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Executive Summary

EXECUTIVE SUMMARY
“East Baton Rouge Parish will have a safe,
comfortable, and connected bicycling and walking
network, with easy access to local and regional
destinations, providing healthy transportation and
recreation choices for everyone.”
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This report is the East Baton Rouge Parish Pedestrian and Bicycle Master Plan
(the Plan). The Plan analyzes what it is like to walk and bike in East Baton Rouge
Parish today and recommends bicycle and pedestrian projects and practices
that the City of Baton Rouge/East Baton Rouge Parish (City-Parish)—and our
community—will implement to create a better, safer future. This plan is inclusive
of all who walk or roll for active transportation, including pedestrians with
disabilities, people riding bicycles or e-bicycles, and people using e-scooters,
pushing strollers, or using other wheeled devices.
The Louisiana Department of Transportation and Development (LADOTD), in
partnership with the Recreation and Park Commission for the Parish of East
Baton Rouge (BREC), contracted the team of Arcadis, U.S., Inc. and Toole Design
Group to deliver the Plan. A Steering Committee was formed to provide oversight
and a Technical Advisory Committee provided technical guidance. The Plan
was also informed by direct participation from the public through open-house
meetings, responses to online surveys, feedback through an online mapping tool
(Wikimap), and comments via the project website and Facebook page. Detailed
discussion on the planning process and results from public engagement can be
found in Chapter 2.
Two complementary networks of facilities created in this Plan will enable
people to safely walk, bike, and roll throughout East Baton Rouge Parish in the
future. The first is the Active Transportation Network, which consists primarily
of on-street bicycle facilities and sidepaths, and the second is the BREC Trails
Network. Through the planning process, it became clear that bicycle boulevards
(also known as neighborhood greenways or neighborhood bikeways) will form
an integral part of the Active Transportation Network due to their low cost
and the opportunity for near-term implementation. Bicycle Boulevards will use
traffic-calming treatments to prioritize bicycle traffic and create safer and more
comfortable conditions on East Baton Rouge Parish’s residential streets. Detailed
information about the facilities and alignments in each network—and guidance
on how to build them quickly and efficiently—is outlined in the Plan.
The first step of developing the Active Transportation and BREC Trails Networks
was to gain a full understanding of the current conditions, which are summarized
in Chapter 3. This chapter discusses existing infrastructure related to walking and
biking and information that was used to estimate potential future bicycle and
pedestrian trips in East Baton Rouge Parish (explained further in Chapter 4). It
concludes with a thorough review of historical pedestrian and bicycle crashes.
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The BREC Trails Network is the continuation of a 16-year effort to identify routes
and build an integrated trail and greenway system throughout East Baton Rouge
Parish. Beginning with the BREC 10-year strategic plan in 2004, and again in
2014, members of the East Baton Rouge Parish public identified trails as their
highest priority park facility. BREC’s trail-building efforts were formalized in the
Capital Area Pathways Project (CAPP), which included public workshops and
daylong brainstorming sessions between 2007 and 2010 that built on existing
public support and identified possible trail corridors throughout the parish. The
results of these planning efforts were compiled by BREC to illustrate existing
pathways, potential links, and desirable future trail corridors.
What started as a partnership with a local developer to build a trail along Ward
Creek in 2007 has since expanded to a 10-mile Health Loop trail surrounding
the facilities of the Health District, and the BREC Proposed Parish Trails Master
Plan, which was approved by the BREC Commission on October 22, 2015. The
master plan illustrates proposed CAPP trails, locates BREC parks, and identifies
existing segments and those being implemented in cooperation with other local
organizations (including the proposed EBRP Loop, Levee Trail, and on-street
pathways). Construction of the BREC Trail Network continues, with over 22
miles of trails completed to date, 10 miles in the design phase, and 10 miles now
entering the design phase.
As part of the East Baton Rouge Parish Active Transportation Plan, BREC’s
Proposed Parish Trails Master Plan was reviewed and updated to link seamlessly
with the broader Active Transportation Network throughout East Baton Rouge
Parish. This connection is essential—as neither Active Transportation Network
on-street and sidepath facilities nor BREC trails would provide their full benefits
to the public as safe and comfortable walking and bicycling routes without
cohesive connections between them. The BREC Trails Network was then
prioritized to identify routes for near-term implementation. Figure ES-2 is a map
of the BREC Priority Trails Network.
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The cornerstone of a high-quality network is acknowledgement that safer
walking and biking routes can be best accomplished through a combination
of infrastructure and non-infrastructure projects and programs. Therefore,
Chapter 5 provides a list of policy and program recommendations to support the
implementation of the proposed Active Transportation Network.
As the Plan progressed, voters in East Baton Rouge Parish approved the half-cent
sales tax proposition and funded the MovEBR Transportation and Infrastructure
Improvements Program. Given this opportunity for projects to move forward
with funding, pedestrian and bicycle elements for each of the MovEBR projects
were included in the Plan and are summarized in Chapter 6. Similarly, BREC
priority trail projects and crosswalk information are included in the same chapter.
The rest of Chapter 6 is dedicated to a discussion of how to implement the Active
Transportation Network.
The Plan is merely a starting point on the journey to develop an Active
Transportation Network that is efficient, effective, and equitable to all citizens of
East Baton Rouge Parish and the region. Chapter 6 concludes with thoughts on
next steps and recommendations on near-term action items. Project owners will
need to focus on implementing stopgap measures that can be quickly installed to
bring active transportation to the forefront. Maintenance and upkeep of existing
facilities can maximize the return on the investment, and a champion should be
identified to move the Plan forward.
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Chapter 1: Introduction

INTRODUCTION
This report is the East Baton Rouge Parish Pedestrian and Bicycle Master Plan (the Plan).
Within the Plan, we discuss the context, engagement, and resulting recommendations for
projects and practices that the City of Baton Rouge/East Baton Rouge Parish (City-Parish)
and our community will implement to create a better, safer future for walkers and bicyclists.
The Louisiana Department of Transportation and Development (LADOTD), in partnership
with the Recreation and Park Commission for the Parish of East Baton Rouge (BREC),
contracted the team of Arcadis U.S., Inc., and Toole Design Group to deliver the Plan. The
Plan’s team members have assessed best practices, policies, and programs; reviewed current
American Association of State Highway and Transportation Officials (AASHTO) design
standards for new and/or improved infrastructure; and utilized data to prioritize potential
projects. The Plan serves as a guide to implement bicycle and pedestrian projects for the
people in our community.

1
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WHY DO WE NEED A PLAN?
Using a comprehensive approach to plan for bicycle and pedestrian facilities,
the well-being and quality of life for residents of East Baton Rouge Parish are at
the center of the Plan’s guiding principles. The Plan will reinforce these values
and support alternative transportation options for all road users, including
children, the elderly, persons with disabilities, and those who prefer the use of
nonmotorized travel modes to commute. The Plan ensures implementation
through a series of recommendations that include policy and programmatic
recommendations, design guidelines, prioritization and phasing of proposed
projects, and planning-level cost estimates.
The Plan is a proactive approach and first step to creating a safer and more
connected network for bicyclists and pedestrians in our community. Based on
parish-wide concerns, needs assessment, and priority setting, the Plan proposes
strategies and guidelines for future capital investment and policies for bicycle and
pedestrian facilities.

Photo from the Advocate
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DOT SUPPORT OF BICYCLE
AND PEDESTRIAN PROGRAM
On March 11, 2010, the U.S. Department of Transportation (DOT) issued the “United
States Department of Transportation Policy Statement on Bicycle and Pedestrian
Accommodation Regulations and Recommendations,” which states:

“The DOT policy is to incorporate safe and convenient walking and
bicycling facilities into transportation projects. Every transportation
agency, including DOT, has the responsibility to improve conditions and
opportunities for walking and bicycling and to integrate walking and
bicycling into their transportation systems. Because of the numerous
individual and community benefits that walking and bicycling provide
— including health, safety, environmental, transportation, and quality
of life — transportation agencies are encouraged to go beyond minimum
standards to provide safe and convenient facilities for these modes.” *

FHWA FOCUS CITY APPROACH
The Federal Highway Administration (FHWA) applied the Focused Approach to
address pedestrian and bicycle fatalities across the nation. Cities are designated
as Focus Cities if they are among the top 20 cities for number of fatalities or if the
fatality rate per population is greater than the average of the top 50 cities with the
highest fatal crash rates. The City of Baton Rouge was designated as a Focus City in
2015.
To address pedestrian and bicycle safety, LADOTD initiated the City of Baton Rouge
Pedestrian and Bicycle Safety Action Plan. This project, in collaboration with BREC,
was expanded to address bicycle and pedestrian issues holistically and is known as
the East Baton Rouge Parish Pedestrian and Bicycle Master Plan.

*

http://www.fhwa.dot.gov/environment/bicycle_pedestrian/guidance/guidance_2015.cfm#bp7
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COMPLETE STREETS POLICY
With the adoption of the FUTUREBR Plan in September 2011, the Metropolitan
Council for the City-Parish endorsed the adoption of a Complete Streets Policy and
recommended it be implemented by 2013. A Complete Streets Policy was adopted
in 2014, followed swiftly by the creation of the Complete Streets Citizens Advisory
Committee (CSCAC) in 2015. The Plan builds on this momentum and generates a more
livable, healthier city by making more places more accessible to more people throughout
the community.

LADOTD COMPLETE STREETS POLICY
In 2009, LADOTD convened a Complete Streets Work Group in fulfillment of the request
of the state legislature. This process resulted in the adoption of a Complete Streets
Policy for LADOTD and the development of a final report, including recommendations
for future actions. LADOTD’s Complete Streets Policy was awarded the “Innovations for
Sustaining Places Award: Best Practices” by the American Planning Association Louisiana
Chapter in 2011. The National Complete Streets Coalition’s 2011 Complete Streets Policy
Analysis Report recognized Louisiana’s Complete Streets Policy as one of the best in the
nation for its comprehensiveness and strength.

In addition, LADOTD published a
map of statewide recommendations
for bicycle facilities known as the
Bicycle Planning Tool to assist local
agencies in selecting roadways for
improvements and recommended
treatments.

http://ladotd.maps.arcgis.com/home/webmap/viewer.html?webmap=2fa6dd795292471f8cc4f72ce6f60c3c

*
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WHAT’S IN THE PLAN?
This Plan comprises six chapters and Appendices A through
D, which provide information referenced within the
chapters.

Chapter 2: Planning Process and Public
Engagement
Explains how the plan was created, the public participation
opportunities, the processes employed, and the outcomes.

Chapter 3: Existing Conditions
Examines various data collected and reviewed in addition
to previous and ongoing planning efforts to assess needs
and priorities for bicycling and walking in East Baton Rouge
Parish.

Chapter 4: Proposed Network
Explains the methodology, process, and results of the
proposed on-street bicycle network and off-street trail
system and BREC’s involvement in trail planning.

Chapter 5: Policy and Program
Recommendations
Provides recommendations of updates to existing policies
and non-engineering programs to support implementation
of the Plan.

Chapter 6: Implementation
Outlines the prioritization results and phasing of the
proposed network and provides planning-level cost
estimates. This chapter also includes the barrier analysis,
which involves the study of potential conflicts caused by
natural and man-made barriers on the proposed network.

5
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PLANNING
PROCESS
AND PUBLIC
ENGAGEMENT
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Photo from the Public Meeting

Early in the planning process, a Public Participation Plan (PPP) was developed as a roadmap
to encourage public participation and engagement on the project website (http://ebrpedbike.
org/docs.html). The PPP guided the project team during both the public involvement phase
and the continuing comprehensive and coordinated planning process among stakeholders.
The public has in-depth knowledge regarding the region and their transportation needs.
Effectively receiving and integrating input from all segments of the population is critical to
making quality transportation decisions. In this chapter, we discuss the planning process and
highlight the various committees and stakeholders who participated in the development
of the Plan. In order to capture public input and provide public participation channels, we
developed a project website and social media page, distributed online survey and mapping
tools, and hosted public meetings. The second half of this chapter will focus on public inputs
from these engagement tools.
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PLANNING PROCESS
Transportation planning is a cooperative, performance-driven process by which
long- and short-range transportation improvement priorities are determined
through data analysis and active involvement from the public, community groups,
agencies, and organizations (FHWA 2017). In the report Creating a Roadmap for
Producing & Implementing a Bicycle Master Plan (BMP), Peter Lagerwey suggested
the following three phases to develop a BMP (Lagerwey 2009):

1

Phase One covers the steps required prior to the development
of the BMP. The most important of these steps is to develop
stakeholder buy-in prior to the development of the plan. This
includes setting up a citizen advisory committee and developing
a consensus on plan goals, objectives, and content.

2

Phase Two covers the steps in developing the BMP. This requires
a thoughtful, step-by-step procedure to identify roles and
responsibilities, secure public involvement, and develop the plan
content and maps.

3

Phase Three covers the steps required to implement and
evaluate the BMP. This includes accountability, political will, and
stakeholder involvement. Implementation is the one element
that is often left to chance without a purposeful strategy for
moving forward.

The planning process for the Plan follows the above general guiding principles but
also values stakeholder input. For the Plan, different committees were established
to utilize local public-outreach resources to the greatest extent possible.

Chapter 2: Planning Process and Public Engagement

COMMITTEES
The Plan is not only data driven but also community driven. A stakeholder is defined
as a person who has a stake or interest in a certain policy, program, or project or may
be affected by its implementation. Stakeholder involvement is an essential element
in creating publicly supported and trusted policies, programs, and projects for bicycle
and pedestrian system improvements.
The Plan has identified more than 70 stakeholders representing various agencies
and organizations in East Baton Rouge Parish. To best coordinate and utilize the
time and efforts these stakeholders have invested in the Plan, the project team
further identified a Steering Committee, a Technical Advisory Committee (TAC), and
a Targeted Outreach group. These committees/groups were assigned specific roles
and responsibilities. Table 2-1 summarizes the expectations for each committee or
group.
Table 2-1. Committee Roles and Responsibilities

Committee

Roles
•

Steering Committee

•
•

Potential local project
owners
Decision makers
Champions of the Plan

Responsibilities
•
•
•
•
•
•

TAC

•
•
•

Technical experts
Advocacy groups
Community leaders

•
•
•

•
Targeted Outreach

Representatives
from agencies and
organizations interested
in/affected by the
outcome of the Plan

•
•
•
•

Attend small working group meetings
Review/approve key documents before
presenting to the public
Implement projects/programs identified in the
Plan
Promote public participation and provide
resources to the project team
Review technical documents and provide timely
feedback
Provide the project team input during the Plan
development process
Attend TAC meetings and actively participate in
workshops developed by the project team
Assist in implementing projects/programs
identified in the Plan
Assist in promoting public outreach and
engagement tools when they become available
Attend specific stakeholder review meetings held
as needed during the planning process
Provide feedback as needed
Provide resources as needed
Attend TAC meetings if interested; attendance is
not required
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Throughout the Plan development process, the Steering Committee met
regularly and as needed. There were four TAC meetings held during the
planning process. The purposes of each TAC meeting are summarized
in Figure 2-1. TAC meeting minutes, presentations, and sign-in sheets are
available on the project website at http://ebrpedbike.org/docs.html.

March 22, 2018
•

2

•
•

July 24, 2018
•
•
•

Conducted a May 2018
public meetings recap
Reviewed existing
conditions
Discussed the latent
demand analysis approach
and weighting factors

•

November 28, 2018
•

•

4

February 19, 2020
•

Introduced the project
tasks, teams, and
committee members
Performed visioning
Reviewed high-level
existing conditions
Conducted a mapping
exercise with the TAC

Reviewed the Baton Rouge
Pedestrian Bicycle Safety
Action Plan methodology
Reviewed the master plan
proposed network

Presented the Plan
document

Figure 2-1. TAC Meetings

1

3
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Targeted Outreach
The planning process should not only be collaborative and coordinative but
also comprehensive. In addition to the TAC, the Steering Committee also
identified the following agencies for “Targeted Outreach” to ensure specific
targeted, coordinated outreach efforts were made during the planning process.
These outreach efforts would include invitations to TAC meetings, public
meetings, and small working group meetings as needed, in addition to Skype
or conference calls. The agencies identified for Targeted Outreach are valuable
resources that are critical for the success of the Plan.
The project team met with metro council members in September 2018 to
gauge their perspectives and inputs on bicycle and pedestrian improvements.
Additional outreach efforts were conducted at public events, such as Southern
University football games, Live after Five, and the Ebb and Flow Festival.

The following agencies are identified as
members of the Targeted Outreach group for
the Plan:
•

Americans with Disabilities Act (ADA)
Advocacy Center

•

Baton Rouge Community College

•

Baton Rouge General

•

Blue Cross Blue Shield of Louisiana

•

Build Baton Rouge

•

Capital Area Agency on Aging

•

City Center Development District

•

City of Denham Springs

•

East Baton Rouge Parish School Board

•

The Safety Place

•

Louisiana State Police

•

LSU Rural Life Museum

•

Mid-City Redevelopment Alliance

•

TogetherBR
Photo provided by Project Team
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VISION
A vision is a clear, inspirational, and concise definition of a future
position. It is intended to serve as a guide for choosing current and
future courses of action. Having a vision that guides a community
to incorporate active transportation is the first step in seeing a plan
such as this implemented. It acts as a blueprint and direction to
improve walking and bicycling facilities in the community, allowing
for the City and citizenry to move forward in seeing a network of
bicycle paths, pedestrian facilities, and access to a wide range of
transportation options.
At the first TAC meeting held in March 2018, the TAC was asked
to provide input on keywords for the vision statement. The same
question was asked at the public meeting and in the subsequent
open survey. The results of these live polling activities are available in
Appendix A-1.
Based on input from the Steering Committee and members of the
public, a vision statement for the Plan was created.
The following is the vision statement of the Plan:

“East Baton
Rouge Parish

will have a safe, comfortable, and
connected bicycling and walking
network, with easy access to local
and regional destinations, providing
healthy transportation and
recreation choices for everyone.”

Chapter 2: Planning Process and Public Engagement
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PUBLIC PARTICIPATION
Figure 2-2 illustrates the six major public-participation
strategies used during the development of the Plan.

PUBLIC
MEETINGS

MEETING
IN A BOX

05

SOCIAL
MEDIA

06

01

Public
Participation
Strategies

04

03

Figure 2-2. Public Participation Strategies

PROJECT
WEBSITE

02

SURVEY

COMMUNITY
EVENTS
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Project Website and Social Media Channels
The project website and social media page have been available to the public
since April 2018. The public can visit the website and follow the Facebook page
to see project updates, public meeting information, and published reports, and
to participate in online surveys. After the Plan is finished, the responsibility
of the project website will be transferred to the City-Parish government. The
domain name for the website is ebrpedbike.org.

As of December 2019, there were more than 17,400 visits to the
project website. The most frequently accessed pages include:

Main Page

Get Involved

Resources

The effective utilization of social media has become a popular avenue to
promote and engage the public in transportation planning processes. Figure 2-3
is a snapshot of the public Facebook page for the Plan.

Figure 2-3. Facebook Page
As of December 2019, the Facebook page of the Plan had 343 followers and 325
likes. The highest number of people that posts have reached is approximately
1,500. This occurred when public meeting notices were posted.

Chapter 2: Planning Process and Public Engagement
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Meeting in a Box
Working closely with stakeholders, the project
team augmented community engagement
efforts with the creation of a “Meeting in
a Box” that can be used by the Steering
Committee, TAC members, and other local
stakeholders. The Meeting in a Box includes
all of the outreach materials needed for
these local partners to present to community
organizations, church boards, neighborhood
associations, advocacy groups, and other
civic organizations. This method can leverage
project resources and effectively “deputize”
a group of close partners to help extend the
reach of our outreach efforts. The Meeting in a
Box mainly includes:
A Presenter’s Guide with a userfriendly explanation of how to use
the Meeting in a Box to collect
community input.
A short, compelling PowerPoint
presentation with speakers’ notes,
outlining the goals of the Plan and
soliciting input on safety, access, and
connectivity needs.
A poster-sized map that asks
participants where they currently
walk and bike and where gaps or
safety issues exist.
A flyer summarizing additional
opportunities for engagement during
the planning process.
“Meeting in a Box” materials are provided in
Appendix A-2 and are available for download
on the project website. Figure 2-4 shows a
selection of the exhibits provided.

Figure 2-4. “Meeting in a Box” Exhibits
(details available in Appendix A-2)
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Wikimap
An online interactive map called Wikimap was live from the beginning
of July 2018 to the end of December 2018. The Wikimap allowed users to
provide information on walking and bicycling habits and behaviors and
mark on a map the locations of popular destinations or challenging routes
and barriers. Respondents also had the option of inputting demographic
data related to ethnicity, age, and gender.
The following figures provide an overview of the Wikimap feedback.

How often do you bike or walk for

RECREATION or EXERCISE?

How often do you bike or walk for
TRANSPORTATION, such as
commuting to work or running
errands?

30%
Never

46%

29%

A few times
a week

17%

16%

20%

Daily

Daily

17%

A few times
a month

17%

A few times
a week

8%

A few times
a month

A few times
a year

Never

1%

A few times
a year

Figure 2-5. Activity Frequency of
Wikimap Respondents

Figure 2-6. Frequency of Walking
and Bicycling of Wikimap
Respondents
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Figure 2-7. Screenshot from WIKIMAP PUBLIC INPUT
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More than 750 responses were received, providing information on reasons
that residents walk and bicycle and do not walk and bicycle more often. The
feedback revealed that a significant number of people currently walk and bicycle
for recreation or exercise . The reasons for the lack of walking and bicycling for
daily trips most commonly relate to conditions affecting the safety and comfort
of bicycle and pedestrian facilities. According to the feedback, 59 percent of
barriers to walking and bicycling in East Baton Rouge Parish are related to either
a safety concern at an intersection or high motor vehicle speeds and volumes.
When walking and bicycling are perceived to be unsafe, people are likely to
choose other modes, even if they are less sustainable and have other drawbacks.
For people with disabilities, a sidewalk that is obstructed, in poor repair, or not
compliant with ADA standards can represent a significant mobility barrier.
Basic trips such as getting from home to a nearby bus stop or parked car may
be impossible or near impossible. Addressing these issues with dedicated bicycle
facilities and improved pedestrian infrastructure, including crossings, will
increase everyday walking and bicycling.
It is important to note that while useful for understanding overall trends,
the Wikimap feedback is not fully representative of East Baton Rouge Parish
residents. It is therefore supplemented by other information collected from the
public, stakeholders, and the Steering Committee during designated meetings
and through formal reviews of the bicycle network.

Gender of Respondents

55%

3%

Female
Male
Prefer not to say
Figure 2-8. Gender Breakdown of
Wikimap Respondents

42%

Chapter 2: Planning Process and Public Engagement

The Wikimap received 776 responses from residents representing 25
different ZIP Codes. The following figures illustrate the gender, ethnicity, age
breakdowns, and responses of the Wikimap respondents (Figures 2-8 to 2-13).
This information was collected to help the project team determine whether the
Wikimap was representative of the demographic composition of East Baton
Rouge Parish and if specific outreach efforts should be made.

Respondent Demographics

82%
10%
2%
2%
1%
3%

White
Black/African American
Asian
Hispanic/Latino
Hawaiian or Pacific Islander
Other

Figure 2-9. Ethnicity Breakdown of
Wikimap Respondents

Age of Respondents
30%

3%

19% 25% 17%

9%

10%

6%

2%

9%

25%
20%
15%
10%
5%
0%
19-20

21-30

31-40

41-50

51-60

61-70

Over
70

Prefer
not to
say

Under
18

Figure 2-10. Age
Breakdown of Wikimap
Respondents
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Top 5 Most Common Barriers to Walking and Biking

25%
20%
15%
10%
5%
0%
Safety
High vehicle
concern at
speed
intersection
location

Heavy

Other

Streets/trail
do not
connect

“Other” comments include:
No crosswalk; locked pedestrian gates; private property
prevents cut-through; no stop lines; shared-use path
dead ends; no sidewalk; sidewalk ends; unsafe access at
transit station; poor infrastructure surface conditions;
poor accommodations; non-functional pedestrian or
bicycle signal.

Figure 2-11. Barriers to
Walking and Bicycling for
Wikimap Respondents
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Figure 2-12. Barriers and Difficult Routes for Walking
and Bicycling According to Wikimap Feedback
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Figure 2-13. Destinations and Current Walking and
Bicycling Routes According to Wikimap Feedback
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Poll and Survey
Digital surveys have become widely used in transportation planning for their userfriendly designs and ability to quickly aggregate results. The project team has
researched multiple digital survey products and has recommended the use of
Mentimeter and Survey Monkey. Mentimeter was used during TAC meetings and
public meetings, providing live presenter-audience interactions and polling results.
Survey Monkey digital survey links were posted on the project website and the
Facebook page following public meetings.
There were 173 people who participated in the online survey following the public
meetings held in May 2018. When the participants were asked, “How would you
describe bicycling or walking in East Baton Rouge today?” “Dangerous” was among
the words entered by most public-meeting attendees and public-survey respondents.
When asked what places people wanted to go bicycling or walking, most respondents
responded with parks and neighborhood amenities. Between 40 and 50 percent of
respondents responded with access to jobs and central business districts. According
to the online survey respondents, “safer bicycling and walking routes” should be the
top priority for the Plan, followed by “connecting people with where they want to go.”
The Mentimeter results showed similar trends.

Photo provided by Project Team
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Public Meetings
Two rounds of open-house public meetings were scheduled for the
public to review project information and provide feedback. Table 2-2
summarizes the number of attendees for all four public meetings.
Table 2-2. Summary of Attendance
Agencies*

Elected
Officials

Media

Public

Total

May 7, 2018
Greenwood Community Park

17

2

2

14

35

May 8, 2018
Perkins Road Community Park

31

2

0

63

96

Total for May 2018 Public Meetings

131

March 20, 2019
Scotlandville Branch Parish
Library

13

4

1

12

30

March 21, 2019
Baton Rouge Garden Center

18

6

1

44

69

Total for March 2019 Public Meetings
*Agencies include the project team, Steering Committee, and TAC
All meetings were organized in an open-house format. The purpose
of the first round of public meetings (May 2018) was to present an
overview of existing conditions, while the purpose of the second round
of public meetings (March 2019) was to present the proposed network
and the prioritization results. The focus of the public meetings was
to generate public engagement and provide an opportunity for the
public to comment on and be informed of the planning process.
Activities during the public meetings included a formal presentation,
display boards, interactive and static maps, and a Mentimeter polling
exercise.

99
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The feedback received from the first round of public meetings was
one of the founding pieces for network development. The feedback
received from the second round of public meetings improved the
proposed network and the prioritization results.
The complete records and summary reports of the public meetings
are available on the project website http://ebrpedbike.org/docs.html.
The following figure shows the routes, and locations mapped by
participants at the public meetings.

Figure 2-14. Routes and Locations Mapped by Public Meeting Participants
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EXISTING
CONDITIONS
We gathered and reviewed data related to the existing conditions for bicycle and pedestrian
infrastructure. We also researched information associated with potential demand for bicycle
and pedestrian activities. Additionally, we reviewed and compiled a list of published plans
and policies related to bicycle and pedestrian mobility solutions for our community. In this
chapter, we will provide a snapshot of the area. This analysis formed the building block for the
Active Transportation Network development process, which will be discussed in Chapter 4.
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DATA COLLECTION
The first step in data collection for the
Plan was to determine the state of
the current pedestrian and bicycling
infrastructure. The following data sets
have been investigated and/or collected
to assist in this step.
•

Bicycle and pedestrian facilities

•

Street functional classifications

•

Bicycle and pedestrian counts, if available

•

Workers commuting by walking and
bicycling

•

Transit stops

•

Demographic variables, including age,
zero-vehicle households, disability, and
poverty

•
•

Table 3-1. Data Collection Summary
Addressed

Bicycle and Pedestrian Facilities

Derived Street Classification

Bicycle and Pedestrian Counts

Workers Commuting by Walking and Bicycling

Existing land use, community facilities,
and destinations

Transit Stops

Existing bicycle and pedestrian policies,
plans, and programs

Demographic Variables

Table 3-1 provides a recap of these topics,
the data providers, the data collected,
and any additional notes.

Existing Land Use, Facilities, and Destinations
Existing Statewide Bicycle Planning Tool
and Other Relevant Metropolitan Planning
Organization (MPO) Transportation Plans

Other Bicycle and Pedestrian Plans
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Data Provider
•

Capital Region Planning
Commission (CRPC)

Data-Set Name

•

Sidewalk

•

Planned Bicycle Routes and
Existing Trails

Notes
There are inaccuracies in the
existing bicycle facility and
trail shapefile. These issues
need to be resolved before
building the basemap.

•

East Baton Rouge
Geographic Information
System (GIS) Portal

•

BREC

•

LADOTD

•

East Baton Rouge GIS
Portal

•

Street Range

Only Functional
Classification is available.

•
•
•

LADOTD
CRPC
BikeBR

•
•
•

Strava Metro 2014
Ped Counts 2015
Bike Counts 2017

The application of these
counts to the project is
limited.

•

U.S. Census Bureau

•

American Community Survey
(ACS) 2015 five-year estimates
by census block group

None.

•

Capital Area Transit
System (CATS)

•

Bus Stops

None.

•

U.S. Census Bureau

•

ACS 2015 five-year estimates
by census block group

None.

•

•

•

East Baton Rouge GIS
Portal
Public-Meeting Attendees

Land Use, Library, Tourist
Venues, Hospitals

None.

•

LADOTD

•

CRPC

•
•

Statewide Bicycle Planning Tool
MOVE2042 Plan

None.

Various

•
•
•

Downtown Greenway Plan
LSU Master Plan
BREC Capital Area Pathways
Project Map
Health District Plan

None.

•

•
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SUMMARY OF FINDINGS
Street Classification
LADOTD provided the statewide functional classification file, and the City-Parish
Open Geographic Information System (GIS) Portal provided access to parishwide street functional classifications*. LADOTD classifies state routes into seven
subcategories for each of the following geographies: Rural, Small Urban Area,
and Urbanized Area. The seven subcategories are Interstate, Freeway, Expressway,
Principle Arterial, Minor Arterial, Major Collector, Minor Collector and Local. The
City-Parish shapefile also classifies all roads into seven categories. These seven
categories are Interstate, Principle Arterial, Minor Arterial, Major Collector, Minor
Collector, Local, Private and Not Specified.
Understanding the functional class of the roads helps planners and engineers
determine the types of applicable facilities and develop implementation strategies.
The selection of bicycle improvements primarily depends on traffic volumes and
operating speeds, which are often implied by the functional classifications within
various land-use contexts. This piece of information provided context to consider
various improvement types when developing the Active Transportation Network.

Functional classification is an ordering system that defines “the part that any particular road or street should
play in serving the flow of trips through a highway network.”
Functional classification categorizes streets according to their ability to 1) move traffic, and 2) provide access to
adjacent properties. Street types under functional classification include “local streets,” medium-sized “collectors,”
and highway-type “arterials.”
*
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Transit Routes and Stops
The Capital Area Transit System (CATS) provides bus service to
residents of and visitors to Baton Rouge. The “Bus Route” and “Bus
Stop” GIS shapefiles were provided by the City-Parish. CATS operates
29 bus lines with 1,722 bus stops, which are mapped out on Figure
3-1. Bus stops are indicators of pedestrian activities, including walking
and crossing.

Advocate staff photo by PATRICK DENNIS
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Figure 3-1. CATS Transit Routes and Stops
(Data Source: East Baton Rouge GIS Portal)
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Demographic Indicators
Bicyclists and pedestrians have different characteristics than
motorized road users. In cases where infrastructure is lacking or
hostile to bicyclists and pedestrians, mere counts may not reveal the
actual demand for such travel needs. The Plan will include study of the
following demographic characteristics to reveal the areas of highest
concentrations of bicycle and pedestrian trips:
•

Population (grouped by age)

•

Households with zero vehicles available

•

Population with poverty status

•

Population with disabilities

The American Community Survey (ACS) 2015 five-year-estimate data
set published by the U.S. Census Bureau was used. The smallest spatial
unit for most variables available is the census block group, which is
determined by the census bureau. Populations with disabilities are
only provided on the census track level.
The total population estimate for East Baton Rouge Parish is 444,690.
213,266 (48 percent) are male, and 231,424 (52 percent) are female.
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According to the ACS, the total number of households in East Baton
Rouge Parish is 169,120. Seven percent (11,888) of the households
in East Baton Rouge Parish have no vehicles available for their daily
transportation needs. 39.4 percent (66,570) of the total households
rely on only one vehicle to access job, food, education, healthcare, and
other resources. These are households in need of and that can greatly
benefit from a safe and connected alternative transportation network.

