


CMPO Long Range Pedestrian/Bicycle Plan

Executive Summary

The Cache Metropolitan Planning Organization (CMPO) Pedestrian/Bicycle Plan is a
planning effort to develop a comprehensive system of bikeways, pedestrian facilities, and
non-motorized transportation policies that will serve existing and future users. The
purpose of this document is to provide direction for establishing and implementing
bicycle and pedestrian projects, programs and policies.

The jurisdiction of the CMPO includes eight cities and some unincorporated portions of
Cache County. The entire planning boundary is known as the Logan Urbanized Area
(LUA) and has a total population of 68,211 (1998 Annual Report of Socio-Economic
Characteristics, Cache Countywide Planning and Development, 1998).

The need for pedestrian and bicycle facilities was established in two ways: 1) through a
public involvement process and 2) with demographic analysis. Public input was gathered
at an open house held in November, 1998. Using data from the 1990 Census,
concentrations of specific segments of the population were examined for their geographic
distribution.  The Pedestrian/Bicycle Advisory Committee (PBAC) is a citizen’s
advocacy group, organized by the CMPO, that helped guide the study and offered
valuable insight into the planning process.

At the heart of the plan is a single goal || Goal: Increase Pedestrian Use and Bicycling as

with several supporting objectives. Each | Safe and Efficient Transportation Modes
objective is supported by project and
policy development sections, focusing | Objectives:
primarily on specific projects to be [ ¢+ Encourage and facilitate pedestrian activity.

implemented, and the guiding policies that || ¢ Designate a network of transportation facilities

will facilitate their implementation. for bicyclists.

Pedestrians driver education.

= . - . + Pursue diverse funding sources for the
The plan has identified areas of high implementation of facilities and programs.
pedestrian usage, such as around the Utah || ,  Encourage and promote cooperation among
State University (USU) campus, and the local entities to initiate and continue

downtown areas of Logan and Smithfield. implementation of the plan.

+ Support programs for bicycle, pedestrian and

Pedestrian-friendly ~ amenities  should
continue to be implemented in these areas such as improved lighting and transit stops.

Bicycles
Bicycle projects emphasize north/south routes connecting the cities, towns and the county

in Cache Valley. The routes are generally lower-volume streets that are long and
continuous, connecting major trip generators such as USU, the Logan Mall, and the
Central Business District (CBD). The routes also consider and complement the transit
routes and the new transit center, which will have pedestrian and bicycle amenities.
East/west connections are proposed to link the longer north/south routes.

Fehr & Peers Associates, Inc. Executive Summary



CMPO Long Range Pedestrian/Bicycle Plan

Marketing and Education Programming

A central theme in this plan is the need to educate the public concerning bicycling and
walking. Marketing walking and cycling is a key element toward reaching the goal of
increasing these alternate modes of transportation. Uniform signing and education
programs (for both safety and awareness) are recommended.

Funding
There are many funding sources available for plan implementation, including Federal,

state and local. The most common is called the Transportation Enhancements Program,
administered by the Utah Department of Transportation (UDOT). It is a highly
competitive statewide program. Any of the cities within the CMPO are eligible to apply
for funds from this program.

Implementation

Finally, the plan includes short term (1 to 5 year) and long term (5+ years)
recommendations for CMPO to pursue. Short term recommendations focus mainly on
facilities with a shared right-of way, while long term recommendations explore the
natural resource corridors for ultimate trail development.

Short-term Implementation Recommendations

Number Project Sponsor
PBS-01 Ped/Bike Marketing and Education private orgs./CMPO
PBS-02 Designated on-street bike route multi-jurisdictional/CMPO
PBS-03 Bike racks on transit busses City of Logan/CVTD
PBS-04 Bike Parking at transit stops City of Logan/CVTD
PBS-05 CBD pedestrian enhancements citiess CMPO
PBS-06 CBD bicycle enhancements cities/CMPO
PBS-07 Sidewalk connectivity improvements citiessf CMPO
PBS-08 Cache Valley Bonneville Shoreline Trail cities/private

Long-term Implementation Recommendations
Number Project Sponsor
PBL-01 | Explore/advance off street trail enhancements cities/private land
owners/CMPO
PBL-02 | Ped/Bike Marketing and Education private orgs./CMPO
PBL-03 | Establish and designate recreational gateways citiess CMPO
PBL-04 | CBD pedestrian enhancements citiess CMPO
PBL-05 | CBD bicycle enhancements citiessf CMPO
PBL-06 | Sidewalk connectivity improvements cities/ CMPO
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CMPO Long Range Pedestrian/Bicycle Plan
DRAFT

1. Project Background

The Cache Metropolitan Planning Organization (CMPO) Pedestrian/Bicycle Plan is a
planning effort to develop a comprehensive system of bikeways, pedestrian facilities, and
non-motorized transportation related policies that will serve existing and future users.
The purpose of this document is to provide direction for establishing and implementing
programs and policies.

The Pedestrian/Bicycle Long Range Plan fits within a larger framework of planning
efforts by the CMPO. The agency was formed in 1992 with the designation of the Logan
Urbanized Area (LUA). The CMPO is responsible for the long range transportation
planning and programming in the LUA, and by Federal law (Title 23 U.S.C.), must
establish a continuing, cooperative, and comprehensive planning process. For Federal
funds to be programmed and dispersed, the CMPO must develop and maintain three
products:

1) Unified Planning Work Program, which outlines the budget the MPO will work with
over the next year and must be updated on a yearly basis,

2) Transportation Improvement Program (TIP) which is a programming tool to identify
and manage upcoming transportation projects over the next three to five years. This
is usually updated on a yearly basis. Any Federal transportation project must be
included in the TIP, and

3) Long Range Transportation Plan, which has a twenty-year planning horizon.
Depending on the local issues, this plan is usually updated every three to five years.

The Long Range Transportation Plan was traditionally a 20 year plan of highway and
transit improvements, usually based on a travel demand modeling process. Since the
passage of previous Federal transportation funding legislation (the Intermodal Surface
Transportation Efficiency Act of 1991, or ISTEA), more emphasis has been placed on
multi-modalism; including bicycle, pedestrian, transit, automobile, and air travel, for
which the CMPO is responsible.

In addition to the formal planning processes undertaken by the CMPO, there are active
non-traditional transportation advocates. These advocates have pushed for designated
facilities as well as more awareness of alternate modes of transportation. Additionally, as
a community grows, so do the needs for additional urban amenities such as pedestrian
and bicycle facilities. This Plan will provide the needed first step for the eventual
implementation of those amenities. This planning effort is the first cooperative planning
effort for alternative modes of transportation in Cache County.

This Plan will specifically address the following:
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« It will identify both short and long term bicycle and pedestrian needs and appropriate
solutions to increase alternative mode use in the LUA. The plan focuses primarily on
the needs of these two modes as they relate to transportation. Transportation-related
means not only the commuter, but also the student or the shopper, or anyone who
makes a trip by walking or cycling instead of by automobile. These two modes do
overlap into recreation, and the recommendations in the plan will certainly be a
benefit to the recreational cyclists and walker.

» It will address the safety of the two modes. This is a foremost consideration in the
planning and implementation of any facilities.

» It will present an over-reaching Goal, and supporting Objectives and Policies, which
can be used to guide local jurisdictions in planning and implementing projects.

e It will also be the basis for securing needed funds from local, state and federal
sources, necessary to implement any recommended improvements.

As with any plan, it should be re-visited periodically. As conditions change and new
facilities are built, the Plan should be updated to reflect the changes. It is recommended
that the Plan be updated whenever the balance of the Long Range Transportation Plan is
updated, which is every three to five years.

