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Background  
At one time, our public streets were built for people to 

walk, ride a bike, or even ride a horse. Eventually mo-

torized vehicles began to emerge and reliance on hors-

es or horse drawn carriages waned. It wasn’t long be-

fore motorized vehicles began to overwhelm streets 

and user conflicts began to occur. The resulting crash-

es stemmed from a number of factors including travel 

speed, unorganized and unpredictable movements, 

inability for drivers to slow or stop, and the relative 

inexperience of motorists.  

With a growing fleet of vehicles, budding manufactur-

ing base, and a rising number of injuries and deaths, 

officials began to rethink and redesign city streets. 

Starting in the 1920s, street design began to include 

features such as marked travel lanes, signalized inter-

sections, and designated crossings for people who 

walk. Continued changes to our streets and built envi-

ronment would occur to allow motorists to travel at 

faster speeds, minimize delays, and make turns where 

they desired.  

Throughout the middle of the 20th century, street de-

signs promoted streets with greater numbers of travel 

and directional lanes, cleaner sightlines with fewer ob-

structions, removal of on-street parking, and building 

set-backs farther from the street. Through federal and 

state highway department influences, designers em-

braced prevailing rural highway or interstate design 

needs and attempted to apply them to neighborhood 

streets or more traditional city streets.  

People who walked or biked were relegated to travel 

along facilities that either met minimum design needs 

or were absent altogether.  

Impacts on Safety 
Safety statistics have improved for motorists to some 

degree as fatalities per mile traveled have declined 

since the 1950s. In the early 1970s, the U.S. peaked at 

approximately 54,000 total road deaths; 2016 showed 

there were 40,000 deaths on America’s roads. This is 

further illustrated by a significant increase in per per-

son vehicle miles traveled of 5,500 in 1972, to 10,000 in 

2016. But, despite some safety improvements, the built 

Images that depict how streets have changed over time demon-
strate a change from a compact pedestrian rich environment, to a 
more wide open auto-centric design. (Top: source theal-
fanogroup.com Bottom: usa.streetsblog.org 

environment has suffered, as has recent fatality rates 

among vulnerable road users. In 1975, pedestrians 

comprised approximately 17% of the overall traffic 

fatalities in the United States. Those rates declined 

through 2002 when they accounted for 11% of overall 

fatalities. Since then, the rates have climbed back to 

1970s levels, with 2015 data showing pedestrians ac-

counted for 16% of overall fatalities. Similarly, bicy-

clists fatalities as a percent of overall fatalities were 

2.2% in 1975, declined to 1.5% in 2002, but are back 

at 2.2% in 2016. And while current media stories 

paint a picture of distraction among pedestrians, the 

National Highway Traffic Safety Administration Data 

show that less than 1% of pedestrian deaths were due 

to distraction on the part of the pedestrian. (Source: 

U.S. Department of Transportation).  
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According to Local Highway Technical Assistance 

Council data, there were 118 crashes resulting in a fatal-

ity or serious injury in Caldwell from 2011 to 2016. More 

than 10% of these crash victims were pedestrians or 

bicyclists. Meanwhile, people walking or bicycling ac-

counted for 20% (3 out of 15) of the overall traffic 

deaths. Compare these rates to Census data that indi-

cates only 1.3% of people in Caldwell walk or bike for 

commuting purposes and it is easy to see the dispro-

portionate rate of fatalities among walkers or bicyclists.  

Caldwell is making strides in addressing this, as evi-

dent by a move toward roundabout treatments at in-

tersections, downtown streetscape projects that slow 

traffic and reduce pedestrian crossing times, and appli-

cation of Pedestrian Hybrid Beacons (or HAWK sig-

nals) at schools.  

Many U.S. streets are built as auto centric corridors 

with very little design features provided to safely ac-

commodate people who walk, ride a bike, or use trans-

it. Further, zoning policies promote land use patterns 

without a vertical presence, fronted by vast surface 

parking lots, and cater only to those traveling by per-

sonal automobile.  

Such patterns have been identified to not only be less 

safe than more inclusive designs, but also lack any hu-

man elements that attract people and promote culture, 

social cohesion, or economic development.  

Speed remains the biggest factor contributing to 

road deaths and serious injuries among all road us-

ers, but it has a greater impact on people who walk 

and bike.  

Seniors and children are also increasingly exposed to 

greater risks when walking or bicycling. Idaho-

specific data shows that children under the age of 14 

account for more than 21% of the total number of 

people who were hit while walking or bicycling on 

Idaho roads from 2006 through 2015. The cumulative 

economic costs of pedestrian and bicyclist 

crashes involving children were more than 

$360 million in Idaho in that ten-year peri-

od.  

