj-
ect. incidental projects — those related to a scheduled high-
way project — are handled through other funding sources de-
scribed in this section.



a total of $6 million is annually set aside for the construc-
tion of bicycle improvements that are independent of sched-
uled highway projects in communities throughout the state.
eighty percent of these funds are from stp-enhancement
funds, while the state Highway trust provides the remaining
20 percent of the funding.

each year, the dbpt regularly sets aside a total of $200,000 of
tip funding for the department to fund projects such as train-
ing workshops, pedestrian safety and research projects, and
other pedestrian needs statewide. those interested in learn-
ing about training workshops, research and other opportuni-
ties should contact the dbpt for information.

the division has an annual budget of $6 million. prospective
applicants are encouraged to contact the dbpt regarding
funding assistance for bicycle and pedestrian projects. for a
detailed description of the tip project selection process, visit:
http://www.ncdot.org/transit/bicycle/funding/funding_tip.
html.

another $500,000 of the division’s funding is available for mis-
cellaneous projects.

Incidental Projects — bicycle and pedestrian accommoda-
tions such as bike lanes, widened paved shoulders, sidewalks
andbicycle-safe bridge design are frequentlyincluded asin-
cidental features of highway projects. in addition, bicycle-safe
drainage grates are a standard feature of all highway construc-
tion. most bicycle and pedestrian safety accommodations
built by ncdot are included as part of scheduled highway
improvement projects funded with a combination of national
Highwaysystemfundsandstate Highwaytrustfunds.

Sidewalk Program — each year, a total of $1.4 million in stp-
enhancement funding is set aside for sidewalk construction,
maintenance and repair. each of the 14 highway divisions
across the state receives $100,000 annually for this purpose.
funding decisions are made by the district engineer. prospec-
tive applicants are encouraged to contact their district engi-
neer for information on how to apply for funding.

Governor’s Highway Safety Program (GHSP) -

the mission of the gHsp is to promote highway safety aware-
ness and reduce the number of traffic crashes in the state of
north carolina through the planning and execution of safety
programs. gHsp funding is provided through an annual pro-

pedestrian transportation plan
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gram, upon approval of specific project requests. amounts
of gHsp funds vary from year to year, according to the spe-
cific amounts requested. communities may apply for a gHsp
grant to be used as seed money to start a program to enhance
highway safety. once a grant is awarded, funding is provided
on a reimbursement basis. evidence of reductions in crashes,
injuries, and fatalities is required. for information on applying
for gHsp funding, visit: www.ncdot.org/programs/ghsp/.

Funding Available Through North Carolina Metropolitan
Planning Organizations (MPOs) and Rural Planning Or-
ganizations (RPOs)

mpos in north carolina which are located in air quality non-
attainment or maintenance areas have the authority to pro-
gram congestion mitigation air Quality (cmaQ) funds. cmaQ
funding is intended for projects that reduce transportation
related emissions. some nc mpos have chosen to use the
cmaQ funding for bicycle and pedestrian projects. local gov-
ernments in air quality nonattainment or maintenance area
should contact their mpo for information on cmaQ funding
opportunities for bicycleand pedestrian facilities.

Transportation Enhancement Call for Projects,

EU, NCDOT

the enhancement unit administers a portion of the enhance-
ment funding set-aside through the call for projects process.
in north carolina the enhancement program is a federally
funded cost reimbursement program with a focus upon im-
proving the transportation experience in and through local
north carolina communities either culturally, aesthetically,
or environmentally. the program seeks to encourage diverse
modes of travel, increase benefits to communities and to en-
courage citizen involvement. this is accomplished through
the following twelve qualifying activities:

1. bicycle and pedestrian facilities

bicycle and pedestrian safety

3. acquisition of scenic easements, scenic or
Historicsites

4. scenic or Historic Highway programs
(includingtourist or welcome centers)

5. landscaping and other scenic beautification

6. Historic preservation

7. rehabilitation of Historic transportation
facilities

8. preservation of abandoned rail corridors

9. control of outdoor advertising

N



10. archaeological planning and research
11. environmental mitigation
12. transportationmuseums

funds are allocated based on an equity formula approved
by the board of transportation. the formula is applied at the
county level and aggregated to the regional level. available
fund amount varies. in previous calls, the funds available
ranged from $10 million to $22 million.

the call process takes place on even numbered years or as
specified by the secretary of transportation. for more infor-
mation, visit: www.ncdot.org/financial/fiscal/enhancement/

Bicycle and Pedestrian Planning Grant Initiative, (man-
aged by NCDOT, DBPT)

toencouragethe developmentof comprehensivelocal bicy-
cle plans and pedestrian plans, the ncdot division of bicycle
and pedestrian transportation (dbpt) and the transportation
planning branch (tpb) have created a matching grant pro-
gram to fund plan development. this program was initiated
through a special allocation of funding approved by the north
carolina general assembly in 2003 along with federal funds
earmarked specifically for bicycle and pedestrian planning by
thetpb.theplanninggrantprogramwaslaunchedinJanuary
2004, and it is currently administered through ncdot-dbpt
andtheinstitute fortransportation research and education
(itre) at nc state university. over the past three grant cycles,
48 municipal planshavebeenselectedandfundedfrom123
applicants.atotalof S2.3 millionhasbeenallocated.funding
is secured for 2010 at $400,000. additional annual allocations
will be sought for subsequent years. the town of columbia
should apply forbicycle planning grant funding. formorein-
formation, visit www.itre.ncsu.edu/ptg/bikeped/ncdot/index.
html

Safe Routesto School Program

(managed by NCDOT, DBPT)

the ncdot safe routes to school program is a federally
funded programthatwasinitiated bythe passingofthesafe,
accountable, flexible, efficient transportation equity act: a
legacy for users (safetea-lu) in 2005, which establishes a
nationalsrts programtodistribute funding andinstitutional
supporttoimplementsrts programsinstatesand communi-
tiesacrossthecountry.srts programsfacilitatethe planning,
development, and implementation of projects and activities
that will improve safety and reduce traffic, fuel consumption,
andairpollutioninthevicinity of schools. the division of bi-
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cycleand pedestriantransportationat ncdotis charged with
disseminating srts funding.

the state of north carolina has been allocated $15 million in
safe routes to school funding for fiscal years 2005 through
2009 for infrastructure or non-infrastructure projects. in 2009,
more than $3.6 million went to 22 municipalities and local
agencies for infrastructure and non-infrastructure projects. all
proposed projects must relate to increasing walking or biking
to and from an elementary or middle school. an example of a
non-infrastructure project is an education or encouragement
program to improve rates of walking and biking to school. an
example of an infrastructure project is construction of side-
walks around a school. infrastructure improvements under
this program must be made within 2 miles of an elementary
or middle school. the state requires the completion of a com-
petitive application to apply for funding. for more informa-
tion, visit www.ncdot.org/programs/saferoutes/ or contact
leza mundt at dbpt/ncdot, (919) 807-0774.