According to Smart Growth America, “Low-income communities are
disproportionately affected by unsafe streets. In counties where more than 20 percent
of households have incomes below the federal poverty line, the pedestrian fatality
rate is over 80 percent higher than the national average*.”
When the census estimated the poverty status for the population of East Baton
Rouge Parish, the census utilized a total population of 434,995. As shown in Table 3-2,
85,254 (19.6 percent of) people live below the poverty line. Another 9.5 percent of
people (41,570) are struggling right above the poverty line, with an income/poverty
level ratio below 1.5; 62.6 percent of people (272,126) are earning twice the povertystatus income or higher. Transportation and housing are the two highest household
expenditures in the United States among all categories**. In cases of single persons,
transportation expenditures are twice the amount of health-care expenditures, while
for single parents with at least one child under 18, transportation expenditures are
more than three times greater than health-care expenditures.
A focus on improving the ability of traditionally underserved communities to travel
safely and conveniently by walking or bicycling is essential to achieving a balanced,
equitable transportation system that can be used by everyone.

https://old.smartgrowthamerica.org/complete-streets/complete-streets-fundamentals/factsheets/equity
https://www.bls.gov/news.release/cesan.nr0.htm

*

**
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Table 3-2. Income-to-Poverty-Level Ratio in East Baton Rouge Parish
Persons

Percent

Less than 1.0

85,254

19.6%

1.0 to 1.49

41,570

9.5%

1.5 to 1.99

36,045

8.3%

2.0 and above

272,126

62.6%

Total

434,995

Dr
af
t

Income-to-Poverty-Level Ratio

Most workers aged 16 and over in East Baton Rouge Parish (92.5 percent)
are traveling to work by car, truck, or van each day; 82.9 percent of those
commuters drive alone, while the remaining 9.6 percent carpool with
other people. Looking at categories that consist of those commuters who
would be directly affected by improvements to the pedestrian and bicycle
network, 2.1 percent commute by walking, 1.5 percent commute by public
transportation, and 0.4 percent commute by bicycle, for a combined total
equaling roughly 4 percent of total commuters.
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8/20/2019

EBR Demograp

Figure 3-2, a Power BI Dashboard of East Baton Rouge Parish Socio-Economic Data, shows
a snapshot of a demographic dashboard that was developed as a part of the evaluation
of existing conditions. The dashboard provides a quick and simple representation of key
demographic indicators. The dashboard allows the user to drill down into each category
to further analyze subsets of the data to get a clearer understanding of the population
characteristics of East Baton Rouge Parish. This Power BI dashboard
available
for download
Data isSource:
American
Community Survey 2
on the project website, http://www.ebrpedbike.org, on the Resources page.

Pedestrian & Bicycle M

East Baton Rouge Parish D

Category

Population

Attribute



All



444,690



Total Population
Max 5,000
Population by Gender
231,424
Female

3,000

213,266
Male

2,000
Population by Gender and Age
1,500
940
41784

Female Min
under015

58759

Female 15 to 29

42758

Female 30 to 44

57020

Female 45 to 64

31103
City of Baton Rouge, Esri, HERE, Garmin, FA…

Female above 65

43373

Male under 15

58012

Male 15 to 29

40587

Male 30 to 44

49100

Male 45 to 64

22194

Male above 65

Figure 3-2. Power BI Dashboard of East Baton Rouge Parish Socio-Economic Data*
* Researchers at the University of Minnesota found that walking and biking appear to be growing a lot faster than the Census
indicates. More information can be found at https://usa.streetsblog.org/2015/05/15/from-minneapolis-evidence-that-the-censusundercounts-walking-and-biking/.
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Data

East Baton Rouge Parish Demographics

Data Source: American Community Survey 2015 five-year estimates
Category

Attribute

Population
Population by Race

444,690

1.0 to 1.49
1.5 to 1.99

White
Black

Female

Male



Below 1.0

231,424

213,266

All

Income to Poverty Level Ratio

Asian

Total Population
Population by Gender





2.0 and above

Families with Income
= 13.3%
Below Poverty Level

Hispanic or Latino
Yes 4%

Commute to Work by Type of Vehicle
(Workers age 16+)

Population by Gender and Age

82.9%

Drive Alone

41,784

Female under 15

58,759

Female 15 to 29

42,758

Male under 15

58,012

Male 15 to 29

40,587

Female 45 to 64

49,100

31,103

Female above 65

Carpool

43,373

Female 30 to 44

57,020

9.6%

Male 30 to 44

Number of Vehicles per Household
4 Veh
3 Veh

Male above 65

0 Veh

Public Trans. (Bus+Taxi)

0.2%

Motorcycle

0.4%

Bicycle

2.1%

Male 45 to 64

22,194

1.6%

No 96%

1 Veh
2 Veh

Walk

2.7%

Work from Home

City of Baton Rouge, Esri, HERE, Garmin, FA…

1/1
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COMMON BICYCLE FACILITY
DEFINITIONS
The bicycle facility definitions below are included to provide an understanding
of the most widely used types of facilities applied in the development of the East
Baton Rouge Parish bicycle network. When possible, we have attempted to stay
consistent with terminology throughout the document while reflecting preferred
usage for each managing jurisdiction. Additional facility definitions can also be
found in Appendix B – Design Guidelines.

Bicycle boulevards
Bicycle boulevards are a key component of a low-stress bicycle network. They
are typically streets without dedicated bicycle facilities but with low motorized
traffic volumes and speeds. The recommended bicycle network in this master
plan includes many bicycle boulevard routes that enhance connectivity. Bicycle
boulevard routes have wayfinding and route-finding components such as
signage and pavement markings. Compared to other design treatments, bicycle
boulevards require the least amount of roadway space reallocation.

Conventional bicycle lanes
Conventional bicycle lanes are dedicated, striped lanes for bicycle use only.
Bicycle lanes are for one way travel and are normally provided in both directions
on two-way streets and/or on one side of a one-way street.

Buffered bicycle lanes
Buffered bicycle lanes are bicycle lanes with a painted buffer to provide additional
lateral space between bicyclists and traffic or parked vehicles. Typically used
between bicycle lanes and motor vehicle travel lanes to increase rider comfort,
buffered lanes may be provided between bicycle lanes and parking lanes to keep
riders out of the “door zone,” that is, the area next to a parked car into which the
vehicle doors may open unexpectedly. Buffered bicycle lanes provide greater
comfort in areas with higher traffic volumes and speeds.
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Separated bicycle lanes
Separated bicycle lanes are bicycle lanes that are physically separated from
automobile travel lanes and sidewalks using curbs, flex posts, parked cars, or
other barriers. Separated bicycle lanes dramatically reduce rider stress and
increase rider comfort. They are suitable for one-way and two-way travel of
bicycle riders only.

Sidepaths
Sidepaths (also categorized as off-road facilities in this plan) are two-way, multiuse paths adjacent to the roadway that serve both bicyclists and pedestrians.
Sidepaths are separated from the roadway and accommodate a variety of users
for both recreation and transportation. Sidepaths are typically 10- to 11 feet
wide but may be wider depending on the number, type, and mix of users.

Trails
Trails, also known as shared-use paths, multi-use paths, or in some cases,
greenways, are fully separated and independent from the roadway and are
shared by bicyclists, pedestrians, and other non-motorized users. Trails provide
off-road recreation and transportation routes and are an integral part of any
active transportation system.

Greenway
Greenway is referenced in this document as trails on BREC properties.
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TARGETED FIELD WORK
In June 2018, we traveled into the field to review data considered to be inconsistent with the
standard set of facility definitions.

On-Street Facilities
The condition of on-street facilities varies greatly by route. For most routes with bicycle
lanes, the markings are appropriate and in good shape. Bicycle lanes have been implemented
sparingly. Bicycle lanes were evaluated on Goodwood Boulevard from Airline Highway
(U.S. Highway 61 [US 61]) to South Flannery Road, on Sherwood Forest Boulevard from
Florida Boulevard (US 190) to Old Hammond Highway (Louisiana Highway 426 [LA 426]), on
Glenmore Avenue from Claycut Road to Woodside Drive, on Capital Heights Avenue, and on
Brightside Lane.
A significant issue with the bicycle lanes that were reviewed is connectivity, especially when
the bicycle lane terminates. When both the Goodwood Boulevard and Sherwood Forest
Boulevard bicycle lanes terminate, there is no connecting infrastructure. On the west end
of the Goodwood Boulevard bicycle lane, there are (faded) shared-lane markings, but those
markings direct bicyclists to share the road with traffic traveling with a posted speed limit of
40 miles per hour (mph). The east end of the Goodwood Boulevard bicycle lane terminates
at South Flannery Road, a narrow two-lane road with a posted speed limit of 45 mph. When
the Sherwood Forest Boulevard bicycle lane terminates on the north end, it crosses a major
Baton Rouge arterial, Florida Boulevard (US 190), which is a divided roadway with a posted
speed limit of 50 mph. The traffic signal at Sherwood Forest Boulevard and Florida Boulevard
has no pedestrian or bicycle accommodations. On the south end, the bicycle lane terminates
at Old Hammond Highway, a five-lane roadway with a curb and gutter and with no
pedestrian or bicycle accommodations. Further, across Old Hammond Highway, Sherwood
Forest Boulevard transitions to a congested urban boulevard section, which has sidewalks
on the west and east sides of the road to North Harrell’s Ferry Road, where the sidewalks
terminate. Sherwood Forest Boulevard does not have a separate bicycle facility south of Old
Hammond Highway.
The condition of shared-lane markings is another issue. While shared-lane markings, also
known as “sharrows,” are in good condition in lower traffic areas, the sharrows in heavier
traffic areas such as Goodwood Boulevard from Rapides Street to Airline Highway, Highland
Road from South Boulevard to West Parker Boulevard, and 9th Street and 10th Street in
Downtown Baton Rouge are in poor condition. Reviewing these locations not just in the field
but also through Google StreetView, it is apparent these markings have not been refreshed in
many years.
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Figures 3-3 and 3-4 show a comparison of shared-lane markings on East Boulevard from
April 2011 and May 2017. The degradation of the shared-lane markings is evident in these
two photographs.

Figure 3-3. Google StreetView, Shared-Lane Markings, East Boulevard, April 2011

Figure 3-4. Google StreetView, Shared-Lane Markings, East Boulevard, May 2017
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Off-Street Facilities
North Baton Rouge’s Scotlandville area and Mid-City Baton Rouge
have a significant number of off-street trails. Trails are also present
throughout BREC Parks. The conditions of these trails vary by
location.
The most significant off-street system reviewed was the system of
trails in the Scotlandville Parkway Park, which runs in tandem along
Interstate 110 (I-110) from its intersection with Scenic Highway (US
61) and its intersection with Airline Highway (US 61/US 190). The
trails are consistently concrete, ranging from the size of a sidewalk
to wide stretches of paved area under an elevated section of I-110.
While the trails that were reviewed are structurally in fair to good
shape, it was evident there are portions of the paths that have not
been well maintained. Where the Scotlandville Parkway Park trail
system connects to Veterans Memorial Boulevard near the Baton
Rouge Metropolitan Airport, the trail is broken in several places and
grass has begun to grow over the path. Nearby, as seen on Figure 3-5,
the path has become overgrown with trees and shrubbery.

Figure 3-5. Google StreetView, Scotlandville Parkway Park Trail, Emile Street, May 2013
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BICYCLE AND PEDESTRIAN CRASHES
We reviewed crash history for East Baton Rouge Parish and analyzed pedestrianand bicycle-related crashes occurring during a five-year period from 2011 through
2015. Using the crash data, an interactive, dynamic dashboard was developed
for the Plan, which included the most relevant information from the data set to
identify pedestrian, bicycle, and motorist behavior. The dashboard not only provides
information through static charts and maps but also offers the opportunity for
deeper insight on any specific characteristic within the crash data and dynamically
updates the information. A simplified dashboard (excluding the mapping
capabilities) was developed for public access on the project website.

Photo by BIKE BATON ROUGE
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Pedestrian- and Bicycle-Related Crashes
The biggest questions concerning pedestrian- and bicycle-related crashes are, who is
involved, and why, how, when, and where are they happening. The interactive dashboard
answers those questions. As shown on Figure 3-6. A total of 1,303 pedestrian- and bicyclerelated crashes occurred in East Baton Rouge Parish over the five-year period. African
Americans had the highest crash rate (58 percent) among ethnicities, males had the highest
crash rate (66 percent) between genders, and people Ages 36 to 55 had the highest crash
rate (29 percent) among age groups.

Bicyclists and pedestrians were found to be most commonly at fault at a combined total of
55 percent of the crashes.
PEDESTRIAN AND BICYCLIST CRASH ANALYSI
EAST BATON ROUGE PARISH, LA
Ped or Bic Involvement

Number of Crashes

1303

Bicyclists

Pedestrians

At Fault Subject
22%
21%

Unk

Distrac...
32%
15%

Drinking

8%
1%

Other / Unk

Black

Cross / Enter
at int

Failure to Yield

8%

Careless
Operation

Ped / Bic Gender

58%

White

Hispa...

Unk 7%

30%

Other...

Physic...

11%

Ped / Bic Ethnicity

43%

Normal

Veh

N

6%

Disregarded
Traffic Control

Veh

Condition of At Fault Subject

Other...

Unk

S
11%

17%

Ped

Ped

21%

Cross / Enter
Not at Int
Bic

Bic

Action Before Crash of At Fault Subject
28%

34%

At Fault

Indian

0%

36 - 55

29%
23%
21%

13 - 21

0%
0%

F
27%

22 - 35

11%

Asian

Ped / Bic Age

0 - 12
M
66%

56-65

13%
11%

Figure 3-6. Summary of Pedestrian- and Bicycle-Related Crashes in East Baton Rouge Parish (2011-2015)
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Of all at-fault subjects, distraction was the most common condition at 43 percent,
and the most common action of at-fault subjects before crashes was crossing or
entering the roadway when not at an intersection at 22 percent. Most of the crashes
occurred in the afternoon hours (4:00 p.m. to 8:00 p.m.), daylight was the most
common lighting condition at 58 percent of the crashes, and dry surface conditions
were the most common at 92 percent.
Additionally, 11 percent of the crashes involved alcohol and 26 percent involved a
hit-and-run driver. Of the 1,303 pedestrian- and bicycle-related crashes, 62 resulted
in a fatality.
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Fatal Pedestrian- and Bicycle-Related Crashes
Figure 3-7 shows a summary of the 62 fatal pedestrian- and bicycle-related crashes. It
is worth noting that alcohol-related crashes increase from 11 percent when considering
all crashes to 45 percent when considering just fatal crashes. This means that it is 4
times more likely for a fatal pedestrian- or bicycle-related crash to involve alcohol
impairment. Also, most of the fatal crashes occurred during dark conditions (67 percent)
instead of during daylight conditions and from 8:00 p.m. to 4:00 a.m. rather than during
late afternoon hours. However, African Americans still had the highest crash rate (50
percent) among ethnicities, males still had the highest rate (79 percent) between
genders, and people Ages 36 to 55 still had the highest rate (41 percent) among age
groups.
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Figure 3-7. Summary of Fatal Pedestrian- and Bicycle-Related Crashes in East Baton Rouge Parish (2011-2015)
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Additionally, crossing or entering the roadway when not at an intersection was still
the most common action of at-fault subjects before fatal crashes at 31 percent.
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Pedestrian-Related Crashes
Bicycle-Related Crashes
More pedestrian-related crashes occurred in East Baton Rouge Parish (63 percent) than
bicycle-related crashes (37 percent), as shown on Figures 3-8 and 3-9. The difference is even
greater among fatal crashes, with 52 fatal pedestrian-related crashes versus 10 fatal bicyclerelated crashes within the five-year period. Also, the ratio of alcohol-related crashes to all
crashes is 3 times greater among pedestrians (14 percent) than bicycles (5 percent). Most of
the pedestrian-related crashes were at non-intersection locations (74 percent), while bicyclerelated crashes were evenly split between intersection and non-intersection locations.
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Figure 3-8. Summary of Pedestrian-Related Crashes in East Baton Rouge Parish (2011-2015)
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Preliminary Focus Areas
The mapping side of the dashboard was used to aggregate crashes across East Baton Rouge
Parish based on their geographic location. Figure 3-10 presents the bicycle- and pedestrianrelated crash “heat map,” where areas marked in red and yellow indicate a higher number of
crashes occurring in the vicinity. The strongest heat indications occur in the LSU area and
near Baton Rouge General Hospital Mid City Campus, heading west toward Downtown and
heading north toward North Baton Rouge.

Figure 3-10. Heat Map of East Baton Rouge Parish Based on
Pedestrian- and Bicycle-Related Crashes (2011-2015)
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Recent Trends
A review of the last 3 approved years of crash
data (2016-2018) shows an increasing trend
in the number of pedestrian-related crashes.
From 2013 to 2015, East Baton Rouge Parish
experienced an average of 170 pedestrianrelated crashes per year. The last 3 approved
years of crash data (2016-2018) show an average
of 202 pedestrian-related crashes per year. The
number of bicycle-related crashes, however,
has slightly decreased from 99 crashes per year
(2013-2015) to 97 crashes per year (2016-2018)
as it is shown on Figure 3-11.
Of concern, however, is the number of fatal
pedestrian- and bicycle-related crashes in the
last 3 approved years of crash data (2016-2018).
From 2013 to 2015, East Baton Rouge Parish
experienced a total of 31 and 4 fatal pedestrianand bicycle-related crashes, respectively. Those
numbers increased to 40 fatal pedestrian-related
crashes and 11 bicycle related crashes from
2016 to 2018 as shown on Figure 3-12.

Figure 3-11. Pedestrian and
Bicycle Crashes by Year
(2013-2015 vs. 2016-2018)

Figure 3-12. Pedestrian and Bicycle Crashes by Severity (2013-2015 vs. 2016-2018)
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ACTIVE
TRANSPORTATION
NETWORK
DEVELOPMENT
The Plan presents recommendations for improving walking and bicycling conditions
across the parish for people of all ages, abilities, and backgrounds. The planning process
included the development of a recommended bicycle network comprising on- and off-road
bikeways and pedestrian improvement area recommendations that were compiled during
fieldwork and during Plan feedback processes. This chapter describes guiding principles for
development of the network, network structures, and overall network priorities and how
various inputs impacted the final network recommendations.
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GUIDING PRINCIPLES
A high-quality bicycle network should accommodate the wide range
of bicyclists and potential bicyclists in the community. Without an
“all ages and abilities” bicycle network that accommodates the
widest range of riders, all other programmatic elements of a plan
may fail to increase bicycling. No level of programs and policies
related to encouragement, education, and enforcement can overcome
the barrier presented by a disconnected, high-stress network. An “all
ages and abilities” network should therefore separate people biking
from fast moving and high-volume motor vehicle traffic. Off-road
bikeways such as trails and sidepaths must be designed to be ADA
accessible along their routes and at all street crossings.
High-quality pedestrian environments are greatly influenced by
distance and densities. Most people are willing to walk five to 10
minutes at a comfortable pace to reach a destination. The frequency
of roadway crossings, including midblock crossings, can significantly
impact the distance required to walk to access destinations. Higherdensity areas with mixed land-use patterns enhance the amount
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of walking because destinations are more
likely to be located within walking distance of
homes and businesses. The ease with which
pedestrians, including those with mobility
disabilities, are able to traverse a route, as
well as the directness between an origin and
destination, determine overall quality.
Both walking and bicycling infrastructure
should allow for access to destinations without
the need for advanced planning in selecting
a route that avoids sidewalk gaps, major
streets, or street crossings. A high-quality
Active Transportation Network offers riders
multiple choices of routes by which to access
destinations. Designing major streets and
crossings to accommodate easy walking and
bicycling trips will enable this ease of travel.

63

64

East Baton Rouge Parish | Pedestrian and Bicycle Master Plan

BREC’S ROLE IN DEVELOPING
TRAILS IN THE REGION
BREC’s Capital Area Pathways Project (CAPP) is an initiative to
identify routes and build a network of connecting trails and greenways
throughout East Baton Rouge Parish. Development of the CAPP
initiative can be traced to surveys conducted for BREC’s 10-year
strategic plans (in 2004 and 2014) that placed trails at the top of the
public’s facilities wish list. From 2007 to 2010, BREC conducted public
meetings to lay the groundwork for the future trail system.
In the fall of 2007, BREC held meetings and workshops to introduce
the idea of trails to the public, providing information and collecting
feedback for network development. Conceived as a network of linear
parks in the form of greenways, this network would increase livability,
improve connectivity, and promote healthy lifestyles. Later, BREC
held a daylong brainstorming session where the public was urged to
share ideas with BREC planners and identify possible trail corridors
throughout the parish. The results were compiled onto a map to
illustrate existing pathways, potential links, and desirable future trail
corridors. In November 2007, local developer Richard Carmouche
contacted BREC with interest in a joint venture to develop a BREC
pathway along the right-of-way of Ward Creek, adjacent to his
proposed “Grove” commercial/residential development.
In 2008, BREC performed a feasibility study, found the corridor to be
promising, and announced selection of a 2.8-mile corridor along Ward
and Dawson Creeks from Siegen Lane to Bluebonnet Boulevard as
the pilot project for the linear park pathway. It was agreed that BREC
would maintain the concrete path and 4 feet on either side of the trail,
assuming liability within the path right-of-way.
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The original Ward Creek Trail was expanded from the single Medical Mile into the Health
Loop, a 10-mile loop trail that surrounds the facilities of the Health District. BREC planners
began to compile mapping of proposed and existing trail segments, creating a Proposed
Parish Trails Master Plan map that was eventually approved by the BREC Commission on
October 22, 2015. BREC, in the interest of public safety, has located pathways off roadways
and within public rights-of-way such as utility, stream, and drainage corridors. The master
plan illustrates proposed CAPP trails, locates BREC parks, and identifies existing segments
and those being implemented in cooperation with other local organizations (including the
proposed EBRP Loop, Levee Trail, and on-street pathways).
Construction of the initial segments were completed in 2013. Construction of the Health
Loop Trail continues, with portions currently under construction, in design, or reaching
completion. To this point, BREC has completed 22 miles of trail, with 10 more miles in the
design phase, 10 miles entering design phase, and 0.25 mile scheduled for ribbon cutting in
July.

Photo provided by Kathy Stites, BREC
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ANALYSIS OF EXISTING
CONDITIONS
Existing bikeways in East Baton Rouge Parish comprise trails,
sidepaths, bike lanes, and shared-lane markings. The recommended
bicycle network builds off the existing on- and off-road bikeways
for a complete and connected network. All existing bikeways
are incorporated into the proposed bicycle network; some are
recommended for upgrade in order to provide greater safety, comfort,
and connectivity. Planned trails and suggested on-road improvements
from previous plans provided direction in the identification of key
routes.
High-demand areas identified through the latent demand analysis
(Figure 4-1) provided a data-driven understanding of the areas of the
parish where walking and bicycling is most likely to occur. These areas
include those close to trails, parks, schools, and transit stops, areas
with high population and employment densities, and areas with higher
percentages of zero-car households. See the table on Figure 4-1, for
demand factors and weights measuring desire for walking and biking
trips throughout the Parish.
Lastly, existing conditions as they related to network development
were informed by the public, TAC, and Steering Committee. The online
interactive Wikimap collected input from respondents regarding
walking and bicycling habits and behaviors, popular destinations,
challenging routes, and barriers. The TAC, Steering Committee,
and BREC staff provided additional input on key destinations and
important trail alignments throughout the planning process.
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Figure 4-1. Results of the Latent Demand Analysis
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FIELDWORK
Using the study network as a guide, the fieldwork team visited different zones of the
parish and evaluated the pre-identified study network areas. Most of the fieldwork
was conducted by bicycle in order to acquire the best understanding of roadway
and trail conditions. The fieldwork team followed suggested routes provided by Bike
Baton Rouge in order to navigate between the study network areas. This allowed
the fieldwork team to evaluate these additional routes to confirm their potential for
designation as “bicycle boulevards”* in the final proposed network.
During fieldwork, team members measured roadways, recorded the potential for
bicycle facility improvements on roadways with sufficient right-of-way, and noted
design interventions targeting pedestrian and bicycle safety concerns at locations
where high-volume, high-speed roads intersected with quiet neighborhood streets.
The two-person fieldwork teams collaborated on every recommendation, and the
entire team was debriefed at the end of each day. Locations from fieldwork were
entered as points, and comments were noted in the fieldwork app. Figure 4-3 shows
photos taken during the fieldwork.

Figure 4-3. Fieldwork Team Covering over 15 Miles Daily to
Assess On- and Off-Road Bicycling Conditions

*According to the NACTO Urban Design Guide, bicycle boulevards or neighborhood greenways are streets with low
motorized traffic volumes and speeds, designated and designed to give bicycle travel priority. Bicycle boulevards use
signs, pavement markings and speed and volume management measures to create safe, convenient bicycle crossings of
busy arterial streets. Please see Appendix B section 1.3.9 for design details.
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BICYCLE NETWORK DEVELOPMENT
Bicycle Network Development Approach
Safety, connectivity, and continuity of bikeways guided development of the bicycle
network. All existing bikeways were incorporated into the network to maximize
continuity of all bikeways. Roadways with proposed non-specific improvements from
previous plans and studies were assessed for their potential to be incorporated into the
final on-road network. Proposed trails from previous plans and studies were evaluated in
coordination with BREC to determine which were the most feasible or most critical for
addressing the Parish’s trail network vision and goals.
The network was developed to achieve a single connected and strategic network
that meets the needs of the Parish. The first step was to identify conceptual network
structures that could work effectively within Parish context in order to guide network
development. A review of Active Transportation Networks across the country informed
the selection of the most appropriate and strategic structures for East Baton Rouge
Parish.
While the overarching principles remain the same, conceptual network structures can
take many forms. Conceptual network structures, which provide a way to strategically
think about network planning as it applies to varying land uses, development patterns,
roadway networks, and local bicycling visions, allow planners to start thinking about a
network’s purpose and operation.
The main conceptual networks are grouped into the categories illustrated on Figure 4-4.

Figure 4-4.
Bicycle Network
Development Concepts
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Based on development patterns and existing bikeways, a hybrid
of the connected neighborhood network and the spine network is
recommended in order to create a high-quality network that addresses
the Parish’s goals and priorities.
The connected neighborhood network structure will serve local
utilitarian trips, local recreational trips (e.g., to parks), and crosstown
trips to other neighborhoods and employment centers along onroad bikeways and sidepaths. This structure benefits East Baton
Rouge Parish’s large land area and its multiple activity centers and
neighborhoods with local retail.
Major activity centers in Baton Rouge that serve as nodes of the
connected neighborhood network are:
•

Downtown

•

Health centers and hospitals

•

Louisiana State University

•

University Lakes area

•

Commercial cluster under
Perkins Road overpass

•

Southern University and A&M
College

The spine network structure typically follows linear corridors along
largely uninterrupted routes across large geographic areas. Spine
network routes frequently rely on rail, utility, or river corridors, but they
may also be separated on-road bikeways. Because spine network routes
are fully separated from motor vehicle traffic, they accommodate a
wide range of users, including children and seniors. Spine network
connectivity to destinations is often limited, reducing usefulness for
utilitarian trips. Frequent spurs or connections from the spine to the
on-road bikeways can increase access to and from the spine network.
Major spine network routes considered in the planning process include:
•

Trail along Jones Creek

•

Trail along Hurricane Creek

•

Trail along Ward Creek

•

Separated bicycle lane on
North Foster Drive

•

Separated bicycle lane on
Government Street
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Developing OnRoad and Off-Road
Networks
The following table describes
the information considered
while developing the overall
network, along with how each
input relates to the on- and
off-road components. Each of
these inputs was considered
by adhering to the guiding
principles, which inform how
each input is addressed.
It is important to note that
project input and coordination
during refinement of the
network benefitted from two
different groups of client teams
and stakeholders. For the most
part, refinement of the on-road
network was influenced by
LADOTD, City-Parish staff, and
representatives of advocacy
organizations and improvement
districts. Refinement of the
off-road network was primarily
influenced by BREC staff. The
final network was reviewed by all
client teams and stakeholders.
This approach toward network
development encouraged direct
and focused input from the
entities ultimately responsible
for implementing and managing
the facilities. Table 4-1
summarizes all of the input for
the development of the network.

Table 4-1. Inputs in the Network Development Process

Input

Description

Existing
bikeways

Existing trails and existing on-road
bikeways.

Planned
bikeways

Planned on-road improvements (nonspecific) and planned trails.

High-demand
areas

Areas determined through the demand
analysis to have the highest propensity
for walking and biking.

Areas with a high propensity for walking
and biking (as determined through the
Activity centers demand analysis) and additional areas
that could serve as attractors for walking
and biking trips.
BREC
properties

BREC-owned parks and recreation areas.

Crash data

Pedestrian- and bicycle-related crashes
occurring during a five-year period from
2011 through 2015. These data were
used for the development of the Safety
Action Plan.

Wikimap
feedback

Online interactive mapping feedback
collected from the beginning of July to
the end of December 2018.

Bike Baton
Rouge Routes

GIS layers provided by Bike Baton Rouge,
a local non-profit organization. The
layers show recommended comfortable
routes throughout the Parish.

Stakeholder
input

Four rounds of stakeholder feedback in
response to the draft network.
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Relates to
Impact on Network Development
Added connections and extensions to existing bikeways.
Upgraded existing bikeways when possible.
Considered planned bikeways when identifying the direct,
comfortable connections. Some planned bikeways were
excluded from the network after consultation with the project
team.

Input

X

On-Road
Network

Off-Road
Network

X

X

X

These areas required on- and off-road network connections.

X

X

These areas required on- and off-road network connections.

X

These areas required network connections and especially
those that are off-road.

X

X

High-crash areas were addressed with recommendations for
high-quality on-road bikeways.

X

X

These data allowed the project team to develop a thorough
understanding of bicycling habits and behaviors as well as key
barriers to bicycling and major destinations.

X

X

Almost all bicycle boulevard routes are derived from Bike
Baton Rouge recommendations and serve as connectors
to and from higher-class bikeways and, in some cases, to
complete a connection. They are located on quieter, lowvolume neighborhood streets.

X

X

Stakeholder input was critical for identifying additional
barriers to bicycling, identifying necessary neighborhood
connections, and providing input related to project feasibility.

X

X

X
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Bicycle Network Key Statistics
The total mileage of the proposed network is 134.3 miles for
the on-road network and 259.3 miles for the off-road network.
Table 4-2 provides a breakdown of mileage based on the
type of improvements proposed for off-road facilities; Table
4-3 provides a breakdown of mileage based on the type of
improvements proposed for on-road facilities. The map on the
next page shows the proposed Active Transportation Network.

Table 4-2. Mileage Breakdown, Off-Road Facility
Status

Sidepath

Trail

Existing
Proposed
Grand Total

1.3
41.8
43.1

27.9
217.5
245.4

Unpaved
Trail
18.9
18.9

Grand
Total
48.1
259.3
307.4

Table 4-3. Mileage Breakdown, On-Road Facility
Status
Existing
Proposed
Grand Total

Bicycle
Boulevard
59.9
59.9

Bike Lane
14.7
16.5
31.2

Buffered
Bike Lane

Separated
Bike Lane

Sharrows
0.9

14.2
14.2

43.6
43.6

0.9

Grand
Total
15.6
134.3
149.9
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Figure 4-7. BREC Priority Greenway Network Northwestern Area
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Figure 4-8. BREC Priority Greenway Network Northeastern Area
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Figure 4-10. BREC Priority Greenway Network Southeastern Area
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Bicycle Network Considerations
The bicycle network will rely on factors beyond proposed facility types and alignments
in order to ensure it contributes to an “all ages and abilities” experience. For example, the
quality of the network will depend on the quality of the bikeways and the connectedness
of local networks that reduce rider’s need to go out of their way to access a route or reach
a destination. Separation from motor vehicle traffic on roadways with high traffic speeds
and volumes is also critical. The ultimate success of the bicycle network assumes that these
recommended details are implemented.
The following is a breakdown of considerations as they relate to the previously mentioned
guiding principles:

Parish-Wide
•

Speed limits should be lowered where motor vehicles pass through bicycle routes, trail
crossings, and neighborhood networks.

•

Recommended intersection projects are key to making the bicycling and pedestrian
network effective and are applicable at other intersections throughout the Parish.

•

Reference should be made to the design toolkit (Appendix B) for guidance on facility
dimensions and considerations for bicycle infrastructure in response to various roadway
conditions.

On-Road Bikeways
•

There is a strong correlation between the number of miles of major roadway with
bicycling facilities and the number of bicyclists. Communities such as Davis, California,
and Boulder, Colorado, with extensive on-road bikeway networks and greenways and a
high degree of separation between cyclists and motorists have among the highest levels
of bicycle use in the country. Communities with otherwise similar characteristics (e.g.,
climate and terrain) but little infrastructure for bicycles have comparatively little cycling.

•

Bicycle boulevards will facilitate trips within and between activity centers. These routes
will require detailed wayfinding in addition to roadway and intersection treatments in
order to guarantee safe, intuitive bicycling.
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Off-Road Bikeways
•

Several of the proposed trails will serve as spine network routes, facilitating longer
distance trips between activity centers and other destinations.