Seniors, while not represented in large num-

bers in pedestrian crashes, have dispropor-

tionately high fatality rates when compared 

to other age groups. While seniors age 65 

and over accounted for 7.7% of total crash 

victims, they represent more than 24% of 

the pedestrian fatalities in Idaho. While 

5.7% of overall pedestrian crashes in Idaho 

result in a fatality, 18% of pedestrian crashes 

involving a senior result in a fatality.  

Enter Complete Streets.  

While issues of speed on urban streets are most  
harmful to people who walk, the speed of a motorist influences the 
safety of all road users (including other motorists). At slower 
speeds, the focus and attention of a driver is more upon the imme-
diate surroundings rather than a long-range view on the road. This is 
vital to safety in an urban environment where there  
naturally more street activity.  
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Complete Streets Defined 
If streets have been designed and built that can be 

viewed as “incomplete”, what then are the elements of 

a “complete” street.  

A complete street is one that  
accommodates all users  

of all ages and abilities at all times.  
 

When examining this definition it is important to 

break down each individual element.  

 “All users” means drivers, pedestrians, bicyclists, 

and transit users.  

 “All abilities” generally refers to pedestrians who 

may be children, disabled, senior citizens, or simply 

less able to walk due to other factors. Bicyclists 

who range in age, confidence levels, and type of 

bicycle.  

 “At all times” reflects the fact that we live in an 

ever increasing 24-hour society where people use 

streets for a variety of reasons and times. This also 

means safely accommodating all road users during 

construction activities and giving appropriate space 

to bicycling and walking routes during winter snow 

removal operations.  

One misconception about complete streets is that to 

design a street to such a standard is cost prohibitive. 

Source: Portland Bureau of Transportation 

This is simply untrue. What it does mean however, 

is that we not build streets so large and overbuilt as 

to cater only to motorists; which in and of itself can 

be very expensive and unsafe, even for motorists. So 

often, streets are built to accommodate 25,000 vehi-

cles per day, when they may only experience 8,000.  

Cities have been saturated with roadways with 4, 5, 

6, and even 7 lanes which inevitably induces more 

demand, does not have the desired safety effects, 

and does not provide for safe and frequent crossings 

for people who walk. These roads also dictate land 

use patterns that reflect auto dominated environ-

ments.  

The focus of this report is on how the City of Cald-

well can update their existing street design stand-

ards to promote and implement a street network 

more indicative of what Complete Streets, and even 

the city’s own adopted land use and transportation 

plans, aspire to be. To this end, the report includes a 

review of the following:  

 Existing conditions for why Complete Streets 

policies and designs are desirable in Caldwell;  

 Existing Caldwell street design standards; and 

 Bicycle and Pedestrian Plan recommendations.  
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On-Street Parking 
In many places, on-street parking helps provide 

more buffer space for pedestrians and in some cases, 

bicyclists. Parking also provides a layer of street fric-

tion that gives a cue to drivers to slow and proceed 

with caution.  

Land Use Pattern   
When buildings are set back far from the street, 

drivers get a more open feel for the roadway and 

tend to travel at speeds less than desirable for urban 

settings. Attempting to maintain a 3:2 or 4:1 ratio of 

building height to street width is ideal for not only 

drivers, but pedestrians, bicyclists and transit users 

who appreciate the minimum travel distance to a 

store front without the conflict of a major driveway.  

Crossings and Intersections 
Marked crosswalks (mid block and at intersections) 

should be located at regular intervals to avoid exces-

sive spacing. To minimize exposure to automobiles, 

crossing distances should be as reduced as possible. 

In some cases, crosswalks should be enhanced using 

various signals, elevated crossings, high visibility 

paint configurations, curb extensions, or refuge is-

lands. At intersections, roundabouts are ideal where 

feasible as they reduce probability of high speed 

crashes. All intersections should be well lit, avoid 

high speed turning movements, may include pedes-

trian lead intervals, prohibit turning on red, or pas-

sive permissive left turns to reduce crash risk.  

Complete Streets Elements 
Speed 
Travel speed is a major factor for the safety and per-

ceived safety of a corridor. Plans should ensure that 

more buffering space is provided for vulnerable users 

like bicyclists and pedestrians when vehicle speeds in-

crease.   

Dedicated Facilities  
For bicyclists, dedicated facilities on collector level 

roads and higher are necessary. The greater the speed 

of vehicles and the greater the volumes, the more pro-

tected the space should be, and more vertical presence 

is necessary in the form of separation such as curbing 

or placing bike lanes at curb level alongside sidewalks.  

