WEST BRANCH

110 N. Poplar Street « PO Box 218 » West Branch, lowa 52358
(319) 643-5888 « Fax (319) 643-2305 « www.westbranchiowa.org * city@westbranchiowa.org

PLANNING AND ZONING COMMISSION MEETING
Tuesday, April 18, 2017 « 7:00 p.m.

West Branch City Council Chambers, 110 N. Poplar St.
Council Quorum May Be Present

=

Call to Order
Roll Call
Approve Agenda/Consent Agenda/Move to action.
a. Approve minutes from the March 28, 2017 Planning and Zoning Commission
Meeting.
4. Public Hearing/Non-Consent Agenda
a. Discussion on Complete Streets
b. Discussion on Urban Tree Policy
c. Approve Proposed revision to peer cities for West Branch Comprehensive Plan
. City Staff Reports
. Comments from Chair and Commission Members
. The next regularly-scheduled Planning and Zoning Commission Meeting — May 23, 2017
at 7:00 p.m.
. Adjourn
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Planning & Zoning Commission Members: Chair John Fuller, Vice Chair Ryan Bowers, LeeAnn Aspelmeier, Sally Peck,
Gary Slach, Emilie Walsh, vacancy * Zoning Administrator: Terry Goerdt - Deputy City Clerk: Leslie Brick

Mayor: Roger Laughlin - Council Members: Jordan Ellyson, Colton Miller, Brian Pierce, Tim Shields, Mary Beth Stevenson
City Administrator/Clerk: Matt Muckler * Fire Chief: Kevin Stoolman - Library Director: Nick Shimmin
Parks & Rec Director: Melissa Russell - Police Chief: Mike Horihan * Public Works Director: Matt Goodale
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(These minutes are not approved until the next Commission meeting.)

City of West Branch Planning & Zoning Commission Meeting
March 28, 2017
West Branch City Council Chambers, 110 North Poplar Street

Chairperson John Fuller opened the meeting of the Planning & Zoning Commission at 7:01 p.m. welcoming
the audience and following City Staff, Deputy City Clerk Leslie Brick, Zoning Administrator Terry Goerdt,
and Park & Recreation Director Melissa Russell. Interim City Administrator Nick Shimmin arrived at 8:00
p.m. Commission Members LeeAnn Aspelmeier, Ryan Bowers, Sally Peck, Gary Slach and Emilie Walsh
were present. Commission Member Tom Dean was absent.

Approve Agenda/Consent Agenda/Move to action.

Approve the agenda for the March 28, 2017 Planning and Zoning Commission Meeting.

Bowers proposed that the Hilltop Site Plan be changed to a move to action item. Aspelmeier said she would
second that proposal.

Motion by Bowers, second by Aspelmeier to approve the agenda with the suggested change. AYES:

Bowers, Aspelmeier, Fuller, Walsh, Peck, Slach. NAYS: None. Absent: Dean. Motion carried.

Approve minutes from the February 28, 2017 Planning and Zoning Commission Meeting.
Motion by Bowers, second by Slach to approve the minutes. Absent: Dean. Motion carried on a voice

vote.

Public Hearing/Non-Consent Agenda

Approve Hilltop Drive Site Plan./Move to action.

City Engineer Dave Schechinger reviewed some changes to the plan based on resident feedback to preserve
parking on Hilltop Drive. Schechinger said the developer had addressed all of the concerns related to
parking, landscaping, and storm water as previously expressed in previous meetings. Aspelmeier
commented that she was happy that the parking concerns were addressed. Matt Adam, attorney with
Simmons, Perrine, Moyer, Bergman, PLC., and developer for Hilltop Drive was present for questions.

Mike Owen, 166 Hilltop Drive thanked the developer for the modifications but stated that he felt more
changes could be made. Owen also expressed his concern over what he felt was a lack of communication
on this development between the city and the affected residents. Owen went on to state that although he
was in favor of development, he was not in favor of this site plan. Owen asked the commission to defer
making a decision at this meeting and give this project additional consideration.

Kris McManis, 606 W. Orange Street expressed his concern on the volume of residents on the private drive
portion of the site plan and cited that light pollution was his main concern. McManis said the additional
parking spots for the private drive face the rear of his house and said that headlights would shine into his
home on a regular basis.

Jean McManis, 606 W. Orange Street, stated that flooding issues in this area are her concern. McManis
commented that there is a low spot at the rear of her property which holds water now and that she is
concerned that the run off will be worse. She also felt this plan is too dense for the size of the lot.

Brian Driscoll, 701 W. Orange Street spoke in favor of development, but reiterated the right development.
He also stated the obvious that with development comes traffic. Driscoll said the reason he moved his
family to West Branch was to be in a thriving community with a younger population. He encouraged the
commission to make sure that some of the past issues with other developments don’t repeat themselves, but
not to hold development up for a developer who has committed to doing things right.



Aspelmeier questioned the number of units the property is zoned for compared to the number proposed for
this development. The developer responded that the maximum number of units per lot is twelve and that
there are three lots, totaling 36 units. Their proposal is nineteen units. Fuller asked Schechinger to address
resident concerns regarding flooding. Schechinger said that an existing 6-8 inch drain pipe would be
upgraded to an 18 inch drain pipe that will carry the water underground to Lions Field. Bowers asked to
review details on the landscaping plans and if they addressed the light pollution concern.

The developer responded that the additional parking spaces could be removed if that was an issue. They
were added to accommodate less on street parking on Hilltop. Goerdt suggested adding arborvitaes as a
possible screening. Walsh asked the developer if they would accommodate this request. The developer
responded that they had met all of the city requirements and were not prepared to accommodate additional
requests at this time.

Slach gave his comments on the treatment of developer’s and said that if the developer meets all of the
requirements set forth by the city and the city votes the project down, it may deter the developer to return.

Motion by Bowers, second by Peck to approve the revised Hilltop Drive Site Plan as proposed. AYES:
Bowers, Peck, Aspelmeier, Fuller, Walsh, Slach. NAYS: None. Absent: Dean. Motion carried.

Approve Croell Redi-Mix Grading and Erosion Control Plan./Move to action.
Motion by Aspelmeier, second by Bowers to approve the Croell Site Plan. AYES: Aspelmeier, Bowers,
Slach, Peck, Walsh, Fuller. NAYS: None. Absent: Dean. Motion carried.

Discussion on Update to the West Branch Comprehensive Plan.
Fuller provided an update on the comprehensive plan review. He also provided information on peer cities

and proposed a community tree policy for West Branch. Fuller asked the commission members to review
the information and prepare to discuss at the next meeting. Fuller also mentioned a recent discussion
regarding street widths in new developments and proposed the city adopt a complete streets policy.
Councilperson Tim Shields addressed the commission in favor of a review of the city’s current ordinance
on street widths. City Engineer Dave Schechinger also spoke to the subject and suggested a master
transportation plan which would identify where the city’s future bike trails and collector streets would be
so that future developers would know what to expect.

Discussion on Pedersen Valley Park Improvements — Phase 1 Preliminary Flood Mitigation Plan and Check
Plans.

Slach said he was disappointed in the park layout of the proposed ball fields. He said the voters voted on
three ball diamonds, one adult and two little league fields. Park & Recreation Director Melissa Russell
clarified that the third ball diamond was a functioning field, without irrigation. Russell stated that this area
could be used for a future swimming pool. Slach again mentioned that the voters for three ball fields and
stated the city should have done its homework to see if three ball diamonds would work in this area. Peck
said she felt that she voted on a ‘concept’ of a park plan which may or may not have included a swimming
pool or a certain number of ball fields. Schechinger asked Russell if the engineer was planning on doing
on-site mitigation or if credits were to be purchased. Russell said she believed that on-site was planned.
Fuller asked if further discussions were being held on this topic and suggested that this topic be discussed
at a future meeting.

Discussion on Lot 21 of Pedersen Valley I11- Phase 1 site plan.

Brian Shay, Coohey Construction described his site plan for lot 21 on Pedersen St. Shay said he would like
to construct a three-plex on the vacant property just south of the funeral home. Bowers asked if this project
would need the normal site plan review. City Engineer Dave Schechinger said that per Chapter 173, site
plan review and approval was required for any dwelling more than two-family. Fuller asked if the builder
had a ballpark figure for cost for the units. Shay said they were targeting the $160,000-$170,000 but would
ensure a quality product.




CITY STAFF REPORTS
Zoning Administrator Terry Goerdt mentioned that several building permits had been submitted recently
and it would be another busy building season.

COMMENTS FROM CHAIR AND COMMISSION MEMBERS
Fuller requested a special meeting for April 18, 2017 at 7:00 p.m.

Adjourn
Motion by Bowers, second by Walsh to adjourned the Planning & Zoning Commission Meeting. Meeting

adjourned at 8:46 p.m.



Chapter 5 - Roadway Design 5M-1 - Complete Streets

Tn larger communities where the traffic volumes are heavy and land use density is greater, all of the
above elements may be factors to consider. However, in smaller communities with lower traffic
volumes and Jess dense developments, only a few may be imporiant. The application of complete
streets principles is most effective when neighborhoods are compact, complete, and connected to
encourage walking and biking comfortable distances to everyday destinations such as work, schools,
and retail shops. Past land use practices of large tracts for single use development are less effective in
encouraging short walking or biking trips.