Fehr & Peers Associates, Inc. 2 June, 1999
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In addition, the plan identifies the Utah Power & Light (UP&L) corridor on the east
bench as a potential trail.

North Logan
The North Logan Master Plan designates a proposed trail system. The plan calls for trails

for the connection of parks and open spaces to promote east-west and north-south
transportation. As in other cities, it suggests the use of the canal system to promote trail
development, specifically the North Logan Canal. The plan also designates the UP&L
utility line. The draft calls for bicycle accommodation on all collectors and arterials by
providing shareable lane width. It calls for roadside sidewalk for pedestrians and
provides an option for an interim facility for pedestrians long underdeveloped frontages.

Logan City
Logan City recently completed a Parks, Recreation, Trails and Open Space Plan in 1997.

It emphasizes the importance of agency cooperation to establish connections between
major generators, including schools, recreation areas and residential areas. The plan was
adopted in May, 1998.

Providence

The City of Providence approved a master plan in March, 1994. In it, the need for a city
wide trails system was identified in order to meet varied needs of the residents. Four
types of trails were designated including wheelchair accessible trails, trails not accessible
to wheelchairs, primitive trails and bike commuter routes. Bike commuter routes were
proposed for State Route 165, 100 West, 200 West, 400 West, 200 North, and 400 East.
Additional areas accessible to bicycles are proposed throughout the city and follow both
road corridors and water courses.

River Heights
River Heights currently has a draft plan addressing several issues, including

transportation.  Although bicycle travel is not explicitly addressed, pedestrian
development is clearly a priority. The city proposed to develop a systematic plan to
install sidewalk, curbs, and gutters where appropriate through the existing developed
areas of the city. The plan is still in draft form and was initiated in 1998.

Cache County
The draft Transportation Element of the Cache Countywide Comprehensive Plan (not yet

adopted) discusses the current trends in bicycling and walking and also has a series of
recommendations to increase bicycle and pedestrian trips. These are: organize a
Pedestrian/Bicycle program, plan and construct needed facilities, promote bicycling and
walking, educate bicyclist, pedestrians, and the public, and enforce traffic laws and
regulations. No specific facilities are identified. The plan has not yet been adopted by
the Cache County Council.

Logan Urbanized Area Short Range Transit Plan

The CMPO, in conjunction with the City of Logan Transit Department, has prepared a
Short Range Transit Plan for the Logan service area. This plan was adopted in 1997. It
has recommendations for bike racks on the bus fleet and bicycle parking facilities at
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busier stops and at a proposed transit center. The proposed new transit center at 105 East
400 North will have ten bike racks installed. Construction of the facility will begin in
1999.

Millville and Nibley did not have transportation plans completed at the time of this
planning effort.

D. MAJOR GENERATORS

The location of major employment, shopping centers, and schools affect transportation
patterns, serving primarily as destinations for transportation trips. Origins for trips will
generally come from residential areas in and around each community. A non-motorized
transportation system should ideally connect these generators with residential areas so
that bicycle and/or pedestrian commuting is convenient, safe and efficient.

Sites were identified through data supplied by the Governor’s Office of Planning and
Budget and by the Pedestrian/Bicycle Advisory Committee (PBAC). Major generators
are shown in Figure 4 and include:

Bridgerland Applied Technology Center

Cache Valley Mall

Logan Regional Medical Center

Downtown Logan

Utah State University

Icon Health and Fitness

Logan Community Recreation Center and High School
Primary and Secondary Public Schools

Transit Center
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Figure 4
Major Generators

Fehr & Peers Associates, Inc. 11 June, 1999



CMPO Long Range Pedestrian/Bicycle Plan

4. Analysis of Needs

The need for bicycle and pedestrian facilities was established in two ways, through a
public involvement process and with demographic analysis. Each of these are discussed
in detail.

A. PUBLIC INVOLVEMENT

Public input was gathered at two open houses in November, 1998 and April, 1999.
Additionally, the Draft Plan was offered for public comment in May, 1999. The
Appendix includes details of public input.

In November, the public was asked to rank several issues on a scale of 1-5, 5 being most
important, 1 being least important. Although the results cannot be treated scientifically,
the sum of the responses for each issue show the community values as related to bicycle
and pedestrian issues.

Table 2
Public Response

Score Issue Priority
164 Developing new bike routes 1
147 Walkable Communities 2
143 Bicycle education programs 3
143 Off-street bicycle routes 4
142 Bicycle support facilities (racks, etc...) 5
142 Pedestrian "friendly"” zones 6
137 Connecting existing bike routes 7
130 Setting standards for bike safety 8
128 Intermodalism (bikes, pedestrians, transit, etc...) 9
105 Sidewalk development 10

The categories identified above are not mutually exclusive; rather several are related. For
example, although sidewalk development ranked lowest, it is inevitably tied to the issue
of creating walkable communities, ranked second.

Needs can also be established by summarizing individual comments. The conflict
between automobile drivers and cyclists was by far the most cited response.  More
specifically, the lack of driver recognition of walkers and cyclists was cited as a major
problem. A second major comment was the absence of resources available to cyclists,
including physical resources, such as trails, as well as printed information about rules and
safe riding. A third major comment referred to the condition of the roadways for biking.
People cited the general lack of shoulders, and presence of manholes, drainage grates and
gravel on the roadways as common impediments to biking.

The public was also asked to give their top pedestrian concerns. The responses focused
on several issues. As with bicycle concerns, the most cited issue was the conflict between
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pedestrians and drivers. People felt that automobile drivers had no recognition of the
rights of a pedestrian, and that this attitude tended to make walking unsafe. Specific
driver actions cited include autos turning right at intersections, autos not stopping at
crosswalks, and excessive speed. Other issues were raised pertaining to the width of
streets and the length of time it takes to cross, as well as the time allowed by traffic
signals. A third major theme evident in the public comments is the condition of
sidewalks. The public cited the general disrepair and inconsistency of the pavement as a
barrier to pedestrian connections. The presence of snow on the sidewalks, and the lack of
snow removal, was also a deterrent to pedestrians.  Comments from the public open
house are attached in the Appendix.

B. DEMOGRAPHIC ANALYSIS

As part of the determination of need, a demographic analysis was conducted. The table
below shows a comparison of both Logan and the Logan Urbanized Area to other cities
and urbanized areas in the state. Although this study does not explicitly address the
needs of the City of Logan, it is important to note the higher percentage of people
walking or biking to work within the city as compared to outside of the city (only 5% of
walkers and 1% of bicyclists come from outside the city).

Table 3
Journey to Work Census Data
Place % Walk to Work % Bike to Work

Logan 8% 3%
Sandy 9% 2%
Moab 12% 5%
Provo 14% 2%
Logan 5% 2%
Urbanized Area

Ogden 1% .04%
Urbanized Area

Salt Lake 2.5% .05%
Urbanized Area

* Source: 1990 Census Journey to Work, rounded up to nearest %

Two conclusions can be drawn from the above table; (1) most of the people who walk or
cycle to work live within the city limits of Logan, and (2) more people bike or walk to
work in the LUA than in any other Urbanized Area in Utah. One possible explanation
for these statistics is the concentration of particular segments of the population that are
most likely to walk or cycle to work/school. These segments include school-aged
children, households below the poverty level, households with no vehicle, and most
importantly, college students.

Data was taken from the 1990 Census conducted by the U.S. Census Bureau. It is
suspected that because population distribution patterns have not changed dramatically in
Cache County from the 1980 to the 1990 Census, it can be assumed that the distribution
shown here, although not entirely up to date, reflects similar conditions to existing. It is
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important to note, however, that Utah State University growth is not captured in this data.
(Conversation with Mark Tuescher, Cache Countywide Planning, March 26, 1999)
These patterns will help determine the most effective connections for bicycles throughout
the study area. They will also help determine areas of heavy pedestrian use. Each
segment of the population, as relates to the demand for bicycle and pedestrian facilities, is
described below. The distribution of each population segment is shown in Figure 5.

