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Sharrows

The “sharrow” or shared lane marking is a thermoplastic or painted
white pavement marking consisting of a bicycle and chevrons to assist
bicyclists with positioning on narrow shared roadways with on-street
parallel parking. Markings direct cyclists to travel outside the car door
zone and encourage safe coexistance with motor vehicle traffic.

The sharrow is currently in use in more than 70 cities, including local
communities of Boulder, Denver and Fort Collins. Itis proposed to be
added to the national MUTCD as Section 9C07 in the pending 2009
edition and may be considered for future use on Arvada’s signed
bike routes.

MUTCD PLACEMENT GUIDELINES
¢ Do not use sharrows on roadways with speeds <35 mph, on
shoulders, or within designated bike lanes.

e Preference is for use on streets with on-street parking. Centers
of the sharrow markings will be placed a minimum of 11’ from
the curb face or edge of pavement.

e |f used on streets where parking is not present and with an
outside travel lane less than 14’ wide, the centers of the shared
lane marking symbol should be placed 4’ from the curb face or
edge of pavement.

e Sharrow markings should be placed immediately after an
intersection and spaced at intervals not greater than 250’ thereafter.

ADDITIONAL GUIDANCE

e Several jurisdictions recommend placing sharrow markings >11’
from curb when adjacent to parking to center the marking within the
travel lane. This placement further removes bicyclists from the door
swing of parked cars and minimizes stencil wear from vehicle tires.

e Sharrows may be combined with Bike Route signing in urban areas
and Share the Road signing in rural applications.

¢ Installations to consider include: business district streets with full
time on-street parking; along signed bicycle routes; where there
is an up-hill bike lane and not room or desire for a designated
down-hill bike lane; and to assist bicyclists in positioning correctly
in through lanes where right-turn only lanes exist.
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BIKE LANE INTERSECTION In'ersecﬁon DeSign

RIGHT-TURN ONLY LANE
Bike lanes complicate bicycle and motor vehicle turning movements at
intersections. As a general rule, bike lane signing and striping should
ehance awareness and visibility of road users, promote movements that

—

are well defined and universally understood, and encourage bicyclists
and motorists to merge into proper lane position in advance of
intersections. Guidance for bike lane signing and marking treatments
o with various vehicular turning configurations are found within Chapter
20m L= Storage length required for right turns
(65 1) 9C of the MUTCD and on pages 25-30 of AASHTO.
min.
NATIONAL OVERVIEW
RIGHT LANE e A through bicycle lane will not be positioned to the right of a
ey FRSTR MUST right turn only lane
HR3AT— Y g %5“;7)1 ‘—-‘ = ° ' ‘
ONLY min. e The solid bike lane line should be replaced with a broken dotted
. . line to indicate areas in advance of intersections where bicyclists
Place bicycle lane symbol and sign
immediately after but not closer than and motorists will merge.
20 m (65 ft) from the crossroad
Install #R3-17 signs and pavement e When the right lane is dropped to become a right turn only
bol fodic i Is all g AR
e bioyls g e aong lane, bike lane striping should stop at least 100’ before the
_ beginning of the right turn lane. Through bicycle lane markings
T= Taper length needed for motorists to merge .
(to be calculated based on standard should resume to the left of a rlght turn lane.
right-turn configuration)
e At intersections where the 4’ min. bike lane width cannot be
Bike Lane Skip Dashing - provided due to throat widening for turning lanes, bike lane
Dotted lines through merge areas are optional | striping should be discontinued following a regulatory sign.
lQO mm (4 in) wide white dash 0.6 m (2 ft) long
vith 1.8 m (6 ) space between o Aset of bike lane pavement markings will be provided immediately
after each intersection, regardless of approach treatment.
15m
6t) | BEGIN
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#Ra-4 vm{ms ADDITIONAL GUIDANCE

Many cyclists are not comfortable riding within a corridor where
a bike lane abruptly ends, particularly in advance of complicated
intersections where bicyclists need the most assistance. Narrowing
vehicular lanes at intersections within designated corridors may
provide space for a bike lane slot in the proper roadway position.

Additional innovative intersection design treatments including use of
bicycle detector pavement markings, sharrows, stop line positioning,
leading pedestrian interval (LPI) signals, and bike boxes may also be

5' 15' 30
Scale: 1 =300 [ — considered.