Complete streets are designed to respect the context of their location. For example, downtown
locations may involve greater emphasis on pedestrians, bicyclists, and transit users than single family
neighborhoods. Additionally context includes social and demographic factors that influences who is
likely to use the sireet. For example, low income families and those without their own vehicle have
the need for an interconnected pedesirian, bicycle, and transit network serving important destinations
in the commumity.

The U.S. DOT adopted a policy statement regarding bicycle and pedestrian accommodations in
March of 2010. It states:

"The U.S. DOT policy is to incorporate safe and convenient walking and bicycling facilities into
transportation projects. Every transportation agency has the responsibility to improve conditions
and opportunities for walking and bicycling and to integrate walking and biking 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.”

In addition to the U.S. DOT policy, members from the U.S. House of Representatives and the U.5.
Senate have introduced a bill entitled “Safe Streets Act of 20147 that calls for all state DOTSs and
TMAS/MPOs to adopt a complete streets policy for all federally funded projects.

B. Design Guidance

There are a myriad of ways to address the development of complete streets in terms of a planning
function, but there are not specific complete streets design elements identified ifor engineers to use to
develop construction or reconstruction projects. The concept of complete strects goes beyond safety,
tying in issues of health, livability, economic development, sustainability, and aesthetics.

Applying flexibility in street design to address the complete sireets philosophy requires an
understanding of each street’s functional basis. It also requires understanding how adding, altering,
or eliminating any design element will impact different users. For instance, large radii may make it
easier for trucks to navigate the sireet, but they create wider streets for pedestrians {o cross.
Designers of complete sireets should understand the relationship between each criterion and its
impact on the safety and mobility of all users.

Various manuals are available to provide design guidance including:

s  AASHTO’s A Policy on Geometric Design of Highways and Streets (the Green Book)
The Manual on Uniform Traffic Control Devices (MUTCD)

The Highway Capacity Manual {HCM)

AASHTO Guide for the Devclopment of Bicycle Facilities

ITE Traffic Engineering Manual

NFPA Fire Code

Local design ordinances

The Access Board’s PROWAG
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Chapter 5 - Roadway Design 5M-1 - Compleie Streets

Some elements within these manuals are specific standards and some are guidelines with ranges of
acceptable values. The MUTCD has been adopted as Jaw; therefore the standards within it need to be
met. [n addition, there may be different standards for facilities that are under the lowa DOT’s
jurisdiction than those for local control, If federal or state funding is being used to assistin a
project’s financing, the standards may be different yet. Local jurisdictions ufilize the above manuals
for design as a means of protection from lawsuits. Thus from a liability standpoint, it is very
important that the degign guidance meet the standards or fall within the range of acceptable guidelines
provided by the above manuals.

As always, functional classification, traffic volumes, and level of service are factors te consider in
any street design, and may be the highest priority for certain facilities. Through stakeholder input, it
is important to identify the core issues, develop a spectrum of alternatives, and reach a design
decision considering the needs of all of the users. The project development process may determine
vehicular level of service is not the critical element and improved service for the other travel modes
for pedestrians, bicyclists, and transit users is equal or more important.

C. Design Elements

If a complete streets design is contemplated, many elements must be determined during the design
process. Traditionally designers have focused on those related to motor vehicles. With a complete
streets design, other elements are also addressed. Each of those elements will be discussed and
design guidance presented.

1. Land Use: The type of adjacent land use provides insight into several factors. For instance, in
industrial areas, the expectation is that truck volumes will be higher. Also in commercial/retail
areas, there is an expectation that pedestrians, transit, and bicyclists will have a greater impact. In
regidential land use areas, the street and right-of-way shouid accommodate pedestrians of all ages
and abilities, and shared use of the street by motorists and bicyelists should be expected.

Land use will influence speed, curb radii, lane width, on-street parking, transit stops, sidewalks,
and bicycle facilities.

2. Functional Classification: Most jurisdictions classify their streets as a means of identifying how
they serve traffic. Streets are generally classified as arterial, collector, or local facilities.
Complete streets projects must take into consideration each street classification because it helps
dectermine how the street and network needs to be treated te handle traffic volumes and other
conflicts that may arise if design changes are made.

Street classifications and the functions of each type arc explained in detail in Section 5B-1. Tt is
important to note that all jurisdictions, regardless of sizc have at least one street in each category.
That means that in a larger community an arterial street may carry 20,000 vehicles per day, but in
a smaller city the volume on their arterial street might be 2,000 vehicles per day, Similar
differences exist in the collector classifications. Generally arterial streets are designated because
their primary purpose is to move traffic. Collectors serve the traffic mobility function, but also
provide access to adjacent property. Local streets are primarily there to serve adjacent property
and should not have through traffic. Designs appropriate for low density residential areas are not
likely to fit in the downtown commercial areas due to the likelihood of more pedestrians,
bicyclists, trucks, and buses.

3. Speed: Because of the differences from community to community in functional classifications, a
better criteria to use for design is speed. There are two types of speed to consider in design. The
first is operating speed and the other is design speed. Operating speed is typically the posted
speed limit and the design speed is often set at 5 miles per hour greater as a factor of safety. It is
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Chapter 5 - Roadway Design SM-1 - Complete Streets

also permissible to set the design speed and the posted speed the same. The design speed
determines various geometric requirements for safe operations at that speed. These include
stopping sight distance, passing sight distance, intersection sight distance, and horizontal and
vertical curve elements. These standards are from the AASHTO Green Book and are outlined in
Tables 5C-1.01 and 5C-1.02 and for liability reasons should be met at all times, especially for
new streets. If it is not possible for any design element to mect the geometric standards on
existing streets, warning signs and other safety treatments must be used.

It has been past practice to set the design speed at the highest level that will meet the safety and
mobility needs of motor vehicles using the street. One of the principles of complete streets
provides for slowing vehicles down to improve safety for all users, especially pedestrians and
bicyelists. In general, the maximum speed chosen for design should reflect the network needs
and the adjacent tand use. The speed limit should not be artificially set low to accomplish
complete sireets objectives if the roadway environment does not create the driver expectation that
they should slow down.

The maximum speed for arterial streets should be 45 miles per hour (mphy), but only in rural
sections or situations where access control is established and free flowing traffic is the normal
situation, A maximum of 35 mph is more typical for most arterial streets in urban developed
areas.

Collector sireets serve both a mobility and property access funciion and thus the maximum speed
is generally 30 mph. In some cases, 35 mph could be used but only when property access 18 very
limited.

Local sireets should be designed at 25 mph since their primary function is for properfy access.

Design Vehicle: The selection of the design vehicle is an important elément in complete streets
design. Lane width and curb radii are directly influenced by the design vehicle. Tt is not always
practical to select the largest vehicle that may occasionally use a street as the design vehicle. In
contrast, selection of a smaller vehicle if a street is regularly used by larger vehicles can invite
serious operational and safety problems for all types of users.

When selecting a design vehicle, the designer should consider the largest vebicle that will
frequently use the street and must be accommodated without encroaching into opposing traffic
lanes during turns. It is generally acceptable to have encroachment during tumns into multiple
same-direction lanes on the receiving street but not oppesing lanes. The choice of a design
vehicle is particularly important in intersection design where pedestrians, bicyclists, and vehicles
routinely share the same space.

All street designs must meet the minimum standards for fire depariments and other emergency
vehicle access and must consider the needs of garbage trucks and street cleaning equipment.

Lane Width: The AASHTO Green Book provides for lane widths from 9 to 12 feet wide.
Narrower lanes force drivers to operate their vehicles closer to gach other than they would
normally desire. The drivers then slow down and potentially stagger themselves so they are not
as close. The actual lane widths for any given street are subject to professional engineering
judgment as well as applicable design standards and design criteria. The width of traffic lanes
sends a specific message about the type of vehicles expected on the strect, as well as indicating
how fast drivers should travel, With painted lane lines being 4 to 6 inches wide, the actual “feel”
to the driver will be about 1 foot narrower than the design lane width. Wider lancs are generally
expected on arterial and collector streets due to truck traffic and higher operating speeds. Snow
plowing and removal practices must also be considered as lane width decisions are being made,
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Chapter § - Roadway Design SM-1 - Cemplete Streets

especialty for the curb lane. Narrower curb lane widths may necessitate different handling of
snow because no space is available to plow the snow and it may require loading and removing on
a more frequent basis.

It 1s preferred that arterial streets with 3 to 5% trucks or buses or operating speeds of 35 mph or
greater have lanes that are 12 feet wide. That is especially important on the outside lane of multi-
lane facilities. It is acceptable to have 11 foot wide lanes on arterial streets when speeds are 30
mph or less, but the entire street context, such as the presence of on-strect parking, bike lanes,
buffer areas, furn lanes, and volume of trucks and buses, needs to be considered before lane
widths are chosen.

Collector streets can have 11 foot wide lanes if the number of trucks and buses is low. Collector
street speeds should not exceed 35 mph.

Local commercial and industrial streets should be no narrower than 11 feet due to the larger
volume of trucks expected with that land use. Local streets can have lane widths down to 10 foot
wide in residential areas, For low volume local residential streets, two free flowing lanes are
generally not required. This creates a yield situation when two vehicles mest.

The designer should recognize that there is an impact to the capacity of a street as the lanes are
narrowed. According to the Highway Capacity Manual, capacity is lowered by 3% if lane widths
are narrowed from 12 feet to 11 feet and 7% if lanes are narrowed to 10 feet.

