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were installed at key pedestrian locations in town; over 100 walkers responded. WON! asked walkers to attend the 
meetings of the Parks and Recreation Advisory Committee. At the fi rst meeting, fi ve members of the public were 
present; all were walking advocates. At the second meeting, 14 out of 15 were advocates. At the fi nal meeting, over 
30 people spoke in support of sidewalk funding.

Th e campaign turned a corner when the city conducted a poll to determine the level of funding voters would 
support. WON! succeeded at including questions in the poll, and the results were encouraging: 42 percent supported 
a 1 percent tax for sidewalks; 49 percent supported a 2 percent tax for parks. Fifty-seven percent supported a 3 
percent tax for parks and sidewalks. Suddenly sidewalk funding was perceived as providing the margin of victory for 
a combined campaign. Th e tension between parks and sidewalk advocates evaporated.

Taking note of the unanimous support from advocates for parks, sidewalks and open space, the city council voted in 
July 2004 to put a 3 percent tax measure on the September ballot. Th e early election date helped in two ways. First, 
advocates were ready to begin a campaign, whereas opponents had little time to organize (for example, WON! had 
already planted over 100 yard signs even before the city council put the measure on the ballot). Second, summer is a 
great time of year to interest the public in outdoor activities and issues.

Th e campaign committee, Olympians for a Livable Community: Parks, Open Space, and Sidewalks (OLC), 
included members of the city council, the Parks Advisory Committee, the Bicycle and Pedestrian Advisory 
Committee, WON!, and other community advocates. Th e campaign’s message emphasized three key points: 
“A Legacy of Natural Treasures”, “A Livable Community”, and “Health and Safety”. Th ese were included in all 
presentations and literature.

Volunteers spoke to neighborhood associations, service clubs, and 
other interested groups, and eventually placed 400 yard signs. In the 
process, OLC identifi ed volunteers in most of the City’s precincts 
who worked in support of the measure in each neighborhood. 
Politically active households donated funds; altogether the campaign 
raised about $12,000.

Th ree diff erent pieces of campaign literature were developed. Th e 
fi rst was a single-sheet photocopy; 4,000 pieces were distributed 
from the information boxes around town. Th e second was a four-
page color piece, with a map showing where the priority sidewalks 
and parks would be built. Th is brochure was hand-delivered in 
easy-to-walk precincts and mailed to the remaining voters. Th e third was a color super-sized postcard, mailed to 
female voters with good voting records just as ballots were distributed (the poll had shown that women supported 
the funding measure more than men).

On election night, tension rose as tabulation was delayed. Th e fi rst count, which didn’t appear until after 10 p.m., 
was 52 percent positive, rising to 54 percent by 11 p.m. Th e fi nal tally, including absentee ballots, was 57.1 percent of 
the vote — exactly what the poll suggested could be achieved.

Olympia’s Parks and Sidewalks Funding Measure — Olympia, WA

The campaign committee included members of 
every stakeholder group.
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Olympia’s Parks and Sidewalks Funding Measure — Olympia, WA

Result
In September 2004 Olympia voters approved a 3 percent tax on 
electricity, natural gas and telephone utilities, with one third of the 
proceeds dedicated to sidewalk construction and the balance to 
parks and open space acquisition and development. Th e measure 
increased sidewalk funding from $150,000 to $1 million per year.

Olympia now enjoys a seven-fold increase in city sidewalk 
funding. Th e City Manager created a team of three people — a 
planner, an engineering designer, and a contract manager — to 
direct sidewalk construction. Because these are retrofi t sidewalks, 
there are delicate negotiations with homeowners over relocation 
of shrubbery and other landscaping. Th e cost per foot ranges 
from $150 to as much as $400 in areas with diffi  cult topography, 
storm water management, or right-of-way acquisition issues. 
Porous concrete on many sidewalks helps reduce storm water 
management costs. Although costs exceed estimates, revenues also 
run higher than originally forecast. Th ree years into construction, 
projects are generally on schedule with the most important segments being built fi rst.

Th e city adopted the ‘Parks and Pathways’ logo for the funding measure projects. Every block of new sidewalk has 
a stamp in it so future walkers will associate that particular sidewalk with the funding measure. Th e collaborative 
campaign allowed both sidewalk and parks advocates to achieve their goals.

Cost
Th e precampaign, when WON! lobbied to have sidewalks included in the ballot measure, cost about $5,000. Th at 
included buying the realtor boxes, printing the fi rst 250 yard signs, and printing several thousand pieces of literature. 
Th e election campaign cost an additional $12,000 (about $1 per vote).