Recreational Trails Program (RTP)

the recreational trails program (rtp) is a grant program fund-
ed by congress with money from the federal gas taxes paid
on fuel used by off-highway vehicles. this program’s intent is
tomeetthetrailand trail-related recreational needs identified
by the statewide comprehensive outdoor recreation plan.
grant applicants must be able contribute 20% of the project
cost with cash or in-kind contributions. the program is man-
aged by the state trails program, which is a section of the n.c.
division of parks and recreation.

the grant application is available and instruction handbook is
available through the state trails program website at http://
ils.unc.edu/parkproject/trails/home.html. applications  are
due during the month of february. for more information, call
(919) 715-8699.

Powell Bill Program

annually, state street-aid (powell bill) allocations are made
to incorporated municipalities which establish their eligibil-
ity and qualify as provided by statute. this program is a state
grant to municipalities for the purposes of maintaining, re-
pairing, constructing, reconstructing or widening of local
streets that are the responsibility of the municipalities or for
planning, construction, and maintenance of bikeways or side-
walks along public streets and highways. funding for this pro-
gram is collected from fuel taxes. amount of funds are based



on population and mileage of town-maintained streets. for
more information, visit www.ncdot.org/financial/fiscal/extau-
ditbranch/powell_bill/powellbill.html.

North Carolina’s Clean Water Management Trust Fund
(CWMTE)

this fund was established in 1996 and has become one of the
largest sources of money in north carolina for land and water
protection. at the end of each fiscal year, 6.5 percent of the
unreserved credit balance in north carolina’s general fund, or
a minimum of $30 million, is placed in the cwmtf. the rev-
enue of this fund is allocated as grants to local governments,
state agencies and conservation non-profits to help finance
projects that specifically address water pollution problems.
cwmtf funds may be used to establish a network of riparian
buffers and greenways for environmental, educational, and
recreational benefits. the fund has provided funding for land
acquisition of numerous greenway projects featuring trails,
both paved and unpaved. for a history of awarded grants in
north carolina and more information about this fund and ap-
plications, visit www.cwmtf.net/.

North Carolina Parks and Recreation Trust Fund
(PARTEF)

the fund was established in 1994 by the north carolina gen-
eral assembly and is administered by the parks and recreation
authority. through this program, several million dollars each
year are available to local governments to fund the acquisi-
tion, development and renovation of recreational areas. ap-
plicable projects require a 50/50 match from the local govern-
ment. grants for a maximum of $500,000 are awarded yearly
to county governments or incorporated municipalities. the
fund is fueled by money from the state’s portion of the real
estate deed transfer tax for property sold in north carolina.

the trust fund is allocated three ways:

- 65 percent to the state parks through the n.c. division of
parks and recreation.

- 30 percent as dollar-for dollar matching grants to local gov-
ernments for park and recreation purposes.

- 5 percent for the coastal and estuarine water access pro-
gram.

for information on how to apply, visit:: www.partf.net/learn.
html
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Land and Water Conservation Fund — North Carolina
(LWCF)

the land and water conservation fund (lwcf) program is a
reimbursable, 50/50 matching grants program to states for
conservation and recreation purposes, and through the states
to local governments to address “close to home” outdoor
recreation needs. lwcf grants can be used by communities
to build a trail within one park site, if the local government
has fee-simple title to the park site. grants for a maximum of
$250,000 in lwcf assistance are awarded yearly to county
governments, incorporated municipalities, public authori-
ties and federally recognized indian tribes. the local match
may be provided with in-kind services or cash. the program'’s
funding comes primarily from offshore oil and gas drilling re-
ceipts, with an authorized expenditure of $900 million each
year. However, congress generally appropriates only a small
fraction of this amount. the allotted money for the year 2007
is$632,846.

the land and water conservation fund (lwcf) has histori-
cally been a primary funding source of the us department of
the interior for outdoor recreation development and land ac-
quisition by local governments and state agencies. in north
carolina, the program is administered by the department of
environment and natural resources. since 1965, the lwcf pro-
gram has built a permanent park legacy for present and future
generations. in north carolina alone, the Iwcf program has
provided more than $63 million in matching grants to protect
land and support more than 800 state and local park projects.
more than 37,000 acres have been acquired with lwcf assis-
tance to establish a park legacy in our state. for more informa-
tion, visit: http://ils.unc.edu/parkproject/lwcf/homel.html

North Carolina Farmland Preservation Trust Fund
established in 1986, the farmland preservation trust fund
was funded by appropriations from the general assembly.
managed by the n.c. department of agriculture and con-
sumer services and contracted to the conservation trust for
n.c (ctnc). the general assembly has appropriated $2.65 m
since 1998. the 2002 general assembly appropriated $200K;
2003 general assembly, SO. ncdacs has awarded grants to
help local land trusts and counties with farmland protection
programs work with farm families to arrange permanent con-
servation easements on over 4270 acres and large parts of 30
farms. these grants have leveraged over $20 m from other
private and public funding sources and donations of devel-
opment rights from farm owners. contact ctnc at 919-828-
4199. e-mail: info@ctnc.org or web site: http://www.ctnc.org



any county that has established by ordinance a farmland pres-
ervation program or a qualified, private, non-profit land con-
servation organization, is eligible to apply for a grant. grants
may be submitted for reimbursement of up to 70% of real costs
for transactional expenses in acquiring agricultural conserva-
tion easements through donation or purchase, including--but
not limited to--documented costs for environmental audits,
legal fees, appraisals, surveys, purchase options, personnel ex-
pensesforproject preparation,and long-term easement mon-
itoring and enforcement costs. grant requests cannot exceed
amaximum of $25,000 per project.

Contact: Conservation Trust for North Carolina, 1028 Wash-
ington St, Raleigh, NC 27605. 919-828-4199. Web site: www.
ctnc.org. E-mail: info@ctncc.org.