•

Connection to the Levee Trail is an opportunity that is highlighted and fully activated in
this network.

•

With the Levee Trail, the Comite Bypass, and the proposed trail that runs north-south at
the eastern edge of the Parish. These CAPP-identified projects could provide a complete
bikeway that encircles the Parish, with connections throughout.

•

Sidepaths (shared-use paths that are parallel to a roadway and cross at intersections
within the functional area of a roadway) are used frequently in East Baton Rouge Parish.
Some are not wide enough to be shared by pedestrians and bicyclists. It is recommended
that existing sidepaths be upgraded to the accepted best practice of a minimum of 8
feet in width, with a roadway separation of at least 5 feet.

•

Sidepath intersections should follow the AASHTO Bike Guide standards. The design of
sidepath intersections should follow the same best practices as those used for separated
bicycle lanes.

Pedestrian Crashes
Understanding pedestrian crash locations guided creation of
the study network, which focused the study team’s assessment
of pedestrian infrastructure. Areas with high numbers of
crashes were addressed both with pedestrian improvement area
recommendations and trail recommendations, which target
pedestrians and bicyclists and assume safe, intuitive crossings at
roadways.
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Figure 4-11. Bicycle and Pedestrian Crash Locations

This document and the information contained herein is prepared solely for the purpose of identifying, evaluating and planning
safety improvements on public roads which may be implemented utilizing federal aid highway funds; and is therefore exempt
from discovery or admission into evidence pursuant to 23 U.S.C. 409.
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Chapter 5: Policy and Program Recommendations

POLICY AND
PROGRAM
RECOMMENDATIONS
As part of the existing-conditions task, a review of existing bicycle and pedestrian plans
was completed. This effort included state, local, and regional plans that have active
transportation components generally and a bicycle and pedestrian element more
specifically. In addition, relevant independent policy statements and ordinances were
also reviewed and analyzed. A list of recommended policies and programs are provided
in this chapter.
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The plans reviewed include:
•

Play Street Policy City Code Ordinance, 1951

•

BREC Strategic Plan - trails section, 2014

•

Plan Baton Rouge Phase I, 1998

•

Baton Rouge Lakes Master Plan, 2016

•

Baton Rouge Metropolitan Transportation
Plan Update, 2007

•

CAPP Trails Master Plan, 2015

•

Health District Master Plan, 2015

•

Louisiana Statewide Pedestrian and Bicycle
Master Plan, 2009

•

Downtown Greenway Plan, 2016

•

Non-Motorized Transportation Plan, CRPC,
2009

•

Louisiana State University Master Plan, 2017

•

Complete Streets Toolkit, 2017

•

Plan Baton Rouge Phase II, 2009

•

•

MPO’s Metropolitan Transportation Plan
2037, Chapter 7, Bike and Pedestrian, 2013

FUTUREBR updated transportation section,
2018

•

LADOTD Complete Streets Update, 2018

•

•

•
U.S. Environmental Protection Agency’s
(USEPA’s) Downtown Greenway, Baton Rouge,
•
2013

MOVE2042 Chapter 10 Bicycle and
Pedestrian, 2018
CAPP Trails Initiative PowerPoint presentation

A Road Forward for East Baton Rouge
Parish, A Complete Streets Vision and Policy
Statement, 2014

The Plan and Policy Review (Table 5-1) was developed to provide an easy reference. The
plans are listed vertically, and columns indicate other pertinent information, including the
sponsoring organization, reviewer comments on the plan, and whether the plan addressed
several important bicycle/pedestrian plan elements. These elements include:
•

Connectivity

•

Identification of funding or other
implementation challenges

•

Economic development

•

Environmental protection

•

Goal of increasing ridership

•

Sense of place or community

•

Health aspects of active transportation

•

Safety

•

•

Education

Importance of coordination between
stakeholders
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Table 5-1. Plan Review Matrix
Plan

Organization

Year

Comments

Move 2042‐ Bike Ped Elements
Chapter 10

Capital Region Planning
Commission

2018

Long‐range transportation plan for Baton Rouge Metropolitan Planning Area.
List of prioritized projects in East Baton Rouge Parish. Identifies typical bike/
ped projects, sharrows, lanes, sidewalks, multi‐use paths, and bikeways, not on
road, separated bike facilities. Also includes simple pricing estimates
for bike/ped projects.

2018 Complete Streets
Update

LADOTD

2018

State attainment report on Complete Streets. Agency‐wide
Complete Streets training will be required in 2018.

FuturEBR Transportation
Elements

Planning Commission City of Baton
Rouge, Parish of East Baton Rouge

2017

Many standard best practices and policies established in this document.
Flexible street designs to include all transportation options. Notes that
state’s Complete Streets plan is a multi‐ modal design standard. Specifics
are not outlined at the state level, so jurisdictions can come up with their
own. Context‐ sensitive chart for each character area established in this plan.
Sample street cross sections included.

Complete Streets Toolkit

Baton Rouge Sustainable
Transportation Action Committee

2017

Pilot project in targeted area with high numbers of bike or pedestrian crashes.

Comprehensive & Strategic
Campus Master Plan ‐ Pedestrian
and Bike Circulation Section 3.4

Louisiana State University

2017

Even though there is no bicycling infrastructure, 19 percent of the LSU
community are currently walking or bicycling to work. This section starts
off by noting the potential increase in numbers if bicycling and pedestrian
infrastructure was installed. This section also talks about the safety issues
pedestrians and bicyclists face due to some dated storm management
interventions that predate the pedestrian accommodations. For example, catch
basins located in crosswalks impede foot and bike traffic during a rainstorm.
Crash‐hot‐spot map illustrates known conflict points. Connections into the
surrounding community beyond the campus and improving conditions for
pedestrians also suggested to address the growing off‐campus student
population and encourage them to walk or bike onto campus.

Capital Area Pathways Project
Trails Initiative
PowerPoint

BREC

2017

Presentation on need for a comprehensive master plan. Park user surveys
identified trails is a top amenity. Plan dedicated
$4.2 million for trail construction.

2016

Produced by the Baton Rouge Downtown Development District, primarily a
compilation of images and concepts from other plans. Mostly parks and green
spaces with active transportation lines running through. Includes funding
chart.

2015

Plan emphasizes restoring the lakes for recreation and conservation but
also recommends many separated bike and walking paths with multiple
connections to new bike routes into the parish. Eleven trail heads are included
in the Circulation System plan, which will be incorporated into this process as
network is developed.

Downtown Greenway Plan for
Baton Rouge

Baton Rouge Lakes Master Plan

Downtown Development District

Baton Rouge Area Foundation
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Connectivity

Economic
Development

X

Environmental
Protection and
Conservation

Sense of
Place or
Community

X

Safety

Education

X

Identification
of Funding
Sources

Growing
Ridership

Health
Aspects

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

Coordination Between
Stakeholders: Public
and Agency

X

X

X

X

X

X

X

X

X

X

X

X
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Table 5-1. Plan Review Matrix Cont.

Plan

Organization

Year

Comments

2015

Healthy Place chapter addresses the negative effects of traffic congestion on
health and on the district as a medical center of activity. The “prescription” is
oriented around active transportation and building infrastructure to support
those activities. Proposes building Health Loop Trail and a District
Street Network.

The Road Forward for East Baton
Office of the Mayor-President
Rouge Parish ‐ Complete Streets and the Capital Region Planning
Vision & Policy Statement
Commission

2014

Complete document with suggested interventions to achieve Complete Streets
standards. Specific cross sections are very detailed with characteristics and
priority elements.

EPA Downtown Greenway Baton
Environmental Protection Agency
Rouge LA

2013

Prepared by U.S. Environmental Protection Agency for East Baton Rouge. Maps
and concepts for greenway to run from LSU to Southern. Greenway secured
federal funding in August 2017 and is moving forward.

A Master Plan for the Baton
Rouge Health District

Baton Rouge Area Foundation

Baton Rouge MTP 2037
(Metropolitan Transportation
Plan)

Capital Region Planning
Commission

2013

Discusses the elements of a non‐motorized transportation plan but not
comprehensive. Includes examples for Shared Roadways, Signed Shared
Roadways, Bicycle Lanes (striped, non‐protected), and Shared‐Use Paths.

Play Street Policy

City Code 1951, Title 11, 51: Ord
No. 7323, 10‐26‐83

1983

City Code Section 11:50‐11:51 gives the Planning Commission
the ability to declare a street a “Play street” and limit vehicle traffic to those
who live on the street.

Capital Region Planning
Commission

2009

Uses the policies from the LADOTD State Bike/Ped Master Plan in the same
year, established in support of bicyclists and pedestrians. States that they will
provide bikeways and bicycle accommodation on all projects where feasible
and appropriate. Bike lanes are the “preferred facility” on urban and suburban
arterials and collectors. Paved shoulders on rural arterials.

LADOTD

2009

Non‐Motorized Transportation
Plan

Louisiana Statewide Pedestrian
and Bicycle Master Plan

Established state bike policy with some exceptions and clarifications. Appendix
includes case studies and provides some recommendations to improve
bicyclist and pedestrian experience in targeted areas.

Plan Baton Rouge Phase I

Baton Rouge Area Foundation

1998
updated
2002

Plan Baton Rouge Phase II

Baton Rouge Area Foundation

2009

Baton Rouge Metropolitan
Transportation Plan Update

Capital Region Planning
Commission

2007

Focused primarily on the downtown area and using existing infrastructure.
Creating a 24‐hr pedestrian‐friendly city was stated as a shared community
goal.
Center for Planning Excellence wrote this plan, proposing the Bike Path
connection from Downtown to LSU, which became the Greenway.
“Determine Feasibility of Bicycle and Pedestrian Facilities.”
Includes a prioritized list of bike/ped projects, p 22‐25.
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Connectivity

Economic
Development
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Protection and
Conservation

Sense of
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Community
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X

X

X

X

X

X

X

X

X

X

X
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Aspects

Coordination Between
Stakeholders: Public
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X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X
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X
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X

X

X

X

X

X

X
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Overall, these plans indicate a long-standing
awareness that improving the bicycle
and pedestrian experience in East Baton
Rouge Parish will yield numerous benefits.
While some plans are much more specific
than others, they all point to a desire to
build improved pedestrian and bicycling
facilities. State level policy support for active
transportation provides East Baton Rouge
Parish a sound framework to build their
bicycle and pedestrian network.
Most plan documents focus on one limited
area for a bicycle facility rather than a
comprehensive network vision that connects
East Baton Rouge Parish with bicycling
opportunities. Very early plans, including Plan
Baton Rouge I by the New Urbanism team
Duany+Plater-Zyberk, were first to express
the need for street-calming elements to
divert cut-through traffic from the downtown
area. Plan Baton Rouge I also recommends
pedestrian safety improvements, such as
more visible crosswalk treatments. Later
plans such as FUTUREBR and the USEPA
Downtown Greenway Plan branched out and
provided much more specificity for bicycling
accommodations. A few have cross sections
or examples showing the variety of bicycle
infrastructure that can be implemented.
FUTUREBR Transportation Element, USEPA
Downtown Greenway Plan, and the Complete
Streets Vision and Policy Statement
have the most relevant information for
implementation in East Baton Rouge Parish.
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The Lakes Master Plan developed in 2016 provides not just a plan
to restore and conserve that resource but also envisions separated
shared-use paths for bicyclists and walkers. It established multiple
trail connections that fan out into the Parish, which will be helpful as a
network is developed that will connect to that important destination.
It is worth noting that FUTUREBR and the Complete Streets Vision and
Policy Statement were officially adopted by the Metropolitan Council
and thus have legal standing; Plan Baton Rouge I, Downtown Greenway
Plan, and the Baton Rouge Lakes Master Plan are not officially adopted.
The network is informed not just by the previously mentioned plans
but also by all available best practices established for bicycle facility
design and implementation, as well as documented existing conditions,
current and future land use, and public input gathered through this
plan. Current AASHTO and National Association of City Transportation
Officials guides, LADOTD guidance, and City of Baton Rouge bicycle
facility design standards were used to inform and develop the
network with context-sensitive design solutions and infrastructure
recommendations. The plan resulting from this process will bring
together all existing infrastructure and establish a vision for new
facilities that will provide residents with the safest, most connected,
and most convenient network and expanded opportunities for
transportation options.
Most of the routes currently used by bicyclists and pedestrians in East
Baton Rouge Parish lack the components that are typically found to
make bicycling and walking safer for all users, thereby discouraging
people from converting car trips to bicycling or walking. A new standard
of design has evolved based on studies started by Portland bike chief
Roger Geller and expanded over the last 10 years that indicate that
60 percent of people are “interested but concerned” in changing their
travel mode to one that includes active transportation. The projected
network for East Baton Rouge Parish includes bicycle and pedestrian
facilities, such as shared-use trails, separated bicycle lanes, and
improved intersections, that will make bicycling and walking safe and
easy for everyone.
Based on the review of these existing policies, it became apparent that
some revisions and additions could be made that will enhance and
support the new Plan.
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Vision Statement:
East Baton Rouge Parish will have a safe,
comfortable, and connected bicycling and walking
network, with easy access to local and regional
destinations, providing healthy transportation and
recreation choices for everyone.

Photo from Public Meeting by PROJECT TEAM
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The 5 E’s
The cornerstone of a high-quality network is the acknowledgement that safer walking and
biking routes can best be accomplished through a combination of infrastructure and noninfrastructure projects and programs. Based on a widely accepted instructional model
developed by Roger Bybee, the planning world has adapted this learning structure into what
are collectively known as the “5 E’s”.
Active transportation planning and design is most successful when it touches on each of
the 5 E’s and includes Equity as a prioritizing factor throughout. The 5 E’s are Education,
Encouragement, Enforcement, Engineering, and Evaluation.

Education
is the array of programs that teach people of
all ages how to walk and bicycle safely.

Encouragement
programs get people excited about walking
and bicycling, either by providing incentives
for developing walking and bicycling habits
or by creating a venue for walking and
bicycling, like hosting a “fun run” or 5K race.

Enforcement
programs help deter unsafe behaviors by
people using all travel modes. In certain
contexts, this could be a trail ranger program
where volunteers draw user attention to
inappropriate or unsafe behaviors. In other
places, it may mean having law enforcement
officers create speed enforcement zones
to deter dangerous driving and share
information about the rules of the road.

Evaluation
programs include bicycle and pedestrian
count activities, crash analyses, and
other programs that help communities
develop a sense of progress around active
transportation performance measures.

Engineering
Engineering—with includes the design
and construction of improvements to the
built environment that increase safety and
accessibility for people walking and bicycling.
See the design guidelines (Appendix B) for
a comprehensive review of Engineering
guidance.
As highlighted in the public outreach process,
demand analysis, network development,
and project prioritization of this Plan using
an EQUITY lens when making decisions
about active transportation programs will
improve access to safe walking and bicycling
opportunities for traditionally underserved
communities. It means developing programs
that specifically reach out to and include
voices that tend to be missing from the
planning discourse and responding to
their needs. The 5 E’s as outlined above
are represented in the general policy and
program recommendations that follow.
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Table 5-2. Policy and Programmatic Recommendations
Recommendation

5E’s Addressed

Vision Goals
Addressed

1. Continue to prioritize opportunities to create
a complete transportation network that provides
connected facilities to serve all people and modes of
travel now and in the future. Use project selection criteria
that supports Complete Streets projects.
2. Create a dedicated funding set aside for pedestrian
and bicycle projects. For example, the Puget Sound
Regional Council dedicates 10 percent of its funding from
both the Surface Transportation Block Grant Program
and Congestion Mitigation and Air Quality Improvement
Program to walking and bicycling projects.
3. Provide funding to support local planning for active
transportation and walkable, bikeable, transit-oriented
development. Potential strategies include establishing
a grant program to fund local planning projects that
support active transportation and/or walkable, bikeable,
transit-oriented development. Examples: MWCOG
Transportation and Land use Connections Program, ARC
Livable Centers Initiative.

Education
Encouragement
Enforcement
Evaluation
Engineering

Connectivity

Education
Encouragement
Enforcement
Evaluation
Engineering

Comfort and
Connectivity

Education
Encouragement
Enforcement
Evaluation
Engineering

Comfort and
Connectivity
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

Evaluation

Comfort and
Connectivity

4. Adjust project selection criteria to further prioritize
investments in connected pedestrian and bicycle
infrastructure, pedestrian and bicycle safety, and
walkable, bikeable, transit-oriented development
patterns. In addition, adjust project selection criteria to
de-emphasize auto-oriented projects and development
patterns. Potential criteria include:
•

Project is located on a corridor or intersection with
high pedestrian/bicycle crashes and includes design
elements with a demonstrated potential for reducing
those crashes (e.g., based on crash modification
factors).

•

Project supports walkability/bikeablility in dense,
mixed-use, transit-oriented development, and/or trailoriented development.

•

Project supports regional or local pedestrian/bicycle
network connectivity or access to transit.

•

The project would result in a reduction of vehicle miles
traveled. (If motor vehicle level of service is used as
a project selection criterion, it is recommended that
this criterion be eliminated or de-emphasized, e.g., by
regarding LOS E as adequate in urban areas.)
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

5. Continue support and implementation of East Baton
Rouge Parish’s Complete Streets Policy (adopted 2014).

Education
Encouragement
Enforcement
Evaluation
Engineering

Comfort and
Connectivity

Support continued buildout of Complete Streets by
providing funding, training, technical assistance, and other
resources.
6. Support a Safe System/Vision Zero approach to traffic
safety. Recommended strategies include:
•

Conduct a training (or series of trainings) for municipal
government staff on Safe System/Vision Zero.

•

Support development of Vision Zero policies and
action plans by providing funding, training, technical
assistance, and other resources.

•

Fund a public education and outreach campaign
focused on the safety impacts of motor vehicle speeds
and/or other critical issues impacting pedestrian and
bicycle safety, such as impairment and distraction.

Education
Encouragement
Enforcement
Evaluation

Safety and
Accessibility
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

Education
Engineering

Comfort and
Connectivity

7. Develop guidance resources* on context-appropriate
pedestrian and bicycle design and pedestrian and
bicycle-supportive land-use regulation. Recommended
strategies include:
•

Ensure consistency and compatibility between the new
pedestrian and bicycle master plan and existing CityParish subdivision and land development ordinances
that provide support for connected street networks,
short block lengths, mixed-uses, housing and retail
density, transit access/orientation, pedestrian and
bicycle-accessible site design, and other pedestrian
and bicycle-friendly land-use characteristics.

•

Develop a comprehensive design guide with
visualizations/renderings showing how existing streets
and neighborhoods can be retrofitted to be more
walkable/bikeable, particularly regarding crosswalks at
uncontrolled crossing locations and in transit corridors.

•

Develop a guide on the design and implementation
of trail-oriented development to take economic
advantage of an emerging trail network across the
City-Parish.

•

Ensure enforcement of existing City-Parish ordinance
requiring pedestrian circulation facilities. §13.8 of
the Unified Development Code currently requires
construction of sidewalks along all streets (other than
alleys) when new development is proposed unless an
alternative pedestrian circulation system is approved
by the Planning Commission. Recommend a review
for compatibility with newly adopted Complete Streets
guidance and metrics.

Reference the FHWA Bikeway Selection Guide available as of March 2010 at https://safety.fhwa.dot.gov/ped_bike/
tools_solve/docs/fhwasa18077.pdf
*
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

8. Provide training and technical assistance to support
walkability/bikeability, pedestrian and bicycle safety.
The topics recommended below build off existing CityParish ordinances that require pedestrian facilities, bicycle
accessibility, and provide incentives for public transit
availability. Potential topics include:
•

Use the new pedestrian and bicycle master plan
as a vehicle to refresh training on existing land-use
regulation that supports walking, bicycling, and public
transit.

•

Use the new pedestrian and bicycle master plan as
a vehicle to refresh training supporting the Planning
Commission’s efforts to enforce development
requirements that enable more people to bicycle and
walk safely. Design for pedestrian and bicycle safety.

•

The updated AASHTO Bike Guide (expected in 2020)
and the National Association of City Transportation
Officials (NACTO) Urban Bikeway Design Guide.

•

Innovative pedestrian and bicycle design treatments
(e.g., separated bike lanes, bicycle boulevards, bicycle
priority lanes, shared streets, pedestrian hybrid
beacons, and rectangular rapid flashing beacons

•

ADA guidelines and strategies for creating accessible
street designs.

•

Use the new pedestrian and bicycle master plan as a
vehicle to update training for law enforcement officers
and the public on laws related to safe operation of
bicycles.

Education
Engineering

Comfort and
Connectivity
Safety and
Accessibility
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

Education
Encouragement
Enforcement
Evaluation
Engineering

Comfort and
Connectivity

9. Work to facilitate state and local coordination on
active transportation issues. Recommended steps
include:
• Ensure that the Complete Streets Technical
Committee* with representation from the City-Parish
Department of Transportation and Drainage, the
Planning Commission, BREC, CATS, the Office of
the Mayor-President, and the Police Department,
consistently, with the Complete Streets Citizens
Advisory Committee, review City-Parish transportation
projects for compliance with Complete Streets
standards.
•

Work with LADOTD District 61 office to identify
opportunities to incorporate recommendations of the
Plan into the Systems Preservation program.

•

Set a parish target for pedestrian and bicycle
mode share. Build from FUTUREBR which uses
improvements in mode share as a metric for evaluating
progress on the implementation. See Performance
Measures in the Implementation Chapter for
recommended targets.

•

Hire an active transportation coordinator to increase
emphasis on active transportation projects in East
Baton Rouge Parish and to serve as the liaison with
other municipalities on active transportation issues.

•

Review and incorporate the five-year paving program
with LADOTD to flag/prioritize pedestrian and bicyclerelated improvements.

•

Use the Complete Streets Citizens Advisory
Committee’s required annual progress reports
to monitor and report progress toward active
transportation performance targets.

•

Develop a bicycle and pedestrian wayfinding/branding/
marketing plan.

The Complete Streets Technical Committee is one of two committees to implement the City-Parish’s Complete Streets
Policy according to Business Insider: https://www.businessreport.com/article/metro-council-take-formation-citizen-advisory
committee-complete-streets-policy
*
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation
10. Coordinate review of functional classifications and
provide input to LADOTD on changes necessary to
improve pedestrian and bicyclist safety or implement
bicycle network recommendations in this plan.
East Baton Rouge Parish transportation officials should
review functional classifications and provide input before
the next round of functional classification updates.
11. Coordinate review of speed limits through a parishwide comprehensive vehicle speed reduction study and
collaborate with local stakeholders and LADOTD on
changes necessary to improve pedestrian and bicyclist
safety.
12. Coordinate with transit to improve parish-wide
connections between bus shelters, bus stops, and
medical facilities.

5E’s Addressed

Engineering

Vision Goals
Addressed
Safety and
Accessibility
Comfort and
Connectivity

Engineering

Safety and
Accessibility

Engineering

Healthy
Community

Education
Encouragement

Healthy
Community

Education
Encouragement

Recreational
Choices

13. Develop programs that encourage events related to
active transportation modes
• Implement active transportation programs such as
“walking buddies,” walking challenges, employer
incentives, and hospital collaborations.
•

Encourage the development of Safe Route to School/
Public Places (SRTS/PP) programs (e.g., by funding
an SRTS/PP coordinator that is embedded in a school
district of municipal government).

•

Provide support for International Walk to School Day
(October) and National Bike to School Day (May).

•

Expand support for National Bike to Work Week (May).

•

Expand support for adult and child bicycle safety
classes.

•

Develop adult “learn to ride” classes to include new and
beginner bicyclists as well as “how to ride” as a commuter
for more experienced bicyclists.
14. Publish a parish wide bicycle map to inform the
public of existing bicycle facilities and recreational
destinations.
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

Education
Encouragement
Enforcement
Evaluation
Engineering

Equity

15. Incorporate equity into all aspects of regional
transportation planning, project selection, and
implementation. Recommended strategies include:
•

Allow time and resources (budget) for authentic,
inclusive, and effective public outreach and
engagement for all East Baton Rouge Parish projects,
particularly public outreach and engagement to
historically disadvantaged communities.

•

Engage (pay) local non-profits with an active presence
in historically disadvantaged communities to assist
with public outreach and engagement in those
communities.

•

When establishing existing conditions, supplement
public input with analysis of demographic, crash,
mode/trip choice, and health data focused on
historically disadvantaged communities.

•

To gain a better understanding of historical inequities,
calculate the share of pedestrian infrastructure
funding that has been directed to historically
disadvantaged communities over the past 10 years
and compare to funding for historically advantaged
communities.

•

Develop project selection criteria that prioritize
funding for walking and bicycling projects in
historically underserved communities.

•

Evaluate each transportation planning process based
on equity. Assess both the outcome of the process and
the process itself and collect the necessary data to
facilitate such evaluation.
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Table 5-2. Policy and Programmatic Recommendations Cont.
Recommendation

5E’s Addressed

Vision Goals
Addressed

16. Help develop a culture that supports and encourages
walking and bicycling. Recommended strategies include:
•

Update the city code ordinance that prohibits bicycle
riding in the street if a suitable pathway is available
(City Code 1951, Title 11, § 224). Recommend revision
of this code to allow in-street bicycle riding.

•

Fund an annual Open Streets event.

•

Fund pop-up demonstration projects to build support
for innovative pedestrian and bicycle facilities.

•

Broadly market and grow the CRPC’s Commuter Krewe
to enhance this parish-wide transportation demand
management program aimed at reducing single
occupancy vehicle travel and encouraging sustainable
modes.

Education
Encouragement
Enforcement
Evaluation
Engineering

Recreational
Choices
Safety and
Accessibility
Healthy
Community

•

Feature active transportation more prominently on the
parish website.
17. Collect better data on walking and bicycling.
Potential strategies include:
•

•

Conduct a regional survey to better understand travel
behaviors (e.g., pedestrian/bicycle mode shares for
trip types other than commuting [covered by ACS]
and market segments most likely to be converted to
walking and bicycling).
Enhance the regional pedestrian and bicycle count
program currently run by Capital Region Planning
Commission, to gain a better understanding of
pedestrian and bicycle flows, estimate pedestrian/
bicycle demand, and justify/evaluate future
investments in active transportation. Example:
Delaware Valley Regional Planning Commission.

Evaluation

Comfort and
Connectivity
Equity

Please see additional detailed recommendations on Proposed Ordinance Modifications for
the Baton Rouge Code of Ordinances—Operation of Bicycles and Play Vehicles in Appendix
C. The proposed ordinance changes were drafted by Bike Baton Rouge and reviewed by the
project steering committee and attempt to make local ordinances consistent with state law. The
proposed modifications focus on relevant traffic laws, including bicycling behavior, traffic-control
devices, speed, parking, lighting, and other safe uses of bicycles and play vehicles.
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Chapter 6: Implementation

IMPLEMENTATION
Implementation is at the heart of a plan, and a thorough, well-vetted implementation plan
is key to the ultimate success of the East Baton Rouge Parish Pedestrian and Bicycle Master
Plan. This chapter on implementation looks beyond a traditional planning document and
focuses on transitioning the Plan into practice.
An essential component of any implementation process is understanding how facilities
can be built to the highest standards. See the design guidelines in Appendix B for a
comprehensive resource intended to provide general guidance to City-Parish departments,
design professionals, private developers, and neighborhood groups throughout the Parish.
The guidelines will serve as a resource for promoting clear communication of expectations
regarding the use and quality of East Baton Rouge Parish streets for pedestrians, transit
users, drivers, bicyclists, residents, workers, and business owners.
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During the development of the Plan, voters of East Baton Rouge
Parish approved the half-cent sales tax proposition and funded the
MovEBR Transportation and Infrastructure Improvements Program.
The prioritization of more than 50 MovEBR projects has been released,
along with the locations where traffic signal synchronization and
sidewalk construction projects are currently underway. Additionally,
BREC developed a priority trails and crosswalk projects list. These agency
recommendations are also considered to have available funding and
therefore listed in this chapter as well.
Following the MovEBR priority list and the BREC priority trails
and crosswalks list, this chapter continues with an overview of the
prioritization process and results for the Active Transportation Network
developed in Chapter 4. Barriers, planning-level cost estimates, and
phasing are provided for the Top 10 on-road and off-road projects. The
Plan finishes with recommendations for next steps and considerations for
action items for successful implementation of the Plan.

MOVEBR
The MovEBR Transportation and Infrastructure Improvements Program
is the most significant transportation infrastructure investment in East
Baton Rouge Parish history. In time, the program will deliver less congested
corridors, safer streets, and enhanced quality of life for all residents. The
MovEBR program is proposed to include over 40 new capacity improvement
projects and over 30 corridor and mobility enhancements.
The prioritization of more than 50 MovEBR projects has been released,
along with the locations where traffic signal synchronization and sidewalk
construction projects are currently underway. The following table is the
MovEBR Signal and Sidewalks Prioritization List. The table also includes their
pedestrian and bicycle elements based on review of their concept reports
published as of January, 2020.

Chapter 6: Implementation

Table 6-1. MovEBR Signal and Sidewalks Prioritization List

Project

Bicycle and Pedestrian
Elements

Elm Grove Garden Phase 1 and 2 (Blount to Rosenwald)

Sidewalk

Mullen Drive (Honey to Perkins Road)

Sidewalk

Sherwood Forest (Interstate 12 to Old Hammond)

Shared-Use Path

Sherwood Forest (Coursey to Interstate 12 west side)

Sidewalk

Centurion Avenue (O’Neal to Crossbow)

Sidewalk

South Harrell’s Ferry (O’Neal to Woodlake)

Shared-Use Path

72nd Street (Scenic Highway to Interstate 110; Interstate
110 to Plank Road)

Sidewalk

Bluebonnet (North Mall Road to Bluebonnet Centre)

Sidewalk

Hundred Oaks Bike Path “Hidden Bike Path” (College Drive
Bicycle Path
to Country Club)
Hanks Drive/Landis Drive Phases 2 and 3

Sidewalk

East State Street (Dalrymple Drive to Highland Road)

Sidewalk

Claycut Road (Country Club Drive to South Foster Drive)

Sidewalk

South Acadian Thruway (Baton Rouge Center for Visual
and Performing Arts to Bawell Street)

Sidewalk

Gardere (Burbank to Nicholson)

Shared-Use Path
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All MovEBR projects were prioritized based on a set of criteria:
•

Readiness to Construct – The project has already advanced into the design
and right-of-way process

•

Safety – The project will deliver measurable improvements to safety

•

Congestion Relief – The project offers the largest congestion benefit, both
locally and regionally

•

Complete Streets – The project offers the best opportunities for different
transportation modes including bicycles, transit and pedestrian

•

Quality of Life – The project provides access to public and community space

The first 22 projects that will be moved forward with funding from an initial bond
sale are categorized as Green Priority. The work on these projects is expected to
begin immediately. Some projects will move swiftly into construction and some
projects are expected to move into the construction phase within the next 24 to
36 months.
Another 29 projects are prioritized as Blue Priority and Purple Priority. Blue
Priority projects are expected to start within the next few months and be in
construction within the next 24 to 36 months based on funding availability.
Purple Priority projects will begin as funding becomes available through future
bond sales or other funding sources.
The following table provides a list of MovEBR projects with pedestrian or bicycle
elements and priorities based on a review of their concept reports. The complete
and most updated information about the MovEBR program is available online at
movebr.brla.gov.

Chapter 6: Implementation

Table 6-2. MovEBR Projects with Pedestrian and Bicycle Elements1

Prioritization Project
Ardenwood-Lobdell Connector (BRCC)

Bicycle Lane; Sidewalk

Bluebonnet (Perkins to Picardy)

Sidewalk

College Drive

Sidewalk

Dijon Avenue Phase II (Midway – Bluebonnet)

Sidewalk

Florida Boulevard (Interstate 110 to Airline
Highway)

Sidewalk; Bicycle Lane;
Bicycle Path
Sidewalk or Shared-Use
Path

Groom Road

Green

Hennessy-Perkins Connector

Shared-use Path

Jones Creek Road (Tiger Bend Road to Airline
Highway)

Sidewalk; Bicycle Lane

Midway (Dijon to Picardy)

Buffered Bicycle Lane and
Sidewalk

Nicholson Drive Segment 1 (Brightside to
Gourrier)
North Boulevard (including segment of South
Foster)

Blue

As of January, 2020.

1

Pedestrian and Bicycle
Elements

Bicycle Lane; Sidewalk
Bicycle Lane and Sidewalk
or Shared-Use Path

Pecue Lane (Perkins Road to Airline Highway)

Shared-Use Path

Picardy – Perkins Connector

Shared-Use Path

Plank Road

Sidewalk

South Choctaw (Flannery to Central Thruway)

Sidewalk

Claycut Road

Shared-Use Path; Sidewalk

Hooper Road (Blackwater – Sullivan)

Sidewalk

Jefferson Highway at Bluebonnet Intersection

Sidewalk

Jefferson Highway at Corporate Intersection

Sidewalk

Lee Drive (Highland Road to Perkins Road)

Sidewalk; Bicycle Lane

Mickens Road (Hooper Road to Joor Road)

Sidewalk; Bicycle Lane
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Table 6-2. MovEBR Projects with Pedestrian and Bicycle Elements Cont.

