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VOLUME 1
PEDESTRIAN & BICYCLE RECOMMENDATION
REGIONAL SUMMARY REPORT

January 29, 2016
Jeanne Geiger, Assistant Director
Alamo Area Metropolitan Planning Organization
825 S St. Mary’s St.,
San Antonio, TX 78205
Reference: Regional Bicycle and Pedestrian Study Compiled Reports
Dear Ms. Geiger:
Halff Associates, Inc. is pleased to submit the final Alamo Area MPO Regional Bicycle & Pedestrian Planning Study
compiled report. These documents summarize the process and recommendations for each of the five study areas in
this planning effort. Together, they create a compelling picture of both the challenges and opportunities facing each
community as they work to build stronger active transportation networks. Indeed, many of the recommendations
and global strategies identified in this study can be applied to other communities throughout the Alamo Area
Metropolitan Planning Area region, and we hope that the strong interest in both walking and bicycling that we have
found is replicated regionally.
The layout for this report is unique. The process and recommendations for each study area is included in a volume of
its own, so that each community has a document that they can use to generate more detailed planning and on-theground implementation. The initial volume summarizes the citizen input and findings in a manner that may be useful
to communities elsewhere in the MPO region. The final volume incorporates a “toolkit” of facilities and strategies that
can serve as a template for communities throughout the region.
Many of the recommendations in this study are immediate in nature and can be developed as initial “rapid
implementation” efforts. Others can be developed as part of future private development, and still others are longer
term in nature, but are identified to ensure that they are considered in each study area’s planning for the future.
Ultimately, this study stresses what citizens of the region and each study area have told us - there is a high level
of interest in the development of strong pedestrian and bicycle networks in each community. A strong focus on
improving walking and bicycling infrastructure can transform our region and help make it one of the best places to
live in the United States.
We greatly appreciate the opportunity to have worked with you, the Alamo Area MPO, representatives from each of
the study areas, and the residents of the region.
Sincerely,
Halff Associates, Inc.

Jim Carrillo, FAICP, ASLA
Vice President/Director of Planning
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The provision of safe, adequately sized bicycle and pedestrian facilities can
encourage residents of all Alamo region cities to choose walking or riding for
both transportation and recreation.

Volume 1
Alamo Area Regional
Summary Report
Working together as part of the Alamo Area Metropolitan
Planning Organization (AAMPO), member communities
have committed themselves to improving walking and
bicycling throughout the region as a way of developing
an efficient and inclusive transportation system. Many
region-wide advances have been made over the past
several years to implement this commitment, but as
the region continues to grow, so does the need to plan
for and implement walking and biking facilities and
programs.
The AAMPO planning region includes both incorporated
and unincorporated areas of Bexar County, Comal and

Chapter 1:
Introduction
Guadalupe counties, and a portion of Kendall County.
All communities outside of Bexar County were added
to the AAMPO region as part of a 2013 expansion. This
planning area expansion resulted in the addition of the
cities of Boerne, New Braunfels, and Seguin.
In addition to addressing specific needs within the city
of San Antonio, the Alamo Area MPO Regional Bicycle
and Pedestrian Planning Study is intended to help
integrate the Alamo Area’s three (3) new member cities
into the region’s overall active transportation planning
framework.

ALAMO AREA MPO REGIONAL BICYCLE AND PEDESTRIAN STUDY AREA
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Purpose of this Study

The MPO has a vision to build a safe, accessible,
comprehensive, and seamless bicycle and pedestrian
network. This active transportation network requires
establishing a bicycle and pedestrian plan in each
community of the AAMPO region. The Regional Bicycle
and Pedestrian Planning Study is intended to help
cities accomplish the vision and goals for bicycling
and walking in the region by identifying priorities,
projects, and activities to improve safety and mobility.
The study assesses current bicycle and pedestrian
conditions in the cities of Boerne, New Braunfels, and
Seguin, and makes recommendations regarding future
facilities necessary to create comprehensive active
transportation networks. Work specific to Bexar County
and the City of San Antonio includes the development
of a Pedestrian Master Plan. More detailed connectivity
work has also been conducted within the San Antonio
Missions National Historical Park and surrounding
neighborhoods.

GOALS OF MOBILITY 2040
The goals of Mobility 2040, the long-range
transportation plan for the AAMPO region, provide a
framework for building a multi-modal transportation
system. Increasing walking and bicycling can help
meet all the goals of Mobility 2040.
•

Identify opportunities to improve and enhance the
regional transportation system and preserve the
investment in the existing transportation system.

•

Increase the efficiency of the transportation system and
decrease traffic congestion.

•

Invest in a public transit system that meets the needs
of the region.

•

Address the social and environmental issues of the
region in transportation planning efforts.

•

Support economic activity, employment growth and
encourage innovative partnerships.

•

Continue to facilitate the involvement and participation
of communities, agencies, organizations and the
general public in the transportation planning process.

•

Ensure the transportation planning efforts are
coordinated with local land use plans to support future
growth and development patterns.

•

Maintain a focus on safety.

•

Continue to pursue long-term, sustainable revenue
sources to address regional transportation system
needs.

Teaching area children and youth to embrace riding and walking from an early age will encourage them to embrace active transportation
as they become adults.
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Document Organization

The document not only serves as a regional planning
study, but also a plan for a bicycle and pedestrian system
in specific cities that were incorporated into the AAMPO
boundaries in 2013.

This document includes recommendations for physical
improvements to develop a pedestrian and bicycle
network and policy and program recommendations to
promote walking and bicycling in cities and throughout
the region. The components of this study are organized
into six volumes:

Volume 1
Alamo Area
Regional Summary Report

Provides a planning study description, an overview of benefits of walking
and bicycling, a summary of recommendations for the participating cities.

Volume 2
San Antonio Pedestrian Study

A study of the pedestrian network in the City of San Antonio. It builds on the MPO
Pedestrian Safety Action Plan and includes recommendations for implementation .

Volume 3
Mission Trail Access Study

Makes recommendations to improve bicycle and pedestrian access to the
San Antonio Missions National Historic Park and along the Mission Trail.

Volume 4
City of Boerne

An analysis and plan for a bicycle and pedestrian network specifically for the
City of Boerne, including recommendations and implementation strategies.

Volume 5
City of New Braunfels

An analysis and plan for a bicycle and pedestrian network specifically for the City
of New Braunfels, including recommendations and implementation strategies.

Volume 6
City of Seguin

An analysis and plan for a bicycle and pedestrian network specifically for the
City of Seguin, including recommendations and implementation strategies.

Appendix A
Bicycle & Pedestrian
Planning Toolkit

A toolkit of both physical improvements that
can promote and encourage bicycling and
walking. Cities throughout the AAMPO region
can apply elements from the toolkit that are
appropriate for their community and residents.

Introduction
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Increasing Demand for
Transportation

As the population of the region grows so will demands
on the transportation system. Between 2010 and 2013,
the population of the Alamo Area increased by 48,024
people - with an increase in over 60,000 jobs.
According to Mobility 2040, the region is anticipated to
grow to over 3 million people by 2040 - an addition of
1.5 million people. Most of the growth is expected to
occur in outlying counties surrounding Bexar County,
especially in Comal and Guadalupe counties. A higher
percentage of corresponding job growth will also occur
in these outlying areas.

Local Growth
San Antonio experienced an 8% percent growth rate
between 2010 and 2014, and has accounted for most
of the growth in the region (68.9% of total). While
accounting for a smaller portion of total regional
growth, Boerne, New Braunfels, and Seguin are still
experiencing significant growth rates. Between 2010
and 2014, Boerne grew by over 20% percent, New
Braunfels by more than almost 15% percent, and Seguin
by near 8% percent. Cities are under pressure to plan
for transportation system enhancements to effectively
and efficiently support this rapid growth.

Based on these growth projections, the AAMPO
anticipates that daily vehicle miles of travel will increase
to 93-98 million miles, an increase of about 100 percent
from the 2010 baseline estimate. 1

AAMPO POPULATION & EMPLOYMENT GROWTH PROJECTIONS: 2010-2040

The maps generated in the AAMPO’s Mobility 2040 Plan illustrate “hot spots” of anticipated population (upper left) and employment
(upper right) growth. 2
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Relation to Other Plans

The Regional Bicycle and Pedestrian Planning Study is the
latest component of a broader regional plan and network
for walking and bicycling. Other existing planning
initiatives establish the foundation for a regional active
transportation plan and network such as the San AntonioBexar County Pedestrian Safety Action Plan (2012) and San
Antonio Bicycle Master Plan (2011).
This study augments and supports existing AAMPO and
local policy and planning initiatives, including the Mobility
2040 Long Range Plan, “Complete Streets Resolution,”
Pedestrian Safety Action Plan, San Antonio Bike Plan 2011
+ Implementation Strategy, as well as pre-existing policies
and plans of the participating communities.

This study builds on prior efforts related to walking and
bicycling as part of improving mobility throughout the region.

RELATION TO OTHER POLICIES AND PLANNING INITIATIVES
The following is a list of plans that were referenced as part of this planning process. The Regional Bicycle
and Pedestrian Planning Study also may impact these plans and future plans as they are developed and
implemented. In addition to reviewing these plans, the development codes and ordinances of each city were
reviewed to understand challenges and opportunities to implementing the network.
Regional Documents
• Walkable Communities Program
(MPO)
• Mobility 2040 Long Range Plan
(MPO, 2014)
• Pedestrian Safety Action Plan (MPO,
2012)
• Smart Ways SA: VIA Long Range Plan
(VIA, 2011)
• Complete Streets Resolution (MPO,
2010)
• San Antonio Bike Plan 2011 +
Implementation Strategy (COSA,
2011)
• Road Diet Study (MPO, 2010)
• Bicycle Travel Patterns Survey (MPO,
2010)
• Safety Study (MPO, 2009)
• Bicycle Suitability Study (MPO, 2001)

City of San Antonio
• SA 2020 (2010)
• Inner City Reinvestment Plans,
Neighborhood Plans, and Sector
Plans
• Greenway Trails Program
City of Boerne
• Boerne ISD Demographic Study
(2015)
• Economic Development Work Plan
(2015)
• Parks, Recreation, and Open Space
Master Plan (2012)
• Walkable Communities Project
• Boerne Trails Map
• Hill Country Mile Map
• Westside Mobility and Connectivity
Project (2010)
• Master Plan (2006)

City of New Braunfels
• Economic Development Strategic
Plan (2012)
• Regional Transportation Plan (2012)
• Downtown Plan (2010)
• Trail Master Plan (2010)
• Comprehensive Plan Goals and
Objectives (2006 update)
City of Seguin
• The Seguin Comprehensive Master
Plan (2010)
• Nolte Farms development plan
(2015)
• College-Cedar Street Sidewalk
Expansion Project
• Hoermann Community Park Project

Introduction
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National Travel Patterns

Understanding a community’s travel patterns and
characteristics can assist local governments in making
informed decisions on not only walking and bicycling
facilities, but also on growth and development patterns
that are more amenable to walking and bicycling.
While the United States may be considered an autocentric nation, there are trends suggesting a greater
emphasis on active transportation . According to the
American Community Survey Report on Bike/Walk to
Work in the U.S.: 2008-2012, the number of workers who
commuted to work by bicycle increased from 488,000 in
2000 to 786,000 in the 2008-2012 survey period.
Additionally, the 2009 National Household Travel Survey
(NHTS) reports that walking or bicycling account for 11.9
percent of all daily trips (work and non-work related) - up
from 9.5 percent in 2001. The NHTS survey also estimates
that there are 127 million walking trips and nine million
bike trips in the U.S. every day, and that about 40 percent
of all trips are shorter than 2 miles (a 30-minute walk or
10-minute bike ride).

Regional Travel Patterns & Attitudes

Driving alone is the predominant form of commuting in
the Alamo Area, with 79 percent of the workforce driving
alone to work. This compares to only 1.8 percent and 0.2
percent who choose to walk or bicycle. For commuting to
work purposes, 2.4 percent of the work force population
uses public transit.

NATIONAL JOURNEY TO WORK
CHARACTERISTICS
Highlights from the US Census Bureau’s
American Community Survey Report on
Bicycling and Walking to work in the United
States include:
• Workers living in principal cities walked to
work at a rate of 4.3 percent, compared to
suburbs (2.4%).
• “College towns” had higher rates of walking.
• Younger workers had higher rates of walking.
• Workers who walked or biked to work had
shorter average commute times.
• Bicycling and walking rates are influenced by
community design (size, density, proximity
of destinations, infrastructure, climate,
affordability of mode of travel, etc).

conducted to evaluate attitudes about walking and
bicycling. Generally, walking and bicycling are described
as “dangerous” methods of transportation. Still, 87
percent of respondents agreed or strongly agreed that
they would like to rely on their car less. Nearly 86 percent
said having better walking, bicycling, and transit options
would impact how much they drive.

In a region the size of the Alamo Area, it is important to
3
consider where people are living and working before MODE USE THROUGHOUT THE REGION
suggesting that bicycling or walking to work may be a
viable transportation option. (It is not a viable option
for all of a community’s residents.) About 40 percent
of all trips are shorter than 2 miles. The workforce that
works within its hometown represents a more viable
population to choose walking or bicycling. A majority
of the workforce population worked in their hometown
(62.9%). This statistic of course is dependent on the
availability of jobs in the hometown and ranges from 88
percent in San Antonio to 48 percent in Boerne.
As part of this planning process, a regional survey was
While a significant number of regional survey respondents reported that they walk or ride a bike on a daily or weekly basis, nearly as many also
reported that they never or rarely do so.

Introduction
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Volume 1 Chapter 2
Alamo Area Regional The Need for
Summary Report Bicycling & Walking
A growing segment of the population recognizes that
the benefits of walking and bicycling extend beyond
just exercise. As communities experience the mobility,
economic, environmental, health and quality of life
benefits of active transportation, more states and
local entities are taking steps to promote walking and
bicycling as a mode of travel. Such steps include sidewalk
modifications, pedestrian oriented commercial centers
and dedicated bicycle lanes and bike-share programs, to
name a few. These facilities influence decisions people
make about how they travel to work, school, to go
shopping or other destination.

Promoting active transportation assists Alamo Area
communities in meeting regional goals of better air
quality and sustainable living. Walking and bicycling
serves those who must rely on non-motorized means
of travel, such as children, the elderly, and those with
meager finances.
Walking and bicycling are economical transportation
modes of transportation that promote an improved
quality of life for Alamo Area residents - a factor that
both people and businesses consider when choosing
where to locate.
Key statistics that help illustrate the mobility,
economic, environmental and health benefits of active
transportation are summarized on the following pages.

Active transportation trips, such as bicycling in the Mission Trails area along the San Antonio River corridor, enhance the transportation
options in the region.
Alamo Area MPO Regional Summary Report
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BENEFITS OF ACTIVE TRANSPORTATION (Sources: Page 1-14)

Increased rates of bicycling and walking rates reduce traffic congestion, improve safety,
calm traffic, and preserve road infrastructure. Travel characteristics indicate that many trips
are short and can be replaced with walking and bicycling. Enhanced transportation choice
improves mobility options for persons who are not able to drive.
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BENEFITS OF ACTIVE TRANSPORTATION (CONT.) (Sources: Page 1-14)

Bicycling and walking is a cost-effective transportation option. Studies show that bicycling
and walking rates can increase retail sales, encourage job growth, and enhance nearby
property values. Improving walking and bicycling is a cost effective solution for extending
the longevity of the transportation system.

The Need for Bicycling & Walking
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BENEFITS OF ACTIVE TRANSPORTATION (CONT.) (Sources: Page 1-14)

Personal health benefits from a more active lifestyle. Providing places for “active”
transportation such as bicycling and walking offers residents the opportunity to incorporate
physical activity into daily routine trips, such as to school, work, and errands, and promotes
healthy choices.
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BENEFITS OF ACTIVE TRANSPORTATION (CONT.) (Sources: Page 1-14)

Passenger vehicles account for 62 percent of the transportation-related greenhouse gases
that pollute our air. Walking and bicycling are “clean” transportation options that have
minimal impact on the environment and are “low hanging fruit” to improving environmental
quality.

The Need for Bicycling & Walking
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Sources
1 America Walks, Social Equity Benefits of Walking
2 America Walks, Transportation Benefits of Walking
3 Smart Growth America, National Complete Streets Coalition: Ease Congestion
4 Smart Growth America National Complete Streets Coalition: Ease Congestion
5 America Walks, Transportation Benefits of Walking
6 America Walks, Health Benefits of Walking
7 America Walks, Health Benefits of Walking
8 American Automotive Association: Your Driving Costs 2014
9 League of American Bicyclists, The New Majority: Pedaling Toward Equity
10 Alliance for Biking and Walking, Bicycling and Walking in the United States: 2014 Benchmarking Report
11 America Walks, Health Benefits of Walking
12 America Walks, Health Benefits of Walking
13 Smart Growth America, National Complete Streets Coalition: Health
14 America Walks, Health Benefits of Walking
15 TR News 280, p 19
16 EPA Fast Facts: US Transportation Sector Greenhouse Gas Emissions, 1990-2012
17 European Cyclists’ Federation, Cycle More Often 2 Cool Down the Planet! Quantifying CO2 savings of Cycling
18 Alamo Area Metropolitan Planning Organization, Mobility 2040
19 Assumes an average of 1 pound of CO2 emission per mile

1-18

REGIONAL SUMMARY REPORT

Volume 1 Chapter 3
Alamo Area Regional Citizen Involvement
Summary Report in the Process
Public Participation

Preparation of the Alamo Area MPO Regional Bicycle and
Pedestrian Planning Study occurred over a 14 month
timeframe. The staff of participating communities were
integral stakeholders in the planning process - serving
as advisors, providing data - critical to the preparation of
study facility maps, and reviewing draft materials.
Residents of the Alamo Area also provided input into the
development of this study. Open house meetings and
online survey tools were used to inform residents about
the study, and to gather information that helped form
recommendations in each of the study areas.

Online Survey
Over 1,400 residents in the San Antonio region
participated in the online survey about bicycling and
walking. It gathered information about attitudes about
bicycling and walking as well as opinions of critical
issues and desired elements of a bicycle and pedestrian
network. Key region-wide survey results are summarized
in Figure 1.A, Key Regional Survey Results. Communityspecific survey results are distributed throughout the
study.

Wikimaps
An online mapping tool called Wikimaps was used to
collect geographical information about obstacles to
bicycling and walking. By providing an alternative way
to comment, this data helped identify needs to improve
walking and bicycling in the study area.
The maps were available online for the same duration as
the online survey. Over 1,100 separate comments were
made on the maps during that timeframe; comments
related to each of the study areas are summarized in
each individual volume.

Open House Meetings
In each community, an open house meeting was held that
focused on existing conditions and identifying critical
barriers to bicycling and walking in their community and
throughout the region.

The on-line mapping tool (Wikimaps) allowed residents from each study area to provide ideas for their community.
Planning Process
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FIGURE 1.A: KEY REGIONAL SURVEY RESULTS
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Meetings

In-person input and review efforts related to this study
revolved around stakeholders and staff members in
each of the five individual focus areas. Multiple review
meetings were held with staff in each study area, so that

recommendations and strategies could be considered
and vetted. Stakeholder public workshops were also
used to get specific information and strategies for each of
the individual areas. Efforts in each area are summarized
below.

New Braunfels area residents work together in small groups to provide input at a workshop in January 2015.

San Antonio Pedestrian Study

Since the San Antonio Pedestrian Study built upon
previous efforts with extensive public input, efforts
related to this component focused on a city staff
stakeholder group.
The team included key staff from the city’s Transportation
and Capital Improvements and Planning departments.
The group met frequently over the course of the effort
to discuss the process, the analysis results and key
recommendations. The results of the plan will feed
into other comprehensive and transportation planning
efforts.

San Antonio area residents provide input at
the March 2015 Siclovia event.

Planning Process
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Mission Trail Access Study

Stakeholder and public input for the Mission Trails
Access study included a design charrette with National
Park Service (NPS) study and input received during San
Antonio’s Siclovia event in March 2015.
During March 2015, a stakeholder “charrette” involving a
dozen key National Park Service and City of San Antonio
staff was conducted. Over the course of the day-long
workshop, maps were used to identify access points to
the Missions from surrounding neighborhoods. These
were linked to points of interest within each Mission
site, such as the churches, visitor centers and the
historic Mission gates. The workshop identifies several
key principles for the access features, including safety,
directness and the attractiveness of access routes.
Input was also received at the San Antonio Siclovia
(Open Streets) event in March 2015. A booth manned by
NPS and planning team staff queried interest residents
on how they currently viewed and accessed the Mission
sites, and where improvements might be made.

City of Boerne

An ad-hoc committee of city staff from various
departments, elected official representation, planning
and zoning board members and citizen users met
informally during the process. A meeting was held at
the beginning to discuss key issues in the city, possible
opportunities as well as areas of concern, and ideas that
should be considered. A follow-up meeting was held
further into the process to review preliminary concepts
and possible solutions, and to get feedback on those.
During each meeting, maps were provided where
attendees noted issues or ideas.

National Park Service staff members map out access points
to connect area neighborhoods to each historic Mission.

riders, continuing to develop the city’s trail system and
connecting nearby areas of the city to the trails, and
the need to address both pedestrian and bicycle safety
concerns at key intersections throughout the city.

A citywide workshop was held in December 2014 at the
Boerne Community Center. Approximately 40 attendees
participated in the meeting, including Boerne residents,
city staff, the planning team and representatives from
the Alamo Region MPO. After a brief introductory
presentation, citizens participated in six smaller groups
who outlined key challenges, opportunities and
constraints, and indicated their potential routes on maps
of Boerne.
Key comments included the need to address sidewalk
gaps, establishing looped bicycle networks for distance
1-22

Boerne area residents consider possible routes at a workshop
held at the Boerne Community Center.
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City of New Braunfels

Meetings were held during the planning process with
city staff to discuss opportunities and constraints in
the city and to evaluate proposed options as they were
explored.
A citywide public workshop was held in January 2015
at the Landa Haus in Landa Park. Over 80 attendees
participated in the meeting, and these included
residents of New Braunfels and nearby areas, city
staff, the planning team, and representatives from the
Alamo Region MPO. The meeting started with a brief
introductory presentation, followed by small group
discussions. A total of 10 smaller groups were formed,
and each group addressed questions related to current
opportunities, constraints challenges to walking and
bicycling in the city, as well as outlining key destinations
and potential routes on maps of New Braunfels.
Key comments included focusing on using routes along
major drainage corridors, creeks and rivers in the city,
such as Dry Comal Creek, Comal and Guadalupe River.
Attendees were also greatly concerned about making it

City of Seguin

Stakeholder input in Seguin followed the pattern set by
the City of Boerne, and included stakeholder input via an
ad-hoc group, as well as input from the public at large at
a workshop.
Stakeholder meetings with staff, key elected officials
and board members were held at the beginning of
the process and followed by reviews of preliminary
recommendations. Meetings with city staff were also
held separately to discuss and vet the technical details of
recommendations as they were prepared.

New Braunfels residents discuss possible ideas at a workshop
held at the Landa Haus in Landa Park.

easier to get through the barrier that Interstate Highway
35 and the Guadalupe River create. Improvements
to walking in Downtown New Braunfels were also
mentioned frequently.

using. Challenges to walking include no continuity with
sidewalks and walking to places not being convenient or
comfortable. Challenges to riding a bicycle involve lack
of awareness about traffic laws, ROW at intersections,
and unrestrained dogs. Attendees noted that they
would like to see organized bike rides and leash laws to
help with these challenges. Ideas for the future include
Seguin having an educated and supportive public and
witnessing a bicycle and pedestrian friendly community
that will see economic activity skyrocket, community
relationships skyrocket and a much healthier city.

A citywide workshop was held in December 2014 at
the Guadalupe County Community Building, and was
attended by approximately 50 participants. These
included residents of Seguin, city staff, members of the
planning team and representatives from the Alamo
Region MPO. After a brief introduction, attendees broke
into five groups and addressed key questions relating
to current needs and issues and possible alternatives to
consider.
Key comments included the development of a variety of
alternative “loop” configurations around the city, as well
as identification of key streets or corridors to consider

Multiple alternatives and ideas were developed by Seguin
residents during their workshop for this planning process.
Planning Process
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Involving residents and users in bicycle and pedestrian planning decisions leads to greater
community buy-in and recommendations that are more frequently used.
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Volume 1
Alamo Area Regional
Summary Report
Essential Active Transportation
Program Components

Each volume of the Alamo Area MPO Regional Bicycle and
Pedestrian Planning Study provides recommendations
on how to build a comprehensive active transportation
program. The study serves as a framework for bicycle
and pedestrian “program” development, rather than
merely identifying locations where a physical “network”
should be located. Successful local active transportation
programs must merge network infrastructure
investments with initiatives that encourage facility
usage; educate pedestrian, bicyclists, and motorists on
shared responsibilities; and that ensure user safety.

Recommendation Parameters
Program recommendations contained within the
Regional Bicycle and Pedestrian Planning Study may best
be described as either “infrastructure,” or an “initiative.”
These broad terms encompass five (5) specific categories
that the League of American Bicyclists identifies as
essential to creating bicycle-friendly environments:
engineering, education, encouragement, enforcement,
evaluation and planning. 4
The so-called “Five E’s” apply equally well to pedestrian
programming as they do to bicycle programming. Within
this study the framework is utilized to categorize active
transportation program recommendations according to
the following categories:
•

Network recommendations. Includes
recommended bicycle and pedestrian facility
locations and types. In some cases the study also
considers necessary adjustments to development
regulations and design policies.

•

Education and encouragement
recommendations. Initiatives to ensure safe
operation of motor vehicles, and bicycles, and use
of shared facilities with pedestrians.

Chapter 4
Summary of
Recommendations
•

Enforcement recommendations. Procedures
for the enforcement of laws in a uniform fashion
- and in a manner that recognizes the rights and
responsibilities of bicyclists and pedestrians.

•

Implementation recommendations.
Monitoring study implementation, and
evaluating relevant data, to determine success
and/or the need initiate corridor or area-specific
planning initiatives.

Applicability of Recommendations
The volumes of this study related to the cities of Boerne,
New Braunfels, and Seguin, have been drafted to
serve as stand-alone reviews for each community. All
volumes of the study contain context-specific active
transportation network facility recommendations
which consider a variety of factors including roadway
characteristics and available “space”, adjacent
properties, linkages, perceived public preferences, and
more. Still, many active transportation program “best
practices” are universal - and are relevant to a wide
range of Texas communities as well as other areas of the
nation.
Due to the uniform applicability of many of the
educational, encouragement, and enforcement
initiatives that promote bicycling and walking, multiple
program recommendations are repeated throughout
stand-alone volumes of this study. This consistency is
particularly evident in the study volumes dedicated to
Boerne, New Braunfels, and Seguin. Nonetheless, each
study volume - and corresponding recommendations
- consider the unique attributes of participating Alamo
Area communities and are adjusted accordingly.

Summary of Recommendations

1-25

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

AAMPO ONLINE SURVEY: PUBLIC PRIORITIES

1-26

1-26

AAMPO Regional Bicycle & Pedestrian Study: Summary of Recommendations
•
•

•
•
•

•
•
•
•
•

•
•
•
•
•
•

•
•
•
•
•
•

Volume 2: San Antonio Pedestrian Study

Possible solutions for major corridors in each of the 10 districts of the city are included.
Where right of way limits parallel facility options, recommendations highlight potential lane or road diet solutions, reductions
in speed limits, or in some cases protected facilities.

Volume 3: Mission Trails Access Study

Specific solutions for improved connectivity to each mission are included.
Recommendations primarily focus on pedestrian improvements from nearby neighborhoods.
Bicycling connections to the San Antonio River trails are highlighted.

Volume 4: City of Boerne

Improve pedestrian and bicycling infrastructure at the four major I.H. 10 intersections that separate the core area from areas
west of the city (S.H. 46, Johns Road, Scenic Loop Road and Business 87).
Continue shared use paths along Frederick Creek and Cibolo Creek to connect to existing trails and the downtown area.
Create a bicycling corridor along Plant Street to link River Road and
Focus on walking and bicycling improvements along key corridors, including West San Antonio Road, N. Main Street, Blanco
Road, Adler Road, and Esser/Herff Roads.
Improve pedestrian/trail connections at the intersection of Esser/Herff Roads and River Road.

Volume 5: City of New Braunfels

As a high priority, improve pedestrian and bicycling options at the three primary I.H. 35 underpass intersections (Highway 46,
Seguin Avenue, and Walnut Avenue) that link most of east and west New Braunfels together.
Complete the Walnut Avenue bicycle gap between Business 35 on the west and ___ on the east side of I. H. 35.
Address pedestrian needs along Liberty Street and Union Street between the two main Schlitterbahn attractions.
Through traffic calming treatments, encourage use of West Mill Street as a key bicycling corridor between Walnut Avenue
and downtown New Braunfels
Address sidewalk gaps or inconsistent sidewalk types along West San Antonio Street between I. H. 35 and downtown, and
between downtown and Union Street.
Create a strong bicycling corridor between Union Street and Loop 337 in east New Braunfels, either along Common Street or
via parallel side streets.

Volume 6: City of Seguin

Develop a bicycling corridor along College Street that links destinations along State Highway 123 to Austin Street
Extend the Walnut Branch trail to beyond I. H. 10 to serve as a “spine” bicycling/pedestrian connection from fast growing
areas north of I. H. 10 to the downtown area.
Improve bicycling and walking infrastructure in fast growing area of the city southeast of S.H. 123.
Complete the Walnut Branch connection between the downtown area and Max Starke Park.
Enhance trails and bicycling areas within Max Starke Park on both sides of South Austin Street.
Improve bicycling and pedestrian facilities near Texas Lutheran University that enhance connectivity to the university.

Summary of Recommendations
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Chapter 1
Introduction

Introduction
Walking is important to a city’s mobility, economic
development, public health, and environmental
sustainability. While the number of people driving to
work has dropped 10 percent nationally since 2000, the
number of people walking and biking has increased
by around 20 percent.1 Walking is also one of the most
important modes of transportation for children, the
elderly, and people who cannot afford to own and
maintain a car. Walking provides many people with an
affordable way of incorporating physical exercise into
their daily routine, helping to fight obesity and related
chronic diseases.
Many neighborhoods of San Antonio are traditionally
walkable and provide comfortable and contiguous
sidewalks for people. In recent years, there have been
efforts by the City of San Antonio to create additional
livable and walkable spaces. And, as San Antonio
expects to see a substantial increase in population,
there is the unique opportunity to include high quality
pedestrian infrastructure as part of the growth of the
transportation system.
This study provides a framework for prioritizing areas for
pedestrian improvements, highlights the importance
of design guidelines, and provides potential strategies
for ten pedestrian priority study areas.

Importance and Benefits of Walking
Walking is an essential means of transportation for
people who are not able to drive. It helps us maintain
our health and contributes to the overall livability of our
cities and towns.
Health
As a fundamental form of physical activity, walking
provides substantial health benefits. Walking can be
incorporated into daily activities such as traveling
to work and can help us meet our recommended 20

Example of a continuous sidewalk in San Antonio that includes a
landscaped buffer separating pedestrians from motorized vehicles
and is of a width that accommodates area users.

minutes a day of physical activity.2 This is especially
important in Texas, which has the 15th highest adult
obesity rate in the nation, and where the obesity rate
has increased by five percent over the last eight years.3

Key Facts
•

In 2012, less than half of adults living in the U.S.
reported meeting the recommended physical
activity requirements and a third reported being
physically inactive.4

•

Walking is the most frequently reported activity
among adults who meet physical activity
guidelines, as well as for those who do not.5

•

The annual individual medical cost of inactivity
($622) is more than 2½ times the annual cost per
user of bike and pedestrian trails ($235).6

•

The nation could save $5.6 billion in health care
costs related to obesity if one of every 10 adults
started a regular walking program.7

City of San Antonio Pedestrian Study
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Economic
Improving conditions for walking can also have positive
effects on local economies by providing opportunities
to reduce household transportation costs, increase
access to jobs, and increase property values. According
to a 2013 survey, 60 percent of adults in the U.S. favor
walkable mixed use neighborhoods, and almost two
thirds of adults between 18 and 35 report a desire to drive
less if alternative transportation options are available.8
This trend is also demonstrated by the increasing
prevalence of “Walk Score”—a publicly accessible index
that assigns a numerical walkability score to every
address based on the number of shops and destinations
within walking distance of the address. Recent research
suggests that a one point increase in the “Walk Score”
of a real estate property is associated with a $700 to
$3,000 increase in home value.9 Furthermore, walkable
communities that more easily connect residents to jobs
can help improve upward economic mobility.10
Key Facts
•

Bicycling and walking in New Jersey, contributed
an estimated $497.46 million to the economy
in 2011.11

•

In Vermont, bicycling and walking support
1,400 jobs, and bring in $41 million in wages
and $83 million in revenue. In the same state,
health care savings and increases in property
value have added more than $400 million in
economic benefits.12

•

In San Francisco nearly 40% of merchants on
Valencia Street reported increased sales and
60% reported an increase in local residents
shopping due to reduced travel time and
convenience as the street was reconfigured to
improve bicycling and walking conditions.13

Example of effective crosswalk markings (Lancaster, PA)

2-6

Repurposed roadway created space for pedestrians via a
sidewalk and outdoor cafe along Blanco Road

Safety
Pedestrians are the most vulnerable users on the
road and are at the highest risk in the event of
a crash. As many people do not have access to
a vehicle due to age or financial constraints, it is
important to provide safe transportation options
for all users. Investing in a connected and welldesigned pedestrian network, including sidewalks
and roadway crossings, can improve safety for
pedestrians. In 2014, The Alliance for Biking and
Walking released an update to their benchmarking
report documenting trends and best practices in
American cities and states. The report states that
in cities where a higher percentage of commuters
walk (or bicycle) to work, corresponding fatality
rates are lower.14
Roadway design changes can facilitate safe
walking and increase access for all users including
pedestrians. Additionally a culture of walking tends
to increase “eyes on the street” which can help
reduce crime in a local community.
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Policies and Design Standards Affecting
the Pedestrian Network
To create a safe and comfortable urban environment
for people who walk, a city must have a clear vision,
supportive design standards, and a commitment to
implement those standards.
Vision
The San Antonio area is moving towards a vision of
pedestrian safety and comfort. That vision is articulated
throughout recent plans, outlined below, and should
be integrated into the SA Tomorrow Multimodal
Transportation Plan , currently under development.
Mobility 2040: Alamo Area Metropolitan Planning
Organization (MPO)
Mobility 2040, adopted by the Transportation Policy
Board in 2014 is the MPO’s five-year update to the
Metropolitan Transportation Plan. The Plan focuses
on long-range transportation and includes chapters
on pedestrian, bicycle and transit facilities. Chapter 5
outlines the existing pedestrian system and the agency’s
accomplishments over the past five years, which
include the adoption of a Pedestrian Safety Action Plan
in 2012 and the continuation of the MPO’s Walkable
Community Program. It also discusses the programs
in place to promote active living through walking. The
chapter provides facility goals for the region including:
•
•
•
•

The institutionalization of transportation planning
for pedestrians.
Prioritizing funding for pedestrian-related projects
addressing user safety, accessibility, and comfort.
Increasing the number of education, encouragement
and enforcement programs.
Identifying and effectively using available funding
to increase the number of comfortable and
connected pedestrian facilities.

2040 San Antonio SA Tomorrow Initiative
The SA Tomorrow Initiative is currently under
development and is an innovative, three-pronged
planning effort to guide the City toward 2040. It includes
a Comprehensive Plan, Multimodal Transportation
Plan, and Sustainability Plan. The Transportation Plan
creates a future scenario for all modes of transportation
including cars, transit, bicycling, and walking. All modes
are addressed in a strategy to prepare for the future and
will serve as a tool to analyze transportation priorities
to best meet the community’s short term and long term
goals.
This Pedestrian Study will be utilized as a reference
guide for the creation of Multimodal Transportation. It
will provide guidance for decision making as the City
balances the competing needs to expand the pedestrian
network while upgrading existing facilities to higher
safety standards. The Multimodal Transportation Plan
is anticipated to be adopted by City Council in 2016.
The Comprehensive Plan component of SA Tomorrow
addresses the land use and transportation connection
in terms of urban design, travel destinations, and travel
demand issues. It will also create policies covering all
other aspect of the City including, but not limited to,
housing, economic development, historic preservation,
community safety and health. The Plan includes a
“polycentric economic framework” which identifies
San Antonio’s thirteen existing and emerging major
employment activity centers. To accommodate growth
in these areas, the plan may focus on policies in support
of “increased walkability,”“increased bicycle access,” and
“transit service and access.”
The Sustainability Plan component of SA Tomorrow is
grounded in the three pillars of sustainability: social,
economic, and environmental. The Sustainability Plan
will emphasize metrics of success that will be tracked and
reported for Sustainability as well as other components
of SA Tomorrow that related to Sustainability.

Riverwalk Trail near Blue Star used by both people walking and bicycling
City of San Antonio Pedestrian Study
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SA2020
SA Tomorrow is premised upon the work completed in
2011 for SA 2020, which is a plan that lays out the vision
for San Antonio for a number of community elements,
including transportation. The City’s goal is to be
“recognized as a model of efficiency and environmental
sustainability” by 2020. The hope is that by 2020, San
Antonio is served by “an environmentally-friendly
transportation system where everyone is able to walk,
ride, drive or wheel in a safe, convenient, and affordable
manner to their desired destinations. Frequent and
reliable mass transit services connect communities, and
transportation infrastructure meets community needs.”
Baseline data and targets for 2020 include an increase in
transit ridership and Complete Streets and a reduction
in the congestion index, emissions, and traffic crashes.
Design Guidelines
Well-considered street design guidelines offer the
opportunity to improve roads for all users every time
a new project is built or a renovation takes place.
Flexibility and good judgment are required in following
all design guidelines, including the most common
transportation engineering reference, the Policy on
Geometric Design of Highways and Streets (the “Green
Book,”) published by the American Association of
State Highway Officials (AASHTO). Historically, design
guidelines have prioritized vehicles and engineering
judgement has favored the motor-vehicle. Therefore, it
is useful to update design guidelines to provide clear
direction for safely accommodating pedestrians in
roadway design.
Below is an overview of two existing San Antonio
design documents and the standards for sidewalks as
established in them.

“All roadways along which pedestrians are
not prohibited should include an area where
occasional pedestrians can safely walk. Just
as vehicles need roads, pedestrians need
walkways, and roadways and walkways should
be designed in concert with one another.
Sidewalks benefit both pedestrians and
motorists by creating separation between
pedestrians and vehicular travel paths.
In an area where sidewalks are not provided,
there is a substantially increased risk of
vehicle-pedestrian conflicts.
When continuous sidewalks, walkways,
crossings, and other pedestrian-related
facilities are provided, pedestrian numbers
will increase.”
AASHTO Guide for the Planning, Design, and
Operation of Pedestrian Facilities, July 2004
(3.2)

Existing sidewalk per City of San Antonio Design Guidance Manual

San Antonio Uniform Development Code (UDC)
This document establishes standards and procedures
for new development in San Antonio. Currently, the
minimum sidewalk width required is a 4-foot sidewalk
with a 3-foot buffer or a 6-foot sidewalk against the
curb.
City of San Antonio Design Guidance Manual
Updated in 2012, this manual provides guidance on
roadway engineering projects in San Antonio. The
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San Antonio has adopted the Vision Zero goal to
achieve zero fatalities on San Antonio roadways.
The responsibility for roadway safety is shared
between those who design the road and those
who use the road. Vision Zero is both an attitude
toward life and a strategy for designing a safe
transportation system. It establishes that the loss
of even one human life or serious injury on our
roads is unacceptable.
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manual requires traffic engineering studies to provide
an assessment of all modes of travel. Current guidance
requires a minimum clear sidewalk width of 4 feet with
a preferred width of 6 feet. A minimum buffer between
the sidewalk and vehicular traffic is not defined. The
manual acknowledges that maximizing the roadway for
all user groups may generate design recommendations
that differ from the minimum criteria resulting in the
need for wider planting strips and/or wider sidewalks.
National Design Guidelines
AASHTO provides recommendations for widths of
sidewalks and landscaped buffers in the Green Book
and the Guide for the Planning, Design, and Operation of
Pedestrian Facilities. Specific guidelines are highlighted
below as they are applicable for the potential strategies
recommended in the following pages. In addition,
they can provide guidance when updating existing San
Antonio design manuals.

Mobility 2040 includes the goal of enhancing
the pedestrian experience by “incorporating
pedestrian design enhancements such as
landscape buffers, lighting, shade, and street
furniture.” - Objective 2.3, Mobility 2040

23% of respondents to the San Antonio
Pedestrian Plan survey, when asked “What
factors make walking the San AntonioBexar County region difficult?”, answered
“Insufficient
separation
between
sidewalks and traffic.”

Sidewalk Width
AASHTO recommended sidewalks widths include:
•
•

6 to 8 feet along arterials (not in central business
districts).
5 feet along collector roads.

Buffer Width
Per AASHTO, “providing a buffer can improve pedestrian
safety and enhance the overall walking experience.
Buffer width is the distance between the sidewalk and
the adjacent roadway.” (3.2.4) On-street parking or bike
lanes can also act as a sidewalk buffer.
AASHTO recommended buffer widths include:
•
•
•

6 foot buffers in areas where there is no on-street
parking or bike lane.
5 to 6 foot buffers on arterial or major streets.
2 to 4 foot buffers on local or collector streets.

Sidewalk with landscaped buffer on wide roadway

“Where a driveway crosses a sidewalk, the
driveway must conform in width, cross
slope, and grade to the design requirements
for sidewalks in order to maintain accessibility
for pedestrians with disabilities. ….planting
buffer strips can greatly improve the safety of
driveway access areas for both the pedestrian
and motorist. Wide planting strips allow
more turning area for entering and exiting
vehicles. Placing the driveway slope in the
planting strip provides a continuous level
walkway.” AASHTO Guide for the Planning,
Design, and Operation of Pedestrian Facilities,
July 2004 (3.2.6)

City of San Antonio Pedestrian Study
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Additional Design Guidance
AASHTO does not provide the only guidance for best
practices in pedestrian design. In addition to cities and
states providing innovative new design documents, the
following are recommended resources:
ITE Guide
“In 2010, FHWA supported production of the ITE
Guide Designing Walkable Urban Thoroughfares:
A Context Sensitive Approach. This guide is useful
in gaining an understanding of the flexibility that
is inherent in the AASHTO “Green Book,” A Policy
on Geometric Design of Highways and Streets. The
chapters emphasize thoroughfares in ‘walkable
communities’ - compact, pedestrian-scaled villages,
neighborhoods, town centers, urban centers, urban
cores and other areas where walking, bicycling and
transit are encouraged. It describes the relationship,
compatibility and trade-offs that may be appropriate
when balancing the needs of all users, adjoining land
uses, environment and community interests when
making decisions in the project development process.”15
NACTO Guide
Another resource is the National Association of
City Transportation Officials’ (NACTO) Urban Street
Design Guide, which was released in 2013. While the
aforementioned guides provide a general discussion of
street design in an urban context, the Urban Street Design
Guide “emphasizes city street design as a unique practice
with its own set of design goals, parameters, and tools.”

A human-scale pedestrian plaza in the Pearl Brewery District

“DOT encourages transportation agencies to
go beyond the minimum requirements,
and proactively provide convenient, safe,
and context-sensitive facilities that foster
increased use by bicyclists and pedestrians
of all ages and abilities, and utilize universal
design characteristics when appropriate.”
USDOT, 2010 Policy Statement of Bicycle and
Pedestrian Accommodation Regulations and
Recommendations

It provides strategies and tools for creating “complete
streets” to better accommodate all users, which
individual cities can tailor to meet particular situations.
Specifically, it outlines guidelines for lane widths,
sidewalks, landscaping, intersection design, crosswalks,
and design speed, among others. Many of the treatments
in the NACTO Guide are compatible with the AASHTO
Pedestrian Guide and demonstrate new and innovative
solutions for the varied urban settings across the country.
The NACTO Guide was endorsed by FHWA; the Urban
Land Institute; the Association of Bicycle & Pedestrian
Professionals; several states, including California,
Colorado, Delaware, Massachusetts, Minnesota,
Tennessee, Utah, and Washington; and numerous
cities, including Austin, Boston, El Paso, Minneapolis,
New York, Oakland, Philadelphia, Portland, Seattle, and
Washington D.C.
2-10

Example of a complete street in downtown San Antonio with wide
sidewalks to accommodate pedestrians
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Prioritizing Pedestrian Areas
Walking is our oldest form of transportation and
even today, every trip begins and ends with walking.
It has been found that when safe and comfortable
pedestrian facilities are provided, people are more
likely to walk more often and walk further. In order
to prioritize future planning, design, funding and
implementation, it is useful to consider establishing
a prioritization system based on pedestrian demand.
The term “pedestrian demand” refers to the level of
pedestrian activity an area would expect if facilities
were in place to provide a safe and comfortable
pedestrian environment. In some cases, there may
be a lack of people walking because of a lack of
infrastructure, such as sidewalks or crosswalks. In
other cases, there may be a lack of people walking
because existing sidewalks are difficult to use or feel
unsafe due to their being too narrow, too close to a
busy roadway, or in a state of disrepair. Creating a
prioritization system assists in directing design efforts
and funding towards areas which are likely to see
the highest increase in pedestrians once facilities are
installed or upgraded. These areas are prioritized
based on factors such a proximity to schools,
neighborhoods, jobs, and cultural institutions as well
as areas where walking may be the preeminent mode
of travel for socioeconomic reasons.

•

Attractors – Pedestrian demand is also affected by
the location and accessibility of key destinations
for residents, workers, and visitors. Comments from
the community collected via an interactive map
and transit locations were also included in this
category. The full list includes:
– tourist destinations
– historic landmarks
– hospitals
– libraries
– major employers
– military facilities
– universities

•

– multi-use paths and
park trails
– parks and greenways
– public comments
received via
crowdsourcing map
– VIA transit stops

Safety – This category included measures affecting
the comfort and safety of pedestrians. The data
used in the analysis included:
– pedestrian crash density
– average annual daily traffic (AADT)
– block area/size
– public comments received regarding barriers to
mobility

Data Analysis
For this study, data from the U.S. Census, the City
of San Antonio, and the Alamo Area Metropolitan
Planning Organization were reviewed. Twenty eight
indicators were selected and consolidated into three
main categories, which included:
•

Demographics – Pedestrian demand is
driven by where people work and live. Higher
pedestrian activity is also seen in places with
high concentrations of dependent populations
(i.e., children and senior citizens), and by the
concentration of residents without a car. This
category includes the following data elements:
– employment density
– population density
– population under the
poverty line
– rates of residents
with disabilities

Pedestrian zone at Main Plaza in downtown San Antonio

– senior population
density
– transit mode share
– walk mode share
– density of zero-car
households
City of San Antonio Pedestrian Study
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Prioritization Process

DEMOGRAPHICS

Methodology
A series of maps were constructed using the factors
identified above to understand which parts of the City i)
may expect the most pedestrian traffic; ii) have the need
for improved pedestrian infrastructure, and iii) could
be prioritized for increased funding and pedestrian
friendly infrastructure. The following process explains
the methodology:
1. Each data factor was weighted based on previous
research on pedestrian comfort.
2. Weighted scores were combined to create an
aggregated score and then mapped to create the
final map presented below.