Agriculture Cost Share Program

established in 1984, this program assists farmers with the cost
of installing best management practices (bmps) that benefit
water quality. the program covers as much as 75 percent of
the costs to implement bmps. the nc division of soil and wa-
ter conservation within the nc department of environment
and natural resources administers this program through local
soil and water conservation districts (swcd). for more infor-
mation, visit www.enr.state.nc.us/dswc/pages/agcostshare-
program.html or call 919-733-2302.

North Carolina Natural Heritage Trust Fund

this trust fund, managed by the nc natural Heritage program,
has contributed millions of dollars to support the conserva-
tion of north carolina’s most significant natural areas and cul-
tural heritage sites. the nHtf is used to acquire and protect
land that has significant habitat value. some large wetland
areas may also qualify, depending on their biological integrity
and characteristics. only certain state agencies are eligible to
apply for this fund, including the department of environment
and natural resources, the wildlife resources commission,
the department of cultural resources and the department of
agriculture and consumer services. as such, municipalities
must work with state level partners to access this fund. ad-
ditional information is available from the nc natural Heritage
program. for more information and grant application infor-
mation, visit www.ncnhtf.org/.

North Carolina Adopt-a-Trail Grants
operated by thetrails section of the nc division of state parks,
annual grants are available to local governments for trail and
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facility construction. grants are generally capped at about
$5,000 per project and do not require a match. the adopt-a-
trail grant program awards $135,000 annually to local govern-
ments, nonprofit organizations and private trail groups for
trails projects. the funds can be used for trail building, trail
signage and facilities, trail maintenance, trail brochures and
maps, and other related uses. applications for funding may be
obtained by contacting a regional trails specialist or the state
trails program at (919) 715-8699. applications are due for the
each year’s funding cycle at the end of february.

contact: darrell mcbane, state trails coordinator, 12700 bay-
leaf church road, raleigh, nc 27614 (919) 846-9991. web site:
http://ils.unc.edu/parkproject/trails/grant.html. e-mail: darrell.
mcbane@ncmail.net.

North CarolinaDivisionof WaterQuality

-319Program Grants

by amendment to the clean water act section in 1987, the
section 319 grant program was established to provide fund-
ing for efforts to curb non-point source (nps) pollution, in-
cluding that which occurs though stormwater runoff. the
u.s. environmental protection agency provides funds to state
and tribal agencies, which are then allocated via a competi-
tive grant process to organizations to address current or po-
tential nps concerns. funds may be used to demonstrate best
management practices (bmps), establish total maximum daily
load (tmdl) for a watershed, or to restore impaired streams
or other water resources. in north carolina, the 319 grant pro-
gram is administered by the division of water Quality of the
department of environment and natural resources. each fis-
cal year north carolina is awarded nearly $5 million dollars to
address non-point source pollution through its 319 grant pro-
gram. thirty percent of the funding supports ongoing state
non-point source programs. the remaining seventy percent is
made available through a competitive grants process. at the
beginning of each year (normally by mid-february), the nc
319 program issues a request for proposals with an open re-
sponse period of three months. approximately $880,000 will
be available statewide fordistribution to grant recipients.

grants are divided into two categories: base and incremental.
base projects concern research-oriented, demonstrative, or
educational purposes for identifying and preventing potential
nps areas in the state, where waters may be at risk of becom-
ing impaired. incremental projects seek to restore streams or
other portions of watersheds that are already impaired and
not presently satisfying their intended uses. state and local



governments, interstate and intrastate agencies, public and
private nonprofit organizations, and educational institutions
are eligible to apply for section 319 monies. an interagency
workgroup reviews the proposals and selects those of merit
tobe funded.

contact: north carolina dwQ, 512 n. salisbury st. raleigh, nc
27604. (919) 733-7015 web site: www.h2o.enr.state.nc.us/nps/
section_319_grant_program.htm. e-mail: kimberly.nimmer@
ncmail.net.

Small Cities Community Development Block Grants

state level funds are allocated through the nc department
of commerce, division of community assistance to be used
to promote economic development and to serve low-income
and moderate-income neighborhoods. greenways that are
part of a community’s economic development plans may
qualify for assistance under this program. recreational areas
that serve to improve the quality of life in lower income ar-
eas may also qualify. approximately $50 million is available
statewide to fund a variety of projects. for more information,
visit www.hud.gov/offices/cpd/communitydevelopment/pro-
grams/stateadmin/ or call 919-733-2853.

North CarolinaEcosystem EnhancementProgram
developed in 2003 as a new mechanism to facilitate improved
mitigation projects for nc highways, this program offers fund-
ing for restoration projects and for protection projects that
serve to enhance water quality and wildlife habitat in nc. in-
formation on the program is available by contacting the natu-
ral Heritage program in the nc department of environment
and natural resources (ncdenr). for more information, visit
www.nceep.net/pages/partners.html or call 919-715-0476.

North Carolina Wetlands Restoration Program

(NCWRP)

this is a non-regulatory program established by the nc gen-
eral assembly in 1996. the goals of the ncwrp are to:

¢+ protect and improve water quality by restoring wetland,
stream and riparian area functions and values lost through
historic, current and future impacts.

»achieve a netincrease in wetland acreage, functions and val-
uesin all of north carolina’s major river basins.

» promote a comprehensive approach for the protection of
natural resources.

* provide a consistent approach to address compensatory mit-
igation requirements associated with wetland, stream, and
buffer regulations, and to increase the ecological effective-
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ness of compensatory mitigation projects.

additional information about the program and potential fund-
ing assistance with the restoration or creation of wetlands can
be found at www.h2o.enr.state.nc.us/wrp

contact: tad boggs, ecosystem enhancement program coor-
dinator, nc wetlands restoration program, 1619 mail service
center, raleigh, nc 27699-1619. (919) 715-2227. e-mail: tad.
boggs@ncmail.net.