Bicycle lane intersection treatment
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Colored bicycle lane - Brooklyn, NY

BICYCLE DETECTOR PAVEMENT MARKINGS

e Per the MUTCD, a special pavement symbol may be placed on
the pavement indicating the optimum position for a bicyclist to
accentuate a signal.

LPI SIGNALS

¢ Aleading pedestrian interval (LPI) refers to when the ‘walk’
signal appears three or more seconds before the green traffic
signal. The ‘walk’ signal then remains active for the duration of
the green signal. This brief timing adjustment allows pedestrians
(and bicyclists) more time to cross the street, and increases
their visibility to drivers, especially those making turns.

SHARROWS

e Some jurisdictions use a sharrow pavement marking within
intersections with a pork chop island separating right-turning
motor vehicle traffic from shared-lane through traffic, or where a
continuous flow lane is added and the bicyclist should stay in the
approach lane.

COLORED TREATMENT THROUGH A CONFLICT AREA

e Seattle, WA, Portland, OR, Cambridge, MA, and New York City are
experimenting with use of European-style colored bike lanes in
high-conflict areas. Applications include high volumes of turning
movements across a bike lane to enter or exit where ramp-like
configurations are present. Such treatments are currently being
studied for standardization by national committees.

BIKE BOXES

e An advanced stop line or “bike box” is an intersection safety
design to prevent bicycle/car collisions, especially those
between drivers turning right and bicyclists going straight. Bike
boxes improve the visibility of bicyclists by allowing cyclists
to move to the front of the queue and position themselves
for turning movements. Pavement markings should be
accompanied by signs communicating where bicyclists and
motor vehicles should stop.

e Boxes may be delineated in green or blue pavement coloring
with a white bicycle symbol inside, and may include colored
bicycle lanes approaching and leading from the box.
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Wave Bike Rack (not recommended)

Comb Bike Rack (not recommended)
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Bicycle rack spacing (Source: APBP)

Bicycle Parking

Sufficient and appropriate bicycle parking will be provided
throughout each of the TOD sites. Inverted “U” style bicycle racks
are recommended. Each rack will adequately support two bicycles
and allows users to secure the frame and one or both wheels.

Variations of this style that still allow users to lock both the frame
and the front tire to the rack, such as the Honolulu bike rack, are
also acceptable.

Bike racks will be placed in secure and convenient locations, but must
not interfere with pedestrian travel.

The Association of Pedestrian and Bicycle Professionals (APBP)
provides guidance for rack placement, including the following
minimum requirements:

RACK PLACEMENT GUIDELINES

e 2-foot clear distance between edge of bike and other objects
including, but not limited to, back of curb, pedestrian ramp,
trash receptacles, and street trees

e 30-inch separation between two parallel inverted U racks
(as illustrated in the diagram at left).

o 8-foot pedestrian clear zone between handle bar (or tire,
depending on bike parking direction) and building facade.

e Generally allow an area 6.5 feet by 4 feet for each bike rack.

Consider providing bicycle lockers or indoor storage in locations where
bicycles will be parked overnight or for longer durations. Monitor
parking for levels of use (add racks or lockers as needed) and to ensure
facilities are being used as intended.
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Multiuse paths should be at least 10" wide to safely
accommodate various users

Sidepath adjacent to transit stop
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Multiuse Paths

A multiuse path is a bikeway physically separated from motorized vehicular traffic by an open space or barrier,
and may be located either within the highway right-of-way or within an independent right-of-way such as a
greenway corridor.

Shared use path design must accommodate a wide variety of non-motorized users, including commuting
and recreating cyclists, rambling and strolling pedestrians, families, senior citizens, dog walkers and others.
Each of these groups will use the space differently, necessitating careful design to minimize potential user
conflicts. Centerline striping (shown at left) can minimize conflicts by designating space for specific user
groups or directions of travel.

GENERAL GUIDELINES
Paths must meet bicycle transportation standards including a 10-foot minimum surface width, 3-foot lateral
clearances, 8-foot vertical clearances, 5 percent grade, and 95-foot turning radii.

Special design features are needed at all at-grade roadway crossings to separate users and/or alert drivers of
non-motorized crossings. Bridges, underpasses and pedestrain-actuated signals may be warranted when well-
utilized paths cross high-speed, high-volume roadways.