ATTRACTIONS

SAFETY

GAP
ANALYSIS

FINAL
PRIORITIZATION
FINAL
DEMAND
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The final map is shown on page 2-13 and on the maps
introducing each section. They display the areas of
the City where increased funding and improvements
to the pedestrian network should be considered to
help provide safer and more comfortable pedestrian
facilities.

CITY OF SAN ANTONIO PEDESTRIAN STUDY

Oveall Prioritization Map

PRIORITY

City of San Antonio Pedestrian Study
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Pedestrian Priority Study Areas
The study team met with representatives from the City
of San Antonio to review the map of the City and areas
prioritized for pedestrian-focused investments. Specific
corridors were selected for an evaluation of challenges,
opportunities, and the development of potential
strategies for improvements.
The review of each selected area included a field
assessment of sidewalk widths; buffer widths; shade;
lighting; ADA-compliance of curb ramps; crosswalk
markings; pedestrian countdown signals; driveways;
and sidewalk obstructions. Fieldwork findings were
photographed and entered into ArcGIS.
The data collected was reviewed, and potential
strategies and alternatives, based on need, cost, and
ease of implementation, are provided in the following
pages. These strategies are purely conceptual and
provide high-level suggestions that may provide for a
safer and more enjoyable pedestrian experience. All
strategies shown are based on current conditions and
will need to be evaluated through further engineering
and traffic studies.
Potential strategies are provided on a tiered basis with
the following general guidelines:

Example of pedestrian refuge island and bulb out.
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Tier 1: Short term strategies focused on easy-toinstall facilities
Types of strategies for consideration include:
•

Reduce posted speed limit. Higher vehicular
speeds make roadways more difficult to cross, and
pedestrians feel less comfortable walking along
them.

•

Repair existing sidewalks. Repairing and replacing
sidewalks provide a safer, more comfortable
pedestrian environment.

•

Remove unused driveways. Driveways create
conflict points between vehicles and pedestrians on
the sidewalk. Reducing driveways where possible
creates a safer and more comfortable pedestrian
environment.

•

Install crosswalks. Thick
white stripes
communicate to drivers that pedestrians should be
expected.

•

Install pedestrian refuge islands. Refuge islands
create a safe and comfortable place to wait while
crossing a roadway.

•

Restrict vehicular right turn on red signal.
Reducing or eliminating right turn on red at
intersections with significant pedestrian volumes
can create a safer pedestrian environment.

CITY OF SAN ANTONIO PEDESTRIAN STUDY

Tier 2: Long term strategies focused on fairly easy to
install facilities
Types of strategies for consideration include:
•

Install new sidewalk in existing right-of-way.
In locations where sidewalks do not exist or are
too narrow, sidewalks should be installed and/or
widened.

•

Add bulb-outs. Bulb-outs are extensions of the
sidewalk at intersections that make pedestrians
more visible to drivers and reduce the roadway
crossing distance for them.

•

Implement a lane diet. A lane diet reduces the
width of each lane. Research shows that lane diets
reduce motorist speeds and the severity of crashes.

•

Implement a road diet.* Road diets reduce the
number of lanes on roadways with limited vehicular
traffic, making the roadway available for other users
such as bicyclists.

Tier 3: Long term strategies that may require
significant road reconstruction
Types of strategies for consideration include:
•

•

•

Install
signal,
High-Intensity
Activated
Crosswalk (HAWK), or Rapid Flash Beacon.
Signals, HAWKs, and beacons use bright lights to
communicate to drivers that pedestrians wish to
cross, and have a higher driver compliance rate.
Rebuild roadway with 6 foot landscaped
buffer and 6 to 8 foot sidewalk. Landscaped
buffers between the roadway and sidewalk can
accommodate trees that provide shade and
create a safer and more comfortable environment
for pedestrians. Six foot buffers and 6 to 8 foot
sidewalks are the recommended standard along
main arterial roadways.**
Install medians. In all cases shown in this
document, medians should be considered where
feasible. Medians help channel vehicular turning
movements and provide a more predictable and
comfortable environment for both vehicles and
pedestrians.

The following pages provide an overview of the
corridors assessed for each area as well as potential
strategies for pedestrian-related improvements. These
strategies may also be appropriate for other areas of
San Antonio.

High-Intensity Activated Crosswalk in Washington, DC

* Each roadway should be evaluated through
a traffic study. For the purposes of this report
conceptual strategies were made based on the
following general guidelines for the existing ADTs
on the roadways reviewed:
- up to 20,000 vehicles per day - 3 lane road (one
through lane in each direction with a center turn lane)
- up to 35,000 vehicles per day - 5 lane road (two
through lanes in each direction with a center turn lane)
- up to 50,000 vehicles per day - 7 lane road (three
through lanes in each direction with a center turn lane)

** Per the American Association of State and
Highway Officials (AASHTO), A Policy on the
Geometric Design of Highways and Streets (Green
Book), 2011

City of San Antonio Pedestrian Study
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Potential Strategies
Short-term strategies include replacing or installing ADA
compliant curb ramps and replacing the sidewalk on
the south side of the street. Longer-term actions may
include rebuilding the northern sidewalk to include a
buffer. A review of all driveways with the College and

W ASHBY

KS

Challenges
This low-volume low-speed street can provide excellent
pedestrian and bicycle accommodations. Existing
sidewalks are in poor condition. There are a number of
driveways that create conflicts for pedestrians. Some
appear not to be in use. All driveways should be reviewed
with the College or property owners and closed or
narrowed where possible. The existing 3-foot sidewalk
should be widened to better accommodate pedestrians.
The north side sidewalk should be rebuilt with a buffer.
There appears to be 12 feet of public property behind
the curb line to accommodate this.

W WOODLAWN
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ER
ED
FR

Current Conditions
Evergreen Street partitions San Antonio College from
the adjacent residential neighborhood. An 8-foot
landscaped buffer and a 6-foot sidewalk have been
installed as part of new construction between N. Main
Avenue and Howard Street. On the north side (between
Howard and San Pedro Streets), much of the sidewalk
has been built along the curb, with no buffer. On the
south side, there is a generous 8-foot landscaped buffer;
however, the sidewalk is in a poor state of repair and only
3 feet wide, which may not comfortably accommodate
neighborhood and student use. The speed limit is
posted at 30 mph. The street is 24-feet wide with two
12-foot lanes.

SAN PEDRO AVE

Evergreen Street

T
W MAR0TIN ST 0.3
0.6 MILES
E PECAN ST

§
¨
37

Focus Area

other property owners could be implemented to
determine whether any driveways can be closed,
narrowed, or shared. There appears to be 12 feet
of public property behind the curb line that may
accommodate adding a buffer between the street
pavement and the sidewalk if the sidewalk were to
be rebuilt on the north side.“
TABLE 2.1 STREET CHARACTERISTICS
Evergreen Street
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Existing sidewalk in need of repair and widening on the south side
of Evergreen Street

3 to 6
24
30
n/a
2
12
Residential/Educational

*Source: Fieldwork and TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset
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Sidewalk on the north side of Evergreen Street with no buffer between
the sidewalk and roadway

Sidewalk as part of new construction on Evergreen Street with
a wide landscaped buffer

TABLE 2.2 POTENTIAL STRATEGIES*
Tier 1
•
•

Reduce posted speed to 25 mph.
Upgrade all curb ramps to meet ADA standards.
Tier 2

•

On the north side, where trees are not present,
remove and reinstall sidewalk with 5-foot
sidewalk adjacent to 6 foot tree buffer.
Tier 3

•

•

•

On the north side, where trees are present,
remove and reinstall those sections of sidewalk
as a 5-foot sidewalk adjacent to a 6-foot tree
buffer.

Example intersection on Evergreen Street

Replace existing sidewalk on the south side with
minor widening from 3 to 5-feet. Install street
trees.
Remove unused driveways and impervious
asphalt on the north side at “Faculty/Staff Lot
30” and install street trees.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.
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Driveway on Evergreen Street
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West Ashby Place
Current Conditions
West Ashby Place bounds San Antonio College and the
adjacent residential neighborhood and is narrow for
most of its length in the study area. Sidewalks range from
3 to 4-feet, most frequently with no buffer. There were
up to eight sidewalk obstructions (light poles, etc.) per
block and up to four driveways creating sidewalk widths
and cross-slopes that do not meet ADA guidelines. The
street width is 42 feet including two travel lanes, two
parking lanes, and bike lanes for half of the study area.
The posted speed is 30 mph.
Challenges
Existing sidewalks are narrow and do not meet current
ADA-guidelines for accessibility. Due to the limited rightof-way, on-street parking may need to be eliminated
from at least one side of the street in order to widen the
sidewalk. Alternatives include acquiring right-of-way
or easements from abutting property owners. Existing
retaining walls and topography are other challenges to
be considered if the right-of-way were to be expanded.

Existing 3-foot wide sidewalk on the north side of West Ashby
Place with multiple obstructions

Potential Strategies
Short-term actions can include reducing vehicle
speeds, including bulb outs and marking crosswalks
at intersections to increase the safety of pedestrians
crossing to the college campus. The long-term strategy
is a streetscape reconstruction that widens sidewalks.

South side sidewalk on West Ashby Place

TABLE 2.3 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

West Ashby Place
3 to 4
42
30
n/a
2
21
Residential

*Source: Fieldwork and TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
Pedestrian obstructions at the intersection of West Ashby Place
and West Main Street

City of San Antonio Pedestrian Study
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West Ashby Place Existing Typical Street Section showing a 48 to 50-foot cross section (bike lane not shown)

TABLE 2.4 POTENTIAL STRATEGIES*
Tier 1
•
•

Reduce posted speed to 25 mph.
Mark crosswalks at existing intersections.

•

Tier 2
Add bulb-outs and upgrade accessible ramps at
Belknap Place and Lewis Street.

•

Tier 3
Remove parking on one side of the street. Widen
sidewalks to 5-feet and add tree buffers on both
sides of the street.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Intersection of West Ashby Place and Belknap Place
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Sidewalk with small buffer on West Ashby Place

Intersection along West Ashby Place

CITY OF SAN ANTONIO PEDESTRIAN STUDY

North Main Avenue
Current Conditions
North Main Avenue serves as the small-scale retail
corridor for the college and adjacent neighborhood.
Sidewalks exist on both sides of the street and are often
shaded with street trees. Sidewalk widths range from
3 and 8-feet and typically have no buffer from adjacent
traffic. There are up to eight obstructions (telephone
poles, etc.) and up to 17 driveways per block creating
conflicts for pedestrians. In many locations, as driveways
cross the sidewalk, cross-slopes are steep and may not
meet ADA guidelines. In many locations the sidewalk
itself has been turned into diagonal private parking.
There are a number of intersections, though many lack
curb ramps and crosswalk markings. The speed limit is
posted at 30 mph. The roadway is 40-feet wide with four
lanes and handles about 11,000 AADT*.

Narrow sidewalk lined with retail establishments against a wide
roadway on North Main Avenue

Challenges
The corridor already has a significant number of
pedestrians. The public right-of-way is narrow and mostly
used for vehicular traffic. In many locations, there are
continuous conflict points where the sidewalk is crossed
by access to perpendicular parking spaces for individual
businesses. AADTs for the street are low and do not
warrant 4 lanes of through traffic. Initial steps towards
a streetscape redesign could include the removal of one
lane and the inclusion of bicycle facilities. On-street
parallel parking could be incorporated as businesses
agree to restrict vehicles parking to the roadway.
Potential Strategies
Short-term strategies focus on reducing speeds,
enhancing crosswalks, removing driveways where
possible with a possible road diet. Long-term strategies
focus on a new streetscape plan.

Parking across sidewalk on North Main Avenue

TABLE 2.5 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

North Main Street
3 to 8
40
30
11,000
4
10
Residential/Commercial

*Source: Fieldwork and TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

Sidewalk with new construction on North Main Ave

City of San Antonio Pedestrian Study
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North Main Avenue Existing Street Section showing a 46 to 56-foot cross section.

TABLE 2.6 POTENTIAL STRATEGIES*
Tier 1
•
•
•

Reduce posted speed to 25 mph.
Add high visibility crosswalks at all intersections.
Add street trees in buffer between Dewey and
Courtland Place

•

Tier 2
Close curb cuts where possible.

•

Close one lane of traffic and add bike lanes

•

•

Tier 3
Implement a road diet. Reduce roadway to one lane
in each direction. Where existing businesses agree to
eliminate sidewalk parking, add on-street parking.
Add a bike lane southbound and a buffered bike lane
(between the curb and parked cars/landscaping)
northbound.

Diagonal parking across sidewalk on North Main Avenue

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential North Main Avenue showing a 66 foot cross section

2-22

CITY OF SAN ANTONIO PEDESTRIAN STUDY

San Pedro Avenue
Current Conditions
San Pedro Avenue serves as a north-south Primary
Arterial Type B flanking the college. Sidewalks ranging
from 4 to 10 feet line both the east and west sides;
however, with few exceptions there are no landscaped
buffers and the sidewalks are at the edge of the ROW line.
Some shade is provided by street trees and there is some
pedestrian lighting. There are up to nine driveways per
block, creating conflict points for pedestrians; however,
other obstructions (telephone poles, etc.) are limited.
The roadway is 55-feet wide with four lanes and a center
turn lane. Near W. Park Ave the street further widens.
Where driveways do exist, they may be excessively wide
or the sidewalk has become pull-in parking. The avenue
handles about 22,000 AADT*. The speed is posted at 40
mph.

Narrow sidewalks without a buffer from traffic with potential
space for a road diet on San Pedro Ave

Challenges
The existing right-of-way is limited and sidewalks do
exist but are narrow and do not include a buffer.
Potential Strategies
Short-term strategies could focus on reducing vehicular
speeds and establishing more opportunities for safe
crossings. Potential longer term actions include a road
diet. AADTs of 22,000 can often be accommodated
efficiently on a three-lane roadway. The extra space can
be allocated to bicycle facilities and in time, enhanced
pedestrian areas.

Pedestrian crossing mid-block to catch the bus on San Pedro
Avenue

TABLE 2.7 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

San Pedro Avenue
4 to 10
55
40
23,000
5
11
Educational/Parkland

*Source: Fieldwork and TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
Wide driveway creating steep cross-slope along the sidewalk
on San Pedro Avenue

City of San Antonio Pedestrian Study
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San Pedro Avenue Existing Street Section showing a 52 to 64-foot cross section

TABLE 2.8 POTENTIAL STRATEGIES*
Tier 1
•
•
•

Reduce posted speed to 30 mph.
Mark crosswalk at Courtland Pl.
Install pedestrian refuge islands (6-feet wide) on Park
Ave., W. Myrtle St., Dewey Pl., and Courtland Pl.
Tier 2

•

Implement a road diet by reducing the number of
lanes to 3 through lanes and 1 center turn lane.

•

Add bike lanes on each side of the street.
Narrow buffer between sidewalk and street. Pedestrians cross
mid-block.

•
•
•

Tier 3
Reconstruct curbs on both sides to install landscape
buffers (6 feet) and sidewalks (6-8 feet).
Implement a road diet by reducing the number of
lanes.
Add bike lanes on each side of the street.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential San Pedro Avenue Potential Street Section reconfigured with a 75 to 79-foot cross section
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Rittiman Road

Potential Strategies
Potential strategies for pedestrian improvements focus
on reducing speeds and adding median islands coupled
with new signals, HAWKs, or Rapid Flash Beacons to
provide additional crossing opportunities. Long term
actions for consideration focus on using existing ROW
or acquiring easements to install widened sidewalks
buffered from traffic by landscaped areas. Additionally,
existing driveways and curb cuts should be reviewed and
closed or narrowed where possible to reduce conflicts
with pedestrians.
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Challenges
There are a number of pedestrians and bicyclists who
travel along and across Rittiman Road to go to work and
purchase food and goods sold at retail outlets along
the corridor. Due to the amount of traffic and the high
percentage of truck traffic, reducing the number of
lanes or the width of lanes is difficult. The multitude of
driveways creates conflicts between pedestrians and
vehicles along the sidewalk. In addition, the multitude of
driveways increases use of the center-turn lane, making it
less available for pedestrian refuge islands. Limited ROW
reduces the possibility of increasing sidewalk widths
and installing landscaped buffer areas. Long distances
between signalized intersections encourage mid-block
crossings or may discourage pedestrians altogether.

EISENHAUER RD
FRATT RD

Current Conditions
Rittiman Road between Interstate 35 and Fratt Road is
primarily industrial in nature and serves as a major eastwest route while also providing access to Interstate 35.
It is classified as a Secondary Arterial Type A. Sidewalks
generally exist on both sides of the street varying in width
between 4 and 8 feet. The sidewalks offer no separation
from adjacent vehicular traffic and are generally neither
shaded nor well-lit. Additionally, each block contains
between 2 and 20 driveways, creating conflicts between
vehicles and pedestrians. The roadway includes five 12foot lanes, including a center turn lane. The properties
in the study area are primarily warehouses serving HEB
Grocery Company, Federal Express, and other logistics
companies and large trucks make up a large percentage
of the vehicular traffic. Major intersections are signalized
with high-visibility crosswalks and upgraded curb
ramps, with the exception of the intersection with Fratt
Road; however, signalized intersections are located at ¼
to ½ mile distances.

0.6 MILES

Focus Area

TABLE 2.9 STREET CHARACTERISTICS
Rittiman Road
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

4 to 8
67
40
~36,000
5
12
Industrial/Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset
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Rittiman Road Existing Typical Street Section showing a 70 to 74-foot cross section

TABLE 2.10 POTENTIAL STRATEGIES*
Tier 1
•
•

Reduce posted speed to 30 mph.
Reduce the number of curb cuts, where possible.

•

Tier 2
Reconstruct or install sidewalks (6 to 8-feet) with
landscaped buffers (6-feet), in areas where currently
feasible.

•
Without a sidewalk buffer, even motorists feel uncomfortable
and move way from pedestrians traveling along Rittiman Road

•
•
•
•
•

•

Existing sidewalks on Rittiman Road

Tier 3
Work with property owners to establish a pedestrian
easement so that a sidewalk can be built where there
is not enough right-of-way.
Install new pedestrian crossing between I-35 and
Goldfield (new signal, HAWK, or Rapid Flash Beacon).
Install new traffic signal at Thornwood Road.
Plant tree canopy to provide shade from heat and
elements.
Enhance sidewalk lighting.
Rebuild intersection of Rittiman and Fratt Roads and
increase sidewalk widths, install buffer areas, and
upgrade curb ramps to meet current ADA guidelines.
Install center median where possible and add midblock marked crosswalks.

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design;
public and lead agency (city, county, or state) input; and should
be reviewed for compliance with federal, state and local
guidelines, standards and policies before implementation.
Detailed right-of-way information was not evaluated as part
of this project.

City of San Antonio Pedestrian Study

2-27

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

Fratt Road
Current Conditions
Fratt Road serves as a minor north-south connector,
with industrial uses at either end of its one-mile length
and residential neighborhoods in the center. A sidewalk
of 1,000 feet is provided on the southern industrial end
on both sides of the street; though, most of the sidewalk
is not buffered from traffic and multiple driveways (4
to 20 per block) create conflict points for pedestrians.
The parcel in front of the HEB distribution center has a
sidewalk separated from the roadway and lined with
trees. There are no sidewalks on either side of the
roadway next to the residential areas. The roadway
widens from 2 lanes to 4 lanes and from 26 to 60 feet in
width at the intersection with Rittiman Road.
Challenges
Enhancing Fratt Road with pedestrian facilities could
improve pedestrian access and safety between the
residential neighborhoods and jobs and services along
the industrial and retail corridor of Rittiman Road. The
widened intersection at Rittiman Road adds to pedestrian
crossing distances. Posted roadway speeds of 40 mph
create unsafe walking conditions and a lack of sidewalks
discourages walking. The wide ROW and adjacent utility
corridor provide an opportunity for sidewalks separated
from the roadways or a shared-use-path.
Potential Strategies
Short term actions focus on decreasing speeds,
upgrading existing curb ramps and reducing driveways
along the corridor. Long term strategies for consideration
include installing a sidewalk or a shared-use-path along
the entire length of the corridor using existing ROW or
an adjacent utility corridor.
Other: Waterways in the vicinity of the project area
should be reviewed for additional opportunities to
develop a network of shared-use-paths connecting
neighborhoods to job centers.

Wide curb radii with landscaped buffer next to HEB Grocery
distribution center on east side of Fratt Rd.

Intersection of Center Park Boulevard and Fratt Road

TABLE 2.11 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Fratt Road
4 to 6
26-60
40
~8,500
2-4
15
Industrial/Residential

Source: Fieldwork and *TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset

2-28

CITY OF SAN ANTONIO PEDESTRIAN STUDY

Tier 2

Tier 2

Tier 3

Typical Illustrative Section - Potential Fratt Road Reconfiguration

TABLE 2.12 POTENTIAL STRATEGIES*
Tier 1
•
•
•

Reduce posted speed to 30 mph.
Reduce the number of curb cuts, where possible.
Repair/install curb ramps at Center Park Boulevard

•

Tier 2
Install sidewalks (5 feet) with landscaped buffers (6
feet) from Center Park Boulevard to Rittiman Road.

•

•

Tier 3
Coordinate with utility to construct shared use path
from Village View to Village Lawn (consider building
to Rittiman Road).
Use existing stream/waterway buffer areas to build
additional trails.

Existing sidewalk on west side of Fratt Road

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design;
public and lead agency (city, county, or state) input; and
should be reviewed for compliance with federal, state and local
guidelines, standards and policies before implementation.
Detailed right-of-way information was not evaluated as part of
this project.

Opportunity for a shared-use path in utility corridor along east
side of Fratt Road

City of San Antonio Pedestrian Study
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Military Drive
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Current Conditions
Military Drive serves as a major east-west Primary Arterial
Type A with commercial activity lining its north and south
sides. The corridor has variable 3 to 6-foot sidewalks on
long blocks that offer no buffered separation from traffic
with little or no tree coverage.

S ST

PLEASANTON RD

W HUTCHINS PLACE

COMMERCIAL AVE

Potential Strategies
Because the existing pedestrian cycle at the intersection
of Military and Pleasanton is not long enough for a person
with disabilities to cross the street, a re-configuration of
the timing should be considered. Mid-block crossings at
the study area boundaries to increase connectivity should
also be considered. A road diet to reduce the number of
lanes from seven to five should be studied. Sidewalks
and landscape buffers should be added. As a long-term
project, the tree canopy should be increased to provide
shade for pedestrians from the heat.

SW MILITARY DR

ORE
S FL

Challenges
A large number of driveways exist creating pedestrian
conflicts. Some driveways are excessively wide. Many
sidewalks at the driveways experience steep crossslopes. The roadway includes seven 12-foot lanes,
including the existing center lane and small three to
four foot concrete islands that offer pedestrians some
respite, though five-feet is the minimum width of an
ADA-compliant pedestrian island. Other pedestrian
obstructions include utility posts and curb ramps which
are missing truncated pedestrian dome plates. The
posted speed limit is 40 mph but perceived speed feels
higher due to a lack of separation between motorists
and pedestrians.

0

0.3

0.6 MILES

Focus Area

TABLE 2.14 STREET CHARACTERISTICS
Military Drive
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
S u r r o u n d i n g
Development Type

3 to 6
84
40
30,000
7
12

Obstructions on sidewalk along Military Drive

Industrial/Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study

2-31

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

Miliary Drive Existing Typical Street Section showing a 90 to 96-foot cross section

TABLE 2.15 POTENTIAL STRATEGIES*
Tier 1
•
•

•
•
•

•
•
•

Increase signal timing for pedestrian cycles at
intersection of Military and Pleasanton
Install mid-block crossings at eastern and
western study area boundaries to provide
increased connectivity
Tier 2
Lane diet - through lanes should narrow to 11
feet and turning lane should become 10 feet
Use additional space to provide buffer from
traffic on both sides
Build ADA-compliant curb ramps on various
street crossings
Tier 3
Road diet from 7 to 5 lanes
Install 6-8 foot sidewalks on both sides and 6 foot
buffers
Plant tree canopy to provide shade from heat

Typical sidewalk segment on Military Drive

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Military Drive configured withg a 90 to 94-foot cross section
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Pleasanton Road
Current Conditions
Pleasanton Road is a mixed-use commercial and
residential corridor. It is classified as a Secondary Arterial
Type A and Type B, south and north of the intersection
with Military Drive. It serves as a corridor that includes
variable 4 to 5 foot sidewalks with small tree coverage to
the north. The northern boundary of the study corridor
includes Harlandale High School.
Challenges
While there are only four lanes of traffic at 11 feet each
and the existing posted speed limit is 35 mph, the
perceived speed limit was higher due to the lack of
separation between pedestrians and motorists. The
corridor also includes a number of power lines that act
as choke points/obstructions to the sidewalk circulation
due to the existing width of the posts. Lighting on the
corridor was focused on motorists.

Existing sidewalk conditions along Pleasanton Rd. present
obstructions for people with disabilities

Potential Strategies
Potential actions include implementing a road diet to
reduce the number of lanes from four to three and using
the reclaimed space to install six to eight foot sidewalks
with six foot buffers on both sides. Additionally, high
visibility pedestrian crossings should be installed at the
intersections with Gerald, Pyron, and Dickson Avenues.

TABLE 2.16 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
S u r r o u n d i n g
Development Type

Existing power line on sidewalk acts as major barrier for
pedestrians by reducing the effective width of the sidewalk to
less than two feet on Pleasanton Rd.

Pleasanton Road
4 to 5
44
35
18,000
4
11
Industrial/Commercial/
Residential

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

Typical intersection on Pleasanton Road
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Pleasanton Road Existing Typical Street Section showing an 85 to 87-foot cross section

TABLE 2.17 POTENTIAL STRATEGIES*
Tier 1
•

•
•
•

•
•

Install high visibility pedestrian crossings at Gerald,
Rosebud, Mayfield, Kendalia, and Dickson Avenues.
Tier 2
Install mid-block crossing at intersection of Rosebud
Lane connecting to High School
Install Rapid Flash Beacon and actuated pedestrian
indicators.
Based on AADT counts, a road diet could be
implemented, leaving space for bike lanes that can
serve as buffers for pedestrians.
Tier 3
Plant tree canopy to provide shade from heat and
elements.
Include ADA-compliant pedestrian signal indicators
at Gerald, Pyron, and Dickson Avenues.

Sidewalk with landscaped buffer along Pleasanton Road
providing separation between vehicles and people walking

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Pleasanton Road configured with a 68 to 72-foot cross section
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Military Drive

HW

Y

W SOUTHCROSS BLVD

SO
M

ER
SE

TR

D

81
£
¤

SR

D

SW MILITARY DR

IH

35

ES
CC
A
S

W HUTCHINS PLACE

§
¨
35

0

S ZARZAMORA

Potential Strategies
The existing speed limit should be reduced to 35 mph in
addition to restriping high visibility crosswalks on major
intersections at Zarzamora, Somerset and Barlite Streets.
Long-term strategies include implementing a road diet
to decrease the number of lanes from seven to five, and
reconstructing the existing sidewalks to include a six to
eight foot sidewalk and six foot buffer. Finally, existing
curb ramps should be retrofitted to be ADA compliant
and street trees planted to provide shade from the heat.
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PALO ALTO RD

Challenges
The retail along this corridor attracts pedestrians;
however, the sidewalk’s proximity to high speed
vehicles and surface parking lots create an unpleasant
environment. There is not a lot of public property behind
the curb line for expanding sidewalks and installing a
buffer. However, the existing AADT does not necessitate
a seven lane road and a road diet is possible.
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Current Conditions
Military Drive is an east-west Primary Arterial Type A
lined by large parking lots surrounding large-scale retail.
The corridor has 4 to 5 foot sidewalks on long blocks that
offer no buffered separation from traffic which includes
seven 12 foot lanes. The posted speed limit is 40 mph.
A large number of driveways exist creating pedestrian
conflicts. Other pedestrian obstructions include utility
posts and non-ADA compliant curb ramps.

0.3

0.6 MILES

Focus Area

TABLE 2.18 STREET CHARACTERISTICS
Military Drive
Sidewalk width (ft)
4 to 5
Street width (ft)
84
Speed limit (mph)
40
Traffic Counts (AADT)*
35,000
Number of lanes
7 (including center turn lane)
Lane Width (ft)
12
S u r r o u n d i n g
Commercial
Development Type
Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
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Missing sidewalk on southern side of Military Drive
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Military Drive Existing Typical Street Section showing a 94 to 96-foot cross-section.

TABLE 2.19 POTENTIAL STRATEGIES*
Tier 1
•

•

•
•

•

•
•

Re-stripe high visibility crosswalks on major
intersections at Zarzamora, Somerset and
Barlite.
Reduce posted speed to 30 mph.
Tier 2
Implement lane diet. Reduce lane widths to 11
feet. Reduce turning lane to 10 feet.
Utilize additional space from lane diet to provide
separated bicycle facilities with 8 foot bicycle
lanes and 2 foot horizontal buffers.
Include stop signs and advance stop bars at all
intersections.
Tier 3
Implement road diet to decrease number of
lanes from seven to five.
Reconstruct sidewalk. Install 6-8 foot sidewalks
on both sides and 6-foot buffers.

•

Build ADA compliant curb ramps on cross streets.

•

Plant street trees to provide shade from heat.

Existing obstructions for pedestrians on sidewalk along Military
Drive.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Military Drive reconfigured with an 80 to 84 foot cross-section.
City of San Antonio Pedestrian Study
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Zarzamora Street
Current Conditions
Zarzamora Street serves as a north-south Primary Arterial
Type A with commercial and residential activity. Around
22,000* motorists drive along this 7 lane street with 12
foot lanes. The corridor includes 0 to 5-foot sidewalks
with some major obstructions including utility poles.
Some sidewalks include 2 to 3-foot buffers on some
blocks. The posted speed limit is 35 mph.
Challenges
Most major street crossings have high-visibility crosswalk
markings that have faded away. Some include pedestrian
interval countdowns but the pedestrian cycles are not
long enough for pedestrians to cross. Most intersections
in the corridor include curb ramps without truncated
pedestrian dome plates, per ADA guidelines.

Existing crosswalk provides access to and from VIA Transit
stop on Zarzamora Street.

Potential Strategies
Short-term, traffic control devices (stop signs and
advance stop bars) should be installed, high visibility
crosswalks be restriped and ramps be reconstructed at
major intersections. Consideration should also be given
to reducing the posted speed limit to 30 mph. Longerterm strategies could focus on implementing a road diet
to decrease the width of each lane and the number of
lanes. With the additional space, the existing sidewalk
should be reconstructed to include six to eight-foot
sidewalks and six-foot buffers. Street trees should be
planted to provide shade from the heat.

TABLE 2.20 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
S u r r o u n d i n g
Development Type

Zarzamora Street
0 to 5
84
35
22,000
7 (including center turn lane)
12
Commercial/Residential

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
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Existing sidewalk does not provide enough space for
pedestrians to walk on eastern side of the street along
Zarzamora Street.
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Zarzamora Street Existing Typical Street Section showing an 84 to 94-foot cross section.

TABLE 2.21 POTENTIAL STRATEGIES
Tier 1
•
•
•

•
•
•

•
•
•

Reduce posted speed to 30 mph.
Install stop signs at all intersections along Zarzamora
Street.
Re-stripe high visibility crosswalks on major
intersections (Mayfield and Military).
Tier 2
Implement lane diet to reduce lane widths to 11 feet
with a 10-foot turning lane.
Utilize additional road widths to provide buffers on
street.
Include stop signs and advance stop bars on all
intersections.
Tier 3
Implement road diet to decrease number of lanes
from seven to five lanes.
Reconstruct sidewalk. Install 6 to 8 foot sidewalks on
both sides and 6-foot buffers.
Plant street trees to provide shade from heat.

Obstructions on existing sidewalk along Zarzamora Street.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project. .

Typical Illustrative Section - Potential Zarzamora Street reconfigured with an 80 to 84-foot cross section.
City of San Antonio Pedestrian Study
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Somerset Drive		
Current Conditions
Somerset Drive is a diagonal Secondary Arterial Type
A with commercial activity. This four lane street serves
around 18,000* cars per day and includes four to five
foot sidewalks without buffers, which increases the
perception of higher speeds. The posted speed limit is
40 mph along this 44-foot wide arterial.
Challenges
The existing right-of-way is narrow, requiring either
property acquisition or a road diet to provide for
sidewalks and landscape buffers. The speed limit is
high and motorists were observed traveling over the
limit, making walking conditions uncomfortable. Many
intersecting streets did not include any traffic control
devices, such as stop signs, making crossing difficult.

Existing sidewalk and buffer on Somerset Drive

Potential Strategies
A posted speed limit of 30 mph should be considered
and stop signs and advance stop bars should be installed
at all intersections along Somerset Drive. As a long-term
project, a road diet decreasing the number of lanes and
width of lanes should be considered. The additional
space could be used to reconstruct the existing sidewalk
to provide a 6 to 8 foot sidewalk and six foot buffers.

TABLE 2.22 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
S u r r o u n d i n g
Development Type

Somerset Drive
4 to 5
44
40
18,000
4
11
Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
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Conflict points and obstructions on sidewalk along Somerset
Drive.
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Somerset Drive Existing Typical Street Section showing a 52 to 54-foot cross section.

TABLE 2.23 POTENTIAL STRATEGIES
Tier 1
•

Reduce posted speed to 30 mph.

•

Tier 2
Include stop signs and advance stop bars at all
intersections along Somerset Drive.

•
•

Tier 3
Implement road diet to decrease number of lanes to
two 11 feet lanes and 10 feet turn lane.
Utilize additional space to reconstruct sidewalk and
install 6 - 8 foot sidewalks on both sides. Include six
foot buffers.

Existing intersection on Somerset Drive

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Somerset Drive reconfigured with a 58 to 62-foot cross-section.

City of San Antonio Pedestrian Study
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Commerce Street

Potential Strategies
Short-term strategies focus on replacing existing sidewalks
that have fallen into disrepair and planting street trees.
These sidewalks will encourage pedestrian use, reduce
illegal parking and the trees will provide shade and reduce
vehicle speeds. Longer-term strategies include providing
additional street crossings, narrowing lanes to reduce
speeds, and providing additional sidewalks and buffers.
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Challenges
The sidewalks on the southern side of Commerce Street
between San Augustine and San Gabriel are 5 feet wide
with a 7-foot buffer, though in very poor condition,
lacking street trees and slowly becoming encroached
upon by parked vehicles. Throughout the study area,
driveways and parking create conflicts with pedestrians.
In general, sidewalks exist and include buffer areas;
however they vary widely along the corridor. The
current right-of-way allows for enhanced sidewalks and
buffers. The roadway includes lanes that are wide and
may induce vehicle speeds over the posted 35 mph limit.
The AADT may allow for the reduction of lanes as well.
The compact and pedestrian nature of the surrounding
land use would suggest the need for additional street
crossings and reduced speeds.

CULEBRA R

S GENER

Current Conditions
Commerce Street serves as a major east-west route with
a mix of commercial businesses and residences. Large
retailers are predominately located near the intersections
of General McMullen Drive and 24th Street. Smaller
businesses (often residential conversions) and private
homes line much of the street and a dense residential
grid is located north and south of the corridor. Sidewalk
widths are between 2 and 5 feet wide, with very little
shade and often in very poor condition. There are up
to nine obstructions (driveways) and 16 conflict points
(telephone poles, etc.) per block. Some sidewalks are
buffered from the street by up to 7 feet while in other
areas there is no buffer. The roadway includes five 12foot lanes, including a center turn lane and a posted
speed limit of 35 mph. The functional classification is
Secondary Arterial A and Primary Arterial B, respectively
west and east of the intersection with General McMullen
Boulevard. Crosswalks parallel to Commerce Street are
unmarked and Commerce Street provides signalized
crossings on a limited basis.

0.3

0.6 MILES

Focus Area

TABLE 2.24 STREET CHARACTERISTICS
Commerce Street
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

2 to 5
68
35
20,000-30,000
5
12
Commercial/Residential

Source: Fieldwork and *TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset
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Commerce Street Existing Typical Street Section showing a 62 to 76-foot cross section

TABLE 2.25 POTENTIAL STRATEGIES*
Tier 1
•

Replace in kind sidewalks from San Augustine to
San Gabriel
Install street trees from San Augustine to San
Gabriel
Reduce posted speed limit to 30 mph
Reduce the number and width of curb cuts and
driveways, where possible.

•
•
•

•
•

•

Tier 2
Restripe roadway to narrow lanes (10 to 11 feet)
and widen bicycle facility
Add center median where feasible and provide
for mid-block crossings

Asphalt could be replaced here with landscaping and street trees at
this location along Commerce Street.

Tier 3
Rebuild curb on northern side to provide 5 foot
landscaped buffer and 6 to 8 foot sidewalks

Sidewalk area being used as a driveway for parking along
Commerce Street.

Sidewalk in poor condition and being used as a driveway on
Commerce Street.
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*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.
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General McMullen Drive
Current Conditions
General McMullen Drive is a major north-south Primary
Arterial Type A serving a mix of schools, large-scale retail,
offices, and neighborhoods. The corridor has variable
2 to 5 foot sidewalks with no buffered separation from
traffic and almost no shade. At up to six locations per
block, the sidewalks are obstructed (by light poles,
etc.) The sidewalks are in good condition and well-lit.
However, they are intersected by driveways at up to
16 locations per block, creating conflict points. About
half of the crosswalks are marked with high-visibility
crossings and curb ramps. The roadway includes seven
12-foot lanes, including a center turn lane and island.
The street is 82 feet wide with a posted speed of 45 mph.
Challenges
Existing development in this area is not dense; however,
schools, residential areas and retail attract pedestrians
to and along the corridor. The existing sidewalks are
narrow, further obstructed by poles and the lack of buffer
between fast moving traffic creates an uncomfortable
environment. The right-of-way appears to provide ample
opportunity to expand existing sidewalks. The posted
speed limit of 45 mph is high, creating unsafe conditions
for bicyclists. The width and number of lanes in relation
to the AADT provides an opportunity to both narrow
and remove existing lanes. The adjacent street grid
does not continue across the corridor, creating multiple
3-point intersections. Currently, there are few pedestrian
crossing areas, which could be accommodated using the
existing street width.
Potential Strategies
Speeds can be reduced by posting lower speed limits
and reducing lane widths. For short-term improvements,
adding buffered or separated bicycle facilities can
provide safe accommodation of cyclists while also
creating a buffer between pedestrians and vehicular
traffic. Adding additional pedestrian crossings can
connect exiting homes to shops, schools and playing
fields. Long-term strategies should focus on rebuilding
sidewalks without obstructions and buffered from
vehicular traffic by landscaping and shade-trees.

Driveway across sidewalk on General McMullen Drive.

Sidewalk adjacent to fast moving traffic feels unsafe
pedestrians walking along General McMullen Dr.

for

TABLE 2.26 STREET CHARACTERISTICS

Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

General McMullen
Drive
2 to 5
82
45
30,000
7
12
Commercial/Residential

Source: Fieldwork and *TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study
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General McMullen Drive Existing Typical Street Section showing a 90 to 96-foot cross section

TABLE 2.27 POTENTIAL STRATEGIES*
Tier 1
•

•

•

•

Reduce posted speed limit to 30 mph.
Tier 2
Restripe roadway to narrow lanes (10 to 11 feet) and/
or remove lane and add buffered/separated bicycle
facility.
Add pedestrian refuge islands (and Rapid Flash
Beacon, actuated pedestrian indicators, as needed)
at Faust Avenue and Dartmouth Street.
Tier 3
Reconstruct sidewalk. Install 6-8 foot sidewalks on
both sides and include 6 foot buffers

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design;
public and lead agency (city, county, or state) input; and
should be reviewed for compliance with federal, state and local
guidelines, standards and policies before implementation.
Detailed right-of-way information was not evaluated as part of
this project.

Narrow sidewalks obstructed by utility poles immediately
adjacent to heavy traffic on General McMullen Drive.

Typical Illustrative Section - Potential General McMullen Drive reconfigured with a 100-foot cross section.
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24th Street		
Current Conditions
24th Street serves as a minor north-south connection.
The segment from San Fernando to Commerce Street
serves predominately homes, the campus of Our Lady of
the Lake University, and through traffic to the Las Palmas
area to the south. The sidewalk is well lit with some tree
canopy to provide shade for pedestrians. Sidewalks are
between 4 and 5 feet wide, with no buffered separation
from traffic. There are two 11-foot lanes and a center
turn lane which is also landscaped and provides midblock crossings at two locations. Bicycle lanes are also
present. Intersections often have wide curb radii.
Challenges
The streetscape is new and well-tended. The right-ofway is narrow leaving limited space for an expanded
sidewalk or buffer between the sidewalk and the
roadway. Pedestrian push buttons are located at each
intersection and placed for easy access, but obstruct
pedestrian through movement. Driveways create crossslopes that are not ADA compliant. A wonderful shareduse-path is adjacent to the University, but ends abruptly.
Speed limits are posted at 30 to 35 mph which is high for
the adjacent land use.
Potential Strategies
Strategies for consideration focus on reducing posted
speeds to 25 mph and rebuilding sidewalks with a
landscaped buffer. This will provide a safer and more
comfortable environment for pedestrians as well as
allow sidewalks to meet ADA standards while crossing
driveways. It is also recommended that the intersecting
trail be redesigned to create a safer connection into the
University and streetscape.

Sidewalk on 24th Street

Sidewalk with driveway creating non-ADA compliant crossslope on 24th Street

TABLE 2.28 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

24th Street
4 to 5
45
30-35
13,000
3
11
Residential/Educational

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

Typical intersection on 24th Street

City of San Antonio Pedestrian Study
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24th Street Existing Typical Street Section showing a 43 to 45-foot cross section (bicycle lanes not shown)

TABLE 2.29 RECOMMENDATIONS*
Tier 1
•

Reduce posted speed limit to 25 mph.

•

Tier 2
Redesign trail to meet AASHTO standards (turn
radii, width, mid-block crossing).

•
•

Tier 3
Reconstruct sidewalk. Install 5-foot sidewalks
on both sides with 6-foot buffers.
Plant trees to provide shade from heat and
elements.
Typical cross street off of 24th Street

24th Street north of the University
*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.
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Sidewalk in front of homes along 24th Street
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Culebra Road
Current Conditions
Culebra Road is a commercial corridor surrounded by
residential communities. The corridor is also a major
cross-town Primary Arterial Type A, with an AADT of
41,000*. Sidewalks exist along both sides of the street,
are well-lit and in good condition. The sidewalks are 5
feet wide, with no shade, and no buffer between the
sidewalk and vehicular traffic. There are between three
and six driveways per block creating locations of conflict
and up to four sidewalk obstructions (telephone poles,
etc.) per block. There are six to seven 11-foot lanes
including a center turn lane. The speed limit is posted
at 40 mph. Signalized intersections with high visibility
crosswalks and pedestrian count-down signals are
frequent.
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Challenges
The corridor serves a high amount of vehicular traffic.
It is also the commercial center of the surrounding
neighborhoods attracting pedestrian and bicycle traffic.
The current sidewalks feel unsafe due to their proximity
to fast moving traffic. Numerous driveways create
additional conflict areas and create non-compliant
cross-slopes. Sidewalk widening is limited due to the
limited right-of-way. Roadway and lane narrowing is
possible due to the amount of vehicular traffic.
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Potential Strategies
Short-term actions focus on reducing vehicular speed
through new posted speed signs and roadway restripping. Longer-term actions for consideration should
focus on reconstructing the right-of-way to include wider
sidewalks and landscaped buffers.
TABLE 2.30 STREET CHARACTERISTICS
Culebra Road
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

5
66
40
41,000
6-7
11
n/a

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
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Existing bike lane provides some separation between
pedestrians and traffic on Culebra Road.
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Culebra Road Existing Typical Street Section showing a 87 to 89 -foot cross section (bike lanes not shown)

TABLE 2.31 POTENTIAL STRATEGIES*
Tier 1
•

•

•

Reduce posted speed to 30 mph.

Tier 2
Reconfigure the roadway through restriping
to include a 10-foot turn lane, 2 lanes in each
direction, and buffered bicycle facilities (to
create a buffer between pedestrians and
vehicles) as an interim solution until the roadway
can be reconstructed.

Tier 3
Implement a complete street design with
buffered or separated bicycle lanes, and
pedestrian facilities.

Existing sidewalks along Culebra Road

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis
and design; public and lead agency (city, county, or
state) input; and should be reviewed for compliance
with federal, state and local guidelines, standards and
policies before implementation. Detailed right-of-way
information was not evaluated as part of this project.

Typical Illustrative Section - Potential Culebra Road reconfigured with a 90 to 94-foot cross section.

City of San Antonio Pedestrian Study
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Old Grissom Road to Grissom Road*
Current Conditions
Old Grissom Road provides a minor connection between
existing neighborhoods and access to a new park and
trail system. There are no pedestrian or bicycle facilities
on either side of Old Grissom Road. The roadway is mostly
shaded with trees and has only 3 driveways on either
side of the road. The roadway is 26 feet wide increasing
to 34 feet at its terminus. To access the new park and
trail system, users must travel an additional ¼ mile along
Grissom Road (Secondary Arterial Type A). There are no
sidewalks on the south side of the road. The north side
includes a 5-foot sidewalk with no buffer between the
sidewalk and moving vehicles. The posted speed limit is
45 mph. There are five 11-foot lanes including a center
turn lane. Pedestrian crossings are limited.

Missing sidewalk along Grissom Road

Challenges
Old Grissom Road provides a number of opportunities
to provide safe connections for pedestrians and cyclists.
The existing roadway is almost wide enough to include
bicycle lanes. The right-of-way is wide enough to
include a shared-use-path on either side. A path at this
location could eventually link Virginia Myers Elementary
School to the new park and trail system. Grissom Road
presents some challenges. The new sidewalks have
been placed immediately adjacent to the street, creating
an unpleasant walking experience. A lack of signalized
or marked intersections limits pedestrian connections.
High vehicular speeds create a further barrier.
Potential Strategies
On Old Grissom Road, consider reducing speeds by
narrowing lane widths. Install a shared-use-path that
connects the park and trail system to the elementary
school (including sections along Grissom Road). Create
additional street crossings especially at the intersection
of Grissom and Old Grissom Roads. Long-term strategies
should include reconstructing the sidewalk along
Grissom Road to establish a buffer area. Consider
adding a trail system along waterways in the area and
connecting the new park and trail system into existing
and future neighborhoods.

*Old Grissom Road intersects with Grissom Road. For the
purpose of this analysis, 2,000 feet along Grissom Road were
reviewed because of a proximate trail entrance.
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Sidewalk adjacent to fast moving traffic feels unsafe for
pedestrians traveling along Grissom Road

TABLE 2.32 STREET CHARACTERISTICS

Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)**
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Old Grissom Road
(Grissom)*
0 (5)
26 (55)
n/a (45)
8,000 (22,000)
2 (5)
13 (11)
n/a

Source: Fieldwork and **TxDOT/Google Earth Pro
Annual Average Daily Traffic Counts dataset

CITY OF SAN ANTONIO PEDESTRIAN STUDY

Typical Illustrative Section - Potential Old Grissom Road reconfigured with a 36-foot cross section

TABLE 2.33 POTENTIAL STRATEGIES*
Tier 1
•

Stripe 10-foot lanes.

•

Tier 2
Create a temporary, soft surface path with
separation from the roadway.

•

Tier 3
Add shared-use-path along Old Grissom Road
(create connection between park and trail
system and Virginia Myers Elementary School).