Prioritization Project

Pedestrian and Bicycle
Elements

Nicholson Drive Segment 2 (Bluebonnet to Ben
Sidewalk; Shared-Use Path
Hur)
Old Hammond Highway (Millerville Road to
Sidewalk
O’Neal Lane)

Blue

Perkins Road (Pecue to Siegen)

Bicycle Path; Sidewalk

Port Hudson – Pride Road (LA 964 to LA 19)

Sidewalk (LA 964 to Pin Oak
Subdivision)

Scenic Highway

Sidewalk

Sharp Road

Sidewalks or Shared-Use
Path

Staring Lane Extension (Nicholson Drive to
Burbank)

Shared-Use Path

Terrace Street

Sidewalk

Thomas Road (LA 19 to Plank Road)

Shared-Use Path

Antioch Road (Jefferson Highway to Tiger Bend
Sidewalk; Bicycle Lane
Road)
Shared-Use Path or
Drusilla Lane
Sidewalk
Flannery Road (Old Hammond Highway to
Bicycle Lane; Sidewalk
Florida Boulevard)
Greenwell Street at Airline Highway

Purple

Hoo Shoo Too Road (Jefferson Highway to
Tiger Bend Road)
Nicholson Drive Segment 3 (Parish Line to
Bluebonnet)
Old Hammond Highway (O’Neal Lane to
Florida Boulevard)
Old Hammond Highway (Boulevard de
Province to Millerville Road)
Rollins Road (LA 964 to LA 19)
Tiger Bend Road (Jones Creek Road to Antioch
Road)
Wax Road / Magnolia Bridge Road (Sullivan
Road to Greenwell Springs Road)

Sidewalk
Bicycle Facility; Sidewalk
Sidewalk; Shared-Used Path
Sidewalk
Bicycle; Sidewalk
Bicycle Facility; Sidewalk
Sidewalk; Bicycle Path
Sidewalks
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IMPLEMENTATION OPPORTUNITY —
BICYCLE BOULEVARDS
As identified in Chapter 4, bicycle boulevards (also known as neighborhood
greenways) are established through a series of treatments applied along
streets and at intersections with the intention of prioritizing bicycle through
travel and reducing both the number of through motor vehicles and motor
vehicle speeds. For example, having fewer traffic controls at intersections
reduces the number of times a bicyclist must stop. Through the planning
team’s fieldwork and consultation with Bike Baton Rouge and other
stakeholders, it became evident that bicycle boulevards were desirable, costeffective, short-term opportunities for implementation. The guidance below
provides a snapshot of key considerations when implementing these facilities.
See Appendix B – Design Guidelines for further design details.

Typical Context
Typical context is a residential neighborhood or an area with lowdensity development and limited motor vehicle through traffic.
Bicycle boulevards are often used to provide a connection between
two major travel routes, shortening the travel distance and time.
These connections are usually already established by bicyclists; the
treatments formalize them.

Why Use
• Segments are low-stress alternatives to parallel routes.
• Bicycle network planning shows the benefits of designated
routes to connect two major bicycle routes.
• There are benefits to formalizing an existing route.
• Streetscape and traffic-calming improvements will benefit the
neighborhood.
• Bicycle and pedestrian access to specific destinations will
improve.
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Where to Use
• Areas where there is no or limited bus service and truck traffic.
• Thresholds:
		

- Vehicle speeds of 20 miles per hour (85th percentile)

		

- Average daily traffic of 1,000 (target) to 2,000 (maximum)

		

- 50 to 100 bicycle and pedestrian crossing opportunities per hour

What to Include
• Signs and markings, including regulatory, advisory, and branding
• Speed management features, including bulb-outs, median islands, textured
paving, and chicanes
• Traffic diverters
• Intersection treatments for major and minor crossings, including
		

- Median refuge island (major crossing)

		

- Rapid-flash beacons (major crossing)

		

- HAWKs or half signals (major crossing)

		

- Stop signs (minor crossing)

		

- Neighborhood traffic circles (minor crossing)

• Pavement markings and signs
• Street trees and green infrastructure
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BREC PRIORITY TRAIL PROJECT LIST
BREC has trail projects in different stages of development. Those listed
below have received grant funding. BREC Priority Projects listed below have
a total length of 19.2 miles. These trails projects, combined with MovEBR
projects, when fully implemented will help improve the overall walkability and
bikeability in East Baton Rouge Parish.
The current length of the Health Loop is approximately 3.55 miles and the
future length will be 9.82 miles. Phase 1 of the North South Connector Project,
Downtown to Scotlandville Parkway, is 7.17 miles. Greenwood Trail Phase 2 is
2.21 miles long.
Mapping that indicates the location of the BREC Priority Trails can be seen on
the following page.
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Table 6-3. BREC Priority Greenway Projects

Project

Health Loop

North-South Connector

Description
A 12-mile loop surrounding the perimeter of the Baton
Rouge Health District that is being constructed in segments
of 1 mile or less. This project has been funded via Federal
Highway Administration Recreational Trails Program for
Louisiana (RTPL) grants. It is intended to provide active
recreational routes to BREC parks and public destinations on
pathways that parents can feel comfortable using with their
children.
An approximately 16.5-mile linear route that is intended to
connect the northern and southern portions of East Baton
Rouge Parish through Scotlandville Parkway. Initial phase
funding via a Congestion Mitigation and Air Quality (CMAQ)
grant.
Phase 1 – Downtown to Scotlandville Parkway (at Monte
Sano Avenue) (approximately 6 miles)
Phase 2 – Scotlandville Parkway (at Harding Boulevard) to
Bluffs at Southern University (approximately 2.28 miles)
and Memorial Park to Spanish Town Park/Downtown Baton
Rouge (approximately 0.87 mile)

Greenwood Trail Phase 2

Scotlandville Parkway
Restoration
Thomas Road to Hooper
Road Park

Phase 3 – Downtown to Lakes District (approximately 7.27
miles)
An approximately 2.2 mile trail around the perimeter
and into Greenwood Park. Funded via a Transportation
Alternatives Program (TAP) grant. This trail is intended to
provide safe connecting routes into and around the park
for residents of the area who currently are walking along
Highway19. BREC is currently awaiting availability of TAP
funding for the second phase.
This park is located on either side of Interstate 110 and
consists of approximately 4 miles of bike-pedestrian trail
through rolling terrain along Monte Sano Bayou.
Baton Rouge Zoo to dirt bike trails, an approximately 3.2mile route that will connect Greenwood Park to Hooper
Road Park dirt bike trails.
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BREC Priority Crosswalks
BREC has also identified the proposed crosswalks listed in the table below as priorities
to provide connectivity for BREC’s proposed trail network.
Table 6-4. BREC Priority Crosswalks

Priorities Project

Proposed Crosswalks
One Perkins Place at Kansas City Southern Railroad

1

Health Loop

Perkins Road at One Perkins Place/Kenilworth
Boulevard
Airline Highway at Scenic Highway

2

North-South Connector,
Phase I
•

Scenic Highway at Ontario Street
North18th Street/Jessamine Avenue at Choctaw Drive

Downtown to
Scotlandville Parkway Alamonster Avenue at Hollywood Street

Alamonster Avenue at Evangeline Street
North-South Connector,
Phase II
•

Swann Avenue at Scenic Highway
Connection from
Spanish Town Road to
Swann Avenue at Kansas City Southern Railroad
Memorial Park-19th
St. at Fuqua

•

Scotlandville
parkway-Swann at
Scenic, Swann at KCS
RR

•

Extension to Bluffs at
Southern University

•

Southern University
segment crossings
are Swan to Scotland,
Swan to scenic

3

4

Swann Avenue at Scotland Avenue

Future Projects

19th Street at Fuqua Street

Airline Highway at Woman’s Hospital (at Pecue Lane/
Stumberg Lane) or under Airline Highway (northwest
of Cloverland Avenue)
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Pedestrian Improvement Areas
Pedestrian improvement areas on the following table represent locations identified as
requiring particular attention to improve the safety and comfort of the Active Transportation
Network. Sidewalk conditions could not be assessed parish-wide. Instead, improvement
areas were documented through fieldwork and through feedback processes, which involved
stakeholders, representatives of local jurisdictions, and the public through the online
Wikimap.
Table 6-5. List of Intersections for Pedestrian Improvement
Intersection

Issues

Skip Bertman Dr and Levee Trail (in development)

Missing crosswalks, No curb ramps, High speed traffic

Nicholson Dr and W Chimes St

Missing crosswalks, No curb ramps, Wide crossing, Fast motor
vehicle speeds, End of sidepath

Lee Dr and Sweetbriar St

Missing crosswalks

Glasgow Ave and Palm St

Poorly marked diagonal crosswalk

Highland Rd and Aster St

Missing crosswalks, Missing curb ramps

Perkins Rd and Stanford Ave

Missing crosswalks, Wide crossing, Wide curb radii

Myrtle Ave and S 10th St

Missing crosswalks, Wide curb radii

North Blvd and S 12th St

Wide crossing

Magnolia Dr and Perkins Rd

Doesn’t extend beyond intersection

N 19th St and North Blvd

Missing crosswalks, No pedestrian signal, Wide crossing, Wide
curb radii

Winbourne Ave and Elm Dr

Poor sight lines, No pedestrian signal

Bluebonnet Blvd and Interstate 10 Access Rd

Missing crosswalks, Wide crossing

North Blvd and St. Ferdinand St

Poor sight lines, Wide crossing

North Blvd and N 5th St

Poor sight lines, Transition to greenway, Cars blocking
crosswalk

North Blvd and Maximillian St

Missing crosswalks, Other

North Blvd and N 18th St

Wide crossing distance, Multiple conflict points

Myrtle Ave and Highland Rd

Missing curb ramps, Missing crosswalks

South Blvd and Highland Blvd

Difficult left turn to South Blvd

Main St and 7th St

New crosswalk striping

Swan Ave and Robert Smith Blvd

Missing crosswalks

Goodwood Blvd and Sherwood Forest Blvd

Missing crosswalks, Wide crossing, High motor vehicle volumes

North Street and 7th St

Missing crosswalks, no ADA ramps
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The map provides differentiations between these two levels of assessment. Pedestrian
improvement areas conveyed through fieldwork and external feedback include those related
to dangerous railroad crossings, locations where neighborhood access points are in close
proximity to major roadways, and key intersections near destinations and within activity
centers.
The following table provides a summary of issues and recommendations for 21 intersections
in East Baton Rouge Parish. The recommendations are intended to improve motorized and
non-motorized travel at key intersection points of the network.

Recommendations

Is it a trail
crossing?

Existing Traffic
Control

Install crosswalk, Add curb ramps

yes

2-way stop

Install crosswalk, Install rapid flashing beacon, Add curb ramps

yes

2-way stop

Install crosswalk, Improve markings

no

None

Improve markings

no

None

Install refuge (at least 6 ft. width), Install crosswalk, Add pedestrian
interval, Improve markings

no

Traffic signal

Install refuge (at least 6 ft. width), Install crosswalk, Eliminate RTOR,
Add pedestrian interval

no

Traffic Signal

Install crosswalk, Install rapid flashing beacon

yes

2-way stop

Install protected intersection, Improve markings, Add wayfinding

yes

2-way stop

Install crosswalk, Improve markings

yes

Traffic signal

Install pedestrian signal, Install protected intersection, Add pedestrian
interval

no

Traffic signal

Install traffic signal

no

None

Install crosswalk, Improve markings

no

Traffic signal

Improve markings, Install crosswalk

yes

Traffic signal

Improve markings, Wayfinding from on‐street route; Continue
greenway west

yes

Traffic signal

Widen curb ramp on east side; Add wayfinding to on‐street route

yes

Yield

Improve crossing to get to bike route on Convention

yes

2-way stop

Install crosswalk, Improve markings

yes

2-way stop

Add pedestrian interval, Improve markings

no

Traffic Signal

Install crosswalk, Improve markings

no

Traffic signal

Install crosswalk

no

2-way stop

Install refuge (at least 6 ft. width), Install crosswalk, Improve markings

yes

Traffic Signal
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Figure 6-2. Pedestrian Improvement Areas
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PRIORITIZATION
Bicycle Network Prioritization
Following completion of the proposed bicycle network, a data-driven
prioritization process using the ActiveTrans Priority Tool (APT) was conducted
that provides the Parish with direction on which parts of the network
should be funded and implemented first. The APT is an Excel- and GIS-based
methodology for prioritizing bicycle improvements that was developed by the
National Cooperative Highway Research Program of the National Academies
of Engineering, Science, and Medicine.

The APT allows the project team to choose the most appropriate inputs
that reflect the Parish’s ultimate goals. The tool facilitates transparency by
breaking the prioritization process down into a series of discrete steps, each of
which can be easily documented and explained. The final product can be used
to re-evaluate projects in the future, as political and funding environments
change.
It is important to note that while this data-driven process is essential in
creating a prioritized list of projects, opportunities may present themselves
that stakeholders should take advantage of to implement. MovEBR and other
similar programs will likely impact the priority list in the future.
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Identifying Projects
All segments of the proposed bicycle network were grouped into projects. Project
groupings organize the network into logical pieces that define which segments
should be built at the same time in order to create a complete, connected network.
Network segments are grouped into the same project if they:
•

have the same continuous bicycle facility type along a roadway.

•

form a continuous, valuable connection to either a destination or another bicycle
facility (or multiple facility types).

•

comprise an ongoing planned or branded route or initiative (e.g. Health Loop
projects).

Prioritization Factors
The prioritization factors, which reflect the Parish’s vision for bicycling, were chosen
for both on- and off-road projects. However, the variables and weights assigned
to each factor varied in order to reflect unique characteristics of on- and off-road
bikeways. Tables 6-6 and 6-7 describe the variables, weights, and logic used to
score projects. It should be noted that data from the Safety Action Plan (highrisk link) were used in the prioritization process to emphasize connection to the
pedestrian improvement areas recommended in this Plan. During implementation,
as facilities are designed and constructed, the City-Parish should incorporate
pedestrian improvements recommended in the Pedestrian Improvement Area
Recommendations section and displayed on Figure 6-2.
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Table 6-6. Prioritization Criteria for Off-Road Bikeways
Factor

Potential
Demand

Safety

Variable

Employment Employment density within
density
0.25 mile of proposed trails
Population
density

Population density within
0.25 mile of proposed trails

High-risk
network

Number of times per mile
proposed bikeway is within
0.25 mile of high-risk link

Connects
to existing
on-road
bikeways and
trails
Connects
to proposed
Connectivity bikeways and
trails
Connects to
parks

Equity

How Variable Was Measured

Reasoning

Weight

Privileges trails that
connect to areas with
greater job density
Privileges trails that go
through more densely
populated areas
Privileges bikeways near
road links designated as
high risk

Number of times per mile
proposed trail intersects or
connects to existing on-road
bikeways and trails

Privileges trails that
connect to existing bicycle
facilities

Number of times per mile
proposed bikeway intersects
or connects to proposed onroad bikeways and trails
Number of times a proposed
trail is within 0.25 mile of a
park

Privileges trails that will
have additional bicycle
facility connections in the
future
Privileges trails that
connect to or are near
parks

Connects to
bike share
station

Number of proposed bike
Would privilege bikeways
share stations per mile within that connect to bike share
0.25 mile
stations

Households
in poverty

Percent of households in
poverty within 0.25 mile of a
proposed bikeway

Privileges bikeways that
go through areas with
high rates of poverty

The prioritization evaluation ranked all proposed projects throughout East Baton Rouge
Parish. Table 6-8 (a) and Figure 6-3 show the results of the prioritization of all of the off-road
projects. As a subset of the off-road projects, all BREC Greenway Projects were prioritized
based on their score and listed in Table 6-8 (b). Table 6-9 and Figure 6-4 show the results
of the prioritization of the on-road projects. A full listing of all projects can be found in
Appendix D.

20%

20%

35%

25%
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Table 6-7. Prioritization Criteria for On-Road Bikeways
Factor

Potential
Demand

Safety

Variable

Employment density within
Employment
0.25 mile of proposed
density
bikeway
Population density within
Population
0.25 mile of proposed
density
bikeway
Number of destinations
Destination
per mile within 0.25 mile of
density
proposed bikeway
Crashes
involving
bicyclists
High-risk
network

Connects
to existing
on-road
bikeways and
trails
Connects
to proposed
Connectivity bikeways and
trails
Connects to
transit stops

Equity

How Variable Was Measured

Reasoning
Privileges bikeways that
connect to more job
centers
Privileges bikeways that
go through more densely
populated areas

Weight

20%

Privileges bikeways near
destinations

Privileges bikeways
Number of crashes involving
that make a connection
bicyclists per mile within 150
where crashes involving
feet of proposed bikeway
bicyclists are occurring
Number of times per mile
Privileges bikeways near
proposed bikeway is within
areas associated with
0.25 mile of high-risk link
Safety Action Plan
Number of times per mile
proposed bikeway intersects
or connects to existing onroad bikeways and trails

Privileges bikeways that
connect to existing bicycle
facilities

Number of times per mile
proposed bikeway intersects
or connects to proposed onroad bikeways and trails
Number of transit stops per
mile within 0.25 mile of a
proposed bikeway

Privileges bikeways that
will have additional bicycle
facility connections in the
future
Privileges bikeways that
connect to high-volume
transit stops

Connects to
a bike share
station

Number of proposed bike
Privileges bikeways that
share stations per mile within connect to bike share
0.25 mile
stations

Households
in poverty

Percent of households in
poverty within 0.25 mile of a
proposed bikeway

Privileges bikeways that
go through areas with
high rates of poverty

40%

15%

25%
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Table 6-8. (a) Top 10 Off-Road Projects
Prioritization
Score

Prioritization
Rank

South River Road from Government Street to South Boulevard

694.7

1

Trail from Levee Trail to East Boulevard

478.7

2

Trail from Nicholson Drive to Burbank Drive

440.6

3

423.1

4

418.1

5

Trail from Louise Street to East Polk Street

395.0

6

Highland Road from Terrace Avenue to West Parker Boulevard

391.8

7

Health Loop from Health Loop to Health Loop

381.0

8

North River Road from Hollywood Casino to Dort Street

380.3

9

North Boulevard from South River Road to North Foster Drive

366.1

10

Prioritization
Score

Prioritization
Rank

Independence Boulevard to Florida Boulevard

322.5

1

Levee Trail to Highland Road

264.3

2

Highway 110 to Scotlandville Parkway

250.7

3

Elm Drive to Scenic Highway

243.5

4

Bluebonnet Boulevard to West Parker Boulevard

164.2

5

Greenwell Springs Road to Elm Drive

149.0

6

Dijon Drive to North Street

118.2

7

Greenwood Community Park Trail

110.6

8

Quail Drive to East Lakeshore Drive

105.0

9

Joor Road to Thomas Road

95.2

10

Location

Spanish Town Road, Trail from North River Road to North
19th Street
Downtown Greenway from Spanish Town Road to
Dalrymple Drive

Table 6-8. (b) Top 10 Greenway Projects
Location
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Table 6-9. Top 10 On-Road Projects
Prioritization
Score

Prioritization
Rank

Florida Street from River Road to North 4th Street

701.8

1

East State Street from Highland Road to Dalrymple Drive
Dalrymple Drive from Cubs Circle to Field House Drive (in
development)
Field House Drive from Dalrymple Drive to South Stadium Drive
(in development)
Tower Drive from Dalrymple Drive to Highland Road (in
development)
South Campus Drive from Field House Drive to West Lakeshore
Drive (in development)
North 4th Street and South Ferdinand Street from Main Street to
South Boulevard

629.0

2

577.3

3

552.7

4

477.8

5

400.2

6

389.1

7

Louisiana Avenue from East Boulevard to Eddie Robinson Drive

372.9

8

South Stadium Drive from Nicholson Drive to Tower Drive (in
development)

371.9

9

Saint Joseph Street from North Boulevard to South Boulevard

371.3

10

Location

It is worth mentioning that the Active Transportation Network was developed
in 2018 and approved by the Steering Committee in February 2019. Project
prioritization, phasing, and any subsequent analysis related to implementation were
based on that version of the network. However, the team recognizes the power of the
community and the potential of East Baton Rouge Parish to implement alternative
projects if concerns regarding right-of-way or cost preclude the responsible agency
from implementing the Plan. It is recommended that the Plan be updated regularly.
Further analysis will be required to verify facility recommendations for the network.
Typically, a feasibility study is conducted at the individual project level to determine
design considerations and treatments. Implementation of the proposed network
recommendations should take into consideration the results of additional feasibility
analyses and other relevant studies as the project enters the design/build stage of
the implementation process.
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Figure 6-4. Prioritized On-Road Projects
While prioritization is a critical step in the process, just as critical is to
identify the impediments that could turn a highly valuable project into a
logistical quagmire. To analyze potential impediments, a high-level barrier
analysis was conducted and is discussed in the following section.
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BARRIER ANALYSIS
Following completion of the prioritization evaluation of the proposed Active
Transportation Network, a barrier analysis was conducted to assist in the decisionmaking process for phased implementation of the network. The barrier analysis
utilized automated spatial analysis tools in a GIS environment. The results of the
barrier analysis required further intervention to evaluate potential conflicts prior to
moving into project planning and prioritization.
The barrier analysis was completed in two steps:
1. Identification of the types of barriers.
2. Identification of potential conflicts between the Active Transportation Network
and the barriers.

Barriers
Physical barriers identified for the Plan are:
•

Roadways – Interstate and Principal Arterial Roadways

•

Railroads – Canadian National and Kansas City Southern

•

Electrical Utility Servitude

•

Waterways

Figure 6-5 shows the physical barriers across East Baton Rouge Parish.

Potential Conflicts
The purpose of the potential conflict analysis is to inform the need for further
studies when segments of the proposed network move from the Plan to the design
stage. Using spatial analysis tool Intersect, possible conflicts between the proposed
network and the barriers were identified. It should be noted that there are some
limitations to this method, including the inability to recognize elevated barriers
along with the usual inherent limitations of any automated process. Some conflicts
were counted multiple times if the network alignment and the barrier alignment
were nearly identical. When identified, these duplicate conflicts were removed from
the analysis results.
The Conflict Map (Figure 6-6) provides a high-level overview of where conflicts may
exist on the proposed network. Tables 6-10 and 6-11 list the Top 10 off-road and
on-roads projects, along with the barriers identified in the analysis.
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Table 6-10. Potential Conflicts by Type – Top 10 Off-Road Locations
Priority Rank

Project Name

From

To

1

South River Road

Government Street South Boulevard

2

Trail

Levee Trail

East Boulevard

3

Trail

Nicholson Drive

Burbank Drive

4

Trail

North River Road

North 19th Street

5

Downtown Greenway

Spanish Town Road North 19th Street

6
7

Trail
Highland Road

Louise Street
Terrace Avenue

8

Health Loop

Dalrymple Drive
East Polk Street

Barriers

•

Principal
Arterial

•
•

Water
Railroad

•

Water

•

Principal
Arterial
Railroad

•
9

North River Road

Hollywood Casino

Dort Street

10

North Boulevard

South River Road

North Foster Drive

•
•

Principal
Arterial
Principal
Arterial

Table 6-11. Potential Conflicts by Type – Top 10 On-Road Locations
Prioritization
Rank

Street

From

1

Florida Street

River Road

North 4th Street

2

East State Street

Highland Road

Dalrymple Drive

3
4
5
6

Dalrymple Drive
Field House Drive
Tower Drive
South Campus Drive
North 4th Street and
South Ferdinand Street
Louisiana Avenue
South Stadium Drive
Saint Joseph Street

Cubs Circle
Dalrymple Drive
Dalrymple Drive
Field House Drive

Field House Drive
South Stadium Drive
Highland Road
West Lakeshore Drive

Main Street

South Boulevard

East Boulevard
Nicholson Drive
North Boulevard

Eddie Robinson Drive
Tower Drive
South Boulevard

7
8
9
10

Potential
Conflicts

To

•

Water
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PROJECT PHASING
Prioritization results should be reviewed annually and compared to the available budget to
determine how projects can be implemented in phases. In addition to considering cost when
using prioritization results, other factors should be considered to determine how projects fit
into the Parish’s vision. These may include known community demand for a particular project
or ongoing initiatives and planning processes that already have designated funding sources.
The following describes how these factors were considered to develop an initial phasing
system.

Trails (Off-Road) Project Phasing
Coordination with BREC provided essential information regarding ongoing initiatives and
project feasibility, which helped to determine a phased approach to project implementation.
The phases and approximate timeframes below guided the phasing process. Projects in the
following phases may meet at least one of the corresponding criteria.

Phase 1: 0-10 Years
•
•
•
•
•

Project is already under construction.
Project is approved by most or all responsible entities.
Project has undergone a high-level feasibility assessment.
Project has been included in other extensive planning processes.
Public perception or popularity of the project makes it a high priority.

Phase 2: 10-20 Years
•
•
•

Project still requires more detailed assessments of feasibility.
Project is not yet approved by responsible entities.
Public perception or popularity of the project is not as high.

Vision: 20+ Years
•
•
•
•

Project is within or crosses railroad right-of-way.
Project faces significant engineering challenges due to factors including environmental
impacts, flooding, etc.
Project extents are long, and project should be implemented all at once.
Project is an ideal connection assuming other projects are finished first.
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On-Road and Sidepath Project Phasing
Following the prioritization process, the project team identified a phasing
process for on road and sidepath projects, which ultimately resulted in assigning
projects to one of three phases. Projects represented in the on-road phasing
list are primarily in the City Parish’s and LADOTD’s jurisdiction. Like the off-road
phasing system, the first phase includes projects to build within 0 to 10 years, the
second phase contains projects to build between 10 and 20 years, and the third
or vision phase includes projects to build after Phase 1 and Phase 2 projects are
completed.
Assigning projects to a phase began with the results from the prioritization
process. On road and sidepath projects were organized in descending order by
prioritization rank, and the list that resulted was partitioned into three equal sets
of projects. The highest priority projects were assigned to Phase 1, and the lowest
priority projects were assigned to Phase 3. All projects in between Phases 1 and
3 were assigned to Phase 2. The phases represented above and approximate time
frames guided the phasing process.
Following the initial phasing system, the project team gathered valuable
information from stakeholders, which helped guide refinements to the project
phasing order. The project team considered essential criteria, including
preliminary planning and design information, funding allocation, community and
organizational support, feasibility, and cost, among other elements.
The final on-road and sidepath phasing plan will help guide East Baton Rouge
Parish to implement the highest priority projects first while accounting for factors
outside the data driven prioritization process that are critical to building a highquality active transportation system. The following two figures are maps of the
network symbolized with the proposed phasing plan.
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PLANNING-LEVEL COST
ESTIMATE
Conceptual construction cost estimates for proposed on-road
and off road facility types were developed on a cost-per-mile
basis using LADOTD cost estimating tools. Appropriate bid items
and associated unit costs were selected from the LADOTD bid
history database for critical components of construction and were
applied to estimated quantities for each facility type.
Selected bid items were assumed to represent 80 percent of
the total calculated items that would be required to implement
the facility type; 20 percent was added to estimate potential
additional items. In addition to itemized cost components, an
engineering cost of 15 percent and a contingency cost of 20
percent were added to obtain the total facility cost per mile. For
bicycle-lane, buffered bicycle-lane, and separated bicycle lane
facility types, an added cost per facility was included to account
for non-recurring signs that are required at the start and end
points of the facility.
The cost estimates are facility costs only based on LADOTD
2019 Q1 Bid-Item Costs. The costs do not include preliminary
engineering, right-of-way, utility, contingency, or other costs
incurred with project implementation.
Both the barrier analysis and cost estimates were based on
the network that was developed in 2018 and approved by the
Steering Committee in February 2019. They are intended to
provide indications on the level of complexity and resources
needed to implement the project. A complete project-specific
feasibility study is recommended if any project is moved further
to the project delivery stage. Cost estimates for all stages of a
project lifetime are typically included in feasibility studies.
The estimated costs per mile for proposed facility types are
provided in Table 6-12. The estimated costs for the Top 10 onstreet and off street projects based on this set of unit costs are
provided in Tables 6-13 and 6-14.
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Table 6-12. Facility Cost Per Mile
Facility Type

Elements

Bicycle Boulevard
Sharrows1
Bicycle Lane1

Buffered Bicycle Lane

1

Separated Bicycle Lane1

Sidepath
Paved Trail
Unpaved Trail

Sub Cost
Per Mile1

Pavement
Markings
Signage
Pavement
Markings
Signage

$254

Pavement
Markings

$56

Signage
Pavement
Markings
Plastic
Delineator Posts
Signage
Path
Striping
Path
Striping
Lighting
Path
Lighting

$1

$1
$44
$1

Facility Cost
Per Mile2

Added Cost
Per Facility3

$44

$04

$74

$1.3

$93

$1.3

$124

$1.3

$775

$0

$1.122

$0

$572

$0

$55
$19
$1
$329
$4
$586
$4
$88
$257
$88

1- Treatments for associated facility type are assumed to be applied to both sides of roadway.
2- Facility costs per mile include the total sub costs plus 20% calculated items, 15% engineering, and 20% contingency.
3- For bicycle-lane, buffered bicycle-lane, and separated bicycle-lane facility types, an added cost per facility was included to account for
non-recurring signs that are required at the start and end points of the facility.
4- Numbers are rounded to the nearest thousand.
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Table 6-13. Conceptual Construction Cost Estimate – Top 10 Off-Road Locations
Prioritization
Rank

Project ID

Street

From

1

129

South River Road

Government Street

2

77

Trail

Levee Trail

3

17

Trail

Nicholson Drive

4

33

Trail

North River Road

5

27

Downtown Greenway

Spanish Town Road

6

35

Trail

Louise Street

7

76

Highland Road

Terrace Avenue

8

63

Health Loop

9

99

North River Road

Hollywood Casino

10

34

North Boulevard

South River Road

Table 6-14. Conceptual Construction Cost Estimate – Top 10 On-Road Locations
Prioritization
Rank

Project ID

1

123

Florida Street

River Road

2

78

East State Street

Highland Road

3

12

Dalrymple Drive**

Cubs Circle

4

3

Field House Drive**

Dalrymple Drive

5

13

Tower Drive**

Dalrymple Drive

6

14

South Campus Drive**

Field House Drive

7

32

North 4th Street and
South Ferdinand Street

Main Street

8

49

Louisiana Avenue

East Boulevard

9

11

South Stadium Drive**

Nicholson Drive

10

31

Saint Joseph Street

North Boulevard

In development.

**

Street

From
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To

Project Length
(Miles)*

Proposed Facility
Types

Total Project Cost
(in thousands)

South Boulevard

0.29

Trail

$331

East Boulevard

0.64

Trail

$716

Burbank Drive

0.26

Trail

$295

North 3rd Street

0.16

Trail

$186

Dalrymple Drive
East Polk Street Dalrymple Drive
West Parker Boulevard

1.33

Trail

$1,492

0.80

Trail

$904

2.34

Trail
Trail, sidepath,
bicycle lane

$2,621

13.94
Dort Street

0.26

North Foster Drive

3.06

$12,779
$292

Trail, bike
boulevard, separate
bike lanes

$1,109

* Rounded up to the nearest two decimals

To

Project Length
(Miles)*

Proposed Facility
Types

Total Project Cost
(in thousands)

North 4th Street

0.20

Bicycle Lane

$27

Dalrymple Drive

0.33

Bicycle Boulevard

$14

Field House Drive

0.70

Buffered Bicycle
Lane

$88

South Stadium Drive

0.43

Bicycle Lane

$55

Highland Road

0.63

Bicycle Boulevard

$28

West Lakeshore Drive

0.58

Bicycle Boulevard

$25

South Boulevard

1.05

Bicycle Lane

$132

Eddie Robinson Drive

0.27

Bicycle Boulevard

$12

Tower Drive

0.96

Bicycle Lane,
Bicycle Boulevard

$64

South Boulevard

1.13

Bicycle Boulevard

$50

* Rounded up to the nearest two decimals
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Funding Sources
A crucial component of moving an Active Transportation Network from
the planning stages to the built environment is funding. Funding for active
transportation projects is administered at all levels of government—
federal, state, and local, as well as through private sources. This section
identifies various funding sources and discusses the criteria for projects
and programs. It is important to remember that not all construction
activities must be accomplished using a single funding source. The Parish
should consider pursuing any to all of the following funding avenues to
construct the proposed Active Transportation Network.

