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The City of Tonawanda Complete Streets Workshop was held on March 25, 2017.
The agenda contained several main elements, including: (1) an introduction and visioning exercise; (2) 
a presentation on the key elements of Complete Streets for Tonawanda and policy recommendations 
for sustainability; (3) a group map exercise to identify actions to address current challenges inhibiting 
the community’s ability to walk and bicycle safely; and (4) a brief walking audit to observe challenges 
and opportunities in the community.
Each element of the course presented was designed to assist the participants in developing a community 
that supports all modes of travel safely. During the visioning session participants discussed various 
issues and defined how they would like to see their vision take shape. The presentation educated 
participants on why complete streets are important, creative engineering strategies to implement 
them and policy ideas for long-term sustainability. Provided was an overview on each along with a 
menu of options that may be considered in developing Complete Streets. Participants then walked 
the community observing issues in the built environment that inhibits access for bicyclists and pedes-
trians. Overall, the workshop was intended to help the local community develop an environment to 
support healthy, environmentally sustainable and community friendly transportation choices while 
establishing a strong basis to apply for future resources creating positive momentum for the identi-
fied vision to achieve complete streets. 

Attendees: 
Justin Booth, Facilitator, Make Communities
Rachel Asplend
Heather Bachman
Fredric Foels, Captain, City of Tonawanda Police Department
Glenn Gentzke
Allison Harrington, Program Director, Tonawanda Main Street
Chris Jacobs, New York State Senator, 60th Senate District
Christian Lindner
Pam Przybylski-LaDue
Nancy Rolando
Alice Roth, former Mayor, City of Tonawanda
Jackie Smilinich
Bob Starr, Board Member, Tonawanda City School District Board of Education
Kendra Steck, longtime resident of the City of Tonawanda
Michael Steck, longtime resident of the City of Tonawanda
Nick Swallow, student, Buffalo State College
Joe Ulanowski, Assistant Building Inspector, City of Tonawanda
Joseph Warthling, Superintendent of Public Works, City of Tonawanda
Ann Whitcher Gentzke

COMPLETE STREETS WORKSHOP OVERVIEW

Niawanda Park
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To start the workshop, participants were asked to introduce themselves and briefly present their  
individual vision in implementing Complete Streets for Tonawanda. Each participant’s comments were 
recorded. The purpose of the exercise is to allow everyone the opportunity to air his or her concerns 
and issues in a constructive manner. The comments from this exercise were referred to throughout 
the course as an aide to identify appropriate recommendations for moving the discussion forward as 
a way to reach the community’s vision.
Three key principles emerged from the participant’s vision statements:

1. Create an unobstructed, safe, and easy-to-use sidewalk system in the downtown area in 
order to improve the mobility of the handicap, pedestrian, and senior populations.

2. Support business district renewal by embracing the history of the City of Tonawanda, 
restoring existing architecture, and investing in bicycle infrastructure to attract cyclists 
passing through the area.

3. Connect the waterfront to downtown Tonawanda by implementing traffic calming measures 
and creating wayfinding systems for tourists. 

 

Workshop Overview

An aerial view of the City of Tonawanda.
Source: Google Earth; Imagery Date: October 2016.
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Complete Streets for Tonawanda

Following the Complete Streets Workshop, 
attendees took a short walk to audit streets 
for challenges and opportunities. Major topics 
raised during the walking audit corfirmed the 
considerations raised through the visioning 
exercise, including accessibility, connectivity and 
design (considering both architecture and streets 
design). 
Among the items noted, uneven crosswalks and 
sidewalks present an obstacle to pedestrians 
and disabled residents. A sidewalk audit could 
prove a useful tool to identify areas needing 
work or replacements. Zebra crossings, bump 
outs, and pedestrian refuges can also help to 
improve the quality and safety of the pedestri-
an experience. Large crossing lengths and street 
widths represent design  challenges that could 
be addressed through Complete Streets legisla-
tion and amendments to the City of Tonawanda 
zoning code.

Improved connectivity between downtown and 
the waterfront presents an opportunity to bring 
cycling traffic into the city, encourage small 
business and commercial activity, and provide 
safer access to residents, improving community 
health and quality of life. This connectivity can 
be provided through dedicated cycling facilities 
such as painted bike lanes, sparated bike paths, 
sharrows painted on streets with lower speeds 
and traffic volumes and through the addition 
of new bike racks and parking throughout the 
downtown and commercial areas.
Lastly, wayfinding signage geared toward cyclists 
passing through and visitors to parks and water-
front facilities should be considered as a means 
to make visitors more aware of the resources and 
attractions present in the City of Tonawanda.

COMMUNITY OBSERVATIONS
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 IntersectIon of MAIn st And BroAd st

SUGGESTED IMPROVEMENTS

Short Term: 
•    Add to and improve existing pedestrian crossings (pg. 10)
•  Add bump outs to slow traffic and shorten crossings (pg. 17) 
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Short Term: 
• Consider pedestrian refuge island (pg. 10)
• Add to and improve existing pedestrian crossings (pg. 10) 
Long Term: 
• Explore use of a roundabout (pg. 19)

 IntersectIon of MAIn st And seyMour st

 IntersectIon of nIAgArA st And seyMour And MAIn sts 

Short Term: 
• Add to and improve existing pedestrian crossings (pg. 10)
• Improve connectivity of cycling infrastructure (pg. 20)
Long Term: 
• Explore use of a roundabout at Main St and Niagara St (pg. 19)
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This section is intended to define the outlined 
opportunities provided within the report estab-
lishing the framework to achieve the vision out-
lined by the community. Best practices in design 
treatments to create complete streets are re-
viewed. Through this process, an illustrated list 
of standard and innovative practices will create 
a menu of improvement actions to enhance the 
targeted area. 
Provided are concept sheets on a variety of topics 
and is organized from the broadest topic element 
to the most detailed. The following pages provide 
a succinct description and discussion of the topic, 
a drawing or photo and the source of the infor-
mation. These concepts will serve as the starting 
point for re-imagining the street network. Full im-
plementation will require design in accordance 
with the New York State Highway Design Manual.
The New York State Department of Transporta-
tion (NYS DOT) adopts and approves specific 
standards for roadway facility design which are 
set forth in NYS DOT documents such as the New 
York State Highway Design Manual and the Manual 
for Uniform Traffic Control Devices (MUTCD). 
For the latest versions of these documents it is 
important to consult the appropriate web sites 
as information is regularly updated. In addition, 
designers may also consider various external 
advisory and informational resources including 
(but not limited to):
•  Federal standards, policies and guidelines
•  Recommended practice from major agencies 

and organizations such as the Federal Highway 
Administration (FHWA), American Association 
of State Highway and Transportation Officials 
(AASHTO), National Association of City Traffic 
Officials (NACTO) and the Institute of Traffic 
Engineers (ITE)