Multiuse path crossings at major intersections also require special attention to ensure safe and efficient
operations for all motorized and non-motorized users. For example, a porkchop Island is recommended at
the trail crossing at the intersection of Ralson and Wadsworth. Porkchop Islands are triangular islands placed
adjacent to free-right turn lanes. They separate right-turning vehicles from through lanes and provide a refuge
for pedestrians and bicyclists to cross the free-right lane before crossing the through lanes.

SIDEPATH CONSIDERATIONS

Sidepaths are a type of multi-use path running immediately parallel to a street or roadway, like an extra
wide sidewalk. Sidepaths have special design challenges, as motor vehicles may not expect to encounter
bikes entering an intersection from outside the travel lanes. AASHTO discourages two-way paths located
immediately adjacent to roadways due to the operational and safety issues that are likely to occur.

Sidepaths should not be considered a substitute to street improvements even when the path is located adjacent
to a highway, as many bicyclists find these paths less direct or convenient than streets, particularly for utility
trips. Sidepaths must also meet AASHTO transportation standards including a 10-foot minimum path width
and a 5-foot minimum separation distance from street, or a 42-inch vertical barrier from adcent traffic.
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Kipling Parkway to
Old Wadsworth Blvd

In 2004, the advocacy group Bike Jeffco proposed development of a rail-with-trail along
the Gold Line Corridor to create a commuter bike route between Wheat Ridge, Arvada

and Denver. Called the Gold Line FastRoute, this proposal sought to link together pieces

of local streets with trail segments to be constructed within the railroad right-of-way to
form a continuous route for bicycle travel. However, engineering work completed by RTD
to date shows that this corridor requires the full right-of-way width to accommodate future
eastbound and westbound Gold Line tracks plus the BNSF freight line.

At minimum, 16’ separation distance is required between the RTD tracks, with another 25’
separation from the BNSF tracks. In most locations, the BNSF line will need to be shifted
within the right-of-way to accommodate the additional rail use, and many areas will
require the construction of retaining walls. Thus there is no room to develop a parallel
FastRoute trail without taking private property — which would go against a major objective
of the Gold Line process.

Instead, alternate on-street routes and riparian corridor trails are recommended to make
connections through Arvada as depicted in the system of recommended primary bicycling
corridors identified on page 26.
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Rails-with-Trails

The U.S. Department of Transportation completed a 2002
study entitled Rails-with-Trails: Lessons Learned — Literature
Review, Current Practices, Conclusions. This study examined
the safety, capacity, design and liability issues associated with
the development of shared use paths and other trails within or
adjacent to active railroad and transit rights-of-way.

The study documented 65 rail-with-trail projects totaling 239 miles
in 30 states. These trails are located adjacent to active rail lines
ranging from a few slow-moving short-haul freight trains weekly, to
high-frequency Amtrak trains traveling as fast as 140 mi/hr. While
most are located on public lands leased to private railroads, many
are on privately owned railroad property.

The rail-with-trail development process varies from location to
location, although common elements exist. Trail advocacy groups
and public agencies often identify a desired rail-with-trail as part
of a bikeway master plan. They then work to secure funding prior
to initiating contact with the affected railroad. Railroad companies
may support or oppose projects depending on corridor-specific
operational considerations, right-of-way constraints, and public
safety concerns.

SEPARATION GUIDELINES

While there is no consensus on acceptable setbacks, distances of
25 feet or greater are typical. At an absolute minimum, trail users
must be kept outside the “dynamic envelope” of the track — that is,
the space needed for the trains to operate.
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Sidewalks

The mere presence of sidewalks does not make a place become a pedestrian destination. Within transit
oriented developments, sidewalks need to be of adequate width to accommodate high levels of pedestrian
travel and contain the desired amenities that contribute to vibrant street life.

The pedestrian realm is generally considered to include sidewalks, as well as the buffer zones on either
side that separate the walkway from motor vehicle traffic and link the walkway to adjacent properties. The
pedestrian retrofit chapter of this plan presents recommended cross-sections that address considerations
within the pedestrian realm. See pages 61-64.

UNIVERSAL DESIGN GUIDANCE

Universal design refers to the use of broad-spectrum design solutions that benefit all users, not just those with
disabilities. The underlying assumption is that facilities designed to accommodate individuals with physical
disabilities are also appropriate and well-suited for children, seniors, bicyclists, people walking with a stroller,
and others.