Federal Funding Sources
Federal funding is directed through state agencies to
local governments either in the form of grants or direct
appropriations, independent from state budgets. In East
Baton Rouge Parish, federal monies are administered
through LADOTD and through CRPC, the MPO for the
area. Most, but not all, of these programs are oriented
toward transportation, with an emphasis on reducing
auto trips and providing intermodal connections.
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The following is a list of possible federal funding sources that could be
used to support construction of bicycle and trail improvements.
Surface Transportation Block Grant (STBG) Program –
Transportation Alternatives (TA)
The STBG provides an opportunity for states, counties/parishes,
and municipalities to develop projects to preserve and improve the
conditions and performance on any federal-aid highway, bridge, or
tunnel project on any public road, pedestrian or bicycle infrastructure,
or transit capital project.
More information is available at https://www.fhwa.dot.gov/
specialfunding/stp/
Better Utilizing Investments to Leverage Development (BUILD)
Transportation Discretionary Grants
The BUILD Transportation Discretionary Grant program allows the
USDOT to invest in road, rail, transit, and port projects that are aligned
with national objectives. Eligibility requirements for BUILD grants
allow applicants at the state and local levels access to funding for
multi-modal, multi-jurisdictional projects that typically do not receive
funding through more traditional USDOT programs.
More information is available at https://www.transportation.gov/
BUILDgrants
Congestion Mitigation and Air Quality Improvement Program (CMAQ)
According to the USEPA, East Baton Rouge Parish is a maintenance
area for ozone, which makes it eligible for funding through the CMAQ.
CMAQ provides funding for projects that reduce transportationrelated emissions, which includes active transportation facilities.
More information is available at https://www.fhwa.dot.gov/fastact/
factsheets/cmaqfs.cfm
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Highway Safety Improvement Program (HSIP)
The HSIP is dedicated to reducing the number of traffic-related fatalities
and serious injuries on all public roads across all modes of travel. The
HSIP requires a data-driven, strategic approach to qualify for funding, and
projects requesting funding must align with the State’s Strategic Highway
Safety Plan. According to 23 U.S. Code (USC) 148(b), a highway safety
improvement project includes projects that involve:
•

An improvement for pedestrian and bicyclist safety or safety of persons
with disabilities

•

Installation of yellow-green signs and signals at pedestrian and bicycle
crossings and in school zones

•

Pedestrian hybrid beacons

•

Roadway improvements that provide separation between pedestrians
and motor vehicles, including medians and pedestrian crossing islands

Some of the well-known programs that funds pedestrian and bicycle safety
improvements, such as the Safe Route to Public Places Program (SRTPPP),
are funded by HSIP. More information is available at https://www.fhwa.dot.
gov/fastact/factsheets/hsipfs.cfm
Federal Transit Administration (FTA) Grants and Programs
Most FTA funding can be used to fund bicycle and trail projects “that
enhance or are related to public transportation facilities.” According
to the Final Policy Statement on the Eligibility of Pedestrian and
Bicycle Improvements Under Federal Transit Law, published in the
Federal Register on August 19, 2011, an FTA grantee may use any
of the following programs under Title 49, Chapter 53, of the USC to
fund capital projects for pedestrian and bicycle access to a public
transportation facility:
•

Section 5307 Urbanized Area Formula Program

•

Section 5309 New Starts and Small Starts Major Capital
Investment Programs

•

Section 5309 Fixed Guideway Modernization Program

•

Section 5309 Bus and Bus Facilities Discretionary Program

•

Section 5310 Enhanced Mobility of Seniors & Individuals with
Disabilities

•

Section 5311 Non-Urbanized Area Formula Program

•

Section 5311 Public Transportation on Indian Reservations

More information is available at https://www.transit.dot.gov/grants
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Recreational Trails Program (RTP)
The FHWA RTP is a federal-aid assistance program to help States
provide and maintain recreational trails for both motorized and nonmotorized recreational trail use, including hiking, running, wheelchair
use, bicycling, and in-line skating.
The RTP for Louisiana is administered by the Louisiana Office of
State Parks, Division of Outdoor Recreation, and provides funding for
recreational trails in both urban and rural areas throughout the state.
A 20 percent match from the parish or municipality is required to
utilize this funding source.
More information is available at https://www.crt.state.la.us/louisianastate-parks/grant-opportunities-for-outdoor-recreation/recreationaltrails/index
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State Funding Sources
There are currently no State-generated
funding sources to implement pedestrian
and bicycle infrastructure in the state of
Louisiana. Federally funded programs
are administered by LADOTD, which may
provide local match funding for incidental
bicycle and pedestrian projects as part of its
Complete Streets Policy.
The State’s capital outlay budget has also
historically provided funding for certain
bicycle and pedestrian projects.

Local Funding Sources
Local jurisdictions have various options for funding pedestrian and
bicycle improvements. The first option is for a municipality to dedicate
a portion of its general funds to support the costs of upgrading and
maintaining the non-motorized transportation network. Likewise, local
governments can issue general obligation bonds, which require a voter
referendum. Special assessment districts, tax increment financing,
impact fees, and dedicated sales and property taxes can also be local
sources of funding for bicycle and pedestrian facilities. In addition,
developers can be encouraged to integrate bicycle and pedestrian
facilities into new developments.

MovEBR
MovEBR is an initiative to get people moving again in East
Baton Rouge Parish by building new roads, sidewalks, and traffic
management in the Parish. The MovEBR tax proposition was approved
by voters in December 2018. It dedicates $68 million for “community
enhancement” projects, $10 million of which is for ADA projects and
$49 million of which is for a “call for projects.” The list of projects is
available online (https://www.arcgis.com/apps/MapSeries/index.
html?appid=d815ccd0c85642719efef32ac0e127d6) The City Parish
has officially adopted the Complete Streets Policy; therefore, many of
the proposed projects could incorporate new sidewalks, bicycle lanes,
and pedestrian crossings at intersections.
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Private Funding Sources
Many communities have solicited
greenway funding assistance from private
foundations and other conservationminded benefactors. This section provides
several examples of private funding
opportunities that may be available.

The PeopleForBikes Community Grant Program
The PeopleForBikes Community Grant Program provides funding for
important projects that build momentum for bicycling in communities
across the U.S. These projects include bicycle paths and rail trails,
mountain bicycle trails, bicycle parks, BMX facilities, and large-scale
bicycle advocacy initiatives. The fall of 2019 grant cycle will only
provide support for bike parks and pump track projects. Information
for the future schedule of grant cycles can be found here: https://
peopleforbikes.org/our-work/community-grants/
The Robert Wood Johnson Foundation
The Robert Wood Johnson Foundation was established as a national
philanthropy in 1972, and today it is the largest U.S. foundation
devoted to improving the health and health care of all Americans. Its
grant programs have three aims:
1. Discover and explore
2. Spread model innovations
3. Research and evaluate
The foundation has funded a wide range of projects that have
included pedestrian and bicyclist focus, including developing the
Complete Streets Policy, improving trails, studying the effects of
bicycle boulevards, creating bicycle-friendly environments, and
developing a regional bicycle/pedestrian network.
More information is available at https://www.rwjf.org/en/how-wework/grants-explorer/funding-opportunities.html
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Local Trail Sponsors
A sponsorship program for trail amenities allows smaller donations
to be received from both individuals and businesses. Cash donations
could be placed into a trust fund to be accessed for certain
construction or acquisition projects associated with the greenways
and open-space system. Some recognition of the donors is appropriate
and can be accomplished through the placement of a plaque, the
naming of a trail segment, and/or special recognition at an opening
ceremony. Types of gifts other than cash could include donations of
services, equipment, labor, or reduced costs for supplies.
Corporate Donations
Corporate donations are often received in the form of liquid
investments (e.g. cash, stock, bonds) and in the form of land.
Employers recognize that creating places to bicycle and walk is one
way to build community and attract a quality work force. Bicycling
and outdoor recreation businesses often support local projects
and programs. Municipalities typically create funds to facilitate and
simplify a transaction from a corporation’s donation. Donations
are mainly received when a widely supported capital improvement
program is implemented. Such donations can improve capital budgets
and/or projects.

PERFORMANCE MEASURES
To assist in project prioritization and implementation, performance
measures need to be established. These performance measures will also
evaluate appropriate facility types and track project success over time.
Using a set of active transportation performance measures, East Baton
Rouge Parish can evaluate and adopt policies and plans to implement
projects that enhance safety, mobility, equity, and accessibility.
The following general recommendations provide a framework for the
Parish to begin charting its progress. These measures should be revisited
on a regular basis as new plans and priorities shift throughout the life of
this Plan.
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Key Measure - Multimodal: Establish bicycle and pedestrian mode share goals of
2 percent for 2025 and 4 percent for 2030. See current mode share data below
from a report on the 2017 American Community Survey Data by the League of
American Bicyclists.
City: Baton Rouge, Louisiana
Population: 225,370
Percentage of commuters who bicycle: 0.8 = 1,803
Percentage of commuters who walk: 1.9 = 4,282
Table 6-15 shows cities with different types of bicycle networks and their related
mode-share goals.
Table 6-15. Modal Split Goals of Various Cities Across the United States
Network
Types

Expected Users

Low
Stress

Interested, but
Concerned,
Somewhat
Confident, Highly
Confident

Basic

Somewhat
Confident

TrafficTolerant

Highly Confident

Percent of
Potential
General Public Bicycle Mode
Accommodated
Share

United States
Examples1

5% to 50%

Davis, California: 16.6%
Boulder, Colorado: 9%
Portland, Oregon: 6.3%

9% to 16%

2% to 3%

Tucson, Arizona: 2.6%
Philadelphia,
Pennsylvania: 2.2%

4% to 7%

1%

Numerous Examples

60% to 72%

1- American Community Survey, 2016, 1-year estimates
Note that neighborhoods within cities often see larger bicycle mode share than city-wide numbers indicate.
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Below is a set of active transportation performance metrics developed by the Complete
Streets Citizen Advisory Committee and adopted in 2018. This plan recommends adopting
and building from these metrics as the City-Parish moves toward implementation.
Table 6-16. Complete Streets Metric-Infrastructure
Goals
Improve
Mobility

Metrics
Multimodal
Facilities
User Comfort
Mode Share

Safety

Safer Facilities
Crash Data

Access to
Transit Quality
education
and Reliability
and
User Comfort
employment

Provide safe
routes for
children

Multi modal
Facilities

Objective
1.1 Increase percentage of ADA-compliant sidewalks.
1.2 Increase percentage of ADA-compliant intersections.
1.3 Increase percentage of facilities per mile:
Bicycle lanes
Shared-use paths
Sidewalks (new and improved)
1.4 Increase percentage of contiguous miles of facilities.
1.5 Increase percentage of tree canopy along streets.
1.6 Decrease physical obstructions to pedestrians and cyclists,
e.g. vegetation, debris. (Reaction time to complaints and rate
of complaints)
1.7 Increase percentage of trips made by pedestrians and bicyclists
in specified areas.
2.1 Increase percentage of streets meeting IES lighting standards.
2.2 Increase bicycle and pedestrian facilities within 0.25 mile of
transit routes.
2.3 Increase protected railroad-crossing facilities and preserve existing.
2.4 Decrease bicycle and pedestrian serious injuries per mile of
facilities available.
2.5 Decrease bicycle and pedestrian fatalities per mile of facilities
available.
3.1 Increase on-time performance to peer agency standard.
3.2 Decrease travel times for major origin/destination points to
50 minutes.
3.3 Increase percentage of transit stops that are ADA compliant and
feature amenities such as shelters, lighting and maps.
3.4 Increase availability of first mile/last mile connections (e.g. bike share
facilities, ride share).
4.1 Increase percentage of schools, community centers, libraries
and parks with pedestrian facilities within 1 mile.
4.2 Increase percentage of schools, community centers, libraries, and parks
with bicycle facilities within 2 miles.
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Development
Partners
BREC
DTD
DDD
LADOTD
LSU
SU

Source Data
311 System
CRPC
IS

Access: Share of population living within
0.5 mile of a constructed component of
the on-road or trail network.

CATS
LADOTD
DTD
Law enforcement

CRPC
IS

CATS

CATS
CRPC

BREC
EBRPSS
EBR Library
DOTD
DTD

Upon adoption of the plan and in
cooperation with the Complete Streets
Citizen Advisory Committee, project
owners and key stakeholders should
further refine these metrics considering
performance measures in the following
areas:

Equity: Share of low-income residents,
share of zero-vehicle households, schoolaged children, and seniors living within
0.5 mile of a constructed component of
the on-road or trail network.
Health and Safety: Reduce bicycle- and
pedestrian-related fatal and injury crash
rates in East Baton Rouge Parish.
Education: Track the number of available
active transportation programs,
participation in these programs, and level
of staff training.

IS

Infrastructure: Increase grant
applications for bicycle and pedestrian
projects in East Baton Rouge Parish and
BREC.
Certification: Position East Baton Rouge
Parish to progress through the officially
recognized Walk and Bicycle Friendly
Community certification programs.
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NEXT STEPS
The mere presence of a Plan for improving the walking and bicycling
environment does not ensure success. It is a key starting point on the journey
to develop an Active Transportation Network that is efficient, effective, and
equitable to all citizens of East Baton Rouge Parish and the region. Key
stakeholders and champions are crucial to plan development. This section
focuses on key implementation considerations and action items that can bridge
the gap from the vision of the Plan to the reality of a built active transportation
system.

Capitalizing on Trails and Active
Transportation
For East Baton Rouge Parish, investments in bicycling and walking can have
significant benefits for businesses, commercial districts, homeowners, and
customers. Walkability is associated with higher home values; bike share attracts
customers to local businesses; trail users spend money on equipment, apparel,
and food; and employers are vying to locate in walkable and bikeable cities.
In particular, trails are increasingly catalysts for economic revitalization. “Trails
consistently remain the Number One community amenity sought by prospective
homeowners,” according to the National Association of Homebuilders. As such,
one of the most innovative applications of this new wave of thinking involves the
promotion of trail-oriented development. This concept is an emerging planning
tool that seeks to combine the active transportation benefits of a trail with
the revitalization potential associated with well designed and well-managed
urban/regional parks to help create more livable communities. Trail-oriented
development draws obvious inspiration from the transit oriented development
(TOD) concept. TODs have a proven track record of economic success. In
much the same way that TODs aim to build places where people can live,
shop, and travel from a string of centralized community centers, trail-oriented
development aims to provide a network of local business and housing choices
within a web of safe, enticing trails. As plan implementation begins, using an
economically beneficial construct for developing an active transportation and
trail system demonstrates the viability of this public investment.
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Management and Maintenance of a
Growing Trails System
A community with trails and greenways needs to invest over the long term in a
quality operation, maintenance, and stewardship program – these elements are
essential to the safe use, enjoyment, and long-term success of any trail. Trails
are one of many visible public investments that should be viewed as an essential
asset to East Baton Rouge Parish. A well-maintained asset is fundamental to
ensuring usability over a long period of time.
Successful trail systems across the nation provide staff and resources to manage
and operate the trails that cross their communities. Successful trail operation
programs focus staff and volunteers on visitor services, patrol, maintenance
tasks and long-term care and rehabilitation of trail facilities. Trails that are not
monitored and maintained can easily fall victim to neglect and activities that are
a detriment to the communities that host them.
Key components of a coordinated approach to trail-oriented operations include
the following:
•

Staff and funding should be allocated for routine trail inspections and
maintenance. This includes mowing, trash pick-up, pruning, graffiti
abatement, weed control (focused on weed growth through the trail) and
routine detailed inspections.

•

Trails used for transportation purposes should receive focused attention as
the users of these trails are reliant on the system to get to work, school, or
other vital destinations such as health clinics.

•

Capital projects should include a trail-oriented line item with funds
allocated for major maintenance and repairs, such as trail resurfacing or
bridge replacements, that have already been identified, and on short term
construction projects to improve the system.

•

Park Police should be integrated into trail-focused operations to ensure
that coordination of patrol duties and information continue to occur. Crime
needs to be understood based on what segment of which trails it occurs
so patrols, as well as additional maintenance and programming, can be
focused there.

•

Trail-oriented funds and staff should be allocated to trail planning,
acquisition, construction, and maintenance activities to ensure positive
progress in building out the future trail system.
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All trails should be routinely maintained to the highest standards. This is
especially important for trails used for transportation purposes. Maintenance
activities should prioritize usability and safety. Trail maintenance should include
the quick removal of any obstructions such as fallen trees, and maintenance
activities should minimize disruptions. Elements such as lighting should be kept
in working order and routine and remedial maintenance should be prioritized.

Management Plan
Trail management addresses public safety, user experience, fiscal responsibility,
and partnership coordination. The purpose of a management plan is to establish
an official document which defines the specific use, treatment, and protection
for a publicly owned trails system. A management plan should identify valuable
resources; determine compatible uses for the greenway right-of-way; determine
administrative needs, such as maintenance, security, and funding requirements;
and recommend short-term and long-term action plans for the treatment and
protection of the trails system.

Sample Guiding Principles for Developing a Successful
Management Program
•

Good maintenance begins with sound planning and design

•

Protect life, property and the environment

•

Promote and maintain a quality outdoor recreation experience

•

Update management plan annually

•

Maintain quality control and conduct regular inspection

•

Coordinate design review and on-going management with field crews, police
and fire/rescue personnel

•

Maintain a responsive public feedback system

•

Cooperate with adjacent properties

Management and Administrative Concerns
Liability and public safety*

Volunteer coordination

ADA compliance*

Record keeping

Funding

Education and interpretation

Partnerships and PR

Law enforcement

Trail program budget development

Employee training
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Highlights of Management Concerns
Liability and Public Safety
Safety is central to all maintenance operations and is the single most
important trail maintenance concern. Trail managers can avoid issues
of liability by implementing robust trail maintenance program that
reduces risk of harm to users. Written protocols should be established
for trail inspection, maintenance, and reporting. When incidents do
arise, trail managers should document the event and address immediate
maintenance issues. Trail etiquette signage establishes expectations for
people using the trail and can include disclaimers of liability.
ADA Compliance
Active management is necessary to maintain ADA compliance. Surface
discontinuities, trail obstacles such as vegetation overgrowth or debris,
and trail closure, impede ADA access. Resolve trail blockages in a timely
manner, provide alternate routes to accommodate pedestrian traffic, and
conduct walk and bike audits to assess accessibility. It is legally required
to account for ADA access, and maintaining ADA access ensures that
trails are accessible to and usable by the whole community.

Community Support and Partnerships
Several agencies will perform tasks within the BREC Greenway trail rights of
way. The City Parish, contractors, other government agencies, and utility and
communication companies may have the right to make repairs and install
equipment in public trail corridors. It is essential that all workers within the trail
corridor, both BREC and others, be oriented to the presence of trail users and
be considerate of their needs and limitations. It is recommended that BREC
establish cooperation through MOUs to maximize safety for trail users and
consider inclusion of a training course for agencies who use vehicles or perform
maintenance within trail corridors, outlining safe behaviors and interactions
with pedestrians and cyclists.
Trail projects are most successful when there is a local citizen support
organization that assists with a variety of tasks including advocacy, public
outreach, funding, maintenance, and management. Community support groups
can take on many different forms and functions, but the most common are:
•

Public agency supported advisory boards/committees - such as the
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Compete Streets Citizen’s Advisory Committee, the Capitol Region Planning
Commission TAC Committee, STAC Committee
•

Public agency supported non-profit organizations/businesses/corporations/
Healthcare providers

•

Coalitions - including the City Parish, BREC, and bike ped groups such as the
Capitol Region Transportation Safety Coalition (the local “Destination Zero”
group)

•

“Friends of” non-profit groups – such as “Friends of BREC Greenways”

The project team recommends a dedicated non-profit group that would
share fundraising and management responsibilities with BREC. The quickest
way to develop support for trail projects is to use existing organizational
infrastructure: the Green Force Program consists of a group of volunteers
trained by BREC conservation staff. Green Force members currently assist
with preventive maintenance of primitive trails in BREC conservation areas,
biodiversity surveys, conservation programming, and invasive species removal.
Volunteer workers are approved to use hand tools, such as saws and loppers,
but not power equipment or mowers. Maintenance such as mowing, trail repair,
or tree removal must be performed by BREC staff or contract professionals.
It is possible that interested members of Green Force and Bike BR may be
recruited to assist with BREC’s trail monitoring program. GIS software
currently utilized to record horizontal positioning of primitive trails could be
enhanced with georeferenced photos to record trail conditions and alert staff
of the existence and location of potential urban trail problems. Monitoring
surveys should be designed to contain inspection criteria: the condition of
the trail, a survey of vegetation in the trail vicinity, the existence of debris on
the path surface, the condition of furnishings and amenities, the condition of
signage, and evidence of erosion or graffiti. Monitoring should be completed
after construction to establish a baseline, annually at a minimum afterward, and
following severe weather events such as hurricanes or floods.
In the future, BREC will form a “Friends of BREC Greenways” group, dedicated
to funding design, construction, operation, and maintenance of BREC trails. The
“Friends” group will assign volunteers a section of trail to monitor and perform
light maintenance (using hand tools) or litter control on a monthly basis. To
avoid duplication of efforts, BREC will partner with the City Parish to maintain
trail facilities and will request donations from businesses and corporations to
fund maintenance of larger trail routes.
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Maintenance Plan
BREC owns and maintains 59 miles of trails. It is recommended that BREC
adopt standardized trail maintenance guidelines to manage costs and provide a
safe, efficient and uniform trail system to the public. Maintenance involves both
the trail infrastructure and the environment around it, both of which can greatly
impact the safety and the perception of safety for users. Maintenance should
also protect natural resources by addressing erosion/drainage impacts and
water quality.

Common maintenance issues: significant
flooding of a low-lying trail (top left), wet
leaves create a fall hazard for bicyclists (top
right), graffiti on a trail section (bottom left).
Photos: Toole Design Group.
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Routine Maintenance
Routine maintenance is regularly scheduled maintenance activity that provides
a safe environment and reduces long-term costs. Maintenance done on a
scheduled basis creates predictability for users and volunteers. Trail inspections,
a key element to routine maintenance, are opportunities to document issues
and provide a baseline for determining future maintenance costs. Inspections
can also help track maintenance response rates, which when analyzed and
addressed, can lead to a more efficient maintenance system. Documented
inspections and responses are also important to risk management and
addressing potential liability.
Weekly Maintenance
Weekly routine maintenance addresses safety issues and maintains the natural
beauty of the trail. Issues such as encroaching vegetation can impede trail
users, reduce visibility, and damage trail surfaces. Any trash left by other trail
users can deter from the trail user experience. Consider a carry-in/carry-out
policy where trash cans are not provided, and the public is asked to remove any
trash generated.
Weekly maintenance tasks may include:
•

Trail sweeping

•

Weed control

•

Trash removal

•

Trail edging

•

Tree and shrub pruning

•

Graffiti control

•

Mowing of vegetation

•

•

Weed and dust control

•

Scheduling maintenance tasks

Minor repairs/replacements (e.g.
crack sealing, filling potholes,
handrail repair)
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Utilizing Utility Corridor Rights-of-Way
With the right agreements in place, East Baton Rouge Parish, BREC, and utility companies can
make natural partners. Trails and utilities both rely on long, linear corridors—often in areas
where such real estate is scarce and in high demand. Examples from Florida to Washington
State show that trails and utilities can share corridors and accrue mutual benefits.
There are examples from across the country of utility companies and trails sharing corridors.
Here are several, representing eight different states:
•

Washington, Baltimore, and Annapolis
Trail, Anne Arundel County, Maryland

•

Horsham Powerline Trail, Horsham,
Pennsylvania

•

Washington and Old Dominion Trail,
Loudoun County, Virginia

•

Illinois Prairie Path, DuPage County, Illinois

•

Chief Sealth Trail, Seattle, Washington

•

Duke Energy Trail, Pinellas County, Florida

•

Oak Parkway Trail, Folsom, California

•

Preston Ridge Trail, Plano, Texas

Chief Sealth Trail in
Seattle, WA. Photo:
Bill Schultheiss,
P.E., and Peter A.
Lagerwey, Toole
Design Group.
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Benefits for Both Parties
The same linear corridors that utility companies need for their power lines,
pipes, and cables often make excellent routes for non-motorized, multiuse trails. Sometimes the corridor is owned by a public agency or trails
organization; sometimes it is owned by the utility company. There are
benefits in both cases.
If the utility company owns the property, opening it up to the public
through the creation of a trail can greatly improve community relations
and generate goodwill. Utility vehicles can use the paved trail to access
the corridor for maintenance, and the presence of trail users discourages
vandalism.
If a public agency owns the land, then the utility company typically
provides fees and/or in-kind services in exchange for an uninterrupted,
accessible stretch of land. In these cases, the company can negotiate and
work with just one landowner instead of hundreds along a corridor.

Legal Agreements
The key to building a trail on a utility corridor is a legal agreement that
protects the interests of both the company and the public agency or
organization. This usually takes the form of a cooperative agreement or a
memorandum of understanding (MOU).
The agreement will typically address servitude, duration of agreement,
liability, responsibility for property damage or illicit activity, fees or
construction subsidies, and an annual operations plan.
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Liability
Landowners may want to open up their land to the public, but no one
wants to open themselves up to liability. To encourage landowners to
allow public access to their lands, all 50 states have enacted laws known as
“Recreational Use Statutes” to provide some degree of liability protection
for landowners. The relevant Louisiana Recreational Use Statute is RS
9:2791 — the Universal Citation is LA REV STAT 9:2791.

Identifying Opportunities for Synergistic Efforts
Another key component of implementation is identifying upcoming construction
projects, such as MovEBR and the Road Transfer Program, where the inclusion of
active transportation assets would be beneficial to the road user and the road owner.
These projects represent opportunities for portions of the network to be built in an
efficient, cost-effective manner. As repaving and other improvements move forward,
it is highly encouraged to also build portions of the network that interact with these
upgrades.
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Additional Guidance for Project Owners
Even though Baton Rouge is a safety focus city of pedestrians and
bicyclists, calls from the general public to see active transportation
improvements have not matched the level of urgency that the
designation of a safety focus city should generate. The City-Parish and
BREC will need to generate support, which will require a pragmatic
approach to implementation. This section discusses a few possible
items to consider in the generation of public support.
Implement Stopgap Measures
An extensive off-road system will not be created overnight, which
could delay public acceptance of any pedestrian or bicyclist
improvements. To bridge that time gap, the City-Parish should
consider the installation of temporary, quickly implementable
measures to bring active transportation to the forefront. Some ideas
for quickly implementable solutions would include:
•

The installation of bicycle boulevards. As indicated earlier in this
chapter, many neighborhoods throughout East Baton Rouge
Parish have the traffic characteristics that would be conducive
to the installation of bicycle boulevards. With the infrastructure
deployment, it would be necessary to develop an educational
campaign through local news outlets, earned media, and social
media so motorists can be introduced to the bicycle boulevard
concept and be on the lookout for additional active transportation
users on their neighborhood road network.

•

Utilization of temporary delineation along an existing bike lane
to implement a separated bike lane. Several boulevard roadways
in East Baton Rouge Parish have an existing bike lane, including
Goodwood Boulevard, Sherwood Forest Boulevard, and Kenilworth
Parkway. With the installation of snapback delineators and
temporary plastic curbing, the City-Parish could quickly install a
separated bike lane. Accommodations would have to be made for
driveways, which could reduce the efficacy of the treatment.

•

Additionally, this treatment could be implemented on routes where
a bike lane does not exist but the pavement width is sufficient to
allow a separated bike lane, such as Woodland Ridge Boulevard.
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Focus on Facilities
The project owners will need to take not only a pragmatic approach
but also a proactive approach in addressing the ped-bike network.
Just as planning new active transportation infrastructure involves a
pragmatic approach, deploying the new infrastructure and addressing
the existing network require the City Parish and BREC to be proactive.
•

For any existing bike-ped infrastructure, maintenance and upkeep
of the facility are key. Some areas of the existing system need
pavement repairs, while others may need trimming of vegetation
to allow for safe passage. Some of these issues are covered in
the Existing Conditions assessment of the Baton Rouge Ped-Bike
Safety Action Plan, which can be found at http://www.ebrpedbike.
org/docs/4-Existing-Conditions%20Memo%20FINAL%20with%20
Attachments%20Minus%20C-2.pdf

•

As trail improvements are planned and begin to move into design,
it is key for the project owners to coordinate and collaborate within
their agency and with partnering agencies to ensure that the
maximum return on the investment can be realized.

Identify a Champion
At a time when municipality personnel are stretched thin with an ever
increasing workload and a dwindling work force, it can be difficult
to identify a person or persons who have the availability to be a
champion for active transportation. A champion is key to the Plan’s
success. If a champion cannot be found among existing City-Parish
staff, it would be necessary to hire a pedestrian/bicycle program
coordinator to lead the implementation of the Plan. This person would
need to work collaboratively and in coordination with BREC and other
key stakeholders on a regular basis to ensure the success of Plan
implementation. Additionally, the coordinator would be responsible
for actively seeking funding for further development of the bikeped network. If hiring a person or persons as full-time staff to take
on this role is impractical at this time, it may be necessary to use a
contracting method to staff this position.
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1 PEDESTRIAN AND FACILITIES DESIGN GUIDELINES
1.1 Introduction
East Baton Rouge Parish contains a diverse variety of built environments and has a range of
needs for pedestrian and bicycle transportation and recreation facilities. This design guidelines
chapter is intended as a visual and descriptive glossary of the essential building blocks of an active
transportation network. The City of Baton Rouge and other local municipalities may implement these
elements to meet their needs to achieve safety and comfort for people walking and bicycling. It
provides best practices, case studies, and specific design examples for a variety of treatments.
The quality of pedestrian and bicycle facilities plays a critical role in the character, function, livability,
and accessibility of all neighborhoods, whether in rural, suburban, or urban contexts. These design
guidelines recognize that much of East Baton Rouge Parish is suburban. Though suburban areas
have comparatively lower walking and bicycling rates than in urban areas, suburban Parish residents
should have safe and comfortable infrastructure for active transportation. The active transportation
network should be accessible to all regardless of age, ability, or place.
Engineering is a key element in the 5 Es. The design guidelines that follow provide an in-depth
review of how to design and construct improvements to the built environment that improve safety and
accessibility for people walking and biking. This chapter is organized into six sections: Pedestrian
Treatments, Pedestrian Treatments at Crossings, Bicycle Treatments, Bicycle Treatments at
Crossings, Traffic Calming, and Bicycle and Pedestrian Amenities. Each section includes several
relevant topics and each topic identifies the use of the element, design recommendations, and other
considerations where appropriate. This document is intended to be general guidance for the future of
East Baton Rouge Parish public rights-of-way. It derives from a vision of a walkable, bicycle friendly,
transit-served region in which people live, do business and exchange ideas. It is intended to broaden
the range of design options for streets and shared-use paths in the Baton Rouge region.
While the design guideline chapter is consistent with, and builds upon, existing engineering and
environmental standards and requirements (including the update to the AASHTO Guide for the
Development of Bicycle Facilities, Manual on Uniform Traffic Control Devices (MUTCD), National
Association of City Transportation Officials (NACTO), and AASHTO Policy on Geometric Design of
Highways and Streets (“Green Book”), and relevant local guidance), creativity that tailors designs to
the needs of local neighborhood context is encouraged. Therefore, the guidance remains flexible, and
all designs will be subject to case-by-case staff approval based on established engineering standards
and professional judgment.