•  Published research; experiences and practices 
of other state and local agencies; internation-
al experience 

1.0 AMerIcAns wIth dIsABIlItIes Act (AdA)
Description: The Americans with Disabilities Act, 
enacted in 1990, prohibits discrimination against 
persons with disabilities by public entities in the 
course of their providing “services, programs and 
activities” to the public. Numerous ADA-related 
regulatory requirements must be addressed by 
NYSDOT to ensure ADA compliance. 
From a broad perspective, ADA regulations 
include a requirement for a self-evaluation of 
compliance with applicable detailed regulations. 
The purpose of Section 1 of the ADA Management 
Plan and Transition Plan is to identify the regula-
tions affecting NYSDOT, to describe how they are 
being addressed in relation to NYSDOT services, 
programs and activities to ensure compliance 
with the ADA, and to find areas where improve-
ments can and should be made, i.e., the required 
self-evaluation.
Based on both the federal and State laws and 
regulations, all newly-constructed facilities 
must allow full accessibility. When existing fa-
cilities are being reconstructed or modified, the 
contract must also include work to make these 
facilities accessible. State and local governments, 
regardless of whether they receive federal 
funds, are required to comply with the Federal 
ADA Accessibility Guidelines (ADAAG), Title 24, 
Uniform Federal Accessibility Standards, or Local 
Code, whichever provides the greatest access. 
Private-funded improvements are required to 
comply with the Federal ADA Accessibility Guide-
lines (ADAAG) and Title 24, whichever code offers 

DEFINITION OF STRATEGIES

Source: Pedestrian and Bicycle Information Center (2008)
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the greatest access of protections to individuals 
with disabilities.

Source: NYS DOT ADA Management Plan, Retrieved from: 
https://www.nysdot.gov/programs/adamanagement

2.0 crossIngs: crosswAlk MArkIngs 
Crosswalk markings show pedestrians where to 
safely cross the road or street, and they are often 
supplemented with signage to warn drivers of 
the possibility that pedestrians may be crossing 
at a specific location.
It is important to ensure that crosswalk markings 
are visible to motorists, particularly at night. 
Crosswalks should not be slippery, create tripping 
hazards, or be difficult to traverse by those with 
diminished mobility or visual capabilities. 
Inlay tape is often installed on new or repaved 
streets. It is highly reflective, long-lasting, and 
slip-resistant, and does not require a high level 
of maintenance. Both inlay tape and thermoplas-
tic are more cost-effective in the long run then 
paint. Inlay tape is recommended for new and re-
surfaced pavement, while thermoplastic may be 
a better option on rougher pavement surfaces. 
Both inlay tape and thermoplastic are more 
visible and less slippery than paint when wet.
Crosswalk markings are usually seen in the 
standard parallel lines, ladder crosswalk or zebra 
crosswalk marking style. The value of both ladder 
and high visibility markings in terms of absolute 
crash reduction is positive; the number of vehi-
cle-pedestrian incidents at nine test intersections 
within New York City fell from 36 to 21, a decrease 
of 42 percent over the one year study period. 

Source: MUTCD 2003 and MUTCD New York Supplement 
2008, Section 3B.17 Crosswalk Markings
PEDSAFE: Pedestrian Safety Guide and Countermeasure 
Selection System (2004); FHWA-SA-04-003 Retrieved on 
November 4, 2008 from: http://www.walkinginfo.org/
pedsafe/casestudy.cfm?CS_NUM=37 
City of Toronto (2006) Were All Pedestrians Program: 
Evaluation of Stamped DuraTherm™ Crosswalks

Definition of Strategies
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2.1 crossIngs:  
overcoMIng MoveMent BArrIers 
A movement barrier is anything that restricts an 
individual’s ability to physically move along or 
within the sidewalk and crosswalk environment. 
The greatest movement barriers for pedestrians 
at pedestrian crossings are:
•  Long crossing distances,
•  Short signal timing
•  Medians and islands without ramps or cut-

throughs
•  Curbs without curb ramps
•  Curb ramps without level landings 
•  Lack of information during pedestrian signal 

phase 
•  Lack of crosswalks or prohibited pedestrian 

crossings
•  Motorists making right turns during a red light
•  Non-signalized slip lanes or roundabouts that 

permit a continuous flow of vehicular traffic
•  Pedestrian actuated signal devices that 

are difficult to operate or in hard to reach 
locations

Source: Federal Highway Administration. (2001) Chapter 
8: Pedestrian Crossings. Designing Sidewalks and Trails for 
Access: Best Practices Design Guide (Part II)

 
2.2 crossIngs: MedIAns And refuges 
Refuge islands allow pedestrians to cross fewer 
traffic lanes at a time and to judge conflicts sep-
arately. They also aid and protect pedestrians 
crossing a roadway.
Depending on the signal timing, pedestrian 
refuge islands or medians should be considered 
where the pedestrian crossing distance exceeds 
18.3 m or 5 lanes of vehicular traffic. Raised 
medians or islands in street crossing paths shall 
be either cut through level with the street or have 
curb ramps and a level area at least 1.8 m long 
between curb ramps. Widths of cut through paths 
should be consistent with “Width” above. Since a 
cut through path is adjacent to traffic without a 
barrier, it must have a detectable warning surface 
such as “truncated domes”. 
Truncated domes are the Federally legislated 
standard design requirement for detectable 
warnings, which enable people with visual dis-
abilities to determine the boundary between the 
sidewalk and street.
The use of right on red may create higher speeds 
and conflicts between vehicles and pedestrians 
and bicyclists. This problem is not entirely offset 
by the use of “pork chop” channelizing islands.
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Source: New York State Department of Transportation 
(2006) Chapter 18 – Pedestrian Facility Design, Table 
18.7.6, Highway Design Manual
New York State Highway Design manual (2006), Ch. 18 
Pedestrian Facility Design, section 18.7.6 Pedestrian 
Refuge Islands and Medians
Oregon Department of Transportation (1995) SectionII. 
5: Street Crossings. Oregon Bicycle and Pedestrian Plan. 
Salem, OR.