Universal design improves the marketability of housing within TODs by creating areas where walking and
bicycling are safe, comfortable and convenient. These design principles enhance overall mobility and reduce
automobile dependency by providing a range of travel alternatives. Universal design also facilitates “aging in
place,” which is very important to communities such as Arvada that value their Baby Boomer population and
desire for the community to remain an attractive place to live past retirement.

Key aspects of universal design can be met by following requirements of the American with Disabilities Act
(ADA) for public infrastructure. These details include the following:

P e VD

Per ADA regulations, when a sidewalk crosses a roadway, a 24 inch strip of truncated domes (as
shown at left) will be placed along the boundary.

A sidewalk ramp at least 4 feet in width with truncated domes will be placed in locations where the
sidewalk meets the grade of the surrounding street.

Maximum ramp slope should be 1:12 unless the rise is < 6” in which case the slope maximum is
1:10.

Truncated domes will be between 7/8 inch and 1 7/16 inch in diameter and 3/16 inch in height,
arranged in a distinctive pattern.

Truncated domes are not required when a 3” curb is used.

Curbing material will have a 70% color contrast from the surrounding paving materials, regardless
of vertical separation.
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e When feasible, raised pedestrian tables are the preferred treatment where heavily traveled
sidewalks, trails or paths intersect with the street. Colored or textured pavement treatments can
also be used to enhance visibility.

o Traffic signal timing will accommodate the slower walking pace of elderly pedestrians per MUTCD.

ADDITIONAL CONSIDERATIONS FOR PLACEMAKING

Great streets, successful transit-oriented developments, and livable urban places go beyond providing
minimal pedestrian accommodation. Effective public space is defined by the attention to detail that creates
a welcoming pedestrian environment which attracts people of all ages and interests, and encourages them to
interact with each other and their environment. Key to this process is designing sustainable outdoor places
that create a comfortable live-work environment over the long term.

Sidewalks can be this type of place — one that merges indoor with outdoor — by paying close attention to details
of the pedestrian realm and adjacent land use. Public infrastructure and private infill development projects in
Arvada’s TOD areas are recommended to include the following types of design details wherever possible:

e Functional and programmable urban spaces that include public plazas, urban pocket parks and
public art.

e Varied building setbacks to provide interesting space on the sidewalk to allow merchandise displays,
outdoor seating, sidewalk performers and other activities that animate the downtown area.

e Widening of sidewalks onto private property in key locations to allow dining al fresco with views of
activity along the street corridor.

e Adding green character to street cross-sections in a manner appropriate to the urban context of a
TOD center. This includes incorporation of:

e Street trees planted in tree wells

e Potted plants in hanging baskets, window wells, and pots on sidewalks

e Permeable paving to allow natural stormwater infiltration

e Green roofs

e Pedestrian realm canopy vines growing on arbor-like arcade structures

e Awnings and arcades to create pedestrian scale and provide shelter from sun and rain.
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Pedestrian Crossings

The ability of pedestrians to cross a street, and do so with a high degree of perceived comfort and safety, is
a critical component of successful pedestrian environment design. The following considerations represent
quality urban design to achieve multimodal goals and enhance street crossings within Arvada’s TOD areas:

STREET CROSSING CONSIDERATIONS

e Marked crosswalks will be provided on all legs of every intersection in TOD areas with heavy pedestrian
activity. Ladder type markings are preferred for high visibility, to allow cars to see the crosswalk at a
greater distance, and encourage vehicular traffic to take notice of pedestrians crossing the street. Special
crosswalks of colored, patterned and/or textured design may be used to convey a unique sense of place
within the TOD setting.

e Short crosswalk lengths are needed to encourage trips on foot. Optimally, crosswalks will not be more
than 40 feet long (four lanes of traffic) on any intersection leg. Where distances cannot be 40 feet or
less, a median refuge island will be considered and installed where practicable. Refuges may be in the
configuration of a “porkchop” at skewed intersections where right-turn slip lanes are present and curb radii
>30’ are unavoidable. Porkchop islands will be raised to provide a vertical barrier between vehicles and
pedestrians, and include curb ramps or cut-throughs across islands per ADA guidelines.

e Median refuge islands may also be appropriate. Refuge islands must be of adequate width to hold
wheelchairs, bicyclists and people with strollers outside of the travel lanes.

e Traffic signal design and timing must consider pedestrians and meet the requirements of the MUTCD.
Split phase timings, pedestrian-only phases, or pedestrian actuated push button signals are recommended
to be used to allow proper traffic flow as well as ample pedestrians crossing time.