1.2 Design Needs of Pedestrians and Bicyclists
1.2.1 Pedestrian Facility Accessibility Requirements
As the most vulnerable road user, design features that increase pedestrian safety and comfort should
be integral to all new and retrofit street designs. When pedestrian facilities are designed to accessibility standards such as Proposed Accessibility Guidelines for Pedestrian Facilities in the Public Rightof-Way (PROWAG), it also improves accessibility for pedestrians of any age, including the elderly and
children.
Legal accessibility requirements influence the minimum functional design and implementation of
sidewalks, street crossings, curb ramps, signals, street furniture, transit stations, on-street parking,
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loading zones, shared use paths, and more. At the network level, connecting accessible pedestrian routes reduces conflicts by providing access across barriers. This enables safe and comfortable
walking trips from beginning to end for pedestrians of all abilities.
The U.S. Access Board is the Federal agency responsible for developing and updating accessibility
guidelines under the Americans with Disabilities (ADA) of 1990. The Access Board published PROWAG in 2011. At the time of publication of this document, the Board had not issued a final PROWAG
rule. The PROWAG will become an enforceable standard only after the Board publishes a final rule
and after the U.S. Department of Justice (USDOJ) and/or the U.S. Department of Transportation
(USDOT) adopts the final guidelines into their respective ADA and Section 504 of the Rehabilitation
Act regulations. Until that time, the USDOJ 2010 ADA Standards and the USDOT 2006

Principles of Good Pedestrian Design
The following design principles represent a set of ideals which should be incorporated into
every pedestrian improvement. They are ordered roughly in terms of relative importance.
1. The pedestrian environment should be safe.
Sidewalks, walkways and crossings should be designed and built to be free of hazards,
offer a sense of security and minimize conflicts.
2. The pedestrian network should be accessible to all.
Sidewalks, walkways and crosswalks should ensure the mobility of all users by
accommodating the needs of people regardless of age or ability.
3. The pedestrian network should connect to places people want to go.
The pedestrian network should provide continuous direct routes and convenient
connections between destinations.
4. The pedestrian environment should be easy to use.
Sidewalks, walkways and crossings should be designed so people can easily find a
direct route to a destination and will experience minimal delay.
5. The pedestrian environment should provide a sense of place.
Good design should enhance the look and feel of the pedestrian environment. Amenities
such as seating, street furniture, banners, art, trees, plantings, shading, and special
paving, along with historical elements and cultural references, should promote a sense of
place.
6. The pedestrian environment should serve multiple functions.
It should be a place where public activities are encouraged. Commercial activities such
as dining, vending and advertising may be permitted when they do not interfere with
safety and accessibility.
7. Pedestrian improvements should preserve or enhance the qualities of the city.
Good design will allow pedestrians to experience a sense of East Baton Rouge Parish’s
unique character.
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ADA and Section 504 Standards
provide enforceable standards
applicable to the public right-ofway.
Where the 2010 ADA Standards
or the 2006 ADA and Section
504 Standards do not address
a specific issue in the public
right-of- way, the Federal Highway Administration encourages
public entities to look to the draft
PROWAG for best practices.
Several jurisdictions have chosen to apply the draft PROWAG
as an alternative to, or equivalent facilitation for, the ADA Standards because they provide more specific coverage of accessibility
issues in the public-right-of-way. Jurisdictions that have adopted the draft PROWAG as their standard
should consistently apply all provisions of the draft PROWAG. Public entities and/or recipients of Federal financial assistance are responsible for complying with the current ADA and Section 504 accessibility standards and/or demonstrating equivalent facilitation.
The pedestrian zone must meet the accessibility standards in the PROWAG. The surface material
should be smooth, stable, and slip resistant with minimal gaps, rough surfaces and vibration-causing
features. The pedestrian zone must have a 4 feet minimum clear width with a 2 percent maximum
cross slope. Grade-separated crossings must meet accessibility requirements, which may include elevators, ramps, landings, and handrails.

Figure B-1. User Types
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1.2.2 Bicycle Facility Selection
Figure B-1 illustrates a typical range of cyclists. Estimates show the greatest percentage of the
population—approximately 51 percent—fall into the interested but concerned category. The interested
but concerned are most comfortable cycling separated from motorized vehicles. On the other end
of the spectrum, roughly 4 percent of the population is strong and fearless, comfortable sharing the
road with motorized vehicles. In the middle, approximately 5 percent are enthusiastic and confident,
comfortable cycling for short distances with motorized vehicles. The remaining portion of the
population falls under the category of non-bicyclists, uncomfortable bicycling in any condition, have no
interest in bicycling, or are physically unable to bicycle.
Both traffic volume and traffic speed are important considerations when choosing an appropriate
bikeway type for a given location. The below Bicycle Facility Selection Charts combine both speed
and volume into a single chart to help identify an appropriate treatment for a given roadway assuming
different design users. Research indicates that providing less protection/separation on roads with
higher speeds and volumes will result in fewer people comfortable to bicycle on those roads. These
charts are based on Level of Traffic
Stress (LTS) Analysis. The LTS
methodology should be referenced
for understanding how different
bicycle facilities affect user comfort
and safety. The provision of lowstress, connected bicycle networks
reduces crash risk and encourages
bicycling for a broader range of
people. Because the goal of East
Baton Rouge Parish is to increase
bicycling, it is appropriate to select
facility types based on this chart.

Figure B-2. Low Stress Bicycle Facility Selection
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1.3 Pedestrian Treatments
1.3.1 Pedestrian Realm
The pedestrian realm, the space between the curb and the building face, is one of the most vibrant
and active sections of the overall right-of-way. This zone plays a critical role in the character, function,
livability, and accessibility of neighborhoods. People utilize sidewalks as a mode of transport, but
sidewalks are also public spaces where people spend time, meet for face-to-face activities, support
businesses, or walk for recreation. The function and design of the sidewalk significantly impacts
the character and experience of each street. While typically reserved for pedestrians, they also
accommodate street trees, stormwater infrastructure, street lights, street furniture, bicycle racks, and
transit stops.
Residents of East Baton Rouge Parish value the walkability of their community and neighborhoods
and business owners benefit from increased pedestrian traffic. To encourage people to use these
spaces, sidewalks must be safe, comfortable, and attractive for people of all ages and abilities. This
Design Guide recognizes these multiple functions and sets high standards for accessibility, safety, and
aesthetics in sidewalk design for East Baton Rouge Parish.
Above all, the pedestrian zone, when appropriately designed and accessible to all users, can play
a critical placemaking role by providing for a vibrant public life as well as a place for commerce to
spill out to through sidewalk cafes and window shopping. The pedestrian realm must accomplish a
multitude of things such as support healthy trees, provide space for people to rest or wait, and treat
stormwater. The pedestrian realm is a place of transition and economic exchange as restaurants
engage the public space and retailers attract people to their windows and shops.

1.3.2 Sidewalks
1.3.2.1 Sidewalk Zones
Sidewalks are not a singular space but are comprised
of distinct usage zones. Sidewalks typically are located
in the right-of-way that extends from the curbline to
the property line behind it. They can be broken up
into three primary zones, each of which perform a
unique function in the overall operation of the street
and interface with adjacent private property uses. The
ideal sidewalk consists of three parts: 1) the frontage
zone, 2) the pedestrian zone, and 3) the amenity zone.
Although boundaries between zones may blur and blend,
the overall function of each zone generally remains
consistent.
1.3.2.1.1 Frontage Zone
The frontage zone is the area of sidewalk that
immediately abuts the private property. In residential
areas, the frontage zone may be occupied by front
porches, stoops, lawns, or other landscape elements that extend from the front door to the pedestrian
zone. The frontage zone of commercial properties may include architectural features or projections,
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Travel Lane

Parking Lane

Amenity Zone

Pedestrian Zone

Frontage Zone

Figure B-3. Pedestrian and Motor Vehicle Zones on a Typical Suburban Street

outdoor retailing displays, café seating, awnings, signage, and other intrusions into or use of the public
right-of-way. This area acts as a transition between the public realm and the private realm. While the
frontage zone should be maximized to provide space for seating, planting, and decorative elements
along building facades, it should not come at the expense of reducing the pedestrian zone beyond the
recommended minimum widths.
1.3.2.1.2 Pedestrian Zone
The pedestrian zone, or the walking zone, is the portion of the sidewalk space reserved for active travel.
For it to function, it must be kept clear of any obstacles and be wide enough to comfortably accommodate
expected pedestrian volumes, including those using mobility assistance devices, pushing strollers, or
pulling carts. To maintain the social quality of the street, the width should accommodate pedestrians
passing singly, in pairs, or in small groups as anticipated by density and adjacent land use.
Guidance
• When reconstructing sidewalks and relocating utilities, above ground utility access points should
be relocated outside of the pedestrian zone to the extent possible. When this is not possible, utility
caps/covers should be maintained fully flush with the sidewalk (seamless), and not create a tripping
hazard.
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Amenity Zone

Travel Lane
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Figure B-4. Pedestrian and motor vehicle zones on 3rd Street, East Baton Rouge Parish, Louisiana

• For ease of maintenance and to communicate to pedestrians that this is space designated for
their public use, pavement materials should be as uniform as possible.
• Sidewalk materials will vary, but all materials should be chosen/applied to be slip resistant in all
weather conditions
• The pedestrian zone should, as much as possible, keep to the natural path of pedestrian
travel parallel to the roadway. It should be in a position that naturally aligns with crosswalks at
intersections.
• The pedestrian zone should meet all applicable accessibility requirement.
1.3.2.1.3 Amenity Zone
The amenity zone, also known as the landscape or furnishing zone, lies between the curb and the
pedestrian zone and serves as a buffer between pedestrians and vehicles. This area is occupied
by public amenities and utilities such as street lights, street trees, bicycle racks, parking meters,
signposts, signal boxes, benches, trash and recycling receptacles, and other amenities. In certain
commercial areas, it is typical for this zone to be paved with planters or tree grates to accommodate
furnishing and larger volumes of foot traffic. In residential or lower intensity areas, it is commonly
a planted strip. However, this is not the case in Baton Rouge where the sidewalk is typically built
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immediately at the back of the curb with no planted verge.
Seating and outdoor dining enhances the usability and enjoyment of sidewalks and can take place
in the Amenity or the frontage zone. While street furnishing is typically located in the amenity zone,
occasionally, the frontage zone is wide enough to accommodate seating, bike racks, and other
fixtures. Seating should be installed along with street trees or some other overhead structure for
shade and lighting.
Planting in the public right-of-way typically occurs in the amenity zone; however, this is not the only
place that can accommodate planting. Storefronts and private residential properties can also enliven
the frontage zone with potted or hanging plants. Street or development projects should also look for
opportunities to incorporate stormwater best management practices, such as bioretention planters or
rain gardens, to treat stormwater runoff from adjacent roads and sidewalks.
Guidance
• Width of the amenity zone can range between 2 to 5 feet. On arterial roads in suburban areas,
a wider buffer helps to distance pedestrians from cars traveling at high speeds. Five feet is
recommended for amenity zones in suburban areas.
• Require a planted verge some distance between the back of curb and the sidewalk except in
select areas, such as the Downtown Character Area and Regional Centers as applicable.
• Utilities, street trees, and other sidewalk furnishings in the amenity zone should be set back
from the curb face a minimum of 18 inches to minimize/avoid collisions with vehicles on the
road.
• Street furniture should not impede movement in the pedestrian zone.
• Vertical objects in the amenity zone must be strategically placed to not obstruct sight lines and
to allow for access to and from parked cars and transit stops.

Figure B-5. Pedestrian and Amenity Zone Suggested Dimensions in a Suburban Setting
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Figure B-6. Suggested Lane Dimensions by Functional Classification

1.3.2.1.4 Parking as a Buffer
Although not located in one of the three pedestrian zones, it is worth noting that on-street parking can
have a positive effect on walking conditions. Studies have shown that drivers tend to travel at slower
speeds in the presence of on-street motor vehicle parking. A row of parallel-parked cars creates a buffer
between pedestrians and moving vehicles. Refer to Figure B-6 for guidance.
1.3.2.2 Sidewalk Widths
The width of the sidewalk zones will vary given the street type, the available right-of-way, scale of the
adjoining buildings, and the intensity and type of uses expected along a street. A balanced approach for
determining the sidewalk width should consider the character of the surrounding area and the anticipated
pedestrian activities. In Downtown Baton Rouge, sidewalks are expected to accommodate high volumes
of pedestrians. In suburban areas, narrower sidewalks are adequate.
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Guidance
• Design new sidewalks or retrofit existing sidewalks to best practice standards to accommodate
frontage zone, pedestrian zone, and amenity zone.
• In locations with severely constrained rights-of-way, it is possible to provide a narrower frontage
zone and pedestrian zone. Sidewalk width is based on local context; therefore, in retrofit
locations where development is not occurring and where existing building are anticipated to
remain, 5-foot-wide sidewalks may be adequate.
• Frontage zones used for sidewalk cafés are a special condition and should generally be no less
than 6 feet in width.
• Where on-street parking is not present, the wider dimensions should be provided.
• The provision of tree wells or landscape strip within the amenity zone will be based on the
existing or planned character of the neighborhood.
• Sidewalk stormwater facilities (including rain gardens) require a minimum of 7 feet of width
for the amenity zone. The final dimensions will be established based on the context of each
landscape area. Where stormwater facilities are not provided in the amenity zone, this area
may be at the lower end of the range.
1.3.2.3 Lane Widths
The widths of travel lanes, parking lanes, bike lanes, and sidewalks are a crucial aspect of street
design. Lane-width policies that prioritize vehicle travel over active transportation use may discourage
bicycling and walking. To better balance the allocation of public right-of-way for all road users,
designers will seek opportunities to minimize travel lane, shoulder, and on-street parking widths.
Narrower lanes help lower motor vehicle operating speeds and improve safety for all users without
reducing roadway capacity or increasing congestion. As of 2015, FHWA no longer considers lane and
shoulder width as controlling criteria for streets with less than 50 miles per hour (mph) design speeds,
allowing for increased flexibility to implement narrower lanes.
Determining lane width should consider traffic volumes, pedestrian and cyclist volumes, parking
needs, and the size of vehicles that use the street. On low-volume local streets, narrow street widths
and unmarked lanes are recommended to reinforce low design speeds and create a comfortable
shared environment, particularly along bicycle boulevards. Refer to Figure B-6 for guidance.
1.3.2.4 Street Trees
Trees play an important role in making streets comfortable and sustainable. As vertical elements in
the streetscape, trees help to frame and define the street wall, accentuate spaces, create a sense of
enclosure and intimacy, and focus view corridors.
Motorists respond to this sense of enclosure by reducing their speed, which helps improve pedestrian safety and comfort. During the warmer months in East Baton Rouge Parish, street trees improve
walkability by providing shade and lowering ambient air temperature through evapotranspiration. The
shading from trees also reduces energy use for adjacent properties and mitigates the urban heat
island effect, a role that is particularly important given the Louisiana climate. Consumers spend more
time and money in shops on tree-lined streets than on streets without trees.
Street trees also provide other ecological benefits. Trees absorb airborne pollutants and particulates
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emitted by vehicles and appliances, removing as much as 60 percent of the airborne particulates
at street level. When it rains, tree canopies intercept rainfall and help treat and infiltrate rain water.
As part of the urban forest, street trees contribute to biodiversity by providing resources and habitat for a range of wildlife in the urban context.
1.3.2.4.1 Selecting the Right Tree
Trees come in a wide variety of shapes and sizes. The diversity and seasonal interests of trees
can also be a source of enjoyment to pedestrians walking along a street. Street trees are an opportunity to express the image of a community through plant selection and arrangement. Several
factors and constraints influence the selection of tree species. In addition to biological considerations like sun exposure, watering requirements, and pollution tolerance, the proposed species
must have the appropriate size, scale, and form for the context of the street and adjacent properties. The species and location of trees are also governed by regulations concerning distances from
intersections and vertical elements, sight lines, and the presence of overhead wires and nearby
utilities.
Guidance
• Planting strips and tree wells should be planted with hardy evergreen ground cover or grass
sod or brick pavers.
• In densely urban areas or those with limited sidewalk width, ADA-compliant tree grates are
preferred. Guidance on minimum tree well sizes can be found in the East Baton Rouge
Parish Unified Development Code (UDC), Section 18.3.4.
• Tree wells should support a subsurface tree trench, which is a channel that connects several
tree wells underground and can collect stormwater. Trenches should be large enough to
provide sufficient arable soil volume and adequate moisture for individual trees and should
hold a minimum volume of 300 cubic feet per tree. Continuous trenches which link individual
wells should be provided where possible.
• Street trees should be sited to prevent roots from damaging the sidewalk. Laying pea gravel
under the sidewalk creates room for roots to expand, while reinforcing concrete sidewalks
with rebar will prevent roots from lifting them. Additionally, tree wells should be large enough
to accommodate future root growth.
• As street trees mature, they must be limbed up to a height of 7 feet from finished grade to
provide clearance for pedestrians.
• Existing requirements in the UDC provide that ornamental trees should be specified where
overhead utilities are present directly over the tree planting area.
1.3.2.4.2 Maintenance
For established street trees, standard maintenance consists of structural pruning on a regular
cycle (typically every 3-5 years depending on the species, size, and location of the tree) and
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regular inspection by a certified arborist (recommended every 1-2 years) to assess the condition
of the tree and determine the presence of any disease or damage that could lead to failure of the
tree. Seasonal maintenance includes watering to ensure establishment of plant material; mulching
to minimize water use, discourage weeds and protect against erosion; and pruning low shrubs and
groundcover to control overgrowth onto sidewalks.

1.4 Pedestrian Treatments at Crossings
It is important to properly design crossings to provide the safest situation for all users. Poorly
designed or regulated crossings can lead to people disregarding traffic control measures, which
reduces safety for everyone. The sign types, pavement markings, and crossing types will depend on
the local conditions at each crossing.

1.4.1 Crosswalk Policy
Safety of people walking should be the most important criterion in crosswalk policy and design.
Unless specifically prohibited, it is legal for pedestrians to cross the street at any intersection. Marked
crosswalks indicate to pedestrians where they should cross the street and inform drivers where to
expect pedestrians. When applying the considerations below, special attention should be given to
the crossing requirements on state owned roads through the LA Department of Transportation and
Development.
Applicable Context
• Factors that may affect the decision of whether to install marked crosswalks include: number
of lanes, presence of a raised median or corner island, distance from adjacent signalized
intersections, pedestrian volumes and delays, average daily traffic (ADT), posted or statutory
speed limit or 85th percentile speed, geometry of the location, consolidating multiple crossing
points, and availability of street lighting.
• Marked crossings with signage should be provided near schools and on established school
walking routes. Additional pedestrian facility enhancements, such as signalization, may be
required in conjunction with crosswalk markings at locations with high vehicle speeds or
volumes.
• Where marked crosswalks are more than 600 feet apart, mid-block crossings can shorten the
distance a person need to walk. Mid-block marked crosswalks should be accompanied by
advanced signage (MUTCD W11-2 signage with W16-7P and W16-9P) and pedestrian-scale
lighting to improve visibility.
• Candidate sites for marked crosswalks compared to those that require additional pedestrian
facility enhancements are listed in Table B-7.
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Table B-7. Federal Highway Administration (FHWA) Recommendations for Installing Marked Crosswalks and
Other Pedestrian Improvements at Uncontrolled Locations

Roadway Type
(Number of Travel
Lanes and Median
Type)

Two Lanes

Multilane (four or
more lanes) without raised median

Vehicle ADT

Vehicle ADT

Vehicle ADT

≤9,000

>9,000 – 12,000

>12,000 – 15,000

>15,000

Speed Limit

C

Three Lanes

Multilane (four or
more lanes) with
raised median

Vehicle ADT

C

≤30

35

≥40

≤30

35

≥40

≤30

35

≥40

≤30

MPH

MPH

MPH

MPH

MPH

MPH

MPH

MPH

MPH

MPH

35
MPH

C

P

C

C

P

C

C

N

C

P

N

C

C

P

C

P

P

P

P

N

P

N

C

P

C

P

N

P

P

N

N

N

N

C

P

N

C

C

P

C

C

N

C

P

≥40
MPH

N

N

C= Candidate sites for marked crosswalks
P=Possible increase in pedestrian crash risk may occur if crosswalks are added without other pedestrian facility enhancements
N=Marked crosswalks alone are insufficient, because pedestrian crash risk may be increased by providing marked crosswalks alone.

Guidance
• Designs of crosswalks should be easily understandable, clearly visible, and incorporate realistic
crossing opportunities for all pedestrians.
• There are many different styles of crosswalk striping and some are more effective than others.
Ladder and continental striping patterns are more visible to drivers.
• Detectable warning surfaces mark boundaries between pedestrian and vehicular ways where
there is no raised curb. Detectable warning surfaces are required by 49 CFR, Part 37 and by
the Americans with Disabilities Act (ADA).
• Signal phasing is very important. Pedestrian signal phases must be timed based on the length
of the crossing. If pedestrians are forced to wait longer than 30 seconds, non-compliance is
more likely.
• Raised crossings can calm traffic and increase the visibility of pedestrians.
• If U-turns are allowed, consider a marked pedestrian crossing to minimize conflicts with turning
traffic.
• Provide curb extensions where there is on-street parking to maintain pedestrian visibility.
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1.4.2 High-Visibility Crosswalk Markings
High-visibility crosswalk markings, such as continental or ladder-style, are preferred over parallel
line markings to improve visibility to approaching motorists. High-visibility crosswalk markings
reinforce legal crosswalks at intersections and create legal crossings at non-intersection locations.
These crosswalk markings warn motorists to expect pedestrian crossings and clarify that motorists
are expected to yield right-of-way to crossing pedestrians. At uncontrolled locations, high-visibility
crosswalk markings identify a preferred crossing location for pedestrians.

Figure B-8. High-Visibility Crosswalk

Applicable Context
• All controlled intersections
• Uncontrolled locations that meet the requirements listed in MUTCD Section 3B.18 (2009)
Guidance
• Crossings with motor vehicle speeds above 30 mph, more than one lane in one direction, or
an AADT above 9,000 should supplement high-visibility crosswalk markings with additional
treatments (Zegeer et al. 2002).
• High-visibility crosswalk marking locations should be convenient for pedestrian access.
• High-visibility crosswalk markings must be placed to include the ramp so that a wheelchair user
does not have to leave the crosswalk to access the ramp.
• At intersections, mark all four legs where possible to reduce crossing exposure for pedestrians.
• Crosswalks should be at least 10 feet wide or the width of the approaching sidewalk if it is
greater. In areas of heavy pedestrian volumes (such as Urban/Walkable Areas, School Zones,
and Downtown) crosswalks can be up to 25 feet wide.
• Stop lines at stop-controlled and signalized intersection approaches should be striped no less
than 4 feet and no more than 30 feet from the edge of crosswalks.
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• Crosswalks should be oriented perpendicular to streets, minimizing crossing distances and
therefore limiting the time that pedestrians are exposed.
• High-visibility crosswalk markings at non-intersection locations should be supplemented with
warning signs (see MUTCD Section 2C.50) and other design features to ensure adequate
visibility, and induce motorists yielding.

1.4.3 Mid-Block Roadway Crossings
Midblock crossings are used in locations with significant pedestrian movement or long distances
between intersections. Mid-block trail crossings should be properly signed and marked. The crossing
should be perpendicular to the street to minimize the crossing length. Bulb-outs and median islands
allow protection to pedestrians waiting to cross the street. The approaching path can also have a
horizontal curve in advance of the crossing to help slow down trail users as they approach. Mid-block
crossings are not recommended on roadways with posted speeds of 40 MPH or greater unless a
signal is installed. For local guidance refer to LADOTD Traffic Engineering Manual, Section 3B.2 and
City-Parish UDC Chapter 13, Streets and Sidewalks.

Figure B-9. Mid-Block Crossing with Marked Crosswalk and Sign (Source: Toole Design Group)

Application Context
• Mid-block crossings should be considered:
◦ where spacing between adjacent signalized intersections exceeds 600 ft (182 m) (12);
◦ where a shared use path crosses a roadway;
◦ at a midblock transit stop;
◦ where a high number of pedestrians are already crossing;
◦ where a new development that will generate pedestrian traffic is planned at a midblock
location;
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◦ where a natural path exists between pedestrian traffic generators (such as a parking lot and
an office building); and
◦ at a school where the entrance is located midblock.
Guidance
• Crossings should be located at least 100 feet from side streets and major driveways to provide
traffic turning onto the roadway ample time to notice and yield to a crossing pedestrian.
• Mid-block crossings should be installed with following:
◦ High-visibility crosswalk markings
◦ Warning sign (MUTCD W11-1, W11-2, W11-15 or S1-1)
◦ Curb ramps (if no other accommodation provided)
◦ Advance stop/yield lines on multi-lane approaches
◦ Stop Here for Pedestrians or Yield Here to Pedestrians signs (MUTCD R1-5 series) on
multi-lane approaches
• One or more of the following enhanced crossing treatments are recommended for midblock
crossings that cross multi-lane roadways with high traffic volumes (ADT greater than 12,000),
where pedestrian crossing times are long and gaps in traffic are few:
◦ in-street pedestrian crossing signs (MUTCD R1-6 series)
◦ overhead pedestrian crossing signs (MUTCD R1-9 series)
◦ raised crossings;
◦ flashers or beacons to supplement warning signs;
◦ illuminated pedestrian signals; and
◦ grade separation.

1.4.4 Pedestrian Refuge Island
Pedestrian refuge islands are medians that provide a pedestrian protection between motor vehicle
travel lanes and allow multi-stage crossings of wide streets. They can be located mid-block or at
intersections. Medians may be placed along the centerline of a street, at roundabout entrances, as
splitter islands, or as “pork chop” islands where right-turn slip lanes are present. To provide pedestrian
refuge, they must be a minimum width of 6 feet to meet pedestrian accessibility requirements. To
provide bicyclists refuge and to accommodate larger groups of pedestrians, the minimum should be
increased to 8 feet.
Crossing islands improve pedestrian safety by reducing the number of conflicts pedestrians must
address at once, reducing vehicle speeds approaching the island, calling greater attention to the
pedestrian crossing, and providing space for additional signage or lighting. They are particularly
beneficial at uncontrolled crossings, large signalized crossings, or complex intersections where
people may have difficulty completing crossings, and they may be especially helpful for pedestrians
who are unable to judge gaps in traffic accurately or who travel slower than the design pedestrian.
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Crossing islands can be designed with a Z-crossing top require people to face oncoming traffic which
may increase visibility and eye contact. Crossing islands that extend up to or beyond crosswalks can
also slow left turning motorists, providing the same benefit as hardened centerlines or medians.

Figure B-10. Pedestrian Refuge Island at Mid-Block (left) and Intersection (right)

Applicable Context
• Midblock or intersection crossing locations:
◦ Preferable on all roads with two or more lanes of through traffic in each direction and
operating speeds over 30 mph
◦ Should be considered on all roadways where space is available to provide refuge, and
particularly on roads with medium to high speeds and medium to high vehicle volumes
◦ Crossing islands can be installed at signalized intersections to provide additional conflict
management between crossing pedestrians and motor vehicle traffic.
◦ Crossing islands should be considered where crossing distances are greater than 50 feet.
For long distances, islands permit multi-stage crossings, which in turn allow shorter signal
phases.
◦ On a local road with relatively low traffic speeds and volumes, placing a raised median or
crossing island might be done to enhance aesthetics, create space for green infrastructure,
provide traffic calming, or to accommodate high pedestrian crossing volumes.
Considerations
• Pedestrian refuge islands should be installed with following:
◦ High-visibility crosswalk markings
◦ Warning sign (MUTCD W11-1, W11-2, W11-15 or S1-1)
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◦ Curb ramps (if no other accommodation provided)
◦ Advance stop/yield lines on multi-lane approaches
◦ Stop Here for Pedestrians or Yield Here to Pedestrians signs (MUTCD R1-5 series) on
multi-lane approaches
• Crossing islands should be at least 6 feet wide, preferably 8 to 10 feet. Where a 6 foot wide
median cannot be attained, a narrower raised median is still preferable to nothing. The
minimum protected width is 6 feet, based on the length of a bicycle or a person pushing a
stroller. The refuge is ideally 40 feet long.
• Crossing islands may be enhanced using plantings or street trees. Plantings may require
additional maintenance responsibilities and need to be main¬tained to ensure visibility.
• Crossing islands can be coupled with other traffic-calming features, such as partial diverters
and curb extensions at mid-block and intersection locations.
• Crossings must be fully accessible by means of ramps or cut-throughs, with detectable
warnings.
◦ At-grade pedestrian cut-throughs should be the same width as the connecting crosswalks
and detectable warnings and be gently sloped to prevent standing water and ensure
adequate drainage.
◦ Raised median refuges must include ADA compliant curb ramps and landings. Detectable
warnings are required at the threshold of each roadway surface for both raised and
cut-through island refuges.
• Signalized intersections with crossing islands should be designed to allow pedestrians to cross
in one stage.

1.4.5 Raised Crosswalks
Raised crossings are a vertical traffic control measure that can reduce vehicle speeds, reduce the
need for curb ramps (though truncated domes should still be included), and improve pedestrian and
bicyclist crossing safety. Raised crossings are designed with ramps to elevate the entire crosswalk
(raised crossing) or intersection (raised intersections) to the level of the sidewalk, slowing drivers
and increasing visibility between pedestrians, bicyclists, and drivers. Raised crosswalks elevate the
pedestrian and encourage vehicles to slow down at the crossing. Raised crosswalks can also help
eliminate ponding at curb ramps, which is especially beneficial for people with mobility and vision
impairments. Raised crosswalks are often used with curb extensions to further improve pedestrian
crossing safety.

B18

Figure B-11. Raised Crosswalks

Applicable Context
• Raised crosswalks and intersections should be considered in school zones and locations where
pedestrian visibility and motorist yielding have been identified as concerns.
• Consider using them at unsignalized mid-block locations, where drivers are less likely to expect
or yield to pedestrians.
• Raised crossings can be provided along side streets of major thoroughfares to slow traffic
exiting the main street.
• Slip lanes
• Trail crossings
Guidance
• Raised crossings may require additional design considerations and consultation on truck
routes, bus routes, emergency routes, and arterial streets
• Roadway operating speeds should be below 35mph
• Raised crosswalks should be 24 feet wide, including two 7-foot ramps and a 10-foot flat top.
• Slopes should not exceed 1:10 or be less steep than 1:25.
• Do not use for crossings on steep curves or roadways with steep grades where visibility is
limited.
• Markings and signs should promote nighttime visibility of raised devices for bicyclists and
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• Raised crossings and intersections require detectable warnings at the curb line for persons with
visual disabilities.
• MUTCD Section 3B.25 guidance for Speed Hump Markings may be applied at raised
crosswalks.
• Consider storm water drainage in the design of the raised crosswalk
• Raised crosswalks should be the same height as adjacent curbs, generally 6 inches high.
• On-street parking should be restricted for 20 feet in advance of the crosswalk.
• Pavers or textured surfaces should not be used.

1.4.6 Curb Ramps
Curb ramps provide access between the sidewalk and the street for people who use mobility aids
such as wheelchairs and motorized scooters. The Americans with Disabilities Act (ADA) standards
require all pedestrian crossings be accessible to people with disabilities by providing curb ramps at
intersections and mid-block crossings as well as other locations where pedestrians can be expected
to enter the street.¹ Separate curb ramps should be provided for each crosswalk at an intersection
rather than a single ramp at a corner for both crosswalks. The separate curb ramps improve
orientation for people with visual disabilities by directing them toward the correct crosswalk.
Note: The information provided in the guidance section below can be superseded by the ADA
transition plan.

Figure B-12. Curb Ramp (Source: Toole Design Group)

ADA

1
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Guidance
• Maximum slope: 1:12 (8.33 percent).
• Maximum slope of side flares: 1:10 (10 percent).
• Maximum cross-slope: 2 percent (1–2 percent with tight tolerances recommended).
• ADA regulations require that ramps be a minimum of 4-feet wide; however, in areas of high
pedestrian volumes and crossing activities, wider curb ramps should be considered. It is best
for ramps to match the full width of the crossing.
• Curb ramps are required to have landings. Landings provide a level area with a cross slope of
2 percent or less in any direction for wheelchair users to wait, maneuver into or out of a ramp,
or bypass the ramp altogether. Landings should be 5 feet by 5 feet. ADA regulations require
that landings shall, at a minimum, be 4 feet by 4 feet.
• Each curb ramp must include a truncated dome detectable warning surface to alert pedestrians
with a visual disability that they are entering or exiting the roadway.
• Flares are required when the surface adjacent to the ramp’s sides is walkable; however, they
are unnecessary when this space is occupied by a landscaped buffer. Excluding flares can
also increase the overall capacity of a ramp in high-pedestrian areas.
• Under no circumstances should a curb ramp be installed allowing a pedestrian to enter a
crossing without providing a curb ramp (or at grade sidewalk if no curb is present) on the opposite side of the crossing.
• Amenity zones (the space between the curb and sidewalk) of 7 feet of width provide just
enough space at intersections for curb ramps to gain sufficient elevation to a sidewalk.
• Separate curb ramps should be provided for each crosswalk at an intersection rather than a
single ramp at a corner for both crosswalks. The separate curb ramps improve orientation for
visually impaired pedestrians by directing them toward the correct crosswalk.