2.3 crossIngs: MId-Block crosswAlks 
Mid-block pedestrian crossings are generally 
unexpected by the motorist and should be dis-
couraged unless, in the opinion of the engineer, 
there is strong justification in favor of such in-
stallation. Particular attention should be given to 
roadways with two or more traffic lanes in one 
direction as a pedestrian may be hidden from 
view by a vehicle yielding the right-of-way to a 
pedestrian.
According to Alternative Treatments for At-Grade 
Pedestrian Crossings (ITE, 2001), mid-block 
locations may be warranted if:
•  Protected intersections crossings are more 

than 180 meters apart, 100 meters in high pe-
destrian volume locations.

•  Adequate sight distance is available.
•  The combination of traffic and pedestrian 

volumes justifies the installation.
The installation of marked crosswalks may not 
address all pedestrian safety concerns at a given 
location. More substantial engineering and road 
treatments may need to be considered, as well 
as enforcement and education programs and 
possibly new legislation to provide safer and 
easier crossings at problem locations.

Source: Institute for Transportation Engineers (2001) 
Alternative Treatments for At-Grade Pedestrian Crossings
Main Streets: Flexibility in Design and Operation (January 
2005)

Definition of Strategies
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3.0 sIgnAls: sIgnAl wArrAnts 
A traffic signal may be warranted where the pe-
destrian volume crossing the major street at 
an intersection or mid-block location during an 
average day is:
•  100 or more for each of any four hours; or
•  190 or more during any one hour.
The pedestrian volume crossing the major street 
may be reduced as much as 50% of the values 
given above when the predominant pedestrian 
crossing speed is below 1.2 m/s (4 ft/s).
In addition to a minimum pedestrian volume of 
that stated above, there shall be fewer than 60 
gaps per hour in the traffic stream of adequate 
length for pedestrians to cross during the same 
period when the pedestrian volume criterion is 
satisfied. Where there is a divided street having 
a median of sufficient width for the pedestrian(s) 
to wait, the requirement applies separately to 
each direction of vehicular traffic.
Where coordinated traffic signals on each side of 
the study location provide for platooned traffic 
which result in fewer than 60 gaps per hour of 
adequate length for the pedestrians to cross the 
street, a traffic signal may not be warranted.
This warrant applies only to those locations 
where the distance to the nearest traffic signal 
along the major street is greater than 90 m (295 
ft) and where a new traffic signal at the study 
location would not unduly restrict platooned flow 
of traffic. Curbside parking at non-intersection 
locations should be prohibited for 30 m (98 ft) in 
advance of and 6 m (20 ft) beyond the crosswalk.
A signal installed under this warrant should be 
of the traffic-actuated type with push buttons for 
pedestrians crossing the main street. If such a 
signal is installed within a signal system, it should 
be coordinated if the signal system is coordinat-
ed.
Signals installed according to this warrant shall 
be equipped with pedestrian indications con-
forming to requirements set forth in Chapter 4E 
of the MUTCD.

Source: MUTCD 2003 and MUTCD New York Supplement 
2008, Section 4C.05. Warrant 4, Pedestrian Volumes.
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4.0 sIdewAlks: MAIntenAnce

Sidewalk surfaces that have settled or heaved 
over time can be a significant barrier for pedestri-
ans. Surfaces that are smooth and rollable when 
newly installed may not stay that way, particular-
ly where masonry units are installed without an 
adequate subbase. Knowledgeable design, wise 
material selection, good construction practices, 
and regular maintenance procedures can help 
ensure that differences in level between adjacent 
units do not exceed the limits of usability. Surface 
provisions for an accessible route limit allowable 
vertical differences in level between abutting 
surfaces to no more than 6 mm (1/4 in); if beveled 
at 1:2, a 13 mm (1/2 in) difference in elevation is 
permitted.

Source: Architectural and Transportation Barriers 
Compliance Board, (1999) Chapter 3: Pedestrian 
Accessibility. Accessible Public Rights-of-Way Design 
Guide. 

4.1 sIdewAlks: trees: sIte selectIon 
New trees should be included in every public 
streetscape improvement or new development.
Tree lawns are suitable planting sites in the area 
between the sidewalk and the curb (snow storage 
area) and must meet the following requirements:
•  No tree to be planted when there is less then 

3’ between the sidewalk and curb
•  35’ spacing from an intersection or stop sign
•  6’ spacing between a driveway and drip line of 

overhanging tree
•  5’ spacing from underground service or utility 

box
•  15’ spacing from a street light, utility pole or 

fire hydrant
•  40’ spacing between large trees, 20’ for 

medium trees, 20’ for small trees
Tree pits are suitable planting sites in concrete 
cut out areas which must meet the minimum re-

Definition of Strategies
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quirements for sites in tree lawns as well as:
•  No vaults or utility services are directly under 

site where concrete is to be cut
•  5’ clearance for pedestrian walkway next to 

pit
•  Not to be located under any overhanging 

structures
•  Size of cut out must have 28 square feet of 

surface area, such as 6’x6’, 5’x6’ or 4’x7’, unless 
structural soil is used, then surface area may 
decrease to 20 square feet, 4’ x 5’

•  No tree grates are to be placed after planting
Planter boxes are suitable planting sites when 
tree lawns and tree pits are not possible. Planter 
boxes must meet the minimum requirements for 
tree lawns as well as:
•  Planter box should be placed 18 inches from 

curb line
•  No less than 16 square feet of surface area 

(4’x4’) for small trees and shrub-like trees
•  No less than 9 feet of surface area (3’x3’) for 

small shrubs
•  5’ of clearance for pedestrian walkway next to 

planter box
•  Not to be located under any overhanging 

structures
•  Must be irrigated regularly to ensure survival 

of plant

Source: City of Buffalo Department of Public Works, Parks 
and Streets; Bureau of Forestry (2004) Arboricultural 
Standards Manual  