STREET CORNER CONSIDERATIONS

e Two perpendicular curb ramps will be provided at each corner where practical. Curb ramps will be
placed in a manner that will allow pedestrians to directly continue on their path of travel from sidewalk to
crosswalk, rather than being directed diagonally into traffic by a single curb ramp.

e Accessibility features, including the design of all landings, running slopes, ramp cross-slopes, transitions,
side flares and ramp surfaces, will conform with the Americans with Disabilities Act (ADA). Tactile warning
strips will be used to signal the transition from pedestrian space to vehicular space. Use of colored,
truncated domes is the preferred design treatment rather than use of grooved or otherwise textured
pavement surfaces.

e Curb radii at corners will be as small as practicable to accommodate the project design vehicle while
reducing length of pedestrian crossings. Whenever feasible, curb bulbs or curb extensions with small radii
will be used to further shorten pedestrian crossing distances and enhance visibility of the pedestrian.

e Sight triangles at intersections will be free of street furnishings and other obstacles that may limit visibility.
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Sighage
For consistency with national standards, the Manual on Uniform Traffic Control Devices for Streets and Highways
(MUTCD) — Part 9 will be used for guidance on signing all bicycle facilities.

BICYCLE LANES
e The Bike Lane (R3-17) sign shall be used only in conjunction with marked bicycle lanes, and shall be
placed at periodic intervals along the bicycle lanes.

BICYCLE ROUTES
¢ Bicycle Route Guide (D11-1) signs should be provided at decision points along designated bicycle
routes, including signs to inform bicyclists of route direction, distance, and destination (D1-1b).

¢ Signs should be repeated at regular intervals so that bicyclists entering from side streets will have an
opportunity to know that they are on a bicycle route.

¢ Bike Route signs may be supplemented with future “sharrow” pavement markings.

SHARE THE ROAD
¢ |n situations where there is a need to warn motorists to watch for bicyclists traveling along the
highway, the Sare the Road (W16-1) plaque may be used in conjunction with the bicycle warning sign
(W11-1).
e As yellow warning signs designed to increase motorist awareness, Share the Road signing is not
intended to serve as directional route signage.

CONSTRUCTION WORK
e The Pedestrian/Bicycle Detour (M4-9a) sign should be used where a pedestrian/bicycle detour route
has been established because of the closing of a pedestrian/bicycle facility to through traffic.

RAIL STATION IDENTIFICATION
e The MUTCD Light Rail Transit Station (I-12) sign is recommended to be used to direct bicycle users to
FasTracks stations. It should be supplemented by the name of the transit system, arrows, and distance
information (D1-1b).

¢ |t may also be supplemented with or used alternatively with Bike Route signing (D11-1) along primary
corridors leading to the FasTracks stations.

e Signs should be appropriately sized for road or path use, depending on application.
o Alternatively, custom designed signs featuring RTD’s Kiss-n-Ride ID Sign (Type 25) may be used.

TRAIL IDENTIFICATION
e Custom signs designed by the City of Arvada as part of the parks and greenways overall sighage
program will be used to identify trail linkages at key junctures. However, standard MUTCD bike route
signs should still be used along designated bicycle routes.
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The Action Plan

This plan has outlined a comprehensive approach to facilitate walking and bicycling to and around
Arvada’s three FasTracks stations, and includes recommendations for many corridor and spot
improvements that will be implemented over time. Based on public input, the recommendations of
area bicyclists, and review by City Staff and the Arvada Park Advisory Committee, there are two types of
priorities for immediate, short-term implementation.

The first focuses on ten critical infrastructure investments, presented in the matrix on the following page.
Three of these will require close and ongoing coordination with other jurisdictions to determine feasibility
and final details of project design; seven may be implemented solely by the City of Arvada and are desired
to be completed within the next five years. The second set of action items are more issues-based and
extend beyond specific physical improvements that were the focus of this study.

Additional projects beyond the top ten should continue to be pursued and implemented as opportunity
arises. However, completing critical gaps in north/south connectivity within the designated corridors is
the City’s top overall priority. This approach will most quickly create a complete and functional bicycle
network. North/south circulation is also viewed as most critical to link to the FasTrack stations from both
the Clear Creek Trail and the Ralston Creek Trail, as well as the many neighborhoods located in northern
portions of the City of Arvada.