1.4.7 Pedestrian Signals
Pedestrian signals are devices used at signalized intersections to notify pedestrians when it is safe
to cross the street.
1.4.7.1 Countdown Timers
Pedestrian signals are used to manage pedestrian crossings, typically in conjunctions with motor
vehicles and bicycles. The MUTCD requires countdown pedestrian indications for all newly installed
traffic signals where pedestrian signals are installed.
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Figure B-13. Pedestrian Signal Countdown

Pedestrian signal heads display three intervals of the pedestrian phase:
• The Walk Interval – signified by the WALK indication, alerts pedestrians to begin crossing the
street
• The Pedestrian Change Interval – signified by the flashing DON’T WALK indication and
numerical display of seconds remaining to cross the street, alerts pedestrians approaching the
crosswalk that they should not begin crossing the street
• The Don’t Walk Interval – alerts the pedestrians that they should not cross the street
Guidance
• Pedestrian signals should be provided at all signalized intersections for all crosswalks.
• Pedestrian signals should be clearly visible to pedestrians when in the crosswalk or waiting on
the far side of the street.
• Pedestrian signals should allow adequate crossing time for pedestrians of all abilities. The
pedestrian clearance interval should be determined based on a maximum walking speed of
3.5 ft/s, except in areas where children and older adults are concentrated, in which case a
lower speed (typically 3.0 ft/s) should be used. The pedestrian clearance interval includes the
pedestrian change interval, signified by a flashing UPRAISED HAND indicating “don’t walk,”
and a buffer interval, signified by a steady UPRAISED HAND that lasts at least 3 seconds
before conflicting vehicles get the green.
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• At intersection locations where pedestrian volume is significant, pedestrian signals should be
programmed to provide a WALK signal automatically with every signal cycle. However, actuated
pedestrian signals that require pedestrians to push a pedestrian pushbutton to get a WALK
signal may be appropriate at locations where pedestrian crossings are intermittent.
• Where pedestrian pushbuttons are provided, they should be accessible to pedestrians of all
abilities and conveniently located in the area where pedestrians wait to cross. In addition,
pedestrian pushbuttons should clearly indicate which pedestrian signal they will activate.
• Pedestrian signals should be timed to minimize pedestrian wait times. Requiring people who
are walking or rolling to wait for extended periods can encourage crossing against the signal,
creating a safety concern. According to the 2016 Highway Capacity Manual, pedestrians have
an increased likelihood of crossing against the signal if they are required to wait longer than 30
seconds at a signalized intersection.
• Signal cycles should be kept short (preferably 90 seconds maximum) to reduce pedestrian
delay.
• Accessible pedestrian signals and pushbuttons should be provided when new pedestrian
signals are installed, the signal controller and software are altered, or the signal head is
replaced. An accessible pedestrian signal (APS) and pedestrian push button is an integrated
device that communicates crossing information to pedestrians with vision and/or hearing
disabilities using audible tones and vibrotactile surfaces.

1.4.8 Leading Pedestrian Interval
Leading pedestrian intervals (LPIs) provide pedestrians a head start when crossing at a signalized
intersection. LPIs can be easily programmed into existing signals to give pedestrians the WALK
signal three to seven seconds before motorists may proceed through the intersection. This extra time
provides pedestrians with an opportunity to establish their presence in the crosswalk before motorists
start turning and provides additional crossing time for those who need it. This head start increases the
percentage of motorists who yield the right of way to pedestrians and can minimize conflicts between
pedestrians crossing a roadway and turning vehicles.
LPIs can be provided automatically with each phase or provided only when actuated (actively or
passively).
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Figure B-14. Leading Pedestrian Interval in Chicago (Source: Toole Design Group)

Applicable Contexts:
• Signalized intersections
• Medium to high turning vehicle-volumes and pedestrian volumes
Considerations
• LPIs are most effective when paired with right turn on red restrictions.
• If an intersection has particularly high pedestrian volumes, consider lengthening the LPI or
adding an exclusive pedestrian phase instead of a leading pedestrian interval.
• This treatment may be beneficial at locations with low pedestrian demand where signals are
semi- or fully actuated and where short minimum green times result in motorists expecting a
limited amount of time to enter a main road, thus resulting in conflicts with pedestrians when
they are present.
• The LPI should be used at intersections with high volumes of pedestrians and conflicting turning
vehicles and at locations with a large population of elderly or school children who tend to walk
slower.
• The LPI should be accompanied by an audible noise to inform visually impaired pedestrians
that it is safe to cross.
• LPIs may be less effective when used at intersections without right turn on red light restrictions.

1.4.9 Right Turn on Red Restrictions
Minimizing conflicts between motor vehicle and pedestrian movements is one of the primary challenges for traffic signal design. Motorists making a right turn on red are typically focused on looking for
traffic on their left and, therefore, may be unaware of pedestrians crossing on their right side. In most
communities, right-turn-on-red is a default condition of existing laws, so a sign most be posted at the
signalized intersection for each approach where the restriction is desired. Restricting right turns on
red is a low-cost technique to improve safety and comfort for pedestrians by eliminating conflicts
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between turning vehicles and pedestrians and/or bicyclists during a concurrent walk (or bike signal)
phase. A traffic study may be needed to determine the appropriate use of this treatment.

Figure B-15. “NO TURN ON RED” Sign (Source: Toole Design Group)

Applicable Context
• Signalized intersections
• High volumes of right-turning vehicles and high volumes of bicyclists and/or pedestrians
• No Right-Turn-on-Red signs should be installed if one or more of the following treatments are
used:
◦ Leading pedestrian interval
◦ Leading bicycle interval
◦ Bike signal phase
◦ Barnes Dance/exclusive pedestrian phase/all-walk phase
Guidance
• Adding a red ball in the center of the sign or providing a red turn arrow in addition to the sign is
more effective than standard “NO TURN ON RED” signs.
• Dynamic signs can be used to restrict turns during certain times of day or during certain
signal phases; for example, vehicle right turns may be restricted during a bike signal phase.
Preliminary research indicates that dynamic signs may be more effective than static ones at
inducing motorists to stop before turning right on red (Thomas et al. 2016).
• Signs should be clearly visible to right-turning motorists stopped in the curb lane at the
crosswalk.
• A common concern that comes up when restricting right turns on red is that this can lead to
higher right-turn-on-green conflicts when there are concurrent signals. The use of a leading
pedestrian interval (or leading bicycle interval) can usually address this issue.
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1.4.10 Driveways
The design of driveways should provide a continuous and level pedestrian zone across the vehicular
path and encourage vehicles to yield to pedestrians on the sidewalk. Driveways across public
sidewalks are needed to link streets to off-street parking facilities and loading zones; however,
driveways can create conflicts and require special treatments to maintain a safe and comfortable
walking environment.

Figure B-16. Level Pedestrian Zone Across Driveway (Source: Toole Design Group)

1.4.11 Grade-Separated Crossings (Trail Bridges and Underpasses)
Bridges and underpasses are permitted when grade separation is needed for crossing a roadway or
railroad, or when the natural topography cannot accommodate trail requirements such as streams or
hills. Grade separation is most feasible and appropriate in extreme cases where pedestrians must
cross roadways such as freeways and high-speed, high-volume arterials. Coordination is necessary
with key agencies and organizations (i.e. LA DOTD and operating railroads) to accommodate specific
required treatments and safety measures at crossings.
Applicable Contexts
• Locations where at-grade crossing treatments are not possible or potentially unsafe, such as
crossings of free-flow, high speed highway ramps or railroads
• Locations with high vehicle volumes, high-speed highways, railroad tracks, or natural barriers
where it is preferable to prioritize bicycle and pedestrian travel through the intersection to
reduce
• overall delay
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Figure B-17. Underpass in Pullman, Washington (Source: Toole Design Group)

Guidance
• Bridge approaches and span should not exceed 5 percent slope ADA access. Underpasses
should be built to allow a vertical clearance of at least 10 feet.
• Bridges should be at least 1 to 2 feet wider than the trail on each side to allow users to stop
without obstructing the trail and to provide a clearance for bicyclists from the adjacent railings.
• Railing should be provided on bridges. AASHTO recommends a railing height of 42 to 48 inches
depending on the site location. The railing design should also consider sight lines of pedestrians
and bicyclists.
• Overpasses and underpasses must accommodate all persons, as required by the American
Disabilities Act.
• Entrances and exits to overpasses and underpasses should be clearly visible to encourage
pedestrian/ bicyclist use.
• Lighting, drainage, graffiti removal, and security for users should be considered prior to
installing underpasses.
• Access should be provided to streets and roadways which are crossed unless there are no
destinations on those segments.
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1.5 Bicycle Treatments
1.5.1 Conventional Bike Lanes
Conventional bike lanes are dedicated, striped lanes for bicycle use only. Bicycle lanes are for oneway travel and are normally provided in both directions on two-way streets and/or on one side of a
one-way street. Bicyclists are not required to remain in a bike lane and may leave the bike lane as
necessary to make turns, pass other bicyclists, or avoid hazards. Bicycle lanes may only be used
temporarily by motorists accessing parking spaces, entering and exiting driveways, and making turns
at intersections.
While bike lanes can cost less and require less roadway space compared to separated bike lanes,
the lack of physical separation can result in encroachment by motor vehicles. Conventional bike lanes
only provide comfortable conditions on roadways with fewer lanes and lower traffic volumes and
vehicle speeds. They achieve moderate comfort and are only suitable for typical adult riders.

Figure B-18. Bike Lanes

Guidance
• The minimum width of bike lanes is 5 feet, but the preferred width is 6 feet.
• Bicycle lanes are typically installed by reallocating existing street space (i.e., narrowing other
travel lanes, converting travel lanes and/or reconfiguring parking lanes).
• If bicycle lanes are adjacent to guardrails, walls or other vertical barriers, additional bicycle
lane width is desired to account for bicyclist “shy” distance from the edge. Similarly, provide
additional space if bicycle lanes are at sidewalk level and adjacent to the curb and travel lanes.
• Ensure gutter seams, drainage inlets and utility covers are flush with the roadway surface.
Where possible, these features should be kept out of the bike lane.
• Where wider lanes are possible, consider providing a buffered bicycle lane, discussed later in
this section.
• Consider using colored pavements to highlight areas where conflicts might occur, such as at
intersection and driveway crossings.
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1.5.2 Buffered Bike Lanes
Buffered bike lanes are a bike lane with a painted buffer to provide additional lateral space between
bicyclists and traffic or parked cars. While buffers are typically used between bike lanes and motor
vehicle travel lanes to increase bicyclists’ comfort, they can also be provided between bike lanes and
parking lanes in locations with high parking turnover to discourage bicyclists from riding too close
to parked vehicles. Buffered bike lanes may provide comfort for cyclists where traffic speeds and
volumes are medium to high.

Figure B-19. Buffered Bike Lane With and Without Parking

Guidance
• Typically installed by reallocating existing street space.
• The recommended minimum width of a buffer is 3 feet; however, width may vary depending
upon the available space and need for separation. Total assembled width of bicycle travel way
(lane) and buffer should be at least 7 feet.
• Where there is 7 feet of roadway width available for a bicycle lane, a buffered bike lane should
be installed instead of a conventional bike lane.

B29

Appendix B: Design Guideline
1.5.3 Separated Bike Lanes
Separated bike lanes are bike lanes that are physically separated from automobile travel lanes and
sidewalks by vertical elements, such as curbs, flex-posts, or parked cars. Separated bike lanes
dramatically increase rider comfort and decrease stress. They are usable by a broad spectrum of
bicyclists including very young riders and more cautious bicyclists. Separated bike lanes may be used
on many different street types and are especially welcome on higher speed, higher volume roadways.
Studies show that bicyclists prefer separation from motor vehicles on most types of roadways
and can contribute to expanding bicycle mode share. Separated bike lanes can be configured to
accommodate one-way or two-way travel.
Guidance
• 6 foot one-way separated bike lanes on Neighborhood Connectors are acceptable for lower use
volumes, however 7 feet is preferable for high volumes or climbing roadways to allow for safe
passing. As expected, as volumes of riders increase, the width may increase to accommodate a
range of bicyclist speeds.
• The preferred total width for a two-way separated bike lane is 11 feet (10 feet minimum) at
bicyclist volumes of less than 150/hour, with preferred widths increasing as expected volumes
increase.
• Adjacent to on-street parking, a minimum 2 to 3-foot buffer should be provided between parking
and the separated bike lane; the buffer serves as a pedestrian loading and unloading zone and
helps keep bicyclists out of the door zone of parked vehicles.
• For street level separated bike lanes without a raised median, vertical objects are needed in the
street buffer to provide separation. Examples of vertical objects include flexible delineator posts,
parking stops, planter boxes, concrete barriers or rigid bollards. They must be supplemented
with a painted median to mark the buffer.
• Vertical curb separation should be considered where on-street parking is not present.
Stormwater drainage will need to be considered with this option. Street level separated bike
lanes may be combined with islands at corners and crossings.
1.5.3.1 Forms of Separation
As shown on Figure B-20, there are many different physical barriers that can be used to separate the
bike lane from traffic, including:
• Concrete median
• Plastic delineator posts
• Bollards
• Concrete curb
• Planter boxes
• Concrete barriers
• On-street parking
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Figure B-20. Different Physical Barriers Used to Separate Bike Lane from Vehicular Traffic
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1.5.4 Side paths
A side path is a two-way shared-use path, adjacent to the roadway, serving both pedestrians
and cyclists (i.e., a trail that runs alongside a road). Side paths are separated from roadways
and accommodate a variety of users, including bicyclists, walkers, and runners using the trail for
recreation and transportation purposes. Side paths are typically 10 feet wide but may need to be
wider depending on the number of users, the types of users, and the differences in their speeds.
For example, a path that is used by higher-speed bicyclists and children walking to school may
experience conflicts due to their difference in speeds. Another example would be when the path is
shared by multiple user types such as rollerbladers, skateboarders, or dogs on leashes. By widening
the path to provide space to accommodate passing movements, conflicts can be reduced.

Figure B-21. Sidepath in Boulder, Colorado (Source: Toole Design Group)

1.5.4.1 Side path Intersection Design
To reduce bicyclist and pedestrian conflict with motor vehicles at intersections with roadways and
driveways, the following strategies should be considered:
• Establish priority: right-of-way for side path users should be established with yield or stop signs
for drivers at reasonable intersections like driveways and unsignalized intersections
• Signal Phasing: an exclusive side path signal phase, similar to the Leading Pedestrian Interval,
discussed later in the guide, could increase visibility of and prioritize side path use movement.
• Signs and Markings: signs and markings can increase motorist awareness of the presence of
bicyclists and pedestrians.
• Crossing geometry: modifying roadway geometry can increase side path use visibility.
Increasing the offset distance between the side path crossing and the primary roadway modifies
the timing and positioning of the turning vehicle such that the turning vehicle will see the
crossing pedestrian or bicyclist. Reducing the turning radius from the primary roadway may also
cause the motorist to slow down.
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Guidance
• Side paths are most appropriate where driveways and intersections are limited. In areas with
high concentrations of driveways and intersections, on-street accommodations (including bike
lanes, buffered bike lanes, and separated bike lanes) are preferred because they are proven to
be safer.
• Side paths typically have a lower design speed for bicyclists than on-street facilities and may
not provide appropriate accommodation for more confident bicyclists who desire to travel at
greater speeds.
• A path may benefit from the separation of users by user speed, type, or direction. When
separating users, consider the path width and paving material preferred by each user.
• Proximity to vertical obstructions and objects along the route can affect the operation of a side
path. Bicyclists shy away from vertical obstructions and other users to avoid handlebar strikes.
The effective rideable surface of the side path is lessened when vertical objects are immediately
adjacent to the side path. To maintain comfort and safety of users, a shy distance of between 6
inches (minimum) and 24 inches (preferred) should be provided between the edge of the side
path and adjacent benches, sign posts, or other objects.

1.5.5 Trails
Trails, also known as shared use paths, are paths fully separated and independent from the roadway
and are shared by bicyclists, pedestrians, and other non-motorized users. Trails provide off-road
transportation routes and can supplement a network of other bike facilities described in this guide.
Trails should be designed for use by people of all ages and abilities and should be designed to meet
all applicable pedestrian accessibility requirements.
1.5.5.1 Design Speed
An important design consideration that affects the comfort level of the users is the design speed used
to determined geometric features of the trail. Because design speed is context sensitive and based
on the user profile of the trail, there is not a single recommended design speed for all trails. The table
below provides examples of different path and user characteristics and their corresponding typical
design speed.
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Table B-22. Design Speed Examples

Bicycle and
Path Surface
Pedestrian Volume

Grade

Bicyclist and
Pedestrian Use
Separation

Typical Design
Speed (mph)

Unpaved

Any

Any

Any

12

Paved

High

Flat of
Moderate

None of minimal

15

Paved

Lower

Any

Any

18-30

Paved

Any

Steep

Anticipated
Robust of Bicyclist
bicyclist downhill
path only
speed up to 30.

1.5.5.2 Facility Width
Trails are typically 10 to 14 feet wide, but the appropriate paved width is dependent on the context,
volume, mix of users, and design speed. The minimum paved width of a two-directional trail is 10 feet,
but trails wider than 10 feet should be considered to provide an acceptable level of service especially
on those that have a high volume of use. 11 feet is the minimum width required to allow a bicyclist to
pass another path user going the same direction at the same time a path user is approaching from
the opposite direction.
8-foot wide trails can be used for short distances in constrained situations to accommodate physical
barriers such as rock outcroppings, bridge abutment or pier, utility structure, or property fence. Warning signs that indicate the trail narrows should be considered at these locations. Fixed objects that
present an obstacle or potential hazards to trail users should be properly marked, including advance
warning signs. Appropriate channelization tapers should also be included to effect any changes in
trail width ahead of the fixed objects. On a two-directional path, when narrower path widths occur at
discrete locations, consider including a marked center line to help define each direction of travel.
1.5.5.3 Separation of Bicycles and Pedestrians
Pedestrians and bicyclists may be separated to increase comfort. This is recommended for trails with
a high volume of more than 300 total users in the peak hour and 30 percent mix of pedestrians. This
solution should only be used when a minimum width of 15 feet is provided, with at least 10 feet for
two-way bicycle traffic, and at least 5 feet for pedestrians. Where this type of separation is used on a
path with a view, such as beside a lake or river, the pedestrian lane should always be placed on the
side with the view. Where a trail has separated pedestrian and bicycle traffic, it can be beneficial to
pedestrians who are blind or have low vision to include measures that help them differentiate between
the pedestrian walkway and the lanes designated for bicycling. Some examples of ways to differentiate between the pedestrian and bike portions of the trail include the following:
• Landscape buffer
• Clear visual contrast: Pedestrians with low vision should be able to distinguish between the two
areas (e.g., concrete versus asphalt, or through use of pavement markings).
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• Directional indicator (a raised guidance surface): Care should be taken to ensure that any
detectable separation is not a tripping hazard. For people who are fully blind a combination of 2
and 3 would have to be employed to be effective.

Figure B-23. Clear Separation Between Pedestrians and Bicyclists (Source: Toole Design Group)

1.5.6 Trail Design Guidance
1.5.6.1 Surface Types
• Surfaces should be stable, firm and slip resistant to be accessible to and usable by people with
disabilities.
• All-weather concrete or asphalt pavement is preferred over surfaces of crushed aggregate,
sand, clay, or stabilized earth.
• On trails, loads should be substantially less than on roadways. However, to prevent pavement
damage, which can contribute to bicycle crashes, trails should be designed to sustain wheel
loads of occasional emergency, patrol, maintenance, and other motor vehicles that are
expected to use or cross the path.
1.5.6.2 Cross Slope
• A 1 percent cross slope is recommended for trail
• Designers should use the minimum cross slope necessary for trail drainage to be accessible to
all users
• Cross slopes should follow the direction of the existing terrain to maintain drainage away from
the trail
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1.5.6.3 Drainage
• Cross slope in the direction of the existing terrain will typically provide sheet flow of surface
runoff and avoid the need for channelizing flow in ditches, cross culverts, and closed pipe
systems.
• However, where a trail is constructed on the side of a slope that has considerable runoff or
other conditions that result in relatively high runoff, a ditch should be placed on the uphill side to
intercept the slope’s drainage.
• Ditches adjacent to the trail should be designed with bicycle safety in mind. Where needed,
catch basins and manholes should be located outside of the trail and shy distances.
Trails in Stream Valleys
• Trails along stream corridors help engage users with the natural environment and provide
a continuous facility where right-of-way constraints and channelized streams restrict trail
development to the floodway. These shared-use trails are typically positioned directly adjacent
to the stream channel and are therefore subject to frequent flooding. These trails often require
hard-paved surfaces of concrete to withstand high-velocity stream flows. Retaining walls or
other structural elements may also be required for stable construction and to protect the trail
from erosion and flood damage.
• Trails along stream corridors should be a minimum of 10 feet wide for shared-use trails. The
installation of railings, benches, signage, and trash receptacles that could obstruct flow during
storm events, should be carefully considered. These trails must be designed and installed in
a manner that minimizes their effect on flood waters and protects the amenities from flood
damage. The use of retaining walls as seat walls is one way in which non-obtrusive amenities
can be included on this type of trail facility. Special consideration should be paid to mitigating
the impacts of trail construction on the natural environment. Some vegetative buffer between
the stream and trail should be left intact. A proper trail foundation is important and will increase
the longevity of the trail. No soft shoulder should be constructed due to flood considerations.
Special consideration should be given to the mitigation of negative impacts from trail
development on the natural stream environment, as well as strict adherence to local, state and
federal permitting requirements.
1.5.6.4 Lighting
• Improves visibility and increases a feeling of personal security
• On paved paths where night-time use is permitted, trail lighting is recommended at trail–
roadway intersections at a minimum, and along other segments of the corridor based on context
• If a trail is unused infrequently at night, lighting can be provided at certain hours only
• Lighting is also useful on trails with high commuting volume.
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1.5.6.5 Pavement Marking

Figure B-24. Centerline and Edgeline Marking (Source: Toole Design Group)

1.5.6.5.1 Centerline Markings
• For trails with high user volumes
• On curves with restricted sight distance, or design speeds less than 14 mph
• On unlit trails where night-time riding is permitted
• Approaching intersections
• Approaching obstructions within the center of the trail
1.5.6.5.2 Obstruction Markings
• Obstructions should not be located within the clear width of a trail because they present a crash
hazard to bicyclists and other trail users. Where an obstruction on the traveled portion cannot
be avoided (for example, in situations where bollards are used or where a trail splits around a
natural feature), channelizing lines of appropriate color (yellow for center line, otherwise white)
should be used to guide bicyclists around it with sufficient advance warning of the presence of
the obstruction.
1.5.6.5.3 Edgeline Markings
• Where night-time use is permitted or routinely occurs
• At approaches to intersections to alert path users of changing conditions
• To separate pedestrians from bicyclists
• When the path width changes rapidly
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• At approaches to marked constraints on the outside edge of the trail, entrances to tunnels, or
when passing bridge abutments
• To establish a shy distance from an obstruction that may otherwise not be noticeable, such as a
short stretch of curbing or the foot of an adjacent retaining wall
1.5.6.5.4 Advance Pavement Markings
• Advance pavement markings should be used where the crossing is unexpected or where there
is a history of crashes, conflicts, or complaints
• If a supplemental word marking, such as HWY XING is used, leading edge should be located at
or near point where users pass the intersection warning sign
• Additional markings may be placed closer to crossing; across the entire width of the path; and
to supplement, but not replace, appropriate signs
1.5.6.6 Signage

Figure B-25. Bicycle-Pedestrian Warning Sign at Trail Crossing (source: Toole Design Group)

• Roadway users may be warned of a trail crossing by using a combined bicycle-pedestrian
warning sign, or a bicycle warning sign. See Figure B-25.
• Placement should be at the distance recommended for the approach speed in Table 2C-4 of the
MUTCD.
• This sign assembly should not be installed at the crossing if the roadway traffic is yield-, stop-,
or signal-controlled.
• The trail name plaque may be mounted on the sign assembly to notify approaching roadway
users.
• YIELD and STOP signs are used to assign priority at controlled but unsignalized trail–roadway
intersections.
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1.5.6.7 Wayfinding
• Wayfinding helps direct users to important destinations
• Road and path name signs should be placed at crossings
• More information on wayfinding can be found in the Bicycle and Pedestrian Amenities section
(6.7)
1.5.6.8 Intersections and Transitions
• Unauthorized use of trails by motor vehicles occurs occasionally. A three-step approach is
recommended to address this concern

Figure B-26. Center Island and Sign to Prevent Unauthorized Motor Vehicle Entry (Source: Toole Design Group)

• Post NO MOTOR VEHICLE (MUTCD R5-3 sign)
• Use center island at trail entrance
• Assess whether signage and trail entry design prevents or reduces unauthorized traffic.
• Routine use of bollards to restrict motor vehicles is not recommended because they can be
struck by bicyclists and other path users and can cause serious injury
• Approaching bicyclists may shield even a conspicuous bollard from a following bicyclist’s view
until a point where the trailing rider does not have enough time to react
1.5.6.8.1 Reducing Speeds on Path Approaches to Intersections
• Chicanes, or horizontal curves can reduce speeds on intersection approaches
• A solid centerline stripe is recommended
• Should not be designed for speeds less than 8 mph
• Use of Z-gates to force cyclists to dismount is not recommended because it poses a crash
hazard and can force queueing into intersections to navigate the obstructed area
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1.5.6.8.2 Widening at Intersections
• Trails can be wider at intersections to reduce queueing increase crossing capacity
• Widened trails can help reduce conflicts at trail entrances
• Crosswalks should be widened to match new trail width
1.5.6.8.3 Transitions

Figure B-27. Transition to Trail Through Intersection (Source: Toole Design Group)

Trails may transition to other bicycle facilities (on- or off-road) to accommodate bicyclists or
transition to sidewalks to accommodate pedestrians and other path users. It is important to design a
comfortable merging or diverging environment
• Appropriate signing is needed to warn and direct bicyclists, pedestrians, and motorists at such
transition areas
• Transitions should be seamless, intuitive, and designed to ensure visibility and predictability for
all users
• Signalized or stop-controlled intersections can provide effective opportunities for rapid
transitions
• Transitions should not be abrupt, which can create a hazardous or confusing situation
• Provide trail users with clear guidance to ensure they are going in the correct direction of travel
when they exit the trail and enter the roadway
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1.5.6.8.4

Crossing realignment

Figure B-28. Crossing Realignment

• It is preferable for crossings to be as close to 90 degrees as possible to minimize the crossing
distance and maximize sight lines
• Retrofitting skewed trail crossings can reduce the roadway exposure for path users
• Figure B-28 depicts a trail realignment to achieve a 90-degree crossing
• A minimum 60-degree crossing may be acceptable to minimize right-of-way needs
1.5.6.9 Recommended Amenities
Trail amenities are essential for improving user experience and enhancing trail safety. The following
list of amenities are recommended on all trails in East Baton Rouge Parish:
• Bicycle Parking allows trail users to safely park their bicycles if they wish to stop along the way,
particularly at parks and other destinations.
• Maps and Wayfinding allow users to navigate the trail system. Information kiosks with maps at
trailheads and wayfinding signs can provide all the information that someone would need to use
the trail system to reach key destinations.
• Pedestrian-Scale Lighting improves safety by providing night-time visibility and the perception
of security. Lighting allows the trail to be used throughout the evening.
• Reference Location Markers communicate the trail name and reference location in miles
approximately every 1,000 feet. This includes 911 emergency markers.
• Trash Receptacles and Dog Waste Pick-Up Stations help keep the trails clean and litter free.
Periodic containers at access points should be provided, and regularly trash collection service
is key.
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• Fix-It Stations provide basic tools that can be used to address common repair problems that
may occur during a bike ride.
• Art Installations make a trail system distinct and can reflect local culture or history.
• Bike Share bicycles are made available for shared-use on a short-term basis for the cost of a
daily or annual membership fee.
• Drinking Fountains provide drinking water for people (and pets in some cases).
• Trailhead Maps provide trail users with information and the rules of the trail. A legible trail
system map with a “you are here” marker is helpful for orientation.
• Landscaping should consider practical and aesthetic appeal, including trees for shade and
native, low-maintenance plants.
• Restrooms shall be ADA accessible and are particularly appropriate at major trailheads. There
are also many existing restrooms in Parish parks along trail routes.
• Shade Pavilions give trail users a respite from the sun and weather. Shade pavilions should
include furniture for trail users to take a break or have a picnic.
• rail Furniture encourages people of all ages to use the trail by ensuring that they have a place
to rest along the way. Benches can be provided at rest areas and viewpoints, as well as
periodically along longer routes.
1.5.6.10 Trailheads

Figure B-29. Trailhead with Wayfinding Kiosk and Bench (Source: Toole Design Group)

It is important that trails are designed to be accessed at multiple points. Long stretches of trail with
no access points can feel isolated to users. More access points and intersections also increase a
sense of security because they create moments of visibility and permeability between the trail and
surrounding uses. They also provide opportunities for people to exit the trail if they suddenly feel
unsafe. Access points should be no more than 0.25 mile to a 0.5 mile apart, and placement of access
points should take into consideration the nearby on-street transportation network, transit stops, bike
share stations, and points of interest. Access points should provide adequate signage and wayfinding,
though they do not all need to be designed as trailheads.
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1.5.6.11 Creating Trail Identity
Trails are a source of community identity and pride. These effects are magnified when communities
use trails to highlight and provide access to historic and cultural resources. Many trails themselves
preserve historically significant transportation corridors. Incorporating a unified vision and character
into a trail’s design can help transform trails from basic transportation corridors into cherished
community gathering places.

1.5.7 Bicycle Boulevards
Compared to other design treatments, bicycle boulevards require the least amount of roadway space
reallocation. Bicycle boulevards are appropriate on local, neighborhood streets with low motorized
traffic volumes and speeds designed to provide priority to bicyclists and intended to serve local motor
vehicle traffic. The recommended bicycle network in this master plan includes many bicycle boulevard
routes that enhance connectivity. The implementers of this plan should consider the guidance below
when designating bicycle boulevards as part of the active transportation system. Bicycle boulevards
incorporate traffic-calming treatments with the primary goal of prioritizing bicycle through-travel while
maintaining relatively low motor vehicle speeds and volumes. Bicycle boulevards must also include
safety enhancements for bicyclists at intersections, particularly at major crossings.

Figure B-30. Bicycle Boulevard (Source: Toole Design Group)
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Table B-31. Target Speed and Volume for Bicycle Boulevards

Hourly Traffic Volume

Daily Traffic Volume

Speed (mph)

Preferred

50 vehicles/hr

1,000 ADT

15

Acceptable

75 vehicles/hr

2,000 ADT

20

Maximum

100 vehicles/hr

3,000 ADT

25

If preferred traffic characteristics are not already present, traffic-calming and diversion measures
should be implemented to reach these desired thresholds.
Guidance
• Bicycle boulevards can be designed to limit traffic volumes and may include traffic diversion
features to discourage and reduce through traffic
• To optimized local, neighborhood streets for bicycling, bicycle boulevards could employ the
following speed management traffic-calming features:
◦ Speed humps
◦ Neighborhood traffic circles
◦ Curb extensions
◦ Chicanes, or horizontal curves can reduce speeds on intersection approaches
• Many cities already have signed bike routes along neighborhood streets that provide an
alternative to traveling on high-volume, high-speed arterials. Applying bicycle boulevard
treatments to these routes makes them more suitable for bicyclists of all abilities and can
reduce crashes.
• Bicycle boulevards typically include pavement markings and signs that communicate a shared
environment
• Stop signs or traffic signals should be placed along the bicycle boulevard in a way that
prioritizes the bicycle movement, minimizing stops and delays for bicyclists whenever possible.
• Enhanced treatments may be required at intersections with major streets to facilitate low-stress
crossings, such as signals and median refuges.

1.6 Traffic Calming
Traffic-calming measures are generally most appropriate in neighborhood or mixed-use settings
where there is a high demand for bicycle and pedestrian activity. By reducing motor vehicle speeds,
traffic-calming measures have the potential to significantly reduce bicycle and pedestrian related
crashes.
Traffic-calming measures are most effective when they are deployed at regular intervals ranging from
200-400 feet between treatments. It is not necessary to provide the same traffic-calming treatments
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throughout a corridor. Treatments should be chosen to meet each location’s traffic or speed
management objectives.
Some examples of traffic-calming measures are:
• Bulb-Outs/Neckdowns/Curb Extensions
• Skinny Streets/ Narrow (Yield) Streets
• Chicanes
• Neighborhood Traffic Circles and Mini Roundabouts

1.6.1 Bulb-Outs/Neckdowns/Curb Extensions
Bulb-outs (also known as curb extensions or neckdowns) are extensions of the sidewalk/landscape
zone that physically narrow streets at intersections and mid-block crossings. They provide shorter
pedestrian crossing distances and improve the visibility of pedestrians as they wait to cross the
street. Curb extensions also tend to allow for better placement of curb ramps and prevent ramps from
being blocked by vehicles that park at the corner. Streets with on-street parking lanes are particularly
appropriate for bulb-outs because they are typically the width of a parked car. Neckdowns are similar
treatments that narrow the travel way to slow vehicle traffic, either through curb extensions or center
islands. Neckdowns can occur anywhere along a street (including non-crossing locations).
Applicable Context: Locations with on-street parking or wider than necessary travel lanes

Figure B-32. Curb Extensions with Stormwater Planters (Source: Toole Design Group)

Guidance
• Curb extensions should not extend into travel lanes, bicycle lanes, or shoulders or reduce them
to an unsafe width.
• Care should be taken to maintain direct routes across intersections by aligning pedestrian
desire lines (preferred walking route indicated by worn path) on either side of the sidewalk.
Curb extensions often make this possible as they provide extra space for grade transitions.
• If funding for full curb extensions is unavailable, curb extensions can be designed using lower
cost alternatives, such as bollards, temporary curbs, planters, or striping.
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• The turning needs of larger vehicles, such as school buses, need to be considered in curb
extension design to prevent larger vehicles from encroaching onto the curb extension.
• Curb extensions can create additional space for curb ramps, as well as landscaping and street
furniture that help maintain motorist and pedestrian sightlines.
• Curb extensions can require changes to or relocation of drainage structures, which can
increase installation cost. Drainage impacts can be minimized with curb extension designs
which maintain water flow to existing drainage structures via the use of drainage slots with
appropriate solid surface plating at pedestrian crossings.