Conservation Reserve Enhancement Program (CREP)
this program is a joint effort of the north carolina division
of soil and water conservation, the nc clean water manage-
menttrust fund, the ecosystem enhancement program (eep),
and the farm service agency - united states department of
agriculture (usda) to address water quality problems of the
neuse, tar-pamlico and chowan river basins as well as the Jor-
dan lake watershed area.

crep is a voluntary program that seeks to protect land along
watercourses that is currently in agricultural production. the
objectives of the program include: installing 100,000 acres of
forested riparian buffers, grassedfilter strips and wetlands; re-
ducing the impacts of sediment and nutrients within the tar-
geted area; and providing substantial ecological benefits for
many wildlife species that are declining in part as a result of
habitat loss. program funding will combine the federal con-
servation reserve program (crp) funding with state funding
from the clean water management trust fund, agriculture
cost share program, and north carolina wetlands restoration
program.

the program is managed by the nc division of soil and wa-
ter conservation. for more information, visit www.enr.state.
nc.us/dswc/pages/crep.html

Urban and Community Forestry Assistance

Program

the program operates as a cooperative partnership between
the nc division of forest resources and the usda forest ser-
vice, southern region. it offers small grants that can be used
to plant urban trees, establish a community arboretum, or
other programs that promote tree canopy in urban areas. to
qualify for this program, a community must pledge to develop
a street-tree inventory, a municipal tree ordinance, a tree com-
mission, and an urban forestry-management plan. all of these
can be funded through the program.

greenways are a specific category within the program “natu-



ralization projects or greenway development” these types
of projects can be combined with tree planting, where native
species are used and environmental benefits to the commu-
nity are emphasized. planning and development, assessments
and studies, maps and drawings, promotional and education-
al materials may be eligible for funding when matched with a
solid volunteer and in-kind staffing match. forest buffers, con-
necting corridors between fragmented wooded areas, ripar-
ian buffers/protection, or reduction of mowing maintenance
in municipal parks through edge naturalization, are some nat-
uralization projects that will be considered for grants. approx-
imately $200,000 is available each year for grant recipients.

for more information and a grant application, contact the nc
division of forest resources and/or visit http://www.dfr.state.
nc.us/urban/urban_grantprogram.htm.

WaterResources Development Grant Program

the nc division of water resources offers cost-sharing grants
to local governments on projects related to water resources.
of the seven project application categories available, the
category which relates to the establishment of greenways is
“land acquisition and facility development for water-based
recreation projects” applicants may apply for funding for a
greenway as long as the greenway is in close proximity to a
water body. for more information, see: www.ncwater.org/fi-
nancial_assistance or call 919-733-4064.

North Carolina Health and Wellness Trust Fund (HWTF)
the nc Health and wellness trust fund was created by the
general assembly as one of 3 entities to invest north carolina’s
portion of the tobacco master settlement agreement. Hwtf
receives one-fourth of the state’s tobacco settlement funds,
which are paid in annual installments over a 25-year period.

fit together, a partnership of the nc Health and wellness trust
fund (Hwtf) and blue cross and blue shield of north carolina
(bcbsnc) announces the establishment of fit community, a
designation and grant program that recognizes and rewards
north carolina communities’ efforts to support physical ac-
tivity and healthy eating initiatives, as well as tobacco-free
school environments. fit community is one component of the
jointly sponsored fit together initiative, a statewide preven-
tion campaign designed to raise awareness about obesity and
to equip individuals, families and communities with the tools
they need to address this important issue.

all north carolina municipalities and counties are eligible to
apply for a fit community designation, which is awarded
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to those that have excelled in supporting the following:

* physical activity in the community, schools, and workplaces
¢ healthy eating in the community, schools, and workplaces

* tobacco use prevention efforts in schools

designations will be valid for two years, and designated com-
munities may have the opportunity to reapply for subsequent
two-year extensions. the benefits of being a fit community
include:

¢ heightened statewide attention that can help bolster local
community development and/or

* economic investment initiatives (highway signage and a
plague for the mayor’s or county commission chair’s office
will be provided)

' reinvigoration of a community’s sense of civic pride (each fit
community will serve as a model for other communities that
aretryingto achieve similar goals)

+ use of the fit community designation logo for promotional
and communication purposes.

the application for fit community designation is available on
the fit together web site:
www.fittogethernc.org/fitcommunity.aspx.

fit community grants are designed to support innovative
strategies that help a community meet its goal to becoming a
fit community. eight to nine, two-year grants of up to $30,000
annually will be awarded to applicants that have a demon-
strated need, proven capacity, and opportunity for positive
change in addressing physical activity and/or healthy eating.

The North Carolina Conservation Tax Credit

(managed by NCDENR)

this program, managed by the north carolina department of
environment and natural resources, provides an incentive (in
the form of an income tax credit) for landowners that donate
interests in real property for conservation purposes. property
donations can be fee simple or in the form of conservation
easements or bargain sale. the goal of this program is to man-
age stormwater, protect water supply watersheds, retain work-
ing farms and forests, and set-aside greenways for ecological
communities, public trails, and wildlife corridors. for more in-
formation, visit: www.enr.state.nc.us/conservationtaxcredit/.



c.3 federalfundingsources

most federal programs provide block grants directly to states
through funding formulas. for example, if a north carolina
community wants funding to support a transportation ini-
tiative, they would contact the north carolina department
of transportation and not the us department of transporta-
tion to obtain a grant. despite the fact that it is rare for a local
community to obtain a funding grant directly from a federal
agency, it is relevant to list some additional federal programs
below.

Community Block Development Grant Program (HUD-
CBDG)

the u.s. department of Housing and urban development
(Hud) offers financial grants to communities for neighbor-
hood revitalization, economic development, and improve-
ments to community facilities and services, especially in low
and moderate-income areas. several communities have used
Hud funds to develop greenways, including the boulding
branch greenway in High point, north carolina. grants from
this program range from $50,000 to $200,000 and are either
made to municipalities or non-profits. there is no formal ap-
plication process. for more information, visit: www.hud.gov/
offices/cpd/communitydevelopment/programs/.

WetlandsReserveProgram

this federal funding source is a voluntary program offering
technical and financial assistance to landowners who want
to restore and protect wetland areas for water quality and
wildlife habitat. the us department of agriculture’s natural
resource conservation service (usda-nrcs) administers the
program and provides direct payments to private landowners
who agree to place sensitive wetlands under permanent ease-
ments. this program can be used to fund the protection of
open space and greenways within riparian corridors. for more
information on all safetea-lu programs, visit http://www.
fhwa.dot.gov/safetealu/.