Contact
Jim Lazar
Olympia Safe Streets Campaign
PO Box 1423
Olympia, WA 98507
(360) 786-1822
jim@jimlazar.com

Image sources
Jim Lazar





PBIC CASE STUDY — WINSTON-SALEM, NC

Overcoming Opposition to 
Sidewalk Construction

Problem
A PTA committee at Sherwood Forest Elementary School in Winston-Salem, N.C., with support from the principal 
and school staff , worked with city staff  on a Safe Routes to School (SRTS) grant application for the school. Th e 
proposal included adding almost one mile of new sidewalk along one side of a busy neighborhood street.

Only a week before the grant application was due, some residents on the street heard about the plan for the new 
sidewalk and mounted a vocal opposition campaign. City Council Member Robert Clark, who represents that ward, 
stated that he would support construction of the sidewalk only if a clear majority of residents on the street favored 
the sidewalk. He further added that any resident or property owner who did not respond would be counted as a 
negative vote. Clark’s approval and support was crucial to getting the city council’s approval of the grant application 
and submitting the application to the North Carolina Department of Transportation.

Background
Following a day-long SRTS workshop in September 2006 at Sherwood Forest Elementary School, Sharon S., an 
energetic and enthusiastic mother who walks her children to school, pulled together a committee of parents to 
organize monthly walk-to-school events for the students. Th e goal was to interest more students in walking regularly 
to school. Th ese events, supported by the principal and school staff , succeeded in attracting 200 students and their 
parents who walked together from a nearby church. Encouraged by this response, the committee worked with the 
city staff  on an SRTS grant application for the school, which included adding 4,500 feet of new sidewalk along one 
side of a busy neighborhood street, Kirklees Road.

While the streets immediately around the school have sidewalks, 
many other streets in the neighborhood do not. Many children would 
need to use these streets to walk to school, and parents are concerned 
about their own and their children’s safety. Kirklees Road, one of the 
longest streets in the neighborhood, provides a critical connection 
for many walkers. Much of this street also borders a city park with a 
very popular walking trail that many residents enjoy. A sidewalk on 
Kirklees would not only make it safer for children to walk to school, it 
would provide a safe connector for residents to walk to the park.

A sidewalk on Kirklees Road would separate pedestrians from motor 
vehicles on this busy connector, which many people from outside the 
neighborhood use as a short cut to Silas Creek Parkway. Because of the 
hilly topography, sight distances are limited; motorists often exceed the 25-mph speed limit. In fact, several pedestrian crashes 
have occurred in the area, with one adult pedestrian fatality and one serious injury on Kirklees Road in the recent past.

An initial informal survey of homeowners along Kirklees had shown that a majority of those polled favored the 
sidewalk: 14 said “yes” while nine said “no.” However, 11 homeowners either weren’t home or didn’t respond. 
Under Council Member Clark’s dictum these would count as “no” votes. Once word spread along the street 
about the proposed sidewalk, neighbors started talking more with each other and those opposed to the sidewalk 
worked to fi nd more opponents. In some cases, it appeared that the Safe Routes to School grant application was 

Nearly 200 students and parents participated 
in this monthly walk to Sherwood Forest 
Elementary School on a Physical Friday.
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Overcoming Opposition to Sidewalk Construction — Winston-Salem, NC

being misrepresented by the sidewalk opponents, which in turn 
generated great concern among the SRTS committee members.

With only a few days before the crucial city council meeting, 
the committee had to quickly reach a consensus and act to gain 
support from the necessary majority of property owners on 
Kirklees for the sidewalk construction.

Solution
After much e-mail discussion, the committee decided to address the 
misinformation with a fl yer explaining Safe Routes to School and 
the rationale underlying the grant application. Led by committee 
member Dixie Y., four representatives of the committee went door-
to-door along Kirklees Road. By talking personally — neighbor to 
neighbor — and handing out the information fl yer, this energetic 
group was able to turn the situation around within 24 hours.

Result
As the result of this personal contact and information-sharing, 54 percent of the property owners agreed to support 
the sidewalk. Th e fi nal tally was 20 in favor, 14 opposed, and 3 with no response. Even though those who didn’t 
respond counted as “no” votes, the committee ended up with a majority in favor. At a later Town Hall Meeting, 
Council Member Clark confi rmed publicly that the sidewalk would be constructed if the grant application was 
funded by the North Carolina Safe Routes to School Program.

Th e committee followed up with thank-you fl yers to those who had voted for the sidewalk and included information 
about the grant. A separate version of the fl yer was created to answer questions that other neighbors might have 
about the project.

Cost
No costs were incurred because volunteers handled all the work.

Contact
Judi Lawson Wallace
Winston-Salem Coordinator for Safe Routes to School
Wallace Consulting
P.O. Box 15022
Winston-Salem, NC 27113-0022
(336) 768.3339
judiwallace@triad.rr.com

Image sources
Photo: Judi Lawson Wallace
Map: City of Winston-Salem

The proposed sidewalk along busy Kirklees 
Road would connect students’ homes with 
existing sidewalks near Sherwood Forest 

Elementary School.