Lighting 
In most urban contexts, lighting is essential due to a 

more 24-hour society. Intersections in particular are in 

need of lighting to illuminate a crossing pedestrian.  

Street Trees 
Street trees provide a plethora of benefits to streets. 

Trees shade pavement in summer which expands as-

phalt life; they capture fine roadway particulate matter 

and filter the air; they provide shade for walkers and 

store fronts; they provide a visual focus on the roadway 

by centering our perspective; and they provide a buffer 

space between walkers and moving vehicles which en-

hances the experience. Designing streets with design 

speeds of 30 mph allows introduction of street trees 

into the roadside environment.  

Source: Ada County Highway District 

Source: http://www.andrewalexanderprice.com/blog20121017.php 
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Connectivity 
A well connected street system fosters trip making of 

all types. Shorter block lengths, multiple intersec-

tions, and a grid iron street pattern are the most effi-

cient at moving walkers, bicyclists, and vehicles. Con-

trary to a well connected street system, one with dis-

connected streets, cul-de-sacs, long block lengths, 

and few intersections translates into a much greater 

auto-oriented system that generally promotes equally 

auto-oriented land use. Simply stated, the more 

dense and connected a street system, the less focused 

demand there is on a handful or streets. Congestion is 

minimized, walking and bicycling distances short-

ened, and more efficient trip making accomplished.  

Achieving such a pattern in a modern world is not 

easy. Many cities were master platted before automo-

biles proliferated. To achieve a gridded pattern now 

takes a commitment by the City to ensure that every 

development application be scrutinized and required 

to add streets or future connections for future con-

struction. The challenge is helping citizens understand 

why such a tactic is needed and to alleviate concerns of 

pass through traffic by taking appropriate actions to 

design streets that achieve slower, neighborhood ap-

propriate travel speeds.  

Context 
Designing and building a street system that is more 

complete, requires a deeper consideration with the 

land use contexts either in existence or desired to be 

built. A residential area and industrial area are worlds 

apart, need different treatments, and should have con-

siderably different expectations for typical users. This 

does not mean streets are built without facilities for all 

user groups, but it does mean spatial dimensions are 

quite different. A sidewalk in an industrial area would 

likely capture typical demand with 5 feet as most pe-

destrians would be traveling by themselves or with one 

additional person. A residential area however, should 

have sidewalks that are 6’ or even 8’ as there is an ex-

pectation of families, dogs, children on bicycles, 

strollers or other typical scenarios. This same line of 

thinking needs to be applied for bicycle facilities, on-

street parking consideration, travel lanes and widths, 

Source: https://www.cdc.gov/vitalsigns/walking/infographic.html 

intersection designs, and the enhancements that 

round out a well design street network.  

Comfort 
Being comfortable is perhaps the single most im-

portant element for people who walk, bicycle, or take 

transit. If a street is void of facilities that provide ap-

propriate buffering given conditions, is dark and per-

ceived to be unsafe, or exposes people who are vulner-

able to hazardous situations, most people will avoid 

them altogether. Attached sidewalks along heavily 

traffic arterials, long distances between crossings, 

heavy and fast moving traffic, or even the perception 

of inadequate safety measures will push people back 

into their cars, keep them home, or not use the facili-

ties built, thereby defeating the purpose.   
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Why Caldwell?  
Comprehensive Plan Goals 
The Comprehensive Plan has several stated priorities, goals, and objectives that support Complete Streets. Spe-

cific passages (inserted on the left of the table) that align with an integrated street system include the following:  

The adopted street standards 
are reviewed through the lens 
of Complete Streets in this re-
port. Context sensitive design, 
delineated spaces, and more 
enhancement features are  
necessary.  
 
 
The number one priority is to fill 
and expand the sidewalk net-
work for Caldwell streets. Is this 
priority receiving the necessary 
capital funds to be achieved in 
a timely manner?  
 
 
A very strong goal that is  
certainly in the same vein as 
Complete Streets. This goal is 
also important to apply towards 
shopping centers, school  
campuses, office parks, and 
other elements of what a neigh-
borhood encompasses.  
 
 
 
 
 
The City should show develop-
ers narrower,  untraditional 
cross sections that have been 
approved for use as examples 
to emulate. Consider making 
narrower right-of-way the rule 
instead of the exception.  
 
 
Connectivity is a central tenant 
of Complete Streets as vehicle 
traffic pressures are dissipated, 
and walkers and bicyclist have 
shorter more direct routes to 
chose from making both modes 
more inviting and convenient.  
 