Each corridor will require a detailed site-specific analysis to arrive at accurate working cost estimates at
time of construction, which is work beyond the scope of this study. The following assumptions can be
used for cost estimating projects, based on September 2009 figures provided by the City of Arvada Public
Works and Utilities Department:

e Bicycle lanes: 52,450+ per mile

Includes $240/mile for striping; $75 each for pavement markings, with average spacing of five/mile;
$100 per sign, with average spacing of five/mile. (multiply costs times two for both sides of roadway)
Additional $260/mile in striping where on-street parking is present; plus 10% contingency fee.

e Shared roadways — $1,100+ per mile
Includes $100 per sign, with average spacing of five/mile (multiply costs times two for both sides of
roadway), plus 10% contingency fee.

e Additional costs for all projects —

Costs to be added for each project include: $1000/day for flagger; $500/day for mobilization; and
$500/day for traffic control. In addition, costs for retrofit projects that involve removing existing
pavement lines and re-striping need to add $1/square foot for line removal for a single 4” line.
Estimates must include all lines to be removed. (all prices subject to change)

BA

CITY & COMMUNITY OF

A RVADA

ion

Priorit

Sl
O
T
& v
£.9
2
Q.
£




Pedestrian and Bicycle TOD Access Plan

Summary of the Top Ten Needs for Priority Implementation

Project Description

Target Date

Implementation Considerations

Sheridan Boulevard — A new Sheridan Blvd
roadway bridge will be built over the railroad
tracks by the Colorado Department of
Transportation (CDOT). Pedestrian and bicycle
accommodation is desired to be included.

2009 — begin dialogue
to coordinate design
between agencies

The Sheridan bridge provides the only walking route north/
south across the railroads within the TOD planning area.
CDOT needs to be made aware of the importance of this
project in providing circulation and access to investments
being made in the FasTracks Gold Line Corridor.

Wadsworth Bypass — Coordinate with the
Colorado Department of Transportation

(CDOT) to provide a signalized intersection and
multimodal access across the Wadsworth Bypass
at W. 56th Avenue.

2009 — begin dialogue
to coordinate design
between agencies

The W. 56th crossing is critical to provide realistic walking
and biking trips distances from neighborhoods located
southeast of Olde Town

CDOT needs to be made aware of the importance of this
project in providing circulation and access to investments
being made in the FasTracks Gold Line Corridor.

Projects that require coordination with the
City of Wheat Ridge — Ensure implementation
of linkages across City boundaries, specifically
within the corridors of:
¢ Ridge Road, to the Ward Road FasTracks
Station
e Miller Street, to the Arvada Ridge Station
TOD entrance
¢ Kipling Parkway, in conjunction with City of
Wheat Ridge bicycle planning
e Garrison, Carr, and Marshall Streets, to
identify linkages to the Clear Creek Trail

2009 — City of Arvada
TOD Access Plan
reviewed by City of
Wheat Ridge

2010 — City of Wheat
Ridge bike plan update
begins; to be reviewed
by City of Arvada for
coordination

Ideally, both jurisdictions will implement the same design
treatment within a single corridor.

Transitions between facility types (i.e. from on-street
bicycle lanes to a parallel sidepath or shared roadway)
will occur at logical, context-sensitive locations instead of
abruptly at jurisdictional boundaries.

Projects within each community should be implemented
on similar time frames, combining resources to let as a
single contract when possible.

Carr Street — To create a continuous north/south
corridor, work with the school district to secure a
trail connection at missing gap between Ralston
Road and W. 57th Avenue. Add bike route signing
throughout entire corridor.

completed by 2011

Formalizing the non-motorized connection in the missing
block of Carr Street will require negotiation with property
owners.

p.78




Pedestrian and Bicycle TOD Access Plan
.|

Project Description

Target Date

Implementation Considerations

Pierce Street — Restripe to extend existing bike
lanes south from W. 64th Avenue to W. 62nd
Avenue.

Implement signed shared roadway treatment
south of W. 62nd to Ralston Road.

completed by 2011

e Pierce Street is viewed as the #1 priority North/South

corridor for implementation since it connects between
the Ralston Creek and Little Dry Creek Trails, and extends
access into northern portions of Arvada.