Pedestrian Design 
Assistance Program

PBIC CASE STUDY — PHOENIX, AZ

Problem
Th e Maricopa Association of Governments (MAG) wanted a way to encourage the integration of pedestrian facilities 
into infrastructure improvements.

Background
Th e MAG had a Pedestrian Area Policies and Design Guidelines for several years. However, with increasing demand for 
facilities improvements outlined in this document, there was a need to provide reserved funding for pedestrian projects.

Solution
In 1996, the MAG in Phoenix, Arizona succeeded in developing 
a permanent source of funds for bicycle and pedestrian projects 
at $300,000 and $200,000 per year respectively. Th e intent of 
the program is to stimulate integration of pedestrian facilities 
into the planning and design of all types of infrastructure and 
development. Th e funds come out of federal funding to the 
Metropolitan Planning Organization (MPO). Th e 29 cities in the 
district are eligible to submit applications for funding.

Th e review process passes by two main bodies, fi rst to the Bicycle 
and Pedestrian Planning Committee, and then to the Mayor’s 
offi  ce. While the Mayor’s offi  ce has design control over the project, 
it does not have the responsibility of administering it, as all projects 
are contracted out to one of a list of regional consultants.

Results
Not only does the fund help to get more pedestrian and bicycle 
improvements on the table, it also inspires jurisdictions to 
work for more. Th is resource brings to the forefront local pedestrian issues and prepares localities to take on larger 
programs and to reach for federal Congestion Mitigation and Air Quality (CMAC) grants for construction.

Contact
Maureen DeCindis
(602) 452-5073
mdedindis@mag.maricopa.gov
http://www.mag.maricopa.gov/

Images Source
“Pedestrian Design Assistance Program Projects.” July 2006.

A bicycle facility combined with public art.





Pedestrian Safety Initiative

PBIC CASE STUDY — BALTIMORE, MD

Problem
Th e pedestrian facilities surrounding the two high-traffi  c bus stations in the Takoma/Langley Crossroads area in 
Maryland were less than safe. In a 14 month period, 7 pedestrians were killed. Th e victims included three children, 
and all were Hispanic. State Farm ranked the intersection as the 3rd most dangerous in Maryland.

Background
Th e Takoma/Langley Crossroads area in Maryland is home to a 
large transient Hispanic population who rely on the bus system 
for their daily commute. In fact, the area bus system issues more 
transfers than any other Prince George’s County station not yet 
served by a metro station. Th e location was a challenging area 
to initiate projects, as the neighborhood sits on the border lines 
between three separate jurisdictions: Prince Georges County, 
Montgomery County, and the City of Takoma Park. Due to the 
transient nature of much of the local population, there were no 
clear community organizations or neighborhood associations with 
whom to work.

Solution
It took the leadership of a retired local business owner to initiate a 
pedestrian safety project. Th e former Government Commissioned 
Task Forces had collapsed when overall streetscape project 
funding was cut and projects that cost in the tens of millions were 
shelved. Th e challenge was then to piece together smaller projects, 
and this required multiagency coordination. Citizen advocate 
Erwin Mack learned who to contact and who was responsible for 
what, and prodded the jurisdictions to take action. Th e Pedestrian 
Safety Advisory Committee was formed with representatives 
from each jurisdiction to avoid the duplication of eff orts or projects. Th e group met bimonthly and the retired 
citizen advocate provided the group with lunch and encouraged their eff orts. As one planner involved commented, 
“All the money in the world can’t buy you a volunteer, and all the money in the world couldn’t have hired a better 
coordinator to lead the meetings.”

Bilingual focus groups were held early on to solicit community input. Some of the comments by Latinos suggested 
that many of them were unfamiliar with traffi  c rules here, as rules are generally much less enforced in their native 
country. Additionally, participants complained that traffi  c moved more quickly here and that there was inadequate 
time to cross intersections.

Measures taken include pedestrian crossing signs, marked crosswalks, improved street lighting, and medians with 
channelized fences. Seven signalized areas are being reconstructed to include pedestrian activated signals, curb 
cuts, and ramps. At a distance of 1 mile from the intersections, overhead mast arms with fl ashing beacons and a 

Before

After
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Pedestrian Safety Initiative — Baltimore, MD

“pedestrian area, next mile” sign have been installed on all corridors. Currently under negotiation is the land for the 
location of a new bus transfer area that will provide 12 bus spaces and eliminate the need to cross major roads to 
make transfers.