 
Opposite of connected streets, 
cul-de-sac’s offer little to citi-
zens. They are costly to main-
tain, can be especially danger-
ous for children, and make 
emergency service response 
time unnecessarily long.  
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Why Caldwell?  
Crash Data 
From 2011-2016, there were 3,711 crashes on the state 

and local street system in Caldwell—2,261 on the 

streets managed by the City of Caldwell and 1,450 on 

roads managed by the Idaho Transportation Depart-

ment (ITD) This equates to more than 2 crashes per 

day, despite several crashes likely going unreported.  

Looking closer at crashes that are the most severe or 

even fatal, patterns arise that demonstrate only a hand-

ful of city-managed streets being responsible for the 

most damage to human life.  

 Streets such as 10th Avenue, Ustick, Linden and 

Middleton have the vast majority of severe crashes.  

 With respect to pedestrian and bicyclist crashes, 

10th Avenue and Linden are problematic corridors.  

There were 102 total pedestrian and bicyclist crashes in 

Caldwell from 2011-2016, with 22% of these occurring 

on ITD-managed streets.  

With the most severe and deadliest crashes occurring 

on so few corridors, treatments that are common with 

Complete Streets may help. Lighting, curb extensions, 

neighborhood traffic circles or roundabouts, enhanced 

crosswalks, buffered bike lanes, and more, can be stra-

tegically implemented and have a positive impact on 

safety and use.  

All Crashes on City-Managed Streets (2011-2016) 

Serious & Fatal Crashes on City Streets  (2011-2016) 

Source: LHTAC Crash Map 

Cost of Caldwell Pedestrian & Bicyclist Crashes (2011-2016) Crash Costs 
Each year, the ITD publishes a crash summary re-

port for the entire state. This report includes data 

provided by the National Highway Traffic Safety Ad-

ministration on the economic costs of crashes. 

These costs are inclusive of direct costs to victims 

and government agencies, and indirect costs to 

communities through increased insurance premi-

ums, loss of work productivity, and other factors.  

The graph on the left shows these costs for pedestri-

an and bicyclist crashes, which totals more than $41 

million from 2011-2016 for Caldwell.  

 



9 

Job Creation for Various Transportation Projects 

A study on job creation based on 
different types of transportation in-
vestments found that projects di-
rected at Complete Streets improve-
ments such as walking and bicycling 
facilities create nearly 50% more jobs 
per dollar spent than other traditional 
transportation projects.  
 
This AASHTO study of more than 
9,700 projects utilized the same job 
creation analysis that ITD used to  
estimate job creation impacts of the 
GARVEE projects.  

Economic Competitiveness 
Beyond the direct economic costs of crashes, 

there are well-documented benefits to Com-

plete Streets. Corporate siting companies are 

increasingly looking at factors such as safe 

walking, bicycling and pathway networks, as 

was evident in the recent Amazon Headquar-

ters pursuits where the company specifically 

asked candidate cities to document these ac-

tive transportation networks.  

Additionally, more detailed studies of the 

economic benefits of Complete Streets are 

being released every year. The figure at right 

shows a series of economic findings compiled 

by the National Center for Safe Routes to 

Schools.  

In 2012, the American Association of State 

Highway and Transportation Officials published a 

comprehensive job creation report on more than 9,000 

transportation projects of all types. AASHTO is the na-

tional organization of state Department Of Transporta-

tions, which also publishes the highway design “Green 

Book.” ITD’s Director sits on AASHTO’s Board of Di-

rectors. The results supported Complete Streets invest-

ments, as they found walking, bicycling and pathway 

projects create nearly 50% more jobs per million dol-

lars spent than any other type of traditional transporta-

tion investment.  

Source: Safe Routes to School National Partnership 

Beyond sidewalks and bikeways, pathways like the 

Indian Creek Greenway are also proven to attract 

new business, increase tourism, enhance property 

values, and promote a strong local economy. Many 

studies show increased property value and faster 

home sales near greenways. For example, homes 

near a city pathway system in Charlotte, N.C., were 

estimated to increase approximately 4% in value 

due to the trail. A study of Greenville, S.C. County’s 

Swamp Rabbit Trail shows that the trail has gener-

ated $6.7 million for area businesses in 2013.  
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Existing Street Designs: 
The City of Caldwell has several adopted street cross sections which are in place that are used as guidance 

for developer led or City led construction projects. The next few pages are intended to evaluate the cross-

sections to determine how they may meet Complete Street concepts, or fall short.  

Collector Streets 
Collector type roads are intended to collect street users from local neighborhood streets, and deliver them 

to streets that span the city or are regional in nature. Collectors typically see modest traffic volumes of 

12,000 vehicles or less, though typically they see fewer than 8,000 vehicle trips per day. Collectors are often 

fronted with homes, small businesses, churches, and schools. They should be designed for all user types and 

to keep drivers from traveling faster than 25 miles per hour.  