6. Curb Radii: The curb radius of intersection corners impacts turning vehicles and pedestrian
crossing distances. Larger radii allow larger vehicles, such as trucks and buses, to make turns
without encroaching on opposing travel lanes or the sidewalk, but increase the crossing distance
for pedestrians and allows smaller vehicles to turn at faster speeds. Shorter curb radii slow
turning traffic and create shorter crossing distances, but make it difficult for larger vehicles to
safely navigate the intersection. The curh radii that is chosen by the designer should reflect the
number of pedestrians, the numbet of right turns by larger vehicles, length of the pedestrian
crossing, and the width of intersecting streets.

The curb radii must meet the AASHTO Green Book turning templates for the design vehicle
selected. The curb radii may be modified if parking lanes and or bike lanes are present. It is
acceptable to have encroachment into same-direction lanes on the receiving street. It is not
acceptable to design a curb radius that calls for turning vehicles to encroach upon the opposing
traffic lanes. The minimum curb radii in all cases should be 15 feet.

7. Curb Extensions or Bump-outs: Curb extensions or bump-outs are expansion of the curb line
into the adjacent street. They are traditionally found at intersections where on-street parking
exists, but may be located mid-block. Bump-outs narrow the street both physically and visnally,
slow turning vehicles, shorten pedestrian crossing distances, make pedestrians more visible to
drivers, and provide space for street furniture. Use of curb extensions does not preclude the
necessity to meet the tuming radii needs of the selected design vehicle.

8. Bicycle Facilities: Bicycle facilities provide opportunities for a range of users and are a
fundamental element of complete streets design. In lowa, bicycles are legally considered a
vehicle and thus have legal rights to use any street facility unless specifically prohibited. They
also have legal responsibilities to obey all traffic regulations as a vehicle. Bicycle facilities
generally are one of the following three types:

2. Shared Use Paths: Separate travel ways for non-motorized uses. Bicycles, pedestrians,
skaters, and others use these paths for commuting and recreation, Generally used by less
experienced bicyclists.
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Chapter 5 - Roadway Design 5M-1 - Complete Streets

b. Shared Lanes: These are lanes shared by vehicles and bikes without sufficient width or
demand for separate bike lanes. They may be marked or unmarked. Low speed, low volume
residential streets generally will not have pavement markings. For higher speed facilities,
sharrow pavement markings and signage are used to remind drivers of the presence of
bicyclists in the travel lane. Placing the sharrow markings between vehicle wheel tracks
increases the life of the marking, These types of shares lanes are used more for commuting
than recreation.

¢. Bike Lanes: Dedicated lanes used on higher speed, higher volume streets separated from
vehicle lanes or on-street parking spaces by pavement markings. No specific standards for
when to use bike Ianes exist, but conflicts between bikes and vehicles in shared lanes
generally become problematic when vehicular volumes exceed 3,000 to 5,000 ADT and
operating speeds are 30 mph or greater. Bicycle lanes should be a minimum of 5 feet wide on
curbed pavements and 4 feet wide on rural cross-sections. If possible, a buffer zone of 3 feet
should be provided between the bike lane and the on-street parking area to minimize conflicts
with bikes and opening vehicle doors. These lanes are generally used by experienced
bicyclists for commuting.

Snow and ice control activities impact vehicular lanes and bike lanes differently. Generally
plows will leave some snow on the pavement. Vehicles are able to travel through this material
but bicyclists may have more difficulty. In addition, the material may refreeze and make bike use
more treachercus.

Design information for each bicycle facility type is detailed in Sections 12B -1 through 12B -3.
Bicycle parking facilities at destination points will assist in encouraging bike usage.

5. On-Street Parking: On-street parking can be an important element for complete street design by
calming traffic, providing a buffer for pedestrians if the sidewalk is at the back of curb, in
addition to benefiting adjacent retail or residential properties. The width of parallel parking stalls
can vary from 7 to 10 feet. Streets with higher traffic volumes and higher speeds should have
wider parking spaces or a combination of parking space and buffer zone, Narrower parking
spaces can be used if a 3 feet buffer zone is painted between the parking stall and a bike or traffic
lane. The buffer zone will minimize exposure of doors opening into bicyclists, as well as
facilitate faster access inte and out of the parking space. Placement of parking stalls near
intersections or mid-block crossings is critical so as io not impede sight lines of pedestrians
entering crosswalks. Snow plowing could impact the availability of en-street parking
intermittently. Requirements for ADA accessible on-street parking numbers and stall design
must be adhered to. Information on those requirements can be found in Section 124-2.

10. Sidewalks: Sidewalks are the one element of a compléte street that is likely to provide a facility
for all ages and abilities. Often sidewalks are the only way for young and older people alike to
move throughout the community. Sidewalk connectivity is critical to encourage users.
Sidewalks should be provided on both sides of all streets unless specific alternatives exist or
safety is of concern. All sidewalks are required to meet ADA guidelines or be a part of a
transition plan to be upgraded. Sections 12A-1 and 12A-2 identify the specific ADA
requirements for sidewalks.

Sidewalks that are set back from the curb arc safer than if the sidewalk is located at the back of
curb. Street furniture and landscaping can add character and improve safety for sidewalks that
are located at the back of curb. Providing seating areas within the sidewalk area can further
enhance the urban environment and encourage pedestrian activity.

11, Turn Lanes: Turn lanes located af intersections providé opportunities for vehicles to exit the
through lanes and improve capacity of the street. Two Way Left Tum Lanes (TWLTL) provide
the opportunity to access midblock driveways without causing backups in the through lanes.
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Chapter S - Roadway Design 5i-1 - Complete Streets

12.

14.

15.

Turn lanes also allow faster speeds in the through lanes so a trade-off with safety exists especially
at intersections.

Width of turn lanes should reflect the character of the traffic. Dedicated left and right turn lane
widths should match the width of the lanes on the street. Local streets should not provide
separate tun lanes. TWETL should be a minimum of 12 feet wide because of the presence of
through traffic on each side.

Medians: Medians provide for access management, pedestrian refuge, and additional space for
landscaping, lighting, and utilities. Use of medians and the functions provided are dependent
upon the width of available right-of-way and the other types of facilities that are included. The
minimum width for pedestrian refuge is 6 feet. The minimum width of a median for access
control and adjacent to left turn lanes is 4 feet. The minimum width for landscaped medians is 10
feet. Greater widths provide more opportunities for more extensive landscaping.

Transit: Bus service within the state is limited to the larger metropolitan areas. Currently there
are a number of fixed route systems in the state. Smaller communities do not have fixed route
service due to lack of demand. Children, elderly, and low-income people are the primary users of
a fixed route transit system. In addition to system reliability, use of transit systems as a viable
commuting option is directly dependent on the frequency of service and the destinations within
the fixed route. To have a successful transit system, stops must be within walking or biking
distance of residential areas to attract riders and it must have major retail, employment, and ¢ivic
centers along its route system.

Transit stops should be located on the far side of intersections to help reduce delays, minimize
conflicts between buses and right turning vehicles, and encourage pedestrians to cross behind the
bus where they are more visible to traffic. Far side stops also allow buses to take advantage of
gaps in vehicular traffic.

Bus turn out lanes are also best located on the far side of intersections. These turn outs free up
the through lanes adjacent fo the bus stop. Transit bulb outs are more pedestrian friendly than
turnouts because they provide better visibility of the transit riders, as well as potentially providing
space for bus shelters without creating congestion along the sidewalk. With buses stopping in the
through lane, bulb-outs also provide traffic calming for the curb lane,

Traffic Signals: Traffic signals are not usually considered an element of complete streets, but
they have many components with direct implications for complete streets, The timing, phasing,
and coordination of traffic signals impacts all modes. Well-planned signal cycles reduce delay
and unnecessary stops at intersections, thus improving traffic flow without street widening,
Traffic signal timing can be designed to control vehicle operating speed along the street and to
provide differing levels of protection for crossing pedestrians.

The flashing don’t walk pedestrian phase should be set using a 3.5 feet per second walking speed
and the full pedestrian crossing time (walk/flashing don’t walk) set using 3.0 feet per second,
Some agencies representing the elderly are indicating that the overall walking speed should be 2.7
feet per second to cover a larger portion of the elderly population. ADA accessible pedestrian
signal elements, such as audible signal indications, should be included in all new pedestrian
signal installations and any installations being upgraded. See Section 13D-1, F for more
information on accessible pedestrian signals.

Summary: The table below summarizes some of the critical design elements that should be
examined if a complete streets project is implemented. Other geometric elements can be found in
Table 5C-1.02. Some of the lane width values shown in the table below differ from the
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Chapter 5 - Roadway Design 5M-1 - Complete Streets

acceptable values from Section 5C-1 because the expectation is that the complete street

environment includes the potential for on-street parking and/or bike lanes. Adjustments in the

values may be necessary to accommodate large volumes of trucks or buses. Contact the
Jurisdictional Engineer if design exceptions are being considered,

Table SM-1.01: Preferred Design Elements for Complete Streets

Classification Local Collector Arterial

Posted Speed {mph} 25 30 25 30 35 and Up 23 30 35 and Up
Landuse’ | Res. | C/T | Res. | C/T | Res. | C/T | Res. | €/ | Res. | C/1 | Res. | C/ | Res. | CA | Res, | CA

Travel lane width(fy* | 102 | 11 | 1¢ | 11 | 11 |11 | 11 {11 | 11 |12 | 11 |11 | 11 |12 | 12 12

Turn fane width (ft) - -- -- -- 11 11 11 11 11 12 11 1] 11 12 12 12

Two-way left-turn -- - - - 12 12 12 12 12 12 12 12 12 12 12 12

lanes width ()

Curk Offset (fi)* 15 |15 15 |15 15 15 1.5 1.5 | 05T 1S 2 2 2 2 2 2

Parallel parking width 8 g g 8 8 9 8 9 9 9 14 10 10 10 10 1¢G

{no buffer) {f)*

Curb radii (fi)® 15 15 15 15 15 25 15 5 25 30 15 24 15 25 25 30

Bike lane width (f)’ - -- -- - 3 B 3 3 5 5 5 5 3 5 5 5

! Res. = Residential, C/1 = Commercial/Industnal
2 Minirmum sharrow lane width s 13 feet.