Business leaders were either champions or strong critics. Erwin Mack, a local business owner, provided leadership 
and even started the Crossroads Development Authority to organize business support. Another installed a perimeter 
fence at his own cost to help channel pedestrians. However, the issue of developing the bus transfer center is still 
being negotiated with the property owners of the chosen site.

Funding initially came through state programs and the Community Design Division to fund specifi c parts of 
the eff ort, such as safety or resurfacing. Each county later agreed to a request to contribute $2.5 million towards 
the transit center. In addition, the state set aside Consolidated Transportation Program funds for transit-related 
improvements for the Maryland Transit Administration (MTA). Improvement costs totaled nearly $20 million.

In addition to physical improvements, there have been quarterly pedestrian crosswalk enforcement events, during 
which education materials are handed out. Th ese eff orts have were organized by a county non-profi t organization, 
C-SAFE — a Hot Spots Community Initiative dedicated to safety and crime prevention, and supported by the 
Governor’s Offi  ce of Crime Control and Prevention and several other local agencies. Th e group recruits volunteers 
from nearby colleges and the Prince George’s County Offi  ce of the Executive Hispanic Liaisons as well.

Results
A sense of place has been created in a previously auto-centered commercial area. Th e physical improvements have all 
been installed and the new bus transfer station is confi rmed, with secured funding and only the details to be worked 
out to attain parcels of property.

Contact
Stephanie Yanovitz
Maryland DOT
(410) 545-5668
syanovitz@sha.state.md.us

Images Source
“Pedestrian Safety —Takoma/Langley Park.” District 2 Annual Meeting, Institute of Transportation Engineers. 
May 11th, 2006.



PBIC CASE STUDY — ORLANDO, FL

Quantifying Countermeasure 
Effectiveness

Problem
Pedestrian and bicycle professionals sometimes encounter resistance when proposing crash countermeasures, due 
either to competing interests along a corridor or the desire to cut costs. Quantifying the eff ectiveness of corridor-
length countermeasures such as medians, lighting and bicycle lanes will help proponents make a better case for 
these elements.

Background
With the help of the University of Florida, Metroplan Orlando (the metropolitan planning organization for the 
Orlando-area counties of Orange, Osceola and Seminole) conducted pedestrian and bicyclist crash plotting and 
analysis for the years 2003 and 2004 for the entire three-county Orlando metropolitan area. All crashes were from 
long-form police crash reports and involved motor vehicles; they were analyzed with Pedestrian and Bicycle Crash 
Analysis Tool software (PBCAT; developed by the University of North Carolina Highway Safety Research Center 
for FHWA). From this mapping eff ort, high-crash corridors were identifi ed for further study.

Solution
While knowing the numbers, locations and behaviors involved in crashes is useful, exposure data is essential 
when attempting to assess countermeasure eff ectiveness. To develop this data, Metroplan Orlando worked with 
Sprinkle Consulting, Inc. to select three pairs of streets for comparisons of streets with and without medians, 
lighting and bicycle lanes. Pairs were selected to keep other key factors comparable: number of lanes, speed, 
volumes, demographics, transit routes, median (for bicycle lane and lighting comparison), and lighting (for 
median and bicycle lane comparison). All were six-lane arterials. Th ree additional years of crash reports were 
collected, plotted and analyzed for the study streets. One hundred seventy-one reports were reviewed involving 
118 bicyclist and 53 pedestrian crashes.

Sprinkle conducted site visits to note specifi c issues that might otherwise be missed. Of particular importance was the 
diff erence between courtesy lighting, which is generally placed on an as-needed basis at the request of businesses or 
residents and may leave dark gaps, and design lighting, specifi cally designed to eff ectively light the entire street. Crashes 
coded as “Dark, With Street Lighting” may have in fact occurred in dark gaps between lamps.

Field observation staff  were recruited from local staffi  ng agencies, 
trained on data collection procedures and dispatched to assigned 
locations. For bicyclists, observers noted these variables:

• Use of the sidewalk or roadway/bicycle lane

• Travel with or against the fl ow of traffi  c

• Equipped with headlight

• Wore a helmet

• Gender

• Estimated age.

Pedestrians crossing through holes in traffi c on 
a six-lane arterial.
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For pedestrians, observers noted these variables:

• Crossed at intersection, midblock, or island

• Crossed through a gap or a hole

• Wore light or dark clothing.

Most pedestrians do not cross in gaps; they cross in holes. A gap occurs when a walker can step into the roadway 
and reach a place of safety before any car crosses his path. A hole, on the other hand, occurs when there is traffi  c 
in the middle or far lanes in front of the pedestrian, or when a car in a near lane is so close it will pass behind the 
pedestrian before she completes the crossing. As long as motorists behave as the pedestrian expects, a hole crossing 
may be made without incident. If conditions change — for example, if a car changes lanes — the expected hole 
begins to close and a crash may result.