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Open area adjacent to Old Grissom Road provides opportunity
for new trail

Missing sidewalk along Grissom Road

Intersection of Grissom and Old Grissom Road

City of San Antonio Pedestrian Study
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Fredericksburg Road
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Challenges
Because of its existing roadway width (85 feet),
Fredericksburg Road represents a major barrier for
pedestrians trying to connect from one commercial
area to another, especially those with disabilities. The
existing sidewalk widths are in disrepair in some parts
of the corridor, and utility posts present obstacles for
pedestrians on the sidewalk. The high posted speed
limit, wide lane widths, and lack of tree canopy act as a
disincentive to walk on Fredericksburg Road.
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Current Conditions
Fredericksburg Road is a seven lane Secondary Arterial
Type B that is lined with industrial and commercial
development. The roadway is part of the Texas
Department of Transportation (TxDOT) system. The
corridor includes four to five foot sidewalks with no
buffer to separate pedestrians from traffic. The corridor
is served by the VIA PRIMO route which includes priority
bus stops every few blocks. The corridor is marked by
varying speed limits (30 mph southbound and 40 mph
northbound). The corridor is reduced to four lanes of
traffic and five foot sidewalks with buffers south of
Pasadena Street.

0.6 MILES

Focus Area

Potential Strategies
The corridor could be reconstructed to reflect the same
character of the roadway south of Pasadena Street. This
means that a road diet (seven lane to five lane conversion)
could be implemented with an increased focus on
improving bicycle and pedestrian conditions. Six to
eight feet wide sidewalks with five feet wide buffers and
bike lanes could be implemented. A tree canopy could
also be added to provide pedestrians respite from the
elements.
TABLE 2.34 STREET CHARACTERISTICS
Fredericksburg Road
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

4-5
85
40
30,000
7
10

Ramp along Fredericksburg Road is ADA compliant and
provides a landing area but connections to the sidewalk are
blocked by utility poles and to a potential future sidewalk by
guide wires.

Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
City of San Antonio Pedestrian Study
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Fredericksburg Road Existing Typical Street Section showing an 80 to 82-foot cross section (bike lane not shown)

TABLE 2.35 POTENTIAL STRATEGIES*
Tier 1
•

Reduce speed limit to 30 mph.

•
•

Tier 2
Retrofit existing curb ramps to ADA standards.
Implement road diet and decrease number of lanes
from seven to five. Utilize additional space to install
10 foot protected bike lanes.

•

•
•

Tier 3
Reconstruct roadway to provide safe accommodation
of pedestrians and bicyclists (including sidewalks,
buffers, and bicycle facilities).
Reconstruct sidewalks to include 6 to 8 foot sidewalks
and six foot buffer.
Plant street trees to provide shade from the sun.

Connectivity is interrupted by obstructions along the sidewalk
on Fredericksburg Road

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Fredericksburg Road reconfigured with a 98 to 102-foot cross section
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Vance Jackson Road
Current Conditions
Vance Jackson road serves as a four lane Secondary
Arterial Type B with five foot sidewalks. While the corridor
is a low volume street (AADT 15,000)* the existing speed
limit, wide lanes, and sidewalks with no buffers, make
the pedestrian conditions uncomfortable.
Challenges
The proximity of homes and shops attracts a large
number of pedestrians. The existing public right-of-way
does not provide a lot of space behind the curb to widen
sidewalks or add a buffer area. However, the roadway
width is wider than necessary for the amount of vehicular
traffic, suggesting a road diet would be appropriate.
Potential Strategies
Short term strategies focus on reducing the posted
speed limit and retrofitting existing curb ramps. Longerterm, a road diet should be considered and the sidewalks
upgraded to six to eight feet in width with six foot buffers
on both sides of the street.

Sidewalk conditions Vance Jackson Road

TABLE 2.36 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Vance Jackson Road
5
45
30
15,000
4
11

Driveways create conflict points for pedestrians on Vance
Jackson Road

Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study
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Vance Jackson Road Existing Typical Street Section showing a 56-foot cross section

TABLE 2.37 POTENTIAL STRATEGIES*
Tier 1
•
•

Reduce speed limit to 30 mph.
Install advance stop bars and traffic control devices
(i.e. stop signs) at minor streets intersecting Vance
Jackson Road.
Tier 2

•

Retrofit curb ramps to ADA standards.

•

Implement road diet conversion (four to three lanes).
Utilize additional space to provide five feet buffers
on both sides of the road.
Intersection of Vance Jackson Road and Fredericksburg Road

•
•

Tier 3
Reconstruct sidewalks to include 6 to 8 foot sidewalks
and six foot buffer.
Plant street trees to provide shade from the sun.

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design;
public and lead agency (city, county, or state) input; and
should be reviewed for compliance with federal, state and local
guidelines, standards and policies before implementation.
Detailed right-of-way information was not evaluated as part of
this project.
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Potential Strategies
Short-term, consider reducing posted speed to 30 mph.
Consider implementing a road diet that re-purposes two
lanes of traffic, thereby providing capacity for increased
sidewalk widths and a buffer that includes a tree canopy
for protection from the elements. The additional space
may be utilized to provide bicycle facilities (ex. bicycle
lanes or protected bicycle lanes).
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Challenges
As a major cross-town Primary Arterial Type A, the corridor
includes a wide right-of-way (86 feet) which represents
a major barrier for pedestrians. The existing curb ramps
connecting to many of its sidewalks do not include ADA
compliant features like a four feet by four feet landing
pads and truncated domes for easy identification by
vision impaired residents. Finally the roadway has a
posted speed limit of 40 mph but the perceived speed
feels higher due to the lack of separation between
motorists and pedestrians.
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Current Conditions
The Culebra Road corridor is located on the border
of District 7. It is lined with a mix of industrial and
commercial land uses. The four to five foot wide
sidewalks and lack of buffer between pedestrians and
seven 11 to 12 foot lanes of moving vehicles create
an uncomfortable environment. A large number of
driveways create pedestrian conflicts.
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TABLE 2.38 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Culebra Road
4 to 5
86
40
30,000
7 (including center turn
lane)
MISSING
Industrial/Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

Crossing the street is difficult for pedestrians along Culebra
Road

City of San Antonio Pedestrian Study
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Culebra Road Existing Typical Street Section showing an 87 to 89-foot cross section

TABLE 2.39 POTENTIAL STRATEGIES*
Tier 1
•
•

•

Install high visibility crosswalks at Wilson,
Bandera, Elmendorf and Zarzamora.
Consider adding mid-block crossings at Neff,
NW 19th Street, and Hamilton Ave to provide
increased connectivity.
Reduce posted speed to 30 mph.

•
•
•
•

•
•
•

Tier 2
Implement a lane diet (11-foot through lanes
and 10-foot turning lane).
Implement road diet conversion (seven to five
lanes).
Use additional space to provide buffer from
traffic for pedestrians and provide bicycle
facilities on both sides of the roadway.

Tier 3
Reconstruct sidewalk. Install
6 to 8-foot
sidewalks on both sides and 6-foot buffers.
Plant tree canopy to provide shade from heat
and elements.
Build ADA compliant curb ramps on all street
crossings connecting to Culebra.
Install ADA compliant pedestrian counters on all
roadway crossings that warrant counters.

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Culebra Road Street reconfigure with a 90 to 94-foot cross section
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Potential Strategies
Consider reducing posted speed limit to 30 mph. Restripe
high visibility crossings at the intersection with Vance
Jackson Road. Increase enforcement of 20 mph during
school drop-off and pick up periods. Longer-term,
consider a road diet based on traffic counts and further
studies. Utilizing the additional right-of-way, sidewalks
should be reconstructed or constructed to include
5-foot minimum clearance with four foot buffers, and
the possibility of five foot bicycle lanes. Reconstruct the
sidewalks over the existing railroad tracks and relocate
existing utility poles.
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Challenges
The corridor is home to Hobby Middle School. Routes
to the school include along high speed (45 mph posted)
roadways or across seven 12-foot wide lanes. The
presence of pedestrian obstructions including utility
posts, non-ADA compliant curb ramps, and a lack of
separation between the existing sidewalk and motorists
create an uncomfortable pedestrian environment.
The southern end of the study corridor includes a
railroad crossing where pedestrian facilities are either in
disrepair or non-existent making it difficult for people
with disabilities to cross the tracks without merging out
into on-coming traffic.
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Current Conditions
Huebner Road serves as a major thoroughfare, Primary
Arterial Type A, connecting residential neighborhoods
to McDermott Freeway. The southwestern edge of the
study corridor includes commercial businesses including
restaurants and small retail shops. This area also includes
multifamily housing developments and condominiums.

RD

Huebner Road

Focus Area

TABLE 2.40 STREET CHARACTERISTICS
Huebner Road
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

0 to 6
86
45
~20,000
7
12
Commercial/Residential/
Educational

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset
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Uncomfortable pedestrian environment on Heubner Road

CITY OF SAN ANTONIO PEDESTRIAN STUDY

Huebner Road Existing Typical Street Section showing an 86 to 98-foot cross section

TABLE 2.41 POTENTIAL STRATEGIES*
Tier 1
•
•
•
•

Reduce posted speed to 30 mph.
Restripe high visibility crossings at intersection with
Vance Jackson.
Install school zone crossing signs at intersections.
Increase enforcement of 20 mph during school dropoff and pickup.

•

Tier 2
Install high visibility mid-block crossing in front of
Hobby Middle School.

•

Install HAWK signals at school.

•

Implement lane diet to provide buffer on roadway

•

Retrofit curb ramps to include landing area and ADAcompliant truncated dome plates.
Tier 3

•

•

Implement a road diet based on traffic counts and
decrease the number of lanes from seven to five 11foot lanes.
Utilize additional ROW to reconstruct all sidewalks
to be 6 to 8-feet in width, with 6-foot buffers, and
5-foot bicycle lanes.

Missing sidewalk on Huebner Road

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Huebner Road showing a reconfigured 68 to 72-foot cross section

City of San Antonio Pedestrian Study
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Vance Jackson Road
Current Conditions
Vance Jackson Road is a 63-foot Secondary Arterial
Type A roadway that includes three to five 12-foot lanes
and provides some separation between motorists and
the sidewalk. The existing sidewalk facilities are 0 to 6
feet in width with a good amount of tree coverage. In
some locations a painted shoulder exists, providing an
opportunity for bicyclists to enjoy some separation from
motorists. The posted speed limit is 35 mph however,
as the width of the roadway is up to 63 feet wide, the
perceived speed can feel higher and less comfortable to
a pedestrian.
Challenges
Vance Jackson Road includes an extensive tree canopy
which provides some refuge from the elements. While the
sidewalk includes landscaped buffers in places, in other
areas the sidewalk in missing entirely.

Existing shoulder provides ample buffer between sidewalk and
motorists on Vance Jackson Road

Potential Strategies
Shorter-term, consider reducing the posted speed limit to
30 mph and retrofit existing curb ramps to ADA standards.
Longer-term, reduce the existing 12-foot wide travel lanes
to 11 feet wide. Utilizing the excess space, build bike
lanes on both sides of the street. To provide a continuous
walking facility, install a five foot sidewalk with a six foot
buffer from Orsinger Street to Wall Street.
TABLE 2.42 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding Development
Type

Vance Jackson Road
0-6
63
35
~10,000
3-5
12

Non-buffered sidewalk near new construction on Vance
Jackson Road

Residential/Educational

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

Roadway with wide outside shoulder on Vance Jackson Road
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Vance Jackson Road Existing Typical Street Section showing a 57-foot cross section

TABLE 2.43 POTENTIAL RECOMMENDATIONS*
Tier 1
•
•
•
•

•
•

•
•

Reduce posted speed limit to 30 mph.
Install bicycle lanes on excess road space.
Install signed bike route signs.
Tier 2
Retrofit curb ramps to include ADA-compliant
truncated dome plates and landing areas on all
ramps.
Implement lane diet and reduce land width from 12
feet to 11 feet.
Construct 6-8 foot sidewalks from Orsinger Street to
Wall Street. Include 6 foot buffers.
Tier 3
Reconstruct sidewalk. Install 6-8 foot sidewalks and
include 6 foot buffers
Plant additional shading trees.

Intersection on Vance Jackson

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential Vance Jackson Road showing a reconfigured 68 to 72-foot cross section

City of San Antonio Pedestrian Study
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Blanco Road
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Current Conditions
Blanco Road is a north-south Secondary Arterial Type
A. The 90 foot wide, seven-lane roadway includes 5 foot
bike lanes and 5 to 6 foot sidewalks on either side of the
roadway. However, because of the lack of buffer between
cars (posted speed limit is 40 mph) conditions for
pedestrians can be uncomfortable. The corridor is home
to Winston Churchill High School, which is attended by
students living in surrounding neighborhoods. Because
of the existing block size, students and other pedestrians
were seen crossing the street mid-block.
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Potential Strategies
As this study area is being considered as a Pedestrian
Priority corridor, a full reconstruction of the existing
streetscape as a long-term project should be considered.
The proposed new streetscape should include 6 to 8 foot
sidewalks, 6-foot buffers; 5-foot bicycle lanes and five
11-foot travel lanes. It is also recommended that a tree
canopy is planted to provide shade from the heat. Finally
all existing curb ramps should be retrofitted to ADA
standards including a minimum two percent slope, four
foot by four foot landing pad areas, and truncated domes.

RO
AVE

Challenges
Because of its wide roadway width (90 feet), Blanco
Road represents a major barrier for pedestrians. The
narrow sidewalk width, the high speed limit, wide lane
widths, and lack of tree canopy make the roadway feel
uncomfortable for pedestrians to walk along.

0

0.3

0.6 MILES

Focus Area

TABLE 2.44 STREET CHARACTERISTICS
Blanco Road
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

5 to 6
90
40
34,000
7
11

Existing speed limits makes walking conditions uncomfortable
for High School students along Blanco Road

Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study

2-67

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

Blanco Road Existing Typical Street Section showing an 87-foot cross section (bike lane not shown)

TABLE 2.45 POTENTIAL STRATEGIES*
Tier 1
•

Reduce posted speed limit to 30 mph.

•
•

Re-stripe high visibility crossing at West Avenue.
Increase enforcement of School Zone speeds during
arrival and dismissal.

•
•
•
•

•

•
•

Tier 2
Install a high visibility mid-block crossing connecting
to Winston Churchill High School.
Install a HAWK signal on mid-block crossing.
Install truncated domes at each curb ramp.
Implement road diet reducing the number of lanes
from 7 to 5.
Tier 3
Reconstruct streetscape to include 6 to 8 foot
sidewalks, six foot buffers; five foot bicycle lanes and
five 11-foot travel lanes.
Plant tree canopy to provide shade from heat and
elements.
Retrofit curb ramps to include truncated domes and
landing area.

A person chooses to ride on the sidewalk instead of utilizing the
bicycle lane on Blanco Road

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Blanco Road showing a 91 to 95-foot cross section
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West Avenue
Current Conditions
West Avenue is an east-west Secondary Arterial Type A
roadway. The road acts as a major barrier between two
neighborhoods to the north and south. The roadway has
four foot sidewalks at the intersections of Silver Sands
Drive and Blanco Road. The southeastern side of the
roadway does not have a sidewalk but a wide shoulder
(5 to 8 feet wide) which was seen being utilized by
pedestrians in the area. The north side of the corridor
has a 4 to 5 foot sidewalk that is interrupted by large
driveways connecting to the commercial strip located
on the southwestern side of the street.
Challenges
West Avenue’s right-of-way is narrow if the existing
lane configuration is to remain. Fortunately, the low
traffic counts provide the opportunity to implement a
complete streets concept that would include reducing
travel lanes and adding pedestrian and bicycle facilities.

No sidewalk provided on West Avenue makes for unsafe
pedestrian conditions

Potential Strategies
To provide a more comfortable environment for
pedestrians, consideration should be given to reducing
the posted speed limit to 30 mph. Six to eight foot
sidewalks should be built on both sides of the street, in
addition to retrofitting existing curb ramps to conform to
ADA standards (see above), and planting a tree canopy in
a 6 foot buffer to provide shade from heat and elements.

TABLE 2.46 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Existing intersection along West Avenue

West Avenue
4 to 5
46
40
32,000
4
12
Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual
Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study
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West Avenue Existing Typical Street Section showing a 58 to 60-foot cross section

TABLE 2.47 POTENTIAL STRATEGIES*
Tier 1
•
•

Reduce posted speed limit to 30 mph.
Re-stripe high visibility crossing at West Avenue.
Tier 2

•

Reduce number of lanes from 4 to 3.

•

Utilize additional space to restripe five foot bike
lanes on each side of roadway.

•

•
•

Tier 3
Construct ADA compliant sidewalks on both sides
of corridor (include 6 to 8 foot sidewalk and 6 foot
buffer).
Retrofit curb ramps to include truncated domes and
landing area.
Plant tree canopy to provide shade from heat and
elements.

Unpaved shoulder on West Avenue could be repurposed to
provide pedestrian and bicycle facilities for residents

*All potential strategies shown are at a “planning level”
and require further traffic and engineering analysis and
design; public and lead agency (city, county, or state)
input; and should be reviewed for compliance with federal,
state and local guidelines, standards and policies before
implementation. Detailed right-of-way information was
not evaluated as part of this project.

Typical Illustrative Section - Potential West Avenue showing a 69 to 73 foot cross section
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Sir Winston Street and Silver Sands Drive
Current Conditions
Sir Winston Street and Silver Sands Drive have similar
characteristics with 30 mph posted speed limits and 42foot roadways. They each carry three lanes of traffic. Both
corridors have four to five foot sidewalks with a small two
foot buffer. Both streets are lined by trees that provide
some respite from the heat. Some deficiencies in the
sidewalks and curb ramps, related to ADA compliance
were experienced.
Challenges
Sir Winston Street and Silver Sands Drive serve as low
speed intra-neighborhood streets connecting to larger
arterials. However, at various intersections both streets
have access deficiencies in relation to ADA compliance.
Furthermore, the existing ramps on the bridge over the
viaduct on Sir Winston Street is not currently built to
ADA code making it difficult for people with disabilities
to move along the existing sidewalk.

Overgrown vegetation acts as obstacles for pedestrians on
sidewalk on Sir Winston Street

Potential Strategies
As there is limited right-of-way in both corridors and
only a few challenges to pedestrians, it is recommended
that efforts be focused reconstructing the pedestrian
bridge over the waterway to meet ADA guidelines and
plant additional tree canopy where space is available to
provide shade from the heat.

Typical intersection on Sir Winston Street

TABLE 2.48 STREET CHARACTERISTICS
Sidewalk Width (ft)
Street width (ft)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft)
Surrounding
Development Type

Sir Winston Street
4 to 5
42
30
10,000
3
11

Silver Sands Drive
45
42
30
20,000
3
11

Residential

Residential

Source: Fieldwork and *TxDOT/Google Earth Pro Annual Average Daily Traffic Counts dataset

City of San Antonio Pedestrian Study
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Silver Sands Existing Typical Street Section showing a 47 to 49-foot cross section

•

TABLE 2.49 POTENTIAL STRATEGIES*
SIR WINSTON STREET

TABLE 2.50 POTENTIAL STRATEGIES*
SILVER SANDS DRIVE

Tier 1

Tier 1

Reduce posted speed limit to 25 mph.

•

Tier 2
•

•
•

Reconstruct /fix sidewalk gaps and deficiencies.
Tier 3
Reconstruct pedestrian bridge over waterway to
be ADA compliant (fix slope).
Plant additional tree canopy to provide shade
from heat and elements.

Reduce posted speed limit to 30 mph.
Tier 2

•

Reconstruct /fix sidewalk gaps and deficiencies.

•

Tier 3
Plant additional tree canopy to provide shade
from heat and elements.

*All potential strategies shown are at a “planning level” and require further traffic and engineering analysis and design; public and
lead agency (city, county, or state) input; and should be reviewed for compliance with federal, state and local guidelines, standards
and policies before implementation. Detailed right-of-way information was not evaluated as part of this project.

Existing bridge over stream on Sir Winston Street does not
provide ADA compliant ramps for pedestrians on sidewalk
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Existing four foot sidewalk on Silver Sands Drive
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Potential Strategies
Short-term actions focus on reducing vehicular
speeds in the commercial corridor and providing
more opportunities for pedestrian crossings. Longerterm strategies for consideration include using
available width to install bicycle facilities, adding
a buffer between pedestrians and vehicles, as well
as reconstructing the right-of-way to include wider
sidewalks and landscaped buffers.

Typical sidewalk on Nacogdoches Road
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Challenges
The commercial intersection is surrounding by housing,
establishing a demand by pedestrians for safe use of
the corridor. Public right-of-way is limited and does not
easily provide space to increase the sidewalk widths and
add buffers at the back of the existing curb. However,
there is the opportunity to decrease lane widths and
the number of lanes in specific areas to accommodate
safer pedestrian and bicycle movements. Based on
AADT’s, the predominant vehicular movement is
between Thousand Oaks Drive and Perrin Beitel Road.
The other legs of the intersection have AADTs of 20,000*
and 17,000* providing an opportunity to reduce lanes.
Other concerns include high posted speed limits and a
lack of opportunities for pedestrians to cross the street.
Mid-block turn lanes have been added to provide access
to the Walmart shopping center. At these locations, the
sidewalks do not appear to have ADA compliant crossslopes and they end abruptly while their design may not
clearly communicate who has the right of way.

E RD

Current Conditions
The intersection of Thousand Oaks Drive and
Nacogdoches / Perrin Beitel Road (both Secondary
Arterials Type A) and the adjacent blocks in the study area
are lined with large commercial establishments most
commonly set back from the sidewalks and roadway
by large surface parking lots. Both provide access for
pedestrians and bicyclists between adjacent residential
developments and the services and employment located
along the corridor. Both serve as major east-west and
north-south collector roads with posted 45 mph speed
limits. Nacogdoches/ Perrin Beitel Roads has 4 to 5 foot
sidewalks with good lighting, but no shade, no buffer
from adjacent vehicles and from 8 to 33 driveways
per block creating conflicts between pedestrians and
vehicles and creating non ADA compliant cross-slopes.
The roadway includes five 12 to 14 foot lanes, including
a center lane and serves 17,000* vehicles per day.
Thousand Oaks Drive is primarily served with sidewalks
4 feet in width that are well-lit, and have some shade in
limited locations. At half the blocks in the study area,
a 2-foot buffer separates the sidewalk from vehicular
traffic while between 2 and 10 driveways per block
create conflicts for pedestrians. The roadway includes
five 12-foot lanes, including a center lane and serves 2030,000* vehicles per day.

B ULVERD

Thousand Oaks Drive and Nacogdoches /
Perrin Beitel Road
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Nacogdoches Road Existing Typical Street Section showing a 70 to 82-foot cross section

TABLE 2.51 STREET CHARACTERISTICS

Sidewalk Width (ft.)
Street width (ft.)
Speed limit (mph)
Traffic Counts (AADT)*
Number of lanes
Lane Width (ft.)
Surrounding
Development Type

Nacogdoches Road/
Perrin Beitel Road
4 to 5
65
35-45
17,000
5
12-14
Commercial

Thousand Oaks Drive
4
64
45
20,000-30,000
5
12
Commercial

Source: Fieldwork and *TxDOT/Google Earth Pro Annual Average Daily Traffic Counts dataset

Nacogdoches Road Existing Street Section showing an 86 to 90-foot cross section
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TABLE 2.52 POTENTIAL STRATEGIES*
NACOGDOCHES/PERRIN BEITEL ROAD
Tier 1
•
•

•

•

•
•
•
•

•

Reduce posted speed to 30 mph.
Install pedestrian refuge islands (6 feet), marked
crosswalks (and Rapid Flash Beacon, actuated
pedestrian indicators as needed) on Rio Doro,
Avenida Prima, and Vespero Streets.
Mark crosswalks and install stop bars on streets
perpendicular to Nacogdoches.
Tier 2
Evaluate and improve the driveway across from the
Leonhardt Road intersection with pedestrians in
mind in addition to allowing vehicular movements.
North of Thousand Oaks intersection, reduce width
of lanes.
South of Thousand Oaks intersection, reduce width
of lanes to 10 feet.
Install buffered bike lanes (provides buffer to
pedestrians.)

Missing marked crosswalks and stop bars on streets
perpendicular to Nacogdoches Road

Redesign sidewalk configuration across turning lanes
into Walmart to better accommodate pedestrians.

Tier 3
Reconstruct roadway as a complete street to provide
additional amenities that will encourage people to
walk and bicycle such as buffers and bicycle facilities.

Marked crosswalk into driveway at Leonhardt Road

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design; public
and lead agency (city, county, or state) input; and should be
reviewed for compliance with federal, state and local guidelines,
standards and policies before implementation. Detailed rightof-way information was not evaluated as part of this project.

Misplaced advanced stop bar at Nacogdoches Drive and
Thousand Oaks
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TABLE 2.53 POTENTIAL STRATEGIES*
THOUSAND OAKS DRIVE
Tier 1
•
•

•

•
•

•

Reduce posted speed limit to 30 mph.
Install pedestrian refuge islands (6 feet), marked
crosswalks (and Rapid Flash Beacon, actuated
pedestrian indicators as needed) on Alamo Blanco
Street and nearby shopping center entrances.
Tier 2
Install missing sidewalk (near Alamo Blanco street).
Install 6 to 8 foot sidewalk with 6 foot buffer. Install
behind telephone poles.
Redesign sidewalk configuration across turning lanes
into Walmart to better accommodate pedestrians.
West of Nacogdoches intersection, reduce lane
widths to 10 feet and add buffered bike lanes
(provides buffer to pedestrians.)

Lack of sidewalk at bus stop on Thousand Oaks Dr.

Tier 3
Reconstruct roadway to provide safe accommodation
of pedestrians and bicyclists (including sidewalks,
buffers, and bicycle facilities).

*All potential strategies shown are at a “planning level” and
require further traffic and engineering analysis and design; public
and lead agency (city, county, or state) input; and should be
reviewed for compliance with federal, state and local guidelines,
standards and policies before implementation. Detailed rightof-way information was not evaluated as part of this project.

Sidewalk with small buffer on Thousand Oaks Dr.

Intersection at Thousand Oaks and Scarsdale
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VOLUME 3
Mission Tr ail
Access Study
Introduction

San Antonio’s Missions are important historic and
community landmarks. They attract nearly three million
visitors a year and were granted World Heritage Site status
in July 2015. Locally, the Missions are valuable community
resources: places where people attend church, picnic, play,
walk for exercise, enjoy the outdoors, and learn about
shared culture and history. The National Park Service
(NPS) sees an opportunity to enhance the experience
of residents and visitors alike by improving walking and
bicycling connections between the Mission sites and their
surrounding communities.

Making
Community
Connections
development of a trail system along the San Antonio
River, expansion of the bike sharing system and roadway
improvements connecting downtown with each mission.

Benefits of Walking and Bicycling for South
San Antonio Missions

Bicycling and walking improvements, such as sidewalks,
crosswalks, high-quality bike lanes, bicycle parking and
trails, bring a host of benefits to the region: increasing
community health, supporting the economy and improving
quality of life, all while complementing the historic character
of the Missions and their neighborhoods.
The following is a summary of the benefits of walking and
bicycling for the historic Mission sites.
Quality of Life

Church service at Mission Concepción

The fifteen mile long San Antonio River Walk is the spine of
the regional bicycling and walking system and it connects
the four Missions in this study: Mission Concepción,
Mission San Jose, Mission San Juan and Mission Espada.
However, walking and biking connections between the
River Walk, the Missions, and the adjacent neighborhoods
are often missing or in poor condition. This study examines
the walking and bicycling networks in and around those
four Missions and issues recommendations to make the
networks more connected and the historic sites more
accessible by foot and bike.
The NPS and community partners are working together
to enhance bicycle and pedestrian access to the Missions
and related historic sites. Community efforts include the

Development patterns, policies and transportation
improvements that promote walking and bicycling help
reduce automobile dependency, parking demand and
roadway congestion, and improve the community’s
overall quality of life. In the South San Antonio Missions
area, bicycling and walking improvements will connect
residents and visitors to historic sites, churches and other
cultural institutions. Trails, sidewalks and bike lanes take
up less space and require less asphalt than roadway
expansion and car parking. Therefore, they can help
accommodate growth in visitors and residents while
being more compatible with the historic character of
the communities and their historic preservation policies.
These improvements will make the Missions more
accessible to those who cannot drive - seniors, children,
and people with disabilities - or those who choose not to.
Better bicycling and walking access can help increase the
number of local visitors to each Mission site, and reduce
the need to accommodate additional motor vehicles.
Health
Improving walking and bicycling routes in and around the
Missions can reduce barriers to physical activity and help
more people meet daily physical activity levels. The Mayo
Clinic encourages walking regularly to prevent or manage
conditions such as heart disease, high blood pressure, and
type 2 diabetes.1 The American Medical Association and

Mission Trail Access Study - Making Community Connections
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the Center for Disease Control recommend adults engage
in at least 20 minutes a day of physical activity.2
The NPS has launched the Healthy Parks Healthy People
initiative to “reframe the role of parks and public lands
as an emerging, powerful health prevention strategy.
With this renewed focus on health, we hope to bring
about lasting change in Americans’ lifestyle choices and
their relationship with nature and the outdoors.”3 The
recommendations in this study can encourage walking
and bicycling and help more residents experience the
outdoors and get the amount physical activity to make
and keep them healthy.

“Our national parks have always been loved
for their symbolism and scenery, but we aim to
increase the awareness and recognition of their
efficacy for health prevention, medicine and
therapy.” 7 - NPS Director Jon Jarvis

Pedestrian access from the neighborhood to Mission Concepción
through a parking lot

Through the planning process, the study team:
•
•

Economic
Expenditures on transportation and health care make up
over 22 percent of annual average household expenditure
in the United States.4 Walking and bicycling are inexpensive
travel modes than help people save money. Eighty-seven
percent of annual members in Washington D.C. said they
saved money on weekly travel costs by using Capital
Bikeshare. On average, this resulted in an $800 per year
saving on personal transportation costs for these users.5
As bike share expands on NPS lands and helps connect
the Missions in the area, more residents will be able to
experience similar savings.

Mission Site Planning
The goal of this study was to identify opportunities to
enhance bicycling and walking access between the
Mission sites and the surrounding communities. Currently,
pedestrian and bicycle access focuses on providing
connections to and from surrounding parking areas,
with less focus on direct access to and from neighboring
communities. By filling gaps and making connections,
the plan will create a more comprehensive transportation
system for all travel modes and enhance transportation
options for surrounding neighborhoods.

3-6

•
•

Solicited community feedback through a public event
and an interactive map
Brought together NPS and City of San Antonio staff to
identify:
• Places where people will enter the Missions
by foot and bike from the surrounding
neighborhoods (access points)
• Places within the Missions people visit (points of
interest)
• Desired bicycling and walking routes within
Mission-adjacent neighborhoods (access routes)
Produced specific recommendations for each Mission
in the study and their surrounding neighborhoods
Produced site plans for each of the Missions
incorporating the recommendations

Stakeholders
To understand how visitors and local residents get to
and from each Mission site, the study team provided an
interactive online map in which members of the public
indicated where they walk and bike in the area. The team
also hosted an information booth at the March 2015
Siclovia to solicit additional input in person.
A variety of stakeholders are involved in the planning,
design and implementation of plans for the area. The
NPS manages and protects the historic sites through an
agreement with the Archdiocese, which owns the Missions
themselves, while the majority of the transportation system
is under the jurisdiction of the city, county or state. The
NPS and City of San Antonio outreach and trail planning
staff participated in a day-long stakeholder workshop to
collaborate and share ideas.

MISSION TRAIL ACCESS STUDY

Base map
used at the
workshop

NPS and City staff brainstorming at the workshop

Stakeholder Workshop
At the workshop, a dozen NPS and city agency staff used
maps to identify access points the community would
use to visit the Mission properties. These included street
crossings to adjacent neighborhoods and links to the
area’s trail systems. Next, they identified the points of
interest within the Mission sites. These included the
churches, visitor’s centers and historic Mission gates. The
participants drew “desire lines” from each access point to
each point of interest. Desire lines typically represent the
shortest path between two points and the route people
prefer to travel. This created a web of routes across the
Mission sites. The routes were consolidated into paths
preferred by pedestrians while preserving archeological
features.
The process was repeated for each Mission site and the
routes were refined and finalized after the workshop to
create the site plans on the following pages. The following
guiding principles for pedestrian and bicycle access were
established as a basis for providing recommendations.

Access points,
destinations,
and desire lines
identified by
stakeholders

Consolidated
desire lines
and identified
pathways

The routes should be:
•

•
•

Safe – Pedestrians and bicyclists need safe connections
from their homes to the Missions. This means creating
safe street crossings and eliminating routes across
parking lots, driveways or internal roads.
Direct – All pathways should provide as direct a route
as possible to and within the Mission sites.
Attractive – The Missions are historic, beautiful
and relaxing places. All routes should reinforce the
serenity and enjoyment of the sites, while preserving
and protecting natural and historic resources. Routes
should not run along parking lots or driveways; if they
must be near vehicle routes, they should be buffered
by landscaping.

Final maps
developed
based on
stakeholder
input

Mission Trail Access Study - Making Community Connections
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Neighborhood Access Planning

The study also focused on creating neighborhood access
routes within the adjacent neighborhoods for up to three
miles for bicyclists and up to one mile for pedestrians.
These tend to be typical distances that people bicycling
and people walking are willing to travel to their destination.
To determine the best routes, the study team examined the
existing street network. Streets adjacent to the Missions
are typically classified as arterial or neighborhood streets.
Arterial streets are designed to move vehicles directly
and swiftly to their destinations. They typically have high
speed limits and high traffic volumes. Without sidewalks
and high-quality bike lanes, arterial streets are often
unpleasant and unsafe for people walking and biking.

Current cross section of Flores Street

Neighborhood streets, in contrast, serve individual homes
and are designed as low speed and typically carry low
volumes of traffic. Neighborhood streets are typically safe
and enjoyable for riding a bicycle and, with sidewalks, are
safe and enjoyable for walking.
Arterial Streets
As arterial streets often offer direct routes, the network of
arterials surrounding the Missions should be redesigned
to include safe pedestrian and bicycle facilities. This
includes reducing the speed limit and performing lane
and road diets where warranted by traffic volumes. Six
to eight foot wide sidewalks should be installed with six
foot landscaped buffers.6 Bicycle facilities, with separation
from vehicle traffic, should be installed.
The figures to the right show a typical arterial street, S.
Flores Street, which is adjacent to all of the Missions. It has
four lanes for vehicles and very narrow sidewalks, where
the usable space is narrowed by light posts, signs and
other objects. These cross sections are examples of how
the street can be reconfigured to provide wide bicycle
facilities, on-street parking and two vehicle lanes. Over
time, the pedestrian area should be enhanced with wide
sidewalks with a line of trees buffering them from traffic.
On many arterial streets near the Mission sites, the amount
of traffic most likely does not warrant more than two
lanes. This study recommends that nearby arterial streets
implement road diets to decrease the number of through
lanes and provide comfortable bicycle and pedestrian
facilities.

3-8

Proposed short term cross section

Proposed medium term lane diet with 2 lanes

Proposed long term lane diet with 2 lanes, sidewalks, and buffers
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Neighborhood Streets
Some neighborhood streets provide a direct route to the
Missions. Not all neighborhood streets have sidewalks
and some existing sidewalks are not in compliance with
the Americans with Disabilities Act (ADA) requirements.
Based on community feedback, the study team learned
that many sidewalks are used to park vehicles. This study
recommends that ADA-compliant sidewalks be installed
on neighborhood streets that currently do not have
sidewalks. Parking on sidewalks should be phased out
through education, enforcement and new streetscape
design.

help inform drivers that a pedestrian may cross at this
location and drivers are expected to stop. Pedestrian
refuge islands create a safe place for pedestrians and
bicyclists at the mid-point of the roadway before crossing.
For bicyclists, it may be necessary to extend the refuge
island to allow bicyclists to be able to travel through the
offset intersections.

The following two issues frequently occur in the City of
San Antonio and neighborhoods next to the Missions:
•
•

Crosswalks and signals: Neighborhood streets often
cross arterials without marked crosswalks or pedestrian
signals.
Offset intersections: Neighborhood streets often
come to an intersection and do not continue directly
through on the other side. Offset intersections create
difficulties in navigation and conflicts between
pedestrians, bicyclists and motor vehicles.

Example of pedestrian and bicycle refuge island

General Recommendations:
•
•
•
•

Example of offset intersections along Florest Street

•
Specific designs for safe crossings must be developed for
neighborhood streets that cross arterial streets. Marked
crosswalks and pedestrian refuge islands should be
installed at intersections with arterials. Marked crosswalks

Where traffic volumes allow, decrease the
number of lanes on arterial streets and provide
comfortable bicycle and pedestrian facilities
Enhance pedestrian areas along arterial roads
with wide sidewalks and a tree-lined buffer
Install accessible sidewalks (4 feet or greater)
on neighborhood streets that do not have
sidewalks
Phase-out sidewalk parking on neighborhood
streets through education, enforcement and
new streetscape design
Provide marked crosswalks, pedestrian islands
and pedestrian signals where neighborhood
streets cross arterial streets

Offset intersection with center bicycle lane to allow bicyclists to continue on neighborhood streets, Portland, OR.

Mission Trail Access Study - Making Community Connections
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Mission specific recommendations

The Missions attract international, national, and local
visitors to the historic sites and active churches. The
Missions boast of beautifully restored churches, the
remnants of robust farming activities, historic acequias,
surrounded by the original walls that protected the
Missions. The Missions today connect to the River Walk
Trail, providing residents with safe pedestrian and bicycle
access to downtown San Antonio and numerous other
amenities along the route.
The following section describes each Mission and provides
specific recommendations to improve bicycling and walking
access within the site and to and from adjacent neighborhoods.
Maps illustrate the recommendations for each site.
Mission Concepción
Dedicated in 1755, Mission Nuestra Señora de la Purísima
Concepción de Acuña was built on a strong bedrock
foundation. The Mission buildings have needed little
restoration and along with rooms of preserved frescos are
a regional attraction. The church building hosts regular
services for local residents.
The Mission grounds are flanked by residential
neighborhoods, the Bexar County Juvenile Detention
complex, St. PJ’s Children’s Home, and Concepción Park,
which connects to the River Walk Trail. Comfortable bicycle
and pedestrian facilities will help adjacent neighbors,
juvenile court staff, River Walk users and others access
the Mission grounds for educational programing, physical
activity, church services, and the enjoyment of the site’s
historic and natural elements.
Recommendations focus on creating safe, direct and
attractive connections from neighborhoods and the River
Walk Trail to the Mission buildings, as well as enhancing
the existing linkages and landscaping along the edge of
the Mission grounds.

Visitors to Mission Concepción during Palm Sunday

2 Widen the existing multi-use trail from Mission
Concepción to the River Walk Trail. While the trail
connecting Mission Concepción to the River Walk Trail
provides excellent connectivity for people walking,
bicycles are not allowed. To provide comfortable
connections for novice bicyclists, the existing trail
should be widened and bicycles should be allowed.
Enhance access to the trail along Theo Parkway.
3 Currently a 10-foot wide multi-use trail provides
comfortable
connectivity
between
Mission
Concepción and the Concepción Swimming Pool
along Theo Parkway. However, an existing wire fence
along the trail currently acts as a barrier for pedestrian
access. Provide breaks in the fence every 300 feet to
provide comfortable access points to the existing
trail.
Additional recommendations are provided on the Mission
site plans for Mission Concepción on page 3-12.

Recommendations:
1 Create a bicycle connection between the River Walk
Trail and East Theo Avenue. Currently the River
Walk Trail connection to the Mission narrows and
becomes a pedestrian-only facility. There are bicycle
lanes on the parallel East Theo Avenue, but there
is no connection between the Trail and the bicycle
lanes. Enhancing this connection with curb ramps,
crosswalks and wayfinding will allow experienced
bicyclists to ride to Mission Concepción.
3-10

Existing crossing on Mission Road linking to existing shared use
path along Theo Avenue
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Remove cable at
specific locations to
allow neighborhood
connectivity.

Sidewalk with buffer and
street trees along entire
western side of property
to create safe north-south
pedestrian connections.

Minor connection via
soft-surface trail following
historic compound wall.
This can also be used as an
exercise loop.

Pedestrian connections
from northern and eastern
neighborhoods. The mission
grounds can provide a place
of respite for staff at the
juvenile courts.

Adjacent streets with
sidewalks and street trees
creating safe connections
from the neighborhood.

Community connection
from Riverwalk Trail to the
Mission and Visitor’s Center.
Gateway area includes bike
parking and B-cycle station.
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B-cycle Station

Existing Path/Sidewalk

Bicycle Parking

Proposed Path/Sidewalk

Mission Concepción

200 ft
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Mission San Jose

One of four entrances to Mission San Jose which remains closed

Known as the “Queen of the Missions”, this is the largest of
the San Antonio Missions and was almost fully restored to
its original design in the 1930s. The mission is surrounded
by a complex of stone walls which protected the Mission
and its parishioners. Although the site includes four
entrances in each corner of the protective wall, NPS
currently only provides access from the northeast and
southeastern entrances which are closer to the Mission’s
visitor center and main parking lot.
Mission San Jose is in close proximity to the River Walk
Trail in addition to the local Mission Library. However,
there are gaps in the walking and bicycling network that
make it difficult to access these community resources.
Additionally, the mission is located in an urban area of
the City of San Antonio, surrounded by commercial and
residential districts which could benefit from increased
access to the site. Existing roadways, such as Roosevelt
Avenue to the west and Military Drive to the south, act as
barriers to biking and walking from nearby neighborhoods.
The recommendations below focus on creating more
comfortable connections to the Mission:
1

Provide pedestrian access to the Mission from each of
the four entrances. Despite the fact that the Mission
wall includes access points at each corner of the
wall, only the northeast and southeast gates (those
close to the main parking lot and visitor center) are
open regularly, making it more difficult for people
walking or bicycling to access the site. Open gates to
visitors from the four available entrances to provide
contiguous access to the site.

3
2 Provide a direct sidewalk and trail connection to the
neighborhood library and playground to the north of
the Mission site. Although in close proximity to the
Mission Library, the current connection is circuitous
and discourages walking or biking. Build a direct path
to the library to shorten the walking and bicycling
distance.
3 Install mid-block crossings and pedestrian islands at
Roosevelt Avenue and Congress Avenue. Roosevelt
Avenue, just west of the Mission site is a major street
that includes four 12-foot lanes and a speed limit of
40 mph. Provide pedestrian islands and mid-block
crossings to increase the number of safe crossings.
4 Enhance E. Pyron Avenue to the east of the Mission.
This historic street connects directly to the River Walk
Trail and could be enhanced with specialized paving,
sidewalks separated from the roadway by a canopy of
trees, and bicycle lanes.
5 Create an off-road connection between the Mission
Park Pavilions, the River Walk Trail and Mission San
Jose. A narrow but very pleasant trail exists in the
woods northeast of the Mission connecting the
Mission to Padre Drive. Another trail exists between
the Mission Park Pavilions and Padre Drive. However,
the two trails do not connect to each other. Provide
a trail and marked crosswalk along Padre Drive to
create a continuous connection from the Mission
Park Pavilions to the Mission.
Additional recommendations are provided on the Mission
site plans for Mission San Jose on page 3-15.

Pedestrian desire path along Roosevelt Avenue which serves as
the only informal connection between Mission San Jose and the
Mission Library.

Mission Trail Access Study - Making Community Connections
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Direct connection to
neighborhood library and
playground.

Community connection
highlighting historic Mission
road.

Sidewalks with buffers
and street trees to establish
connection with eastern
neighborhoods.
Pedestrian plaza
highlighting historic
Mission road. Vehicles
may use area for special
events only.

Pathway at signalized
intersection to connect
western neighborhoods to
visitor’s center and Mission
compound.

B-cycle Station

Existing Path/Sidewalk

Bicycle Parking

Proposed Path/Sidewalk

Mission San José
200 ft
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Mission San Juan

3

4

5

Complete the installation of sidewalks and curb
ramps on S. Presa Street. A few private properties
include a sidewalk, but most of Presa Street does
not include sidewalks. Constructing sidewalks will
help increase the number of people accessing the
Mission from the neighborhoods to the northeast
of the Mission site as well as providing safe access
to bus stops on Presa Street.
Signalize intersection at Graf Road and Presa Street.
Install a traffic signal and high visibility crosswalk
markings at the intersection of Graf Road and Presa
Street to provide a safe place to cross for residents
wishing to visit the Mission from the east.
Extend existing sidewalk on Mission Road to
Acequia Road. This will enhance the pedestrian
connection from the Mission Road Ministries to the
Mission site.

View of Mission San Juan. Photo: NPS

Originally founded in 1716, Mission San Juan Capistrano
was a successful farming community located on the San
Antonio River. Currently, the adjacent area is predominately
rural with residential neighborhoods located 1-3 miles
away. However, this will change in the near future as
the former Brooks Air Force Base, which closed in 2002,
is redeveloped into the mixed-use community, Brooks
City Base, with housing, shops, employment centers, and
parks. While the Mission can be easily accessed by motor
vehicle, there is limited connectivity for people walking
or biking due to the existence of busy roadways, active
railroad tracks and a lack of safe crossings for people
within the surrounding neighborhoods.
Recommendations focus on creating attractive and
accessible connections from existing neighborhoods, the
future Brooks City Base redevelopment, and the River
Walk Trail to the Mission site.
Recommendations:
1

Repair bridge on Ashley Road to the west of the
Mission. Ashley Road is the most direct connection
to neighborhoods to the west. The bridge, which was
washed out, has severed a connection between the
community and the Mission.
2 Connect Brooks City Base to the Mission and River
Walk Trail. Review potential connections including
to the trail plans within Brooks City Base and to the
River Walk Trail such as at Military Road.

3-16

Additional recommendations are provided on the
Mission site plans for Mission San Juan on page 3-18.
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Add connection to
residents via Graf Road

Install curb extensions
to slow vehicles across
crosswalks

Connection to Pooley RV
site

3-18

B-cycle Station

Existing Path/Sidewalk

Bicycle Parking

Proposed Path/Sidewalk

Mission San Juan

200 ft

MISSION TRAIL ACCESS STUDY

Mission Espada

access to the Trail and Mission while avoiding busy
Espada Road.
4 Create connections for people who walk and bicycle
along Espada Road. At intersections with the Mission
site, add crosswalks and connect the interior trail
system to these crosswalks. Enhance the shoulder
along Espada Road where feasible with designations
for pedestrians and bicyclists and ultimately install
a physical barrier such as bollards or street trees
between area designated for vehicles and the area
designated for people walking and bicycling.
5 Continue the River Walk Trail southwards. Continue
the River Walk to create a connection with a trail
along the Medina River, as planned.
Additional recommendations are provided on the Mission
site plans for Mission Espada on page 3-21.

View of Mission Espada

Mission San Francisco de la Espada was established in 1690
as the first Mission in Texas though it had to be rebuilt and
ultimately relocated to its present location. Mission Espada
is predominately surrounded by farmland, although there
are residential neighborhoods located within three miles
of the Mission.
Recommendations focus on creating better connections
from the adjacent neighborhoods to pathways on the
Mission property as well as creating a loop pathway
around the Mission site.
Proposed focus areas and projects include:
1 Create a connection from the River Walk Trail to the
neighborhood of McCreless Meadows. Although the
River Walk Trail is within 300 feet of Shane Road, the
main roadway into the neighborhood, there is no
connection between the River Walk Trail and Shane
Road. People who walk or bicycle must currently
use Villamain Road, which does not have sidewalks.
Connect the River Walk Trail and Shane Road.
2 Enhance E. Chavaneaux Road to accommodate
people walking and bicycling from neighborhoods to
the west of Mission Espada. Install six-foot sidewalks.
Increase tree coverage and lighting.
3 Provide a comfortable bicycle and pedestrian
connection to the River Walk Trail from De Sague
Street. This street serves as a direct connection to the
neighborhood closest to the Mission. Connect this
short street to the River Walk Trail to give residents
Mission Trail Access Study - Making Community Connections
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Create connection to
residents via Desague
Street.