4.2 sIdewAlks: Zone systeM

Where paved sidewalks exist, a sidewalk corridor 
lies in a public right-of-way between the street 
and a property line adjacent to the street. The 
curb zone is designed for drainage, and to isolate 
pedestrians from the street; it is typically about 
15 cm (6 in) wide, and 15 cm (6 in) high. The 
furnishings zone buffers pedestrians from the 
street, and is the proper place for utility poles, 
signs, litter baskets, etc. (these are called street 
furniture). The furnishings zone is also the place 
to plant trees or shrubs, and for this reason it is 
sometimes called the planter strip. Other things 
being equal, the wider the furnishings zone, the 
better, since a wide buffer makes walking safer 
and more pleasant.
The furnishings zone provides width for any slopes 
that must exist for access through the sidewalk 
corridor; for example, a driveway apron, the part 
of the driveway that slopes to the street level, or 
a curb ramp for disabled pedestrian access. In 
addition, it can also serve as snow storage.
The space adjacent to the property line that is 
not part of the normal walking surface is called 
the frontage zone. Its width will vary, depending 
on its use. The lower diagram shows a sidewalk 
café in the frontage zone. If there is a barrier on 
the property line, such as a fence or the side of 
a building, the frontage zone should be at least 
wide enough so that a pedestrian on the edge of 
the sidewalk will not touch the barrier. This extra 
room is called shy distance.
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The through pedestrian zone is the clear space 
to walk commonly referred to as a sidewalk.. The 
through pedestrian zone should ideally be at 
least 1.8 m (6 ft) wide and free of both permanent 
and temporary obstructions. Walking surfaces in 
the through pedestrian zone should be firm and 
stable, resistant to slipping when wet, and allow 
for use by people using canes, wheelchairs, etc. 
Except where absolutely required by the topog-
raphy, there should be no significant slope (in 
line with the direction of travel) or cross-slope 
(at right angles to the direction of travel) in the 
through pedestrian zone.

Source: Architectural and Transportation Barriers 
Compliance Board, (1999) Chapter 3: Pedestrian 
Accessibility. Accessible Public Rights-of-Way Design 
Guide. Portland Office of Transportation (1998) Pedestrian 
Plan. Portland, OR

5.0 green InfrAstructure: storMwAter 
PlAnters

Stormwater Planters are specialized planters 
installed in the sidewalk area or median and 
are designed to manage stormwater runoff by 
providing storage and infiltration while conveying 
any overflow to the appropriate system. These 
types of treatments are applicable on all street 
types. If designed well, these types of planters can 
benefit street tree and plant health as long as the 
appropriate species are chosen that can tolerate 
periodic flooding and salt. This treatment can do 
a lot to beautify a street but will require a mainte-
nance entity to clean and occasionally unclog the 
swale and drains. 
Considerations for placement include:
•  Stormwater Planters should be located so 

that they maintain a minimum clear walking 
zone width (see section 4.2) and do not create 
pinch points or tripping hazards.

•  Stormwater Planters should be considered in 
curb extensions (see section 6.2) and medians 
(see section 2.2) and the furnishing zone (see 
section 4.2).

•  Planter placement should consider the 
placement of underground utilities.

•  Planter design must consider passenger and 
wheel-chair accessibility at transit stops and 
on street parking locations. 

Definition of Strategies
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Design: 
•  Stormwater planters are generally rectangular 

with four concrete “curbed” sides and inlets 
that allow runoff to flow into the planter. The 
planter is lined with permeable fabric, gravel 
and soil and filled with plants and/or trees. 
Soil in the planter is lower in elevation than 
the sidewalk to provide storage space for 
runoff. 

•  Planter dimensions vary depending upon 
site conditions. Standard width for planting 
strips is 4’ from face of parallel curb; required 
minimum width is 3’. 

Source: Philadelphia Complete Streets Design Handbook 
(2012) , NYC Street Design Guidelines (2010) 

6.o trAffIc cAlMIng

In the publication Traffic Calming: State of the 
Practice (ITE/FHWA, August 1999), traffic calming 
is described as “the combination of mainly 
physical measures that reduce the negative 
effects of motor vehicle use, alter driver behavior 
and improve conditions for non-motorized street 
users.” Traffic calming is differentiated from 
route modification, traffic control devices, and 
streetscaping. Traffic control devices, notably 
STOP signs and speed limit signs, are regulatory 
measures that require enforcement. By contrast, 
traffic calming measures are intended to be 
self-enforcing.
Most traffic calming programs, which are also 
termed neighborhood traffic management 
programs, traffic mitigations, among other 
names, are instituted by local agencies rather 
than regions or states. Traffic calming measures 
are also included in many general circulation 
plans, pedestrian and bicycle plans, streetscape 
plans, and safe routes to school plans.

Source: Institute of Transportation Engineers (1999) Traffic 
Calming: State of the Practice 
New York State Department of Transportation (1999) 
Chapter 25 – Traffic Calming, Table 25.2.3, Highway Design 
Manual
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6.1 trAffIc cAlMIng: chIcAnes And chokers

Chicanes are curb extensions that alternate 
from one side of the street to the other, forming 
S-shaped curves. Chicanes can also be created 
by alternating on-street parking, either diagonal 
or parallel, between one side of the street and 
the other. Each parking bay can be created either 
by restriping the roadway or by installing raised, 
landscaped islands at the ends of a parking bay.
When properly designed, chicanes slow traffic 
speeds through horizontal deflection and are still 
relatively easy for large vehicles, like fire trucks, 
to maneuver when traffic volumes are low to 
moderate. Chicanes should be designed carefully 
to ensure that drivers not deviate out of the ap-
propriate lane.
Chokers are curb extensions that extend from 
both sides of the street directly across from each 
other, narrowing the curb-to-curb width of the 
roadway at that point. As with chicanes, chokers 
should not be designed to force bicyclists to 
merge with vehicular traffic.
Additional design recommendations include:
•  Install sidewalks that continue in a straight 

path rather than following the path of the 
chicane or choker

•  Design chokers to include curb extensions 
with landscaping at mid-block crossings

Source: Federal Highway Administration (September 
2001). Designing Sidewalks and Trails for Access Part II: 
Best Practices Design Guide. Washington, D.C.

6.2 trAffIc cAlMIng: curB extensIons

Curb extensions, also known as bulb-outs or 
neck downs, are achieved at an intersection or 
mid-block by extending the curb corners to the 
center of the roadway. Curb extensions reduce 
the crossing distance for pedestrians and may 
slow motorists, though minimally, at the inter-
section.
Intersection curb extensions should only be 
used on low-speed streets with parking lanes. In 
addition, curb extensions should be designed to 
assure curbs do not abruptly jut out to the edge 
of the travel lane. For this reason, intersection 
curb extensions should generally be at least 6 
m long and as wide as the parking lane minus 
an appropriate curb offset for bicycle access. 
Designs should also reflect the turning radii of 
snow plows and other vehicles.
Careful consideration for bicyclists is required. 
Shoulder striping should be installed to warn 
motorists and bicyclists of the narrowing at the 
intersection of a roadway and assist them in 
maintaining proper spacing. 