General population
The distribution of the general population reflects the distribution of the general need for
bicycle and pedestrian facilities. Where higher concentrations of people and automobiles
exist , there is a greater likelihood of congestion, and hence the need for mode choices.

School Aged Children (K-12)
There are two reasons for examining the distribution of school aged children. First, some
children will regularly ride bicycles or walk to school, increasing the need for facilities.
Second, special attention given to these areas will likely increase the safety of bicycle and
foot travel by designating safe bike and walking routes and alerting drivers to their
presence.

College Students
College students are perhaps the largest single group of cyclists and pedestrians, and as
such, the bicycle and pedestrian plan should address their geographic concentration.

Households below the poverty level
Households below the poverty level are less likely to have a private vehicle and are more
likely to need bicycle and pedestrian facilities.

Zero-Vehicle ownership households
Households with no vehicle are more likely to use alternate modes of transportation.

The concentration of these groups reinforces the high percentage of people who walk or
bike to work in the Logan Urbanized Area, and most specifically in the City of Logan.

From this demographic analysis, the following two planning strategies were taken:

1) Since it is evident that the opportunities in Logan are currently being explored by
cyclists and walkers, the primary emphasis should be on education programs with a
secondary emphasis on developing new facilities.

2) Since it is evident that the availability of bicycle and pedestrian modes weakens
away from the core area of Logan City, the primary emphasis for areas outside
Logan City should be on developing facilities while simultaneously promoting
education, marketing programs, and increased bicycle/pedestrian opportunities.
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C. FUTURE CONDITIONS

As the LUA continues to grow, so will traffic congestion. The provision of bicycle and
pedestrian facilities will help promote the use of alternative modes of transportation and
the idea of intermodalism to help ease congestion and improve air quality.

Congestion data was obtained from the new CMPO Travel Demand Forecasting Model
and reflects countywide conditions. The following information is based on the existing
transportation system (transit and highway) and traffic volumes projected for the year
2020.

Roadway segments that will operate at LOS "F" , or failure of the roadway to
accommodate traffic, include the following:

North-South

1000 West: 200N to 600N

UsS- 91: SR-165 to 1400N

100 East: 400s to 400N

100 West: 400 N to 600 N

200 East: Center to 1400N

400 East: River Heights to Center St.
400 East 1400N to 2000N

600 East Boulevard to 500N

800 East 1400N to 1800N

East-West

200 North 300W to US-91
1400 North  600W to US-91
Center: US-91 to Boulevard
Boulevard

1000 North:  400W to US-91

Some of these streets will be upgraded to improve the Level of Service in the future. As
these streets are upgraded, pedestrian and bicycle concerns should be identified
accommodated and incorporated in improvement.
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5. Goal, Objectives and Policies

The goal and supporting objectives and policies developed for this Long Range
Pedestrian Bicycle Plan were developed by the Pedestrian/Bicycle Advisory Committee
and given general direction from the Executive Council of the CMPO. Each objective is
written to support an overall goal of increasing pedestrian and bicycle travel safely and
efficiently, and are supported by recommendations for policy development to help the
Logan Urbanized Area meet the overall goal.

The goal and objectives were based on previous planning efforts by many of the same
members of the PBAC. This citizen’s advocacy group developed goals and objectives
with the staff of the CMPO, however a formal plan was never developed. These previous
goals and objectives were reviewed by staff and the PBAC, and modified by consensus
during this plan development.

The following chapters suggest policy development options for the objectives stated
below, and focus specifically on policies and projects to promote pedestrian, bicycle,
marketing and education, off-street corridors, and funding options.

GOAL: INCREASE PEDESTRIAN USE AND BICYCLING AS SAFE AND
EFFICIENT TRANSPORTATION MODES.

Objective: Encourage and facilitate pedestrian activity.

Related Policies:

1. Create pedestrian friendly zones where sidewalk and path developments
are identified for short term and long term improvements.

2. Develop sidewalk design standards consistent with city or town vision.

3. Identify potentially unsafe walking areas and evaluate options for
improvement

Objective: Designate a network of transportation facilities for bicyclists.

Related Policies:

Provide a system attentive to connectivity and continuity.
Follow AASHTO Guidelines on design of bicycle facilities.
Ensure safety on all routes.

Provide incentive for the provision of auxiliary facilities.

el N =
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Objective: Support programs for pedestrian, bicycle and driver education.

Related Policies:

1. Work with schools and advocacy groups to establish a youth and adult
education program.
2. Promote inter-agency cooperation to develop educational programs.
3. Develop a program to disseminate maps and educational material to the
public.
Obijective: Pursue diverse funding sources for the implementation of facilities and
programs.

Related Policies:

1. The CMPO should pursue funding opportunities for any projects included
in the plan.

2. Apply annually for Federal and State funds, especially Transportation
Enhancement funds. Cities should work cooperatively to apply for
funding, rather than competing with each other.

Obijective: Encourage and promote cooperation among local entities to initiate and
continue implementation of the plan.

Related Policies:

1. The CMPO should continue to work with the CMPO’s Pedestrian /
Bicycle Advisory Committee on a regular basis.

2. Work with the Utah Department of Transportation, the County, and local
governments to design and build pedestrian and bicycle facilities on new
road construction or reconstruction.

3. Coordinate with resource and utility agencies to explore options for trail
development.
4. Work with local and state agencies to provide maintenance on bicycle and

pedestrian facilities.
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6. Pedestrian Projects and Policies

\ Obijective: Encourage and facilitate pedestrian activity.

To accomplish the objective of facilitating pedestrian activity, this chapter will discuss an
approach to furthering pedestrian development (projects) as well as how best to
implement this development (policies).

A. PEDESTRIAN PROJECTS

Two types of pedestrian analysis were conducted to establish pedestrian facilities. First,
an analysis of the most heavily traveled areas was completed to determine areas that
should be considered first in development efforts. A second analysis looked at ‘hot
spots’ or areas that pose current problems for pedestrians.

Pedestrian Development Zones

Areas with high observed pedestrian activity should be given priority for pedestrian
facility development. Pedestrian facilities should include both sidewalks as well as
crosswalks. Additional amenities should be added to enhance pedestrian areas and
should include resting places, the development of landscaping concepts and maintenance
plans, and should incorporate a plan for street lighting. Cities should evaluate the areas
that receive the heaviest foot traffic, and prioritize their pedestrian development zones
accordingly. Some obvious areas for immediate attention include; the Logan CBD, the
area around Utah State University, and downtown Smithfield.

In addition to the specified development zones, the CMPO should work closely with
individual schools and the school districts to ensure safe pedestrian routes on known
school routes. A common approach in many communities is to establish a relationship
between the PTA of the school, and take recommendations from that group for safe
routes and necessary pedestrian and bicycle improvements.

Avreas of Critical Concern
As a part of the planning process the public was asked to identify critical pedestrian
areas. They are discussed below.

Problem: Main Street between Center and 100 North is difficult to cross.

Potential Solutions: Because of high volume and speed along Main Street, the mid-
block crossing is difficult to use. One solution may be to install a yellow flashing light to
slow autos and alert them to the presence of pedestrians. A second option is to make
crossing easier at the intersections of 100 North and Center Street with longer signal
lengths and curb bulb-outs, which extend the sidewalk at the intersection to shorten the
time it takes to cross the street. A third option is to increase traffic enforcement at
crosswalks along Main Street.