General recommendation:  

 Devise Collector cross sections for multiple land use contexts such as commercial core, industrial, office 

and residential.  

 Depict acceptable lighting, street trees, or landscaping.  

 Develop a cross-section that includes buffered or protected bike lanes for higher volume collectors or 

routes that serve as a linkage between pathway connections or schools.  

12’ Two way left turn lanes are excessive 
as collector streets are generally free of 
large trucks, slow speeds, and slow 
turns. 10’ can be used (or eliminated) to 
prompt more appropriate speeds and 
add space for bicycle facilities.  

5’ sidewalks are a mini-
mum width that for 
most land uses con-
texts only gives space 
for one pedestrian com-
fortably. Making 6’ min-
imums is suggested, 
and wider in retail, 
commercial contexts.  

Buffer space is desirable, es-
pecially for landscaping pur-
poses. Depicting landscaping 
options would be welcomed.  

4’ Bike lanes are not recom-
mended. Collector roadways 
should have 5’ lanes mini-
mum, and potentially 1’-2” of 
painted or vertical buffer be-
tween travel lanes.  

Like 12’ TWLTL, 11” is 
on the higher end of 
guidelines and can be 
reduced to 10’ and 
even 9’ according to 
AASHTO.  
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 Existing Street Designs 
Minor Arterial Streets 
Minor arterial streets are intended to allow people to 

travel greater distances in town or to connect into 

another town. Arterials are typically the busiest road-

ways and generally where most land uses other than 

residential are located. Minor arterials can often con-

nect neighborhoods with commercial, office, or in-

dustrial uses and should be designed for approxi-

mately 30 mph, and 10-20,000 vehicles per day. Pe-

destrian and bicycle facilities should therefore have 

greater buffer spaces and protections as vehicle travel 

12.5’ can be excessive.  11.5’ when a 
raised median is present and 10’ 
when a TWLTL  is present is sug-
gested.  
 
A bike lane on a minor arterial 
should be buffered using a combina-
tion of paint and vertical elements 
like extruded curbing, reflective flex 
post or other tools.  
 
 
Sidewalks along minor arterials 
should be buffered from the road-
way. Reversing the landscaping 
space with the sidewalk space 
would allow a much more comforta-
ble experience for pedestrians.  

This cross section is virtually identi-
cal to R810B #1 with the exception 
of the TWLTL or median width and 
the through lane width. This clearly 
demonstrates that 11.5’ is accepta-
ble and allows at least an additional 
foot to be added to the bicycle lane 
as a buffer. Combining these two 
configurations using a 10’ TWLTL or 
median, 10’-11.5’ travel lane, and 6’-
7’ for the total bike lane width is 
advised.  

speed impacts show a greater than 50% fatality rate 

when struck.  

General recommendation:  

 Devise minor arterial cross sections for multiple 

land use contexts such as commercial core, in-

dustrial, office and residential. Depict acceptable 

lighting, street trees, or landscaping.  

 Develop new cross sections that include buffered 

or protected bike lanes. 
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  Existing Street Designs 
Principal Arterials 
Principal arterials are streets intended to provide 

longer, more regional or city-wide movement, access 

interstates, and are often where larger land uses such 

as hospitals, shopping centers, high schools, universi-

ties, office parks and more are located. Principal arte-

rials carry over 20,000 vehicle trips on a typical day in 

urban environments and should be designed to pro-

mote traffic moving at approximately 35 miles per 

hour. Separating bicyclists and pedestrians is impera-

tive for both safety and comfort purposes.  

Making the inside through lane 
11.5’ instead of 12’, and reducing 
the outside lane from 11’ to 10’, 
would allow 1.5’ to be added for 
bike lane buffer.    
 
The 10’ sidewalk is more appropri-
ate though a buffer  is still pre-
ferred. The 3’ of space behind the 
sidewalk could be switched to in-
clude either a modest  landscaping 
zone, or furnishing zone including 
pedestrian scale lighting.   

A 12’ left turn lane is generally ex-
cessive and could be reduced to 10’-
11’ in most conditions.  
 
The 11’ through lane shows that the 
same width could be used in the 
cross section below to reduce over-
all footprint or increase bicycle facil-
ity space.  
 
5’ bicycle lanes on principal arterials 
without additional buffering is not 
advisable. As higher speed, higher 
volume streets, additional treat-
ments should be used including 
separating the facility, making it 
curb grade height, or adding vertical 
elements.  
 