Existing Path/Sidewalk

Establish trail connection
at location with best
visibility.

Design entrance to create
safe and separated access
for pedestrians.

Create connection to
residents on Espada Road.

B-cycle Station

Existing Path/Sidewalk

Bicycle Parking

Proposed Path/Sidewalk

Mission Espada

200 ft
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Boerne Lake City Park is a key destination for visitors and City residents.
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Volume 4
Boerne Bicycle &
Pedestrian Study
Located approximately 30 miles northwest of downtown
San Antonio, Boerne is a rapidly growing bedroom
community located at the rural edge of the Alamo Area
region. The City strives to become a destination defined
by a high quality of life. In its latest comprehensive
plan update, the provision of alternative transportation
linkages was identified as a key objective of Boerne, and
a top priority for future improvements to the City.
In order to encourage and enhance alternative modes of
transportation such as walking and bicycling, the City of
Boerne has partnered with the Alamo Area Metropolitan

Chapter 1
Introduction
Planning Organization (AAMPO) to conduct a Citywide
pedestrian and bicycle study as a component of the
MPO’s five-volume Alamo Area MPO Regional Bicycle
and Pedestrian Planning Study. Volume 4, Boerne Bicycle
and Pedestrian Study, specifically aims to improve the
environment for walking and bicycling throughout
Boerne - and therefore increase walking and biking
activity by making both modes of active transportation
more viable and attractive for the City’s residents and
visitors.

BOERNE BICYCLE AND PEDESTRIAN STUDY AREA

The City of Boerne represents one of five focus areas within the Alamo Area MPO Regional Bicycle and Pedestrian Study (above left).
The resulting Boerne Bicycle and Pedestrian Study evaluates the active transportation network within the entire municipal limits (above
right).

City of Boerne Bicycle & Pedestrian Study
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Demographics & Commuting
Characteristics

Boerne’s estimated 2014 population of 12,800+ people
is more than double the City’s 2000 population of 6,000
persons.1
The City is home to a relatively affluent population
comprised mostly of individuals with high levels of
education and established wealth. The median income
for households in Boerne is 10 percent higher than that
of the state of Texas.2 Its population is older - with a
median age of 38.2 years old (compared to the state
median age of 33.8).3 In addition, school age children
account for nearly 20 percent of Boerne’s population.4

According to the U.S. Census Bureau, over 90 percent
of Boerne’s workforce commutes to work by car (either
alone or in a carpool), even though 46 percent of this
workforce works within the City. Data suggests that
almost none of the City’s resident workforce took transit
or rode a bicycle to their places of employment. Roughly
2.3 percent say they walk to work.5
Projections suggest that Boerne’s population will grow
to over 23,500 persons by 2040 - an increase of almost
100 percent over the 2014 estimated population.6 As the
City continues to grow, not only will demands on the
City’s transportation infrastructure increase, but interest
in alternative transportation options (including transit,
bicycling, and walking) will emerge and grow.

REGIONAL SURVEY HIGHLIGHTS
Data from the U.S. Census Bureau about travel patterns is limited to commuting to work. Additional data about
biking and walking was collected by the AAMPO as part of this study. That survey reveals an interest in access to
more transportation options, including walking and bicycling. While nearly all respondents said they use their
car on a daily basis, a majority reported that they’d like to walk and bike more and rely on their car less.

4-6
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Relation to Other Plans

The Boerne Bicycle and Pedestrian Study supports and
builds on existing City plans, policies, and initiatives.
Future efforts to implement the recommendations
of this study should also support the goals of these
pre-existing plans and policy documents in order to
facilitate implementation in a consistent manner. These
cumulative initiatives strengthen the efforts to enhance
walking and bicycling- and a more fiscally sustainable
and efficient transportation system - by building off
of the consistencies between stated local and regional
visions.

Mobility 2040
The AAMPO long range regional transportation plan,
Mobility 2040, is used to frame regional transportation
efforts. The plan recognizes the importance of bicycle
and pedestrian transportation in establishing a safe,
sustainable, efficient, and accessible transportation
network.

Parks, Recreation, and Open Space
Master Plan, 2012
Boerne’s Parks, Recreation, and Open Space Master Plan,
2012, inventories existing City multi-use trails, and
identifies potential trail opportunities that can support
bicycling and walking in the City. There are four existing
multi-use trails in Boerne which extend over 6 miles.
These trails: Old No. 9 Trail; Cibolo Creek Trail; Currey Creek
Trail; and, Cibolo Nature Center Trail; are key components
of a Citywide pedestrian and bicycle network.
Public input received during the City’s park planning
process, identified trails and pedestrian linkages to
community resources as a top priority. As such, plan
goals and objectives prioritize the development of
an interconnected network of pedestrian and bicycle
facilities and trails that link parks, schools, downtown,
and other important community destinations.

Boerne Master Plan Update, 2006
A comprehensive plan is a community’s over-arching
guiding document for growth and development.
All other plans, policies, and initiatives focusing on
specific geographic areas or topics must align with the
comprehensive plan. The Boerne Master Plan Update,
2006 identifies alternative modes of transportation such
as walking and bicycling as important components of the
City’s future. Plan goals for transportation, community
character, and land development also address ways to
improve the pedestrian and bicycle network.

Alternative forms of transportation,
such as public transit, rail, air, bicycle,
and pedestrian, are important
components to a community…
the other forms of transportation
influence
area
development
patterns, economic viability, and the
overall quality of life.
-Boerne Master Plan Update, 2006
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Residents and visitors would benefit from additional connectivity
to Main Street in Boerne’s downtown.

Economic Development Work Plan, 2015
This City strategic work plan identifies projects
and initiatives that target economic development
opportunities, and thereby promote financial growth
and improve the quality of life in Boerne.
The plan identifies “Project 500,” a catalyst project near
Main Street/Hwy. 87 and IH-10. It is anticipated to include
500,000 sf of retail space. The Economic Development
Work Plan, 2015, also supports efforts to make downtown
Boerne walkable, and a destination for residents as well
as tourists.

CITY OF BOERNE

Other Plans
Other trail, corridor, and area plans provide a context
for recommendations within this study. They can help
to identify or clarify specific improvement needs for
walking and bicycling in these areas. Those plans that
were consulted during the preparation of this study
include:
•

•

•

Hill Country Mile. A corridor along Main Street
in downtown Boerne. The City seeks to create
a pedestrian friendly environment along the
corridor and connect to surrounding destinations
and neighborhoods.
Westside Mobility and Connectivity Project.
A pedestrian transit project for 9,000 linear
feet of pedestrian paths, including bridges and
easement acquisition.
Alamo Area Council of Governments Walkable
Communities Workshop. Two areas in Boerne
where improvements to neighborhood
walkability have been identified.

Development Code
Municipal development codes in Texas regulate the form
and function of new building and site development in
the City, and (to some extent) the City’s extraterritorial

jurisdiction. Such codes can promote a built environment
that is more bicycle-friendly and walkable. This might
include regulations for street design and pedestrian
connectivity, parkland dedication for trails, and building
and site design that includes bicycle parking and internal
pedestrian pathways.
Boerne’s subdivision regulations and zoning ordinance
include provisions facilitating the inclusion of bicycle
and pedestrian facilities in new development within the
City. The City’s subdivision regulations focus principally
on bicycle and pedestrian facility requirements within
the public right-of-way, while the zoning ordinance
addresses on-site facilities at destinations.

Surrounding Jurisdictions
As one “volume” of a larger bicycle and pedestrian study
effort initiated by the AAMPO, the Boerne Bicycle and
Pedestrian Study considers how an enhanced pedestrian
and bicycle network at the local level may augment
a larger regional system. It is important to be aware
of the transportation networks and plans of adjacent
jurisdictions and to coordinate with these entities as the
regional network is constructed.

Active transportation network implementation may be enhanced through the incorporation of simple guiding illustrations in development
regulations. The example above conveys options for the pedestrian access to a development site.

4.1 Introduction
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Plan Purpose & Goals

The Boerne Bicycle and Pedestrian Study is a product
of AAMPO’s locally focused approach to building
region-wide bicycle and pedestrian systems that link
communities. This incremental method of regional
bicycle and pedestrian transportation planning ensures
that regional outcomes represent local preferences. With
this planning philosophy in mind, the City submitted a
“Request for Study” to the MPO to participate in AAMPO’s
overall Alamo Area MPO Regional Bicycle and Pedestrian
Planning Study.
This study is intended to improve walking and bicycling
in Boerne through the identification of a preferred
bicycle/pedestrian system network in the City; and,
through the prioritization of projects that can be
incorporated into regional, state, and federal funding
initiatives. The study‘s facility recommendations are
augmented by education and encouragement program
recommendations intended to increase local walking
and bicycling activity by improving citizen comfort.

Why Plan for Walking & Bicycling?
As previously stated, substantial population growth
projected in and around Boerne will place increasing
demand on the City’s transportation infrastructure.
Providing for travel mode choice within a transportation

network can improve overall community mobility - most
notably for those users that opt to utilize pedestrian and
bicycle networks and facilities.
The benefits of walking and bicycling extend beyond
transportation network impacts and general mobility.
Active transportation in the form of walking and
bicycling can generate cumulative environmental,
health, and economic benefits in a community - which
in turn improves residents’ overall quality of life. An
increasing number of communities across the nation
are recognizing these cumulative benefits. Many cities
and towns now view walking and bicycling as legitimate
travel mode options, and are integrating the necessary
facilities into their transportation networks.
Boerne’s Master Plan identified a desire for a more
walkable community and the need for making
pedestrian and bicycle linkages. The City’s Master Plan
also promotes a future built environment of walkable and
bikeable neighborhoods with easily accessible centers.
A plan for walking and bicycling is critical to achieve
these goals and Boerne’s vision. The Boerne Bicycle and
Pedestrian Study will facilitate the implementation of
several applicable goals contained in the of the City’s
Master Plan. Walking and bicycling will be an important
component to help Boerne become a destination in the
Alamo Area, both to visitors and residents.

The Old No. 9 Trail is a key component of Boerne’s off-street pedestrian and bicycle network
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Goals and Objectives for Walking and Bicycling1
Boerne Master Plan Update, 2006

•

Link centers, neighborhoods, open space, creeks with comprehensive pedestrian/bicycle system

•

Achieve development that promotes pedestrian and bicycle access.

•

Extend Old No. 9 Trail along Frederick Street continuing to Northrup Park.

•

Develop a pedestrian trail running adjacent to Cibolo Creek and connecting Northrup Park to City Park.

•

Ensure pedestrian accessibility and appropriate scale and setbacks.

•

Encourage street and sidewalk connections.

•

Pedestrian linkages within and between neighborhoods should be required.

•

The updated transportation plan should promote a balanced multi-modal system that meets the present and future
mobility needs of the community.

•

Design standards should be developed for each thoroughfare classification to promote beautification, “Hill Country”
character, and pedestrian and bicycling activities.

•

The comprehensive trail system should link together the existing three major parks in Boerne. In addition, the proposed
trail system also connects the centers and neighborhoods, and can be linked to other trail systems located outside Boerne.

•

Trail specifications should be incorporated into thoroughfare design standards.

•

Along other major thoroughfares and local neighborhood streets that do not have a trail designation, sidewalks should be
present. Future subdivisions should be required to provide sidewalks.

Parks, Recreation, & Open Space Master Plan, 2012

•

Continue to develop pedestrian / bikeway trails and greenbelts to connect park and residential areas.

•

Acquire adequate funding for greenway development from various sources; design and construct trails by following
development and maintenance guidelines; develop a program for long term maintenance of publicly held greenways; and
incorporate maintenance costs into future year budgets.

•

Continue to develop a network of pedestrian and bicycle facilities throughout Boerne.

Economic Development Work Plan, 2015

•

Staff is pursing grant funding to develop a connection between the Heart of Boerne Trail along the Cibolo with the US 87/
Cibolo Creek bridge to enhance downtown pedestrian mobility.

•

Promoting the quality of life through a safer, cleaner, more walkable place to live, work and play. Higher levels of patron
and pedestrian traffic.

1. Some Mobility 2040 goal and objectives herein are derivatives of the original statements founds in Chapter 4: Bicycle System, and
Chapter 5: Pedestrian System of the document.
City of Boerne Bicycle and Pedestrian
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Who Are We Planning For?

Boerne’s active transportation network must include
options that provide a variety of choices for users of
varying ages and capabilities. This includes existing
users in the area such as road cyclists that ride the scenic
routes around the city, but also younger riders as well as
pedestrians throughout the city.
For some users, walking and bicyling is a choice, and
the recommendations in this plan seek to encourage
them to consider walking and bicycling alternatives. For
others however who are not able to drive, walking or
bicycling may be a necessity. For example, for children
and some seniors, traveling via walking or bicycling helps
establish or maintain their independence. For others,
the economic benefits may be significant, while others
yet may simply be interested in the health benefits.
Whatever the type of trip that is contemplated, having a
viable, connected and comfortable network for walking
or riding can satisfy the needs of a broad variety of
Boerne residents, no matter their skill levels. Ultimately,
those networks should be accessible to residents of
all ages, means, abilities and purposes, and should be
considered when implementing the recommendations
of this study.

Destinations in Boerne

A preliminary method to inform where active
transportation network additions or enhancements are
necessary is to identify key community destinations.
What are the “everyday” locations that attract high
volumes of visitors on either a constant basis during
the week, or at critical peak times? How can the active
transportation network better link these destinations
with local points of origins (most predominantly
residential areas)?

Active transportation networks must include a variety of facilities to
serve different types of users (above).

As with most communities, these “candidate”
destinations in Boerne (those which would benefit from
better bicycle and pedestrian linkages) include regional
tourist attractions such as downtown Boerne, as well as
local destinations that serve the community, including:
schools, parks, employment areas, and commercial areas
with “everyday” destinations.
Key destinations in Boerne which should be served by
enhanced bicycle and pedestrian linkages are illustrated
on page 4-13.

Active Transportation Network: Destinations (Boerne)
•

Boerne City schools

•

Boerne Convention and Community Center

•

Cibolo Creek corridor

•

Downtown Boerne

•

Boerne community parks (Boerne City Lake Park,
City Park/Herff Park, etc.)
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•

Boerne neighborhood parks (Northrup, Optimist,
Roeder Memorial, Veterans Plaza, etc.)

•

S. Main Street (shopping) corridor

•

W. Bandera Road (shopping) corridor

CITY OF BOERNE

Destinations and Barriers in Boerne
Figure 4.A, Active Transportation Opportunities and
Barriers (Pedestrian), illustrates that many of the key
destinations within Boerne that attract daily trips (i.e.
schools, parks, shopping, etc.) are within close proximity
to many of Boerne’s residential areas. This is particularly
true for traffic generators and destinations north of IH10.
The buffers around community destinations that are

shown in Figure 4.A illustrate a 1/4 mile radius - a distance
that takes a typical pedestrian roughly 5 to 10 minutes
to walk (a time/distance relationship that is seen as the
margin within which a traveler may choose to walk rather
than drive a car). The similar time/distance relationship
for a bicyclist can extend up to three (3) miles in the same
15 minute period.
Figure 4.B, Active Transportation Opportunities and
Barriers (Bicycle), illustrates a 2-mile radius biking buffer
around key destinations throughout the City. Although

FIGURE 4.A: ACTIVE TRANSPORTATION OPPORTUNITIES AND BARRIERS
(PEDESTRIAN)
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Hospital
Library
School
Shopping
Parks
Historic District
Retail Corridors
1/4 Mile Pedestrian
Buffer
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the figures on this and the previous page illustrate that
many key destinations in Boerne are within suitable
walking and biking distances to and from the City’s
neighborhoods (1/4 mile to 2 miles or less), walking
and bicycling activity is inhibited by network gaps, the
sprawling nature of individual development sites, and
substantial natural and man-made barriers.

In Boerne, key physical barriers to active transportation
can be found at the IH-10 interchanges and Cibolo
Creek (including locations where the creek is bridged).
Other key barriers include the intersections of Herff and
River Roads; and N. Main St. , N. School St., and Adler
Rd. Solutions to resolve barriers are further discussed in
Chapter 3, Recommendations.

FIGURE 4.B: ACTIVE TRANSPORTATION OPPORTUNITIES AND BARRIERS
(BICYCLE)
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General Characteristics

The existing active transportation network in Boerne is
similar to those found throughout Texas municipalities.
A fairly robust pedestrian network (almost exclusively in
the form of sidewalks) can be found on local, collector,
and arterial streets throughout Boerne’s original town
site. Many developments constructed in the second
half of the twentieth century lack sidewalks, while more
recent subdivisions at the fringe of the current municipal
boundaries incorporate a sidewalk system in accordance
with more recent City standards. The end result is
a disconnected pedestrian network which is often
confined to specific neighborhoods or districts.
Many of the existing pedestrian facilities in Boerne may
be perceived as undesirable – and intended for use only
if necessary. Crosswalks in Boerne are rarely marked
in a manner that emphasizes them as areas intended
for pedestrian use, while sidewalks (particularly older
segments) are often narrow and/or built too closely to
the street. The subsequent feeling of exposure that a
pedestrian may experience likely results from the facility
being built according to prior local requirements or state
design standards; or, from roadway widening projects

Chapter 2
Existing Conditions
that accommodate increased volumes of motor vehicles
while reducing motorist/pedestrian separation.
Boerne’s emerging bicycle network is defined by an
increasing system of sidepaths - removing bicyclists from
roadways in favor of a facility shared by bicyclists and
pedestrians. This accommodation provides increased
bicyclist interconnectivity within Boerne, but may not
be the most feasible facility in previously developed
portions of the City. Citywide bicycle interconnectivity
in Boerne will require the application of bicycle facilities
within the roadway surface in some areas.

Attitudes About Active Transportation

The presence or absence in a community of designated
facilities for bicyclists and pedestrians greatly influences
public perceptions – and by extension, public choice –
regarding the feasibility of walking and bicycling as part
of one’s daily travel routine. The gaps in Boerne’s current
active transportation system decreases user volumes
and may fuel negative attitudes relating to bicycle and
pedestrian safety.
As part of this study, an online regional survey was

On-site pedestrians enhancements can mitigate negative perceptions about the distance between destinations.

City of Boerne Bicycle & Pedestrian Study
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Off-road trails provide an opportunity for pedestrian and bicycling connectivity and recreation.

prepared asking residents and property owners to
identify challenges to bicycling and walking in the
Alamo Area MPO region, and within the City of Boerne.
The survey was accessible from late 2014 to Spring 2015,
and included questions regarding perceptions of current
facilities in relation to their community, and barriers
that inhibit bicycling and walking in the City. Over
250 residents of Boerne and surrounding communities
participated in the survey.

Bicycling in Boerne

Walking in Boerne

Boerne residents responding to the survey rated walking
conditions in their community slightly higher than
bicycling. Still, the survey reveals many consistencies
between local bicycling and walking perceptions.
Although a majority of survey respondents rated
walking in their neighborhoods as “good” or “excellent,”
such responses did not translate into a perception that
the amount and condition of walking facilities in Boerne
is sufficient. Walking as an activity was most frequently

Survey respondents from Boerne generally rated
bicycling as “below average” in their neighborhoods.
Bicycling as an activity was often described as
“dangerous” or “unsafe.” Frequently cited barriers to
bicycling included a lack of facilities (i.e. bike lanes or
paths), safety, distance between destinations, weather,
and lack of bicycle ownership. These key findings are
summarized in Figure 4.C, Challenges to Bicycling
(page 4-19).
Some of the factors inhibiting bicycling in Boerne (i.e.
weather) cannot be easily controlled. Others however,
such as the availability of bicycle lanes and improving
safety for bicycling are intrinsically interrelated, and can
be improved with a strong network of bicycle facilities
and increased education and awareness of bicyclists.
An online regional survey was prepared asking residents and
property owners to identify challenges to bicycling and walking in
the Alamo Area MPO region.

4-16

CITY OF BOERNE

described as “dangerous” – consistent with responses
regarding bicycling. Frequently cited barriers to walking
include a lack of available facilities (i.e. sidewalks), distance
between destinations, weather, safety concerns, and
time commitments. These key findings are summarized
in Figure 4.D, Challenges to Walking (page 4-20).
Some of the factors inhibiting walking in Boerne seem
to contradict the predominant attitude that the walking
environment in Boerne is above average. (The survey
question asked, “How do you rate walking in your
neighborhood?” [Emphasis added]) From a facility
perspective, this suggests that targeted investments
and adjustments to design may go far to increase the
frequency and volume of walking activity in the City. For
instance, sidewalk construction on a few key collector

and arterial street segments may substantially reduce
community perceptions that “there are no sidewalks”
between neighborhoods, or that “destination are too far.”
Greater separation between new sidewalks and streets,
and intersection design enhancements, incorporated
into City ordinances or design guidelines can mitigate
survey respondents’ prevalent assertion that they “do
not feel safe.”

Increased separation between sidewalks and streets adds a greater feeling of safety for pedestrians.

4.2 Existing Conditions
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Public Participation

An ad-hoc committee of City staff from various
departments, elected official representation, planning
and zoning board members and citizen users met
informally during the process. A meeting was held at
the beginning to discuss key issues in the City, possible
opportunities as well as areas of concern, and ideas that
should be considered. A follow-up meeting was held
further into the process to review preliminary concepts
and possible solutions, and to get feedback on those.
During each meeting, maps were provided where
attendees noted issues or ideas.

the Alamo Region MPO. After a brief introductory
presentation, citizens participated in six smaller groups
which outlined key challenges, opportunities and
constraints, and indicated their potential routes on maps
of Boerne.
Key comments included the need to address sidewalk
gaps, establishing looped bicycle networks for distance
riders, continuing to develop the City’s trail system and
connecting nearby areas of the City to the trails, and
the need to address both pedestrian and bicycle safety
concerns at key intersections throughout the City.

A Citywide workshop was held in December 2014 at the
Boerne Community Center. Approximately 40 attendees
participated in the meeting, including Boerne residents,
City staff, the planning team and representatives from

Residents, City staff, and members of the Alamo Region MPO provided valuable input throughout the planning process.
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FIGURE 4.C:

4.2 Existing Conditions
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FIGURE 4.D:
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MAP 4.1A:

BOERNE EXISTING ACTIVE
TRANSPORTATION FACILITIES
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MAP 4.1B:

BOERNE EXISTING ACTIVE
TRANSPORTATION FACILITIES
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Existing Facilities for Bicycling and
Walking

An inventory of Boerne’s existing active transportation
network is provided in Table 4.1, Boerne Active
Transportation Network (2015). The table distinguishes
between on-street bicycle facilities, on-street pedestrian
facilities, and shared use facilities. These three facility
categories are described in more detail in Appendix A,
Bicycle and Pedestrian Toolkit, of this study.
Table 4.1 presents the cumulative length of all of Boerne’s
sidepaths and shared use paths. The cumulative length
of sidewalk segments referenced in the table includes
only those located on collector and arterial streets,
and key local streets that provide important pedestrian
interconnectivity.
Table 4.1 illustrates that the City’s cumulative active
transportation network is defined by three principal
facility components: sidepaths, sidewalks, and shared
use paths. There are currently no bicycle lanes, buffered
bicycle lanes, cycle tracks, or shared lane markings
in Boerne. In 2015, there were roughly 20.5 miles of
sidewalks (on major thoroughfares) in Boerne, 2.0 miles
of sidepaths, and 9.5 miles of shared use paths in the City.

Recent active transportation investments in Boerne include the
sidepath on Lattimore Boulevard.

4-21 and 4-22). Consistent with Table 4.1, Maps 4.1A
and 4.1B do not represent a comprehensive inventory of
Boerne’s existing sidewalks. Sidewalks illustrated on the
maps are largely limited to those on collector and arterial
streets, and those on key local street segments.

The distribution of Boerne’s sidepaths, shared use paths,
and key sidewalk segments is illustrated on Maps 4.1A
and 4.1B, Boerne Active Transportation Network (pages
TABLE 4.1 BOERNE ACTIVE TRANSPORTATION NETWORK (2015)
Facility Category*

On-Street Bicycle Facilities

On-Street Pedestrian Facilities
Shared Use Facilities

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes
Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming
Sidewalks
Shared Use Trails (Off-street)
Sidepaths (On-street)

Length (Miles)
0
0
0
0
0
0
0
20.5**
9.5
2.0

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
**Excludes most local street segments within subdivisions.

4.2 Existing Conditions
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Volume 4
Boerne Bicycle &
Pedestrian Study
Building Towards Creating a Great
Network for Boerne

Opportunities for pedestrian and bicycle facilities
are abundant in Boerne. They exist along drainage
channels, power line corridors, street rights of way, and
other linear greenbelts. This chapter summarizes overall
recommendations by type and recommends early
implementation and priority projects (noted as Tier 1 as
opposed to Tier 2).

Meeting Boerne’s Goals

All of the recommendations work towards meeting
Boerne’s goals for alternative modes of transportation
(and especially by bicycle) noted in earlier chapters.
These key goals are:
Increasing connectivity for both short trips (less
than 3 miles) in every part of the City, as well as
across the City to major destinations centers such as
the Downtown area, shopping corridors and other key
destinations.
Creating facilities with as high degree a comfort as is
possible, such as buffered bicycle lanes, cycle tracks
(protected bicycle lanes) and off-street shared use
paths. This also means creating routes that serve as
alternatives to using high traffic volume streets such as
West Bandera Road.

Chapter 3
Recommendations
Emphasizing facilities that can be developed costeffectively, such as on-street routes. These may be
feasible in some parts of the City, but may be harder to
find in other areas of the City with narrow streets and the
need by residents for on-street parking.
Thinking both short term and long term, so that
facilities which can be put in place today help create a
citywide network in the future.
Emphasizing the connection to health benefits,
so that Boerne’s efforts to get more residents riding is
shown to potentially yield great dividends in terms of
community health.
Emphasizing the need for parallel encouragement
efforts, including end trip, promotional and education
efforts that encourage Boerne residents to get out and
ride more frequently. These are discussed later in this
chapter.

Evaluation Criteria

Corridors were evaluated in each area of the City using
compatibility and accessibility criteria. Key evaluation
areas included:
Citizen feedback - Neighborhood desires for pedestrian
and bicycle facilities or concerns over specific corridors is
considered as a key component of the evaluation.
Relationship to area homes - Occasionally a preferred

The street right-of-way allows adequate space for a greater sidewalk width.
City of Boerne Bicycle & Pedestrian Study
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corridor is along easements adjacent to residential
backyards. Preference is given to corridors that allow
greater separation from fences, and where the facility
would be level with backyards to maintain the existing
degree of privacy.
Connectivity - Potential corridors are evaluated as
to their potential to connect to schools, area parks,
employers, retail destinations, civic buildings, and other
trails or routes.
Availability of the corridor - Preference is given to
corridors that are controlled by the City of Boerne or
other government entities. This ensures that acquisition
or permission to use the corridor is at least possible.
Scenic qualities - Scenic features are considered as
one of the evaluating issues, such as along drainage
channels, greenbelts, unique views, wildlife, or native
vegetation.
Potential use - Actual current use of the corridor, even
without any facilities in place, is considered as a factor
in determining whether to consider a corridor or not. If
a corridor is currently used, or can be used with minimal
improvement, then potential development of a facility
is easier.

Facility Priorities and Preferences
From Citizen Input

Boerne area residents rated their priorities and
preferences asa part of the citizen survey and stakeholder
and workshop meetings. Those preferences are shown
on the following page.
The level of user “comfort” associated with different
types of pedestrian and bicycling infrastructure also
helped guide the recommendations for Boerne. The
more comfortable and secure that a user feels, the
more they are likely to consider walking or bicycling as
a regular mode of transportation and recreation.
The diagram on page 4-28 illustrates the level of comfort
as indicated by survey respondents from Boerne. Onstreet recommendations such as bicycle lanes and riding
on a quiet neighborhood street are acceptable to more
than 50% of the respondents. Conversely, 85% or more
would be very comfortable on a shared use path or a
separated lane (cycle track). Some potential facilities
can be implemented relatively easily and at a moderate
cost. Others are more extensive and will take longer to
implement. Collectively, these recommendations can
transform Boerne’s active transportation network into
one of the best in the region.

Boerne residents expressed their preferences for facility types and route locations.
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FIGURE 4.E: AAMPO ONLINE SURVEY: PUBLIC PRIORITIES FOR BOERNE

4.3 Recommendations
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Network Recommendations

This section summarizes both on-street and off-street
recommendations. Maps 4.2A through 4.4B illustrate
all network recommendations with first and second
priorities depicted differently. Tables associated with each
map summarize the approximate total proposed facility
length by category. Written descriptions of key corridor
are included for each facility type.
This section summarizes recommendations by the
following categories:
•

4-28

On-street bicycle facility recommendations
(including bicycle lanes, shared lane markings,

bicycle routes, wide shoulders, and separated
facilities (cycle -tracks).
•

Shared use network which includes sidepaths and
shared use paths (trails).

•

Key pedestrian corridors

•

Key barrier resolution recommendations

Each recommendation should be further engineered,
and may require more specific solutions for intersections
or other key areas. Area property owners should be
involved in the more detailed design process so that
specific concerns can be addressed.

CITY OF BOERNE

MAP 4.2A:

BOERNE - RECOMMENDED
ON-STREET BICYCLE FACILITIES
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MAP 4.2B:

BOERNE ON-STREET
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On-Street Bicycle Facilities

Boerne has a number of opportunities for on-street
bicycle lanes (see Maps 4.2A and 4.2B on the previous
two pages), but also has many streets with limited
pavement or right-of-way widths that are challenging.
In parts of the City, the grid network of streets with
lower levels of traffic lends itself to creating routes
that connect key destinations. While the relatively
narrow pavement widths may preclude completely
separated “cycle-track” type solutions, the many less
travelled streets provide opportunities for comfortable
routes. The on-street segments could be developed
cost effectively, and can help jump-start a connected
network throughout the City. Most of the routes
mentioned below also connect to the Number 9 trail.

West Highland Drive – this road helps connect
neighborhoods east of South Main Street to areas along
School Street. It also serves as a more comfortable
parallel route to the higher traffic volumes on Bandera
Road.
South Plant Street – South Plant connects the River
Road pathway north to uses along Adler Road. It
also helps link neighborhoods in the area to the core
downtown area.
Secondary streets (Turner Ave., West Hosack,
Live Oak Street, Rosewood Ave.) – other streets
are candidates for bicycle lanes (or initially shared
lane markings). These streets provide a “quiet” street
network and alternative routes to the core downtown
area and nearby schools and other destinations.

Key recommended on-street segments include:
East Blanco Road/West San Antonio Ave. – bicycle
lanes/shared lane markings can create an east/west
route that covers the northern half of the City. Portions
of the roadway may not currently be wide enough for a
full bicycle lane. As future maintenance improvements
are made to these roads, additional width should be
added where feasible to accommodate bicycle lanes.
Herff Road from Oak Park Drive to Old San Antonio
Road – Herff Road is a major route connecting to the
Nature Center and River Road. New improvements
should accommodate a bicycle lane or sidepath.

4.3 Recommendations
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TABLE 4.2 PROPOSED ON-STREET BICYCLE NETWORK PRIORITIES
Facility Category*

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes

On-Street Facilities

Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2

8.7
16.5
0
0
0
0
0
0
2.6
1.1
0
0
0
0
28.9 Miles

ON-STREET BICYCLE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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PEDESTRIAN FACILITIES
MAP 4.3A: BOERNE
(ON-STREET & SHARED USE)
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PEDESTRIAN FACILITIES
MAP 4.3B: BOERNE
(ON-STREET & SHARED USE)
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Key Pedestrian Facilities

The core area of Boerne lends itself to walking from
nearby neighborhoods. Sidewalks are not found on
many streets in the City. Therefore this study focuses
on recommending sidewalks along major streets in the
center area of Boerne. These can help connect more
of the City together and greatly encourage walking
as an option. These also help to link neighborhoods
to the Number 9 trail that bisects the City. Sidewalk
recommendations for Boerne on shown on Maps 4.3A
and 4.3B on the previous two pages.
Key pedestrian areas of focus include:
West San Antonio Ave. to Lattimore Boulevard – links
areas west of the downtown to the historic downtown
area.
Rosewood Avenue to downtown Boerne – helps link
the Esser Road corridor and neighborhoods in that area
to the downtown area.
North right-of-way of River Road – provides additional
walking capacity along the scenic roadway, and helps
link area neighborhoods to the park and trail along
Cibolo Creek.
East Bandera Road – helps link neighborhoods on the
east side of the City to the commercial uses along West
Bandera Road.
Schweppe Street – provides a parallel pedestrian route
to South Main Street.
Herff Road to Old San Antonio Road – creates a strong
pedestrian route and connection between the Menger
Creek area and the River Road/Cibolo Nature Center area.
West Bandera Road from the I.H. 10 frontage road
to past Norris Lane – completes a gap in sidewalk
coverage along a major commercial corridor.

The intersection of South Main and Bandera Road illustrates the
challenge that large intersections pose to pedestrians.

Downtown Pedestrian Crosswalks - create two to three
additional locations with median refuges to cross Main
Street. The distance between current crossing locations
tempts pedestrians to cross mid-block. The reality is that
downtown Boerne benefits more from being recognized
as a great place to walk, and additional vehicular routes
around the city (such as the new Herff Road to River Road
connection) may alleviate the traffic volumes along Main
in the downtown area.
Key intersection improvements - enhance the Herff
Road/Esser Ave./River Road, the Bandera/ Main Street,
and the South Main/Crosspoint intersections with
improved pedestrian landings and distinctive crosswalks
to facilitate pedestrian crossings.

TABLE 4.3 PROPOSED ON-STREET PEDESTRIAN NETWORK PRIORITIES
Facility Category*

Facility Type*

Priority

Length (Miles)**

Tier 1
Tier 2
Shared Use Paths (See Table 4.?, Proposed Shared Use Network Facilities)
Sidepaths (See Table 4.?, Proposed Shared Use Network Facilities)
ON-STREET PEDESTRIAN FACILITIES (Sidewalks Only - Cumulative Length):
On-Street Facilities

19.6
0

Sidewalks

19.6 Miles

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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Key Shared Use Path (Trail)
Facilities

Shared use paths (also commonly referred to as trails)
already exist in some areas of Boerne, and are favored
as a way to provide a level of separation from motor
vehicles. Boerne residents have indicated that pathways
are typically their preferred and most comfortable
walking or bicycling facility type. The Number 9 trail
creates a strong “spine” trail for the City that helps get
residents from much of Boerne to routes that are close
to the core area of Boerne.
Key shared use and sidepath segments that will help
promote active transportation in Boerne are illustrated
on Maps 4.4A and 4.4B on the following pages, and
include:
Sidepath extensions along Esser Road – a strong
sidepath from Oak Park Drive, through S.H. 46 and north
along Esser Road to Blanco can help create a major
walking (and bicycling) corridor in the east part of the
City.
Sidepath along Johns Road – a future sidepath from
the IH 10 frontage road to School Street can help link the
Lattimore Road sidepath to other areas of the City.
Champion Boulevard Sidepath – new residential
development in the area has already built some sections
of sidepath and these should be continued. The sidepath
creates a direct connection to S.H. 46 and Samuel
Champion High School.

The existing Lattimore Boulevard sidepath extends for almost a
half-mile, and serves as an example of a facility that connects
users of all ages within a neighborhood.

future development, a sidepath should be considered
that would create a direct connection to Northrup
Park and to FM 1376. This connection parallels a future
roadway envisioned in the City’s thoroughfare plan.

Sidepath connection from Johns Road to North Main
Street – if properties in the area are reconfigured for

TABLE 4.4 PROPOSED SHARED-USE NETWORK PRIORITIES
Facility Category*

Facility Type*
Shared Use Trails

Shared-Use Facilities
Sidepaths

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2

6.8
12.5
4.6
33.0

SHARED-USE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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MAP 4.4A:

BOERNE SHARED-USE
FACILITIES
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Proposed Creek Crossing
Proposed Intersection Enhancement
Sidewalk, First Priority
Sidewalk, Existing
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Sidepath, First Priority
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Bike Lane, First Priority
Bike Lane, Second Priority
Bike Route, First Priority
Bike Route, Second Priority
Historic District
Boerne ISD Properties
Parks
Future Roads
Waterways
City Boundary
Cemetery
Civic Destination
Hospital
Library
School
Shopping Destination
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MAP 4.4B:

BOERNE SHARED-USE
FACILITIES

LEGEND
Proposed Creek Crossing
Proposed Intersection Enhancement
Sidewalk, First Priority
Sidewalk, Existing
Trail, First Priority
Trail, Second Priority
Trail, Existing
Sidepath, First Priority
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Key Barrier Resolution
Recommendations

Interstate Highway 10 - I.H. 10 creates a major barrier
to walking and bicycling in Boerne. Only a handful of
crossings exist, and none are favorable to pedestrians or
bicyclists. Several of the existing bridges or underpasses
are narrow and will need to be expanded to allow better
traffic flow in the future. Better accommodations for
walking and bicycling must be provided at that time.
Menger Creek and Cibolo Creek crossings - these
creek crossings under I.H. 10 create opportunities for
shared use path connections. These offer a much higher
level of comfort and can link to trail corridors on both
sides of the highway.
River Road and Herff Road/Esser Road - because of
the popular River Road trail and the extension of Herff
Road, this intersection is likely to become much more
heavily used by walkers and bicycle riders. Users of the
Number 9 trail must also cross at the intersection until a
grade separated trail can be funded.

The Menger and Cibolo Creek crossings under I.H. 10 provide
an opportunity for key future shared use path connections. The
above image illustrates the Cibolo Creek crossing at Ranger
Road.

Improvements to accommodate bicycle and pedestrian crossings across I.H. 10 are a high priority, but will require significant bridge
redevelopment in several areas (existing West Bandera Road at I.H. 10 pictured here).
4.3 Recommendations
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Education and Encouragement
Recommendations for Boerne

The investment in better shared use paths and on-street
bicycle lanes can reach its fullest potential in Boerne only if
educational and promotional efforts are also implemented.
These efforts will be key to the creation of a more accepted
“culture” of bicycling in the City. They include increased
education of both existing and new riders, stepping up
promotional efforts, and incorporating safety efforts to
enforce existing laws. Recommendations for Boerne (and
for other communities in this study as well as throughout
the AAMPO region) are as follows:
1. Implement/expand bicycle education programs
Education is a crucial component of increasing walking
and bicycling while maintaining a safe environment for
all users. Everyone in Boerne, including motor vehicle
operators, should understand their rules, rights, and
responsibilities. Educational efforts should be targeted:
•

To educate school-age children. School-age
children in Boerne are an important population to
target for teaching and encouraging bicycling and
walking. Though half of U.S. school-age children
live within two miles of their schools, three-quarters
of the households questioned in a 2009 National
Household Travel Survey take their children to
school in a private vehicle - a huge increase from
the 15% that were driven in 1969. In Boerne, many
children do not live that far from the schools they

attend and could walk or ride to school.
•

To educate adults on bicycle riding. The City
of Boerne should increase the availability of
opportunities to improve the road safety education
of both bicyclists and drivers in the City.

Specific efforts that the City of Boerne can take to improve
walking and bicycle safety education include:
a. Distribute information on the proper use of
bicycle facilities. The City should provide residents
with information about the purpose of new bicycle
facility treatments (e.g. bicycle lanes, shared lane
markings, sidepaths, etc.) and safe behaviors for
using these facilities as they are being designed
and installed. Provide links to web pages that
include information about each facility type. The
pages should provide as many graphics and visuals
as possible, including videos (where appropriate)
to describe safe maneuvers. Entities such as Bike
Texas can help provide this information.
b. Promote Safe Routes to School efforts at all
primary schools in Boerne. Most children start
to ride bicycles at a young age. For adolescents,
bicycles offer independence and self-reliance.
Therefore it is important to teach students safe
bicycle skills as early as possible and reinforce that
message as they approach driving age. Bicycle
“Rodeos” are a fun way to help youth expand their
bicycle riding skills.
Promote the goals of Safe Routes to School (SRTS),
which educates children of the proper safety
procedures when walking or biking, to encourage
children to walk and bike to school where they are
not currently doing so, and to improve facilities
where students are already walking and biking.
In conjunction with area schools, help organize
“walking school buses” or “bike trains” where groups
of parents actively help students walk or ride to
nearby schools.

A student at a Bicycle “Rodeo” practices his maneuvering skills
around tennis ball obstacles.
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The City should support the local school district’s
efforts to provide walking and bicycle education
for all students. To reach young students, conduct
regular bicycle “rodeos” or half day training sessions
given to all students at a certain grade level.
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c. Expand youth and adult bicycle education
opportunities. Private groups in Boerne could
provide bicycle safety skills courses taught
by League of American Bicyclists certified
instructors. These courses are sometimes
offered free of charge (where subsidized) or are
offered at a reasonable charge (to compensate
the instructors). The City of Boerne should
partner with or support area advocacy groups
and certified instructors to provide a central
information source and marketing for area bicycle
education events, and if necessary provide a
location on City property to conduct the training
sessions.
The City could also provide a way for people
to sign up for classes held by various groups
around the region and possibly offer discounted
rates for City residents, such as for online classes
offered by the League of American Bicyclists.
Target audiences may include area college
students where bicycle safety courses could be
offered as part of orientation programs held at
the beginning of each school year. Incentives
could also be offered to area employers to have
employees become certified instructors and
regularly offer classes to their employees. The
more confident people are in their bicycling
abilities and safety knowledge, the more likely
they are to substitute some short car trips for

ones on bikes.
d. Provide information to promote safe walking.
Pamphlets and online information generated
by many national and state entities can be
distributed to Boerne residents to help promote
safe walking habits.
2. Expand encouragement efforts and programs
Encouragement and promotion are extremely important
components of an effort to get Boerne residents to walk
and bike more frequently. Suggestions to encourage
more walking and bicycling include the following. Many
others can be used - the intent should be to have a
consistent and vocal message that walking and riding
more is good for Boerne in many ways.
a. Encourage walking and bicycling commuting
by City leaders, local employees, local
students and area employers.
Conduct biannual “open streets” events. In
addition to being fun and well attended, these
events draw significant attention to the benefits
of walking and riding more in Boerne.
City staff, elected officials, and City business
leaders should spearhead efforts to increase
bicycling and walking. Encourage these leaders to
attend walking and bicycling events, participate

Open street events (where streets are closed to motor vehicle traffic for a period of time) encourage bicycle riders of all ages and
abilities to try out their skills and enjoy the fun of bicycling.
4.3 Recommendations
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in public campaigns about walking and biking in
Boerne.

it as the centerpiece of a larger community event
focused on the local bicycling community.

Create a central location to serve as the “heart”
of bicycling and walking efforts in Boerne. Such
a facility could be associated with the Parks
Department, but should focus exclusively on all
aspects of educating and encouraging greater
amounts of walking and riding in Boerne. A
central and highly visible location is critical.

The City of Boerne and other area public agencies
should serve as an example by providing showers
and lockers for employees so they can ride or
walk to work. Another element of this strategy is
to require all new and existing public buildings
owned and operated by the City to include
facilities for bicycle commuters, such as showers
and bicycle parking.

Encourage and incentivize local businesses
that encourage their employees to commute
by walking or biking. Offer discounts to City
facilities, recognition at City events, promotion
on the City’s cable access channel or other
incentives.
Encourage bicycle commuting by making
available information about economic benefits,
health benefits, and potential commuting routes
to employers and employees.
Promote Bike-to-Work and Bike/Walk-to-School
Day. This encourages area employees, as well
as children, to walk or bicycle to work or school
by demonstrating how it can be done regularly.
Many communities choose to build on Bike-toWork Day and Bike/Walk-to-School Day and use

Work with local bicycling groups to provide
“bicycle mentors” to demonstrate to residents
who have always driven to work how it may be
possible to bicycle to work.
Educate employers on federal tax benefits for
bicycle commuting by hosting workshops on a
regular basis. Through the Federal Commuter Tax
Benefit (Section 132(f ) of the Internal Revenue
Code reauthorized in 2013), employees can
receive up to $20 per month tax free from their
employer for expenses related to commuting to
work via bicycle.
Recognize local employers who actively
encourage their employees to walk, ride or take
transit to work with an annual awards program.
Recognizing local employers for their efforts to
encourage bicycle commuting promotes the
awareness of bicycling and also showcases the
efforts of leading examples. Employers get the
benefit of the positive press, and the City benefits
from the increase in bicycling.
Further support efforts to provide low cost or
free bicycles and repairs to Boerne residents.
Encourage the donation of used bicycles and
parts, and heavily promote the availability of
bicycles when residents volunteer their time to
repair and build bicycles.

Provision of information and commuting routes can help
encourage commuters to choose biking as a viable option.
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As feasible, acquire and provide helmets, lights
and other safety equipment at low cost or no
cost to Boerne residents in need. Seek sponsors
and grants to continue to provide equipment to
promote safe riding habits.
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b. Encourage Walking. In concert with bicycle
encouragement efforts, the City of Boerne should
also target a greater amount of walking in the
City. Types of efforts specifically devoted to
walking may include:
Publicize key events, such as National Trails Day.
Develop inexpensive temporary signs that can
alert residents to easy walking opportunities,
such as “5 minute walk to a local restaurant.”
Develop specific “walk scores” for schools and
other key destinations in the City. The application
quickly rates a destination in terms of its
access via walking, and can help publicize how
accessible many destinations in Boerne are. It is
available at walkscore.com.
Provide information on how to organize and
encourage walking groups or clubs. The City and
partners can help encourage neighbors to create
groups that walk on a regular basis.
c. Conduct a detailed school by school analysis
to improve walking and bicycling routes to
that school as part of any future Safe Routes
to School Plan. In partnership with area schools,
and using each school’s attendance zone,
continue to develop a detailed list of smaller
improvements that can create more attractive
walking and riding routes to each school as part
of any future citywide Safe Routes to School
strategy. Detailed Safe Routes to School plans

Example of secure bicycle parking that also doubles as an
interesting art component of a city (Fairbanks, Alaska). The
availability of secure bicycle parking can encourages more
frequent use of bicycles for everyday trips.

A simple walk distance map can be integrated into the City’s website
to easily illustrate approximate walking times in the community.

would focus specifically on connecting the
residences of enrolled school children to their
school via a safe walking or bicycling route.
A Safe Routes to School Plan also develops
more detailed education and encouragement
strategies for walking and bicycling specifically
aimed at school aged children of that school.
Individual school Parent/Teacher Associations
(PTA) typically promote the development of
individual school plans.
d. Develop and distribute a route facility map.
To increase the citizens’ knowledge of existing
walking and bicycling facilities and destinations
in Boerne and to encourage the use of those

Markers and wayfinding signage help to orient visitors and
infrequent users.
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facilities, the City should develop a brochure type
route map that can be printed and distributed
and posted on-line. Longer term, investigate
the possibility of developing a “map app” in
coordination with other regional partners.

•

Incentives, promotions and opportunities that
inspire and enable people to ride.