Problem: The dugway to Utah State University is a hazard to pedestrians.
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Potential Solutions: The City of Logan currently has a plan to rebuild the dugway. The
CMPO should be involved planning and design to ensure that the dugway is built to suit
pedestrian and bicycle travel. In addition, it may be possible to build a multi-use trail,
following ADA requirements, with the old dugway.

Problem: Where Highway 91 and SR-91 meet at approximately 1000 South in
Logan is difficult for pedestrians to cross, is not conducive to circulation and is
experiencing economic growth that will compound current problems.

Potential Solutions: As the area grows, the City of Logan should continue to plan for
pedestrian circulation. For instance, a comprehensive circulation plan to address the
interaction between vehicles, pedestrians and bicycles should be developed.

B. PEDESTRIAN POLICIES

The following guidelines should help the development of pedestrian areas by giving
standards for design and implementation. These guidelines were adapted from the
Guidelines for Livable Streets (Fehr & Peers Associates, Inc., 1998) to specifically
address prominent issues in Logan.

» Provide continuous sidewalk improvements along major arterial streets. Close gaps
between pedestrian connections.

* Provide pedestrian and sidewalk improvements on all new redevelopment street
projects.

* Provide a minimum 5-foot clear zone along sidewalks conforming to the ADA
minimum passing space for a wheelchair. ADA requires a wheelchair passing space
every 200 feet on a walkway.

e On rural roads, at a minimum use UDOT standards for paved shoulders used by
pedestrians. This should be done where possible. Preferred width is 6 feet or greater.
Minimum widths are 4 feet on an open shoulder and 5 feet against a curb or guardrail.

* Avoid combining sidewalks and bikeways, unless designed as a specific multi-use
path separated from the street with a preferred 12-foot width (10 feet minimum).

Figures 6 and 7 show pedestrian development examples.
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Figure 6
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Figure 7
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7. Bicycle Projects and Policies

\ Obijective: Designate a network of transportation facilities for bicyclists.

To accomplish the objective of designating a network of transportation facilities for
bicyclist, this chapter will discuss what projects should be developed (projects) , and how
to develop them (policies).

A. BICYCLE PROJECTS
Recommended projects were premised on three major factors.

- Where do people want to go?

Because of the layout of the cities in the LUA, the initial mandate of the CMPO
Executive Council is to provide a north/south route for bicyclists connecting cities
and major traffic generators. Of lesser concern are east/west connections. An
analysis of major generators, as discussed in Chapter 3, showed the major attractions
in the LUA. These attractions include city centers, residential areas, shopping, and
recreation areas. An effort was made to link these attractions with a network of
bicycle routes.

- What routes can get cyclists there safely and efficiently?

The determination of a safe and efficient route for bicycling was based on several
factors. First, a field check was made of possible routes to connect major attractions.
Routes were evaluated for their connectivity, width, and the speed and type of traffic
present on the roadway. A second analysis researched current Average Daily Traffic
Volumes (ADT’s) for roadways with moderate to low volumes. A third consideration
was the maximization of intermodal facilities. An effort was made to ensure the
efficiency of the facilities by connecting routes with existing and planned intermodal
facilities, including the proposed Transit Center, and routes that allow bicycles on
buses.

- What connections need to be made to outside the Urbanized Area?
In addition to connecting attractions within the urbanized area, the plan is attentive to
destinations that may fall outside of the area. Trails should not only serve the LUA,
but the cities and towns adjacent to it. Based on public comment focusing on the
necessity of trails linking recreation areas ‘recreational gateways’ are established.
These gateways go outside of the urban boundary to connect trail areas in the
neighboring canyons and long-distance on-road recreational riding.

It should be noted that the on-street projects shown in Figure 8 are suggestions for a core
network of facilities as developed during this planning process. However, individual
cities should evaluate these routes as they relate to their specific needs. On-street
projects are shown in shown in Figure 8.
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Figure 8
Bike Projects
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Auxiliary Facilities

The provision of auxiliary facilities is an important component in a bicycle and
pedestrian plan. If people are going to use the bicycle routes to get to a destination, there
must be some place to put the bicycle when they get there. Equally as important to
bicycle parking is the provision of shower and changing facilities for commuter
bicyclists. It may be possible to arrange the use of recreation center facilities based on
cooperative agreements. Incentives should be provided to businesses, downtown areas,
and other destinations to provide adequate bicycle parking and auxiliary facilities. Table
4 shows an example of standard bicycle parking space requirements.

Table 4
Bicycle Parking Space Requirements
Type of Establishment Number of Spaces Required

Primary or Secondary School 10% of the number of students, plus 3%

of the number of employees
College or University Classrooms 6% of the number of students, plus 3%

of the number of employees
Dorms, Fraternities or Sororities 1 space per 3 students
Shopping Mall 5% of the number of automobile spaces
Commercial Street 1 space per 3,000 SF of commercial

space
Sport and Recreation Center 12% of the number of automobile spaces
Office Building 10% of the number of automobile spaces
Government Building 10% of the number of automobile spaces
Movie Theater or Restaurant 5-10% of the number of automobile spaces
Manufacturing Plant 4% of the number of automobile spaces
Multi-Unit Housing 1 space per 2 apartments
Public Transit Station 20 spaces minimum
Other Land Uses 5-10% of the number of automobile spaces

*Source: Fehr & Peers Associates, Inc., Guidelines for Livable Streets, 1998.

B. BicyYcLE POLICIES

The following bicycle polices are meant as guidelines for development and will help
implement the bicycle projects in this plan.

Connectivity
Because of the rapid growth in the urbanized area, the plan should be updated to include

any new attractions or generators to the plan. According to the American Planning
Association’s Bicycle Planning Guidelines, connectivity should consider:

Direct and convenient alignment to serve origins and destinations
Access to and from bicycle facilities
Avoidance of steep grades
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Adequate lighting and sight lines
Bicycle parking
Maintenance of routes

Facility Implementation Options

The type of facility to be designed should be determined by the needs of the local
jurisdiction, the type of right-of-way being considered, and based on the user of the
facility. Many different types of facilities are available for use by the cyclist. The types
can be generally grouped into “on-road” and “off-road” facilities. On-road facilities are
within and along the road right-of-way. Off-road facilities are out of the road right-of-
way and are generally used for recreational riding.

Each type of facility listed below has been implemented in other locations and has
experienced different levels of success.

Off —road Facility Types
Class | Facilities — A facility separated or not associated with a roadway and typically 8

to 12 feet wide. Class | facilities are often associated with recreation, but can also serve a
transportation purpose.

Paved Bike Path — An 8 to 12 foot asphalt or concrete path typically designed
for many uses including bicycling, walking, rollerblades, etc.. Paths can
include pavement striping and educational signage for safety and traffic flow.

Unpaved Bike (multi-use) Trail — An unpaved multi-use trail is primarily
used for recreation purposes and can include bicycling, walking, hiking, and
equestrians.

On-road Facility Types

Bicyclists are legal users of the public roadways in Utah (Utah Code 41-6-84). Specific
designs and implementation of on-road facilities should support and contribute to the
safety of bicyclists and other road users. The following facility types, although no all-
inclusive, are also labeled with the appropriate FHWA facility class.

Class 11 Facilities — A facility that is a designated portion of the roadway or right-of-way
that establishes space for the preferential use of cyclists.

Striped Bike Lane — This is a paint-delimited space in the paved roadway for
the preferential use of bicyclists. It is generally placed between the rightmost
regular travel lane and the curb or curbside parking. A bike lane next to
curbside parking should allow space for safe passing of opened car doors. On
approach to intersections it may be dashed or move to the left of a right-turn-
only lane or may be left unmarked altogether so that straight-through cyclists
are not directed to the right of right-turning vehicles. Motorists are allowed to
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yield and merge into the bike lane for access to driveways, parking and other
right turns. Bicyclists are allowed to yield and merge out of the bike lane
when preparing for a left turn, avoiding hazards and overtaking slower
vehicles. Parking is not permitted in a bike lane.