! For low volume residential streets, two free flowing lanes are not required. They can operate as yield streets if parking is allowed

on bath sides and vehicles are parked across from each other,

4 Curb offset, less the width of the curb, may be used in the parallel parking lane width,

5 For arterial ot high speed cellectors, the paraliel parking siall width may be reduced if a minimum 3 feet wide buffer strip is
mcluded.

¢ Curb radii may be adjusted based on design vehicle, presence of bike lanes or parking lanes, and the number of receiving lanes.

Encroachment of tuming vehicles into opposing lanes 1s not allowed.

7 If paving is integral without a lengitudinal gutter joint, the curb offset, less the width of the curh, may be used as part of a bike lane.

D. Traffic Calming

Traffic calming is different from but related to complete streets philosophies. Through design

measures, traffic calming aims to stow traffic down to a desired speed. By slowing vehicular traffic,

biking and pedestrian activities are made safer.

It is absolutely critical that traffic calming measures recognize the need to maintain access for
emergency vehicles. Unless the situation is unusual, realizing slower speeds involves a series of

traffic cabming measures. However, too many measures along a street is likely to divert vehicles to
adjacent streets and just move the problem or frustrate drivers to the point of complaining to the level
necessary for removal of the traffic calming measures. Because of the anticipation that traffic will be
just displaced to adjacent streets, it is very important to study a larger area than a single street when
evaluating traffic calming measures.

Many design elements will accomplish traffic calming. These include the follewing.
e Reduction in lane widths:

o Short medians

o Buth onts

o Lane siriping
e Lateral shifts
o Chicanes
Raised/tabled mtersections
Raised/tabled cross walks
Speed humps or speed cushions
Traffic circles
Radar speed signs
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Chapter 5 - Roadway Design SM-1 - Complete Streets

Choosing the design elements to use for a particular area will depend on the neighborhood context
and the specific concern to be addressed. Prior to evaluating alternative measures, stakeholders st
be educated so they can have meaningful involvement. The evaluation needs to involve all
stakeholders in the definition of the problem. If possible, all stakeholders, including drivers,
pedestrians, bicyclists, and area property owners, would achieve some level of agreetment on the
traffic calming plan prior to implementation.

(=

References

American Association of State Highway and Transportation Officials (AASHTO). 4 Guide for
Achieving Flexibility in Highway Design. Washington, DC. 2004.

City of Fort Lauderdale. Complete Streets Manual. Available at;
hiip:/vewwy fortlauderdale.gov/home/showdocument tid=3 365. Accessed: April 2015,

Department of Health and Human Services and Los Angeles County Department of Public Health.
Model Design Manual for Living Streets. Available at: hipy/fwww.medelsireetdesionmanual .com/.
Accessed: April 2015,

Fedgral Highway Administration (FHWA). Accommodating Bicycle and Pedestrian Travel: A
Recommended Approach. Available at:

htip/fwww fhiwa.dot. gov/enyironment/bicycle pedestrian/suidance/design.cfim. Accessed: April
2015,

Federal Highway Administration (FHWA). Public Roads Magazine. Vol. 74 No. 1 - Street Design:
Part 1 - Complete Streets. 2010. Available at;
http:/iwww. fhwa.dot.gov/publications/publicroads/ 1 Qjulaug/03.cfm. Accessed: April 2015. _

Harwood, D.W. et al. NCHRP Project 783: Evaluation of the 13 Controlfing Criteria for Geometric
Design. The American Asseciation of State Highway and Transportation Officials. Washington, DC.
2014, Available at; http://onlinepubs.trh.org/onlinepubs/nehirp/nchip ot 783.pdf. Accessed: April
2015.

National Asseciation of City Transportation Officials (NACTO). Urban Street Design Guide. 2013,

Ray, B.L. et al. NCHRP Report 785: Performance-Based Analysis of Geometric Design of Highways
and Streets. The Amcrican Association of State Highway and Transportation Officials, Washington,
DC. 2014. Availabic at: hiip;//onlinepubs.irb.org/onlinepubs/nchrp/nchro rpt 7B5.pdf. Accessed:
April 2015.

Sando, T., Moses, R. Integrating Transit into Traditional Neighborhood Design Policies - The
Influence of Lane Width on Bus Safety. Florida Department of Transportation. 2009. Available at:
httn:h’www,dot.slalc,ﬂ.us.f’transitfPagestan_eWidthonBusSafetv,pdf. Accessed: April 2015.

United States Department of Transportation. Policy Statement on Bicycle and Pedestrian
Accommodation Regulations and Recommendations. 2010. Available at:

bttp/fwww thwa.dot. sovienvironment/bicvele . pedestrian/guidance/policy _accom.efin. Accessed:
April 2015,

G . Revised: 2(}16 Edition



Complete Streets Strategies

TO INCREASE

i J'

MAIN STREET
1O WA

[@AVAV/AN

¢eoN oML DEVELOPMENT

QuarTER CENTURY
OF CHANGE




INTRODUCTION

Table of Contents

The Complete Streets Approach, ....................... 2

Bieycle Elements............. ... . ... L. 3

Pedestrian Elements, . ............ .. .ocoiii L. 5

Traffic Calming ..o 7

Bicycle Parking Strategies. ... ........................ 8 i
Encouragementand Education......................... 9

Additional Resources . ........ooi i 10

Introduction

This publication provides examples of strategies thatincrease walking and bicyeling within a community, and hightights unique
considerations for historic commercial districts. Historic commercial districts are a habitual destination for residents to utilize services,
eat, and shop, and are a key asset to build upon to improve the conditions for watking and bicycling community-wide. Connecting
destinations like schools, parks, and shops with walking and bicycling facilities increases the opportunities to make frequent trips by
foot or bicycle.

lowa communities are wefl-positioned to take advantage of camplete streets strategies to achieve long-term benefits. The increasing
senior population wifl benefit from having easfer access to services through independent, non-automotive transportation. Communities
seeking to attract families with children will become attractive places to live or establish a businass by demonstrating that kids can
easily walk to school or a nearby park. lowa's growing trail networks are planting the seeds for a culture of hicycling, but on-street
accommodations for bicyclists are needed to ensure that community destinations are easy to get to by hicycle, and transportation
needs can be metin addition to recreation. Gther Midwestern communities fike Madison, Wisconsin and Minneapalis, Minnesota have
proven that colder climates aren't a deterrent to walking and biking, and lowa communities can realize similar benefits.

Americans have become increasingly dependent on the automobile for mobility. Often, itis the only means to access some destinations.
According to the National Household Trave! Survey, 65% of autamebile trips are less than 3 miles, A simifar 3-mile trip by bicycle takes
only 20 minutes. Making destinations easily accessible by foot or bicycle improves safety for all users of the transportation system,
decreases traffic congestion and demand for parking, and supports the health and wellness of citizens.

Implermentation of complete streets strategies is most successfuf when the city government has a supportive role, partnering and
education oceurs amongst various loeal organizations, and input is utilized from the public. This publication can be utilized by any
community member, local business or Main Street volunteer that seeks to further understand how improvements can be made to

become & more bicycle and pedestrian-friendiy community.
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COMPLETE STREETS APPROACH

Complete streets is a new approach to our network of streets and roads in our transportation system. A street thatis complete is
accassible far all users of the transportation system. This includes pedesirians, bicyelists, transit users, disabled users, automobile
users, and freight. Unfortunately, many of the streets in our communities are "incomplete” with a monaolithic focus on the automobile as
the only way to get from point A to point B.

In areas with complete streets, you find sidewalks, curb ramps, crosswalks, bicycle lanes ar facilities, transit stops, and automobile
lanes. Allusers, regardless of age or ability, can access the same destinations by using different modes of transportation.

fn 2000, the Federal Highway Administration (FHWA) adopted a guidance that states, ”...bicycle and pedestrian ways shall be established
in news construction and reconstruction projects in all urbanized areas unless one or more of three conditions are met.

1. The costs are excessive {defined as mare than 20% of project costs),
2. There is an abserce of need (including future need),
3. Bicyclists or pedestrians are prohibited from traveling by law.”

Since 2000, a number of communities across the United States have adopted their own
complete streets policies. These policies are often similar to the FHWA guidance but
actually require implementation of complete sireets.

A good policy does not dictate the precise elements of a complete street but allows
designers to engineer the best safety solutions within the context of the project. There
is 1o "cookie cutter” approach to complete streets. For example, a quiet, low-traffic,
residential street may very well be complete as it is. It does not need a bike lane for
safe bicycling, and crosswalks may not need paint to improve pedesirian safety. This
same street design may be as safe for bieyclists and pedestrians on high-speed arterial
roadways.