•

Equitable laws and programs that ensure
motorists and cyclists are held accountable.

•

Processes that demonstrate a commitment to
measuring results and planning for the future.

e. Increase citywide availability of bicycle
parking. To quickly expand the relatively small
amount of bicycle parking available at key
destinations in Boerne, the City can consider
purchasing bicycle racks in bulk and selling them
at cost for key destinations throughout the City.
The City may also partner with local advocacy
organizations to support this type of program.
The advocacy group/organization could purchase
the bike racks and administer the program of
which businesses receives them, while the City
can store the racks and possibly install them
through the Public Works Department.

Enforcement Recommendations

f. Pursue “Bicycle Friendly Community”
designation. The League of American Bicyclists’
Bicycle Friendly America Program recognizes
communities, businesses, and college campuses
for their active support in providing safe bicycling
facilities and encouraging citizens to bicycle more
frequently. Boerne should strive to be named
a bicycle friendly community in the future. The
award is based on the following criteria:

To be effective, the enforcement program should be
accompanied by awareness and education. The Police
Department may elect to start with warnings and utilize
citations only if necessary. Enforcement alone does not
usually achieve long-term effects; rather, it needs to be
partnered with strong education and encouragement
efforts as well as physical improvements to facilities.

•

Physical infrastructure and hardware to
support cycling.

•

Programs that ensure the safety, comfort and
convenience of cyclists and fellow road users.

By implementing the majority of the
recommendations in this master plan, the City
of Boerne should qualify as a bicycle-friendly
community.
It is important to remind Boerne residents that bicyclists
are legally entitled to use the road, but are also required
to obey the same rules and regulations that apply to
vehicles. Enforcement should reinforce the right of each
roadway user in Boerne. The Boerne Police Department
should actively enforce traffic laws for both motorists
and bicyclists.

Another important aspect of a successful enforcement
program is to recognize the nature of the problem.
Where a significant number of users practice unsafe
behavior, the physical design may need to be modified.
More detailed changes beyond those recommended in
this master plan should be made to the infrastructure.
a. The City of Boerne should continue to monitor
crash data. If warranted by a high number of
incidents, then the Boerne Police Department
and the Planning and Public Works Departments
should work together to study how best to
reduce bicycle and motor vehicle crashes.
The approach should focus on improving the
behaviors of both bicyclists and motorists.
b. As needed, and in focused areas of the City
where applicable, increase enforcement of
bicycling related infractions.

The League of American Bicyclists recognizes communities for
providing safe bicycling facilities and encouraging citizens to
bicycle more frequently.
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Targeted motorist behaviors include:
•

Turning left and right in front of bicyclists

•

Passing too close to bicyclists

•

Speeding

•

Parking in bicycle lanes where signage
prohibits parking

•

Rolling through stop signs or disobeying
traffic signals

•

Harassment or assault of bicyclists

•

Targeted bicyclist behaviors include:

•

Ignoring traffic control (traffic signals and
stop signs)

•

Riding the wrong way or against traffic on
a street

•

Riding with no lights at night

c. Encourage the use of helmets by young
bicyclists in Boerne. Parallel efforts to provide
free or low cost helmets for some youth should
be conducted.
d. Work with local advocacy groups to
encourage a volunteer bicycle fleet to
offer periodic group rides. Enforcement
efforts do not need to necessarily come from
police officers. Safe bicycle behavior can be
established with good examples. Local bicycle
retail stores and bicycle advocacy groups
could organize group rides to help people
learn safe bicycling skills and responsibilities.
These can be especially helpful for those
venturing out on the road for the first time.
Having several bicyclists riding together also
reminds motorists of the presence of bicyclists
and encourages courteous sharing of the road.
Group rides can also help people confidently
ride in the evening and night hours. Each group
ride may begin with a review of safe bicycling
laws and tips.
e. Implement regular training for police
officers on road safety for all roadway users.
Bicycle transportation safety laws are a part
of every patrol officer’s training. However,
if on-road bicycle use is not yet part of the

mainstream, some officers are not as familiar
with laws that pertain to bicycles as compared
to vehicles. The City should provide regular
training on traffic safety laws as they pertain to
bicyclists and motorists.
As bicycling in the City increases, it will be
important for all officers to be prepared for
potential conflicts and incorrect behavior. The
National Highway Traffic Safety Administration
(NHTSA) has several resources that can be
inserted into regular trainings to keep the
message fresh and engaging for officers.
The Police Department should offer educational
training to officers about bicyclist rights
and responsibilities as well as aggressive
motor vehicle behavior toward bicyclists. For
example, the Maryland Office of Highway
Safety organizes safety training events for
officers to raise awareness about rights,
rules, and appropriate responses to incidents
involving conflicts between motor vehicles,
bicycles and pedestrians. The Federal Highway
Administration offers a DVD that is an excellent
training tool.

Police officers that are familiar with road safety regulations can
help promote safe riding throughout the region. (Photo image
from City of San Antonio)
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Volume 4
Boerne Bicycle &
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Chapter 4
Implementation

Implementation Program

This chapter focuses on Implementation, providing some
of the parameters by which Boerne may enhance walking
and bicycling by implementing the bicycle and pedestrian
infrastructure and initiative recommendations. To that
end, the chapter identifies methods of facility and
initiative prioritization, identification of funding, defining
the roles of responsible parties, and program monitoring.
This chapter is also written under the assumption that
the Boerne City Council will take official action to adopt
this study as City policy.

TxDOT, utility companies and railroad companies.
Responsibility for the project permitting
construction typically lies with the City of Boerne.
•

Partnerships and Supplemental Funding.
Research for necessary grant qualification,
Council approval to apply for grant pursuits or
other funding sources, and completion of right of
way acquisition (if needed) should be settled at
this point.

•

Design. Preparation of engineering and
construction documents, specifications and
cost estimates, followed by bid documents and
bidding procedures after permits and funding
are clarified. Even if for bicycle lane striping and
internally prepared, schematic engineering of the
route and intersections is recommended, since
each corridor has its own unique characteristics
and needs.

•

Physical project construction or implementation.

These recommendations are similar to those for other
communities in this study and throughout the AAMPO
region.

Development of a Complete Network
Chapter 3 presents key facilities and improvements to
be developed to create a connected network. These key
projects were selected to meet the goals established by
the planning effort, and to reflect citizen comments and
desires received during the public input process.
The implementation of each specific active transportation
network facility will generally follow these steps:
•

•

Route and Feasibility Confirmation.
Environmental analysis (if needed), detailed
property easement or right of way needs analysis
(if needed), detailed feasibility/concept design,
and identification of funding for each project
should be obtained before proceeding.
Permits. By the City of Boerne, possibly Kendall
County and all involved corridor owners, e.g.

Funding Active Transportation

Funding for pedestrian and bicycle facility development
in Boerne can come from a variety of sources such as
generated locally, from the State of Texas, and from
federal sources. Private development can also aid in the
establishment of many of the future facilities throughout
the City identified in this study.

Sources of Funding
AAMPO survey results reveal that improved pedestrian
and bicycle facilities are deemed to be important
by residents of Boerne. Therefore, funding for these
facilities should be treated as a key item in both annual

im•ple•ment (im‘plә mәnt), v. 4. to fulfill; perform; carry out. 5. to put into effect
according to or by means of a definite plan or procedure.
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and longer term budgeting. Regular steady funding
is recommended so that the network is added to on a
continuous basis. A broad range of funding mechanisms,
from both the public and private sectors should be
considered. These include:

can provide funding for shared use paths (trails)
that can benefit Boerne’s active transportation
network.
•

Federal funds. Federal dollars allocated to pay
for non-motorized transportation improvements
can be used to fund pedestrian and bicycling
improvements in the City. These funds are
administered by the Texas Department of
Transportation and local metropolitan planning
organizations such as the AAMPO, and as such
must conform to federal guidelines for safety and
construction procurement.

•

Congestion Mitigation and Air Quality (CMAQ)
grant funds. Federal dollars that assist in
relieving traffic mitigation may also be used to
develop trails corridors that can carry commuters
to work or serve as an alternative transportation
route to recreation or commercial areas.

•

Foundation and Company Grants. Some assist
in direct funding for projects, and some support
efforts of non-profit or citizen organizations.

General obligation bond funds. Bond funds are
typically the primary source of significant development
efforts. Larger capacity of these funding sources allows
for more development to occur. They can also serve as a
match for external grant sources.
CIP funds. An annual set-aside in the City’s Capital
Improvement Program (CIP) could be used to fund the
pedestrian and bicycle network. These funds can also be
leveraged as a match for state and federal grants if those
become available.
Funding as part of other projects. Both on-street and
off-street bicycling facilities, as well as sidewalks, can be
efficiently funded as part of other larger City or County
projects, such as new roads. The Herff Road extension
that includes both pedestrian and bicyling facilities is an
excellent example of this.
Parkland dedication funds. Funds generated by
new development can be used to help develop nearby
trails. These funds are accrued in lieu of parkland, and
if deemed appropriate by the City, may be applied to
building key shared use or sidepath facilities.
Special district funding. Funding from special districts,
other new public improvement areas, or tax increment
financing areas can be used to help develop pedestrian
and bicycle facilities.
Grants from a variety of sources. Grants that can be
used for pedestrian and bicycle facility development are
available from a variety of sources. Given the compelling
local issues of traffic congestion and air quality, as well
as a large local population that supports alternative
transportation methods, local pursuit of grants could be
successful and should be aggressively pursued. Major
grant types include:
•
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Texas Parks and Wildlife Department grants.
Through its outdoor recreation and community
trail development grants, these matching grants

Implementation Roles

The City of Boerne is the primary implementing agency
of this study. Should the City choose to adopt the study,
it would be acknowledging its role and responsibility to
take the lead in pursuing the plan’s goals and objectives.
Implementation actions by the City include actual
construction of bicycle and pedestrian facilities and
supporting programs to educate and encourage new
users.
Multiple City departments may have a role in
implementing and operating the facilities envisioned in
this master plan. These include the following:
•

The Planning & Community Development
Department will have a major role in
implementing study recommendations.
Responsibilities will include developing and
overseeing efforts to improve walking and
bicycling, proposing pedestrian and bicycle

CITY OF BOERNE

An annual set-aside in the City’s Capital Improvement Program (CIP) could be used to fund the pedestrian and bicycle network.

facilities, scoping of education, encouragement
and enforcement events, and coordinating
among the various departments and agencies
that have a role in implementing this study.
The department also enforces the City’s
development ordinances. This department is
responsible for ensuring that infrastructure built
through private development conforms to the
City’s codes. The department may also update
the City’s codes to establish new standards for
projects identified in this study.
Finally, the department can assist in applying for
grants to help construct pedestrian and bicycle
facilities, as described in this study.
•

The Parks and Recreation Department will have
a role in education and promotion programs, as
well as overall implementation of the study.

•

The Public Works Department may assist with
facility development and day-to-day operations
and maintenance of the City’s roads and
sidepaths, including signage and striping, where
much of the on-street infrastructure may be built.
The department will also participate in the design

and construction of bicycle and pedestrian
infrastructure.
•

The Police Department will have a significant
role in supporting and implementing safety
education and enforcement components of the
study.

•

The AAMPO can assist in future transportation
planning and support implementation of the
recommendations of this study.

Monitoring Program
Implementation

The Boerne Bicycle and Pedestrian Study is a living
document and should be updated periodically to assess
progress, identify new opportunities, and re-evaluate
goals and priorities. An action plan should continually
be updated for the following year and included in the
annual Capital Improvements Program (CIP).
Should the City move forward in implementing this study,
it is important to involve area stakeholders, residents and
businesses located along any proposed network routes.
Public engagement and input is a critical component of

4.4 Implementation
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any design process involving new pedestrian and bicycle
facilities, and is also vital when updating, changing or reprioritizing any recommendations.
The City should initiate and maintain an annually updated
Capital Improvement Project (CIP) list of short- and longterm bicycle and pedestrian facility improvements based
on this study. This CIP should be annually updated to
reflect the highest priority projects for each fiscal year
into the future.
To measure the successful implementation of the
recommendations of this study, a series of benchmarks
and periodic measures should be used to monitor
implementation.
Monitoring measures can include:
•

User bicycle and pedestrian counts along key
segments both before implementation and after
to track changes.

•

Identify key locations for benchmark counts and
conduct on a periodic basis.

•

Monitoring bicycle parking usage at regular
intervals.

•

Documenting levels of walking and bicycling to
area schools (both primary and secondary).

•

Review periodic American Community Survey
data provided by the US Census on commuting
mode share.

•

Quantifying the percentage of the system that is
developed.

•

Quantifying education and encouragement
efforts by counting the distribution of route
maps, the number of classes and participants
enrolled in safety programs, etc.

•

Quantifying end trip facilities provided at
businesses and destinations within the City.

As the City’s network grows and additional facilities are
installed, other measures may be added that further
gauge the success of Boerne’s bicycling and pedestrian
efforts. If the City so desires, this information could be
provided on the City’s website so that citizens can track
the progress of study implementation.

Successful implementation of a citywide connectivity plan requires cooperation between various City departments but can make
Boerne a better place to live in and to visit.
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Volume 5
New Br aunfels Bicycle &
Pedestrian Study
New Braunfels is one of the fastest growing cities in
the Alamo Area MPO’s region. Located approximately
35 miles northeast of downtown San Antonio along
IH-35, the City has grown from a tourist destination to
the largest area community outside of San Antonio. The
community’s long range vision is that New Braunfels will
be a great community in which to live and work, and
the City’s comprehensive plan update identifies a need
to encourage pedestrian and bicycle transportation to
achieve this vision.

Chapter 1
Introduction
In order to improve alternative modes of transportation
such as walking and bicycling, the City of New Braunfels
has partnered with the Alamo Area MPO to develop this
pedestrian and bicycle plan. This plan is intended as a
supplement to approved bicycle, park, trail and special
district plans that the City already has. It aims to improve
the environment for walking and bicycling, resulting in
increases in walking and biking by making both a more
viable and attractive mode of travel for residents of New
Braunfels and visitors.

NEW BRAUNFELS BICYCLE AND PEDESTRIAN STUDY AREA

The City of New Braunfels represents one of five focus areas within the Alamo Area MPO Regional Bicycle and Pedestrian Study (above
left). The New Braunfels component of the study evaluates the active transportation network within the City’s municipal limits and extraterritorial jurisdiction areas (above right).

City of New Braunfels Bicycle & Pedestrian Study
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Demographics & Commuting
Characteristics in New Braunfels

With 59,620 people in 2013, New Braunfels is one of the
fastest growing communities near San Antonio. Between
2010 and 2013, the City captured nearly 4% of the growth
of the entire Alamo Area region.
New Braunfels is home to an economically diverse
population. Households include the affluent well-to-do
families as well as those with more modest incomes,
and everywhere in between. There’s also a significant
retiree population in New Braunfels as well as a growing
sector of young and established families. The workforce
includes skilled professionals who likely commute to
San Antonio or Austin as well as those who work in local
professional and service-oriented positions.
The median income for households in New Braunfels
is 10% higher than that of the state. The median age
of those living in the City, at 34.3 years is slightly above
the state median age of 33.8, and school age children
account for nearly 20% of New Braunfels’ population.

As the community has grown, so has the local economy
and job opportunities within New Braunfels. Now
considered an urban center in the San Antonio-New
Braunfels Metropolitan Statistical Area, New Braunfels
is home to major employers (non-governmental) such
as Schlitterbahn, Walmart Distribution Center, Christus
Santa Rosa hospital, HEB, Hunter Industries, and many
others who contribute to the local employment base.
As the local employment base grows, more residents can
choose to live near their job and avoid long commutes
to work. According to the U.S. Census Bureau, 56% of
the City’s workforce works within the City, yet 92.2% of
commuters drive to their job. Very few said they took
transit, rode a bike, or walked to work.
Growth projections anticipate that New Braunfels
will have a population of over 108,000 by 2040, a 82%
growth over the population today. As the City continues
to grow, not only will the demand on the City’s
transportation infrastructure increase, but preferences
for transportation alternatives will emerge and grow.

REGIONAL SURVEY HIGHLIGHTS
Data from the U.S. Census Bureau about travel patterns is limited to commuting to work. Additional data about
biking and walking was collected by the AAMPO as part of this study. That survey reveals a significant interest in
more transportation options, including walking and bicycling. While nearly all respondents said they use their car
on a daily basis, a majority reported that they’d like to walk and bike more and rely on their car less.
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Relation to Other Plans

This Bicycle and Pedestrian Study for the City of
New Braunfels supports and builds on existing
City plans, policies, and initiatives. Future
efforts should also support these goals in order
to facilitate implementation. Together these
plans and initiatives strengthen efforts for
walking and bicycling and help implement the
broader regional vision for a more sustainable
and efficient transportation system. Other
related plans include:

Mobility 2040

The Alamo Area long range regional
transportation plan, Mobility 2040, is used
to frame regional transportation efforts. The
plan recognizes the importance of bicycle
and pedestrian transportation in establishing
a safe, sustainable, efficient, and accessible
transportation network.

New Braunfels Comprehensive
Plan, 2006 Update

The City’s comprehensive plan guides City
leaders in decisions about future growth
policies, programs, and initiatives. The goals
of the comprehensive plan aim to achieve
the vision of making New Braunfels a great
The 2010 Downtown Implementation Plan recommended sidewalk
community in which to live and work. This pedestrian improvements for much of the downtown area.
and bicycle plan supports and even implements many
goals and objectives identified in the comprehensive
plan.
Strategic Parks and Recreation Master

Encourage pedestrian and bicycle
transportation including provision
of safe transportation facilities for
pedestrian and bicycles.
- Goal 25 of the New Braunfels
Comprehensive Plan Update

The comprehensive plan has other goals that will be
supported and implemented by increased walking and
bicycling, such as promoting the mixing of land uses
to shorten trips to everyday destinations, utilizing trails
and greenbelts to connect neighborhoods to local
destinations, and improving pedestrian linkages in and
around downtown New Braunfels.
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Plan, Trail Component, 2010

Chapter 5 of the City’s Strategic Parks and Recreation
Master Plan identifies a plan for building a network of
trails throughout the City. The document recognizes
that trails play an important role in providing a means
for residents to travel to destinations such as schools,
shopping areas, or work. The plan not only identifies
a network of multi-use trails but also a network of onstreet bicycle facilities.

Downtown Implementation Plan, 2010

The Downtown Implementation Plan identifies
opportunities to improve walkability and pedestrian
circulation within and into downtown New Braunfels
from surrounding neighborhoods. Other urban design
elements of the plan can be mutually supportive of
pedestrian and bicycle goals.

CITY OF NEW BRAUNFELS

Regional Transportation Plan, 2012

The City’s Regional Transportation Plan identifies the
plan for the City’s thoroughfare network (collectors,
arterials, and highways), including proposed roadways.
This document identifies opportunities for integrating
new pedestrian and bicycle facilities in conjunction with
new or improved roadway projects.

Other Plans

Other trail, corridor, and area plans provide a context
for recommendations in this plan. They can help
identify specific needs for improvements for walking
and bicycling in these areas. Those that were consulted
include:
•

Westside Pedestrian Improvements Project is
approximately 2.6 miles of sidewalks, pedestrian
improvements, and associated signage in this
neighborhood. With funding administered by the
Alamo Region MPO, the project closes gaps in the
sidewalk system, enhances crossings near Lone
Star Elementary School, and connects residents
to neighborhood destinations.

Development Code

The development code regulates development in the
City and (to some extent) the extraterritorial jurisdiction.
The code can influence the built environment to
be more bicycle-friendly and walkable. This might
include regulations for street design and pedestrian
connectivity, parkland dedication for trails, and building
and site design that include bicycle parking and internal
pedestrian pathways.

Surrounding Jurisdictions

This effort is part of a larger planning effort to develop
a regional bicycle and pedestrian system. It is important
to be aware of the transportation networks and plans
of adjacent jurisdictions and to coordinate with these
entities to ultimately build a true regional network.
Adjacent cities include San Marcos and Hays County to
the north, Seguin to the east, and Schertz and Cibolo to
the south. Comal and Guadalupe Counties, as well as the
Guadalupe Blanco River Authority, are other entities that
ultimately may develop facilities that can link to corridors
in new Braunfels.

The 2012 Regional Transportation Plan included recommendations for active transportation alternatives.
5.1 Introduction
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Why Plan for Walking & Bicycling in New
Braunfels?
Increasing walking and bicycling levels in the City can
have significant mobility, environmental, health, and
economic benefits, which in turn can improve the overall
quality of life in New Braunfels.
Helps Meet Goals set by the Comprehensive Plan
- This plan will help meet goals of New Braunfels’
comprehensive plan, such as encouraging pedestrian
and bicycle transportation; mixing land uses to shorten
trips; using trails and greenbelts to connect destinations;
and improving pedestrian linkages.
Accommodating Growth - New Braunfels is currently
home to nearly 60,000 people and has grown rapidly
over the last decade. Recent growth has been east of
I.H. 35, but now is also occurring to the north of the City
near Creekside, and west of Loop 337. The master plan
for Veramendi, a 4,000 acre + mixed use development
along Loop 337, will attract significant new growth on
the west side of the City. This new growth in all parts of
the City provides an opportunity to integrate bicycling
and sidewalk facilities into these new areas from the very
beginning.

With the potential to almost double in size again within
25 years, the City’s transportation system will continue to
face significantly higher demands. Providing alternative
transportation modes can help to alleviate a portion of
that future demand.
Improving Quality of Life - Increasingly, highly ranked
communities across the nation are recognizing that
providing comfortable pedestrian and bicycling facilities
makes them more attractive for relocating businesses
and new residents alike.
Promoting Active Lifestyles and Health Benefits the availability of comfortable sidewalks and bicycling
facilities can help encourage higher amounts of walking
and riding. If promoted from a young age, healthy
lifestyles can become more ingrained in youth and
continue into adulthood.

Principles for Walking and Bicycling
Recommended goals and principles that should guide the
development of facilities for walking and bicycling in the
City are shown on the following page. These principles
are discussed in greater detail in the recommendations
section of this report.

The Guadalupe River is one of the most scenic features in New Braunfels; it creates both challenges and opportunities to walking and
bicycling in the City.
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Recommended Principles for Walking and Bicycling in New Braunfels
Infrastructure

1. Develop a comprehensive network of on- and off-street bicycle facilities.

Develop new facilities with an eye towards ultimately achieving significant connectivity throughout all of New
Braunfels.

2. Prioritize improvements that address gaps or that resolve significant barriers such as I.H.
35.

Target facility segments that greatly increase connectivity and the usefulness of the network if they are resolved.

3. As much as is feasible, develop facilities that are comfortable for all levels of experience.

Create new pedestrian and bicycling facilities that most New Braunfels residents would feel comfortable using. Be
flexible in older areas of the City.

Support Facilities

1. Incorporate adequate support facilities into every new facility that is built.

As is feasible, plan for and include elements such as bicycle parking, access from surrounding areas, drinking
fountains, wayfinding, shade and adequate levels of markings and signage into every project.

Programs

1. Allocate resources to develop encouragement programs and events that promote higher
levels of walking and riding in New Braunfels

Actively work with community health partners, schools, recreation, fitness and local businesses to develop programs
and events that highlight the benefits of walking and riding, and that encourage New Braunfels residents to walk or
ride.

2. Create incentives to encourage higher levels of walking and bicycling.

Along with area partners, identify ways for employers and other area organizations to incentivize higher levels of
walking and riding.

Implementation

1. Identify stable funding sources that can help create measurable levels of improvement.

Identify funding sources that are reliable and that can develop measurable improvement over the next decade.

2. Actively seek partnerships to develop portions of the pedestrian and bicycle network.

Identify partnerships whether private or public, to help implement pedestrian and bicycling improvements
throughout the City.

3. Work with new development, whether commercial or residential, to develop high quality
portions of the pedestrian and bicycle network.

Create standards that facilitate or even mandate the inclusion of high quality bicycling and pedestrian facilities in
new developments as they occur.

5.1 Introduction
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Who Are We Planning For?

The underlying goal for walking and bicycling in New
Braunfels goes far beyond a desire for making a better
community. It means ensuring the City has a viable
transportation system that provides a variety of travel
choices for everyone. This can take on different meanings
for different users.
For some populations, walking and bicycling is a choice;
for others it’s a necessity. For children and the elderly, the
ability to travel by walking and bicycling is an important
component of independence. Some walk or bike because
of the economic benefits, others because of the health
or environmental benefits. People may choose to walk
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or bike as their sole mode of transport to work or school,
while others just choose to for certain destinations like
eating out or going to the park.
Ultimately, the pedestrian and bicycle networks
should be accessible to people of all ages, means,
abilities, and purposes: the young and old, the rich and
poor, the able and the disabled, the commuter and the
recreationist. It’s important to consider all the users and
purposes for walking and bicycling when implementing
this plan.

CITY OF NEW BRAUNFELS

Destinations in New Braunfels

For the majority of those walking or riding a bicycle,
whether in New Braunfels or elsewhere, the average trip
is typically between 1/4 to 1 mile in length for pedestrians
and between 2 to 3 miles for bicyclists. Identifying
common destinations throughout the City helps to
ensure that facility recommendations and priorities are
in line with where residents of New Braunfels are trying
to get to.

that serve the local community, such as parks, schools,
employment areas, and shopping areas with “everyday”
destinations. In addition, regional destinations should
also be considered, such as downtown New Braunfels,
Landa Park, or Historic Gruene. These destinations are
unique and movement to and within these areas are
specific to the larger destination.

Trip origins are frequently residential neighborhoods
in all parts of the City. Local destinations are those

Active Transportation Network: Destinations (New Braunfels)
•

Downtown New Braunfels

•

Creekside Retail Area

•

Historic Gruene

•

HEB and associated retail areas

•

Landa Park, Prince Solm Park and Hinman Island

•

•

Schlitterbahn (in two locations)

•

The Comal County Fairgrounds

Area high schools, including New Braunfels High,
Canyon High and Premier High School of New
Braunfels

•

The Comal River

•

•

Fisher Park

Area employment centers such as the Walmart
Distribution Center and manufacturing facilities
along FM 306

Landa Park is key destination through out the year, for everyday users as well as events (Wurst Tri Ever race day pictured here).
5.1 Introduction
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Destinations and Barriers in New Braunfels
Figures 5.A and 5.B, Active Transportation
Opportunities and Barriers, illustrate that many of
the key destinations within New Braunfels that attract
daily trips (i.e. schools, parks, shopping, etc.) are within
close proximity to many of New Braunfel’s residential
areas. This is particularly true for traffic generators and
destinations north of IH-10.
Figure 5.A below illustrates a 1/4 mile walking radius
around key community destinations in New Braunfels.

That distance typically takes 5 to 10 minutes to easily walk
(a time/distance relationship that is seen as the margin
within which a traveler may choose to walk rather than
drive a car). A bicyclist can extend up to three (3) miles
in a 15 minute+/- period. Figure 5.B on the following
page illustrates a 2-mile bicycling radius around key
destinations. As illustrated, many destinations in the City
can easily be reached via walking or riding a bicycle.
Interstate 35 and the Guadalupe River create the two
largest barriers to walking and riding extensive distances
in New Braunfels. Interstate 35 bisects the City from

FIGURE 5.A: ACTIVE TRANSPORTATION OPPORTUNITIES AND BARRIERS
(PEDESTRIAN)
Cemetery
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Historic District

Hospital

Retail Corridors
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1/4 Mile Pedestrian
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north to south and creates the single most challenging
barrier by far. Crossings are limited in number and are far
apart - they also have high amounts of vehicular usage,
making them even more challenging for pedestrians
and bicycle riders.

trails and park roads which allow walking and riding
parallel to the river. Finally, Union Pacific rail corridor
parallels Interstate 35 and also only has limited crossing
points.

Other key barriers in New Braunfels include the
Guadalupe River.
The few crossings of the river
will ultimately need to accommodate bicycles and
pedestrians, but also provide some of the most scenic
locations in the City. The Comal River, which is much
shorter in length, creates a barrier but is mitigated by
FIGURE 5.B: ACTIVE TRANSPORTATION OPPORTUNITIES AND BARRIERS
(BICYCLE)
Cemetery

Parks

Civic

Historic District

Hospital

Retail Corridors

Library

2-Mile Bicycle Buffer

School
Shopping

5.1 Introduction

5-15

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

A New Braunfels resident riding towards Downtown along Comal Avenue which has long had
well used bicycle lanes.
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Volume 5
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Pedestrian Study
General Characteristics

For the past two decades, a stronger focus on pedestrian
and bicycle infrastructure has prevailed in New Braunfels.
As a result, newer areas of the City are beginning to see
well developed sidewalk networks and in some cases
bicycle lanes incorporated as developments go in.
The core downtown area has a developed sidewalk
system that facilitates pedestrian activity in the this area.
However, most of the older neighborhoods inside of
Loop 337, and indeed many neighborhoods east of I.H.
35 do not include sidewalks along local streets. Major
streets with strong pedestrian potential such as San
Antonio Street and Seguin Street have older sidewalk
systems with some gaps and differences in width.
The area around Schlitterbahn, long a major tourist
destination, has some gaps in connectivity between
its two major sites. New residential areas now have
sidewalks incorporated and stress connectivity to local
destinations such as schools.

Chapter 2
Existing
Conditions
and Landa Street (as shown below) are excellent facilities
that should be emulated by other cities in the region.
On-street bicycle lanes along South Walnut Lane are
also prototypes that demonstrate how good bicycling
and pedestrian infrastructure can be included side by
side with vehicular accommodations. New Braunfels
also has high-quality walking and bicycling facilities that
parallel the Comal River, connecting Landa Park to Prince
Solms Park. The County Line Memorial Trail between
South Seguin Boulevard and West County Line Road is
also an excellent “spine” facility for the eastern areas of
New Braunfels. Gaps do exist however between the
various developed on and off-street facilities in the City,
and eliminating those gaps should be one of the City’s
highest priorities.

The increased focus on bicycling infrastructure has
resulted in a growing system of bicycle lanes which are
gradually connecting to the City’s trails. Some, like the
recent wide shared use path corridor/linear park along
North Walnut Avenue between Elliot Knox Boulevard

The Walnut Avenue shared use path significantly enhances pedestrian and bicycling opportunities through the heart of New Braunfels.

City of New Braunfels Bicycle & Pedestrian Study
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Attitudes Regarding Active
Transportation in New Braunfels

Generally, most residents of New Braunfels view
bicycling as a purely recreational activity, and are not
used to viewing bicycling as a transportation alternative.
Similarly, walking to nearby destinations is typically not
viewed as the preferred way to move about the City.
To determine how these attitudes could be informed
and changed in the future, an online regional survey
was prepared asking residents and property owners to
identify challenges to bicycling and walking in the Alamo
Area MPO region, and within the City of New Braunfels.
The survey was accessible from November 2014
through the late Spring of 2015, and included questions
regarding perceptions of current facilities in relation to
their community, and barriers that inhibit bicycling and
walking in the City. Almost 400 New Braunfels residents
participated in the survey. Responses from that survey Existing bicycle lane and parking along Wright Avenue.
are shown on pages 5-20 and 5-21.
Braunfels ranged from “dangerous” to “unsafe” and
Attitudes about Bicycling in New Braunfels New
“disconnected.” Frequently cited barriers to walking
More than two-thirds of New Braunfels survey include a lack of available facilities and their condition (i.e.
respondents generally rated bicycling as “average” (37%) sidewalks) and the distance between destinations. These
or “poor/very poor” (37%) in their neighborhoods. Similar key findings are summarized in Figure 5.D, Challenges
to respondents in other cities in the study, bicycling as an to Walking (page 5-21).
activity was often perceived as “dangerous” or “unsafe.”
Connectivity was also cited frequently, especially in
Frequently cited barriers to bicycling include too few
terms of addressing gaps in existing sidewalks. Residents
facilities (i.e. bike lanes or paths), safety, weather, distance
were also interested in the placement of facilities closer
between destinations and lack of bicycle ownership.
together. A higher emphasis on creating sidewalks that
These key findings are summarized in Figure 5.C,
are wider and more removed from traffic may help to
Challenges to Bicycling (page 5-20).
encourage the frequency and volume of walking activity
As in Boerne and Seguin, weather as a factor inhibiting in the City. As in other cities in this study, greater
bicycling cannot be controlled. Others however, such as separation between new sidewalks and streets, and
the availability of on and off-street bicycle infrastructure intersection design enhancements incorporated into
and improving safety for bicycling are related, and can City ordinances or design guidelines can reduce survey
be improved with further enhancement of the network respondents’ prevalent assertion that they “do not feel
of bicycle facilities, as well as increased education and safe.”
awareness of bicyclists.

Attitudes about Walking in New Braunfels
Residents of New Braunfels rated walking conditions in
their community significantly higher than bicycling. 76%
of the respondents felt that walking in their neighborhood
was average or better, and 16% rated walking in their
area as “excellent.” Words used to describe walking in

5-18

CITY OF NEW BRAUNFELS

Public Participation

Meetings were held during the planning process with
City staff to discuss opportunities and constraints in
the City and to evaluate proposed options as they were
explored.
A Citywide public workshop was held in January 2015
at the Landa Haus in Landa Park. Over 80 attendees
participated in the meeting, and these included
residents of New Braunfels and nearby areas, City
staff, the planning team, and representatives from the
Alamo Region MPO. The meeting started with a brief
introductory presentation, followed by small group
discussions. A total of 10 smaller groups were formed,
and each group addressed questions related to current
opportunities, constraints challenges to walking and
bicycling in the City, as well as outlining key destinations
and potential routes on maps of New Braunfels.

Key comments included focusing on using routes along
major drainage corridors, creeks and rivers in the City,
such as Dry Comal Creek, Comal and Guadalupe River.
Attendees were also greatly concerned about making it
easier to get through the barrier that Interstate Highway
35 and the Guadalupe River create. Improvements
to walking in Downtown New Braunfels were also
mentioned frequently.

Residents, City staff, and members of the Alamo Region MPO provided valuable input throughout the planning process.

5.2 Existing Conditions
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FIGURE 5.C:
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FIGURE 5.D:

5.2 Existing Conditions
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Existing Facilities for Bicycling and
Walking in New Braunfels

A summary of New Braunfels’ existing active
transportation network is provided in Table 5.1, New
Braunfels Active Transportation Network (2015). The
table distinguishes between on-street bicycle facilities,
on-street pedestrian facilities, and shared use facilities.
These three facility categories are described in more
detail in the introductory volume of this study and in
Appendix A, Bicycle and Pedestrian Toolkit, of this
study.
Table 5.1 presents the cumulative length of all of
New Braunfels’ sidepaths and shared use paths. The
cumulative length of sidewalk segments referenced in
the table includes only those located on collector and
arterial streets. Only those sidewalk segments situated
on local streets that provide important pedestrian interconnectivity are included in Table 5.1.
The distribution of New Braunfels’ sidepaths, shared
use paths, and key sidewalk segments is illustrated on
Maps 5.1A through 5.1E, Existing New Braunfels Active
Transportation Network (pages 5-23 and 5-27). Consistent

Wide comfortable sidewalks in the growing Creekside area.

with Table 5.1, Maps 5.1A through 5.1E do not represent
a comprehensive inventory of all of the existing sidewalks
in the City. Sidewalks illustrated on the maps are largely
limited to those on collector and arterial streets, and
those on key local street segments.

TABLE 5.1 NEW BRAUNFELS ACTIVE TRANSPORTATION NETWORK (2015)
Facility Category*

On-Street Bicycle Facilities

On-Street Pedestrian Facilities
Shared Use Facilities

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes
Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming
Sidewalks
Shared Use Trails (Off-street)
Sidepaths (On-street)

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
**Excludes most local street segments within subdivisions.
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Length (Miles)
10.3
0
0
0
1.7
23.9
0
37.1**
5.7
6.0
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MAP 5.1A:

EXISTING NEW BRAUNFELS
ACTIVE TRANSPORTATION
NETWORK

LEGEND
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MAP 5.1B:
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MAP 5.1D:

EXISTING NEW BRAUNFELS
ACTIVE TRANSPORTATION
NETWORK

LEGEND

Sidewalk, Existing
Trail, Existing
Bike Lane, Existing
Bike Route, Existing
Wide Shoulder, Existing
School Properties
Parks
Waterways
Railroad
City Boundary
School
Hospital
Library
Civic Destination
Destination

0

1/4

1/2

1
Miles

2.

3.

1.

4.

5-26

5.

2.
OPEN

CITY OF NEW BRAUNFELS

MAP 5.1E:
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Providing comfortable crossings under I.H. 35 is one of the key needs to promoting increased
walking and bicycling all over New Braunfels.
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Chapter 3
Recommendations

Recommendations to improve the environment for
walking and bicycling in New Braunfels are outlined in
this section. These recommendations work towards
meeting the City’s goals for alternative modes of
transportation (and especially by bicycle) noted in the
Comprehensive Plan and the Thoroughfare Plan. In
particular, these recommendations seek to:

the City, so as to encourage students to walk and ride to
school and develop a greater lifelong interest in staying
fit.

Increase connectivity throughout the City, especially
from a bicycle network standpoint. This connectivity
is for both short trips (less than 3 miles) in every part
of the City, as well as across the City between the fast
growing areas east of IH 35 to the Downtown and Landa
Park areas.
Creating facilities with as high degree a comfort as is
possible, such as buffered bicycle lanes, cycle tracks
(protected bicycle lanes) and off-street shared use
paths. This may also mean emphasizing routes that
serve as alternatives to high traffic volume streets such
as using Comal and Casteel Streets as alternatives to
Seguin Street.
Emphasizing facilities that can be developed costeffectively, such as on-street routes. These may be
feasible in some parts of the City, but may not be feasible
in areas with high traffic volumes.
Emphasizing connectivity to schools throughout

Thinking both short term and long term, so that
facilities that can be put in place today help work towards
a Citywide network in the future.
Emphasizing the connection to health benefits, so
that New Braunfels’ efforts to get more residents riding
is shown to potentially yield great dividends in terms of
community health.
Emphasizing the need for parallel encouragement
efforts, including end trip, promotional and education
efforts that encourage New Braunfels residents to get
out and ride more frequently. These are discussed at the
end of this chapter.

Elements Used to Select
Recommendations

Corridors were evaluated in each section of the City
using the following key elements:
Citizen feedback - Neighborhood desires for pedestrian
and bicycle facilities or concerns over specific corridors is
considered as a key component of the evaluation.
Relationship to area homes - Occasionally a preferred

A well connected downtown network allows for increased pedestrian usage by residents and visitors.
City of New Braunfels Bicycle & Pedestrian Study
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corridor is along easements adjacent to residential
backyards. Preference is given to corridors that allow
greater separation from fences, and where the facility
would be level with backyards to maintain the existing
degree of privacy.
Connectivity - Potential corridors are evaluated as
to their potential to connect to schools, area parks,
employers, retail destinations, civic buildings, and other
on or off-street routes in the area.
Availability of the corridor - Preference is given
to corridors that are controlled by the City of New
Braunfels or other government entities. This ensures
that acquisition or permission to use the corridor is at
least possible.
Creating truly comfortable places to walk can help encourage more
Potential use - Actual current use of the corridor, even walking throughout New Braunfels.
without any facilities in place, is considered as a factor Each recommendation requires more detailed
in determining whether to consider a corridor or not. If engineering, traffic analyses in some case, and may also
a corridor is currently used, or can be used with minimal require more specific solutions for intersections or other
improvement, then potential development of a facility is key areas. Area property owners and nearby residents
easier.
should be involved in the more detailed design process

Network Recommendations

This section summarizes recommendations by the
following categories:
•

On-street bicycle facility recommendations
(including bicycle lanes, shared lane markings,
bicycle routes, wide shoulders, and separated
facilities (cycle -tracks).

•

Shared Use Network which includes sidepaths
and shared use paths (trails).

•

Key Pedestrian Corridors

•

Key barrier resolution recommendations

Maps 5.2A through 5.4E on the following pages
illustrate recommendations for the entire City. Tables
regarding each facility type accompany the maps.
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so that any specific concerns that they may have can be
addressed.

The level of user “comfort” associated with different
types of pedestrian and bicycling infrastructure helps
guide the recommendations for New Braunfels. Users
are significantly more likely to consider walking or
bicycling as a regular mode of transportation and
recreation if they feel safe and secure. The diagram on
the following page illustrates the level of comfort as
indicated by survey respondents from New Braunfels.
On-street recommendations such as bicycle lanes are
acceptable to more than 50% of the respondents while
44% would feel uncomfortable on a street with shared
lane markings. Conversely, 93% or more would feel very
comfortable on a shared use path.

CITY OF NEW BRAUNFELS

5.3 Recommendations
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FIGURE 5.E: AAMPO ONLINE SURVEY: PUBLIC PRIORITIES FOR NEW BRAUNFELS
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On-Street Bicycle Facilities

The on-street bicycle network has the greatest potential
immediate benefit to New Braunfels. Many of the onstreet segments can be developed quickly and cost
effectively, and can help rapidly build a connected
network throughout the City. Maps 5.2A through 5.2E
illustrate on-street bicycle facilities.
Key on-street segments include:

Walnut Avenue separated pathway to Landa Park and
the downtown area are recommended as a high priority.
Mill Street quiet street (from Barwood to Market
Street) - already designated as a bicycle route, further
improvements include island bulb-outs to slow vehicular
traffic, shared lane markings, and additional signage
designating this corridor as a location for slower vehicular
traffic and bicycles.

Walnut Avenue Gap (from San Antonio Street north
of I.H. 35 to Gardenia Drive south of I.H. 35) - closing
this gap links the Walnut Avenue Trail to the existing
bicycle lanes along Walnut Avenue, two of the most
developed bicycle facilities in the City. It also can help
create a much more comfortable crossing under I.H. 35.
Walnut Avenue in this area has high volumes of traffic
and turning movements, and is currently acceptable for
use only by very experienced bicycle riders.

Common Street (from North Liberty to Gruene Road)
- this segment is a major bicycle route for the NE sector of
the City, and includes the only crossing of the Guadalupe
River and Loop 337 in this area. High volumes of traffic
at Loop 337 make it a challenging crossing, but Common
is the most direct route to Gruene and the fast growing
FM 306 corridor. Portions may not currently have the
pavement width to accommodate buffered bicycle
lanes and may have to be installed when the street is
renovated.

An alternate route that goes behind the existing retail in
the area is suggested in this plan and shown in the maps
in this section (see detail on page 5-51). More detailed
analysis and development of that route is recommended
as a very high plan priority.

North Houston Avenue bicycle lanes or quiet street
treatment (from West Lincoln to East Torrey) - this
route parallels Union Avenue, and provides a more
comfortable route through the area. Where feasible, onstreet parking should be maintained.

Landa Avenue (from Loop 337 to Fredericksburg)
- bicycle lanes along Landa Avenue that connect the

West San Antonio Street (from Loop 337 to Barwood)
- bicycle lanes along this street will create a connection

The expansion of the existing on-street bicycle network has the greatest potential immediate benefit for the City.
5.3 Recommendations
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from the West side of the City to the Mill Street and the
Walnut Avenue corridor. Consideration should be given
to removing on-street parking from one side of the
roadway to create adequate width for bicycle lanes.
Spur Street (from West San Antonio Street to Schmidt
Avenue) - links areas north and south of I.H. 35 to a lower
traffic volume and more comfortable crossing.
North Business 35 (from Hwy. 46 to I.H. 35) - creates
a bicycle connection to one of the best crossings under
I.H. 35, and ultimately could connect the core area of the
City to the fast growing Creekside area.
F.M. 1101 (from Hwy. 46 to F. M. 483) - provides a
longer term connection to the Creekside area.

TABLE 5.2 PROPOSED ON-STREET BICYCLE NETWORK PRIORITIES
Facility Category*

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes

On-Street Facilities

Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2

21.6
38.6
0
0
0
0
0
0
0
3.5
0
4.1
2.3
2.1
72.2 Miles

ON-STREET BICYCLE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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MAP 5.2B:
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MAP 5.2C:
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MAP 5.2D:
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MAP 5.2E:

NEW BRAUNFELS ON-STREET
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Key Pedestrian Facilities

Areas for near term focus to improve pedestrian
connectivity are more closely focused around key nodes
such as Downtown New Braunfels and the West side.
Maps 5.3A through 5.3E illustrate on-street and shareduse pedestrian facilities.
Key pedestrian areas of focus include:
West end sidewalk projects - already ongoing, these
sidewalks will fill out gaps in existing walks in the far
west end of the City.
Gaps and improvements to the Downtown sidewalk
network - sidewalk improvements identified in the
Downtown Implementation Plan should continue to be
prioritized.
Seguin Avenue to North Business 35 - gaps along
Seguin Avenue should be addressed to create a high

This page was intentionally left blank.

quality walking zoning between downtown, the Civic
Center and the new pedestrian walkways at the railroad
bridge near Business 35.
Gaps along San Antonio Street (from downtown to
Spur Street) - San Antonio Street also has the potential
to be a major pedestrian corridor. Gaps should be filled
and older sidewalks should be reinstalled or upgraded.
North Liberty/Union Ave. Pathway - a wide pedestrian
corridor connecting major tourism destinations in the
area has been frequently discussed, and improvements
have been made in some areas. Creation of a pedestrian
friendly walkway, similar in context to the Walnut
Avenue linear trail, would not only create a safer corridor
for visitors during the three summer months, but would
create a very attractive walking environment for City
residents the remaining nine months of the year.
Sidewalks along North and South Business 35 (from
Hwy. 46 to Wright Avenue, and from Seguin Avenue
to Spur Avenue) - the majority of this corridor has no
sidewalks, but does have adjacent neighborhoods
and extensive commercial and retail destinations.
Comfortable sidewalks set back from traffic could
provide walking routes for area residents and help
connect the retail centers along Walnut Avenue.
Landa Street (from Downtown to Mission Drive) - this
corridor would connect neighborhoods around Landa
Park to the park, Hinman Island and Prince Solms Park, as
well as to Downtown New Braunfels.

Portions of South Seguin Avenue where sidewalk and
pedestrian zone improvements could create a more inviting
walking environment.

TABLE 5.3 PROPOSED ON-STREET PEDESTRIAN NETWORK PRIORITIES
Facility Category*

Facility Type*

Priority

Tier 1
Tier 2
Shared Use Paths (See Table 5.?, Proposed Shared Use Network Facilities)
Sidepaths (See Table 5.?, Proposed Shared Use Network Facilities)
ON-STREET PEDESTRIAN FACILITIES (Sidewalks Only - Cumulative Length):
On-Street Facilities

Sidewalks

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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MAP 5.3A:
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MAP 5.3B:
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MAP 5.3C:
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MAP 5.3D:
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MAP 5.3E:
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Key Shared Use Path (Trail)
Facilities

Shared use paths are typically the most comfortable
location for most of us to ride on. New Braunfels already
has excellent trails in the Landa Park/Prince Solms Park
area, as well as the County Line Memorial Trail. Maps
5.4A through 5.4E illustrate off-street shared-use
facilities.
Other key trail segments that will help promote active
transportation in the City include:
Dry Comal Creek Trail (from Landa Park to Loop
337) - long planned, this trail segment will connect the
Walnut Avenue linear park corridor to Landa Park and
near downtown areas.
Guadalupe River Trail - from North Street and the
Comal County Fairgrounds to Cypress Bend Park, and
potentially to the Faust Street Bridge (with property
owner consent).