TheNational Endowmentofthe Arts

many organizations seek ways to incorporate more of their
community into their pedestrian, and greenway planning.
one way to do this is to celebrate the cultural and historic
uniqueness of communities. there are some funding oppor-
tunities for these types of projects. the national endowment
of the arts funds arts-related programs through the design
arts program assistance, and provides many links to other
federal departments and agencies that offer funding oppor-
tunities forartsand cultural programs.
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USDA Rural Business Enterprise Grants

public and private nonprofit groups in communities with pop-
ulations under 50,000 are eligible to apply for grant assistance
to help their local small business environment. $1 million is
available for north carolina on an annual basis and may be
used for sidewalk and other community facilities. for more
information from the local usda service center, visit: http://
www.rurdev.usda.gov/rbs/busp/rbeg.htm

Rivers Trails and Conservation Assistance Program
(RTCA)

the rivers, trails, and conservation assistance program, also
known as the rivers & trails program or rtca, is the commu-
nity assistance arm of the national park service. rtca staff
provide technical assistance to community groups and local,
state, and federal government agencies so they can conserve
rivers, preserve openspace, and develop trailsand greenways.
the rtca program implements the natural resource conser-
vation and outdoor recreation mission of the national park
service in communities across america

although the program does not provide funding for projects,
it does provide valuable on-the-ground technical assistance,
from strategic consultation and partnership development to
serving as liaison with other government agencies. commu-
nities must apply for assistance. for more information, visit:
www.nps.gov/ncrc/programs/rtca/ or call chris abbett, pro-
gram leader, at 404-562-3175 ext. 522.

Public Lands Highways Discretionary Fund

the federal Highway administration administers discretionary
funding for projects that will reduce congestion and improve
air quality. the fHwa issues a call for projects to disseminate
this funding. the fHwa estimates that the plHd funding for
the 2007 call will be $85 million. in the past, congress has ear-
marked a portion of the total available funding for projects.
for information on how to apply, visit: http://www.fhwa.dot.
gov/discretionary/



c.4 localfundingsources

the town of columbia will need to create independent, local
funding sources to be used to match federal and state grants
for pedestrian facility and greenway development. local sup-
port and funding is the most integral component of successful
pedestrian facility implementation. this section provides a list
of funding options that each of the local governments should
consider for future greenway development, sidewalk develop-
ment, and open space protection.

municipalities often plan for the funding of pedestrian facili-
ties or improvements through development of capital im-
provement programs (cip). in raleigh, for example, the gre-
enways system has been developed over many years through
a dedicated source of annual funding that has ranged from
$100,000 to $500,000, administered through the recreation
and parks department. cips should include all types of capi-
talimprovements (water, sewer, buildings, streets, etc.) versus
programs for single purposes. this allows municipal decision-
makers to balance all capital needs. typical capital funding
mechanisms include the following: capital reserve fund, capi-
tal protection ordinances, municipal service district, tax incre-
ment financing, taxes, fees, and bonds. each of these catego-
riesaredescribed below.

Capital Reserve Fund

municipalities have statutory authority to create capital re-
serve funds for any capital purpose, including pedestrian facil-
ities. the reserve fund must be created through ordinance or
resolution that states the purpose of the fund, the duration of
the fund, the approximate amount of the fund, and the source
of revenue for the fund. sources of revenue can include gen-
eral fund allocations, fund balance allocations, grants and do-
nations forthe specified use.

Capital ProjectOrdinances

municipalities can pass capital project ordinances that are
project specific. the ordinance identifies and makes appro-
priationsfortheproject.

Municipal Service District

municipalities have statutory authority to establish municipal
service districts, to levy a property tax in the district additional
to the citywide property tax, and to use the proceeds to pro-
vide services in the district. downtown revitalization projects
are one of the eligible uses of service districts.
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Bonds/Loans

bonds have been a very popular way for communities across
the country to finance their open space and greenway proj-
ects. a number of bond options are listed below. if local gov-
ernment decides to pursue a bond issue, consideration should
be given to combining the needs of columbia into a single
bond proposal. contracting with a private consultant to assist
with this program may be advisable. since bonds rely on the
support of the voting population, an education and aware-
ness program should be implemented prior to any vote.

Revenue Bonds

revenue bonds are bonds that are secured by a pledge of
the revenues from a certain local government activity. the
entity issuing bonds, pledges to generate sufficient reve-
nue annually to cover the program’s operating costs, plus
meet the annual debt service requirements (principal and
interest payment). revenue bonds are not constrained by
the debt ceilings of general obligation bonds, but they are
generally more expensive than general obligation bonds.

General Obligation Bonds

local governments generally are able to issue general ob-
ligation (g.0.) bonds that are secured by the full faith and
credit of the entity. in this case, the local government is-
suing the bonds pledges to raise its property taxes, or use
any other sources of revenue, to generate sufficient rev-
enues to make the debt service payments on the bonds.
a general obligation pledge is stronger than a revenue
pledge, and thus may carry a lower interest rate than a
revenue bond. frequently, when local governments issue
g.0. bonds for public enterprise improvements, the pub-
lic enterprise will make the debt service payments on the
g.0. bonds with revenues generated through the public
entity’s rates and charges. However, if those rate revenues
are insufficient to make the debt payment, the local gov-
ernment is obligated to raise  taxes or use other sourc-
es of revenue to make the payments. g.o. bonds distribute
the costs of open space acquisition and make funds avail-
able for immediate purchases. Voter approval is required.

Special Assessment Bonds

special assessment bonds are secured by a lien on the
property that benefits by the improvements funded with
the special assessment bond proceeds. debt service pay-
ments on these bonds are funded through annual assess-
mentstothe property ownersinthe assessmentarea.

State Revolving Fund (SRF) Loans
initially funded with federal and state money, and con-



tinued by funds generated by repayment of earlier loans,
state revolving funds (srfs) provide low-interest loans for
local governments to fund water pollution control
and water supply related projects including many water-
shed management activities. these loans typically require
arevenue pledge, like a revenue bond, but carry a below
market interest rate and limited term for debt repayment
(20vears).

Taxes

many communities have raised money through self-imposed
increases in taxes and bonds. for example, pinellas county
residents in florida voted to adopt a one-cent sales tax in-
crease, which provided an additional $5 million for the devel-
opment of the overwhelmingly popular pinellas trail. sales
taxes have also been used in allegheny county, pennsylvania,
and in boulder, colorado to fund open space projects. a gas
tax is another method used by some municipalities to fund
public improvements. a number of taxes provide direct or in-
direct funding for the operations of local governments. some
ofthemare:

Sales Tax

in north carolina, the state has authorized a sales taxatthe
state and county levels. local governments that choose to
exercise the local option sales tax (all counties currently
do), use the tax revenues to provide funding for a wide va-
riety of projects and activities. any increase in the sales
tax, evenif applying to a single county, must gain approval
of the state legislature. in 1998, mecklenburg county was
granted authority to institute a one-half cent sales tax in-
creaseformasstransit.