1.6.2 Narrow/Yield Streets/Skinny Streets
These streets are narrow residential roads that require motor vehicles to pull to the side into a parking
lane or driveway to allow approaching vehicles to pass. Yield streets require low motor vehicle
speeds and are most effective where on-street parking utilization does not exceed 40 to 60 percent
of the street. On-street parking should be prohibited within 20 to 50 feet of the right-hand side of
intersections to accommodate turning movements and increase visibility.

Figure B-33. Narrow/Yield Street in Seattle (Source: Toole Design Group)

1.6.3 Chicanes
A chicane is a series of two or more staggered curb extensions on alternating sides of the roadway.
They are usually landscaped with ground cover, bushes, and trees. Navigating through the curve
created by the chicane encourages drivers to slow down.
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Figure B-34. Chicane (Source: Toole Design Group)

1.6.4 Neighborhood Traffic Circles and Mini-Roundabouts
Mini-roundabouts are a traffic-calming device that can take the place of, or supplement, an allway stop controlled intersection. When installed at appropriate locations, mini-roundabouts can
reduce delay and increase capacity through an intersection compared to a traditional all-way-stop
design. Well-designed mini-roundabouts can also reduce travel speeds and the number of conflicts
points. Mini-roundabouts are raised circular islands constructed in the center of residential street
intersections which require motorists to slow down to maneuver around them. They are typically
designed to eliminate left turns by requiring traffic to exit to the right of the circles except for trucks or
other larger vehicles.
While the confident bicyclist may be comfortable traversing a roundabout in a shared lane
environment, many bicyclists will not feel comfortable navigating roundabouts with vehicular traffic,
especially multilane roundabouts. Bike lanes may not be located within the circulatory roadway of
a roundabout. For comfort and safety reasons, mini-roundabouts should be designed to facilitate
bicycle travel outside of the roadway.
Applicable Contexts
• Roadways with 30 mph or lower posted speeds
• Residential streets
• Neighborhood bikeways
• Stop-controlled intersections with high delay
• Intersections with one lane in each direction
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Figure B-35. Mini-Roundabout (Source: Toole Design Group)

Considerations
• Do not make generous allowances for motor vehicles by increasing the turning radii—this
compromises pedestrian and bicyclist safety.
• Larger vehicles that need access to streets (e.g., school buses and fire engines) may need to
make left-hand turns in front of the circle.
• Use yield, not stop controls.
• Mini-circle landscaping should not impede the sight distance.
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1.7 Bicycle Treatments at Crossings
Good crossing design should:
• Minimize exposure to vehicle conflicts,
• Reduce speeds at conflict points,
• Communicate right of way priority,
• Provide sufficient sight lines, and
• Accommodate persons with disabilities.
The following guidance should be applied when designing intersection treatments for bicyclists:
• Provide a direct, continuous facility to the intersection,
• Provide a clear route for bicyclists through the intersection,
• Reduce and manage conflicts with turning vehicles,
• Provide signal design and timing to accommodate bicyclists, and
• Provide access to off-street destinations.
• Selective removal of parking spaces may be needed to provide adequate visibility and to
establish sufficient bicycle lane width at approaches to intersections.

1.7.1 Bike Lane Extension through Intersection
Bicycle lane extension pavement markings through intersections are intended to provide bicyclists
with a clear, highly visible pathway through an intersection and create a safer bicycling environment.
They also help to alert motorists to the presence of bicycle through-traffic and encourage turning
motorists to yield to through moving bicyclists. The pavement within the bicycle lane extension can
include green color. The color may be applied with paint, Durable Liquid Pavement Markings (DLPM),
thermoplastic, or colored asphalt.
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East Baton Rouge Parish currently has interim approval to install green paint on bike lanes, including
extensions through intersections on local streets with required approval. On state highways LA
DOTD will allow use of green paint on bike lanes only. This plan recommends extending approval to
use green paint through intersections on state owned roads.
Applicable Contexts:
• Locations with bicycle lanes or separated bike lanes where it is desired to delineate the bicycle
crossing
• Locations where right or left-turning vehicles cross through moving bicyclists, especially at
intersections along major bike routes
• At wide or complex intersections where the bicyclist path is unclear
• Bicycle lane extension may be located parallel with a pedestrian crosswalk at separated bike
lane locations.
Guidance
• Long-term maintenance cost should be considered prior to installation.
• Local weather conditions, marking placement, and marking material will impact pavement
marking durability.
• Thin, durable, non-skid thermoplastic material is generally preferred for bicyclists.
• Because the effectiveness of markings depends entirely on their visibility, maintaining markings
should be a high priority.

1.7.2 Bike Boxes
Although East Baton Rouge Parish does not currently have an experimental approval for bike
boxes, this plan recommends a pilot project to introduce the design and its function. Bike boxes
provide space for bicyclists to position themselves in front of vehicles while stopped at a signalized
intersection. This treatment provides a predictable place for bicyclists to stop and wait at a signal,
allowing them to get out ahead of traffic at the onset of a green signal. Bike boxes are intended to
reduce the likelihood of a right-hook (or left-hook) collision at the on-set of a green light. In addition
to increasing the visibility and predictability of bicyclists, bike boxes provide priority for bicyclists by
allowing them to come to the front of the queue.
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Figure B-36. Bike Box in Portland, Oregon (Source: Toole Design Group)

Applicable Contexts
• Signalized intersections with medium to high volumes of bicyclists and motor vehicles
• Intersections where large vehicles are common
• Intersections with high volumes of queuing bicyclists
• Intersections with high volumes of turning vehicles and bicyclists going straight
Guidance
• Stop lines may be placed up to seven feet in advance of the bike box.
• Bike box should be installed with Stop Here on Red (MUTCD R10-6) and No Turn on Red
(MUTCD R10-11) signs
• Boxes may be disregarded by motorists if not commonly filled by bicyclists and properly signed
• Consider surface color and markings to reduce vehicle encroachment.
• Use of this treatment eliminates motorist right turn-on red which can increase delay.
• At locations with higher bicyclist volumes, a bike box can reduce delay for transit and other
vehicles by allowing groups of bicyclists to gather and cross as a group through the intersection
instead of in a single-file queue
• A bicycle box should only extend across one travel lane. Bicycle boxes should not be
used to facilitate bicycle left turns. A two-stage turn queue box is the preferred method of
accommodating left turns.

1.7.3 Conflict-Area Markings
Markings in conflict areas can be used at intersections to improve visibility, alert roadway users of
expected behaviors, and reduce conflicts with turning vehicles.
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The types of markings used in conflict areas shown on Figure 6-31 are (from left to right):
• Dotted line extensions
• Chevron markings
• Bike lane markings
• Colored conflict area
• Colored dashes
• Elephant’s feet

Figure B-37. Different Types of Conflict Area Markings

Guidance
• The type of pavement marking should be chosen by the local context of the roadway taking into
consideration the volume of traffic, types of use, turning movements, and physical constraints of
the roadway.
• Driveways with higher volumes may require additional pavement markings and signage.
• Consideration should be given to using intersection pavement markings as spot treatments or
standard intersection treatments. A corridor wide treatment can maintain consistency; however,
spot treatments can be used to highlight conflict locations.

1.7.4 Mixing Zones
Mixing zones are locations within intersections where bicyclists approach an intersection in a bicycle
lane or separated bicycle lane that terminates in a shared motor vehicle turn lane. The shared lane
requires turning motorists to enter or cross the bicyclist’s travel path, mixing bicycles with motor
vehicles. A key feature of a mixing zone is the provision of a constrained merging location where
motorists merge across the bicycle lane. Mixing zones are often used in situations where right-ofway is limited, and it is infeasible or cost-prohibitive to build a protected intersection or maintain a
continuous bicycle lane. Mixing zones should encourage motorists to yield to bicyclists, reduce motor
vehicle speed within the shared turn lane, and reduce hook crashes.
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Mixing zones may be located on the left side of one-way streets where bicycle lanes are on the left
side of the road. Mixing zones are generally appropriate as an interim solution or in situations where
right-of-way constraints make it infeasible to provide a protected intersection.
A clearly defined, slow-speed merging area should be established to increase the predictability and
safety of all users. Motor vehicle speeds can be controlled by:
• Minimizing the length of the merge area,
• Locating the merge point as close as practical to the intersection,
• Minimizing the length of the storage portion of the turn lane,
• Providing vertical separation (e.g., flex posts) after the merge area, and
• Using pavement markings to highlight the conflict zone (see above).
• Provide a BEGIN RIGHT (or LEFT) TURN LANE YIELD TO BIKES sign (W11-2  R4-4) at the
beginning of the merge area.

Figure B-38. Bike Lane Mixing Zone

Applicable Context
• Signalized intersections
• Roadways with constrained right-of-way
• Along bike routes or intersections with medium to high volumes of bicyclists
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• Roadways that can drop on-street parking near the intersection
• Intersections with high volumes of turning vehicles and insufficient space for a bike lane
• Along bike routes where there is a dedicated turn lane on the side of the street with the cycle
track, but a bike signal is not appropriate
• Guidance
• Mixing zones are only appropriate on street segments with bike lanes or one-way separated
bike lanes. They are not appropriate for two-way separated bike lanes due to the contra-flow
bicycle movement.
• Mixing zone treatments should include yield entry markings, a motor vehicle entry area defined
with flexible delineators or other physical devices, and a shared motor vehicle turn lane with
shared lane markings (Monsere et al. 2015).
• Mixing zones may be most effective at intersections with 50 to 150 turning vehicles in the peak
hour
• This treatment may not be appropriate at intersections with very high peak automobile right-turn
demand

1.7.5 Protected Intersections
A protected intersection is a specific intersection treatment that limits the intersection’s conflict zone
by maintaining physical separation between motor vehicles, pedestrians, and bicyclists up to the
intersection. Protected intersections are designed to slow motorist speeds to induce yielding and to
improve the sight line between motorists, bicyclists and pedestrians. Protected intersections include a
corner protection island, a forward queuing area, and recessed bicycle and pedestrian crossings. The
recessed crossing for bicyclists provides space for motorists to turn, and gives motorists a greater
ability to see, react to, and yield to approaching bicyclists, thereby mitigating the potential for conflicts.
Protected intersections should be a default treatment for separated bike lanes or trails. At signalized
intersections, signal timing may provide leading or protected phasing to further reduce potential
conflicts.
Elements of Protected Intersections as outlined on Figure B-39, protected intersections have the
following elements:
1. Corner island
2. Forward bicycle queuing area
3. Motorist yield zone
4. Pedestrian crossing island
5. Pedestrian crossing of separated bike lane
6. Pedestrian curb ramp
7. Bicycle crossing of travel lanes
8. Pedestrian crossing of travel lanes
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Figure B-39. Protected Intersection

Applicable Context
• Protected intersections are the preferred intersection treatment when two separated bike lanes
intersect one another and when conventional bike lanes transition to separated bike lanes.
• Protected intersections may also be appropriate:
◦ At any intersection on a street with a bike lane (even if the intersecting streets have no bike
facility) with enough space to accommodate the design
◦ At locations where the number of bikes is at least half the number of motor vehicles
Guidance
• Mountable truck aprons can reduce turning speeds for passenger vehicles while
accommodating the off-tracking of larger vehicles where a larger corner radius is necessary.
• Use clear markings and signs to direct users.

1.7.6 Bicycle Signals
Bicyclists have unique needs at signalized intersections. Bicycle movements may be controlled by the
same indications that control motor vehicle movements, by pedestrian signals, or by bicycle-specific
traffic signals. The introduction of separated bike lanes creates situations that may require leading
or protected phases for bicycle traffic, or place bicyclists outside the cone of vision of existing signal
equipment. In these situations, provision of signals for bicycle traffic will be required.
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Bicycle signals can be activated actively or passively. Active detection requires bicyclists to use a
pushbutton. Pushbuttons should be placed in such a way that bicyclists do not have to leave the
roadway to active the signal. In many cases, passive bicycle detection is a preferred option.
It may be desirable to install advanced bicycle detection on the intersection approach to extend the
phase, or to prompt the phase and allow for continuous bicycle through movements. Video detection,
microwave and infrared detection can be an alternate to loop detectors. Another strategy in signal
timing is coordinating signals to provide a “green wave”, such that bicycles will receive a green
indication and not be required to stop. Several cities including Portland, Oregon and San Francisco,
California have implemented “green waves” for bicycles.

Figure B-40. Different Types of Bicycle Signals

Applicable Context
• Signalized intersections with high bicycle volumes and high turning-vehicle volumes
• Locations where a highly used bicycle route (including shared-use path) must cross a major,
signalized intersection to connect users to the rest of the route (sometimes requiring bicyclists
to cross diagonally)
• Intersections with contraflow bike lanes or separated bike lanes
• Intersections where a bicycle facility transitions from a cycle track to a bicycle lane
• Complex intersections that may otherwise be difficult for bicyclists to navigate
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Guidance
• Bicycle signals should be clearly visible to approaching bicyclists.
• Consider bicyclists’ movements when selecting minimum green times and clearance intervals
due to slower speeds and start-up times.
• Intersection crossing markings should be considered where the bicycle travel path through the
intersection is unusual.
• Visual variations between vehicular signal heads and bicycle signal heads should be
considered (e.g., size, backplate color).
• The signal should be installed with actuation and appropriate detection for bicyclists.
• Consider supplemental, near-side signals with smaller lenses and lower mounting height to
provide additional clarity for bicyclists.
• The addition of separated or exclusive bicycle signal phases can increase delay for all users at
the intersection, which may decrease compliance. As such, each intersection should be studied
carefully to balance the safety and operational needs of pedestrians, bicyclists, and motorists.

1.7.7 Leading Bicycle Interval
Leading bicycle intervals (LBIs) provide bicyclists a head start when crossing at a signalized
intersection. LBIs can be easily programmed into existing signals to give bicyclists an advanced
green signal a minimum of three to seven seconds before motorists can proceed through the
intersection. This extra time provides through-bicyclists with an opportunity to establish their presence
in, or to clear an intersection before motorists start turning. This head start increases the percentage
of motorists who yield the right of way to bicyclists and can minimize conflicts between bicyclists
crossing a roadway and turning motorists.
Applicable Contexts
• Intersections with high bicycle volumes and high turning vehicle volumes
• Locations where a highly used bicycle route (including shared-use path) must cross a major,
signalized intersection to connect users to the rest of the route
• Intersections with contraflow bike lanes or separated bike lanes
• At intersections where a bicycle facility transitions from a cycle track to a bicycle lane
Considerations
• Bicycle signals should be clearly visible to approaching bicyclists.
• Should be installed with the following:
◦ Bicycle Signal sign (MUTCD R10-10) if bicycle signal is present, otherwise, direct bicyclists
to follow pedestrian signal (MUTCD R9-5)
◦ No Right Turn on Red sign (MUTCD R10-11 series)
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• Consider the movement of bicyclists when selecting minimum green times and clearance
intervals due to slower speeds and start-up times.
• Intersection crossing markings should be considered where the bicycle travel path through the
intersection is unusual.
• Visual variations between vehicular signal heads and bicycle signal heads should be
considered (e.g., size, backplate color).
• The signal should be installed with actuation and appropriate detection for bicyclists.
• Consider supplemental, near-side signals with smaller lenses and lower mounting height to
provide additional clarity for bicyclists.

1.7.8 Driveway
Most bicycle facilities will need to cross streets, driveways, or alleys at multiple locations along a
corridor. These locations create a potential crash risk due to conflict between turning vehicles and
through bicyclists. At these locations, the crossings should be designed to 1) delineate a preferred
path for people bicycling through the intersection and 2) to encourage driver yielding behavior,
where applicable. Bicycle crossings may be supplemented with green pavement, yield lines, and/or
regulatory signs.
Driveways with higher volumes of vehicles should incorporate design treatments that increase
visibility and awareness for motorists and bicyclists. Driveways with low volumes of motor vehicle
traffic have fewer potential conflicts and their crossings can be marked with a standard separated bike
lane crossing.

Figure B-41. Driveway Treatment

Guidance
• Sight distances should be kept clear to ensure motorists exiting the driveway can see oncoming
bicyclists, pedestrians, and motor vehicles before pulling out of the driveway, and that motorists
entering the driveway can see bicyclists and pedestrians approaching the driveway entrance
and yield appropriately.
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• The width of driveway crossings should be minimized, and access management strategies
should be considered along separated bike lane routes to minimize the frequency of driveway
crossings.
• Supplemental yield lines, otherwise known as shark’s teeth, can be used to indicate priority
for people bicycling and may be used in advance of unsignalized crossings at driveways, at
signalized intersections where motorists may turn across a bicycle crossing during a concurrent
phase, and in advance of bicycle crossings located within roundabouts.
• Raised bicycle crossings further promote driver yielding behavior by slowing their speed before
the crossing and increasing visibility of people bicycling.
• The bicycle crossing should be a minimum of 6 feet wide for one-way travel and 10 feet wide
for two-way travel, as measured from the outer edge of the elephant’s feet or bicycle pavement
markings. Bicycle lane symbol markings should be avoided in bicycle crossings. Directional
arrows are preferred within two-way bicycle crossings. Two-way crossings should also be
indicated with warning signage for drivers entering and exiting the driveway.
• Solid or dashed green-colored pavement may be used in between MUTCD standard dashed
white edge stripes to increase the visibility of the crossing where permitted conflicts occur.
Green color may be desirable at crossings where concurrent vehicle crossing movements are
allowed and where sightlines are constrained, or where motor vehicle turning speeds exceed 10
mph.

1.7.9 Additional Considerations
1.7.9.1 Loading Zones
Designated loading zones may accommodate passenger loading (e.g., pick-up and drop-off at
schools, hotels, hospitals, taxi stands, etc.), commercial loading (e.g., goods or parcel deliveries), or
both. Commercial loading zones are not required to be accessible. Passenger loading zones need to
be accessible to individuals with disabilities. If necessary, the bike lane may be narrowed (to 4 feet) at
accessible loading zones to accommodate the pedestrian access route.
1.7.9.2 Trash Collection
Where separated bike lanes are introduced, the general public, public works staff and contractors
should be trained to place trash bins in the street buffer zone to avoid obstructing the bike lane.
Sidewalk buffers may be used to store bins where street buffers are too narrow.
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1.8 Bicycle and Pedestrian Amenities
Well-designed and properly located amenities makes bicycle facilities and sidewalks more
comfortable and convenient to use. Benches provide places to rest, catch up with neighbors or have
lunch. Properly distributed trash receptacles help to keep the streets clean. Appropriately located
bicycle racks and shelters are essential to encouraging people to ride by making bicycle parking
convenient and helps support bicycling as a viable mode of transportation. In addition to providing
amenities, street furniture can also provide a buffer from the noise and commotion of vehicles on the
street.

1.8.1 Wayfinding
Wayfinding is a network of directional signs indicating the direction and distance to points of
interest. Wayfinding encourages and promotes the inclusion of physical activity into everyday
work and recreation by making transportation options more approachable and understandable. A
comprehensive wayfinding system of signage and maps can provide guidance for users of the bicycle
and pedestrian network  without a specific destination, and reassurance for visitors unfamiliar with an
area. Transit-focused wayfinding can help to integrate bicycling and walking with public transportation.
Well-designed and branded wayfinding can also reinforce a community’s sense of place, benefiting
not only users of bicycle and pedestrian facilities, but the entire community.
The elements of a well-designed signage system include:
• Uniformity and Design: City staff and stakeholders should work together to create a streamlined
design for wayfinding signs that allows trail users to easily identify, understand, and navigate
the network.
• Legibility: The shape, size, text, and icons on a sign should be legible for users of all ages
and for both locals and visitors. They should also be easy to understand for English and nonEnglish speakers, as well as visually impaired people. For important messages conveyed by
text, consider including a Spanish translation or other desired language prevalent in East Baton
Rouge Parish.
• Placement: Signs should be placed at entrances, intersections, at all decision points, and
at forks in the trails to inform and guide trail users. Such signage aims to inform users of all
directional options, nearby destinations, and attractions.
• Communication: Signage should convey distance, direction, and destination. Trail etiquette
signage conveys appropriate speed and “keep right, pass left” messages.
• Awareness: For more people to use the trails, they need to know that they exist, where they are
located, and how to access them. Better wayfinding and signage can attract more users.
1.8.1.1 Wayfinding Process
The basic process of wayfinding involves four steps:3
1. Orientation refers to determining one’s location relative to nearby landmarks and the
destination. To improve orientation, use landmarks, which provide strong orientation cues.
2. Route Decision refers to choosing a route to get to the destination. To improve route decision
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making, minimize the number of navigational choices and provide signs or prompts at
decision points. Maps can help improve route decision making.
3. Route Monitoring refers to checking the chosen route to confirm that it is leading to the
destination. To improve route monitoring, “breadcrumbs”— visual cues highlighting the
path taken—can aid route monitoring, particularly when a wayfinding mistake has been
made and backtracking is necessary.
4. Destination Recognition refers to recognizing the destination. To improve destination
recognition, give destinations clear and consistent identities.
1.8.1.2 Destinations and Route Selection
Connecting places is the first core principle of bicycle and pedestrian wayfinding system
design. Determining where bicyclists and pedestrians are trying to go will ultimately inform their
desired route, which is why destination selection typically comes prior to route selection. Types
of destinations typically considered for wayfinding signs include:
• Parks
• Business Districts
• Major Sports Venues
• Major Bikeways
• Well-Known Landmarks
• Schools & Universities
• Libraries
• Trails
Things to consider when selecting bicycle wayfinding routes include:
• Level of Comfort: Bicycle wayfinding routes should be located on streets and trails with
favorable conditions for safe and comfortable bicycling, including those with dedicated
bicycle facilities, low motor vehicle volumes, low traffic speeds, or enough width for
shoulders or appropriate lane sharing. High- stress routes for bicyclists that include
difficult crossings of highways and arterial roadways should be avoided.
• Bicycle Volumes: Existing facilities with high volumes of bicyclists are often ready for
wayfinding application, as they often act as primary routes that connect to existing bike
facilities and are near destinations. Expected use should also be considered, as lowstress routes identified during the routing process can increase bicyclist volumes with the
addition of wayfinding signs.
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1.8.1.3 Types of Wayfinding Signs
The fundamental family of sign assemblies include route confirmation, decision, turn, and
combination, and supplemental information signs.

Figure B-42. Wayfinding Signs

The function, content, and placement of each are shows on Figure B-42 and described as follows:
• Route Confirmation Sign- Route confirmation sign assemblies let bicyclists know they are on a
designated bikeway and alert motorists to the likely presence of bicyclists. They are placed after
a turn or intersection to reassure cyclists that they are on the correct route and every 3 to 4
blocks or every 0.25 to 0.5 mile to reassure bicyclists they are still on the designated bikeway
• Decision Sign: A decision sign assembly is used to inform bicyclists of route choices at a
junction. Decision sign assemblies are often used where two or more bicycle routes cross.
Placement of a decision sign from a turn or transition is determined by bicycle design speed,
site lines, and roadway slope. Decision signs should be placed in advance of a turn or decision
point based on context.
• Turn Sign: Turn signs are used to indicate a change in route or path direction when the main
spine of a route turns. Turn signs should be placed at points prior to the turn to give notice of a
change in route direction.
• Supplemental Sign: Supplemental signage is often used along trails, and may include trail Mile
Markers, Informational Kiosks, Emergency Location Markers, and Regulatory, Warning, or
Etiquette Signs.
Guidance
• A pedestrian and bicycle wayfinding plan can provide a comprehensive strategy for customized
design and placement of city wayfinding signs.
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• Sign types can include destination signs, central hub maps, and trail signs.
• Destinations can include locations of amenities such as water fountains and restrooms to
provide more complete information.
• Well-designed and branded wayfinding can reinforce a community’s sense of place, but the
clarity and accuracy of the information must be the top priority.
• Signs should specify distances in blocks, average walking time, or other measurements
meaningful to pedestrians.
• Wayfinding signs should not be retroreflective.
• On one-way streets, street name signs should still face both ways to serve people walking from
both directions.
• To minimize visual clutter and driver distraction, the MUTCD provides the following guidance to
minimize the conspicuity of pedestrian signs to vehicular traffic:
◦ Pedestrian wayfinding signs should be located further from the street and away from     
high-priority traffic control devices.
◦ Pedestrian messages should face towards the sidewalk and away from the street.
◦ If pedestrian wayfinding sings are mounted at the same height as vehicular traffic signs,
they should be cantilevered over the sidewalk to keep it away from the line of sight of
vehicular traffic.

1.8.2 Waysides
Waysides are locations adjacent to a trail that provide a place for path users to rest, meet other path
users, enjoy a view, or to orient themselves. They serve both practical and aesthetic purposes and
can greatly enhance the user experience. Waysides come in many shapes and sizes from a bench
along a trail, to pocket parks with restrooms, maps, and other amenities described above. Consider
including cane detectable signage that includes braille information to alert individuals with vision
disabilities to the presence of the wayside. Include a description of the wayside amenities to assist
the person in navigating and understanding the layout of the wayside.
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Figure B-43. Wayside

The following are amenities that may be considered as reasonable parts of a bicycle facility project:
• Informational kiosks, signs and bulletin boards – These can include helpful information such
as the name of the trail, operating hours, “you are here” maps, contact information to report
problems, emergency response information such as contact information, and trail rules and
regulations. These should meet accessibility requirements for position, height and legibility of
signs.
• Bicycle parking – Bicycle parking is less important at entrances of paved trails in urban areas
because most people accessing the trail are using their bicycles. Bicycle parking is more
important at rest areas with bathrooms and at locations that connect to parks, playgrounds,
retail areas, restaurants and other similar locations where trail users are likely to need to leave
their bicycles for a period of time. Bicycle racks are also important at spur hiking trails that may
be accessed by people arriving by bicycle. Refer to the Baton Rouge Uniform Development
Code (UCD) for applicable bicycle parking guidance.
• Benches – Trail entrances and waysides often act as meeting places and benches allow
visitors to rest while waiting for other path users. Path users may also wish to rest after a walk
or bicycle ride. Benches should be accessible and should generally be placed to maximize the
view of people passing by, or near a significant natural feature. It is generally not preferable to
place a bench so that the back of a person sitting on it has their back to the trail.
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• Trash receptacles – For trails that are regularly maintained by an agency or organization that
picks up trash and handles graffiti and vandalism, trash receptacles can be provided at trail
entrances and waysides.
• Water fountains and picnic tables – Water fountains are a welcome amenity for some users and
can also be designed to provide water for pets. Picnic tables are another welcome amenity for
some users. In both cases, they should be accessible and should be placed away from the flow
of trail traffic.
• Lighting – Lighting may be needed to improve safety and security at trail entrance that are open
during evening hours.

1.8.3 Lighting
Illumination at crosswalks and along the roadway can help increase visibility for pedestrians and
bicyclists, particularly at approaches to crossings. Studies show increasing or adding lighting to
crosswalks, road segments, and intersections improves pedestrian and bicyclist safety by reducing
crashes, increasing yielding and compliance with traffic control devices, and improving visibility.
Appropriate street lighting facilitates safe movement of traffic and provides a sense of safety and
security for pedestrians, but when used effectively, lighting can do much more. Good streetscape
lighting lends character to a street, and by highlighting public art or architectural features, provide a
sense of place and civic pride. Street lighting can also be an expression of street type. Higher activity
commercial streets typically have a higher level of street lighting overall, while lower-intensity areas
such as residential streets and parkways will generally have less frequent street lights and lower
lighting levels. The lighting considerations below are required to be compliant with specifications
identified in the UDC for East Baton Rouge Parish.
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Figure B-44. Lighting at Pedestrian Crossing

Applicable Context
• Controlled and uncontrolled intersections
• Critical locations such as ramps, crosswalks, transit stops and seating areas that are used at
night must be visible and lit.
• Install lighting on both sides of arterial streets and streets in commercial districts.
• Lighting illuminates squares, public spaces, and special districts to encourage nighttime use.
• Near schools, parks, and recreation centers
Considerations
• Use uniform lighting levels. Lighting levels should be consistent along the street without pools of
light and dark.
• The spectrum of light should ideally mimic sunlight as possible as this is more pleasing to the
human eye.
• Pedestrian scale lighting (lower than 20 feet) should be used alone or in combination with
roadway scale lighting in high-activity areas to encourage nighttime use and as a traffic-calming
device.
• Lighting may either alternate on either side of a street or be arranged parallel. Parallel
arrangements are more formal and common in retail nodes.
• Light poles are typically located 18 inches away from the front of curb to avoid collision with
vehicles.
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• Lighting should reflect the character and urban design of the street type to create a
recognizable hierarchy of roads and spaces.
• Lighting is typically located in the amenity zone of the street. Depending on conditions, lighting
may be permitted in medians, however this is less common and often restricted.
• Trees can interfere with intended lighting patterns, particularly in season of full foliage. Light and
tree placement should be coordinated to provide consistent lighting year-round.
• Enhance the character of the streetscape by using fixtures that reflect the City’s character and
the unique look of specially designated districts
• FHWA recommends luminaires be placed prior to the crosswalk in the direction of travel to
provide adequate vertical illumination
• The American National Standard Practice for Roadway Lighting (ASNI/IESNA RP-8)
recommends that lighting at intersections should equal the sum of the light levels for each
feeder road. A level of 30 lux is considered a conservative estimate for the desired lighting at an
intersection with crosswalks, greater than the 20 lux recommended for stand-alone crosswalks
and high-traffic pedestrian environments.
• New street lighting should be dark-sky compliant with cutoff fixtures to ensure that a minimum
of 95 percent of emitted light is directed towards the ground.

1.8.4 Bicycle Parking
Bicycle parking enhances the effectiveness of bicycle networks by providing locations for the secure
storage of bicycles during a trip. Bicycle parking enables bicyclists to secure their bicycles while
patronizing businesses, recreating, and going to work. Bicycle parking requires far less space than
automobile parking. In fact, 10 bicycles can typically park in the area needed for a single car.
Bicycle parking consists of a rack that supports the bicycle upright and provides a secure place for
locking. Bicycle racks should be permanently affixed to a paved surface. Movable bicycle racks are
only appropriate for temporary use, such as at major community gatherings. Bicycle parking consists of a rack that supports the bicycle upright and provides a secure place for locking. Bicycle racks
should be permanently affixed to a paved surface. Movable bicycle racks are only appropriate for
temporary use, such as at major community gatherings.

Figure B-45. Profile View of Typical Bicycle Parking
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Guidance
• Support the frame of the bicycle at two
points above the bicycle’s center of gravity.
• Provide access for different bicycle frame
sizes and styles.
• Allow easy locking of the frame and at least
one but preferably both wheels.
• Bicycle parking facility should not obstruct
pedestrian traffic or interfering with the use
of the pedestrian areas.
• Each parked bicycle should be accessible
without moving another bicycle.
• On-street bicycle parking is intended for
short term use. Eight to ten bicycles may
be parked in one motor vehicle space.

Figure B-46. Plan View of Bicycle pParking
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Top 10 Greenway Projects
Note:
The barrier analysis was conducted in GIS on a high-level basis by an overlay check between the barrier layers and the
proposed network. Some factors that may be considered barriers, including elevation and topography, were not considered
for this stage of study due to data limitations and budget constraints.
The cost estimates are facility costs only based on LADOTD 2019 Q1 Bid-Item Costs. The costs do not include preliminary
engineering, right-of-way, utility, contingency, or other costs incurred with project implementation.
Both the barrier analysis and the cost estimates were based on the network that was developed in 2018 and approved by
the Steering Committee in February 2019. They are intended to provide indications regarding the level of complexity and
resources needed to implement the project. A complete project-specific feasibility study is recommended if any project is
moved further to the project delivery stage. Cost estimates for all stages of a project’s lifetime are typically included in the
feasibility study.

Location

Potential Conflicts

Independence Boulevard to
Florida Boulevard

Cost Estimates
(in thousands)
$653

Levee Trail to Highland Road

•
•
•

Railroad
Water
Principal Arterial

$2,962

Interstate 110 to Scotlandville
Parkway

•
•
•

Railroad
Water
Principal Arterial

$3,316

Elm Drive to Scenic Highway

•
•
•

Railroad
Water
Principal Arterial

$4,086

Bluebonnet Boulevard to West
Parker Boulevard

•
•
•

Railroad
Water
Principal Arterial

$6,341

Greenwell Springs Road to Elm
Drive

•
•
•

Railroad
Water
Principal Arterial

$6,594

Dijon Drive to North Street

•
•
•

Railroad
Water
Principal Arterial

$5,590

Greenwood Community Park Trail

•
•
•

Railroad
Water
Principal Arterial

$3,008

Quail Drive to East Lakeshore
Drive

•
•
•

Railroad
Water
Principal Arterial

$3,808

Joor Road to Thomas Road

•
•
•

Railroad
Water
Principal Arterial

$5,992
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