Two-Way Bike Lane — This is a paint delimited space on one side or in the
center of the roadway for the two-way preferential use of bicyclists. These
type of facilities have not seen significant implementation. Current data
shows that this type of facility can significantly increase conflict and collision
risk.

Curbside Bike Path — This could be considered similar to advocating bicycle
traffic sharing a sidewalk with pedestrians. This type of facility is a separated
pavement strip, parallel to the roadway, that is in the roadway right-of-way.
This type of facility is legally possible (Utah Code 41-6-1(44)). Caution
should be applied when implementing this type of facility. Obvious conflicts
between pedestrians and cyclists, as well as the conflict caused at roadway
intersections with motorists should be recognized.

Counter-Flow Bike Lane - this is paint delineated space in the paved
roadway for the preferential use of bicyclists that requires the cyclist to ride in
the opposite direction of the adjacent vehicle lane. These types of facilities
should never be considered. Experience with this type of facility has shown
that vehicle/cyclist conflicts are increased.

Class 111 Facilities — A facility or designation that generally is used to advise bicycle
travel on a particular route and to alert motorists to the presence of cyclists.

Signed Bike Route — this facility is a designated on-road facility marked by
road signs, but without a painted delimiter. A bike route offers the
community a route that can be recognized by motorized vehicles and cyclists
as the preferred route for bicycles. It can bring awareness to motor vehicles
that bicycles will be on the designated roadway. Signed bike route should be
implemented by communities with the recognition that maintenance,
condition and proper pavement width should be addressed.

Paved Shoulder — Clean and unobstructed paved shoulders, delimited by a
fog stripe, can provide a useful place for cyclists to travel, out of the way of
faster traffic. When hazards require it, cyclists should be aware that they may
yield and move into the traffic lane. Intersections, including driveways, can
provide significant conflict points.

Narrow Lane Paved Road — Bicyclists may legally use narrow lanes,
although significant need along such a route ought to be accommodated by
installing some pavement widening. When using a narrow road, bicyclists
should be encouraged to “take the lane” in compliance with Utah Code 41-6-
87 and motorists should be advised to respect the cyclist’s rights. These laws
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do not diminish the concept that these types of facilities may not encourage
cyclists to use narrow paved roads, especially in cases of higher automobile
traffic volume.

Wide Curb Lane Paved Road - It is recognized that a wide curb lane can
provide a characteristic favorable to cyclists and motorists. A lane of 14-16
feet (Depending on speed of traffic and existence of curbside parking), can
allow cyclists and motorists to safely “share the lane” in compliance with
Utah Code 41-6-87. Vehicle traffic is not constrained by a painted stripe, as
with some Class Il facilities, when bicycles are not present. Similarly, cyclists
are not given the impression of increased safety as with a delimited class Il
facility.

Hybrid Lane — An attempt to combine the advantages of Class Il and Il
facilities has been attempted in some locations. The hybrid lane marks a wide
curb lane with and on-pavement stencil of a cyclist in the typical “lane
sharing” position, but does not include any stripe separation. It is often
accompanied by “Share the Road” signage.

Criteria for Selecting Type of On-Street Route

Although jurisdictions should ultimately decide their own criteria for selecting the type of
on-street route (Class Il vs. Class Ill) to be implemented, the following is a list of
standard issues to be considered.

Location of facility and type of user
If the facility is located near schools or recreation areas, the typical user will
likely benefit from a wide curb lane or bike lane.

Shoulder width

Shoulder width should be a minimum of 4 feet to accommodate bicycle travel.
The shoulder pavement should be smooth and free of debris. However, if the
posted speed limit is greater than 35 mph, additional width is desired.

Existence of driveways

The number and frequency of use of driveways is an important criteria. The land
use the driveway serves may be a detriment to a route, such as a fast food
restaurant, increasing vehicular conflict.

Location of bus routes

Where bus stops are located along a bicycle route, conflicts with loading and
unloading may cause safety problems, especially if the bus operator has difficulty
seeing the cyclist.

Presence of on-street parking
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On-street parking can become an impediment to cycling safety. The turnover and
duration should be reviewed. Of special concern is diagonal parking, where the
cyclist becomes difficult to see when the vehicle is backing.

Average Daily Traffic

Typically, an average daily traffic volume of less than 5,000 vehicles per day is
considered safe to designate as a bicycle route (Class I11). If the volume is higher,
the option for bicycle lanes should be explored.

Cost

Although cost should not be considered as the primary criteria, it can be a criteria
since there is limited funding for facilities. A sample cost is included in the
Appendix.

Facility Design Guidelines

The following guidelines should help the development of bicycle routes by giving
standards for design and implementation and include design, planning, and maintenance
issues. These guidelines were adapted from the Guidelines for Livable Streets (Fehr &
Peers Associates, Inc., 1998) to specifically address prominent issues in the Logan
Urbanized Area.

Planning
Provide bicycle facilities without gaps to special destinations (schools, parks, and
commercial areas). Bicycle facilities on regional streets should serve the same areas
as autos.
As bridges and roads are reconstructed, opportunities for bicycle underpasses should
be explored (specifically Logan Canyon and the Logan River Bridge on US 89/91).
Provide secure parking at bus stops along major commuter routes.
Wide outside lanes are acceptable where any of the following conditions exist:
It is not possible to eliminate or reduce lane widths;
Topographical constraints exist;
Additional pavement would disrupt the natural environment or character of the
natural environment;
Parking is essential to serve adjacent land uses or improve the character of the
pedestrian environment.

Design
- Provide uniformity in facility design, signage and pavement markings for bicyclist
and motorist safety.
Always design bicycle lanes as one-way in same direction of travel as vehicles, and
marked as such.
On rural roads, use UDOT standards at minimum for paved shoulders used for
bicycles. Preferred shoulder width is 6 feet or greater. Minimum widths are 4 feet on
an open shoulder and 5 feet against a curb or guardrail.
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Design crossings of railroad tracks perpendicular to direction of bike travel. Use
appropriate treatment to ensure smooth and safe crossings. (Guide for the
Development of Bicycle Facilities, AASHTO, 1991)

For on-street bicycle facilities, always provide curb inlet grates. If not possible, use
proper inlets in bicycle lanes so bikes can cross over safely.

Avoid diagonal on-street parking.

Implement bike sensitive traffic detector loops where possible.

Maintenance
Maintain and clean along bicycle lanes to ensure a smooth, obstruction free
travelway. Ensure pavement is in good condition and eliminate height differences
between gutter pan and asphalt. Regular street cleaning and snow removal to remove
debris from the bicycle lane or shoulder will improve bicycle safety and encourage
use of facility.

Standard designs for both bicycle routes and bicycle lanes, based on AASHTO and
MUTCD guidelines, are shown in Figures 10 through 12.

Figure 9 — An example of a bike lane and a bike route are shown for a collector
and residential street.

Figure 10 — The bike lane example from Figure 10 is adapted to the existing
minor arterial right-of-way of 99 feet (63 feet of pavement). Options for parking,
bicycle lanes or routes, and travel lanes are shown.

Figure 11 — Prototypical signage is shown for bike routes and lanes. The figure
shows both standard signage proposed by the MUTCD, as well as examples from
other municipalities that have implemented a unique signing system.
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8. Marketing and Education Programming

\ Obijective: Support programs for bicycle, pedestrian and driver education.