Property Tax

property taxes generally support a significant portion of
local government activities. However, the revenues from
property taxes can also be used to pay debt service on gen-
eral obligation bonds issued to finance open space system
acquisitions. because of limits imposed on tax rates, use of
property taxes to fund open space could limit the county’s
or a municipality’s ability to raise funds for other activities.
property taxes can provide a steady stream of financing
while broadly distributing the tax burden. in other parts
of the country, this mechanism has been popular with vot-
ers as long as the increase is restricted to parks and open
space. note, other public agencies compete vigorously for
these funds, and taxpayers are generally concerned about
high property tax rates.
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Excise Taxes

excise taxes are taxes on specific goods and services. these
taxes require special legislation and the use of the funds
generated through the tax are limited to specific uses.
examples include lodging, food, and beverage taxes that
generate funds for promotion of tourism, and the gas tax
that generates revenues for transportation related activi-
ties.

Occupancy Tax

the nc general assembly may grant towns the author-
ity to levy occupancy tax on hotel and motel rooms. the
act granting the taxing authority limits the use of the pro-
ceeds, usually for tourism-promotion purposes.

Feesand Service Charges
several fee options that have been used by other local
governmentsarelisted here:

ImpactFees

impact fees, which are also known as capital contribu-
tions, facilities fees, or system development charges, are
typically collected from developers or property owners
at the time of building permit issuance to pay for capital
improvements that provide capacity to serve new growth.
the intent of these fees is to avoid burdening existing cus-
tomers with the costs of providing capacity to serve new
growth (“growth pays its own way”). park and greenway
impact fees are designed to reflect the costs incurred to
provide sufficient capacity in the system to meet the ad-
ditional open space needs of a growing community. these
charges are set in a fee schedule applied uniformly to all
new development. communities that institute impact
fees must develop a sound financial model that enables
policy makers to justify fee levels for different user groups,
and to ensure that revenues generated meet (but do not
exceed)the needs of development. factors used to deter-
mine an appropriate impact fee amount can include: lot
size, number of occupants, and types of subdivision im-
provements.

pursuing park and greenway impact fees will require en-
abling legislation to authorize the collection of the fees.

In-Lieu-Of Fees

as an alternative to requiring developers to dedicate on-
site open space that would serve their development, some
communities provide a choice of paying a front-end charge
for off-site open space protection. payment is generally a
condition of development approval and recovers the cost
of the off-site greenway or open space land acquisition or



the development’s proportionate share of the cost of a re-
gional parcel serving a larger area. some communities pre-
fer in-lieu-of fees. this alternative allows community staff
to purchase land worthy of protection rather than accept
marginal land that meets the quantitative requirements of
a developer dedication but falls a bit short of qualitative
interests.

Exactions

exactions are similar to impact fees in that they both pro-
vide facilities to growing communities. the difference is
that through exactions it can be established that it is the
responsibility of the developer to build the greenway or
pedestrian facility that crosses through the property, or
adjacent to the property being developed.

Streetscape Utility Fees

streetscape utility fees could help support streetscape
maintenance of the area between the curb and the prop-
ertylinethrough a flat monthly fee per residential dwelling
unit. discounts would be available for senior and disabled
citizens. non-residential customers would be charged a
perfootfee based onthelength of frontage on streetscape
improvements. thisamount could be capped for non-resi-
dential customers with extremely large amounts of street
frontage. the revenues raised from streetscape utility
fees would be limited by ordinance to maintenance (or
construction and maintenance) activities in support of the
streetscape.

Stormwater Utility Fees
greenway sections may be purchased with stormwater
fees, if the property in question is used to mitigate flood-
water or filter pollutants.

stormwater charges are typically based on an estimate of
the amount of impervious surface on a user’s property.
impervious surfaces (such as rooftops and paved areas)
increase both the amount and rate of stormwater runoff
compared to natural conditions. such surfaces cause run-
off that directly or indirectly discharge into public storm
drainage facilities and creates a need for stormwater man-
agement services. thus, users with more impervious sur-
face are charged more for stormwater service than users
with less impervious surface. the rates, fees, and charg-
es collected for stormwater managementservices may not
exceed the costs incurred to provide these services. the
coststhat may be recoveredthrough the stormwater rates,
fees, and charges includes any costs necessary to assure
that all aspects of stormwater quality and quantity are
managed in accordance with federal and state laws, regu-
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lations, and rules.

Installment Purchase Financing

as an alternative to debt financing of capital improvements,
communities can execute installment/ lease purchase con-
tracts for improvements. this type of financing is typically
used for relatively small projects that the seller or a financial
institution is willing to finance or when up-front funds are un-
available. in a lease purchase contract the community leases
the property or improvement from the seller or financial insti-
tution. the lease is paid in installments that include principal,
interest, and associated costs. upon completion of the lease
period, the community owns the property or improvement.
while lease purchase contracts are similar to a bond, this ar-
rangement allows the community to acquire the property or
improvement without issuing debt. these instruments, how-
ever, are more costly than issuing debt.

TaxIncrementFinancing

taxincrement financing is a tool to use future gains in taxes to
finance the currentimprovements that will create those gains.
when a public project, such as the construction of a greenway,
is carried out, there is an increase in the value of surrounding
real estate. oftentimes, new investment in the area follows
such a project. this increase sit value and investment creates
more taxable property, which increases tax revenues. these
increased revenues can be referred to as the “tax increment”
tax increment financing dedicates that increased revenue to
finance debt issued to pay for the project. tif is designed to
channel funding toward improvements in distressed or un-
derdeveloped areas where development would not otherwise
occur. tif creates funding for public projects that may other-
wise be unaffordable to localities. the large majority of states
have enabling legislation for tax increment financing.

Partnerships

another, often overlooked, method of funding pedestrian sys-
tems and greenways is to partner with public agencies and
private companies and organizations. partnerships engender
a spirit of cooperation, civic pride and community participa-
tion. the key to the involvement of private partnersis to make
acompellingargument fortheir participation.

major employers and developers should be identified and
provided with a “benefits of walking”-type handout for them-
selves and their employees. Very specific routes which make
those critical connections to place of business would be tar-
geted for private partners’ monetary support, but only after



a successful master planning effort. people rarely fund issues
before they understand them and their immediate and direct
impact. potential partners include major employers which
are located along or accessible to pedestrian facilities such as
multi-use paths or greenways. name recognition for corpo-
rate partnerships would be accomplished through signage
trail heads or interpretive signage along greenway systems.

utilities often make good partners and many trails now share
corridors with them. money raised from providing an ease-
ment to utilities can help defray the costs of maintenance. it
is important to have a lawyer review the legal agreement and
verify ownership of the subsurface, surface or air rights in or-
der to enter into an agreement.