Historic commercial districts are particularly suited for complete streets. With stores
near each other, shoppers are encouraged to walk from store fo store rather than drive
to each. Traffic moves at a slower pace because of frequent intersections and traffic
controls. Vehicte storage is an issug in these districts. Free parking may bring customers
to your door but also consumes a lot of space. Inviting bicyele and pedestrian facilities
may encourage more people to shop, dine, or do business without using an automobile.
The Five E's: A Strategy for Increasing Walking and Bicyceling.

=

A newly instaffed bike fane on Ingersol! Avenue in Des Moine:
The city has atopted & compiete strests policy and warking to
incorporate efements in road projects.

A national strategy has been developed to increase walking and bicycling called the Five E's:
= [Engineering = Education e Encouragement o Enforcement = Evaluation

Engineering addresses the built environment with roads, streets, sidewalks, and signs. Education teaches safety to users of the
transportation system. Encouragement represents pragrams thatincrease the popularity of bicycling and walking. Enforcement
represents exarcises from the police to help citizens follow traffic faw. Finally, Evaluation assigns metrics to our transportation system to
Measure suceass.

Complete streets do not prescribe “one size fits all” facilities. A complete street in a neighborhood may require sidewalks and shared
roadway bicycle facilities. A complete street along a highway may require a separated trail. Itis up to community leaders to apply the
latast and hest design standards to safely serve bicyclists and pedestrians.
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BICYCLE ELEMENTS

Bicycle should be considered vehicles and may use the existing roadways.
Communities that have a connected gride street system are ideal for hicycling.
There are ways to enhance bicycle routes and fili gaps that prevent bicycle
transporation.

Shared Roadwaoy

Up to 85% of city streets are complete as they are taday. As long as they
provide a safe riding surface free of debris and potholes, the standard
residential street is comfortahle to bicyclists. Roads that are pari of a grid
system with low traffic speeds and volumes are perfect for bicycling. As
speeds increase, more treatment may be required to accommodate bicyclists.

Wide Outside Lane

Some communities are installing a wide outside lane to accommodate
bicyelists. A normal fane is 10-12 feet wide. A wide outside lane is 14-15 feet
wide. This allows for a motor vehicle and bicycle to share the same lane side
by side.

Signed Bicycle Routes

Communities can sign routes that bicyclists may preferto use, Itis
encouraged to use signs that point to destinations. Some signs note the
time and distance it takes to travel to the destination by bicycle at 9 mph
(downtown, 1 milg, 3 minutes).

Some signed bicycte routes may connect two segments of a trail. A new,
experimental treatment is the bike breadcrumh. This is a street marking
showing a bicycle and an arrow directing bicyclists to the connecting trail.

Sham‘ows Tire matarist and bicyclist share the lane laterally in this wide

Shairows are a new treatment recently recommended in the Manual for AR SR G

Uniform Traftic Control Devices (MUTCD). A sharrow is a shared roadway with
a pavement marking guiding bicyclists where to ride. Itis a bicycle symbo!
with two chevrons above it Sharrows act like bike lanes but can be placed on
roadways where there isn't enough room for bike lanes. Studies have shown .
motorists give bicyelists mare room when sharrows are present.

Sharrows are generally placed 4' fram the curb or 17 from the curh if on-street
parking exists. These distances are & minimum and sharrows may be placed
closer to the centeriine if warranted.

A sfrarrow is placed along 33rd Avenue in Cedar Rapids as part
of & complete sireets component (o the sireet tpgrade.
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- BICYCLE ELEMENTS

A law-traffic residential street has been convertad to & bicycle
baulevard.

Underpasses are effective softions, but expensive.

Bike Lanes

Bike lanes are a traffic lane for the exclusive use of bicyelists. Bike lanes are
generally 5" wide with a curb and 4" wide if no curb exisis. Bike ianes are onfy
separated fram motor vehicle traffic by a strip of paint, so bicyclists may freely exit
the lane to make turns or avoid dehris. Bike fanes should be used with caution
against parked cars because apening doors or backing cars can create conflicts
for hicyclists.

Bike lanes should be dashed or signed if ending or if traffic witl merge through
the bike lane to access a turning fane. Bike ianes do not provide protection for
cyclists, and people should be on the iookout for bicyclists and autamabiles. Bike
lanes should only be one-way facilities fallowing the flow of traffic and should

he placed on the right side of the roadway betwean parked vehicles and moving
traffic. Consult the Manual For Unifarm Fraffic Control Devices (MUTCD) for more
infermation on the installation of bike lanes.

Bicycle Boulevard

A bicyels boulevard is a city street that uses traffic calming to pricritize bicycle
fraffic. Atihe most basic level of a bicycle boutevard, a street can be signed

ta encouvrage and connect bicycle traffic. As the complexity of traffic calming
increasas, a bicycle boulevard can change the rights of way far stop or vield
signs, use speed humps or traffic circles, or employ fraffic diversion. The bicycle
boulavard restricts through traffic on streets but does not restrict traffic access.
Typically, local traffic use is encouraged but through traffic speeding through
neighborhoods is discouraged.

Trails

Atrail or path is a mulii-use facility for non-motorized fransportation. Trails are
best used when they cannect areas net atready connected by the streets system.
They are usually enjovehbie and scenic.

Trails that yun along roads with frequent driveways and intersections are not
recommended. Turning conilicts are similar to frontage roads, and the right-of-way
for bicyclists and pedestrians are ambiguous.

Trails can be expensive but provide great enjoyment to users of all ages. Multiple
funding sources are available for trails, hut demand and competition fer funding is
high.

Overpasses and Underpasses

Sometimes, the safest route for bicyclists and pedestrians is to use a tunnel ar
bridge to bypass a busy roadway. These facilities are typically expensive and
require farge land footprints. Communities need to evaluate the ease of use for
users —if takes a lot of energy to ride/walk up and over a bridge, users may not use
it and cross at undesirable localions.

Security is a major consideration for underpasses. Users should be able see the
ingress and egress portions of the underpass for increased security.
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Sidewalks and crosswalks are prerequisites far increasing walking in a community, There is more cummunities can do to improve the
walking experience and safety for its residents. It's afso important to note safe and convenient walking facilities help increase tourism and
create a pleasant experience far pedestrians utilizing the shops and services of a historic commercial district.

Sidewalks

Sidewalks are necessary for pedestrian traffic and serve as an exclusive area for
people to walk. If sidewalks are not huilt, pedestrians usually waik in the street.
Walking in the streetis an uncomfertable experience and unsafe for children.

Communities shoukd
establish programs that
inspect sidewalks for repair
or replacement annually.
Sidewallc infill programs
help priositize how to phase
in new sidewalks to be
instatled in areas where they
are completely

lacking.

Wide sidewalks are essenttal elements for downlown streats.

Walking to and through the
historic commercial district’s destinatians should be hoth comfortable and sate
while traveling between destinations, In the wintertime, programs are needed to

ensure property owners clear snow and ice to reduce liability and increase use of Many comniwrnities use unigue surfaces, like brick, for a crassing.
sidewalks, Besure your crosswalk is visible to matorists.

Sidewalks should be as wide as pessible in historic commercial districts to accommedate frequent and heavy pedestrian traffic. Parking,
roadway width and storefront sethacks can influence how much room may be available.

Sidewalks that are close to the street and moving traffic are uncomfortable for for the pedestrian and can pose saftey issues. Efforts shoul:
be made to provide a buffer between the street and sidewalk, In a historic commercial district, street furniture, amenities, landscaping,
bicycle parking, and lighting can be used as long as it leaves pedestrians enough space. Depending on the area in the community, bike
ianes, paved shoulders, parked cars, or grass can al! serve as a buffer,

Crosswalks

Crosswalks serve a dual purpose. They show pedesirians safe crassing areas, and
they create motorist awareness of a pedestrian crossing. Crosswalks are typically
located at intersections but can be placed in the middie of 2 block.

There are three types of common crosswalks: the unmarked crosswalk, the two-line
marked crosswalk, and high visibility crosswalks. Most crosswalks in residential
areas are unmarked, and they serve users well,

The continental-style crosswalk marking provides increased visibility for pedestrian
and awareness for motorists. Using blocks of paint rather than lines, there is more
surface area for motorists to recognize.

Itis not recommended to combine perpendicular sidewalks into one crossing.
Instead, each sidewalk should have its own ramp to the curb. This keeps a tighter
radius in the corner and staps traffic from driving over the crosswalk area.

High visitifity crosswalk markings create driver awareness.
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Crosswalk Signs
Crosswalks should be signed to create awareness. Typically, a “crossing ahead”
sign is used followed by a crossing with an arrow pointing to the crosswail.
Sometimes, it may be neted a crosswalk is a certain distance from the sign.

In-Street Crosswalk Signs

A sign has been developed that has preven evidence of slowing autemobiles at
critical crasswalks. The in-street sign is no bigger than a pair of centerlines but
channetizes traffic enough to reduce speeds. The sign is boited to the pavement
on & flexible pole. Some communities remove the sign during the winter and some
leave them in place.

A high visiility crosswalk sign with arrow creatas awareness for a
crosswalk with heavy pedestrian traffic o the Oslwein downtown.

Raised Crosswalks

Crosswalk visibility can be increased by raising the crosswalk. By creating a
crosswalk six inches higher than the grade of the pavement can create 4 traffic
calming effect. Ramps leading to raised ciosswalks are snow plow and fire truck
friendly. Raised crosswalks are especially beneficial in schoot zones because the
children are more visitle than they would be at street level.

Signalized Intersection Crosswalks

Many communities have traffic signals at intersections. Most have a push
button for pedestrian activation or some means to detect pedestrians present at
the crosswalk. Itis important that signats are adjusted to the current estimate
of pedestrian speed of four feet per second. Activation should comply with the
Americans with Disabilities Act (ADA).