A. EDUCATION

Each year approximately 800 bicyclists are killed and as many as 500,000 require
emergency room care for injuries. Approximately one third of all bicyclist deaths occur
among Yyouth ages five to 20, and 41% of non-fatal injuries occur to children under the
age of 15 years (National Highway Traffic Safety Administration, 1997). Nationally,
cyclist errors contributed to almost 65 percent of the bicycle-motor vehicle fatalities in
1991. This shows that there is a strong need for education of bicyclists in using the
roadway, but it also builds a strong case for educating drivers of the rights and needs of
cyclists on the roadway.

There were 77,000 pedestrians injured in traffic crashes in 1997 (NHTSA, 1997); of these
5307 were killed. This is a decrease of 21 percent from the 6,745 pedestrians killed in
1987. Similar to the bicycle statistics, pedestrian accidents are overwhelmingly due to
human error, rather than facility engineering or environment. The decrease in fatalities is
encouraging, but there is a need to provide better education of pedestrians and drivers in
order to increase the safety for this under-served mode.

There are several strategies that can increase the safety of walking and cycling. One of
the best places to start is in the school system. School-age children generally walk and
bike to school, and safety should be part of the curriculum. Education needs to target
automobile drivers, as well as cyclists and pedestrians. However, bicyclists need to know
the “rules of the road” as much as drivers. It would be ideal to see a pedestrian/bicycle
education curriculum be presented as part of a continuum of traffic safety education that
begins in elementary school and ends in high school.

Education does not apply to just the cyclist, pedestrian or driver. It also applies to the
need to educate city engineers, public works departments and planning and zoning
commissions to the needs that cyclists and pedestrians have. Educating these groups will
facilitate the design and inclusion of pedestrian and bicycle friendly facilities.
Encouraging these groups to think about alternative modes during their normal course of
work will help to promote and advance these modes.

B. MARKETING

Raising the citizens’ awareness of bicycling and pedestrian issues is a challenge.
Marketing the alternate modes of walking and cycling is a key element to the long-term
success of the plan and all of the recommendations and will ultimately increase the
number of people who chose these modes of transportation.
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An effective way to promote non-motorized transportation is the designation of an
employee or volunteer representative in a local government to coordinate and promote
these activities. The CMPO may not have the resources to hire full-time staff to do this
job, but can explore the use of volunteer programs and university interns to accomplish
this task. Full or part time promotion of the non-motorized modes of transportation and
the organization of local advocacy groups would be valuable.

Developing a uniform signing program with the cooperation of all the local jurisdictions
and UDOT should be pursued immediately. The signing should have a theme that
reflects the uniqueness of Cache Valley and be easily identified. Brochures with a route
map similar to the “Biking Bridgerland” should also be developed and distributed at the
tourist information centers around the State, local government buildings, libraries, local
bike stores, schools, the transit center, and to major employers.

Similarly, the local governments should encourage and work with local businesses and
the Chamber of Commerce within their community to develop walkable business
districts. This could have the affect of increasing not only the market of the businesses,
but also increasing the attractiveness of these areas for all pedestrians.

Continued participation in organized bicycle events, like the Multiple Sclerosis 150 and
other local biking events in Cache Valley, should be encouraged. Encouraging trail
development, the rights of cyclists to use the roadway and other such advocacies should
be done to help foster the development of cycling as a useful mode of travel.

The following is a list of recommendations for education and marketing:

+ Promotion of “Effective Cycling Programs”, sponsored by the League of American
Bicyclists, This program could be done as a curriculum item in schools or could be
sponsored by other groups such as the Boy Scouts or in city recreation programs

+ Bicycle Rodeos, usually run by local police departments, that use games to teach
school age children cycling rules

+ Encouragement of programs like the Rally for Safe Biking, sponsored by the local
Safe Kids Coalition

+ Drivers Education classes incorporating bicycle and pedestrian issues

+ Public Service Announcements promoting safety for bicyclists and motorists

+ Public Service Announcements explaining how biking and walking can help reduce
congestion, improve air quality, and create a more friendly environment

+ Bumper stickers similar to the ones now in circulation about motorcycle awareness

+ Helmet usage and/or subsidy program

+ Regular newspaper and news outlet pieces on pedestrian and bicycle safety and
education

+ Educate city engineers, planning and zoning boards and public works departments on
the needs of pedestrians and bicyclists

+ Explore the use of VISTA , AmeriCorps or Utah State University internship programs
to promote and advance parts of this plan
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9. Off-Street Corridors

Off-street corridors provide ideal continuous travelways for bicycles and pedestrians. In
the LUA several options exist for off-street development along canals and power
corridors. The pros and cons of their development, as well as the constraints that exist,
are discussed below.

The off-road trails component of the bicycle and pedestrian plan includes two Cache
Valley canal corridors and a power transmission line corridor. The Cache Valley canals
included in the off-road component are the Logan Northern and the Logan-Hyde Park-
Smithfield canals. Although these opportunities exist for development, it is important to
note the strong opposition to developing canal corridors from residents in close proximity
to the resources. The power transmission line corridor is the Utah Power and Light
corridor running along the east bench of Cache Valley.

Utah Power and Light -- Power Transmission Line Corridor

The Utah Power and Light (UP&L) power transmission corridor contours along the
eastern bench of Cache County from Nibley to Smithfield. The Power Company’s
easement for the transmission lines extends 150 feet east and 150 feet west of the lines.
This easement is a favorable corridor for a trail because of its linear context and
proximity to the Cache Valley residential population. The southern portion of the
corridor follows what is known locally as the “deer fence” trail. Local residents currently
use this segment as a recreation trail.

The UP&L organization supports trail development along the transmission line corridor
with the understanding that they will make the ultimate decisions regarding trail
development. The following lists some of the opportunities and constraints for trail
development along the UP&L transmission line corridor.

Opportunities

- Very little residential development along the transmission corridor results in few
adjacent property owner conflicts.

- Recreational use, including walking, jogging, and mountain biking, currently occurs
along segments of the corridor.

- Some Cache County communities have completed plans showing trail development
along the corridor.

- UP&L is very supportive of trail development along the corridor. (Personal
Communication between BIO/WEST, Inc. and Rick Lungman, Utah Power and Light
area manager for Cache, Rich and Box Elder Counties, March 1, 1999).

Constraints

- Conflicts with property owners and deer fence trail uses have resulted in sections of
the trail being blocked by fences.

- UP&L has concerns about vandalism of transmission line infrastructure.
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- Some sections of the corridor are steep and may require switchbacks and substantial
realignment of the existing trail if it is to meet ADA requirements.

«  The trail will not link with the bicycle and pedestrian corridors outlined in this plan.

- A potentially dangerous road crossing exists at Highway 89 as it enters Logan
Canyon.

- Current use by off-highway vehicles on some segments of the trail may not be
compatible with recreational trail development.

Logan Northern Canal and Logan-Hyde Park-Smithfield Canal

Both the Logan Northern Canal and Logan-Hyde Park-Smithfield Canal corridors are
easements along private property that are operated for irrigation purposes. The Logan
Northern Canal begins along Canyon Road in Logan. It runs west along Canyon Road
and then turns to the north and continues through Logan, North Logan, Hyde Park, and
Smithfield. The Logan-Hyde Park-Smithfield Canal begins in Logan Canyon and is the
eastern most canal in Cache Valley. At the mouth of the Logan Canyon the canal turns to
the north and continues along the east sides of Logan, North Logan, and Hyde Park, and
ends in Smithfield. Because of the opposition to canal development, this option will not
be pursued without strong consensus from local government and property owners. The
following lists some of the opportunities and constraints for trail development along the
canal corridors.

Opportunities

- Several segments of the canal corridors are currently used as walking/jogging trails
with little or no conflict.