OtherLocal Options

Local Capital Improvements Program

as discussed in chapter 5 and the beginning of this appendix,
a strong local capital improvements program (cip) commit-
ment, dedicated to sidewalk and greenway development, is
critical for long-term implementation. project priorities and
costs are discussed in chapters 3 and 5. currently, $15,000
is allocated for greenway development each year in black
mountain, nc. in raleigh, the greenways system has been
developed over many years through a dedicated source of
annual funding that has ranged from $100,000 to $500,000,
administered through the parks and recreation department.
in graham, nc, $100,000 is allocated towards sidewalk devel-
opment each year.

Facility Maintenance Districts

facility maintenance districts (fmds) can be created to pay
for the costs of on-going maintenance of public facilities and
landscaping within the areas of a town where improvements
have been concentrated and where their benefits most di-
rectly benefit business and institutional property owners. an
fmd is needed in order to assure a sustainable maintenance
program. fees may be based upon the length of lot frontage
along streets where improvements have been installed, or
upon other factors such as the size of the parcel. the program
supported by the fmd should include regular maintenance of
streetscape of off road trail improvements. the municipality
can initiate public outreach efforts to merchants, the chamber
of commerce, and property owners. in these meetings,
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columbia staff will discuss the proposed apportionment and
allocation methodology and will explore implementation
strategies. the municipality can manage maintenance re-
sponsibilities either through its own staff or through private
contractors.

Local Trail Sponsors

a sponsorship program for trail amenities allows smaller do-
nations to be received from both individuals and business-
es. cash donations could be placed into a trust fund to be
accessed for certain construction or acquisition projects as-
sociated with the greenways and open space system. some
recognition of the donors is appropriate and can be accom-
plished through the placement of a plaque, the naming of a
trail segment, and/or special recognition at an opening cer-
emony. types of gifts other than cash could include donations
of services, equipment, labor, or reduced costs forsupplies.

Volunteer Work

it is expected that many citizens will be excited about the
development of a greenway corridor or a new park or canoe
access point. individual volunteers from the community can
be brought together with groups of volunteers form church
groups, civic groups, scout troops and environmental groups
to work on greenway development on special community
workdays. Volunteers can also be used for fund-raising, main-
tenance, and programming needs.

Private Foundationsand Corporations

many communities have solicited greenway funding assis-
tance from private foundations and other conservation-mind-
ed benefactors. below are several examples of private funding
opportunities available.

Foundation forthe Carolinas

establishedin 1958, the foundation forthe carolinasisthe one
of the largest community foundations in the south. building
a better future, the foundation’s major grantmaking program,
awards grants only to organizations located in or serving the
greater charlotte area. the foundation’s specialized grants pro-
grams include the african american community endowment
fund (charlotte-mecklenburg and surrounding communities),
HiV/aids consortium grants (13 charlotte-area counties),
and the medical research grants program (north and south
carolina). the foundation’s web site features information for
potential donors; program information, guidelines, and dead-
lines; listings of senior management and board members; an



electronic form for requesting copies of the foundation’s pub-
lications; and contact information. web site: http://www.fftc.

org/

Land for Tomorrow Campaign

land for tomorrow is a diverse partnership of businesses,
conservationists, farmers, environmental groups, health pro-
fessionals and community groups committed to securing
support from the public and general assembly for protect-
ing land, water and historic places. the campaign is asking
the north carolina general assembly to support issuance of
a bond for $200 million a year for five years to preserve and
protect its special land and water resources. land for tomor-
row will enable north carolina to reach a goal of ensuring that
working farms and forests; sanctuaries for wildlife; land border-
ing streams, parks and greenways; land that helps strengthen
communities and promotes job growth; historic downtowns
and neighborhoods; and more, will be there to enhance the
quality of life for generations to come. website: http://www.
landfortomorrow.org/

The Robert Wood Johnson Foundation

the robert wood Johnson foundation was established as a
national philanthropy in 1972 and today it is the largest u.s.
foundation devoted to improving the health and health care
of allamericans. grant making is concentrated in four areas:

' to assure that all americans have access to basic health care
at a reasonable cost

* to improve care and support for people with chronic health
conditions

* to promote healthy communities and lifestyles

*toreduce the personal, social and economic harm caused by
substance abuse: tobacco, alcohol, andillicitdrugs

for more specific information about what types of projects are
funded and how to apply, visit http://www.rwjf.org/applica-
tions/.
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North Carolina Community Foundation

the north carolina community foundation, established in
1988, is a statewide foundation seeking gifts from individu-
als, corporations, and other foundations to build endowments
and ensure financial security for nonprofit organizations and
institutions throughout the state. based in raleigh, north car-
olina, the foundation also manages a number of community
affiliates throughout north carolina, that make grants in the
areas of human services, education, health, arts, religion, civic
affairs, and the conservation and preservation of historical,
cultural, and environmental resources. the foundation also
manages various scholarship programs statewide. web site:
http://nccommunityfoundation.org/

Z. Smith Reynolds Foundation

this winston-salem-based foundation has been assisting the
environmental projects of local governments and non-profits
in north carolina for many years. they have two grant cycles
peryear and generally do not fund land acquisition. However,
they may be able to support columbia in other areas of open
space and greenways development. moreinformationis avail-
able at www.zsr.org.

Bank of America Charitable Foundation, Inc.

the bank of america charitable foundation is one of the larg-
est in the nation. the primary grants program is called neigh-
borhood excellence, which seeks to identify critical issues in
local communities. another program that applies to green-
ways is the community development programs, and specifi-
cally the program related investments. this program targets
low and moderate income communities and serves to encour-
age entrepreneurial business development. Visit the web site
for more information: www.bankofamerica.com/foundation.

Duke Energy Foundation

funded by duke energy shareholders, this non-profit organi-
zation makes charitable grants to selected non-profits or gov-
ernmental subdivisions. each annual grant must have:

' aninternal duke energy business “sponsor”

' aclear business reason for making the contribution

the grant program has three focus areas: environment and
energy efficiency, economic development, and community
Vitality. related to this project, the foundation would support
programs that support conservation, training and research
around environmental and energy efficiency initiatives. web



site:  http://www.duke-energy.com/community/foundation.
asp.