Shared use paths are typically the most comfortable location for
most of us to ride on.
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TABLE 5.4 PROPOSED SHARED-USE NETWORK PRIORITIES
Facility Category*

Facility Type*
Shared Use Trails

Shared-Use Facilities
Sidepaths

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2

6.2
12.0
19.6
19.5

SHARED-USE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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MAP 5.4A:
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MAP 5.4B:
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MAP 5.4C:

NEW BRAUNFELS
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MAP 5.4D:

NEW BRAUNFELS
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Key Priority Intersections

Key intersections that are vital to increasing walking in the
City are identified on the pedestrian recommendations
map. Two intersection types are considered:
Pedestrian crossings at major roadways, such as the
intersection of Walnut Avenue and Loop 337. For these,
highly visible crosswalks, median refuge islands and
adequate crossing times are vital to insure pedestrian
safety and comfort and should be considered wherever
not already in place.

Image A - Walnut Avenue east of I.H. 35

In-town intersections in more walkable areas of
the City - exemplified by the intersection of Union and
Commons, these intersections require a comfortable and
adequately spaced landing for pedestrians, adequate
crossing time, and highly visible crosswalks. In some
cases right turns on red should be prohibited.

Barrier Recommendations

This page was intentionally left blank.

Many of the connections and facility improvements
mentioned above are vital, but they will need more
comfortable crossings under I.H. 35 to create complete
connectivity. IH 35 has nine (9) intersections with areas
roadways in New Braunfels, ranging from Kohlenberg
Road to the north to Solms Road to the south and
west. All of the nine crossings are important as future
pedestrian and bicycle corridors, but five have been
identified as most critical to the immediate success of
the walking and bicycling network in the City. Key areas
requiring barrier solutions include:
Walnut Avenue at I.H. 35 (Image A) - previously
mentioned, the heavy volumes of traffic in the area,
combined with the multiple turning movements make
this area a challenging route for most bicyclists and
pedestrians. The detail shown on this page illustrates a
parallel route that is somewhat indirect but that avoids
much of the retail traffic. This route combines on-street
buffered bicycle lanes with off-street trails, and may
require permission to traverse some areas. A detailed
study of this route is recommended to connect the
Walnut Avenue linear park to bicycle lanes east of I.H. 35.
Guadalupe River/IH 35 Trail (at Kuelher Avenue)
(Image B) - this short trail segment can provide a
completely separated crossing under IH 35, but will
require a potentially costly structural solution. Its
proximity to the Comal Street bicycle lanes and the Faust
Street Pedestrian Bridge make this an attractive location
to consider a crossing. A more detailed feasibility and
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Image B - Potential crossing under I.H. 35 at the Guadalupe
River

Image C - Post Road/Business 35 Underpass at I.H. 35

Image D - Spur Street/Schmidt Avenue Underpass at I.H. 35

engineering evaluation in conjunction with TxDOT
should be conducted in the near future.
North Business 35 (Image C) - this crossing is
perhaps the best under I.H. 35 in New Braunfels, and

CITY OF NEW BRAUNFELS

helps connect the fast-growing Creekside area to the
core area of the City. Wide pedestrian areas between
traffic lanes and each U-turn lane may be considered for
pedestrian and bicycle paths.
Spur Street/Schmidt Avenue Crossing (Image D) with lower traffic volumes and less commercial uses in
the area, the Spur Street intersection under IH 35 lacks
bicycle lanes but has adequate sidewalk space. This
crossing is along somewhat removed from the core areas
of New Braunfels, but can provide an alternative route at
a lower cost. As in the North Business 35 intersection,
the wide pedestrian areas between traffic lanes and
each U-turn lane may be re-purposed as pedestrian and
bicycle paths.
F.M. 306 (not pictured) - F.M. 306 connects the 306
corridor to the fast growing Creekside area as well as
new residential communities between New Braunfels
and San Marcos.

Best practice - An attractive pedestrian corridor under I.H. 35 at Main
Street in Buda creates a well-defined and reasonably comfortable
route under the freeway.

FIGURE 5.F: WALNUT AVENUE INTERIM VS. ULTIMATE BICYCLE FACILITY ALIGNMENT
Interim

In the near term, the Walnut Avenue corridor is the strongest
potential route connecting both sides of I.H. 35. A “back door”
bicycle route similar to that shown above should be considered.
While not nearly as direct as preferred, it combines on-street lanes
and shared use paths to maneuver behind the congestion, high
traffic volume, and turning movements along Walnut Avenue. In
the long run, it may be more readily achievable but more expensive
than the suggested ultimate configuration.

Ultimate

Ultimately, on-street protected lanes should be configured through
the intersection for bicycle riders. For pedestrians, walkways that
capture the spirit of the best practices image on this page should
be added.
An alternative may be the development of a protected shared use
pathway on the east (preferred) or west side of Walnut Avenue.
This would maintain the continuity to the existing Walnut Avenue
shared use path, but would require additional space in the HEB
parking lot.
5.3 Recommendations
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New Braunfels - Education and
Encouragement Recommendations

The investment in better shared use paths and onstreet bicycle lanes can reach its fullest potential in New
Braunfels only if educational and promotional efforts are
also implemented. These efforts will be key to the creation
of a more accepted “culture” of bicycling in the City. They
include increased education of both existing and new
riders, stepping up promotional efforts, and incorporating
safety efforts to enforce existing laws. Recommendations
for New Braunfels are as follows:
1. Implement/expand bicycle education programs
Education is a crucial component of increasing walking
and bicycling while maintaining a safe environment for all
users. Everyone in New Braunfels, including motor vehicle
operators, should understand their rules, rights, and
responsibilities. Educational efforts should be targeted:
•

To educate school-age children. School-age
children in New Braunfels are an important
population to target for teaching and encouraging
bicycling and walking. Though half of U.S. schoolage children live within two miles of their schools,
three-quarters of the households questioned in a
2009 National Household Travel Survey take their
children to school in a private vehicle - a huge
increase from the 15% that were driven in 1969. In
New Braunfels, many children do not live that far
from the schools they attend and could walk or ride
to school.

•

To educate adults on bicycle riding. The City of
New Braunfels should increase the availability of
opportunities to improve the road safety education
of both bicyclists and drivers in the City.

Specific efforts that the City of New Braunfels can take to
improve walking and bicycle safety education include:
a. Distribute information on the proper use of
bicycle facilities. The City should provide residents
with information about the purpose of new bicycle
facility treatments (e.g. bicycle lanes, shared lane
markings, sidepaths, etc.) and safe behaviors for
using these facilities as they are being designed
and installed. Provide links to web pages that
include information about each facility type. The
pages should provide as many graphics and visuals
as possible, including videos (where appropriate)
to describe safe maneuvers. Entities such as Bike
Texas can help provide this information.
b. Promote Safe Routes to School efforts at
all primary schools in New Braunfels. Most
children start to ride bicycles at a young age. For
adolescents, bicycles offer independence and selfreliance. Therefore it is important to teach students
safe bicycle skills as early as possible and reinforce
that message as they approach driving age. Bicycle
“Rodeos” are a fun way to help youth expand their
bicycle riding skills.
Promote the philosophical goals and principles
of Safe Routes to School (SRTS), which educates
children of the proper safety procedures when
walking or biking, to encourage children to walk
and bike to school where they are not currently
doing so, and to improve facilities where students
are already walking and biking.
In conjunction with area schools, help organize
“walking school buses” or “bike trains” where groups
of parents actively help students walk or ride to
nearby schools.
The City should support the local school district’s
efforts to provide walking and bicycle education
for all students. To reach young students, conduct
regular bicycle “rodeos” or half day training sessions
given to all students at a certain grade level.

A student at a Bicycle “Rodeo” practices his maneuvering skills
around tennis ball obstacles.
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c. Expand youth and adult bicycle education
opportunities. Private groups in New Braunfels
could provide bicycle safety skills courses taught
by League of American Bicyclists certified
instructors. These courses are sometimes offered
free of charge (where subsidized) or are offered
at a reasonable charge (to compensate the
instructors). The City of New Braunfels should
partner with or support area advocacy groups
and certified instructors to provide a central
information source and marketing for area bicycle
education events, and if necessary provide a
location on City property to conduct the training
sessions.
The City could also provide a way for people
to sign up for classes held by various groups
around the region and possibly offer discounted
rates for City residents, such as for online classes
offered by the League of American Bicyclists.
Target audiences may include area college
students where bicycle safety courses could be
offered as part of orientation programs held at
the beginning of each school year. Incentives
could also be offered to area employers to have
employees become certified instructors and
regularly offer classes to their employees. The
more confident people are in their bicycling
abilities and safety knowledge, the more likely
they are to substitute some short car trips for
ones on bikes.

d. Provide information to promote safe walking.
Pamphlets and online information generated
by many national and state entities can be
distributed to New Braunfels residents to help
promote safe walking habits.
2. Expand encouragement efforts and programs
Encouragement and promotion are extremely important
components of an effort to get New Braunfels residents
to walk and bike more frequently. Suggestions to
encourage more walking and bicycling include the
following. Many others can be used - the intent should
be to have a consistent and vocal message that walking
and riding more is good for New Braunfels in many ways.
a. Encourage walking and bicycling commuting
by City leaders, local employees, local
students and area employers.
Conduct biannual “open streets” events. In
addition to being fun and well attended, these
events draw significant attention to the benefits
of walking and riding more in New Braunfels.
City staff, elected officials, and City business
leaders should spearhead efforts to increase
bicycling and walking. Encourage these leaders to
attend walking and bicycling events, participate
in public campaigns about walking and biking in
New Braunfels.

“Walking school buses” can provide an alternate to traditional school transportation programs.
5.3 Recommendations
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Create a central location to serve as the “heart” of
bicycling and walking efforts in New Braunfels.
Such a facility could be associated with the Parks
Department, but should focus exclusively on all
aspects of educating and encouraging greater
amounts of walking and riding in New Braunfels.
A central and highly visible location is critical.
Encourage and incentivize local businesses
that encourage their employees to commute
by walking or biking. Offer discounts to City
facilities, recognition at City events, promotion
on the City’s cable access channel or other
incentives.
Encourage bicycle commuting by making
available information about economic benefits,
health benefits, and potential commuting routes
to employers and employees.
Promote Bike-to-Work and Bike/Walk-to-School
Day. This encourages area employees, as well
as children, to walk or bicycle to work or school
by demonstrating how it can be done regularly.
Many communities choose to build on Bike-toWork Day and Bike/Walk-to-School Day and use
it as the centerpiece of a larger community event
focused on the local bicycling community.

The City of New Braunfels and other area
public agencies should serve as an example by
providing showers and lockers for employees so
they can ride or walk to work. Another element
of this strategy is to require all new and existing
public buildings owned and operated by the City
to include facilities for bicycle commuters, such as
showers and bicycle parking.
Work with local bicycling groups to provide
“bicycle mentors” to demonstrate to residents
who have always driven to work how it may be
possible to bicycle to work.
Educate employers on federal tax benefits for
bicycle commuting by hosting workshops on a
regular basis. Through the Federal Commuter Tax
Benefit (Section 132(f ) of the Internal Revenue
Code reauthorized in 2013), employees can
receive up to $20 per month tax free from their
employer for expenses related to commuting to
work via bicycle.
Recognize local employers who actively
encourage their employees to walk, ride or take
transit to work with an annual awards program.
Recognizing local employers for their efforts to
encourage bicycle commuting promotes the
awareness of bicycling and also showcases the
efforts of leading examples. Employers get the
benefit of the positive press, and the City benefits
from the increase in bicycling.
Further support efforts to provide low cost or free
bicycles and repairs to New Braunfels residents.
Encourage the donation of used bicycles and
parts, and heavily promote the availability of
bicycles when residents volunteer their time to
repair and build bicycles.
As feasible, acquire and provide helmets, lights
and other safety equipment at low cost or no
cost to New Braunfels residents in need. Seek
sponsors and grants to continue to provide
equipment to promote safe riding habits.
b. Encourage Walking. In concert with bicycle
encouragement efforts, the City of New Braunfels
should also target a greater amount of walking in

Provision of information and commuting routes can help
encourage commuters to choose biking as a viable option.
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the City. Types of efforts specifically devoted to
walking may include:
Publicize key events, such as National Trails Day.
Develop inexpensive temporary signs that can
alert residents to easy walking opportunities,
such as “5 minute walk to a local restaurant.”
Develop specific “walk scores” for schools and
other key destinations in the City. The application
quickly rates a destination in terms of its
access via walking, and can help publicize how
accessible many destinations in New Braunfels
are. It is available at walkscore.com.
Provide information on how to organize and
encourage walking groups or clubs. The City and
partners can help encourage neighbors to create
groups that walk on a regular basis.
c. Conduct a detailed school by school analysis
to improve walking and bicycling routes to
that school as part of any future Safe Routes
to School Plan. In partnership with area schools,
and using each school’s attendance zone,
continue to develop a detailed list of smaller
improvements that can create more attractive
walking and riding routes to each school as part
of any future citywide Safe Routes to School
strategy. Detailed Safe Routes to School plans
would focus specifically on connecting the
residences of enrolled school children to their
school via a safe walking or bicycling route.

Increased availability of secure bicycle parking encourages more
people to bicycle to nearby locations.

A simple walk distance map can be integrated into the City’s website
to easily illustrate approximate walking times in the community.

A Safe Routes to School Plan also develops
more detailed education and encouragement
programs for walking and bicycling specifically
aimed at school aged children.
d. Develop and distribute a route facility map.
To increase the citizens’ knowledge of existing
walking and bicycling facilities and destinations
in New Braunfels and to encourage the use
of those facilities, the City should develop a
brochure type route map that can be printed and
distributed and posted on-line. Longer term,
investigate the possibility of developing a “map
app” in coordination with other regional partners.
e. Increase citywide availability of bicycle
parking. To quickly expand the relatively small
amount of bicycle parking available at key
destinations in New Braunfels, the City should
consider purchasing bicycle racks in bulk and
selling them at cost for installation at key
destinations throughout the City. The City may
also partner with local advocacy organizations to
support this type of program. For example, the
advocacy group/organization could purchase the
bike racks and administer the program of which
businesses receives them, while the City can store
the racks and possibly install them through the
Public Works Department.
f. Pursue “Bicycle Friendly Community”
designation. The League of American Bicyclists’
Bicycle Friendly America Program recognizes

5.3 Recommendations
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communities, businesses, and college campuses
for their active support in providing safe bicycling
facilities and encouraging citizens to bicycle more
frequently. New Braunfels should strive to be
named a bicycle friendly community in the future.
The award is based on the following criteria:
•

Physical infrastructure and hardware to
support cycling.

•

Programs that ensure the safety, comfort and
convenience of cyclists and fellow road users.

•

Incentives, promotions and opportunities that
inspire and enable people to ride.

•

Equitable laws and programs that ensure
motorists and cyclists are held accountable.

•

Processes that demonstrate a commitment to
measuring results and planning for the future.

By implementing the majority of the
recommendations in this master plan, the City of
New Braunfels should qualify as a bicycle-friendly
community.

Enforcement Recommendations

It is important to remind New Braunfels residents that
bicyclists are legally entitled to use the road, but are
also required to obey the same rules and regulations
that apply to vehicles. Enforcement should reinforce the
right of each roadway user in New Braunfels. The New
Braunfels Police Department should actively enforce
traffic laws for both motorists and bicyclists.
To be effective, the enforcement program should be
accompanied by awareness and education. The Police

The League of American Bicyclists recognizes communities for
providing safe bicycling facilities and encouraging citizens to
bicycle more frequently.
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Department may elect to start with warnings and utilize
citations only if necessary. Enforcement alone does not
usually achieve long-term effects; rather, it should be
combined with strong education and encouragement
efforts as well as physical improvements to facilities.
Another important aspect of a successful enforcement
program is to recognize the nature of the problem.
Where a significant number of users practice unsafe
behavior, the physical design may need to be modified.
More detailed changes beyond those recommended in
this master plan should be made to the infrastructure.
a. The City of New Braunfels should continue
to monitor crash data. If warranted by a high
number of incidents, then the New Braunfels
Police Department and the Planning and Public
Works Departments should work together to
study how best to reduce bicycle and motor
vehicle crashes. The approach should focus on
improving the behaviors of both bicyclists and
motorists.
b. As needed, and in focused areas of the City
where applicable, increase enforcement of
bicycling related infractions.
Targeted motorist behaviors include:
•

Turning left and right in front of bicyclists

•

Passing too close to bicyclists

•

Speeding

•

Parking in bicycle lanes where signage
prohibits parking

•

Rolling through stop signs or disobeying
traffic signals

•

Harassment or assault of bicyclists

•

Targeted bicyclist behaviors include:

•

Ignoring traffic control (traffic signals and
stop signs)

•

Riding the wrong way or against traffic on a
street

•

Riding with no lights at night

c. Encourage the use of helmets by young
bicyclists in New Braunfels. Parallel efforts to
provide free or low cost helmets for some youth
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should be conducted.
d. Work with local advocacy groups to
encourage a volunteer bicycle fleet to
offer periodic group rides. Enforcement
efforts do not need to necessarily come from
police officers. Safe bicycle behavior can be
established with good examples. Local bicycle
retail stores and bicycle advocacy groups could
organize group rides to help people learn safe
bicycling skills and responsibilities. These can
be especially helpful for those venturing out
on the road for the first time. Having several
bicyclists riding together also reminds motorists
of the presence of bicyclists and encourages
courteous sharing of the road. Group rides can
also help people confidently ride in the evening
and night hours. Each group ride may begin
with a review of safe bicycling laws and tips.
Gently reminding riders of safe behavior along
the ride helps new riders test the waters in a
safe and welcoming environment.

and responsibilities as well as aggressive
motor vehicle behavior toward bicyclists. For
example, the Maryland Office of Highway
Safety organizes safety training events for
officers to raise awareness about rights,
rules, and appropriate responses to incidents
involving conflicts between motor vehicles,
bicycles and pedestrians. The Federal Highway
Administration offers a DVD that is an excellent
training tool.

e. Implement regular training for police officers
on road safety for all roadway users. Bicycle
transportation safety laws are a part of every
patrol officer’s training. However, if on-road
bicycle use is not yet part of the mainstream,
it is not surprising that some officers are not
as familiar with laws that pertain to bicycles
as compared to vehicles, which they no doubt
interact with regularly.
Unfortunately, what likely happens in these
cases is that unsafe behavior by bicyclists and
motorists goes uncorrected. It is the City’s
responsibility to emphasize the need for bicycle
safety law enforcement. To do this, the City
should provide regular training on traffic safety
laws as they pertain to bicyclists and motorists.
As bicycling in the City increases, it will be
important for all officers to be prepared for
potential conflicts and incorrect behavior. The
National Highway Traffic Safety Administration
(NHTSA) has several resources that can be
inserted into regular trainings to keep the
message fresh and engaging for officers.
The Police Department should offer educational
training to officers about bicyclist rights

Young bicyclists should be encouraged to wear helmets. Consider
providing free or low cost helmets to some youth.

5.3 Recommendations
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Creating more comfortable bicycling infrastructure can encourage greater participation by
riders of all types.
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Volume 5
New Br aunfels Bicycle &
Pedestrian Study
Implementation Program

Chapter 3 of the New Braunfels Bicycle and Pedestrian
Study contains bicycle and pedestrian infrastructure
and initiative recommendations with which the City can
build a comprehensive active transportation program.
Successful implementation however, requires the
identification of clear processes.
This chapter provides strategies for New Braunfels to
establish an active transportation implementation
program. To that end, the chapter identifies methods
of facility and initiative prioritization, identification
of funding, defining the roles of responsible parties,
and program monitoring. This chapter is also written
under the assumption that the New Braunfels staff and
elected officials will move forward in implementing the
recommendations of this study.

Chapter 4
Implementation
•

Preliminary items. Environmental analysis (if
needed), detailed property easement or right
of way needs analysis (if needed), detailed
feasibility/concept design, and identification
of funding for each project should be obtained
before proceeding.

•

Permits. As needed by the City of New
Braunfels, possibly Kendall County and
all involved corridor owners, e.g. TxDOT,
utility companies and railroad companies.
Responsibility for the project permitting will
typically rest with the City of New Braunfels.

•

Partnerships and Supplemental Funding.
Research for necessary grant qualification,
Council approval to apply for grant pursuits or
other funding sources, and completion of right of
way acquisition (if needed) should be settled at
this point.

•

Design. Preparation of engineering and
construction documents, specifications and
cost estimates, followed by bid documents and
bidding procedures after permits and funding
are clarified. Even if for bicycle lane striping and
internally prepared, schematic engineering of
the route and intersections is recommended,
since each corridor has unique characteristics and
design challenges.

•

Physical project construction or implementation.

Network Design and Construction

There are significant opportunities to expand the
active transportation network in New Braunfels. Some
opportunities can be implemented as part of new
development, street construction projects, or as standalone projects.
Efforts should be focused on bicycle lanes, sidewalk
segments and corridors that provide the most significant
beneficial impact, and that truly begin to create a linked
network. Chapter 3 recommends important facilities
to be built - these key projects were selected to meet
the goals identified by the City and to reflect citizen
comments and desires received during the public input
process.
The implementation of each specific active transportation
network facility should coordinate with the following
steps:

im•ple•ment (im‘plә mәnt), v. 4. to fulfill; perform; carry out. 5. to put into effect
according to or by means of a definite plan or procedure.

City of New Braunfels Bicycle & Pedestrian Study
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Funding Active Transportation

Funding for pedestrian and bicycle facility development
in New Braunfels can come from a variety of sources,
including local sources, from the State of Texas, and
from federal sources. Private development can also help
establish many of the future facilities throughout the
City.
Each segment will have unique funding opportunities,
based on the neighborhoods around it and the specific
characteristics of the corridor.
If possible, funding should be continuous and steady.
Annual designation of funds for pedestrian and bicycle
development will result in a steady growth in the City’s
network, and will allow the citizens of New Braunfels to
see a continuous flow of new facilities every year, rather
than in sporadic bursts.

Sources of Funding

In many plans over the past decade, New Braunfels
residents have demonstrated that they are interested in
and value pedestrian and bicycle facilities. Therefore,
funding for these facilities should be treated as a key item
in both annual and longer term budgeting. As noted
above, regular steady funding is recommended so that
the network is added to on a continuous basis. A broad
range of funding mechanisms, from both the public and
private sectors should be considered. These include:
General obligation bond funds. Bond funds are
typically the primary source of significant development
efforts. Larger capacity of these funding sources allows
for more development to occur.
CIP funds. Allocations in the City’s Capital Improvement
Program (CIP) can be used to fund pedestrian and bicycle
improvements. These funds can also be leveraged as
a match for state and federal grants if those become
available.
Funding as part of other projects. Both on-street and
off-street bicycling facilities, as well as sidewalks, can be
efficiently funded as part of other larger City projects,
such as new roads. However, separate trail and bicycle
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funding should not be added to road projects to help
supplement roadway funding that is inadequate.
Parkland dedication funds. Funds generated by new
development can be used to help develop nearby trails.
Cities may elect to accrue these funds in lieu of parkland.
Special district funding. Funding from special districts,
other new public improvement areas, or tax increment
financing areas can be used to help develop pedestrian
and bicycle facilities.
Sales tax revenues. 4B Sales Tax may use funds for a
wide range of uses intended to give communities an
opportunity to undertake quality of life improvements,
including sidewalks, trails, and bicycle facilities.
Grants from a variety of sources. Grants that can be
used for pedestrian and bicycle facility development are
available from a variety of sources. Given the compelling
local issues of traffic congestion and air quality, as well
as a large local population that supports alternative
transportation methods, local pursuit of grants could be
successful and should be aggressively pursued. Major
grant types include:
•

Texas Parks and Wildlife Department grants.
Through its outdoor recreation and community
trail development grants, these matching grants
can provide from $50,000 dollars to $500,000
dollars in grant assistance.

•

Federal funds. Federal dollars allocated to pay
for non-motorized transportation improvements
can be used to fund pedestrian and bicycling
in New Braunfels. These funds are administered
by the Texas Department of Transportation and
local metropolitan planning organizations such
as the AAMPO, and as such must conform to
federal guidelines for safety and construction
procurement.
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An annual set-aside in the City’s Capital Improvement Program (CIP) could be used to fund the pedestrian and bicycle network.

Implementation Roles

The department also enforces the City’s
development ordinances. This department is
responsible for ensuring that infrastructure built
through private development conforms to the
City’s codes. The department may also update
the City’s codes to establish new standards for
projects identified in this study.

The City of New Braunfels is the primary implementing
agency of this study. Should the City choose to adopt
the study, it would be acknowledging its role and
responsibility to take the lead in pursuing the plan’s
goals and objectives. Implementation actions by the City
include actual construction of bicycle and pedestrian
facilities and supporting programs to educate and
encourage new users.
Multiple City departments may have a role in
implementing and operating the facilities envisioned in
this master plan. These include the following:
•

The Planning & Community Development
Department will have major roles in
implementing study recommendations.
Responsibilities will include developing and
overseeing efforts to improve walking and
bicycling, proposing pedestrian and bicycle
facilities, scoping of education, encouragement
and enforcement events, and coordinating
among the various departments and agencies
that have a role in implementing this study.

Finally, the department can assist in applying for
grants to help construct pedestrian and bicycle
facilities, as described in this study.
•

The Parks and Recreation Department will have
a role in education and promotion programs, as
well as overall implementation of some sidepaths
or shared use paths recommended by this study.

•

The Public Works Department may lead facility
development and day-to-day operations and
maintenance of the City’s roads and sidepaths,
including signage and striping, where much of
the on-street infrastructure may be built. The
department will also participate in the design
and construction of bicycle and pedestrian
infrastructure.

5.4 Implementation
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Scenic routes such as the Faust Street Bridge over the Guadalupe River help overcome barriers
but also can become significant visitor attractions.

•

The Police Department will have a significant
role in supporting and implementing safety
education and enforcement components of the
study.

term bicycle and pedestrian facility improvements based
on this study. This CIP should be annually updated to
reflect the highest priority projects for each fiscal year
into the future.

•

The AAMPO can assist in future transportation
planning and support implementation of the
recommendations of this study.

To measure the successful implementation of the
recommendations of this study, a series of benchmarks
and periodic measures should be used to monitor
implementation.

Monitoring Program
Implementation

The New Braunfels Bicycle and Pedestrian Study is a living
document and should be updated periodically to assess
progress, identify new opportunities, and re-evaluate
goals and priorities. An action plan should continually
be updated for the following year and included in the
annual Capital Improvements Program (CIP).
Should the City move forward in implementing this study,
it is important to involve area stakeholders, residents and
businesses located along any proposed network routes.
Public engagement and input is a critical component of
any design process involving new pedestrian and bicycle
facilities, and is also vital when updating, changing or reprioritizing any recommendations.
The City should initiate and maintain an annually updated
Capital Improvement Project (CIP) list of short- and long-
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Monitoring measures can include:
•

User bicycle and pedestrian counts along key
segments both before implementation and after
to track changes.

•

Identify key locations for benchmark counts and
conduct on a periodic basis.

•

Review periodic American Community Survey
data provided by the US Census on commuting
mode share.

•

Quantifying the percentage of the system that is
developed.

•

Quantifying education and encouragement
efforts by counting the distribution of route
maps, the number of classes and participants
enrolled in safety programs, etc.

CITY OF NEW BRAUNFELS

•

Quantifying end trip facilities provided at
businesses and destinations within the City.

As the City’s network grows and additional facilities are
installed, other measures may be added that further
gauge the success of New Braunfels’s bicycling and
pedestrian efforts. If the City so desires, this information
could be provided on the City’s website so that citizens
can track the progress of study implementation.

Citywide bike route signage helps to guide bicycle riders and
promote safety.

5.4 Implementation
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Max Starcke Park, with the Guadalupe River running along it, is a key destination and one
of the most scenic areas in Guadalupe County.
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Volume 6
Seguin Bicycle &
Pedestrian Study
Seguin is located approximately 35 miles northeast of
downtown San Antonio and 15 miles southeast of New
Braunfels. In recent years, Seguin has experienced more
stable growth than other cities in the region. However,
development pressures and growth in Guadalupe
County indicate the City could soon experience the
rapid growth that other communities of the Alamo Area
have had in recent decades. To preparation for growth,
Seguin’s comprehensive plan outlines its desired vision,
including several goals for improved pedestrian and
bicycle mobility.

Chapter 1
Introduction
In order to achieve its vision and improve alternative
modes of transportation such as walking and bicycling,
the City of Seguin has partnered with the Alamo Area
MPO (AAMPO) to develop this pedestrian and bicycle
plan. The plan aims to both improve the environment for
walking and bicycling as well as see increases in walking
and biking by making it a more viable and attractive
mode of travel for residents and visitors of Seguin.

SEGUIN BICYCLE AND PEDESTRIAN STUDY AREA

The City of Seguin represents one of five focus areas within the Alamo Area MPO Regional Bicycle and Pedestrian Study (above right).
The resulting Seguin Bicycle and Pedestrian Study evaluates the active transportation network within the entire municipal limits (above
left).

City of Seguin Bicycle & Pedestrian Study

6-5

REGIONAL BICYCLE & PEDESTRIAN PLANNING STUDY

Demographics & Commuting
Characteristics

In 2014, an estimated 27,000 people lived in Seguin, a
7.4% increase from 2010. For the most part, Seguin’s
population includes middle-aged families and retirees,
but there is a growing segment of young families. With
the presence of Texas Lutheran University, there is also
a higher-than-average (for suburbs) college student
population.
The median income for households in Seguin is lower
than that of the state. The median age of those living in
the City is 35.6 years (higher than the state median age of
33.8), and school age children account for just over 20%
of Seguin’s population.
Seguin has experienced a more modest growth rate
than surrounding areas. This allows the City to be
better prepared for more intense growth in the future.
Growth projections anticipate that Seguin will have
a projected population of over 43,000 by 2040. As the
City continues to grow, not only will the demand on the

City’s transportation infrastructure increase, but new
preferences for transportation will emerge and grow.
Seguin has a strong employment base for a community
of its’ size, with over 7,500 employees at 11 major
employers. Sixty-two (62) percent of residents in Seguin
work within the City and 72% work within Guadalupe
County. Average commute times for Seguin’s workforce
are also short, at approximately 20 minutes. This indicates
that much of Seguin’s workforce live near where they
work, presenting a strong opportunity to increase
bicycling and walking rates.
Texas Lutheran University is also a key opportunity to
serve bicycle and pedestrian needs. Studies have shown
that universities tend to generate high levels of bicycling
and walking as they are affordable, flexible, and therefore
attractive modes of transportation for students. Seguin
already boasts some of the highest bicycling rates (for
commuting) in the region, with 0.6% reporting that they
ride their bike to work or school and 1.8% reporting
walking to work or school.

REGIONAL SURVEY HIGHLIGHTS
Data from the U.S. Census Bureau about travel patterns is limited to commuting to work. Additional data about
biking and walking was collected by the AAMPO as part of this study. That survey reveals an interest in more
transportation options, including walking and bicycling. While most respondents said they use their car on a daily
basis, a majority reported that they’d like to walk and bike more and rely on their car less.
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Relation to Other Plans

This Bicycle and Pedestrian Study for the City of Seguin
supports and builds on existing City plans, policies,
and initiatives. Future efforts should also support these
goals in order to facilitate implementation. Together
these plans and initiatives strengthen the efforts for
walking and bicycling in order to implement the local
and regional vision for a more sustainable and efficient
transportation system.

Mobility 2040

The Alamo Area long range regional transportation plan,
Mobility 2040, is used to frame regional transportation
efforts. The plan recognizes the importance of bicycle
and pedestrian transportation in establishing a safe,
sustainable, efficient, and accessible transportation
network.

Comprehensive Master Plan, 2010

The City’s comprehensive plan is the over-arching
document that guides City leaders in decisions about
future growth. Therefore, all other plans, policies, and
initiatives must align with the comprehensive plan.
Many of the goal statements of Seguin’s Comprehensive
Master Plan identify a need to improve pedestrian and
bicycle mobility. Furthermore, the plan identifies nonvehicular corridors that can become part of the bicycle
and pedestrian system. This includes trails, blueways
(along water), and greenways (natural corridors).
Downtown revitalization component also prioritizes
pedestrian movement within and into the downtown
area by creating enhanced pedestrian zones as well as
making connections to other pedestrian and bicycle
corridors such as trails to connect to the rest of the City.

Seguin’s Comprehensive Plan supports the inclusion of active transportation initiatives as a key component of the
City’s transportation policy.
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Seguin Thoroughfare Plan, 2014

The City’s Thoroughfare Plan identifies the plan for
the City’s thoroughfare network (collectors, arterials,
and highways), including proposed roadways. This
document identifies opportunities for integrating new
pedestrian and bicycle facilities in conjunction with new
or improved roadway projects.

Other Plans

Other trail, corridor, and area plans provide a context
for recommendations in this plan. They can help
identify specific needs for improvements for walking
and bicycling in these areas. Those that were consulted
include:
•

College-Cedar Street Sidewalk Network
Expansion Project is approximately 1.8 miles
of sidewalks along these streets to connect
neighborhoods, downtown, schools, the City
library, and a senior housing development.

•

Community Park (Hoermann Property) Master
Plan will become a community-wide destination
along Walnut Creek.

•

Nolte Farms Development is a master planned
community with areas for single-family
housing, multi-family housing, and commercial
development. The development is located
southeast of the City along the Guadalupe River.

•

Walnut Branch Linear Park Master Plan is a
trail along Walnut Creek, extending from New
Braunfels St. to near St. James Catholic School
and connecting to many neighborhoods, schools,
parks, major employers, and other destinations.

Development Code

The development code regulates development in the
City and (to some extent) the extraterritorial jurisdiction.
The code can influence the built environment to
be more bicycle-friendly and walkable. This might
include regulations for street design and pedestrian
connectivity, parkland dedication for trails, and building
and site design that include bicycle parking and internal
pedestrian pathways.

Surrounding Jurisdictions

This effort is part of a larger planning effort to develop
a regional bicycle and pedestrian system. It is important
to be aware of the transportation networks and plans
of adjacent jurisdictions and to coordinate with these
entities to build this regional network.

The Alamo Area Mobility 2040 and Seguin Thoroughfare Plan
are two of the plans that informed this planning process.

6.1 Introduction
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Plan Purpose & Goals

The City of Seguin partnered with the Alamo Area
MPO (AAMPO) to help improve walking and bicycling.
The AAMPO employs a locally focused approach,
encouraging individual communities to develop their
preferred strategies, and then bringing individual plans
together into a region-wide strategy. This effort is the
result of the City’s study proposal to the AAMPO.
The purpose of this plan is to align Seguin’s walking and
bicycling initiatives with those of the region. This plan
promotes the development of a Citywide infrastructure
network that provides a first class system for pedestrians
and bicyclists anywhere in Seguin. It also lays out a plan
to encourage greater amounts of walking and riding
in the City by emphasizing comfortable facilities that
appeal to users of all abilities.

Why Plan for Walking & Bicycling?

Seguin is currently home to over 27,000 people and is
expected to grow to over 43,000 by 2040. This growth
will create more demand on the City’s transportation
infrastructure.
Walking and bicycling has mobility, environmental,
health, and economic benefits, which in turn improves
the overall quality of life in a community. Increasingly,
communities across the nation are recognizing these
benefits and are taking important steps to promote
walking and bicycling as a mode of travel.
The Seguin Pedestrian and Bicycle Plan will help meet
several goals of the City’s comprehensive master plan.
Community goals of Seguin’s comprehensive master
plan identified a need to improve walking and bicycling
and the need for making pedestrian and bicycle linkages.
The downtown component also prioritizes pedestrian
movement within and into the downtown area by
creating enhanced pedestrian zones as well as making
connections to other pedestrian and bicycle corridors,
such as trails, to connect to the rest of the City.

The Walnut Branch creekway trail system serves as the active transportation “spine” for much of Seguin.
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Goals and Principles for Walking and Bicycling in Seguin
Goals and principles that can guide the growth of Seguin’s active transportation network are noted below. These
goals and principles help guide the recommendations presented in this study.

Infrastructure

•

Focus on improvements along key corridors within the core area that will become the major walking and
bicycling network for the City.

•

Link that core network to key focal points beyond I.H. 10 and S.H. 123 so that fast growing areas of the City
are connected to that core.

•

Develop high quality walking and bicycling facilities that are appealing and comfortable to use and that are
attractive to area residents.

•

Support Facilities

Include support features that make walking and bicycling more attractive, including shade, places to get a
drink of water, wayfinding, and end of trip bicycle racks.

Programs

•

As in other area communities, allocate resources to all departments to help promote the frequent use of
active transportation network. Promote the benefits of Seguin’s physical layout so that residents are aware
of the comparative ease of getting around in the City.

•

Actively work with key area partners, such as the Seguin Independent School District, Texas Lutheran
University, the Guadalupe Regional Medical Center, Seguin’s business community and others to co-develop
walking and bicycling infrastructure, and to encourage and incentivize high levels of usage by employees
and users.

Implementation

•

Include funding for first class walking and bicycling infrastructure with all new road construction, especially
along corridors noted as key components of the City’s network.

•

Aggressively pursue additional supplemental funding sources to accelerate development of the active
transportation network.

6.1 Introduction
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Who Are We Planning For?

Improving the City’s infrastructure for walking and
bicycling will benefit everyone that lives in Seguin. The
underlying goal of this plan for walking and bicycling in
Seguin is the a desire to create a better community by
ensuring the City has a viable transportation system with
a variety of travel choices for everyone.
Walking and bicycling is a choice for some, but for others
it is a necessity. This includes children and the elderly,
where the ability to travel by walking and bicycling is an
important component of independence. For residents
who want to live more economically, the ability to travel
in the City without the cost of a motor vehicle can be
significant. Other residents may be attracted to the
health benefits from walking or bicycling. Students at
Texas Lutheran University form another unique segment
of pedestrians and bicyclists in Seguin. Not only do

these students require easy walking and biking on the
campus, but access to areas around the campus and
greater Seguin as well.
Ultimately, the goal for Seguin remains the same as for
other communities in the Alamo Area region. Pedestrian
and bicycle networks should be accessible to people of
all ages, means, abilities, and purposes: the young and
old, the rich and poor, the able and the disabled, the
commuter and those seeking recreational activities.
In essence, this plan should follow the “8 to 80” rule,
where an eight year old can comfortable walk or ride
throughout much of Seguin with an 80 year old. All
users and types of reasons for walking and bicycling are
important when implementing this plan.

The walking and bicycling network in Seguin should serve all types of users, including experienced riders, pedestrians of all ages and
needs, and those using transit opportunities in the Seguin area.

6-12

CITY OF SEGUIN

Destinations in Seguin

With a compact core area size, many destinations in
Seguin can be reached via a five to ten minute walk,
or between a quarter mile and one mile in distance.
Bicycling expands that even further, with almost every
destination within the City’s core area less than three
miles away (or within an easy-paced 15 minute ride).
Key destinations are noted, so that major routes help
improve access to the highest number of locations.
From residential areas throughout Seguin, local
destinations such as nearby schools, parks, retail areas
and major civic areas are noted. Major destinations are
shown below and on the map on the following page.

Destinations and Barriers in Seguin

Seguin is unquestionably an ideal candidate for
significant pedestrian and bicycle activity. The City’s
compact size means that many of the most frequently
visited destinations in the City are relatively close
together.
A generally accepted rule of thumb consisting of a five
to 10 minute easy walk, or about ¼ mile to about 1 mile
is used for this effort. For bicycle riding, a two to three
mile ride is generally considered to be the “sweet” spot,
taking no more than 10 to 15 minutes at an easy riding
rate.
Using this criteria, almost every major destination
(including most elementary and secondary schools) in

Seguin is reachable via walking or riding a bicycle.
A one mile radius centering on downtown Seguin just
about encompasses Texas Lutheran University and Park
West Community Park to the west, Max Starcke Park
and the Guadalupe River to the south, HEB, Seguin High
School and the Guadalupe Regional Medical Center to
the east, and stretches north of Kingsbury Street.
Figures 6.A and 6.B, Active Transportation
Opportunities and Barriers, illustrates many of the key
destinations in the City as well as major barriers. Those
destinations attract daily use, and include schools, parks,
retail areas and key civic uses such as the downtown
library and City Hall.
Key barriers in the City include:
Guadalupe River – generally running west to east
through the City for approximately 5 miles, the
Guadalupe River is only crossed five times during that
stretch. Only one of those four crossings includes a
protected pedestrian/bicycle corridor (Business 123),
while the other three consist of shoulders along high
speed highways. Because of the width and significant
flooding potential of the Guadalupe, it is unlikely that
any non-vehicular bridges will ever be built. This points
out the significant value of every existing crossing over
the river, as well as future crossings, and the need for
wide protected pedestrian and bicycle facilities on every
bridge.

Active Transportation Network: Destinations (Seguin)
•

Downtown Seguin

•

Caterpillar Industries

•

Texas Lutheran University

•

Park West Community Park

•

Max Starcke Park

•

Seguin-Guadalupe County Coliseum

•

Guadalupe Regional Medical Center

•

Guadalupe County Courthouse

•

Walmart Supercenter

•

Seguin High School

•

Tyson Foods

•

GBRA Headquarters

6.1 Introduction
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State Highway 123 – between Interstate 10 and East
Court Street, the frontage roads of SH 123 have been
developed, and are currently being used as the main
lanes. In the future, overpasses may be built at Court
and East Kingsbury. Within the TxDOT right of way, wide
pedestrian areas have been left in place, and provide
signalized crossings at key locations. Significant growth
is expected to the southeast, and these crossings will
be vital to connect those newer areas of the City to the
older core downtown and retail and civic destinations.

FIGURE 6.A: ACTIVE TRANSPORTATION
OPPORTUNITIES AND BARRIERS PEDESTRIAN

The Guadalupe River is one of the most attractive features of Seguin,
but it is also a formidable barrier to walking and bicycling connections
between the core area and growing areas south of the City.

Cemetery
Civic
Hospital
Library
School
Shopping
Parks
Historic District
Retail Corridors
1/4 Mile
Pedestrian Buffer
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Interstate Highway 10 – although not as challenging a
barrier as IH 35 in New Braunfels or Interstate 10 in Bourne,
the highway in Seguin creates a major future barrier to
pedestrian and bicycling connectivity north of the City.
Only five underpasses exist along the four mile stretch
of IH 10 between F.M. 464 to the west and Highway 90
to the east. Much of the new growth north of IH 10 will
be centered on Highway 46, and “spine” pedestrian and
bicycle facilities should be developed that connect to
the Walnut Branch trail at Park West Community Park.
Both New Braunfels Street and Huber Road provide
lower traffic volume crossings under Interstate 10, and

those should be as future locations for shared use path
connections.
Union Pacific railroad corridor north of Kingsbury
– the UP railroad corridor creates a barrier between
neighborhoods in north Seguin and core area destinations.
Existing roadway crossings should be maintained and
enhanced to facilitate bicycle and walking in the area.

FIGURE 6.B: ACTIVE TRANSPORTATION
OPPORTUNITIES AND BARRIERS BICYCLING

Cemetery
Civic
Hospital
Library
School
Shopping
Parks
Historic District
Retail Corridors
2-Mile Bicycle Buffer
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Seguin’s historic downtown is a key destination for both visitors and residents
alike. The area’s history is celebrated on murals in the downtown area.
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Volume 6
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Pedestrian Study
General Characteristics

Seguin is unique in that it is not as spread out as other
cities in the area. The City’s relatively compact footprint,
as well as the grid network of streets in the core area,
make it ideal for a strong active transportation network.
Almost all of the core area of the City can fit within a onemile radius from downtown Seguin. Much of the City also
lies south of Interstate Highway 10, and the Guadalupe
River generally flows south of the City, resulting in fewer
significant barriers to bicycling and walking.
However, the City is changing as it grows. The majority
of new development is occurring east of Highway 123
and north of Interstate 10, and those future areas will
require comfortable connections to the core area of
the City at freeway intersections. Seguin still has time
to ensure that those connections can be made, and that
new developments provide strong connectivity to those
crossings.
Recent enhancements in the downtown area have
created one of the better downtowns in the central area
of Texas. Existing sidewalks in the downtown, as well as
the expanding trail system along Walnut Branch combine
to make the downtown comfortable from a pedestrian
standpoint. Major streets, including Court Street, Austin

Chapter 2
Existing
Conditions
Street, College Street and Kingsbury Street have some
sidewalk infrastructure, but also all have significant gaps
and older sidewalk sections that may discourage high
amounts of pedestrian activity. Other local destinations,
such as Texas Lutheran University and the retail//medical
hub at Court and SH 123 generate pedestrian and
bicycle activity. But many residential streets and smaller
collectors lack continuous sidewalks and make walking
to nearby destinations more challenging.
Seguin does not currently have a significant amount of
on-street bicycle infrastructure, but in recent years shared
lane markings have been added to Nelda Street, and
new bicycle lanes are being proposed in developments
east of State Highway 123.
The off-street shared use path system is also growing.
Paths now lead north from downtown along Walnut
Branch to Park West, the City’s newest community
park, and eventually will continue north to Interstate
10 at Huber Road. This same trail system will eventually
connect to Max Starcke Park on the southern side of
Seguin. What is now needed are pedestrian and bicycling
connections from nearby neighborhoods to the Walnut
Branch trail and along the major corridors of the City.

East Court Street is a major link between Downtown Seguin and many retail destinations along State Highway 123, and over time the
corridor can be transformed into an excellent corridor for walking.
City of Seguin Bicycle & Pedestrian Study
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Seguin has a strong grid of neighborhood streets that provide excellent routes for bicycling to most parts of the City.

Attitudes Regarding Active
Transportation in Seguin

Previous citizen involvement efforts in Seguin have
indicated an interest in improving facilities for walking
and bicycling in the City. An on-line regional survey
which included Seguin residents was used as part of this
effort to help identify both opportunities and challenges
to walking and bicycling in Seguin, and to determine
if interest in improving the pedestrian and bicycle
infrastructure in the City still exists. The survey was
conducted over a five month period from late November
2014 through the spring of 2015, and was answered by
almost 300 residents of Seguin.
Respondents to the survey in Seguin have a higher rate
of walking and bicycling than residents of other cities in
the survey. More than 20% noted that they walk on a
daily basis, and almost 15% ride a bicycle daily. Residents
of Seguin expressed a high degree of interest in bicycling
and walking, with 93% indicating that they would like to
walk more, 77% indicating that they would like to ride
more.
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Attitudes about Bicycling in Seguin
A little over 50% of the respondents in Seguin rated
bicycling in their area of the City as being at least average,
good or excellent. 45% indicated that riding in Seguin
was poor or very poor. The single most significant barrier
to riding more frequently was the lack of bicycle lanes,
noted by over 75% of respondents. The lack of safety,
weather, the lack of connections to transit and the lack
of a working bicycle followed as key barriers to riding a
bicycle in Seguin.
The lack of facilities as the single most significant hurdle
can be overcome as new on and off-street facilities are
developed, especially in the core area of the City. Safety
can also be addressed by improvements to bicycling
infrastructure as well as increased awareness and bicycle
rider training.

CITY OF SEGUIN

FIGURE 6.C:

6.2 Existing Conditions
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Attitudes about Walking in Seguin
Almost 70% of respondents to the Regional Survey from
Seguin indicated that walking in their area of the City
was at least average or better. Over 40% indicated that
walking was good or excellent, a generally higher rate
than for other cities in the study. The single greatest
barriers to walking were the lack of sidewalks (noted by
82% of all Seguin respondents) or the condition of existing
sidewalks (noted by 72% of all Seguin respondents).
Weather, safety and the distance to destinations were
listed as other barriers to walking in Seguin.
As in other cities in this study, the word “dangerous”
was mentioned by 20% of respondents when asked
to describe bicycling or walking in the City. Other key
words used include “unsafe,” but also “good” or “okay.”