A raised pedesteain trasswalk on the University of fowa campus.

Countdown Indicators
indicators that count down remaining walk time can be added to the Walk/Don't Walk light at crosswalks. Countdown indicators have
been successful in reassuring the padestrian how long they have left to cross. Countdown indicators should be eonsidered at every

traffic signal location.

Bump-Outs

Long crosswalks feave pedestrians exposed in the intersection for long distances.
Pedestrians enjoy shorter crossing distances if at alt possible. One way to shorien
the crosswalk is the bump out the curb.

Bump-outs can be created in the empty space between the curb to the beginning of
the traffic through lane. if you bump out the curb area you shotten the crosswalk.

Bump-outs can be done with mid-block crosswalks. In addition to the shorter
crosswalk, more visibility exists for the pedestrian. A bump-out is much better than
requiring the pedestrian to cross between two parked cars.

A bump-out i the Oalwein downtown area shortens the pedestrian
crasswalk and narrows the iraffic lana enosgh to slaw cars,




TRAFFIC CALMING

Another technique to help improve the padestrian and bicyclist experience is traffic calming. This typically utilizes engineering to make
traffic move at a more consistent and safe speed. Some traffic calming technigues can be as simple as reconfiguring the lanes. Some may
require more invasive engineering.

Road Diet

i A road diet converts an existing four-iane roadway into a three-lane roadway. Ther
is a lana of traffic for each direction and a two-way, center tuen lane for left-turning
traffic. Often, there is space leftover for a paved shoulder or hike lans.

Aroad diet improves safety for motorists. Turning traffic does not block a lane
of through-traffic, so collisions ara reduced. Through traffic travels at a more
consistent speed. Aroad diet often movas the same amount of traffic with little
additional wait time.

Communitias are often
resistant to the road diet
concept, but after festing
the configuration, many

Davenport reconfigured & four-lane road 10 a three-lane road communities do not want
diet. The center turn lane helps raduce collisions. The remaining to return to a four-fane
space (s used for hite lanes,

b A

configuration.

Speed Humps

Speed humps are longer and more gradual than the spead bumps of yesteryear.
Speed humps are snowplow and fire truek friendly. Most of ali, they slow down
vehicles.

i

A speed hump is effective at reducing traffic speeds. Generally,
speed homps are compatible with snow remiaval and fruck traffie.

Traffic Circles and Roundabouts

Traffic circles are small islands in the middle of an intersection. Roundabouts are
larger circles that proves one-way circular fiow to an intersection, Both will slow
down through traffic and allows left-turning traffic to follow around the circle
befors turning. The result is stower intersection speeds.

Traffic Diveriters

Sometimes through-traffic is the program. Using a traffic diverter, automobhiles
can only make right turns or exit a street but not enter from the diverted location.
This reduces the through-traffic fo neighberhood traffic only. Automobiles are
not prohibited, but they have to enter only through the diverted access. Diveriers
can accammodate bicyclists with pass-through areas.

An in-streel crosswalk sign can also slow traffic for critical
pedesirian crossings.
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BICYCLE PARKING STATEGIES

Motorists expect parking when they reach their destination, and bicyclists
should, too. In smalier communities, bicyele theft may not be a big enough
threat to motivate for secure bicycle parking. Organized bicyele parking is
typically a problem, and bicycle parking can prevent bicyeles from parking in
pedestrian areas or becoming trip hazards.

Inveried-U Bike Rock

Bicyclists prefer to secure the front wheet and frame of their bike ta

the bicycle parking rack. The inverted U-type bicycle rack is generally
acceptable for this purpase. The Inverted U is bolted or cemented into the
pavement. The Inverted Y rack may be mounted on rails so it can be moved
for snow removal,

Wave Rack

The Wave-type bicycle rack is common. Bicyelists have a more difficult time
understanding how to fack their bicycle to this type of rack. If bicycfists don't
use the rack asintended, the capacity may be much iower than planned.

Long-Term Bike Parking

Long-term bicycle parking is usually more secure, lighted, and protected
from weather. This may be a simple overhang to protect from rainie an
indoor parking room. Some of the best long-term bicycle parking areas take
advantage of unused areas inside buildings or parking lots.

Bike Locker

A bike iocker can facilitate long-term storage. This is especially useful in : i N ;
downtown living situations where you cannot store your bicycle inside. A : ; Ty i

. \ . - The wave rack is common. There are issues with bikes occupying
bicycle locker is a a keyed or coin-operated storage facility that protects move thian are spece of fol holding the bike by the fame.
bicycles fram weather and provides additional security for leng-term sterage.

It generally discouraged 1o use bicycle racks that hold a bicycle by

the wheel rather than the frame. itis difficult to secure the frame. A
resourceful bicycle thief can leave the front wheel and take the remaining
frame and wheel.

Creative bicycte racks are encouraged, but be sure bicyclists will
recoynize bicycle parking rather than public art. Bicycle parking canbe
incorporated inte zaning and site planning of new huildings.

A bike focker can be benaficial to persans living downiown with
fimited storage.
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ENCOURAGEMENT AND EDUCATION

Engineering is nof a sele solutien. Encouragement, education, and
enforcement activities can help.more paople start using hicycles. Pragrams
like Bike to Work Week or Safe Routes to School can enceurage people to
travel by bicycle for everyday activities.

Education activities like a community-wide bicycle rodec can help kids
understand how to use bicycles safely. A pedestrian rodeo can also he
developed to teach pedestrian safety.

Enforcement activities like speed enfarcement can improve safety for
bicyciists, pedesirians, and motorists. The presence of the squad car
introuble areas can be a great assetto addressing traffic issues. Law
enforcement strategies should be well publicized and include freguent
follow-up to maintain trafiic behaviors,

Encouragemaent strategies can have a variety of tactics, but the ultimate
goal is to encourage mors use of bicycles for transpertation and recreation.

Shop by Bike
Shop By Bike pragrams have been widely successful. Pasticipants are
encouraged to use their bicycles for shopping. If they make purchases
at participating stores, they are given a card with a punch ar stamp that
documents the purchase. When the card is full, they can be furned in
for prizas like community gift certificates. This type of program is very
measurable and there may be grant funding to initiate.

A police officer hefos with a bike redeo in Caralvitfe, lowa,

Bike to Work Week

The third week of May is dectared Bike to Work Week by the Leagus of
American Bicyelists. Bike to Work Week is aimed at adubt workers and
encourages them to ride their bicycles to work at least once during this week
te promote alternative transportation. Many communities set up commuter
breakfasts ar after wark parties for bike commuters. Communities of any size
can establish a Bike to Worl Week campaign. Free materials are availabla to
help promote the event from the lowa Bicyele Coalition.

Safe Routes to School
A Safe Routes to School program encourages kids to walk or ride bicycles to

Ee e = S Myt T P school. In 1972 kids walking or bicycling made up 62% of elementary students.
O LIty Ay e ¥2 WOl g Bee 10 Vi Vo Sadly, kids walking or bicycling have dropped to about 15%. Programs have
heen designed to make it safe, like walking school buses or bike trains. Kids
can interact with their peers and gain exercise. Free workshops are available from the lowa Bicycle Coatition and can help establish
a community Safe Routes to Schoa! program. The lowa DOT offers competitive gramis to established locat programs to implement
improvements such as sidewalks and edugational programs.
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ADDITIONAL RESOURCES

National Resources

Mational Gomplete Swreets Coalition
hitp:/fwww.completestreets.org/

The Five £'s, Bicycle Friendly Community, League of American Bicyclists
htp://wvuw.bikeleague.org/programs/bicyclefriendlyamerica/communities/bfc_five-Es.php

Shared Roadways and Wide Quiside Lanes, Bicycle and Pedestrian iaformation Center
http:/fwwwv.bicyelinginfo.org/engineering/faciliies-roadways.cim hitp:f/wweve.bicyclinginfo.org/engineering/facilities-widetanes.cfn

San Franscises’s Shared Lane Pavement Marking
hitp:/fwwwv.sfimta, com/ems/uploadedtiles/dpt/hike/Bike_Plan/Shared%20Lane%20Marking%20Fuli%20Re port-052404.pdf

Manual for Uniform Traffic Contro! Devices (MUTCD)
http://muted fhwa.dot.gov

PedSafe: Pedesirian Safety Guide and Countermeasure Seiection System
hitp:/fmww walkinginfo.crg/pedsafe

Traffic Calming
hitps/fwwwitrafficcalming.org/

Association of Pedestrian and Bicycle Professions (APBP)
htip:ffwwwy.apbp.org

Bike Month
http:/fwwnm.bikeleague. org/pregrams/hikemonth/

Matienal Center for Safe Routes to Schools
http:/finwmnv. saferoutesinfo.org

Towa Resources

lowra Safe Routes To Schooi Encouragment and Education Program
hitp:/funwww iowasaferouies.org

fowa DOT Sate Routes To School
http:/fwww.iowadot.gov/saferoutes/

Jowa Depariment of Economic Development Transportation Resorces
http-/fiowalifechanging.com/community/resources/transportation.aspx

lowa Department of Transportation Systems Plansing
http/Awww.iowadot.gov/systems_planning/bicycte _pedestrian_planning.html