. The canals are a linear element in the urban and rural landscape that provide the ideal
setting for regional trail development and trail network connections.

- Canal corridor trails can function as links between bicycle and pedestrian
transportation corridors and neighborhoods. This does not require canal trail
development along their full length.

. Trail development along canals can meet valley resident’s desires for more trails. The
Logan City Parks, Recreation, Trails, and Open Space Master Plan conducted a
Community Needs Survey. It states that more than 77 percent of respondents desire
walking and jogging trails and 52 percent want recreational (i.e., off-road) bicycling
trails.

- Some Cache County communities have completed plans showing trail development
along the canal corridors.

Constraints

- The canal corridor’s property easements run across privately owned property. Many
property owners along the canal easements do not support trail development because
they consider public trails a loss of privacy and property value. Recent discussion of
trail development has prompted several property owners to place fences along their
portions of the canal.

. Canal companies are reluctant to develop trails because they feel it is not compatible
with administration and maintenance of the canal system. Some of their issues of
concern are 1) a lack of property owner support, 2) liability, 3) maintenance
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machinery impacting the trail surface, and 4) canal dredging and spraying impacting
the trail surface and trail users.
Some segments of the canals are constrained by very dense vegetation and proximity

to residential development.

Fehr & Peers Associates, Inc. 38 June, 1999



CMPO Long Range Pedestrian/Bicycle Plan

Figure 12
Natural Resource Considerations
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10. Funding and Implementation

Objective: Pursue diverse funding sources for the implementation of facilities and
programs.

Funding for implementing the various facilities and programs recommended in this plan
can come from a variety of sources, all of which should be explored and utilized. Below
is a listing of possible sources.

Surface Transportation Program (STP)/ National Highway System (NHS)

This federal funding source is traditionally used for highway improvements. However,
bicycle and pedestrian facilities are also eligible activities. UDOT programs the NHS
funds and some statewide STP funds. A fixed percentage of STP is directly allocated to
the CMPO for local programming.

Congestion Mitigation/Air Quality (CM/AQ)
Although still in an air quality attainment area, the LUA could become a non-attainment
area for some pollutants in the very near future. If that should occur, the CMPO will be
eligible to receive and program CMAQ funds. Bicycle and pedestrian facilities have
been built all over the nation using these funds. The projects must show a direct link to
improving air quality or reducing congestion.

Transportation Enhancement Funds

TEA-21, or the Transportation Equity Act for the 21* Century, provides federal funding
through two major programs, the Surface Transportation Program, and the Congestion
Mitigation and Air Quality Improvement, discussed above. Through the Surface
Transportation Program, the CMPO can apply annually for grants to fund programs that
are transportation related with an emphasis on reducing auto trips, enhancing safety and
providing intermodal connections.

This is a competitive program, with state agencies, counties and cities all competing on a
yearly basis for approximately $3 million in annual funds. There is no allocation of funds
based on population. Potential sponsors must develop a detailed application with
documented public support for the project. The project must stand on its own merits
against all other proposals in the state. There are usually three to five times more funding
requests than there are available funds.

The amount expected for the LUA varies based on the actual amount allocated to local
projects throughout the State and how well projects from the CMPO *“stack up” against
other projects. But if there is regional cooperation, including state agencies (especially
UDOT), then it would be reasonable to expect the projects within the LUA to receive a
minimum of $100,000 every year, depending on the cost and quality of the project.

Once selected, the project must go through the Federal-aid funding process, which
involves environmental clearance, a local match, and meet other guidelines as if the
project were a highway project.
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Section 5307

This is a program administered by the Federal Transit Administration. Transit related
bicycle and pedestrian facilities such as bike racks on buses or at stations and stops is an
eligible activity. The City of Logan Transit Department is currently a recipient of
Section 5307 funds.

State Resources

UDOT receives state highway user revenues as well as state general funds for highway
construction and maintenance. The revenue sources include motor fuel taxes, special fuel
taxes, vehicle registration fees and drivers license fees.

A portion of the state highway user funds are made available to local governments for
highway construction. Seventy-five percent of these funds are used by UDOT; the
remaining 25 percent are made available to cities and counties throughout the state. This
is called the Class B & C Program. These funds are crucial to local governments for their
highway systems.

Class B & C funds are allocated to each city and county by a formula based on
population and road mileage. These funds can be used for maintenance or construction
of highways and pedestrian/bicycle facilities, although 30 percent of the funds must be
used on project that cost over $40,000.

A Safe Sidewalks Program has also been established to fund the construction of
sidewalks on roads on the state system. The money is distributed through a formula
based partially on miles of state roads in each UDOT Region. Each city and county
located in the region submits projects to the Region. A statewide representative
committee then makes the final project selection.

The Utah Division of State Parks and Recreation has two funding sources for off-road
trails, the non-motorized trail program and the riverway enhancement program. The non-
motorized trail program provides funding for signing, trails and right-of-way. The
riverway enhancement program funds projects along rivers and streams subject to
flooding. Both programs are approved by the Utah Recreation Trails Advisory Council.

Local Resources

Local governments have several funding mechanisms in place to help develop facilities.
Projects can be programmed in the Capital Improvement Program (CIP) like any other
project using General Funds. All jurisdictions in Utah also receive funds from the state
gas tax. These funds can be used for bicycle and pedestrian projects. Some cities in Utah
have also used fees from development to help pay for bicycle projects.

Development
When an existing road is reconstructed or widened, attempts should be made for the safe

accommodation of bicycles and pedestrians, when appropriate. Local planners and
engineers who develop and review the improvement plans should take a proactive role in
recommended facilities. If the improvements are on a State road, and bicycle and/or
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pedestrian facilities are appropriate, UDOT should also take an active role in the
development process.
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11. Implementation Recommendations

The goal of the CMPO Long Range Pedestrian/Bicycle Plan is to establish a direction for
the development of community enhancements and policies through the year 2020.
Although the plan will be periodically updated to reflect changes in the LUA, the
implementation strategy considers both short (1-5 year) and long (5+) term
improvements. There was no attempt in this planning process to prioritize the
recommendations within the short and long term designations.

This chapter offers lists of implementation recommendations, with explanations of the
recommendations. For ease of reading and for ease of identifying projects for
advancement to the Transportation Improvement Program, tables have also been
developed to identify projects. Projects in the tables offer project numbers, as well as
suggested sponsors for the projects.  Advancement of these recommendations will
require a funding source, a sponsor and need to go through the normal CMPO project
application process.

Cost estimates for these recommendations and projects have not been identified in this
section. This planning effort did not include any engineering of these recommended
projects, so cost estimates could not be done. Instead, this plan has some cost estimate
guides included in the Appendix. The cost estimate guides are for facilities, such as bike
trails, road striping and sidewalk improvements. Specific project cost estimates will be
needed to advance a project to the Transportation Improvement Program.

A. SHORT TERM IMPLEMENTATION RECOMMENDATIONS (1-5 YEAR PLANNING
HORIZON)

1. A strong education program should be implemented. Public outreach should be
cooperatively undertaken by the CMPO, cities, school districts, advocacy groups
and other organizations such as the Boy Scouts to coordinate youth and adult
programs for bicycling education. A brochure or pamphlet on bicycling safety
and road rules should be developed and widely distributed. This recommendation
is identified as project number PBS-01 in Table 5.

2. A primary network of bicycle facilities, based on the outlined policies, should be
established along a north south direction. PBS-02.

3. A secondary network of bicycle facilities should be established to complete the
proposed bicycle facility plan as discussed in Chapter 5.

4. A cooperative use agreement should be established with Pacificorp for use of the
power corridor on the east bench of the study area.