Th e numbers of pedestrians and bicyclists observed committing behaviors that might put them at risk was compared 
to the numbers of crashes resulting from comparable behaviors. Th e risk ratio is defi ned as the risk of one group 
divided by the risk of another group. For example, the risk ratio of riding against traffi  c vs. riding with traffi  c is 
simply the risk of riding against traffi  c divided by the risk of riding with traffi  c. A risk ratio greater than 1.0 means 
that the risk of riding against traffi  c exceeds the risk of riding with traffi  c. A risk ratio equal to 1.0 means that the 
risk of riding against traffi  c equals the risk of riding with traffi  c. A risk ratio less than 1.0 means that the risk of 
riding against traffi  c is less than the risk of riding with traffi  c.

Result
Th e pedestrian crash risk for crossing the arterial without a median was 6.48 times higher than for crossing the 
arterial with a median. Th e risk for crossing the arterial without lighting was 1.66 times higher than for crossing 
the arterial with lighting.

Findings for the bicycle lane comparison were problematic. Both 
study streets serve colleges (the University of Central Florida 
[UCF] and Full Sail, a video arts school), but initial counts were 
conducted after students had left in the spring. A subsequent 
count was conducted for the UCF corridor in the fall, but these 
numbers were not included in the fi nal report currently available 
on-line. For the initial count, only 2.5 percent of cyclists (one out 
of 39) was observed using the bicycle lane. During the combined 
initial and follow-up counts 15 percent (24 of 162) were in the 
bicycle lane. While there were two wrong-way-in-the-bicycle-lane 
crashes recorded during the fi ve years of crash reports, no such 
behavior was observed in any of 162 cyclists.

Cycling against the fl ow of traffi  c (sidewalk or roadway) was 
found to be 4.4 times riskier than traveling with the fl ow. Cycling 
on the sidewalk (with or against the fl ow) was found to be 1.6 times riskier than on the roadway, but this is largely 
attributable to the high number of sidewalk cyclists traveling against the fl ow.

Quantifying Countermeasure Effectiveness — Orlando, FL

A bicyclist traveling on the sidewalk 
against the fl ow.
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When the additional counts for the UCF corridor are included, the ratio of crashes to observed cyclists is 0.05 for 
sidewalk/with the fl ow, and 0.08 for bicycle lane/with the fl ow. It should be noted, however, that there were only 
four sidewalk/with the fl ow crashes and only two bicycle lane/with the fl ow crashes (compared to 17 sidewalk/
against the fl ow), and that none of the bicycle lane crashes involved overtaking motorists. Area-wide, there were only 
13 crashes (1.5 percent of 885) involving law-abiding cyclists on over 350 miles of bicycle lanes or paved shoulders.

Th e report made these recommendations:

• Install medians whenever feasible as part of new roadway construction and as part of roadway reconstruction.

• Add lighting to both sides of the street. Eliminate dark gaps with appropriate longitudinal spacing. On divided 
roadways, consider street lights in the median to properly illuminate the middle of the roadway.

• Designate bicycle lanes with pavement markings and signs so that more bicyclists will recognize them as an area of the 
roadway set aside for cyclists, and to indicate cyclists are to ride with the fl ow of traffi  c.

• Implement educational countermeasures to assure that everyone knows how to and does bicycle safely.

Cost
For the initial mapping study and crash analysis study, the University of Florida mapping portion was funded by the 
Florida Department of Transportation as part of an on-going crash mapping project focused on high-crash counties. 
PBCAT analysis was conducted in-house by Metroplan Orlando. Th e contract for fi eld counts, observations and 
analysis was $6,000. More money should have been allocated for more observation time along more corridors, 
particularly for the bicycle lane study.

Web sites

Countermeasures Report: Pedestrian and Bicycle Crash Plotting and Counts and Behaviors Observations http://
www.metroplanorlando.com/site/upload/documents/ped_and_bike_risks_and_countermeasures.pdf

Countermeasures Report Appendix (contains aerial photos of study streets, GIS maps of crashes, crash summaries 
and data collection instruments)
http://www.metroplanorlando.com/site/upload/documents/ped_and_bike_risks_appendix.pdf

Orlando Area Bicyclist Crash Study: A Role-Based Approach to Crash Countermeasures; A study of bicyclist-
motorist crashes in the Orlando urban area in 2003 and 2004
http://www.metroplanorlando.com/site/upload/documents/Bicyclist_Crash_Study_OrlandoArea.pdf

PBCAT: http://www.bicyclinginfo.org/facts/pbcat/

Quantifying Countermeasure Effectiveness — Orlando, FL
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Contact