Source: New York State Department of Transportation 
(2006) Chapter 18 – Pedestrian Facility Design, Table 
18.7.5, Highway Design Manual
Federal Highway Administration (September 2001). 
Designing Sidewalks and Trails for Access Part II: Best 
Practices Design Guide. Washington, D.C.

Definition of Strategies
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6.3 trAffIc cAlMIng: rAIsed IntersectIons

Raised intersections are flat elevated areas that 
cover an entire intersection, often with textured 
materials on the flat section. Ramps are installed 
on all approaches. The intersections are usually 
raised to the level of the sidewalk, or slightly 
below to provide a “lip” that is detectable by the 
visually impaired.
The appropriate locations for a raised intersec-
tion treatment would include intersections with 
substantial pedestrian activity and areas where 
other traffic calming measures would be unac-
ceptable because they take away scarce parking 
spaces, such as in an active commercial retail 
neighborhood. With the whole intersection raised 
with a different surface, the intersection is recog-
nized by motorists as being different than other 
roadway segments, or as “pedestrian territory”.
Design recommendations include:
•  Installation of detectable warnings, such as 

truncated domes, to identify the transition 
between street and sidewalk, especially for 
the visually impaired.

•  Use a smooth surface such as colored asphalt 
instead of brick, to enhance access for people 
with mobility impairments

The advantages of raised intersections as a 
calming tool are:
•  They can improve safety for both pedestrians 

and vehicles
•  If designed well, they can have positive 

aesthetic value
•  By calming the intersection, they can calm 

two streets at once.
The disadvantages of raised intersections are:
•  They tend to be expensive, varying by 

materials used, and impact to drainage
•  They are less effective in reducing speeds 

than other measures such as speed humps, 
speed tables and raised crosswalks

•  People with back and neck problems can ex-
perience additional pain or discomfort by the 
jarring effect when traveling over the raised 
intersection

Source: Federal Highway Administration (September 
2001). Designing Sidewalks and Trails for Access Part II: 
Best practices Design Guide. Washington, D.C.
Institute of Transportation Engineers (1999) Traffic 
Calming: State of The Practice Washington D.C. Retrieved 
from http://www.ite.org/traffic/tcsop/Chapter3c.pdf
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6.4 trAffIc cAlMIng: Modern roundABouts

Modern roundabouts can serve to reduce traffic 
speeds and simplify pedestrian crossings. Even 
so, they are not always considered to be traffic 
calming intersection treatments. The use of 
modern roundabouts can also occur at freeway-
to-street interchanges and at other sites with 
limited space available for queueing. In some 
cases, roundabouts can also be used to increase 
the capacity of an intersection and/or roadway.
The modern roundabout is defined by two basic 
principles that distinguish it from a traffic circle:
•  Roundabouts follow the “yield-at-entry” rule 

in which approaching vehicles wait for a gap 
in the circulating flow before entering the 
circle, 

•  Roundabouts involve low speeds for entering 
and circulating traffic, as governed by small 
diameters and deflected entrances.

Roundabouts also reduce the number of potential 
conflicts between motorized vehicles and pe-
destrians. While a pedestrian crossing a leg of a 
typical signalized intersection may encounter six 
potential conflicts (from thru/turning vehicles), 
the pedestrian will only encounter two potential 
conflicts from vehicles at a modern roundabout. 
While roundabouts provide advantages, they 
must be designed to safely accommodate pe-
destrians, especially sight-impaired pedestrians. 
Furthermore, safety issues increase for pedestri-
ans as roundabouts become more complex and 

increase the number of travel lanes. High-vol-
ume, multi-lane roundabouts can be more 
dangerous than a traditional signalized intersec-
tion for pedestrians and bicyclists without proper 
engineering, education and enforcement.

Source: Federal Highway Administration (2000) 
Roundabouts: An Informational Guide. Washington, D.C. 
FHWA-RD-00-67
New York State Department of Transportation (2004) A 
Citizen’s Guide to Roundabouts PUB 4 (3/04)
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7.0 on-street BIcycle lAnes

Parked vehicles can pose as serious a hazard to 
bicyclists as moving vehicles, both by being hit by 
an opening door, and by the parking maneuver 
itself. On streets with parked vehicles, experi-
enced bicyclists will ride 0.9 m -1.2 m (3 or 4 ft) 
away from parked vehicles even if it means riding 
in a travel lane. Several techniques are available 
to help maximize separation between bicyclist 
and parked vehicle:
•  Minimize the parking lane width. This 

technique may be used in conjunction with 
widening the bike lane. Some research 
suggests that the narrower the parking lane, 
the closer vehicles park to the curb. The tra-
ditional 2.4 m (8 ft) wide parking lane can be 
reduced to 2.1 m (7 ft), and in some cases, to 
1.9 m (6.5 ft), to achieve this result.

•  Space markings. Marked parking spaces with 
cross hatches indicating the parking lane 
limits may help guide drivers closer to the 
curb.

•  Stencils. Bike route stencils help educate 
drivers on narrow roadways with on-street 
parking to expect bicyclists in the travel lane.

•  Angled parking should be avoided in areas of 
high bike traffic. If angled parking is used on 
a street, one approach that is being tried in 
some locations is to require vehicles to use 
reverse angle parking so that drivers back into 
spaces. This allows for greater visibility of bi-
cyclists both entering and leaving the space.

 
Source: Institute of Transportation Engineers (2002) 
Innovative Bicycle Treatments: An Informational Report. 

7.1 shAred lAne MArkIng “shArrows” 
The rightmost lane on signed/shared bikeways 
is often too narrow to be safely shared side-by-
side by cyclists and passing motorists. On these 
routes, cyclists wishing to stay out of the way of 
drivers often ride too close to parked cars and 
risk being struck by a suddenly opened car door 
(being “doored”).
To avoid this, experienced cyclists ride further 
to the left and position themselves closer to 
the center of narrow lanes. This is permitted 
by the New York State vehicle code, but it often 
irritates motorists who are not aware that this is 
permitted.
A “shared lane marking” is a potential solution. 
The marking does not connote a separated 
bicycle lane, but instead directs the bicyclist to 
travel outside the car door zone and encourage 
safe coexistence.