Independence Street — Restripe roadway with
on-street bicycle lanes from W. 57th Avenue to
the trail network in Jack B. Tomlinson Park.

completed by 2011

Public process will be required with property owners along
the corridor to effectively resolve any potential parking
issues. The on-street parking may alternate sides of the
street depending on land use and parking demand per
block.

W. 52nd Avenue — Designate as a shared
roadway bike route from Independence to
Garrison Street. Stripe on-street bicycle lanes
from Allison to Marshall Street.

completed by 2011

Garrison Street — Designate as a shared roadway
from Oberon Road to the Clear Creek Trail.

Pave a 400’ segment of non-motorized pathway
to provide continuous travel between W. 57th
Avenue and Ralston Road.

completed by 2014

Signing along southern segment will be undertaken in
cooperation with the City of Wheat Ridge.

Formalizing the non-motorized connection in the missing
half block of Garrison will require negotiation with private
property ownership.

Tennyson Street — Stripe with bicycle lanes
north of W.58th.

Widen roadway to provide paved shoulders from
W. 58th to Clear Creek Trail.

completed by 2014

Improvements south of the railroad will require
coordination with Adams County for implementation.

10.

Van Bibber Creek Trail — Extend trail and add
underpass connection at Kipling Parkway.

Extend the existing multiuse pathway from Oak
Street, routing along the south side of the
Stenger Sports Complex, under Kipling Parkway,
and along the northern edge the Arvada
Cemetery to connect with Grandview Avenue.

completed by 2014

Coordinate the Van Bibber Creek trail extension across
Kipling Parkway with the Arvada Urban Renewal Authority

Initiate fund raising efforts through various grant programs.
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Additional Ideas to Pursue

Public input into the planning process for this TOD Access Plan generated
discussion on additional ideas to incorporate as the City of Arvada continues
to implement its bicycle and pedestrian program. These new ideas, which will
require more in-depth study beyond the scope of this planning effort, have
been consolidated into five major themes as follows:

Safety — Successful bicycle and pedestrian planning and programming
typically addresses multiple issues in what is known as a “4 E approach.” This
approach recognizes that comprehensive improvements can be made for
bicycling and walking by simultaneously focusing on education, enforcement,
encouragement and engineering needs.

This study specifically concentrated on addressing infrastructure, or
engineering, needs. The City of Arvada and local cycling advocates are working
together to address the other three E’s. Specific topics raised through public
input include:

e Safety education for youth and adult bicyclists

e Signs directed at bicyclists and drivers telling them to be alert

¢ Double centerline striping on pathways to separate directions of traffic

e Provide nightime lighting along designated routes to benefit evening
commuters

e Exploring use of reflective pavement

Beautification — Several comments received focused on enhancing the
aesthetic quality of the bicycling and walking routes and using nonmotorized
projects as a way to beautify the community. Main ideas included:

e Incorporating public art, especially at the Sheridan Station
e Employing sustainable landscaping practices
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Access — Arvada residents desire for the City to focus on getting as many
people to the stations as possible through non-motorized modes. This means
focusing on north/south access routes and also coordinating with the City

of Wheat Ridge for multi-jurisdictional continuity. Specific destinations that
people would like to be able to bicycle to through improved routes include:

e Regis University
e Red Rocks Community College
e Tennyson Knolls Elementary

Wayfinding — Signage to assist bicyclists in knowing which routes to take is

a major priority. Similarly, there was discussion on the need for additional
wayfinding for walking routes within the TOD planning areas. New ideas that
the city may want to pursue include:

e Color coded sidewalks/pathways leading to stations (1-2 blocks from
station)

e Signs with distance (miles, blocks, etc.) to major destinations, including
the FasTracks stations

Sustainability — As the City of Arvada systematically works to become a more
“green” community, the bicycle/pedestrian system was viewed as a logical
place to begin to incorporate principles of sustainability. Inherently, these
modes are green, and incorporation of the following would support a more
sustainable approach to transportation:

e Renewable light sources at stations, along pathways, etc.

e Zeroscaping instead of grass

e Recycling at all stations

e Covered bicycle parking areas to encourage people to ride more and
drive less

e Support services at stations including air, slime for tires, etc.

¢ Promote and expand “adopt a trail/pathway” programs