Attached sidewalks on principal 
arterials are not advisable as pedes-
trians prefer to have significant buff-
er space between themselves and 
the more heavily used facility.  

General recommendation:  

 Devise principal arterial cross sections for multi-

ple land use contexts such as commercial core, 

industrial, office and residential.  

 Depict acceptable lighting, street trees, or land-

scaping.  

 Develop new cross sections that include buffered 

or protected bike lanes. 
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 Existing Street Designs: 
Intersections are a significantly important element of a complete street system. Caldwell has two cross-

sections that depict intersections. Intersection elements that embody a more complete approach include:  

Perpendicular curb ramps are ideal 
as they prompt straight, direct 
crossings for visually impaired.  
 
High visibility crosswalk markings 
are ideal and provide maximum 
visibility for driver awareness.  
 
Drawings show attached sidewalks 
rather than detached. For principal 
and minor arterials, detached side-
walks are highly preferred.  
 
Other: having approved design 
standards covering curb exten-
sions, pedestrian refuge islands, 
and bicycle boxes is recommended.  

If a bicycle lane is provided, using 
green paint to delineate the conflict 
zone between riders and right turn-
ing vehicles is highly advised.  
 
Right turn lanes in general can wid-
en crossing distance and increase 
exposure for pedestrians, and are 
often the cause for vehi-
cle/pedestrian crashes when drivers 
turn into the parallel route cross-
walk.  
 
A 40 mph design speed at an inter-
section is excessive for urban con-
texts. Crashes between drivers and 
pedestrians at such a speed result 
in nearly 90% fatality rates.  

 Slower turn radius for vehicles  
 Reduced number of right turn on red lights  
 Fewer passive permissive left turn with conflicting 

crosswalk intervals 
 Good overhead lighting  
 Minimized wait times for pedestrians  
 Perpendicular curb ramps 
 

 Automated pedestrian countdowns  
 Bicycle lane paint 
 Bicycle boxes 
 Signal detection for bicycles  
 Roundabouts 
 Curb extensions or bulb outs 
 Pedestrian refuge islands  
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Often trucks need to use on-street parking to load goods, need wider turn radii to enter side streets or drive-
ways, and slightly wider two way left turn lanes due to their width. Sidewalks should not be attached unless 
vertical curbs are used as it is often the case that truck drivers unknowingly mount rolled curbs and can block 
an attached sidewalk. If a rolled curb is desired, adding a color contrast buffer between the curb and sidewalk 
is advisable to delineate the walking space for parking drivers.  

Existing Street Designs: 

Residential streets are often wider than necessary. The main culprit is on-street parking. Allowing a neigh-

borhood to have parking only on one side of a street, or creating regularly spaced parking bays can eliminate 

spaces that need to be maintained and cost significant dollars. A segment with 8’ on-street parking and two-

10’ travel lanes gets to 28’ which is often acceptable to fire departments, is possible. This would eliminate 

nearly 25% of space and reduce costs in the long run and help keep vehicle speeds more appropriate for con-

ditions as wider streets promote increased speed.  

This description implies several configurations. With two travel lanes and a designated bicycle lane, the road-
way could be as narrow as 30” (Two 10’ travel lanes and two 5’ bike lanes). A two lane street can accommodate 
up to 8,000 vehicle trips per day, and more with particular intersection treatments. Allowing flexibility for this 
design including 7.5” parking lanes, 10’ travel lanes and 10’ two-way left turn lanes generally means the current 
cross section could be narrowed, slowing travel speed and minimizing construction and maintenance costs.    

Though this description does not explicitly state that 5’ sidewalks should be attached or detached, for minor 
arterials, detached sidewalks are highly preferred. This section could be as narrow as 30” using the configura-
tion as described above, but likely a minimum of 44’ using 10’ travel lanes and two way left turn lanes along 
with a 5’ bike lane and 2’ buffer.  

The same sidewalk observation for minor arterials applies to principal arterials. Most principal arterials are 
five lanes and in some cases can accommodate bicycle facilities, though buffered bike lanes may not be ade-
quate. Using 50’ for four through lanes and a TWLTL, gives 10 feet on either side meaning separated bicycle 
lanes are very possible. Even using an 8’ separated bike lane allows travel lanes to be 11’ should there be a 
need, given truck volumes.  
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Caldwell Bicycle and Pedestrian Plan 
Caldwell recently adopted a pedestrian and bicycle plan (portions copied and inserted below) intended to 

improve conditions for both users as development and construction projects take place. The plan identifies 

facilities, appropriate enhancements, and locations for facilities to be implemented over time.  The presence 

of such a plan is a major step towards improving conditions in Caldwell. That being said, there is room for 

improving the document and ultimately conditions for those who walk, bike, take transit, and even drive.   