Free Education Materials from the lowa DOT
hitp:fAwww.iowadot.govfiowabikes/freebies. htm

lowa Bicycle Coalition
hitp:/fwnvw.fowaBicycieCoalition.org




IOWA
LV BICYCLE
4% GOALITION
lowa Bicycle Coalition
P.0. Box 5562 Coralville, lowa 52241
Phone: {515) 309-2867
www.lewaBicycleCoalition.org
www.facebook.com/lowaBicycleCoalition
www.twitter.com/lawaBicycle

This publicationwas created by fowa Bicycle Coalitian for the lowa Department of Economic Development / Main Street lowa with support of
USDA Rural Development Grant. The lowa Department of Fcanomic Development is an intermediary of USDA assistance. The U.S. Departrmen
of Agriculture {USDA) prehibits discrimination in all its programs and activities on the basis of race, color, national origin, age, disability, and
where applicable, sex, marital status, familial status, parental status, religion, sexual orientation, genetic information, politica! beliefs, reprisal
or because all or part of an individual’s income is derived from any public assistance program. {Not all prohibited bases apply to all programs,
Persons with disabilities wha require alternative means for communication of program information (Braille, large print, audiotaps, etc.) should
cantact USDA's TARGET Center at {202 720-2600 {voice and TOD). To file a complaint of discrimination, write USDA, Director, Office of Civil

Rights, 1400 Independence Avenue, SW, Washington, DC 20250-9410 call {800) 795-3272 or (207) 720-6382 {TGD). USDA is an equal apportunity
provider and employer.
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National Complete Streets Coalition

Places with complete streets policies (around 1,100)
https://smartgrowthamerica.org/program/national-complete-streets-
caalition/policy-development/pelicy-atlas/

Article in Public Roads from 2010
https:/ /www.thwa.dot.gov/publications/publicroads/10julaug /03.cfm

fowa Economic Development publication on strategies (n.d.)
https: //www.iowaeconomicdevelopment.com fuserdocs/programs/CompleteStreets

Guide.pdf

APA PAS report
https: //www.planning.org/research/streets/
(also https://www.planning.org/planning/2014/may/completestreets.htm)

Chicago toolkit from 2016
http:/ /www.cmap.illinofs.gov/programs-and-resources /local-ordinances-
toolkits/complete-streets

DOT on complete streets
https://www.transportation.gov/policy-initiatives /ped-bike-safety /mayors-
challenge-1-complete-streets







Community Tree Policy for West Branch

A core responsibility of any city administration is to provide for and maintain the community’s
infrastructure, which are physical assets that support the city’s basic functions. Many communities have
started to think of infrastructure as having two components: gray infrastructure {buildings, roads,
utilities) and green infrastructure {trees, shrubs, grass). This shift in perspective is not simiply calling
vegetation by a more important-sounding name, but a recognition that green infrastructure works in
tandem with the gray infrastructure and impacts the functioning of the system as a whole.

The importance of green infrastructure is particularly true in terms of stormwater management.
Impermeable surfaces such as roads and parking lots increase runoff, raise the temperature of water
entering storm sewers, and are a site of pollutant transfer (such as road salts, oil, and lawn fertilizers) to
stormwater, all of which creates additional burdens on storm sewers and water treatment facilities.
Green infrastructure mitigates these effects by slowing run-off, cooling surface water temperatures, and
filtering pollutants.

In West Branch, a tree policy meant to build a robust green infrasiructure for the community
can complement and support other key goals established for a city in the Comprehensive Plan. These
include the Smart Growth strategies outlined in Chapter 3 which call for “the protection, preservation
and restoration of natural resources,” as well as the economic development strategies explored in
Chapter 7. As noted in that chapter, when surveyed as part of the comprehensive planning process,
"64% of [residents] strongly agree or agreed that the City’s appearance through tree plantings, flowers,
and landscaping is adequate,” suggesting West Branch residents value vegetation in the community, At
the same time it suggestion more than a third see room for improvement.

What are the benefits?

Although the benefits of a tree policy that spring most readily to mind are environmenta), trees
have demonstrahle benefits in multiple areas and are best understood as offering a combination of
positive effects. The environmental benefits extend beyond mitigating stormwater runoff and include
reducing air pollution (nitrogen dioxide, sulfur dioxide, ozone, carbon
dioxide and particulate matter less than 10 microns), contributing to
reduced energy costs by shading and cocling built structures, and
providing habitat that contributes to the ecological health of the
community.

Trees coniribute to the attractiveness of outdoor spaces, from
community parks to neighborhood streets to individual backyards, all
of which encourages outdoor recreation. This can be a countervailing
force against sedentary lifestyles that contribute to earlier mortality,
cardiovascular disease, and some types of cancer.” At the same time,
trees also provide some protection against sun exposure in cutdoor
areas, doubling the amount of time it takes to get a sunburn, which in
turn can help limit a factor in incidence of melanoma.® The ability of

trees to filter air poliutants and thus can have an impact on asthma Image source: Heartland Tree
rates.’ Finally, trees have important mental health benefits. Residents ~ Aliance



who move from areas with less vegetation to areas that have more greenery evidence significant mental
health improvements that are sustained over the long term.” This could be one reason people show a
preference for living in greener areas.

Trees also provide substantial economic benefits, including increases to residential property
values. Homes with trees in their yards sell on overage for 20% more than similarly sized lots that have
no trees® and they also sell faster — a survey of realtors found that 85% of those polled believed property
that includes trees is 20% mare salable.” The economic benefits of trees extend to commercial areas as
well. Shoppers visiting areas with tree-lined streets have been shown to he willing to pay more for
parking and stay longer in commercial districts with large, well-maintained trees.®

In 2011, an report prepared by the lowa Department of Natural Rasources (IDNR) that
inventoried and assessed trees in West Branch determined that the trees within the community provide
$75, 851 ($81,887 today, adjusted for inflation) in total annual benefits to the community.” See
appendix A for more detailed information on these benefits.

What we propose for the West Branch Comprehensive Plan

Strengthen and incorporate trees in community planning documents

As previously noted, the Comprehensive Plan already contains elements that intersect with a
community tree plan. We will make those connections more explicit by interweaving aspects of the Tree
Management Plan created for West Branch by the lowa Department of Natural Resources in 2011 with
thase Comprehensive Plan sections where goals overlap, creating a plan that is more integrated and
serves to achieve multiple goals.

At the same time, we will identify “next steps” for the Tree Management Plan that can build
upon its successes and help achieve its long- Elemments of a Suceessful Community Tree Program
term goals. This could include opportunities to TSt [sIam e age] SI=E T ML Dl (A MPAL O

incorporate the tree plan into other planning * Tree and planning commissions that value trees
documents. Possibilities include suggestions ¢  Continuity of support among governing officials
for including tree planting requirements in * Long-term citizen support

development plan submissians, tree-planting ¢ Professional assistance

and tree-preservation requirements in »  Educational support for planning commission
subdivision regulations, development impact e Management plans and missions

feas, and enforcement standards for tree e Grant funds

planning and maintenance in parking lots. It *  Dedicated, informed volunteers

will be up to the city council as tc whether or ° Ordinances and enforcement

not they would want to take up these e Awards and celebration

recommendations,

Finally, we will create an appendix to the Comprehensive Plan that identifies preferred tree
species, discussed in more detail in the next section. Such an appendix can help guide the community's
future tree planting efforts in both the public and private spheres.

Establish a plan to diversify the community tree canopy

When a single species or a smali group of species dominates the tree cover of a community, that
community is vulnerable to losing a significant portion of its investment in trees to disease and
infestation. Such was the experience of many communities in the 1960s with the rapid spread of Dutch
elm disease and is once again being experienced by communities with the rise of emerald ash borer.



The IDNR survey of trees in West Branch in 2011 found over 36 species of trees, 43.4% of which
were maple. This is a disproportionately high representation of a single genus. As part of the
Comprehensive Plan, we propose to include a table of native tree species as preferred trees
for planting in West Branch. Species of maple
trees have been removed from this list to help
foster greater tree diversity for a healthier

Potential Preferred List of Native Trees
(Compiled by the lowa Department of Transportation
and the Living Roadway Trust Fund of lowa)

community tree collection. Ash, Black {Fraxinus nigra)

These trees can further be sorted into | Ash, Green (Fraxinus pennsyivanica)
a table such as the one shown at the end of Ash, White (Fraxsinus americana)
this report {similar to those found in other Aspen, Big-tooth (Populus grandidentata)
comprehensive plans) that classifies trees by Aspen, Quaking (Populus tremuloides)
certain characteristics and makes Basswood {American Linden) (Tifia americana)
recommendations of tree species for certain Birch, Paper (White Birch) (Betula papyrifera)
areas of town (in this case, perhaps those Birch, River (Betu/a nigra)
most appropriate for the downtown Buckeye, Ohio (Aesculus glabra)

Cedar, Red {Juniperus virginiana)}

Cherry, Choke {Prunus seroting)
Cottonwood (Populus deltoides)

Elm, American (({imus americana)

Ebm, Red (Slippery) (Uimus rubra)
Hackberry {Celtis occidentalis)

Hawthorn, Cockspur (Cratenegus crus-galii)

commercial area and those most appropriate
for residential areas).