Source: National Association of City Transportation 
Officials (NACTO): Urban Bikeway Design Guidelines, 
Shared Lane Markings Retrieved at: http://nacto.org/cities-
for-cycling/design-guide/bikeway-signing-marking/shared-
lane-markings/
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8.0 roAdwAy desIgn: reduce trAvel lAne 
wIdth

To accommodate bicyclists on busy roadways in 
urban areas, bike lanes generally serve bicyclists 
and motorists best. Many roadways in urban 
areas were originally built without bike lanes. 
These roadways often act as deterrents to bicycle 
travel and may cause conflicts between bicyclists 
and motorists.
The following motor vehicle travel lane and 
bicycle lane widths may be used when street 
width is limited. All reduced lane widths are within 
AASHTO minimums. The need for full-width 
travel lanes decreases with speed. This is signifi-
cant because narrowing lanes helps make room 
for bicycle lanes. Additionally, creating dedicated 
left-turn lanes with the “left-over” space makes 
vehicular traffic more predictable.   
There are some rules of thumb for lane reduc-
tions:
•  Up to 25 MPH (40km/h): Travel lanes may be 

reduced to 10 or 10.5 ft (3 or 3.2 m).
•  30 to 40 MPH (50 to 65km/h): 11ft (3.3) travel 

lanes and 12ft (3.6m) center turn lanes may 
be acceptable.

•  45 MPH (70km/h) or greater: Try to maintain 
a 12 ft (3.6m) outside travel lane and a 14ft 
(4.2m) center turn lane if there are high truck 
volumes.

Source: New York Bicycling Coalition (2002) Improving 
Bicycling and Pedestrian Safety: A Problem Solving Manual 
for Advocates and Transportation Professionals in New 
York State 
New York State Department of Transportation (1999) 
Chapter 25 – Traffic Calming, Table 25-1, Highway Design 
Manual

Definition of Strategies



Complete Streets for Tonawanda

- 22 -

8.1 roAdwAy desIgn: reMovIng trAvel 
lAnes “roAd dIet” 
Nationwide, transportation planners and 
engineers are looking at removing travel lanes.   
Removing travel lanes broadens transportation 
choices and encourages mobility and access 
for transit users, pedestrians, and bicyclists. 
Removing travel lanes also improves the livability 
and quality of life for residents and shoppers.
Removing travel lanes and creating a shared center 
turn lane can also help improve the roadway effi-
ciency by shifting left turn movements from main 
through movements, which may also reduce 
crashes.
The best candidates for removing travel lanes 
should fit some of the following criteria:
•  Moderate traffic volumes (8-15,000 ADT)
•  Transit corridors
•  Popular or essential bicycle routes / links
•  Commercial reinvestment areas
•   Economic enterprise zones
•  Historic streets
•  Scenic roads
•  Entertainment districts Main streets
These criteria are just a general guide, as streets 
with much higher ADT’s have been successfully 
converted. In Santa Monica, officials feel most 
comfortable working with streets less than 20,000 
ADT, although they have converted streets with 

ADT’s up to 25,000 vehicles. In California alone, 
more than twenty cities have made successful 
street conversions. This includes Santa Barbara, 
Palo Alto, Sacramento, and Sunnyvale, among 
others.
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9.0 school sPeed Zones

The following are the key provisions of the law 
and regulations:
Hours of Operation
There are two choices available for the hours of 
operations: Fixed Message School Speed Limit 
Signs with or without Flashing Beacons. For:
Traditional 7 AM to 6 PM hours on SCHOOL DAYS, 
A supplementary time/day panel is required.
(There is no precise definition of SCHOOL DAYS.)
Alternative time within such core hours, a sup-
plementary time/day panel is required.
Examples: 9 AM to 4 PM, 7 AM to 9 AM and 2 PM 
to 4 PM; 8 PM to 10 PM (NOT ALLOWED with fixed 
message signs since time is outside core hours)
**Note: Flashing beacons used in a  
supplementary manner may only flash during 
the actual hours stated on the supplemental 
time/day panel.

Length of a School Speed Zone
• Maximum distance is 1320 feet (0.25 miles) along 
a highway passing a school building entrance or 
exit of a school abutting on the highway.

MUTCD Considerations
The Manual of Uniform Traffic Control Devices 
(MUTCD) provides criteria for establishing school 
speed limits. A school speed limit is primarily 
used to enhance the safety of children who must 
walk/bicycle to a school/child care facility or cross 
the street at a school/child care facility. A school 
speed limit may be established on a highway at 
the following facilities under the following condi-
tions:
1. School with one or more grades under grade 

12
•  Some of the students walk or bicycle to 

or from school; or the school and related 
facilities (e.g. classrooms, cafeteria, 
gymnasium, playground, athletic fields, 
parking lots, etc.) are separated by a 
highway and require the students to cross 
the highway on foot to access the facilities; 
and

•  The school administration and the jurisdic-
tion responsible for the highway provides 
written documentation of their support for 
a school speed limit.

2. Child Care Facility
•  The child care facility is licensed and 

provided in an institutional setting; and
•  Some of the children walk or bicycle to or 

from the facility; or the child care center 
and related facilities (e.g. classrooms, 
cafeteria, gymnasium, playground, athletic 
fields, parking lots, etc.) are separated by a 
highway and require the children to cross 
the highway on foot to access the facilities; 
and

•  The child care facility and the jurisdic-
tion responsible for the highway provides 
written documentation of their support for 
a school speed limit.

3. When a school speed limit is established and 
if students must cross a highway at a school 
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or child care facility, the following conditions 
should be met:
•  The school speed zone contains a marked 

crosswalk.
•  The crosswalk is supervised by an adult 

crossing guard.
•  There is no traffic control signal, pedestrian 

overpass, or bridge suitable for pedestrian 
use within the designated school speed 
zone.

The Vehicle and Traffic Law prohibits school 
speed limits less than 15 miles per hour.

Source: New York State Department of Transportation 
(https://www.dot.ny.gov/about-nysdot/faq/posting-speed-
limit-within-a-school-zone)

   

   

   



- 25 -

Next Steps - Immediate Actions

NEXT STEPS

Based upon feedback generated from the workshop participants, the following actions were  
identified to begin the process of implementing complete streets in the City of Tonawanda.

IMMedIAte ActIons

1. Advisory Board: the City of Tonawanda should establish an interdepartmental advisory board 
to oversee the implementation of its Complete Streets Policy.  The advisory board will include 
members of the City (board members, planning board, school board, highway department), Erie 
County (economic development, planning department and highway department), the NYS De-
partment of Transportation, the police department, as well as representatives from bicycling, 
pedestrian, disabled, youth and elderly communities or any other organizations as deemed 
relevant. This advisory board should meet quarterly and provide a written report to the city eval-
uating progress and advising on implementation.  