5. Establish a mechanism for determining the best facility design (Class Il bike lane,

or Class 11l bike route) for each individual facility. A standard criteria should be
used to base decisions. Criteria should be established within one year.

6. The public transit fleet and any future transit agency fleets should be outfitted
with bicycle racks for all buses to encourage more multi-modal travel.
7. The planned new Logan Transit Center should have at a minimum 20 secure bike

racks for those cycling to the Center.
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8. High use LTD transit stops should be equipped with at least two secure bike racks
so that in the event the bus bike racks are full, and the transit user can still ride the
bus and leave his/her bike at a secure location. These locations should be decided
with the help of drivers, staff, and the users.

9. Problem pedestrian areas identified at the open houses and through public
involvement should be addressed to meet safety standards and increase the
walkability of heavily used pedestrian corridors.

10. Existing sidewalks should be linked within the pedestrian zones identified in
Chapter 5.

11.  Asidewalk maintenance plan should be developed.

12.  Apply annually for federal and state funding. Funds should be directed to both
facilities as well as programs.

13.  Jurisdictions, including UDOT, should work with new development in their areas
to have potential bicycle and pedestrian facilities as part of the development
review process. New development along designated routes should provide, at
minimum, a Class 11l Bicycle Route.

14.  The legislative branch of each LUA jurisdiction must endorse this plan, through
resolution, to ensure uniform implementation.

Table 5

Short-term Implementation Recommendations
Number Project Sponsor
PBS-01 Ped/Bike Marketing and Education private orgs./CMPO
PBS -02 | Designated on-street bike route multi-jurisdictional/ CMPO
PBS-03 | Bike racks on transit busses City of Logan/CVTD
PBS-04 Bike Parking at transit stops City of Logan/CVTD
PBS-05 | CBD pedestrian enhancements citiesst CMPO
PBS-06 | CBD bicycle enhancements citiessf CMPO
PBS-07 | Sidewalk connectivity improvements citiessf CMPO
PBS-08 | Cache Valley Bonneville Shoreline Trail cities/private
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B. LONG TERM IMPLEMENTATION RECOMMENDATIONS (5+ YEAR PLANNING
HORIZON)

1. Natural Resource corridors should be explored for trail improvements, that if
developed for recreational value, would also have transportation benefits.
Agreements should be made with the Canal companies to establish a permitted
right-of-way use along the canal bank to create an off-street, north to south
connection throughout the study area. Land owners should be contacted and
involved in the process, and should come to a consensus on off-street corridor
use.

2. Continued education and marketing.

3. Work with recreation agencies and individual cities to develop recreational
gateways (as established in Chapter 5) to link transportation and recreation trip
purposes.

4. Work with UDOT, Cache County, public transit providers, and individual cities to
establish or update bicycle and pedestrian facilities as development occurs or as
roadway facilities are updated.

5. Although the LUA is currently in air quality attainment, if the area falls into non-
attainment status, effort should be made to receive Congestion Mitigation Air
Quality funding to help development of bicycle and pedestrian facilities and
programs.

6. Continue to apply for federal and state funds for facility and program
development. Explore new funding opportunities as they become available.

7. Review the plan every 3-5 years to reflect changes in the Urbanized Area.

Table 6
Long-term Implementation Recommendations
Number Project Sponsor
PBL-01 | Explore and advance off street trail enhancements | cities/private land
owners/CMPO

PBL-02 | Ped/Bike Marketing and Education private orgs./CMPO
PBL-03 | Establish and designate recreational gateways citiess CMPO
PBL-04 | CBD pedestrian enhancements citiessf CMPO
PBL-05 | CBD bicycle enhancements cities/ CMPO
PBL-06 | Sidewalk connectivity improvements citiessf CMPO
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Conceptual Unit Cost Estimates for Bikeway Construction
Example from Calveras County, California

Estimated Cost Per
Facility Type Mile Km.
Class Il Bike Route
- Signing Only $1,000 $600
- Signing plus minor road improvement $37,000 $23,000
- Signing plus moderate roadway improvement $149,000 $93,000
- Signing plus major roadway improvement $296,000 $184,000
Class Il Bike Lane
- Signing and striping only $5,000 $3,000
«  Signing and striping plus minor roadway improvement $41,000 $26,000
- Signing and striping plus moderate roadway improvement $153,000 $95,000
«  Signing and striping plus major roadway improvement $300,000 $187,000
Class | Bike Path
- Construct asphalt path on graded right of way with | $500,000 $310,000
drainage and new sub-base.

Source: Calveras County Bikeway Plan Update, Fehr & Peers Associates, Inc., 1998.

Examples of minor improvements might include curb and gutter improvements, grate replacement
and treatment of crosswalks and railroad crossings.

Examples of moderate roadway improvements might include all of the above in addition to some
widening and shoulder treatment, grading, and paving.

Examples of major roadway improvement might include all of the above in addition to major road
widening, right of way acquisition and general construction costs for roadway improvement.
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Florida Department of Transportation

Sample Unit Costs for Bicycle and Pedestrian Facilities

1996-1997

Bicycle Facilities

Unit
Cost
Bicycle (Standard) $150.00
Bicycle (Handicapped) $1,500.00
Bike Path Per Mile (10'Width) R&R Conversion $128,000.00
Bike Lane Per Mile (4' Width - 2 Sides) Pavement Extension $189,000.00
Wide Curb Lane Per Mile (Add 2 Sides) Pavement Extension $102,000.00
Paved Shoulders Per Mile (4' Width - 2 Sides) Rural $102,000.00
Bike Lockers (for 2 Bicycles) $1,000.00
Pedestrian Facilities Unit
Cost
Sidewalks Per Mile (4 Inch Depth)
4' Width - 2 Sides $36,000.00
5' Width - 2 Sides $46,000.00
6' Width - 2 Sides $54,000.00
Pedestrian Overpass with Handicap Ramps (Per Square Foot) $300.00
Pedestrian Bridge (Flat - Per Square Foot) $35.00
Brickwork (Per Square Yard) $45.00
“Walk/Don’t Walk” Signal System
Signalhead (Each) $350.00
Activator (Each) $70.00
Two Corners (Four of Each Unit Above) $1,800.00
Four Corners (Eight of Each Unit Above) $3,700.00
Raised Island/Refuge Island (Porkchop)
Type “D” Curb (Per Linear Foot) $7.50
4 Inch Sidewalk fill (Per Square Yard) $15.00
Handicap Curb Ramp (Concurrent with Construction) $0.00
Source: Bicycle/Pedestrian Program - Florida Department of Transportation, 1996.

The figures are unchanged from the previous year.
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Public Comment

Public input was gathered at two open houses in November, 1998 and April, 1999.
Additionally, the Draft Plan was offered for public comment in May, 1999. Because of
the high interest in the project and the quantity of comments received, it is not possible to
include each original comment in this Appendix. Instead, a description of the comment
periods is offered below. A full set of original comments for each comment period can
be obtained from Tom Fisher at CMPO.

November Open House

In November, the public was asked to rank several issues on a scale of 1-5, 5 being most
important, 1 being least important. Developing new bike routes, creating walkable
communities, and implementing bicycle education programs were most important to
those responding.

April Open House
Comments from the April open house were in response to highlights of the Draft Plan. A
combination of public comment and comments from the steering committee identified
issues with the structure of the plan, and suggested the need for a more complete section
on marketing and education. These comments were addressed and incorporated into the
second Draft Plan.

Draft Plan Comments

Most comments on the Draft Plan were received by CMPO, Steering Committee, and
Executive Council Staff. As many of the comments received from the April comment
period were already addressed, these comments focused on small changes that would
refine the plan and prepare it for its final draft.
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