Stakeholder Input

Stakeholder input in Seguin followed the pattern set by
the City of Boerne, and included stakeholder input via an
ad-hoc group, as well as input from the public at large at
a workshop.
Stakeholder meetings with staff, key elected officials
and board members were held at the beginning of
the process and followed by reviews of preliminary
recommendations. Meetings with City staff were also

held separately to discuss and vet the technical details of
recommendations as they were prepared.
A Citywide workshop was held in December 2014 at
the Guadalupe County Community Building, and was
attended by approximately 50 participants. These
included residents of Seguin, City staff, members of
the planning team and representatives from the Alamo
Region MPO. After a brief introduction, attendees broke
into five groups and addressed key questions relating
to current needs and issues and possible alternatives to
consider.
Key comments included the development of a variety of
alternative “loop” configurations around the City, as well
as identification of key streets or corridors to consider
using. Challenges to walking include no continuity with
sidewalks and walking to places not being convenient or
comfortable. Challenges to riding a bicycle involve lack of
awareness about traffic laws, ROW at intersections, and
unrestrained dogs. Attendees noted that they would like
to see organized bike rides and leash laws to help with
these challenges.
Ideas about a vision of the future include Seguin having
an educated and supportive public and witnessing a
bicycle and pedestrian friendly community that will see
economic activity skyrocket, community relationships
skyrocket and a much healthier city.

Residents, City staff, and members of the Alamo Region MPO provided valuable input throughout the planning process.
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FIGURE 6.D:

6.2 Existing Conditions
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Existing Facilities for Walking
and Bicycling in Seguin

Table 6.1, Seguin Active Transportation Network (2015),
summarizes the active transportation infrastructure
in Seguin today. This table distinguishes between onstreet bicycle facilities, near street pedestrian facilities
and shared use paths. These three active transportation
infrastructure categories are describe in more detail in
the introductory volume of this study and in Appendix
A, Bicycle and Pedestrian Toolkit.
The table shows the approximate overall length of
sidepaths and shared use paths. Sidewalk quantities
are shown only for major streets in the City, and do not
represent the total amount of sidewalks in Seguin.
The distribution of existing pedestrian and bicycle
facilities in the City are shown on Maps 6.1A and 6.1B
on the following pages. These do not represent a total
inventory of every sidewalk in the City, but rather only
those along key corridors that could be mapped. The
City has an extensive network of existing sidewalks, but
has a lower amount of existing bicycling corridors than
other cities in the study.

TABLE 6.1 SEGUIN ACTIVE TRANSPORTATION NETWORK (2015)
Facility Category*

On-Street Bicycle Facilities

On-Street Pedestrian Facilities
Shared Use Facilities

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes
Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming
Sidewalks
Shared Use Trails (Off-street)
Sidepaths (On-street)

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
**Excludes most local street segments within subdivisions.
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Length (Miles)
0.9
0
0
0
1.4
31.1
0
58.0**
1.4
0
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MAP 6.1A:

SEGUIN EXISTING ACTIVE
TRANSPORTATION FACILITIES
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6.2 Existing Conditions
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SEGUIN EXISTING ACTIVE
TRANSPORTATION FACILITIES

MAP 6.1B:
LEGEND
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Portions of Austin Street, Seguin’s “main” street, are ready-made walking and bicycling routes, while the northern sections of the
roadway are less inviting to pedestrians and bicycle riders.

image source: Alamo Area Council of Governments

image source: Seguintexas.gov

Caterpillar and other potential developments along the Interstate 10 corridor are important destinations for a connected active
transportation network in Seguin.

Many streets in Seguin are excellent routes for walking and/or bicycling, but the current lack of places to walk or ride challenges
potential users.
6.2 Existing Conditions
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The Walnut Branch trail and linear park provides a tranquil and comfortable place
to walk and ride in the heart of Seguin.
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Volume 6
Seguin Bicycle &
Pedestrian Study
Creating a Great Active
Transportation Network for
Seguin

Seguin’s more compact size and its grid street network
provide strong opportunities to create a first-class active
transportation network. This chapter summarizes overall
recommendations for the City by type, and recommends
early implementation and priority projects.

Meeting Seguin’s Goals

The recommendations in this chapter seek to strongly
move forward in meeting Seguin’s goals for a viable
and used active transportation network noted in earlier
chapters. These key goals are:
•

Increasing connectivity to major destination
centers within Seguin such as the Downtown
area, the Texas Lutheran University, major parks
and recreation features, schools and retail areas.

•

Creating pedestrian and bicycling
infrastructure that is actively used. To do
this, sidewalks and bicycle lanes that have as
high degree a comfort as is possible, such as
buffered bicycle lanes, cycle tracks (protected

Chapter 3
Recommendations
bicycle lanes) and off-street shared use paths are
proposed where feasible. This frequently means
recommending routes along streets with lower
traffic volume streets.
•

Emphasizing facilities that can be developed
cost-effectively, such as on-street routes.
These may be feasible in some parts of the
City, but may be harder to find in other areas
of the City with narrow streets and the need by
residents for on-street parking.

•

Including recommendations that are longer
term in nature, so that the ultimate overall
network can be planned for, and so that short
term actions correctly contribute to the overall
future network.

•

Emphasizing the health benefits of walking
and riding, so that community health dividends
can be clearly understood and appreciated.

•

Emphasizing partnerships and
encouragement efforts by many entities. These
may include end trip, promotional and education
efforts that encourage Seguin residents to get out
and ride more frequently.

Seguin has many streets that can become excellent walking and bicycling corridors..
City of Seguin Bicycle & Pedestrian Study
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Seguin Residents’ Preferences

Preferences for facility types were compiled during the
citizen survey and as part of stakeholder and public
meeting workshops These preferences are shown in
Figure 6.E on the following page.
The level of user “comfort” associated with different
types of pedestrian and bicycling infrastructure helps
guide the recommendations for Seguin. When users
feel safe and secure, they are more likely to consider
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walking or bicycling as a regular mode of transportation
and recreation. The diagram below illustrates the
level of comfort as indicated by survey respondents
from Seguin. On-street recommendations such as
bicycle lanes are acceptable to more than 49% of the
respondents. However, only 39% of respondents would
feel reasonably comfortable on a street with shared lane
markings. Similar to many communities, 95% or more
would feel very comfortable on a shared use path.

CITY OF SEGUIN
FIGURE 6.E: AAMPO ONLINE SURVEY: PUBLIC PRIORITIES FOR SEGUIN

6.3 Recommendations
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Evaluation Criteria

Corridors under consideration throughout Seguin were
evaluated using compatibility and accessibility criteria.
Evaluation considerations included:
Connectivity - the potential for the strongest routes that
link residential areas to schools, area parks, employers,
retail destinations, civic buildings, and other routes was
a primary consideration. Emphasis is given to routes that
ultimately can link up to create a true citywide network.
Directness – in general, more direct routes are
preferred, since they can connect to the largest number
of destinations and can yield the greatest benefit for the
investment provided. However, in some cases the most
direct route may occur along high traffic volume streets
and may not be the preferred route for most bicycle
riders.
Feasibility - Preference is given to corridors where
adequate rights of way or existing pavement widths
are generally available. Where possible, corridors that
are controlled by the City of Seguin are preferred, but
recommendations along County or TxDOT facilities are
also included.
Potential use – any noted current use of the corridor,
even if only partial walking or bicycling facilities are in
place, is considered as a factor in determining the future
potential or a corridor. If a corridor is currently used, or
can be used with minimal improvement, then potential
development of a facility is easier.
Citizen feedback – any citizen feedback received during
the planning process for improvements or concerns at
specific locations or along key corridors was considered
as a key component of the evaluation.
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Network Recommendations

This section summarizes both on-street and off-street
recommendations for walking and bicycling in Seguin.
A key consideration that drives the corridors shown
is the level of user “comfort” associated with each
recommendation. The more comfortable and secure
that a user feels, the more they are likely to consider
walking or bicycling as a regular mode of transportation
and recreation. The diagram on the following page
illustrates the level of comfort as indicated by survey
respondents from Seguin. On-street recommendations
such as bicycle lanes and riding on a quiet neighborhood
street are acceptable to approximately 50% of the
respondents, while almost 90% or more would be very
comfortable on a shared use path or a separated lane
(cycle track).
Maps 6-2A and 6.2B illustrate recommendations for the
entire City. Maps illustrating enlargements of key City
areas follow. On each map, recommendations as to key
priorities are indicated to be used as a starting point for
more detailed implementation discussions.
Each recommendation shown in this study is preliminary
in nature and should be further engineered. Each may
also require more specific solutions for intersections
or other key areas. Area property owners should be
involved in the more detailed design process so that
specific concerns can be addressed. Publicly owned
rights of way are preferred but are not always feasible.
In some cases, right of way width and/or acquisition
requirements will need to be further confirmed or
investigated.
This section summarizes recommendations by the
following categories:
•

On-street bicycle facility recommendations
(including bicycle lanes, bicycle routes, wide
shoulders, and protected lanes (cycle tracks).

•

Shared Use Network which includes sidepaths
and shared use paths (trails).

•

Key Pedestrian Corridors

•

Key barrier resolution recommendations

CITY OF SEGUIN

MAP 6.2A:

SEGUIN ON-STREET
BICYCLE FACILITIES
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6.3 Recommendations
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SEGUIN ON-STREET
BICYCLE FACILITIES

MAP 6.2B:
LEGEND
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On-Street Bicycle Facilities

Seguin has a number of opportunities for an excellent
on-street bicycle network (see Maps 6.2A and 6.2B
on the previous pages). The City’s grid network of
streets with lower levels of traffic lends itself to creating
routes that connect many key destinations. While
the relatively narrow pavement widths may preclude
completed separated “cycle-track” type solutions, the
many less travelled streets provide opportunities for
comfortable routes. Many of the on-street segments
could be developed cost effectively, and can help build
a connected network throughout the City. Most of the
routes mentioned below also connect to the Walnut
Branch trail.
Key on-street segments include:

Camp and River Streets – for north/south bicycling
in the center of the City, these streets provide a
comfortable alternative to Austin Street. Bicycle lanes
are recommended along North Camp, while shared
lane markings are recommended along River Street so
as to preserve on-street parking.
San Marcos Street – additional north/south movement
is provided through bicycle lanes along San Marcos
Street. This route extends further north than other
routes and links the northern areas of the City to near
the downtown area.
Tor Drive, East Walnut Street, and Eastwood Drive
– bicycle lanes along these roadways will connect
growing neighborhoods east of SH 123 to the core area
of the City.

College, Cedar and Mountain Streets (from Seguin
High School to Bowie Street) – future bicycle lanes
along these streets will link the high school and retail
areas along SH 123 to the center of the City and beyond.
They create the backbone of east west bicycle travel
across Seguin.
San Antonio and Jefferson Streets – bicycle lanes
along these streets provide east/west options in
the western half of Seguin, and help link TLU to the
downtown area and SH 123 retail uses.

It is recommended to provide key on-street bicycle connections within the downtown.
6.3 Recommendations
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TABLE 6.2 PROPOSED ON-STREET BICYCLE NETWORK PRIORITIES
Facility Category*

Facility Type*
Bicycle Lanes
Buffered Bicycle Lanes
Protected Bicycle Lanes

On-Street Facilities

Shared Lane Markings
Bicycle Route
Wide Shoulder
Traffic Calming

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2
Tier 1
Tier 2

8.7
23.9
0
0
0
0
0
0
7.5
6.4
2.4
3.2
0
0
52.1 Miles

ON-STREET BICYCLE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.

6-34

CITY OF SEGUIN

MAP 6.3A:

SEGUIN PEDESTRIAN
FACILITIES (ON-STREET &
SHARED USE)
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SEGUIN PEDESTRIAN
FACILITIES (ON-STREET &
SHARED USE)

MAP 6.3B:
LEGEND
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Key Pedestrian Facilities

As mentioned previously, Seguin’s compact size lends
itself to walking. A more connected system of sidewalks
would help connect much of the City together and
encourage walking as an option. Areas for near term
focus to improve pedestrian connectivity are more
closely focused around key nodes such as the Downtown
area, connections to the Walnut Branch spine trail and
connections to TLU and area elementary and secondary
schools. Maps 6.3A and 6.3B illustrate recommended
on and off-street pedestrian connections.
Key pedestrian areas of focus include:
Kingsbury and Court Streets – close gaps along both
of these key pedestrian corridors between SH 123, Austin
Street and State Highway 46.
Cedar, College and Mountain Streets – close gaps and
complete sidewalk system between SH 123 and Austin
Street.
Eastwood and Joe Carrillo Street – add sidewalks to
these key streets that provide pedestrian connectivity
from growth areas east of S.H. 123.
Connections to Jefferson, W.B. Ball, Weinert and
Rodriguez Elementary Schools – enhance sidewalk
connections/close gaps around area elementary schools
in the core area of Seguin.
Park West Community Park and the TLU area – add
sidewalks in the area to enhance connectivity to the
Walnut Branch spine trail and to link area neighborhoods
to both TLU and Park West.

Extending the sidewalk network further south along South Austin
Street will provide key connections to Max Starcke Park.

Castillo Park and growing commercial areas along I.H. 10.
Milam Street – close sidewalk gaps along Milam Street
from near downtown to Kingsbury Street.
South Austin Street – completing this segment will be
challenging due to limited right of way and steep grades
coming out of the river floodplain, but it will help link
the downtown area to Max Starcke Park and the Seguin
Guadalupe County Coliseum.

Guadalupe Street – extend sidewalks south to the
Seguin-Guadalupe County Coliseum, as well as north to

TABLE 6.3 PROPOSED ON-STREET PEDESTRIAN NETWORK PRIORITIES
Facility Category*

Facility Type*

Priority

Length (Miles)**

Tier 1
Tier 2
Shared Use Paths (See Table 6.?, Proposed Shared Use Network Facilities)
Sidepaths (See Table 6.?, Proposed Shared Use Network Facilities)
ON-STREET PEDESTRIAN FACILITIES (Sidewalks Only - Cumulative Length):
On-Street Facilities

11.7
40.1

Sidewalks

51.8 Miles

*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.

6.3 Recommendations
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Key Shared Use Path (Trail)
Facilities

Shared use paths (also commonly referred to as trails) are
typically the most comfortable location for most of us
to ride on. Seguin has much of a major spine corridor
completed, and is now ready to extend that trail north
and south to fully link much of the City together. Shareduse recommendations are illustrated on Maps 6.4A and
6.4B. Key shared use key trail segments that will help
promote active transportation in the City include:
Walnut Branch Trail Gap South (from West Nolte
Street to existing trails in Max Starcke Park) –
completing this segment of the spine trail will provide a
continuous link from Park West all the way to Max Starcke
Park in the southern area of Seguin.
Walnut Branch North Trail Extension (from Park
West to I.H. 10 and areas north) – the extension of
the Walnut Branch Trail north will complete this key
spine corridor, and provide a separated pedestrian and
bicycling corridor that connects much of Seguin.
Connection from Castillo Park to the Walnut Branch
trail corridor – a trail in this area links neighborhoods
south of I.H. 10 to the Walnut Branch trail corridor and
Park West Community Park, as well as new retail areas
along I.H. 10.
Rail with Trail corridor along Union Pacific corridor
– when feasible, a trail that parallels the railroad corridor
would provide an east/west crosstown trail route within
the northern area of the City.

Extension of the Walnut Branch Trail will complete this key spine
corridor.

S.H. 123 sidepath (from East Walnut to F.M. 406) – a
sidepath along the eastern edge of State Highway 123
helps link multiple neighborhoods east of the highway
to key intersections where a pedestrian and bicycling
crossing is available. Portions of the sidepath can be
developed as part of new residential communities
planned for the area.

TABLE 6.4 PROPOSED SHARED-USE NETWORK PRIORITIES
Facility Category*

Facility Type*
Shared Use Trails

Shared-Use Facilities
Sidepaths

Priority

Length (Miles)**

Tier 1
Tier 2
Tier 1
Tier 2

0.7
12.9
11.7
40.1

SHARED-USE FACILITIES (Cumulative Length)
*Facility categories and type defined in Appendix A: Bicycle and Pedestrian Toolkit.
** Single segment length - with facility striping and/or signage located on both sides of the street.
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MAP 6.4A:

SEGUIN SHARED-USE
FACILITIES
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SEGUIN SHARED-USE
FACILITIES

MAP 6.4B:
LEGEND
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Key Barrier Resolution
Recommendations

Seguin is fortunate in that the core area of the City is
unincumbered by major barriers. As noted previously,
much of that compact core area can be reached without
encountering a major freeway, railroad, or major
drainage-way or river.
However, as the City grows to the north, east and south,
major barriers will present challenges. Recommended
considerations for each are as follows.
Interstate Highway 10 - I.H. 10 requires pedestrians
and bicycle riders to be channelled to a relatively
few intersections. Therefore, it is critical that each
intersection be configured to welcome pedestrian and
bicycle users.
For all freeway crossing, the installation of protected
bicycle lanes (via a curb or at a minimum buffered
striping) should be considered when the crossings are
improved. The most important crossings are:
1. I.H. 10/S.H. 123 intersection - only the south side of
the intersection has a sidewalk, requiring users to
cross the intersection to go under the bridge. For
bicycles, existing lane widths appear to preclude
the inclusion of a bicycle lane. Any future upgrades
to the underpass, especially to add U-turns, should
accommodate bicycles and pedestrians.
2. I.H. 10/Business 123 intersection - this connection is
vital, since Business 123 becomes Austin Street and
leads directly into the core area of Seguin. Similar to
the S.H. 123 underpass, this connection has limited
sidewalk space on the south side. As the bridge is
upgraded, enhanced pedestrian walks and bicycle
lanes should be added to increase connectivity to
areas north of I.H. 10.
3. West New Braunfels/Huber Road - of all of the
crossings under I.H. 10, this route has the highest
potential and is the most important. A route
paralleling the railroad tracks along West New
Braunfels Street connects to newly developing
retail, employment and housing areas north of the
interstate to the Walnut Branch spine trail. Capacity
for a shared use path under the freeway at West
New Braunfels appears to be available. Consider
converting the Huber Road connection into a shared
use path access route under I.H. 10.
4. State Highway 46 at I.H. 10 - S.H. 46 is a major vehicular
connection between New Braunfels and Seguin, and

Best practice - An attractive pedestrian corridor under I.H. 35 at
Main Street in Buda creates a well-defined, comfortable and inviting
route under the freeway.

also connects directly to new retail developments
and housing on S.H. 46. The underpass should be
reconfigured to add improved sidewalks and bicycle
facilities (either via a sidepath configuration or
bicycle lanes).
Guadalupe River - improved pedestrian and bicycle
facilities at river crossings at S.H. 46, Austin Street
(Business 123) and S.H. 46 are critical to enhance
connectivity to areas south of the City.
Due to its proximity to Max Starcke Park and the
downtown area, the Austin Street bridge is the most
important river crossing.
The existing protected
pedestrian walkway is narrow, and widening it via lane
diets should be considered. A future protected bikeway/
walkway should be implemented on either side of the
bridge in the future.
The width of the river and its floodway make pedestrianonly bridges expensive, but planning for one to two
long-range bridges should be considered. Locations
with the narrowest section and strong connectivity
should be identified and explored.
State Highway 123 - key pedestrian/bicycle crossing
locations are already established in advance of the future
grade-separated roadway. These should be enhanced
with striping or protected lanes for bicycles and clearly
delineated and inviting pedestrian zones.
Union Pacific Railroad - because the railroad reduces
access to north Seguin, all vehicular crossings should
be adapted to include routes for both pedestrians and
bicycles.
6.3 Recommendations
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Education and Encouragement
Recommendations for Seguin

The investment in a strong active transportation network
can reach its fullest potential in Seguin only if educational
and promotional efforts are also implemented. These
efforts will be key to the creation of a more accepted
“culture” of walking and bicycling in the City.
They include increased education of both existing and new
riders, stepping up promotional efforts, and incorporating
safety efforts to enforce existing laws. Recommendations
for Seguin (which also apply to other cities in the Alamo
Area MPO region) are as follows:
1. Implement/expand bicycle education programs
Education is a crucial component of increasing walking
and bicycling while maintaining a safe environment for
all users. Everyone in Seguin, including motor vehicle
operators, should understand their rules, rights, and
responsibilities. Educational efforts should be targeted:
•

To educate school-age children. School-age
children in Seguin are an important population to
target for teaching and encouraging bicycling and
walking. Though half of U.S. school-age children
live within two miles of their schools, three-quarters
of the households questioned in a 2009 National
Household Travel Survey take their children to
school in a private vehicle - a huge increase from
the 15% that were driven in 1969. In Seguin, many
children do not live that far from the schools they

attend and could walk or ride to school.
•

To educate adults on bicycle riding. The City
of Seguin should increase the availability of
opportunities to improve the road safety education
of both bicyclists and drivers in the City.

Specific efforts that the City of Seguin can take to improve
walking and bicycle safety education include:
a. Distribute information on the proper use of
bicycle facilities. The City should provide residents
with information about the purpose of new bicycle
facility treatments (e.g. bicycle lanes, shared lane
markings, sidepaths, etc.) and safe behaviors for
using these facilities as they are being designed
and installed. Provide links to web pages that
include information about each facility type. The
pages should provide as many graphics and visuals
as possible, including videos (where appropriate)
to describe safe maneuvers. Entities such as Bike
Texas can help provide this information.
b. Promote Safe Routes to School efforts at all
primary schools in Seguin. Most children start
to ride bicycles at a young age. For adolescents,
bicycles offer independence and self-reliance.
Therefore it is important to teach students safe
bicycle skills as early as possible and reinforce that
message as they approach driving age. Bicycle
“Rodeos” are a fun way to help youth expand their
bicycle riding skills.
Promote the philosophical goals of Safe Routes
to School (SRTS), which educates children of
the proper safety procedures when walking or
biking, to encourage children to walk and bike to
school where they are not currently doing so, and
to improve facilities where students are already
walking and biking.
In conjunction with area schools, help organize
“walking school buses” or “bike trains” where groups
of parents actively help students walk or ride to
nearby schools.

Young riders at a Bicycle “Rodeo” event are instructed in how to ride
safely, providing them skills for a lifetime and a lifelong enjoyment for
bicycle riding.
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The City should support the local school district’s
efforts to provide walking and bicycle education
for all students. To reach young students, conduct
regular bicycle “rodeos” or half day training sessions
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given to all students at a certain grade level.
c. Expand youth and adult bicycle education
opportunities. Private groups in Seguin could
provide bicycle safety skills courses taught
by League of American Bicyclists certified
instructors. These courses are sometimes
offered free of charge (where subsidized) or are
offered at a reasonable charge (to compensate
the instructors). The City of Seguin should
partner with or support area advocacy groups
and certified instructors to provide a central
information source and marketing for area bicycle
education events, and if necessary provide a
location on City property to conduct the training
sessions.
The City could also provide a way for people
to sign up for classes held by various groups
around the region and possibly offer discounted
rates for City residents, such as for online classes
offered by the League of American Bicyclists.
Target audiences may include area college
students where bicycle safety courses could be
offered as part of orientation programs held at
the beginning of each school year. Incentives
could also be offered to area employers to have
employees become certified instructors and
regularly offer classes to their employees. The
more confident people are in their bicycling
abilities and safety knowledge, the more likely

they are to substitute some short car trips for
ones on bikes.
d. Provide information to promote safe walking.
Pamphlets and online information generated
by many national and state entities can be
distributed to Seguin residents to help promote
safe walking habits.
2. Expand encouragement efforts and programs
Encouragement and promotion are extremely important
components of an effort to get Seguin residents to walk
and bike more frequently. Suggestions to encourage
more walking and bicycling include the following. Many
others can be used - the intent should be to have a
consistent and vocal message that walking and riding
more is good for Seguin in many ways.
a. Encourage walking and bicycling commuting
by City leaders, local employees, local
students and area employers.
Conduct biannual “open streets” events. In
addition to being fun and well attended, these
events draw significant attention to the benefits
of walking and riding more in Seguin.
City staff, elected officials, and City business
leaders should spearhead efforts to increase
bicycling and walking. Encourage these leaders to
attend walking and bicycling events, participate

“Walking school buses” can provide an alternate to
traditional school transportation programs.
Open streets events, such as the Siclovia events in San Antonio, help
generate excitement and encourage new bicycle riders in Seguin.

6.3 Recommendations
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in public campaigns about walking and biking in
Seguin.

it as the centerpiece of a larger community event
focused on the local bicycling community.

Create a central location to serve as the “heart”
of bicycling and walking efforts in Seguin. Such
a facility could be associated with the Parks
Department, but should focus exclusively on all
aspects of educating and encouraging greater
amounts of walking and riding in Seguin. A
central and highly visible location is critical.

The City of Seguin and other area public agencies
should serve as an example by providing showers
and lockers for employees so they can ride or
walk to work. Another element of this strategy is
to require all new and existing public buildings
owned and operated by the City to include
facilities for bicycle commuters, such as showers
and bicycle parking.

Encourage and incentivize local businesses
that encourage their employees to commute
by walking or biking. Offer discounts to City
facilities, recognition at City events, promotion
on the City’s cable access channel or other
incentives.
Encourage bicycle commuting by making
available information about economic benefits,
health benefits, and potential commuting routes
to employers and employees.
Promote Bike-to-Work and Bike/Walk-to-School
Day. This encourages area employees, as well
as children, to walk or bicycle to work or school
by demonstrating how it can be done regularly.
Many communities choose to build on Bike-toWork Day and Bike/Walk-to-School Day and use

Work with local bicycling groups to provide
“bicycle mentors” to demonstrate to residents
who have always driven to work how it may be
possible to bicycle to work.
Educate employers on federal tax benefits for
bicycle commuting by hosting workshops on a
regular basis. Through the Federal Commuter Tax
Benefit (Section 132(f ) of the Internal Revenue
Code reauthorized in 2013), employees can
receive up to $20 per month tax free from their
employer for expenses related to commuting to
work via bicycle.
Recognize local employers who actively
encourage their employees to walk, ride or take
transit to work with an annual awards program.
Recognizing local employers for their efforts to
encourage bicycle commuting promotes the
awareness of bicycling and also showcases the
efforts of leading examples. Employers get the
benefit of the positive press, and the City benefits
from the increase in bicycling.
Further support efforts to provide low cost or
free bicycles and repairs to Seguin residents.
Encourage the donation of used bicycles and
parts, and heavily promote the availability of
bicycles when residents volunteer their time to
repair and build bicycles.
As feasible, acquire and provide helmets, lights
and other safety equipment at low cost or no
cost to Seguin residents in need. Seek sponsors
and grants to continue to provide equipment to
promote safe riding habits.

Provision of information and commuting routes can help
encourage commuters to choose biking as a viable option.
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b. Encourage Walking. In concert with bicycle
encouragement efforts, the City of Seguin
should also target a greater amount of walking in
the City. Types of efforts specifically devoted to
walking may include:
Publicize key events, such as National Trails Day.
Develop inexpensive temporary signs that can
alert residents to easy walking opportunities,
such as “5 minute walk to a local restaurant.”
Develop specific “walk scores” for schools
and other key destinations in the City. The
application quickly rates a destination in terms of
its access via walking, and can help publicize how
accessible many destinations in Seguin are. It is
available at walkscore.com.
Provide information on how to organize and
encourage walking groups or clubs. The City and
partners can help encourage neighbors to create
groups that walk on a regular basis.

A simple walk distance map can be integrated into the City’s website
to easily illustrate approximate walking times in the community.

would focus specifically on connecting the
residences of enrolled school children to their
school via a safe walking or bicycling route.
A Safe Routes to School Plan also develops
more detailed education and encouragement
programs for walking and bicycling specifically
aimed at school aged children.

c. Conduct a detailed school by school analysis
to improve walking and bicycling routes to
that school as part of any future Safe Routes
to School Plan. In partnership with area schools,
and using each school’s attendance zone,
continue to develop a detailed list of smaller
improvements that can create more attractive
walking and riding routes to each school as part
of any future citywide Safe Routes to School
strategy. Detailed Safe Routes to School plans

d. Develop and distribute a route facility map.
To increase the citizens’ knowledge of existing
walking and bicycling facilities and destinations
in Seguin and to encourage the use of those
facilities, the City should develop a brochure type
route map that can be printed and distributed
and posted on-line. Longer term, investigate
the possibility of developing a “map app” in
coordination with other regional partners.

image source: creativepipe.com

e. Increase citywide availability of bicycle
parking. To quickly expand the relatively small
amount of bicycle parking available at key
destinations in Seguin, the City should consider
purchasing bicycle racks in bulk and selling
them at cost for installation at key destinations
throughout the City. The City may also partner
with local advocacy organizations to support
this type of program. For example, the advocacy
group/organization could purchase the bike racks
and administer the program of which businesses
receives them, while the City can store the racks
and possibly install them through the Public
Works Department.

Increased availability of secure bicycle parking encourages more
people to bike to nearby locations.

6.3 Recommendations
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f. Pursue “Bicycle Friendly Community”
designation. The League of American Bicyclists’
Bicycle Friendly America Program recognizes
communities, businesses, and college campuses
for their active support in providing safe bicycling
facilities and encouraging citizens to bicycle more
frequently. Seguin should strive to be named
a bicycle friendly community in the future. The
award is based on the following criteria:
•

Physical infrastructure and hardware to
support cycling.

•

Programs that ensure the safety, comfort and
convenience of cyclists and fellow road users.

•

Incentives, promotions and opportunities that
inspire and enable people to ride.

•

Equitable laws and programs that ensure
motorists and cyclists are held accountable.

•

Processes that demonstrate a commitment to
measuring results and planning for the future.

By implementing the majority of the
recommendations in this master plan, the City
of Seguin should qualify as a bicycle-friendly
community.

Enforcement Recommendations

It is important to remind Seguin residents that bicyclists
are legally entitled to use the road, but are also required
to obey the same rules and regulations that apply to
vehicles. Enforcement should reinforce the right of each
roadway user in Seguin. The Seguin Police Department
should actively enforce traffic laws for both motorists

The League of American Bicyclists recognizes communities for
providing safe bicycling facilities and encouraging citizens to
bicycle more frequently.
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and bicyclists.
To be effective, the enforcement program should be
accompanied by awareness and education. The Police
Department may elect to start with warnings and utilize
citations only if necessary. Enforcement alone does not
usually achieve long-term effects; rather, it needs to be
partnered with strong education and encouragement
efforts as well as physical improvements to facilities.
Another important aspect of a successful enforcement
program is to recognize the nature of the problem.
Where a significant number of users practice unsafe
behavior, the physical design may need to be modified.
More detailed changes beyond those recommended in
this master plan should be made to the infrastructure.
a. The City of Seguin should continue to monitor
crash data. If warranted by a high number of
incidents, then the Seguin Police Department
and the Planning and Public Works Departments
should work together to study how best to
reduce bicycle and motor vehicle crashes.
The approach should focus on improving the
behaviors of both bicyclists and motorists.
b. As needed, and in focused areas of the City
where applicable, increase enforcement of
bicycling related infractions.
Targeted motorist behaviors include:
•

Turning left and right in front of bicyclists

•

Passing too close to bicyclists

•

Speeding

•

Parking in bicycle lanes where signage
prohibits parking

•

Rolling through stop signs or disobeying
traffic signals

•

Harassment or assault of bicyclists

•

Targeted bicyclist behaviors include:

•

Ignoring traffic control (traffic signals and
stop signs)

•

Riding the wrong way or against traffic on a
street

•

Riding with no lights at night

c. Encourage the use of helmets by young
bicyclists in Seguin. Parallel efforts to provide

CITY OF SEGUIN

free or low cost helmets for some youth should
be conducted.
d. Work with local advocacy groups to
encourage a volunteer bicycle fleet to
offer periodic group rides. Enforcement
efforts do not need to necessarily come from
police officers. Safe bicycle behavior can be
established with good examples. Local bicycle
retail stores and bicycle advocacy groups
could organize group rides to help people
learn safe bicycling skills and responsibilities.
These can be especially helpful for those
venturing out on the road for the first time.
Having several bicyclists riding together also
reminds motorists of the presence of bicyclists
and encourages courteous sharing of the road.
Group rides can also help people confidently
ride in the evening and night hours. Each group
ride may begin with a review of safe bicycling
laws and tips.
e. Implement regular training for police officers
on road safety for all roadway users. Bicycle
transportation safety laws are a part of every
patrol officer’s training. However, if on-road
bicycle use is not yet part of the mainstream,
it is not surprising that some officers are not
as familiar with laws that pertain to bicycles
as compared to vehicles, which they no doubt
interact with regularly.

Unfortunately, what likely happens in these
cases is that unsafe behavior by bicyclists and
motorists goes uncorrected. It is the City’s
responsibility to emphasize the need for bicycle
safety law enforcement. To do this, the City
should provide regular training on traffic safety
laws as they pertain to bicyclists and motorists.
As bicycling in the City increases, it will be
important for all officers to be prepared for
potential conflicts and incorrect behavior. The
National Highway Traffic Safety Administration
(NHTSA) has several resources that can be
inserted into regular trainings to keep the
message fresh and engaging for officers.
The Police Department should offer educational
training to officers about bicyclist rights
and responsibilities as well as aggressive
motor vehicle behavior toward bicyclists. For
example, the Maryland Office of Highway
Safety organizes safety training events for
officers to raise awareness about rights,
rules, and appropriate responses to incidents
involving conflicts between motor vehicles,
bicycles and pedestrians. The Federal Highway
Administration offers a DVD that is an excellent
training tool.

Training young bicyclists in the proper use of safety equipment should be a high priority. Consider providing free or low cost helmets
to some youth.
6.3 Recommendations
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Active transportation routes along Walnut Branch in Seguin.
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Volume 6
Seguin Bicycle &
Pedestrian Study
Implementation Program

Chapter 3 of the Seguin Bicycle and Pedestrian Study
contains bicycle and pedestrian infrastructure and
initiative recommendations with which the City can
build a comprehensive active transportation program.
Successful implementation however, requires the
identification of clear processes.
This chapter provides strategies for Seguin to establish
an active transportation implementation program. To
that end, the chapter identifies methods of facility and
initiative prioritization, identification of funding, defining
the roles of responsible parties, and program monitoring.
This chapter is also written under the assumption that
the Seguin staff and elected officials will move forward
in implementing the recommendations of this study.

Chapter 4
Implementation
•

Preliminary items. Environmental analysis (if
needed), detailed property easement or right
of way needs analysis (if needed), detailed
feasibility/concept design, and identification of
funding for each project should be obtained
before proceeding.

•

Permits. As needed by the City of Seguin,
possibly Kendall County and all involved
corridor owners, e.g. TxDOT, utility companies
and railroad companies. Responsibility for the
project permitting will typically rest with the
City of Seguin.

•

Partnerships and Supplemental Funding.
Research for necessary grant qualification,
Council approval to apply for grant pursuits or
other funding sources, and completion of right
of way acquisition (if needed) should be settled
at this point.

•

Design. Preparation of engineering and
construction documents, specifications and
cost estimates, followed by bid documents and
bidding procedures after permits and funding
are clarified. Even if for bicycle lane striping
and internally prepared, schematic engineering
of the route and intersections is recommended,
since each corridor has unique characteristics
and design challenges.

•

Physical project construction or
implementation.

Network Design and Construction

There are significant opportunities to expand the active
transportation network in Seguin. Some opportunities
can be implemented as part of new development, street
construction projects, or as stand-alone projects.
Efforts should be focused on bicycle lanes, sidewalk
segments and corridors that provide the most significant
beneficial impact, and that truly begin to create a linked
network. Chapter 3 recommends important facilities
to be built - these key projects were selected to meet
the goals identified by the City and to reflect citizen
comments and desires received during the public input
process.
The implementation of each specific active transportation
network facility should coordinate with the following
steps:

im•ple•ment (im‘plә mәnt), v. 4. to fulfill; perform; carry out. 5. to put into effect
according to or by means of a definite plan or procedure.

City of Seguin Bicycle & Pedestrian Study
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Funding Active Transportation

Funding for pedestrian and bicycle facility development
in Seguin can come from a variety of sources, including
local sources, from the State of Texas, and from federal
sources. Private development can also help establish
many of the future facilities throughout the City.
Each segment will have unique funding opportunities,
based on the neighborhoods around it and the specific
characteristics of the corridor.
If possible, funding should be continuous and steady.
Annual designation of funds for pedestrian and bicycle
development will result in a steady growth in the City’s
network, and will allow the citizens of Seguin to see a
continuous flow of new facilities every year, rather than
in sporadic bursts.

Sources of Funding

In many plans over the past decade, Seguin residents
have demonstrated that they are interested in and value
pedestrian and bicycle facilities. Therefore, funding for
these facilities should be treated as a key item in both
annual and longer term budgeting. As noted above,
regular steady funding is recommended so that the
network is added to on a continuous basis. A broad
range of funding mechanisms, from both the public and
private sectors should be considered. These include:

Special district funding. Funding from special districts,
other new public improvement areas, or tax increment
financing areas can be used to help develop pedestrian
and bicycle facilities.
Sales tax revenues. 4B Sales Tax may use funds for a
wide range of uses intended to give communities an
opportunity to undertake quality of life improvements,
including sidewalks, trails, and bicycle facilities.
Grants from a variety of sources. Grants that can be
used for pedestrian and bicycle facility development are
available from a variety of sources. Given the compelling
local issues of traffic congestion and air quality, as well
as a large local population that supports alternative
transportation methods, local pursuit of grants could be
successful and should be aggressively pursued. Major
grant types include:
•

Texas Parks and Wildlife Department grants.
Through its outdoor recreation and community
trail development grants, these matching
grants can provide from $50,000 dollars to
$500,000 dollars in grant assistance.

•

Federal funds. Federal dollars allocated to pay
for non-motorized transportation improvements
can be used to fund pedestrian and bicycling
in Seguin. These funds are administered by
the Texas Department of Transportation and
local metropolitan planning organizations such
as the AAMPO, and as such must conform to
federal guidelines for safety and construction
procurement.

•

Congestion Mitigation and Air Quality
(CMAQ) grant funds. Federal dollars that
assist in relieving traffic mitigation may also
be used to develop trails corridors that can
carry commuters to work or serve as an
alternative transportation route to recreation or
commercial areas.

•

Regional Surface Transportation Program
(RSTP). This is a block grant program that
makes money available statewide for roads,
bridges, transit capital, bicycle and pedestrian
projects. Metropolitan planning organizations

General obligation bond funds. Bond funds are
typically the primary source of significant development
efforts. Larger capacity of these funding sources allows
for more development to occur.
CIP funds. Allocations in the City’s Capital Improvement
Program (CIP) can be used to fund pedestrian and bicycle
improvements. These funds can also be leveraged as
a match for state and federal grants if those become
available.
Funding as part of other projects. Both on-street and
off-street bicycling facilities, as well as sidewalks, can be
efficiently funded as part of other larger City projects,
such as new roads. However, separate trail and bicycle
funding should not be added to road projects to help
supplement roadway funding that is inadequate.
Parkland dedication funds. Funds generated by new
development can be used to help develop nearby trails.
Cities may elect to accrue these funds in lieu of parkland.
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An annual set-aside in the City’s Capital Improvement Program (CIP) could be used to fund the pedestrian and bicycle network.

(MPOs) can transfer money from other federal
transportation funding sources to the RSTP
program if they want more flexibility in how
they allocate their funds.
•

overseeing efforts to improve walking and
bicycling, proposing pedestrian and bicycle
facilities, scoping of education, encouragement
and enforcement events, and coordinating
among the various departments and agencies
that have a role in implementing this study.

Foundation and Company Grants. Some
assist in direct funding for projects, and
some support efforts of non-profit or citizen
organizations.

The department also enforces the City’s
development ordinances. This department is
responsible for ensuring that infrastructure built
through private development conforms to the
City’s codes. The department may also update
the City’s codes to establish new standards for
projects identified in this study.

Implementation Roles

The City of Seguin is the primary implementing agency
of this study. Should the City choose to adopt the study,
it would be acknowledging its role and responsibility to
take the lead in pursuing the plan’s goals and objectives.
Implementation actions by the City include actual
construction of bicycle and pedestrian facilities and
supporting programs to educate and encourage new
users.

Finally, the department can assist in applying
for grants to help construct pedestrian and
bicycle facilities, as described in this study.
•

The Parks and Recreation Department
will have a role in education and promotion
programs, as well as overall implementation of
the study.

•

The Public Works Department may assist
with facility development and day-to-day
operations and maintenance of the City’s roads
and sidepaths, including signage and striping,
where much of the on-street infrastructure may

Multiple City departments may have a role in
implementing and operating the facilities envisioned in
this master plan. These include the following:
•

The Planning & Community Development
Department will have major roles in
implementing study recommendations.
Responsibilities will include developing and

6.4 Implementation
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Appropriate amenities can help improve the overall quality of the bicycle and pedestrian network.

be built. The department will also participate
in the design and construction of bicycle and
pedestrian infrastructure.
•

•

The Police Department will have a significant
role in supporting and implementing safety
education and enforcement components of the
study.
The AAMPO can assist in future transportation
planning and support implementation of the
recommendations of this study.

Contract implementers such as BikeTexas may assist
in coordinating programs, helping to secure funding,
managing implementation projects, and conducting
encouragement efforts. These implementers should
maintain a close working relationship with the City’s
planning and public works departments to ensure that
efforts by all parties are closely coordinated.

it is important to involve area stakeholders, residents and
businesses located along any proposed network routes.
Public engagement and input is a critical component of
any design process involving new pedestrian and bicycle
facilities, and is also vital when updating, changing or reprioritizing any recommendations.
The City should initiate and maintain an annually updated
Capital Improvement Project (CIP) list of short- and longterm bicycle and pedestrian facility improvements based
on this study. This CIP should be annually updated to
reflect the highest priority projects for each fiscal year
into the future.
To measure the successful implementation of the
recommendations of this study, a series of benchmarks
and periodic measures should be used to monitor
implementation.
Monitoring measures can include:
•

User bicycle and pedestrian counts along key
segments both before implementation and
after to track changes.

The Seguin Bicycle and Pedestrian Study is a living
document and should be updated periodically to assess
progress, identify new opportunities, and re-evaluate
goals and priorities. An action plan should continually
be updated for the following year and included in the
annual Capital Improvements Program (CIP).

•

Identify key locations for benchmark counts
and conduct on a periodic basis.

•

Review periodic American Community Survey
data provided by the US Census on commuting
mode share.

Should the City move forward in implementing this study,

•

Quantifying the percentage of the system that
is developed.

Monitoring Program
Implementation
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•

Quantifying education and encouragement
efforts by counting the distribution of route
maps, the number of classes and participants
enrolled in safety programs, etc.

•

Quantifying end trip facilities provided at
businesses and destinations within the City.

As the City’s network grows and additional facilities are
installed, other measures may be added that further
gauge the success of Seguin’s bicycling and pedestrian
efforts. If the City so desires, this information could be
provided on the City’s website so that citizens can track
the progress of study implementation.

A variety of City departments will be involved in the implementation,
upkeep, and overall success of the active transportation network.

6.4 Implementation
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Appendix A
Introduction

The bicycle and pedestrian networks proposed for the
Alamo Area MPO communities participating in this study
include a variety of off-street and on-street facilities
suitable for bicycling or walking – or for both modes of
travel in a shared manner. Each of these key facilities is
defined by unique dimensional characteristics which
account for different types (age and skill) and volumes of
users and the variable built environments in which they
are located.
This Appendix of the Alamo Area MPO Regional Bicycle
and Pedestrian Planning Study serves as a “Toolkit” providing the basic parameters by which Alamo Area
communities should design and construct bicyclespecific, pedestrian-specific, and shared use facilities
as they build the active network that is recommended
herein, and incorporate these networks into their
overall transportation systems. Of equal importance is
encouraging the development of bicycle and pedestrian
facilities throughout Alamo Area MPO communities that
are consistent in design over the extended period of time
in which the region-wide active transportation network
is constructed. Although this study was principally
focused on the cities of Boerne, New Braunfels, San
Antonio, Seguin, and the San Antonio Missions National
Historical Park, the Toolkit facility recommendations
can (and should) be easily applied by other Alamo Area
communities.

Active Transportation Facility Categories
The diversity of active transportation user groups
and environmental contexts can prove challenging
when trying to categorize suitable facility types and
design options. The Toolkit is structured to identify
“principal” active transportation facility types according
to three distinct categories (“principal” referring to the
linear facility). The three active transportation facility
categories include:
•

On-street Bicycle Facilities. Facilities designed
to be used exclusively by bicyclists, and located
primarily within the street right-of-way (e.g. bike
lanes, buffered bike lanes, protected bicycle lanes

Bicycle and
Pedestrian Toolkit
and shared lane markings).
•

On-street Pedestrian Facilities. Facilities
designed to be used exclusively by pedestrians,
and located primarily within the street right-ofway (e.g. sidewalks).

•

Shared Use Facilities. Facilities alternatively
located outside of, or within, the street right-ofway that can be used by both pedestrians and
bicyclists (e.g. shared use paths, sidepaths).

In addition to the three categories of principal active
transportation facilities listed above, the Toolkit provides
recommendations on accessory design considerations
including, intersections, bridges, railroad crossings,
access restrictions, on-site pedestrian facilities, bicycle
parking, etc.

How The Toolkit Should be Used
When applying any of the design standards provided
in the Toolkit - or other network recommendations
contained within this study - it should be noted that they
are rudimentary in nature. Toolkit design standards are
intended to quickly help the staff and citizens of Alamo
Area MPO communities evaluate where specific on or
off-street facilities are viable and worth considering.
They also promote continuity throughout the regional
system, so that users know what to anticipate no matter
where they go in the metropolitan area. More detailed
design to adapt them to specific site conditions is needed
prior to actual implementation.
Regardless of its general nature, Alamo Area MPO
communities are encouraged to use the Toolkit as
the basis for developing and adopting formal design
policy guides. The adoption of complimentary active
transportation ordinance amendments to existing land
development regulations is also highly encouraged to
ensure long-term network inter-connectivity, and the
general incorporation of active transportation facilities
as part of new development.

What These Standards Are Based On
Guidance in the design, placement, and construction of

Bicycle & Pedestrian Planning Toolkit
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the active transportation facilities included in the Toolkit
comes from the 2004 Guide for the Planning, Design,
and Operation of Pedestrian Facilities, and 2012 Guide
for the Development of Bicycle Facilities published
by the American Association of State Highway and
Transportation Officials (AASHTO); and, from the 2014
Urban Bikeway Design Guide published by the National
Association of City Transportation Officials (NACTO).
Alamo Area MPO communities should remain aware of
updates that are periodically made to these standards.
It is important to remember that even the nationally
recognized sources for bicycle and pedestrian facility
design referenced in this study are “guidelines” – albeit
guidelines widely accepted by pedestrian and bicycle
professionals. Still, the distinction is necessary because
there will be specific cases in every community where
variations from AASHTO or NACTO standards may be
prudent in relation to the special character, conditions,
or challenges of an area. For instance, applying
recommended design standards within existing street
corridors of constrained widths may inhibit the placement
of an “ideal” bicycle or pedestrian facility in a particular
location. Whenever design variations are necessary,
appropriate engineering expertise is required to ensure
that the best facility possible is being implemented.
All off-street facilities and areas recommended in this
study that may be used by pedestrians should be
required to meet accessibility requirements put forth
by the Texas Department of Licensing and Regulation
(TDLR).