Mighk Wilson, Smart Growth Planner
Metroplan Orlando
315 East Robinson Street, Suite 355
Orlando, FL 32801-1949
(407) 481-5672 ext. 318
mwilson@metroplanorlando.com
www.metroplanorlando.com

Th eodore A. Petritsch, P.E., PTOE
Senior Transportation Engineer
Sprinkle Consulting, Inc.
18115 U.S. Hwy 41 N, Suite 600
Lutz, FL 33549
(813) 949-7449
tap@sprinkleconsulting.com

Image sources
Sprinkle Consulting

Quantifying Countermeasure Effectiveness — Orlando, FL



Saranac Lake River Walk

PBIC CASE STUDY — SARANAC LAKE, NY

Problem
Th e Village of Saranac Lake wanted to turn the river that wove 
through its center into a centerpiece and attraction.

Background
In 1909, Landscape Architect Edward Clark Whiting developed 
a master plan for this small town of 5,000 residents that 
relegated the river to the Village’s “backyard.” It was primarily 
used as a service area behind buildings lining Main Street. In 
1992, dialogue began about how to redesign the river corridor 
and a study was commissioned to design A Conceptual Plan for 
River Access.

Solution
With the Conceptual Plan as the guiding force, the community 
undertook the realization of a river walk that would provide 
transportation, recreation, environmental, and economic benefi ts. 
Th e corridor was divided into six distinct segments, three of 
which were constructed entirely by volunteers: the Hydro Point, 
the Boardwalk, and the Esplanade.

Each point along the walk had its own unique features. Th e Berkeley Green was a particularly important project, 
as it was sited at the intersection of two primary roads and serves as the “commercial anchor.” Th e Green was 
transformed into an outdoor performing arts center that off ered tiered seating and prime public space. Other unique 
amenities installed included canoe launches, fi shing sites (some handicap accessible), and even a kayaking course.

Common design elements to each segment included environmental buff ering between the river and impervious 
surfaces, pedestrian bridges and boardwalks, pedestrian scale lighting, benches, signage, and native arboretum-
style plantings.

Community involvement was signifi cant in the process. Not only did government agencies, nonprofi ts, and 
corporations donate funds, but 700 individual donors did as well. Land donations from local businesses and families 
were also of great benefi t. Many organizations pitched in to construct several of the segments; two Boy Scouts 
earned their Eagle Certifi cation through enhancing the River Walk. Other volunteers were from middle and high 
school classes, the Youth Center, the Student Conservation Association, the High School Art Class, residents from 
the Senior Citizen Center, and work crews from two Adirondack prisons. A great deal of planning work to defi ne 
goals, obtain funding, and to realize implementation and maintenance was done by members of the River Corridor 
Commission, the Rotary Club of Saranac Lake, and the Village Improvement Society. In addition, all second grade 
classes are enlisted to plant annuals within the River Walk corridor each year as they receive instruction on the 
riverside fl ora and fauna. As a result of such high community involvement, vandalism is minimized and long term 
support is assured.
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Saranac Lake River Walk — Saranac Lake, NY

Initial funding of $508,000 came from a TEA-21 Enhancement Program grant. Barton & Loguidice, P.C., 
Consulting Engineers were hired to design and provide construction inspection and administration.

Results
Th ere were visible economic, social, and environmental benefi ts from the project. Prior to implementation, there was 
a 60 percent vacancy rate in the village downtown, while afterwards, only two vacant storefronts remained. Existing 
businesses reported substantial revenue increases. Socially, the River Walk provided greater access to the river in 
places where it was inaccessible previously. Walking among residents increased, and more people were attracted to 
downtown for performances and civic functions.

Environmentally, a vegetative buff er provides a natural fi lter for run-off  from the Village streets and parking areas, 
while also providing habitat. New retaining walls stabilized shorelines and enhanced deep water habitats. Volunteers 
now clean the river on a regular basis, and school children are educated on the environment and regional ecology.

Contact
Deborah McDonnell
Director of Community Development
(518) 891-0490
http://www.saranaclake.com/develop.shtml

Images Source
Institute of Transportation Engineers Pedestrian Project Award Application. Saranac Lake Offi  ce of Community Development. 
http://www.ite.org/awards/pedproject/Saranac.pdf



Transit Waiting Environments

PBIC CASE STUDY — CLEVELAND, OH

Background
Th ere are 8,492 bus stops in the Greater Cleveland Regional 
Transit Authority (GCRTA) system, but less than 20 percent of 
them have a shelter and many of the rest are equipped with little 
more than a transit sign fi xed to a convenient utility pole. Th e 
transit authority solicited suggestions from the Citizen Advisory 
Board in an eff ort to increase transit ridership. As quoted in their 
fi nal report, the Transportation Research Board concluded that, 
“Th e quality of the customer experience while waiting for transit 
vehicles is a crucial determinant of both overall satisfaction and 
general community attitudes towards transit.”