2. Review current planning efforts, from the forthcoming comprehensive and waterfront revitaliza-
tion plans, and identify priority projects to focus upon.

3. Write to the New York State Department of Transportation (NYSDOT) to engage representatives in 
advisory board functions and to identify NYSDOT maintenance schedule for identified short-term 
street improvements.

4.  Disseminate this report to newly formed advisory board. 
5.  Identify a catalyst project.
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MId-terM ActIons

1. Revise Existing Plans and Policies to incorporate complete street principles into the comprehen-
sive plan, zoning code and other plans and manual, rules, regulations and programs. 

2. The Tonawanda Complete Streets committee should work with the city to adapt, develop and 
adopt departmental policies, design criteria, standards and guidelines based upon recognized 
best practices in street design, construction and operations, including but not limited to the latest 
editions of American Association of State Highway Transportation Officials (AASHTO) A Policy on 
Geometric Design of Highways and Streets; AASHTO Guide for Planning, Designing, and Operating 
Pedestrian Facilities; AASHTO Guide for the Development of Bicycle Facilities; Institute of Trans-
portation Engineers (ITE) Designing Walkable Urban Thoroughfares: A Context Sensitive Approach; 
National Association of City Transportation Officials (NACTO) Urban Bikeway Design Guide; U.S. 
Access Board Public Right-of-Way Accessibility Guidelines; Highway Capacity Manual and Highway 
Safety Manual. 

3. Tonawanda’s Complete Streets committee should continuously evaluate to identify successes and 
review opportunities for improvement. Sample performance measures may include:
•  Increase in the share of bicycles, pedestrians and transit users;
•  Crash data;
•  Use of new projects by mode;
•  Compliments and complaints;
•  Linear feet of pedestrian accommodations built;
•  Number of ADA accommodations built;
•  Miles of bike lanes/trails built or striped;
•  Number of transit accessibility accommodations built;
•  Number of street trees planted;
•  Number of building permits issued along new complete street.

4. Inventory: The City of Tonawanda will maintain a comprehensive inventory of the pedestrian and 
bicycle infrastructure and will prioritize projects to eliminate gaps in the sidewalk and bikeway 
networks. 

5. Capital Improvement and Maintenance Project Prioritization: The City of Tonawanda will reevaluate 
capital improvement and maintenance project prioritization annually to encourage implementa-
tion of pedestrian and bicycle improvements. 

6. Research and prepare grant applications for project implementation.

long-terM ActIons

1. Implement prioritized opportunities identified for establishing pedestrian and bicycle connections
2. Secure grant funding and implement long term vision
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FUNDING OPPORTUNITIES

There are many mechanisms for a municipality to generate resources for public infrastructure main-
tenance and construction. Provided below is a sampling of current fund development strategies.  

MunIcIPAl Best PrActIces

Voter Approved Transportation Spending
There are a number of communities across the country that have approved short-term local tax ini-
tiatives to fund bicycle, pedestrian and other transportation projects.  One of the best examples of 
this comes from the City of Tucson and the surrounding Pima County.  During a one-time vote in May 
of 2006, voters approved a sales tax to fund the implementation of the 20-year transportation plan.

Transportation Utility Fee
Some municipalities have used transportation utility fees to fund improvements that aid active 
transportation. A transportation utility fee, also known as a transportation maintenance fee, street 
maintenance fee, or street utility fee, is a monthly user fee paid by city residents, businesses, gov-
ernment agencies, schools, etc. based on their use of the transportation system. Fees are usually 
included on the city’s utility bill. Revenue from this fee can only be used to maintain transportation 
infrastructure. Residential fees typically range from approximately $1 to $12 per month. Other land 
uses often pay much higher fees based on their predicted traffic generation. Compared to a tax, a fee 
faces fewer legal hurdles and public opposition.

Metered Parking Revenue
Charging market prices for curb parking and returning the meter revenue for public improvements 
has helped pave the way for a renaissance of a number of communities around the US. The meter 
revenue has paid to improve the streetscape and to convert alleys into pleasant walkways with shops 
and restaurants. The additional public spending makes the area safer, cleaner, and more attractive 
for both customers and businesses. These public improvements have increased private investment, 
property values, and sales tax revenues. 

Sidewalk Tax District
This community-based initiative is similar to the metered parking revenue in that it looks to generate 
funds within the community where the money will eventually be spent.  In this case, each building 
owner would pay an extra $100 in taxes for the next 10 years to levy additional funds from the city.  
These funds could be used for matching grants or the like and they also demonstrate to the city a 
strong investment on the part of the local businesses.

Private Advertising in the Public Right-of-Way
Another method is to use funds from private advertising in the public right-of-way for active living 
infrastructure. Possible advertising locations include transit shelters and vehicles, existing bicycle 
parking infrastructure, street furniture, and utility poles.

Next Steps - Funding Opportunities
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Development Impact Fee or Development Excise Tax
Some municipalities utilize a development impact fee—a one-time fee collected from a new develop-
ment to pay for its fair share of future capital improvements necessitated by growth. The impact fee 
can be used only for capital improvements, not maintenance or operating costs. Usually, a specific 
portion of this fee is earmarked for transportation infrastructure improvements. 
Similar to a development impact fee, a development excise tax is a one-time tax collected on new 
development to fund new infrastructure. The excise tax can be rolled into the municipality’s general 
funds. Unlike a development impact fee, however, an excise tax does not have to be specifically 
earmarked to benefit new growth. Taxes can be calculated as a percentage of construction cost, a flat 
fee per acre, or a flat fee by building type.

federAl ProgrAMs

Specific application for these programs should be reviewed within the region through the county 
planning office or other specific public agency identified.

Congestion Mitigation and Air Quality (CMAQ):
CMAQ is a federal reimbursement program for surface transportation and other related projects 
that contribute to air-quality improvements and reduced congestion.  Program funds may be used to 
construct bicycle and pedestrian facilities intended to reduce automobile travel and/or emissions in 
areas that have failed to meet air-quality standards for ozone, carbon monoxide and small particulate.  

Highway Safety Improvement Programs (HSIP):
The overall purpose of this program is to achieve a significant reduction in traffic fatalities and serious 
injuries on all public roads through the implementation of infrastructure-related highway safety im-
provements.