Shared roadways can also be applied to bike boule-
vards. A bike boulevard is a fully accessible street 
that sees lower vehicle volumes, can parallel a busy 
roadway, and spans two or more desirable attrac-
tions. A bike boulevard is made into such, with sign-
age as described, but also with key intersection 
treatments that stop cross traffic and foster a con-
tinual and unimpeded trek. If a bicyclist is required 
to stop more than once on a bike boulevard, the 
intent of the facility is undermined and does not 
live up to the purpose of its existence.  

In places with high pedestrian volumes, like down-
town streets, bicyclists should not be permitted on 
sidewalks. However, in locations with wide sidewalks 
and bicycle facilities that do not safely accommodate 
all users, such as youth or unconfident riders, slow 
bicycle use should not be prohibited on sidewalks.  

There are many types of facilities for pedestrians and 
for bicyclists, and in some cases a facility that accom-
modates both.  

Sidewalk 
Sidepaths 
Multiuse Pathways 
Shared Roadway 
Advisory lanes 
Shared Lane Markings 

Bike Lanes 
Buffered Bike Lanes 
Separated Bike Lanes 
Cycle Tracks 
Bicycle Boulevards  
Contraflow Bike Lanes 

Excerpt from Caldwell Bicycle and Pedestrian Plan 

Excerpt from Caldwell Bicycle and Pedestrian Plan 

Excerpt from Caldwell Bicycle and Pedestrian Plan 
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Existing Street Designs 

The proposed map in the current plan con-
tains bike lanes across most of the street net-
work. In many instances, the type of bicycle 
facility may need to be wider or add greater 
protection to achieve high use and by all four 
types of bicycle users. Although the plan is 
recently drafted and approved, it is recom-
mended that a deeper look be taken on the 
existing streets and traffic conditions so that 
the bicycle facilities described in this review 
can be incorporated. Such a recommendation 
is advised so the contextual needs of riders is 
matched with the appropriate facilities that 
exist and have been approved by organiza-
tions like AASHTO.  

According to AASHTO, bike lanes are to be 5’ from the 
face of curb, if a curb and gutter is in place, or 4’ if the 
edge of the roadway is a soft shoulder or if the pave-
ment type is consistent without different materials 
used for the gutter. On an asphalt street with a con-
crete gutter, the gutter is not considered usable space 
for either motor vehicles or bike lanes and should not 
be counted as bike lane width, just as it is not counted 
as a travel lane width.  
 
However, there are numerous situations where these 
are the minimums and a 6’ bike lane or greater are 
required based on gutter width, presence of parking, 
speed, and volumes of roadways.  
 
The 3’ mark is the minimum usable space when a bike 
lane is near a longitudinal joint and not to be the 
width of the lane. Bike lanes can flow against traffic 
(contraflow), have a painted buffer (buffered bike 
lanes), be separated by a vertical barrier and/or ele-
vated to grade with an adjacent sidewalk (separated 
bike lane) or be a one or two-way bike only facility, 
physically separated from the road and possibly at 
grade with sidewalks (cycle track).  

Excerpt from Caldwell Bicycle and Pedestrian Plan 
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Design Justification 
This section includes references to various engineering 

manuals and reports that help justify greater invest-

ment in Complete Streets. Many of the supposed 

“standards” for street designs that prioritize vehicular 

movement over all other user needs are actually 

“guidelines” that allow for significant engineering judg-

ment to be applied to meet local conditions and needs.  

AASHTO & the Green Book 
The Green Book is probably one of the most misinter-

preted manuals in street design. As AASHTO has stat-

ed, “The AASHTO Green Book is not intended, and 

never was intended, to be used solely as a standard up-

on which to base the design of every highway improve-

ment.” They noted that “sufficient flexibility is permit-

ted to encourage independent designs tailored to par-

ticular situations.” In fact, the word “shall” (meaning 

compulsory) does not appear in the Green Book.  

In 2004, to meet for Complete Streets and context-

sensitive street designs, AASHTO published A Guide 

for Achieving Flexibility in Highway Design.  

Of particular note in that publication are sections re-

lated to Level of Service and vehicular travel lane 

width. Level of Service is often viewed as some type of 

sacred policy related to street design requirements. It 

is not. AASHTO specifically notes that failure to 

achieve a Level of Service indicated by the Green Book 

“does not constitute a non-standard design decision.”  