Identify private and civic partners

A financially viable community tree
program should not rest on a single funding
source. It is important, first and foremost, to

establish general fund allocations for the Hickory, Bitternut (Carya cordiforms)
maintenance of street trees, but partnerships Hickory, Shagbark (Carya ovata)

with private and civic organizations can be key Honey Locust (Gleditsia triacanthos)
in supporting a well-rounded and effective Ironwood {Hop Hornbeam) {Ostrya virginiana)

tree policy. This includes grant opportunities, | Kentucky Coffee Tree (Gymnocladus dioicus)
but also partnerships that utilize the expertise Qak, Bur (Quercus macrocarpa)

of organizations such as the Cedar Extension Oak, Northern Pin {Hill's) {Quercus effipsoidalis)
Service to help expand the reach and impact Oak, Narthern Red (Quercus borealis)
of a tree program. Qak, Pin [Quercus palustris)
West Branch already has already Qak, Swamp White {Quercus bicolor)
proven itself successful in identifying and Oak, White (Quercus alba)
capitalizing on such opportunities in securing Pine, Eastern White {Pinus strobus)
a Trees Forever/Alliant Branching Qut Grant. Plum, Wild (Prunus americano)
We propose to build on this initiative by Sycamore (Platanus occidentalis)
identifying other funding opportunities for Walnut, Black (Juglans nigra)

future West Branch tree planting endeavors and including the list in the Comprehensive Plan. These
include the Trees Forever lowa's Living Roadways Projects Program, which supports plantings for
highway roadside and recreational trail projects, and may be useful for projects focused on the Hoover
Highway or the Hoover Nature Trail.

It could also include the Alliant ReLeaf program, which provides trees to homeowners for
$25/apiece. As a barrier to homeowners participating in this program may be the ability to pick up and
transport the trees {which are 10 feet tall, on average), it might be possible for the city of West Branch
to partner with Alliant to pick up and deliver trees selected by homeowners. This program could be



paired with one to welcome new homeowners to the community by providing them with trees. The
program could further work in partnership with Cedar Extension Services to provide soil testing and
information on tree care and maintenance,

Another partnership to include would be a continued relationship with the lowa DNR, which
offers a Trees far Kids/Trees for Teens grant program that awards $1000-$5000 for projects for youth
projects planting trees on school grounds and in public spaces. This could help involve younger
generations in shaping the community tree canopy. Moreover, a continued relationship with the IDNR
can aid in keeping the West Branch Tree Management Plan up to date.

A financially viable community tree program cannot rely solely on grant-Diverse funding
mechanisms: general fund allocations, partnership with nonprofits, development fees.

Present trees as an economic investment

Current best practices in tree management suggest communities should move beyond a Street
Tree Policy to a more holistic Tree Preservation Policy identifies trees as assets and liabilities. Asset trees
are defined as those that provide benefits that exceed the cost of maintaining the tree, while liability
trees are defined as those for which costs outweigh benefits or those that pose unacceptable safety risk
due to decay or structural defects.

West Branch is already well-positioned in this regard. The West Branch Tree Management Plan
prepared by the IDNR takes into consideration the condition of trees identified in the inventory and
makes recommendations for maintenance and risk management, At the time of the inventory, 8% of the
trees were found to be in need of maintenance and 4% were found to be in poor condition, dying or
dead, in terms of wood condition.

An important next step would be to update the maintenance plan, which was outlined as a “Six-
Year Plan with No Additional Funding.” That plan will expire this year, 2017. It would be important to
determine of the trees identified in poor condition, dying ot dead, have been removed oy otherwise
addressed and to determine what current maintenance needs exist.



Appendix A: Economic Benefits of Trees in West Branch

Value of Ecosystem Services Provided by Trees in West Branch
| (Calculated by the lowa DNR, 2011)

Benefits Value in 2011 Value in 2017, inflation-
- adjusted

Annual Stormwater Benefits 521,115 $22,795

Annual Air Quality Benefits 52,200 52,375

Annual Carbon Benefits $24,659 526,621

Annual Aesthetic Benefits $13,302 514,361

Total $75,851 581,887

Appendix B: Sample Comprehensive Plan Tree Chart
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Proposed Revision to Peer Cities for West Branch Comprehensive Plan

One consideration for the community of West Branch as it prepares to update its comprehensive planis
whether the “peer cities” used for comparison throughout the plan are the most effective communities
to use for such comparisons.

The most recent two years of population data for the current peer cities listed in the West Branch
Comprehensive Plan are shown in Table 1, below.

Table 1: Recent populotion estimates for peer cities

2014 Population 2015 Population
. trend ] trend
population population
estimate compared to estimate compared to

2010 2010
West Branch 2349 Increase, +27 2716 Increase, +394
Ackley 1550 Decrease, -39 1706 Increase, +117
Bellevue 2167 Decrease, -24 2134 Decrease, -57
Clarksville 1419 Decrease, -20 1355 Decrease, -104

Columbus
Junction 1857 Decrease, -32 2120 Increase, +221
Durant 1825 Decrease, -7 1983 Increase, +151
Mechanicsville 1117 Decrease, -29 1082 Decrease, -64
Nora Springs 1402 Decrease, -29 1553 Increase, +122
Pleasantville 1687 Decrease, -7 1819 Increase, +125
State Center 1471 Increase, +3 1355 Decrease, -113
Toledo 2250 Decrease, -91 2146 Decrease, -195
Source: U.3, Census Bureau, Population Division

As the table shows, four of these peer cities {Bellevue, Clarksville, Machanicsville, and Toledo) have a
projected population decline for the last two years, five of the peer cities have had fluctuating
population figures (Ackley, Columbus Junction, Durant, Nora Springs, Pleasantville, and State Center),
while West Branch alone shows a population increase for both years. '

It is important to note that the population data for 2010 is census data and represents an actual count
of afl the residents, while the data for 2014 and 2015 represents population estimates made by the
census bureau between census years and therefore have some margin of error. This may account for
some of the fluctuation in the numbers.

For this reason, it may be more useful to compare longer terim population trends. The graph in Figure 1
on the following page show that four of the peer cities — Durant, Pleasantville, State Center, and
Columbus Junction — show a pattern of modest population growth from 19%0 onward comparable to
that observed in West Branch. In contrast, the graph in Figure 2 shows the remainder of the peer cities
have been experiencing population stagnation or decline during the same period.

it is worth considering whether the list of peer cities should be pared down to reflect a more balanced
mix of communities experiencing modest population growth and decline — or even if West Branch
might want to use comparable population growth as one of the criteria in selecting peer cities for
comparison.



Figure 1: Peer citles experiencing long-term population growth
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Figure 2: Peer cities experiencing long-term population decfine
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A geographic comparison of the location of these communities, meanwhile, reveais two outliers:
Bellevue and Columbus Junction. While the other communities are similar to West Branch in that they
are small communities located within 10-20 miles of a substantially larger community and are situated
on a major transportation route, Bellevue and Columbus Junction are comparatively more isolated.

The proximity to a major transportation corridor is an important consideration, as transportation and
warehousing account for 36% of the total job count for West Branch according to data from the U.S.



Census Bureau. Manufacturing located along this corridor accounts for an additional 7.4% of the total
job count.

For this reason, identifying towns that meet at least two if not three of the following criteria would likely
provide a better basis of comparison for the city of West Branch:

= Similarity in population size {between 1500-3500 residents) and modest long term growth

e Similarity in location near a major transportation corridor {with 5 miles} and a larger community
{within 10-20 miles})

e Similarity in terms of manufacturing, transportation, and warehousing employment activity
{between 15%-40% of total job share for the community)

Based on these criteria, we have identified a five additional communities as candidate peer cities for for
the Comprehensive Plan update: Wilton, Mitchelville, Earlham, Roland, and Urbana. Previous
discussions of peer cities with the Planning and Zoning Commission have also identified Tiffin and Tipton
as possible candidates. The pepulation trends and combined manufacturing, warehousing, and
transportation job share for these candidate cities can he seen in Figure 3 and Table 2, below.

Figure 3: Long-term population growth in the proposed peer cities
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Table 2: Combined warehousing, transportation, and manufacturing job share in each propesed peer
city

Columbus Junction 0%
Durant 17%
Earlham 27%
Mitchelville 20%
Pleasantville 3%
Roland 17%
State Center 12%
Tiffin 3%
Tipton 7%




Urbana 18%

West Branch 43%

Wilton 34%

The manufacturing, warehousing, and transportation job share for four communities from the original
list {Columbus Junction, Durant, Pleasantville, and State Center) are also shown in Table 2. Communities
where the job share exceeds 15% are highlighted in gray. {Refer to Figure 1 for the population trends
within these communities).

Based on this data, 6 communities align with all three of the proposed criteria for peer cities: Durant,
Earlham, Mitchelville, Roland, Urbana, and Wilton, The remainder — with the exception of Columbus
Junction = align with at least two of the criteria (Tipton, for example, has had similar population growth
but the total job share of manufacturing, warehousing, and transportation employment in that
community is substantially lower.) The relative proximity of Pleasantville, State Center, Tipton and Tiffin
to West Branch, however, may make them more familiar to West Branch residents. Thus, they may
serve as useful references.

Calumbus Junction, though it shares a similar long term population trend to West Branch, is unigue
among this list in that it is locatad far from an Interstate. It also has a smaller manufacturing job share,
though this may be because the Tyson food plant is located outside city limits (manufacturing,
warehousing, and transportation account for 41% of the total job share of Louisa County). Arguments
could be made for and against including it in the list of peer cities.

The updated Comprehensive Plan need not have a list of 10 peer cities as the current Plan does. A list of
6-10 communities would provide adequate basis for comparison. This could include the 6 communities
that fully align with the three proposed criteria or some mix of these communities and those aligned
with at least two criteria. We welcome the comments and suggestions of the Planning and Zoning
Commission to help refine this list.
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