Solution
Th e GCRTA Citizen Advisory Board developed the idea for the Transit Waiting Environment (TWE) initiative that 
was incorporated into a program to improve the pedestrian environment at and around bus stops. A survey of 746 
people from throughout the county representing both regular and infrequent transit riders, determined the types of 
amenities demanded for diff erent kinds of bus stops. Th e survey was disseminated online, in hard copy on transit 
vehicles, and at key community locations. Th e most important amenities, in order of priority, were:

• Information on bus arrival and the frequency of service

• Lighting

• Shelter

• Seating

• Heating in bus shelters

• Paved waiting surfaces

• Trash cans

• Area maps

• Bike racks

• Landscaping

Th e survey also confi rmed that the clear majority of respondents (more that 70 percent) supported the use of 
advertising to fund stop improvements. Additionally, a project team conducted fi eld surveys of the character of 
existing bus stops in the RTA system and reviewed examples of best practices in other systems in the United States 
and Europe.

Stops were classifi ed according to an analysis based on county-wide Geographic Information System (GIS) data 
on land use, density, and employment. Th e analysis also used extensive work previously completed by EcoCity 
Cleveland in mapping the area within a quarter-mile walk — or “pedsheds” — around each stop. From this 
information, a hierarchy of fi ve proposed amenity levels was developed as a vision to reach towards.

A sketch of the different transit signs for RTA.



For more information, please visit the Pedestrian and Bicycle Information Center Web site at www.walkinginfo.org.

Transit Waiting Environments — Cleveland, OH

Basic stops (Type 1) would include information on the route(s) 
served, a consistently identifi able bus stop utility pole, lighting, 
a paved waiting pad, and a trash can. Type 1 service was 
recommended for 43 percent of the stops. Type 2 stops would 
include seating and bike racks and were applicable for 26 percent 
of stops based on a calculation of density and school proximity.

For type 3, planned for stops near mid- to high-densities, 
additional amenities would include a shelter with on-demand 
heating, a more detailed information sleeve, additional seating, 
and strategies to encourage transit-oriented development in the 
area. Th is type was proposed for 20 percent of the total locations.

Type 4, designed for key community destinations, was proposed for 6% of stops, and in addition to all previous amenities, 
would include public art, a transit system map, and real-time bus arrival display. Th e fi nal type, reserved for less than 1% 
of stops that were determined to be regional gateways, would incorporate unique artistic elements to welcome visitors.

Results
Several possible funding sources have been identifi ed. An Adopt-a-Stop program would encourage local community 
members and businesses to fund bus stops in their area. Developers near transit lines would be required to either 
fund a stop at their location or to contribute a certain percentage to a transit waiting environment fund. If the 
project can be worked into the Transportation Improvement Plan (TIP) then municipality, state, and federal funds 
would become available. Finally, advertising revenues placed on bus shelters or on nearby buildings and fences is 
feasible and supported by the community.

A process towards implementation was laid out. Th e resulting “ideabook” will be distributed within the community 
to stimulate interest in investment, and project members will coordinate with other departments, agencies, and 
developers to have elements included in streetscape improvements already planned. In addition, the approval process 
will be streamlined, allowing plans conforming to specifi c guidelines to bypass cumbersome and time-consuming 
approval from local authorities.

Contact
Richard Enty
Planning Team Leader
Greater Cleveland Regional Transit Authority
(216) 566-5260
renty@gcrta.org
http://www.cudc.kent.edu/d-Service-Learning/PDFs/TWE%20screen%20short.pdf

Images Source
Calabrese et al. “Transit Waiting Environments; An Ideabook for Making Better Stops.” June 2004. 
http://www.cudc.kent.edu/d-Service-Learning/PDFs/TWE%20screen%20short.pdf

A man waits at a more comfortable bus stop.



Problem
Oakland residents lacked a comprehensive guide to walking and biking in their city, making it diffi  cult to know the 
availability and quality of walking and bicycle routes.

Background
A generous grant from the State of California Offi  ce of Traffi  c Safety mandated an education project targeting the 
general population of pedestrians. After considering options like a toolkit for pedestrian advocates, the Oakland 
Pedestrian Safety Project decided on a project that would really promote walking: a map!

Solution
Th e map highlights walkways, bikeways, landmarks, civic destinations such as schools and libraries, neighborhood 
names, historic networks of paths, major transit routes, and street grades. On the back of the map are featured bike 
and pedestrian safety tips, a primer on pedestrian design improvements, recommended walks, and walking tour 
information. Th e 18,000 maps printed were distributed to neighborhoods and community organizations, bookstores, 
bike shops, schools, and recreation centers.