Further, the Federal Highway Administration has clari-

fied its stance on Level of Service. In 2016, FHWA is-

sued a memo on Level of Service which stated there is 

no federal mandate for Level of Service. “FHWA does 

“The AASHTO Green Book is 
not intended, and never was 
intended, to be used solely 
as a standard upon which to 
base the design of every 
highway improve-
ment...Sufficient flexibility is 
permitted to encourage in-
dependent designs tailored 
to particular situations.” 

 - AASHTO’s A Guide for 
Achieving Flexibility in  
Highway Design  

Recently  
installed 10-foot 
wide  
travel lanes on SH 
55 in McCall  
accommodate 
recreational vehi-
cles and trucks.  

not have regulations or policies that require specific 

minimum LOS values for projects on the National 

Highway System,” they noted.  

Regarding travel lane widths, AASHTO acknowledg-

es that 12-ft travel lanes represent the upper limit of 

urban arterial lane widths. They state that the lane 

width values for urban street lane widths are less rig-

orously devised than their analyses on high-speed 

interstate and rural highways. AASHTO denotes the 

normal range for lane widths is 9-ft to 12-ft, with 10-

ft to 12-ft for urban arterials. Regarding safety, 

AASHTO states “There is less direct evidence of a 

safety benefit associated with incrementally wider 

lanes in urban areas.”  

Modern Bike Lane & Marking Treatments 
The rapid changes over the past decade regarding 

design of bicycling facilities mean that common de-

sign manuals have failed to keep up with the best 

practices. FHWA has proactively issued memoranda 

on the topic, specifically noting that treatments such 

as cycle tracks, many emerging bicycle pavement 

markings, and other features are allowable under the 

Manual of Uniform Traffic Control Devices 

(MUTCD). Of particular note, FHWA states:  

 Separated bikeways and median refuge islands 

for bikeways are not traffic control devices so 

there is no restriction on their use.  

 Buffered bike lanes, contra-flow bike lanes, and 

extensions of bike lanes through intersections 

are allowable through the 2009 MUTCD.  

Link: https://www.fhwa.dot.gov/environment/

bicycle_pedestrian/guidance/mutcd/ 
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Recommended Next Steps 
Explore Intersection Treatments 
Intersections are one of the most deadly locations for 

all street users. Ensuring that drivers come to com-

plete stops, turn after looking for more vulnerable us-

ers, not forcing pedestrians to wait extended periods 

of times to cross, lighting, and many other elements of 

a well operating intersection are key. Identifying those 

elements that are acceptable by policy is important. 

Pedestrian lead intervals, roundabout preference, curb 

extensions, and more should be memorialized.  

Confer with Developers 
Convening developers who most often build in Cald-

well to discuss concepts that would be preferred in the 

city would be a welcomed move. Discussing concepts 

such as limited set backs, alley loaded homes, narrow-

er street designs, limited surface parking, open ground 

floor windows and other design elements that en-

hance the street realm may yield projects that better 

fit what Caldwell hopes to realize.  

Examine Role of Law Enforcement  
The law enforcement community can be an ally for 

safer streets. Officers are at the forefront of our worst 

traffic crashes. Seeing death and serious injuries occur 

on a near daily basis on city streets is something offic-

ers have to live with and takes time away from other 

issues like drug enforcement. Officers can help height-

en safety by using their input on current conditions, 

hot spots they believe need addressing, and by enforc-

ing certain laws that address the actions of all street 

users.  

Identify Mid-Block Crossing Locations  
Research indicates that pedestrians rarely walk more 

than 300’ out of their way to cross a street. This means 

large blocks, bus stops, or attractive land uses may all 

be reasons for pedestrians to cross streets at un-

marked intersections or mid-block. It is not reasona-

ble to expect someone walking to travel much farther 

even if that is the expectation, as such a travel dis-

tance takes time and energy. Therefore, identifying 

key locations where mid-block crossings should be 

installed is recommended.  

Describe HAWK Signals and Other Pedestri-
an Flashers  
Many types of pedestrian signals exist for implemen-

tation. These signals can range in size and function. 

Identifying the types the City permits and the typical 

roadway conditions under which they should be used 

would be valuable to set expectations and to convey to 

citizens what could be requested if conditions warrant 

their use.  

Performance Measures  
Establishing solid performance measures are a wel-

comed addition to all City functions and planning 

efforts. Determining what kinds of measures are ap-

propriate, determining a timeline for completion and 

relating them back to the priorities of the plan all al-

low the City to measure its success. Such measures 

could include the number of facilities, the number of 

miles of bike lanes and pathways, sidewalk infill per-

centages, and crash monitoring, these would all be 

valuable to give more sense of urgency to the plan.  

 
 