Transportation and Community System Preservation (TCSP):
The Transportation, Community, and System Preservation (TCSP) Program is a comprehensive ini-
tiative of research and grants to investigate the relationships between transportation, community, 
and system preservation plans and practices and identify private sector-based initiatives to improve 
such relationships. States, metropolitan planning organizations, local governments, and tribal gov-
ernments are eligible for discretionary grants to carry out eligible projects to integrate transportation, 
community, and system preservation plans and practices that:
•  Improve the efficiency of the transportation system of the United States.
•  Reduce environmental impacts of transportation.
•  Reduce the need for costly future public infrastructure investments.
•  Ensure efficient access to jobs, services, and centers of trade.
•  Examine community development patterns and identify strategies to encourage private sector 

development patterns and investments that support these goals.
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Hazard Elimination Program:
At least ten percent of each state’s Surface Transportation Program (STP) must be set aside for Hazard 
Elimination programs. This program’s purpose is to identify and improve locations that have a doc-
umented history of numerous crashes. Funds may be used for safety improvement projects on any 
public road, any public surface transportation facility, or any publicly owned bicycle or pedestrian 
pathway or trail.

Transportation Alternatives Program:
The Transportation Alternatives Program (TAP) is a legislative program that was authorized in 2012 by 
federal transportation legislation, the Moving Ahead for Progress in the 21st Century Act (MAP-21). 
With certain exceptions, projects that met eligibility criteria for the Safe Routes to School Program, 
Transportation Enhancements, and/or the Bicycle & Pedestrian Facilities Program will be eligible TAP 
projects.

Tiger Grants:
TIGER grants are awarded to transportation projects that have a significant national or regional 
impact. Projects are chosen for their ability to contribute to the long-term economic competitiveness 
of the nation, improve the condition of existing transportation facilities and systems, increase energy 
efficiency and reducing greenhouse gas emissions, improve the safety of U.S. transportation facilities 
and enhance the quality of living and working environments of communities through increased trans-
portation choices and connections. The Department also gives priority to projects that are expected 
to create and preserve jobs quickly and stimulate increases in economic activity.

Surface Transportation Block Grant Program (FAST Act) 
The Fixing America’s Surface Transportation Act (FAST Act) will fund surface transportation programs, 
including Federal-aid highways, through fiscal year 2020. The program aims to improve mobility 
through congestion management strategies; support economic growth by supporting road, bridge, 
bicycling, and walking improvements; and promote innovation by focusing on efficiency through the 
planning and review processes. The program includes set-asides for funding transportation alterna-
tives previously available under TAP, including the Safe Routes to School Program, Transportation 
Enhancements, and/or the Bicycle & Pedestrian Facilities Program. 

Next Steps - Funding Opportunities
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stAte ProgrAMs

Specific application for these programs should be reviewed with the county planning office or specific 
public agency identified.

New York State Energy Research and Development Authority (NYSERDA), a public benefit cor-
poration offering objective information and analysis, innovative programs, technical expertise and 
funding to help New Yorkers increase energy efficiency, save money, use renewable energy, and 
reduce their reliance on fossil fuels. Funding is available through multiple, continuous, mechanisms 
targeted toward businesses and researchers.  (http://www.nyserda.ny.gov)

New York Main Street Program, the Office of Community Renewal administers the New York 
Main Street program. New York Main Street provides financial resources and technical as-
sistance to communities to strengthen the economic vitality of the State’s traditional Main 
Streets and neighborhoods. The New York Main Street grant program provides funds from the 
New York State Housing Trust Fund Corporation (HTFC) to units of local government, business 
improvement districts, and other not-for-profit organizations that are committed to revital-
izing historic downtowns, mixed-use neighborhood commercial districts, and village centers. 
(http://www.nyshcr.org/AboutUs/Offices/CommunityRenewal/)

The Neighborhood Stabilization Program (NSP), administered through the Housing Finance Agency 
(HFA), provides financing for municipalities and developers to acquire and redevelop foreclosed, 
abandoned, and vacant properties. Once renovated or newly constructed, units are sold or rented to 
low-, moderate-, and middle-income households, with mandated long-term affordability. NSP also 
funds local land banking initiatives focused on foreclosed residential properties, and select demoli-
tion programs of blighted properties in targeted neighborhoods. The program, funded with Federal 
and State funds, targets communities most severely affected by the foreclosure and subprime crisis. 
(http://www.nyshcr.org/AboutUs/Offices/CommunityRenewal/)

The Rural Area Revitalization Project (RARP) program provides financial/technical resources to 
New York communities for the restoration and improvement of housing, commercial areas and 
public/community facilities in rural communities. This program will provide grants to not-for-profit 
community based organizations and charitable organizations that have a direct interest in improving 
the health, safety and economic viability of a rural area or other aspects of the area environment 
that are related to community preservation or renewal activities.  (http://www.nyshcr.org/AboutUs/
Offices/CommunityRenewal/)

New York State Consolidated Funding Application (CFA) is part of Governor Cuomo’s plan to 
improve the state’s economic development model; the CFA created a streamlined and grant applica-
tion process. Utilize the CFA as a single entry point for access to economic development funding in 
New York State. Applicants have access to multiple state agency funding opportunities, including the 
New York State Main Street Program. (https://apps.cio.ny.gov/apps/cfa/)
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PrIvAte fundIng

National Endowment for the Arts (NEA) Our Town grant program: 
The National Endowment for the Arts provides a limited number of grants, ranging from $25,000 to 
$150,000, for creative placemaking projects that contribute toward the livability of communities and 
help transform them into lively, beautiful, and sustainable places with the arts at their core. Our Town 
invests in creative and innovative projects in which communities, together with their arts and design 
organizations and artists, seek to:
•  Improve their quality of life.
•  Encourage creative activity.
•  Create community identity and a sense of place.
•  Revitalize local economies.

Preservation League of New York State:
The Preservation League of New York State offers grants to support projects that preserve New 
York State’s cultural and historic resources. The grants support professional services of architects, 
engineers, and other design professionals working with non-profit groups and municipalities.

ZonIng code AMendMents

Zoning codes have a big influence on how pedestrian friendly or bike-friendly a community is and can 
encourage private investment. Not only do zoning codes create rules about the size, location, and use 
of buildings within a zoning district, but they also govern the surrounding public spaces. For example, 
zoning codes set standards for the width of sidewalks and streets, the location and frequency of 
crosswalks, the placement of pedestrian medians, the installment of bicycle lanes, or the inclusion of 
traffic-calming devices such as speed bumps. Zoning codes can also create mixed-use districts where 
structures can be used for both commercial and residential purposes, allowing more commerce to 
happen where people live and reducing the need for motor vehicles.

Next Steps - Funding Opportunities
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