Th e map was created through a mutual eff ort 
between the Oakland Heritage Alliance and local 
volunteers, who all helped survey existing pathways 
and staircases. City archivists aided in the eff ort 
by fi nding the names of most of Oakland’s old 
neighborhoods. An experienced designer and 
publisher was contracted to produce the map.

Funded by the State of California Offi  ce of Traffi  c 
Safety, total costs came to $48,000 including staff  
time, street grade surveys, map design, and map 
printing. Th e project took 6 months from concept 
to printing.

Results
Walk Oakland! has generated excitement and 
positive feedback from neighborhood groups 
and school kids. It is expected that the map will 
serve as a starting point for further projects to 
encourage both walking and better pedestrian-
friendly design. Demand has been high, and it is 
expected that another printing will be necessary 
in the near future.

Walk Oakland! Map and Guide

PBIC CASE STUDY — OAKLAND, CA



For more information, please visit the Pedestrian and Bicycle Information Center Web site at www.walkinginfo.org.

Walk Oakland! Map and Guide — Oakland, CA

Contact
Th omas Van Demark
Director, Oakland Pedestrian Safety Project
Community and Economic Development Agency
250 Frank H. Ogawa, Suite 3330
Oakland, CA 94612-2032
(510) 238-7049

Image Source
Institute Of Transportation Engineers Pedestrian Project Award Application. Community and Economic Development 
Agency. http://www.ite.org/awards/pedproject/ppa042.pdf



Walk Wise, Drive Smart

PBIC CASE STUDY — HENDERSONVILLE, NC

Problem
As more Americans reach age 65 and older, safety concerns for senior pedestrians are growing. Walking is a key to 
maintaining physical and mental well being and it enables senior adults to stay connected to their community, but 
several fears and dangers keep elderly adults from walking. For example, senior pedestrians involved in a crash are 
much more likely than younger pedestrians to suff er serious or fatal injury. Th e fear of falling also keeps older adults 
from walking, for as many as one-third of adults 65 years old and older fall each year.

Background
Over 31% of Hendersonville’s population is age 65 and older, which makes it an ideal candidate for a senior 
pedestrian safety program. Walk Wise, Drive Smart is a program aimed to improve the pedestrian environment in 
Hendersonville not only for senior adults, but for all residents and visitors alike.

Solution
Walk Wise, Drive Smart is a community-based pedestrian safety 
program working to build community support for an awareness 
of senior-pedestrian safety issues. Th e program holds educational 
workshops and walking audits of Hendersonville neighborhoods, 
gathers extensive community feedback through surveys and 
interviews, and identifi es elements that are needed for the 
implementation of a pedestrian safety plan.

Since the Walk Wise, Drive Smart program started in 2006, 
several programs have been held to promote senior pedestrian 
safety. Walk Wise walking routes are recommended walking 
routes that cater to the needs of older pedestrians. Th e fi rst Walk 
Wise route was completed in December 2007 with the help of 
the Walk Wise, Drive Smart team, representatives of the City 
of Hendersonville, and the Council on Aging for Henderson 
County. Th ese volunteers designed a 1.5 mile route while paying 
particular attention to the needs of older adults. Along the route 
orange paint was used to mark areas where walkers need to 
exercise extra care because of potential tripping hazards.

Another Walk Wise, Drive Smart program was a campaign 
that was held in the fall of 2007 to educate and reward drivers 
who stopped at crosswalks for pedestrians. Drivers who yielded 
properly to a pedestrian in a mid-block crossing, stopped behind 
the stop bar at an intersection, or correctly made a right-turn-on red turn were handed a postcard that could be 
entered in a drawing for monthly prizes. Drivers who do not properly stop for pedestrians were reminded of the 
proper procedure and told about the postcards for future reference.

A walk-wise kick off event. 
Image courtesy of www.walk-wise.org.

A walk-wise group performs a walking audit. 
Image courtesy of www.walk-wise.org.



For more information, please visit the Pedestrian and Bicycle Information Center Web site at www.walkinginfo.org.

Walk Wise, Drive Smart — Hendersonville, NC

Results
Walk Wise, Drive Smart has had several successful events and programs. Frequent organized walks aimed at senior 
citizens but open for all provide a great way to get seniors to exercise at a pace and location that is comfortable for 
everyone who participates. Th e Walk Wise, Drive Smart program is a great model for other communities to follow 
to provide pedestrian facilities that are safe for all age groups.

Contact
Bill Hunter
Senior Research Scientist
Highway Safety Research Center
Phone: 919-962-8716
Email: bill_hunter@unc.edu
Website: http://www.walk-wise.org/ 