American Greenways Eastman Kodak Awards

the conservation fund’s american greenways program has
teamed with the eastman Kodak corporation and the nation-
al geographic society to award small grants ($250 to $2,000)
to stimulate the planning, design and development of green-
ways. these grants can be used for activities such as mapping,
conducting ecological assessments, surveying land, holding
conferences, developing brochures, producing interpretive
displays, incorporating land trusts, and building trails. grants
cannot be used for academic research, institutional support,
lobbying or political activities. for more information visit the
conservation fund’s website at: www.conservationfund.org.

National Trails Fund

american Hiking society created the national trails fund in
1998, the only privately supported national grants program
providing funding to grassroots organizations working toward
establishing, protecting and maintaining foot trails in ameri-
ca. 73 million people enjoy foot trails annually, yet many of our
favorite trails need major repairs due toa $200 million backlog
of badly needed maintenance. national trails fund grants help
give local organizations the resources they need to secure ac-
cess, volunteers, tools and materials to protect america’s cher-
ished public trails. to date, american Hiking has granted more
than $240,000 to 56 different trail projects across the u.s. for
land acquisition, constituency building campaigns, and tradi-
tional trail work projects. awards range from $500 to $10,000
per project.

projects the american Hiking society will consider include:

¢ securing trail lands, including acquisition of trails and trail
corridors, and the costs associated with acquiring conserva-
tion easements.

¢ building and maintaining trails which will result in visible
and substantial ease of access, improved hiker safety, and/or

avoidance of environmental damage.

* constituency building surrounding specific trail projects - in-
cludingvolunteerrecruitmentand support.

web site: www.americanhiking.org/alliance/fund.html.
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The Conservation Alliance

the conservation alliance is a non-profit organization of out-
door businesses whose collective annual membership dues
support grassroots citizen-action groups and their efforts to
protect wild and natural areas. one hundred percent of its
member companies’ dues go directly to diverse, local com-
munity groups across the nation - groups like southern utah
wilderness alliance, alliance for the wild rockies, the greater
Yellowstone coalition, the south Yuba river citizens’ league,
restore: the north woods and the sinkyone wilderness
council (a native american-owned/operated wilderness park).
for these groups, who seek to protect the last great wild lands
and waterways from resource extraction and commercial de-
velopment, the alliance’s grants are substantial in size (about
$35,000 each), and have often made the difference between
success and defeat. since its inception in 1989, the conserva-
tion alliance has contributed $4,775,059 to grassroots environ-
mental groups across the nation, and its member companies
are proud of the results: to date the groups funded have saved
over 34 million acres of wild lands and 14 dams have been ei-
ther prevented or removed-all through grassroots community
efforts.

the conservation alliance is a unique funding source for
grassroots environmental groups. it is the only environmental
grantmaker whose funds come from a potent yet largely un-
tapped constituency for protection of ecosystems - the non-
motorized outdoor recreation industry and its customers. this
industry has great incentive to protect the places in which
people use the clothing, hiking boots, tents and backpacks
it sells. the industry is also uniquely positioned to educate
outdoor enthusiasts about threats to wild places, and engage
them to take action. finally, when it comes to decision-makers
- especially those in the forest service, national park service,
and bureau of land management, this industry has clout - an
important tool that small advocacy groups can wield.

the conservation alliance funding criteria: the project should
be focused primarily on direct citizen action to protect and
enhance our natural resources for recreation. we’re not look-
ing for mainstream education or scientific research projects,
but rather for active campaigns. all projects should be quan-
tifiable, with specific goals, objectives and action plans and
should include a measure for evaluating success. the project
should have a good chance for closure or significant measur-
ableresults over afairly short term (one to two years). funding
emphasis may not be on general operating expenses or staff



payroll.

web site: www.conservationalliance.com/index.m. e-mail:
john@conservationalliance.com.

National Fishand Wildlife Foundation (NFWF)

the national fish and wildlife foundation (nfwf) is a private,
nonprofit, tax-exempt organization chartered by congress
in 1984. the national fish and wildlife foundation sustains,
restores, and enhances the nation’s fish, wildlife, plants and
habitats. through leadership conservation investments with
public and private partners, the foundation is dedicated to
achieving maximum conservation impact by developing and
applying best practices and innovative methods for measur-
able outcomes.

the foundation awards matching grants under its Keystone
initiatives to achieve measurable outcomes in the conserva-
tion of fish, wildlife, plants and the habitats on which they
depend. awards are made on a competitive basis to eligi-
ble grant recipients, including federal, tribal, state, and local
governments, educational institutions, and non-profit con-
servation organizations. project proposals are received on a
year-round, revolving basis with two decision cycles per year.
grants generally range from $50,000-$300,000 and typically
require a minimum 2:1 non-federal match.

funding priorities include bird, fish, marine/coastal, and wild-
life and habitat conservation. other projects that are consid-
ered include controlling invasive species, enhancing delivery
of ecosystem services in agricultural systems, minimizing the
impact on wildlife of emerging energy sources, and devel-
oping future conservation leaders and professionals. web-
site: http://www.nfwf.org/am/template.cfm?section=grants
where additional grant programs are described.
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The Trust for PublicLand

land conservation is central to the mission of the trust for
public land (tpl). founded in 1972, the trust for public land
is the only national nonprofit working exclusively to protect
land for human enjoyment and well being. tpl helps conserve
land for recreation and spiritual nourishment and to improve
the health and quality of life of american communities. tpl’s
legal and real estate specialists work with landowners, gov-
ernment agencies, and community groups to:

» create urban parks, gardens, greenways, and riverways

* build livable communities by setting aside open space in the
path of growth

+ conserve land for watershed protection, scenic beauty, and
close-to home recreation safeguard the character of commu-
nities by preserving historic landmarks and landscapes.

thefollowingaretpl’sconservationservices:

* conservation Vision: tpl helps agencies and communities
define conservation priorities, identify lands to be protected,
and plan networks of conserved land that meet public need.

*» conservation finance: tpl helps agencies and communities
identify and raise funds for conservation from federal, state,
local,and philanthropicsources.

* conservation transactions: tpl helps structure, negotiate,
andcompletelandtransactionsthatcreate parks, playgrounds,
and protected naturalareas.

sresearch & education: tpl acquires and shares knowledge of
conservation issues and techniques to improve the practice of
conservation and promote its public benefits.

since 1972, tpl has worked with willing landowners, commu-
nity groups, and national, state, and local agencies to com-
plete more than 3,000 land conservation projects in 46 states,
protecting more than 2 million acres. since 1994, tpl has
helped states and communities craft and pass over 330 bal-
lot measures, generating almost $25 billion in new conserva-
tion-related funding. for more information, visit http://www.

tpl.org/.