Signage alone does not make a transportation system safe for
pedestrians and bicyclists (above). Signage should serve as
an enhancement to properly designed and constructed active
transportation facilities.
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Active Transportation Facility Matrix

Toolkit design recommendations for the active
transportation facilities highlighted on the following
pages address basic design parameters that should be
applied by Alamo Area MPO communities in “standard”
or unconstrained environments. In some instances,
the Toolkit references design alternatives that may be
applied on a case-by-case basis.

On-Street Bicycle Facilities
On-street bicycle facilities are designed for bicycles
to operate in association with motor vehicles. While
bicyclists may utilize streets without designated bicycle
facilities, specific treatments can increase the safety and
comfort of on-street bicycling. Toolkit facility types
include bicycle lanes, buffered bicycle lanes, protected
bicycle lanes, wide shoulders, and shared lane markings.

On-Street Pedestrian Facilities
On-street facilities designed exclusively for pedestrian
use are largely confined to a single principal facility sidewalks. Even so, sidewalk design and construction is
the most variable of all active transportation facilities accounting for innumerable physical contexts.

Shared Use Facilities
Shared use facilities are designed to support bicycling
and walking alike – and tend to accommodate similar
volumes of bicyclists and pedestrians. These facilities are
frequently preferred by bicyclists and pedestrians of all
abilities, since they provide almost complete separation
from motor vehicle traffic. Toolkit facility types include
shared use paths and sidepaths.

Bicycle Lanes
Bicycle lanes are designated by a lane stripe, pavement
markings, and signage. Bicycle lane stripes promote the
orderly flow of traffic by establishing specific lines of
demarcation between areas reserved for bicycles and
lanes to be occupied by motor vehicles. Typically, the
solid stripe of the bike lane is either dropped or dashed
prior to and through intersections, to allow for both
bicyclist and motorist turning movements.
TABLE A.1 BICYCLE LANE DESIGN BASICS
Design Element
Lane Width
Vertical Clearance
Striping Width

Criteria*
5 feet (min.); 6 feet
(preferred)
10 feet (min.)
4 inches (min.)

Please refer to the section entitled “Design Notes” for
additional information regarding minimum criteria.

Design Notes
Bicycle lanes should be development with the following
additional parameters in mind:
Bicycle lane widths - A bicycle lane should be measured from the
center of the bicycle lane stripe to the adjacent curb facing. Where
slower vehicular speeds and no gutter occurs, a width of four feet (4’)
can be considered, but only for highly constrained areas.
Overall pavement width should continue to allow for a minimum ten
foot (10’) or eleven foot (11’) wide motor vehicle lane depending on
traffic volumes and design speed.

Bicycle lanes are suitable for streets with and without on-street
parking, but variations in design will be necessary.

Along streets where a bicycle lane will be installed adjacent to onstreet parking, a wider width of six to seven feet (6’ to 7’) should be
considered to provide a greater buffer area from vehicle doors. The
preferred configuration is a seven foot (7’) wide parking area and a
six foot (6’) wide bicycle lane.
Bicycle lane striping - Bicycle lane striping should be at least four
inches (4”) wide. For greater visibility on shaded streets, a pavement
striping width of up to six inches (6”) should be considered. Bicycle
lane symbol markings should be included. Spacing between
markings can vary from 100 linear feet to 400 linear feet depending
on intersection and driveway spacing.
Drainage inlets and utility covers - Inlet grates designed with slots
to be used by bicycles should be included on all roads. Utility cover
designs with grooves or stamped patterns that provide less slippery
surfaces for bicycles should also be selected.

A.1 Facility Types
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Buffered Bicycle Lanes
A buffered bicycle lane - sometimes called a “comfort
lane” - is defined as a bicycle lane that is paired with a
designated buffer space separating the bicycle lane from
the adjacent motor vehicle lane and/or parking lane
(NACTO Guide 2014). The buffer typically consists of a
zone with diagonal striping or chevrons.
Design Notes
Buffered bicycle lanes should be developed in accordance
with the following design parameters:
Buffered bicycle lane width - Along streets where the buffered
bicycle lane is being added and is not replacing a travel lane, the
buffer zone should be a minimum two feet (2’) in width. A width
of three feet (3’) is preferred. The bicycle lane area should be a
minimum of five feet (5’) in width, but not exceed seven feet (7’)
wide. In instances where the buffered bicycle lane is replacing an
existing motor vehicle travel lane, the buffer zone should be five to
six feet (5’ to 6’) in width, and the bicycle lane area should be six
to seven feet (6’ to 7’) in width. The remaining vehicular lane can
be increased in width, but this is not preferred since it may give
motorists the perception that they can drive faster. Typically, the
remaining vehicular lane(s) will be a comfortable eleven to twelve
feet (11’ to 12’) in width without the need for any additional widening.

Although integrated into the street surface, buffered bicycle lanes
improve bicyclist’s comfort by creating a greater separation from
motor vehicles.

Protected Bicycle Lane
A protected bicycle lane is a bicycle lane that is physically
separated from traffic with a row of parked cars, a
raised curb, planters, or other physical separation. A
protected bicycle lane is intended for bicycle use only,
and is separated from a sidewalks or paths intended for
pedestrian use.
Protected bicycle lanes are similar to buffered bicycle
lanes except that the painted buffer zone is replaced
with a physical barrier. Two-way protected bicycle lanes
may also be developed.
Design Notes
Protected bicycle lanes should generally be developed
in accordance with the following design parameters:
Application - Three methods of implementing protected bicycle
lanes exist:
• Integrating the protected bicycle lane with the existing street
surface but separated by a physical barrier. They are particularly
useful and desirable for roads with high volume traffic.
• Constructing a bicycle-only facility within the street-side parkway
area, or in a central median. This provides a location for bicyclists
and requires a separate sidewalk for pedestrians.
• Widening the street to provide additional area for the protected
bicycle lane.
Protected bicycle lane width - One way protected bicycle lanes
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As they are not “shared” facilities, proper design requires that
protected bicycle lanes remain distinct from adjacent sidewalks.

should be a minimum of five feet (5’) in width, with a six feet (6’) wide
travel lane preferred. For a two-way configuration, a minimum width
of eight feet (8’) is allowed, but a 10 to 12 foot width is preferred.
Barrier - A raised concrete curb with a 12 to 18 inch width is the
preferred barrier technique. In retrofit locations, the curb area may
be doweled into the existing pavement. Street drainage needs
should be considered when installing a protected bicycle lane, with
periodic gaps or slots provided for local drainage.
Pavement markings and signage - Pavement markings and signs
should follow the type and frequency recommended by AASHTO for
use in bicycle lanes and buffered lanes.
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Wide Shoulders
A shoulder is defined by AASHTO as “the portion of
the roadway contiguous with the traveled way for
accommodation of stopped vehicles, for emergency use”
(AASHTO, 1999). A shoulder can accommodate bicyclists
if it is adequate in width and pavement surface, and has
few driveways or other crossings. Texas code allows
for continuous use of the shoulder only by bicycles,
emergency vehicles, and maintenance crews (Texas
Transportation Code Section 545.058). Wide shoulders
are typically used only by experienced riders.
Design Notes
Shoulders should be development in accordance with
the following parameters to accommodate bicycle use:
Low-speed thoroughfares - A shoulder area should be at least four
feet (4’) in width along roadways with speeds under 45 miles per
hour. However, a wider shoulder area of up to six feet (6’) in width is
preferred. If the shoulder width exceed six feet (6’), a buffered lane
treatment should be considered.

The use of wide shoulders by cyclists may gain greater community
acceptance if complimented by accessory signage and pavement
markings.

High-speed thoroughfares - Along roadways with speeds at or
over 45 miles per hour, streets with high volumes of traffic, or streets
with significant truck or bus traffic, a wider shoulder width of six to
eight feet (6’ to 8’) is preferred.

Shared Lane Markings
Along streets where there is insufficient width for a
bicycle lane but where bicycle travel is likely, shared
lane markings (or “sharrows”) may be used to provide
guidance to bicyclists and motorists. For motor vehicle
operators, the marking indicates that a bicycle may be
present. The shared lane marking indicates a general
portion of the street where bicycles may be operated,
but does not necessarily confine the bicyclist to a rigidly
defined lane of travel.
Per AASHTO recommendations, shared lane markings
should be used only on streets with lower traffic volumes
and slower speeds. Shared lane markings are typically
used only if other design options are infeasible.
Design Notes
Shared lane markings should be developed in accordance
with the following design parameters:
Spacing - Shared lane markings should be placed immediately
after intersections and spaced at intervals not greater than 250 feet
thereafter (per AASHTO recommendations).
Lateral clearance - If used on a street with on-street parallel
parking, shared lane markings should be placed so that the center of
the markings is at least twelve feet (12’) from the face of the curb or
from the edge of the pavement.

Sharrows confirm a cyclists right to use the road without overly
restricting operating space on narrow streets.
If used on a street without on-street parking that has an outside
travel lane that is less than fourteen feet (14’) wide, the centers of the
shared lane markings should be at least five feet (5’) from the face of
the curb or from the edge of the pavement.
Application - Shared lane markings typically should not be placed
on roadways that have a speed limit above 35 mph, and shall not be
used on shoulders.

A.1 Facility Types
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Sidewalks
Sidewalks provide walking connections from
neighborhoods to area destinations such as parks,
schools and businesses. Sidewalks are typically located
within or parallel to a street right-of-way, and are
intended for pedestrian use only (since pedestrians and
bicyclists travel at different speeds and sidewalks are
often too narrow to accommodate both users). While
bicycle travel is explicitly prohibited on sidewalks in
many communities, some create legal exceptions for
minors.
Standard Design
Sidewalks in suburban or auto-urban areas should be
constructed according to the standard criteria provided
in Table A.2 or as required by each community’s
standards. Supporting narrative follows the table.

Standard sidewalk design suggests separation from the roadway
by a planting strip.

TABLE A.2 SIDEWALK DESIGN BASICS

Pavement type and thickness - Sidewalks should be built with
concrete. The concrete should be reinforced with steel rebar. In
new installations or areas where uplifting by tree roots is possible, a
thicker pavement depth of six inches (6”) is recommended to increase
the durability of the sidewalk. Root barriers are also recommended
where new trees are planted adjacent to sidewalks.

Design Element

Criteria*

Sidewalk Width

5 feet (min.)

Lateral Clearance
Vertical Clearance
Pavement Type
Pavement Thickness

4 - 10 feet (from edge
of curb; 2 feet (from
adjacent property)
10 feet (preferred)
Concrete
4 inch (min.)

Please refer to the section entitled “Design Notes” for
additional information regarding minimum criteria.

Design Notes
Sidewalks in suburban and auto-urban areas should be
development with the following parameters in mind:
Placement - Sidewalks should always be placed a minimum of four
feet (4’) from the adjacent back of curb on suburban/neighborhood
streets. Where feasible, an even greater separation approaching
eight to ten feet (8’ to 10’) is preferred to provide an area for
planting street trees which act as a protective buffer from adjacent
vehicular traffic on the street. Sidewalks that abut the curb are only
appropriate in urban areas where adjacent vehicular speeds are
lower and amenities for human comfort are provided.
Sidewalk width - Along major streets, and along neighborhood
streets that provide a direct connection to a school, neighborhood
park, or access point to a trail, the recommended minimum width
of sidewalks is six feet (6’). The six foot (6’) width allows two adults
to comfortably walk side-by-side. Within residential neighborhoods
where less frequent walking or lower concentrations of pedestrian
activity is anticipated, five foot (5’) sidewalks may be used.
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Vertical clearance - A clear zone of at least ten feet (10’) between
the ground level of the sidewalk and any overhead branches or other
obstructions is recommended.

Tree preservation - When replacing sidewalks in areas with mature
trees or trees in close proximity to the sidewalk, the health of those
trees should be considered, and extraordinary actions may be
needed. These may include acquiring additional right of way from
adjacent properties, reducing the width of the sidewalk for a short
distance, installing tree wells, creating small “bridges” over exposed
roots, or using decomposed granite as an alternative walking surface
near the trees.
Width of replacement walks - When replacing existing sidewalk
segments, the new recommended sidewalk width of six feet (6’)
along major streets and five feet (5’) for local streets should be used.
Where the new sidewalk segment adjoins an existing segment
of narrower width, a flared transition should be used to join both
segments.

Urban sidewalks
Sidewalks constructed in pedestrian-friendly
urban environments should incorporate distinctly
different design elements than those standard
elements presented in the Toolkit. Minimum
widths may be greater than those recommended
herein. Paved segments may extend to the curb.
Planting strips may be replaced by intermittent
planters. The guide Designing Walkable Urban
Thoroughfares: A Context Sensitive Approach
(2011) by the Institute of Transportation Engineers
(ITE) and Congress for The New Urbanism (CNU)
provides guidance for urban sidewalk design
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Shared Use Paths (Trails)
Shared use paths are intended to be used by both
bicyclists and pedestrians. In some areas, shared use
paths are alternatively referred to as multi-use trails; but
regardless, such facilities are commonly referred to by the
layperson simply as “trails.” Trails occupy corridors that
are completely separated from streets, such as drainage
channels, utility rights-of-way, greenbelt corridors, or
areas within parks.
Standard Design
Shared use paths should be constructed according to
the standard criteria provided in Table A.3. Supporting
narrative follows the table.
TABLE A.3 SHARED USE PATH DESIGN BASICS
Design Element

Criteria*

Corridor Width

20 feet (min.)

Trail Width

10 feet (min.)

Lateral
Clearance
(Shoulder)
Vertical Clearance
Grade
Pavement Type
Pavement Thickness

2 feet (each side)
10 feet (preferred)
Less than 5 percent
Concrete or asphalt
Concrete: 4 inch (min.);
Asphalt: 2 inch (min.)

Please refer to the section entitled “Design Notes” for
additional information regarding minimum criteria.

Design Notes
Shared use paths should be developed with the following
additional parameters in mind:
Corridor width - Corridor easement or right-of-way width should be
at least 20 feet to allow for at least five feet (5’) of clearance between
adjacent features and the trail. The edge of the trail should be at
least two feet (2’) away from adjacent landscaping.
Path width - Since shared used paths are intended to be used as
two-way facilities, a minimum width of ten feet (10’) is recommended
- although twelve feet (12’) is preferred. In constrained locations
or along routes where a low volume of bicycle traffic and few
pedestrians are anticipated, a width of eight feet (8’) can be used for
short distances, but is generally not preferred.
Lateral clearance - Trails should be placed a minimum of five feet
(5’) from adjacent obstructions. A minimum shoulder or clear area of
two feet (2’) is required.
Vertical clearance - A clear zone of at least ten feet (10’) is preferred.
In limited conditions, a minimum distance of eight feet (8’) may be
considered, but should be marked to be seen at night.

Shared use paths may be marked to encourage uniform
positioning and allow for two-way travel.

Grade – Trail gradients should generally not exceed five (5) percent;
however, where the gradient must exceed five (5) percent for limited
distances, AASHTO guidelines should be followed.
Pavement type - Concrete is preferred for its long term durability,
and a well designed and built trail may last for decades. However,
runners and many bicycle riders prefer the smoothness and slightly
higher level of “give” of asphalt. Asphalt may be somewhat less
expensive initially, but deteriorates over time. If asphalt is used
instead of concrete, periodic resurfacing and repair will be required.
Decomposed granite may be considered in some instances,
particularly within parks to provide an alternate surface type which
is softer and preferred by runners. However, decomposed granite
will require more frequent maintenance than concrete surfaces.
Pavement thickness - Shared use paths with a concrete surface
should have a minimum pavement thickness of four inches (4”) and
be reinforced with steel rebar. The exact design may vary based on
an evaluation of soil types and usage characteristics. Shared use
paths with an asphalt surface should have a minimum thickness of
two inches (2”) of a type III asphalt surface course with an additional
minimum four inches (4”) of aggregate base.
In areas where impacts from nearby trees are anticipated, or where
maintenance vehicles will use the trail, a thicker pavement depth
is recommended to increase the durability of the trail. Where
maintenance vehicles are anticipated to drive on the trail, deeper
edge footings should also be considered.
Curvature - Curves in the trail should be gentle and should follow
minimums established for the design speed. Guidance for the
design of horizontal and vertical curves provided by AASHTO should
be followed.
Trails at intersections and driveways - Each crossing should
be carefully designed for safety. Crossings at intersections are
preferred, and mid-block crossings are discouraged. Where midblock crossings are considered, push button activated signals,
flashing beacons or a High-Intensity Activated Crosswalk Beacon
(known as a HAWK signal) should be included. Reductions in the
amount of obstructions, landscaping or trees at intersections to
increase the visibility of the bicycle riders may also be required.

A.1 Facility Types
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Sidepaths
Sidepaths are essentially the same facility as a shared use
path, but located adjacent to a roadway (and often within
the street right-of-way). Unlike sidewalks, sidepaths are
intended for use by both pedestrians and bicyclists, and
are therefore wider than traditional sidewalks.
Standard Design
Sidepaths should be constructed according to the
standard criteria provided in Table A.4. Supporting
narrative follows the table.
TABLE A.4 SIDEPATH DESIGN BASICS
Design Element
Corridor Width
Path Width
Lateral Clearance
Vertical Clearance
Grade
Pavement Type
Pavement Thickness

Criteria*
18 - 20 feet (min.)
10 feet (min.)
5 feet (from edge of curb)
2 feet (from adjacent
property)
10 feet (preferred)
Less than 5 percent
Concrete
4 inch (min.)

Please refer to the section entitled “Design Notes” for
additional information regarding minimum criteria.

Design Notes
Sidepaths should be development with the following
additional parameters in mind:
Corridor width - The overall corridor width should be at least 18
to 20 feet wide to allow for a minimum of five feet (5’) of clearance
between the street curb and the sidepath, and a minimum of two
to four feet (2’ to 4’) between the facility and the adjacent property
line.
Sidepath width - Since sidepaths are intended to be used as twoway facilities, a minimum width of ten feet (10’) is preferred. In
constrained locations or along routes where a low volume of bicycle
traffic and few pedestrians are anticipated, a width of eight feet (8’)
can be used for shorter distances. In areas where a higher amount
of both pedestrians and bicyclists are anticipated, a width of 12 feet
should be considered.
Lateral clearance - Sidepaths should be placed a minimum of five
feet (5’) from the adjacent back of curb. Where feasible, a greater
separation approaching eight to ten feet (8’ to 10’) is preferred to
accommodate a planting strip. The sidepath edge should be at least
two feet (2’) away from adjacent trees or landscaping. A minimum
of two feet (2’) between the sidepath and any adjacent property line
is recommended.
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Sidepath and sidewalk design requirements should allow for
route variability to incorporate natural features.

Vertical Clearance - A vertical clear zone of at least ten feet (10’) is
preferred. In limited conditions, an absolute minimum distance of
eight feet (8’) may be considered for short distances, but should be
clearly marked so it can be seen at night.
Grade – Sidepath gradients should generally not exceed five (5)
percent; however, where the gradient must exceed five (5) percent
to maintain a running slope roughly consistent with the adjacent
street, AASHTO guidelines should be followed.
Pavement type and thickness - The design of sidepaths is similar
to that of sidewalks. The concrete should be reinforced with steel
rebar and should have perpendicular jointing to control cracking.
In areas where uplifting by tree roots or significant crossings by
vehicles is anticipated, a thicker pavement depth of six inches (6”) or
greater, root barriers and additional steel or mesh reinforcement are
recommended to increase the durability of the sidepath.
Curvature - Curves in the sidepath should be gentle and should
follow minimums established for the design speed. Guidance for
the design of horizontal and vertical curves provided by AASHTO
should be followed.
Sidepaths at intersections and driveways - (See next page)

Replacing sidewalks
Where installing a sidepath in place of an existing
sidewalk , an entire segment from block to block
should be constructed at one time. It is always
preferable to build an entirely new sidepath rather
than adding to the width of an existing sidewalk,
even if that existing sidewalk is new and in good
condition. The new joint in the center of a widened
sidepath can create uneven movement and
become a future tripping hazard, and the overall
longevity of the concrete can be compromised if
not poured at the same time.
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Sidepaths (Intersections and Driveways)
Sidepaths are preferred by many less experienced
riders who desire facilities that are physically separated
from motor vehicle traffic. These facilities are seen as a
comfortable place to walk and ride on streets with high
traffic volumes and speeds. To enhance the safety and
comfort of facility users, streets upon which sidepaths
are located or proposed should have few curb cuts for
driveways or side street intersections.
Movements at intersections or driveways where motor
vehicles are turning can be a concern since drivers may
not anticipate bicyclists and pedestrians coming from
either direction. Significant attention should be paid to
the design of sidepath crossings of driveways, roadways
or intersections.

Significant attention should be paid to the design of sidepath
crossings of driveways, roadways or intersections.

Each crossing of a roadway or driveway by a sidepath
should be carefully designed with each user in mind:
pedestrians, bicyclists and motorists. The design
should optimize the capabilities and comfort of each
user while creating a safe environment. Designing the
intersection so that motor vehicles must yield or stop for
sidepath users allows bicyclists to maintain their kinetic
energy, and therefore reduce energy expenditure when
accelerating after stopping.
The following techniques serve to alert bicyclists and
pedestrians of an upcoming intersection, and to alert
motor vehicles that bicyclists and pedestrians may be
traveling through the intersection or across a driveway.
•

Create a curb extension or “bulb out” to increase
visibility of crossing pedestrians and bicyclists
and decrease time it takes for them to cross the
road.

•

Deviation of the sidepath or other devices near
an intersection to stop the user at cross-streets.

•

Signage and paint to alert the user to stop and
look.

•

Painted crossing areas, such as colored lanes.

•

Additional signage to alert motorists to the
presence of crossing pedestrians and bicyclists.

•

Moving the vehicular stop bar location farther
back from the intersection to allow for wider
crossing areas.

•

Reduction or removal of landscaping or trees near
intersections to increase the visibility of users.

•

At high volume intersections, give pedestrians
and bicyclists their own crossing signal cycles
apart from motor vehicles.

•

At high volume intersections, give pedestrians
and bicyclists their own crossing signal which
functions independently/does not wait for traffic
signals.

A.1 Facility Types
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Walkways
Walkways are similar in function and design to a sidewalk,
but are typically located outside of the street right-ofway. Walkways extend for short distances and provide
access to trail networks, between streets, or between
development parcels. Although intended principally
for pedestrian use, walkway design anticipates limited
volumes of bicycle traffic due to the “short-cuts” they
provide between destinations.
Standard Design
Walkways should be constructed according to the
standard criteria provided in Table A.5. Supporting
narrative follows the table.
TABLE A.5 WALKWAY DESIGN BASICS
Design Element

Criteria*

Corridor Width

18 feet (min.)

Walkway Width

6 feet (min.)

Lateral Clearance
Vertical Clearance
Grade
Pavement Type
Pavement Thickness

2 feet (each side)
10 feet (preferred)
Less than 5 percent
Concrete
4 inch (min.)

Please refer to the section entitled “Design Notes” for
additional information regarding minimum criteria.

Design Notes
Walkways should be development with the following
additional parameters in mind:
Corridor width - Corridor easement or right-of-way width should be
at least 18 feet to allow for six feet (6’) of clearance between adjacent
features and the trail. The edge of the walkway should be at least
two feet (2’) away from adjacent landscaping.
Walkway width - Although similar in form and function to a
sidewalk, a minimum width of six feet (6’) is recommended in order
top accommodate limited volumes of use by bicyclists.
Lateral clearance - Walkways should be aligned with the center
of the corridor easement to maintain a minimum of six feet (6’)
separation from adjacent property lines. A minimum shoulder or
clear area of two feet (2’) is required.
Vertical clearance - A clear zone of at least ten feet (10’) is preferred.
In limited conditions, a minimum distance of eight feet (8’) may be
considered, but should be marked to be seen at night.
Grade – Walkway gradients should generally not exceed five (5)
percent; however, where the gradient must exceed five (5) percent
for limited distances, AASHTO guidelines should be followed.
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Walkways are intended to connect two points for short distances.
When connecting two points over several hundred feet, or where
a high percentage of bicycle traffic is expected, a shared use path
may be a more appropriate facility.

Pavement type and thickness - The design of walkways is similar
to that of sidewalks. The concrete should be reinforced with steel
rebar and should have perpendicular jointing to control cracking.
In areas where uplifting by tree roots or significant crossings by
vehicles is anticipated, a thicker pavement depth of six inches (6”) or
greater, root barriers and additional steel or mesh reinforcement are
recommended to increase the durability of the sidepath.
Curvature - Curves in the walkway should be gentle and should
follow minimums established for the design speed. Guidance for
the design of horizontal and vertical curves provided by AASHTO
should be followed.
Trails at intersections and driveways - Each crossing should
be carefully designed for safety. Crossings at intersections are
preferred, and mid-block crossings are discouraged. Where midblock crossings are considered on high volume streets, push button
activated signals, flashing beacons or a High-Intensity Activated
Crosswalk Beacon (known as a HAWK signal) should be included.
Mid-block crossings on low volume streets may be accompanies by
traffic calming features, or signage and/or pavement markings of
lower impact and cost. Reductions in the amount of obstructions,
landscaping or trees at intersections to increase the visibility of the
bicycle riders may also be required.
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Active Transportation Facility Costs
General active transportation facility cost estimates are
presented in Table A.6. These cost estimates for the
facilities presented on pages A-5 through A-14 were
calculated on a per linear foot basis. Costs also include
an additional allowance for: A) Surveying; B) Design; and,
C) Associated construction administration.

should be added and should be based on actual
construction costs at the time and recent inflation
trends.
•

These costs represent a general pre-design cost
projection, and are developed at an “order of
magnitude” or master planning level. These
estimates should be treated as a starting point
for establishing budgets and identifying funding
sources. Ultimate costs will vary from those presented
in Table A.6 based on more detailed case-by-case
assessments.

Network support facilities. Bridge costs should
be added where a bridge is determined to be
needed. Additional amenities such as benches
and trail signage are not included. Also, other
extraordinary features, such as trail lighting or
extensive landscaping are not included but
can be added on a case by case basis where
appropriate.

In considering local budget estimates Alamo Area MPO
communities must also consider the following:
•

Right-of-way acquisition. No allowance for
right of way acquisition is included in these
typical costs. Costs shown are in 2015 dollars
and do not include an escalation factor since
precise construction dates have not been
established. When a time frame for development
is established by a community, escalation factors
TABLE A.6 ACTIVE TRANSPORTATION FACILITY COST RANGES

Facility Type
Bicycle lane
Buffered bicycle lane
Protected bicycle lane
Shared lane marking
Sidewalk
Shared use path (Trail)
Sidepath
Walkway
Route signage*
Lane diet*
Road diet*

Details
Lane striping, pavement markings, both
directions
Buffer zone striping, pavement markings, both
directions
Barrier curb, pavement markings, one
direction
Pavement markings, both directions

Potential Cost Range
$50,000 to $55,000 per mile
$70,000 to $75,000 per mile
$150,000 to $300,000 per mile
$15,000 to $25,000 per mile

10 foot wide, concrete
10 foot wide, concrete

$750,000 to $1,000,000 + per mile
$600,000 to $900,000 per mile

Should be placed every 250 linear feet +/Reduce lane widths to add bicycle facility
Remove travel lane to add bicycle facility

$5,000 to $15,000 per mile
$75,000 to $150,000 per mile
$75,000 to $150,000 per mile

*Methods of integrating on-street bicycle facilities into existing street segments.
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Active Transportation Design
Challenges

Identifying the appropriate type of bicycle or pedestrian
facility for a particular location (or to accommodate
specific user groups) represents only a small part of the
challenge of building an active transportation network.
The facility must be integrated into the community’s
overall transportation system – and in such a way that
potential conflicts with motor vehicles are reduced. This
may often require incorporating a bicycle or pedestrian
facility into an existing street right-of-way. The principles
presented in this section assist in anticipating and
recognizing potential challenges to active transportation
facility design.

Bicycle and Pedestrian-Friendly Streets
Neighborhood streets can and should be great places to
walk or ride a bike. Such streets are often characterized
by low traffic volumes and speeds at or under 30 miles
per hour. As such, many should be excellent places to
walk or ride a bicycle. Unfortunately, many streets in the
older neighborhoods of Alamo Area MPO communities
are narrow, have significant on-street parking, and lack
continuous sidewalks. Many also rely on traffic calming
measures to slow vehicular speeds.

Intersection Considerations
Intersections, driveways and roadway crossings are
locations with the highest potential for interaction
between motorized vehicles, bicyclists, and pedestrians.
Enhancing crossing locations is particularly important for
bicyclists on sidepaths or shared use trails. Both types
of shared use facilities favor continued momentum, and
since stopping requires additional effort to get moving
again, bicyclists may be tempted to disobey traffic
signals and signs.
Each crossing location requires its own specific design to
take into account unique conditions of the area. Note
that improvement requirements at each intersection
should be developed as each facility is designed and
implemented. The following techniques represent some
of the “tools” that can be used to improve crossings.
•

Highly visible crosswalk markings. Ladder style
crosswalks have been shown to be more visible to
approaching vehicles than a more typical double
striped line crosswalk.

•

Median refuge. On wider streets that take longer
to cross on foot, a refuge provides a protected
mid-crossing location. These are installed as part
of curbed medians.

Traffic Calming and Bicycle Boulevards
Communities install traffic calming devices
on public streets to reduce motorized vehicle
speeds, improve the environment and livability
of a surrounding property, and provide real and
perceived safety improvements for pedestrians
and bicyclists. Traffic calming devices that are
used by many Texas cities include: speed humps or
“cushions,” traffic circles, chicanes, semi-diverters,
and curb extension - as well as other devices
identified by the Federal Highway Administration
(FHWA). One or more of these treatments might
be considered on neighborhood streets to create
specific bicycle friendly corridors.

Traffic calming devices (above right) are intended to control motor vehicle volumes and/or speed. Facility selection can have an
equally positive or negative effect on bicycle travel. Source: FHWA, 2006, p. 235
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Sidepaths and Public Perceptions

•

In providing for enhanced bicycle mobility along
streets, many Texas communities have opted to
construct a system of sidepaths. The separated
nature of sidepaths is often viewed as the best
way to increase bicyclist safety. Sidepaths may
also be viewed as an extension of a community’s
off-street shared use path network - a system
often constructed to meet recreational rather
than transportation objectives.

Raised crosswalks. Typically used at mid-block
crossing locations, raised crosswalks can enhance
the visibility of pedestrians crossing a street and
also help slow vehicle speeds when approaching
the crossing.

•

Pedestrian crosswalk signals. At intersections,
timed pedestrian crosswalk signals help guide
pedestrians crossing the street.

•

Painted or paver crosswalks. In areas with a
high volume of turning vehicles, enhancement
of the crossing area through the use of paint or
highly visible pavers should be considered. In
particular, this can be effective where sidepaths
cross driveways into private businesses.

•

Access management. Reducing the number of
driveways or access points may help reduce the
number of conflict points along on-street and
off-street facilities. Amendments to local land
development regulations may be necessary.

•

Prohibit right turn on red. At intersections with
a higher frequency of pedestrian crossings - and
where traffic volumes permit - a right turn on red
may be prohibited to enhance pedestrian safety.

•

Sidepath or trail “deviators” to slow users at
intersections. The path deviates to focus the
pedestrian’s line of sight on approaching traffic,
and to reduce the bicyclist’s speed.

•

Pedestrian crossing warning signs. Additional
warning signs that follow the Manual on
Uniform Traffic Control Devices (MUTCD) may
be appropriate to further alert motorists to the
presence of pedestrians or bicyclists.

•

Curb extensions. At intersections, an outward
extension of the pedestrian area may be installed
to reduce the crossing distance to the opposite
curb. These extensions also help reduce the
speeds of motorized vehicles travelling through
the intersection.

•

Reducing turning radii at intersections. Smaller
turning radii at intersections can reduce the
speed of vehicles turning right at intersections,
increasing reaction times and creating safer
crossings for pedestrians.

The presence of a sidepath adjacent to a street
does not negate a bicyclist’s right to travel
within the roadway (as provided in Chapter 551
of the Texas Transportation Code). Nonetheless,
installation of sidepaths - instead of facilities
integrated with motor vehicle travel lanes (such
as bike lanes) - can create mixed signals for both
motorists and bicyclists. Motorists may feel that
the bicyclist has no right to share the travel lane
when a sidepath is available. In contrast, bicyclists
might have difficulty adhering to the operational
requirements of the Texas Transportation
Code when relegated to a facility shared with
pedestrians.

Sidepath design should promote bicycle thrutraffic to maintain bicyclists’ rights and operational
responsibilities.

For sidepaths to serve as a more effective
transportation facility, design characteristics must
promote unimpeded bicycle travel at driveways;
and, bicycle signalization that corresponds with
motor vehicle traffic signals.

A.1 Facility Types
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•

Enhanced visibility by relocating landscaping
or signs. Landscaping, signs and in some cases
trees may be relocated or adjusted to increase
visibility.

•

Transition from on-street to off-street facility.
In some instances, an on-street bicycle lane may
need to transition to an off-street sidepath or
shared use path.

•

Enhanced painted symbols at intersection
crossings. Additional dashed bicycle lane
striping and bicycle symbols may be used across
intersections to guide bicycles and to further alert
motorists as to the direction of bicycle traffic.

•

Green Lanes. Green painted bicycle lanes can be
used to mark bicycle lanes or mark the extension
of a bicycle lane through intersections and other
traffic conflict areas.

It is important to note that new technology and best
practices related to bicycle and pedestrian facility design
are evolving at a rapid pace. Communities referencing
this Toolkit should continue to monitor advances in
best practices and incorporate where appropriate in the
future.

Grade Separated Crossings
Convenience is essential in designing and locating
overpasses and underpasses. Pedestrians and bicyclists
will seldom use a poorly located crossing. Grade
separated facilities for bicyclists and pedestrians should
be considered under the following conditions:

The use of bright markings, textured surfaces, and curb
extensions - individually, or combined (above) - can enhance
pedestrian safety at intersections. Similar treatments have
gained acceptance where necessary to improve bicyclist safety
(below).

•

Where channels that may convey periodic
floodwaters and can create a hazardous condition
occur.

•

Where grade separation could create a route that
avoids having to cross roads or railroads with high
levels of vehicular or rail traffic.

Bridges
Pedestrian bridges are needed to cross barriers such as
drainage channels in various locations. Pre-fabricated
bridges can span distances ranging from 100 feet to over
250 feet. Enhancements, such as decorative railings or
upscale pedestrian lighting, should be included to fit the
context of the area around the bridge.
From a user’s perspective, bridges should preferably be
the width of the pathway, plus an additional two feet (2’)
of clearance area on each side. At a minimum, bridge
widths should be 12 feet (12’) wide for an eight foot (8’)
shared use path.
Any bridge that is specifically designated for bicycle traffic
must incorporate appropriate railings for bicyclists. Texas
has adopted the AASHTO’s Bridge Design Specifications
requirement that bridge railings designated for bicycle
traffic should be a minimum of 54 inches high with the
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same restrictions on openings as for pedestrian railings.
Pedestrian railing openings between horizontal or
vertical members must be small enough that a 4-inch
sphere cannot pass through them in the lower 27 inches.
For the portion of pedestrian railing that is higher than
27 inches, openings may be spaced such that an 8-inch
sphere cannot pass through them. Decking material
should be firm and stable. Bridge approaches and span
should not exceed five percent (5%) slope for ADA access.
Pedestrian bridges should be designed to accommodate
the weight of maintenance vehicles. The bottom span

enclosed, the underpass width should be at least 14
feet in width, and in some cases wider if the underpass
exceeds 100 feet in length. If enclosed, gravity or pump
systems to remove storm drainage should be provided.
New or reconstructed vehicular bridges over key
sidepath or shared use path corridors should be
considered as possible candidates for an underpass. In
some cases, this may mean elevating the roadway higher
than otherwise necessary, but the added convenience to
pedestrians and bicyclists may increase the use of the
active transportation corridor.

Bicycle and pedestrian bridge design should adhere to AASHTO’s
Bridge Design Specifications, and should not reduce the width of
the traveled way.

should be at an elevation above the 100-year floodplain,
and the bridge should not constrict the floodway.
Footings should be located on the outside of the stream
channel at the top of the stream bank. All bridges and
footings in the stream corridor will need to be designed
by a registered geotechnical or structural engineer. Cost,
design and environmental compatibility will dictate
which structure type is best for the shared use path
corridor.

Underpasses may be incorporated into new street construction
projects (above). Existing bridges may also be candidates for
underpasses (below).

Underpasses
Underpasses can provide a more direct route by crossing
under instead of around a busy street or railroad. From
the standpoint of a user, underpasses should be well
lit, attractive, and project a sense of security. The exit
should be visible from the entrance area. A minimum
height clearance of ten feet (10’) is recommended. If

A.1 Facility Types
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Railroad Crossings

•

Separate pedestrian crossing arms or gates.
Consideration could be given to installing
separate pedestrian barrier gates or arms.
Triggered to close when a train is approaching,
these may be appropriate at a double track
condition. However, a separate gate at sidewalks
or sidepaths is generally unnecessary since
pedestrians and bicyclists can go around the
gates fairly easily.

•

Pedestrian level signals. Visual signals such as
flashers specifically designed to alert pedestrians
should be considered. These enhance safety
for users who are hearing is impaired, such as
the deaf or individuals who are listening to
headphones. Warning signs should be installed
that direct pedestrians and other sidepath users
to look both ways before crossing the tracks.

Pedestrian and bicycle enhancements at railroad
crossings include the following:
•

Location of pedestrian facility. When a
pedestrian facility crosses railroad tracks, the
facility should be located outside of the railroad
gate arms that block vehicles in the roadway,
since the gate arms are counter-weighted and
can be manually raised by pedestrians if they
passed under the gate.

•

Cross at a perpendicular angle to the tracks. To
reduce the potential for narrow bicycle or stroller
wheels getting caught in the tracks, sidepaths
and sidewalks crossing the tracks should do so at
a 90 degree angle.

•

Concrete planking. Concrete planking that
meets the rail line owner’s specifications should
be installed. The planking for the road and the
pedestrian facility should be continuous, which
allows for better drainage and prevents debris
buildup that would occur in a “gap” between
roadway and pedestrian planking.

A combination of these treatments as well as others
designed for a specific location may be considered.
Each individual crossing should be separately designed
to take into account the unique constraints of the area.

Properly designed railroad crossing approaches and surfaces (above) may be further improved by bicycle and pedestrian-specific
signalization or gates.
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Network Support Facilities

in multiples. In some areas, bicycle racks that
double as public art can be considered.

Communities wishing to promote their active
transportation networks as viable additions to otherwise
automobile-exclusive systems recognize that it is
necessary to augment sidewalks, bicycle lanes, and trails
with accessory facilities. Paths and routes to connect
various destinations are not enough. Other key facility
needs include:
•

End of trip facilities (such as short term and long
term secure bicycle parking, equipment storage,
and changing facilities);

•

Wayfinding improvements;

•

Lighting; and,

•

Trailhead enhancements.

Recommendations for each of these areas are discussed
in this section, as well as strategies as to how to
implement and fund these components.

End of Trip Facilities
Recreation trips on a bicycle may be relatively short in
duration - beginning and ending at a place of residence.
For purposeful trips such as commuting to work or school
or trips to specific destinations such as the downtown
area or even a local park, end of trip facilities are critical.
End-of-trip facilities include:
Bicycle Parking
•

Short term bicycle parking. Readily available
and secure bicycle parking is a key requirement
to building a community-wide bicycle network.
Bicycles are easy to steal, and whatever the cost
of a rider’s bicycle, residents who ride regularly
want to be sure that they have a secure place to
lock up their bicycle. The key is that bicycle racks
become available in visible locations.
The preferred bicycle parking facility today allows
both wheels or a minimum of two points on a
bicycle to be secured. A variety of different styles
are available, and Alamo Area MPO communities
should adopt a standard model. Ease of use,
appearance (i.e. modern vs. traditional), cost and
durability should be considered. Many cities
have adopted an inexpensive upside down “U”
shaped rack that can be installed individually or

Bicycle parking should always be highly
visible and placed near the main entrance to
the destination. The message by placing the
bicycle parking in that location is that bicycle
riding to this destination is encouraged and
rewarded by being near the main entrance. Also,
bicycle parking should be designed to allow for
maneuvering space and adequate clearance from
nearby walls or obstructions. On a case by case
basis, signage directing bicyclists to where bicycle
parking is located may also be necessary.
•

Longer term bicycle storage or secured
parking. In some locations, such as at businesses
where bicycle commuting is encouraged or
where bicycles will be left for an entire day or
even overnight, more secure bicycle parking may
be desired. The availability of a secure storage
locker for a relatively expensive bicycle can be
a determining factor for whether a commuter
chooses to bicycle to work or not. Areas such as
corners where cars cannot park can readily be
adapted to hold bicycle lockers. Other locations
include adjacent to buildings or in internal
working areas. The type of bicycle locker chosen
should be coordinated with law enforcement
to alleviate concerns about the placement of
dangerous items such as explosives in places
where they cannot be seen or readily retrieved,
and mesh enclosures may be preferred.

For new development, land development codes in each
area community should be amended to require the
inclusion of bicycle parking spaces. Bicycle parking
should be in a visible location near the building’s
primary entrance(s) or along the length of a facade in
developments with multiple tenants (such as a linear
shopping center). In parking structures, some provision
for bicycle parking spaces within the structure should
be included. In an existing parking garage, this is often
accomplished by re-striping one or two vehicle parking
spaces and replacing them with bicycle racks.
In areas with a higher development density such as a
downtown area, consideration may be given to reducing
the number of vehicular parking spaces in exchange for
widely increased bicycle parking.
To “jump start” the availability of bicycle parking at
A.1 Facility Types
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existing destinations, many cities have allocated funds
to purchase bulk quantities of bicycle racks and then sell
them at cost to existing businesses and property owners.
Bike parking requirements may also be applied to
businesses that remodel. Many cities establish a
redevelopment threshold to ensure that this provision
is reasonably applied (for example for remodeling that
exceeds $25,000 to $50,000 in value). The availability of
at-cost racks also makes it easier for existing property
owners to install racks.
Changing Facilities and Showers
To encourage greater use of bicycles for transportation
to schools and work, Alamo Area MPO communities
may explore ways to encourage destinations to provide
facilities in which to clean up after a bicycle trip. These
facilities can also serve fitness-minded employees who
choose to ride, walk or run for exercise during lunch or
breaks. Methods used by public agencies and private
developments to incorporate showers and changing
facilities include the following:
•

Incentives as part of the development code.
Many cities are exploring incentives to encourage
developments and businesses to provide
changing facilities. These include reducing the
number of parking spaces, providing extra
development bonuses such as higher building
densities, or in some cases by requiring the
provision of these facilities for buildings that
exceed a certain threshold.

•

Incentives for existing businesses. Area
businesses that pro-actively install changing
facilities can be given recognition by each
community or even supported through a city
grant program that provides small matching
grants to businesses that are considering adding
changing facilities.

•

Developing “bike stations” that provide
changing facilities. As bicycle ridership
increases, bike stations can be developed in
key locations. These are commonly developed
in high density locations such as downtown
areas, and provide bicycle storage, changing
facilities, snacks, sales of equipment, and even
maintenance services and bicycle rentals. In
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many cases, these are operated by a private or
non-profit entity. As new bike lanes leading into
the downtown areas are developed, communities
should consider promoting a central bike station
at some level in the downtown area.
Equipment Storage
Lockers or storage areas for helmets, baskets, bags and
other equipment may be needed at schools or in places
where employees do not have access to individual
spaces. Each community can help provide information
to businesses, schools and other entities as to the need
for equipment storage areas.

Wayfinding Improvements
Wayfinding helps pedestrians and bicycle riders find
their way around the City, and typically consists of signs,
pavement markings, or materials such as maps. Route
or destination signage can help bicyclists navigate
throughout a city when the bicycle route deviates from
one street to another.
Use of gateway features and signs to make the bicycle
and pedestrian network more visible - Wayfinding
signs should also serve to “brand” each community’s
growing network of pathways and on-street bicycle
facilities. Each city should create a design that provides
an attractive and uniform system of signs and gateway
markers throughout the community and at key access
points to the pedestrian and bicycle to celebrate it and
promote use of the system.
At a neighborhood level, route signs can be used to guide
residents to routes that lead out of the neighborhood.
Wayfinding signs should follow standard Manual of
Uniform Traffic Control Devices (MUTCD) designs. Also,
custom pavement markings to enhance wayfinding can
be used, such as the “bike dot” pioneered by the City of
Seattle.

Lighting along Trails and Paths
Many pedestrian and bicycle facilities may be used in the
evening hours. Communities should welcome evening
use, and an adequate amount of lighting should be
factored into the design of each facility. Key citywide
routes or facilities in areas with demonstrated evening
use should receive enhanced lighting first. Lighting
fixtures should be consistent with other light fixtures in
the City, possibly emulating a historic theme on some
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trails.
AASHTO guidelines call for general lighting levels
between 0.5 and 2.0 footcandles, but specific levels
should be set for each location. Higher lighting levels may
be appropriate in some locations to enhance personal
safety. Pedestrian-scale lighting may be appropriate
along some streets where higher levels of nighttime use
are anticipated. Individual lighting measurements and
field observation should be conducted to determine
where these lighting treatments are needed. Increased
lighting should also be considered at intersections
where shared use paths and sidepaths cross roadways to
increase the visibility of users of those facilities.

Trailheads and Other Trail Amenities
Trailheads should be developed at key locations in each
community. Two types of trailheads are recommended.
Type A - Simple Gateway Trailhead - At the neighborhood
level, simple trailheads should include features that
indicate an entrance to the trail area, along with a map
that shows where the trail goes. A simple trailhead can
also include benches and occasionally a small shade
structure. They can be installed after the trail itself is
built, and could be sponsored by local businesses and
entities.

marker signage should be consistent with other trail
signage. 1/4 mile and 1/2 mile increments can be used to
add further interest.
Trash cans and dog waste pickup bag dispensers
should be included at trailheads and key neighborhood
access points along the route. Signs should be placed
periodically along the trail notifying dog owners to pick
up after their dogs.
Restrooms can be included where available in parks
or at major trailheads. Restroom locations should
be coordinated with park locations and the Parks &
Recreation Department in each community.
Art Installations can be commissioned by local artists to
provide art for key locations along major trails to give
each a unique character. Many trail art installations are
functional as well as aesthetic, as they can provide places
on which to sit and play.

Type B - Major Trailheads - At key locations, more
elaborate trailheads are recommended. These should
serve as destination points where residents can access
trails from further away. In addition to gateway features,
benches, maps and shade structures, Type B trailheads
should also include parking areas for 10 to 20 trail users.
Trailheads should be placed at the start or terminus of
a trail, at intersections with other trails, or at key access
points from area neighborhoods. Access points to area
neighborhoods along each trail should be as frequent as
possible, ranging from as little as 1/8th of a mile apart
for neighborhood trails, and typically no more than a 1/4
mile to a 1/2 mile for all other trail types.
Other Trail Features
Benches at key rest areas and viewpoints encourages
people of all ages to use the trail by ensuring that they
have a place to rest along the way. Benches can be simple
(e.g. wood slats) or more ornate (e.g. stone, wrought iron,
concrete).
Milepost markers can increase use of the trail by joggers
and cyclists looking for set workout distances. Milepost

A.1 Facility Types

A-23

