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Serv~ng the Count~es 

December 21,1994 

STATEMENT OF THE CHAIRMAN 

This report documents the first regional bicycle and pedestrian facilities system plan prepared for 
Southeastern Wisconsin. The recommended system is intended to encourage increased bicycle and 
pedestrian travel a s  alternatives to travel by automobile within the Region. 

The plan includes a proposed regional bicycle-way system designed to provide connections between 
the Kenosha, Milwaukee, and Racine urbanized areas and between incorporated areas with a 
population of 5,000 or more located outside those urbanized areas. Bicycle ways proposed under 
a d o ~ t e d  county park and open space plans, which are primarily off-street ways located in natural 
resource and utility corridors, served a s  the basis for the design of the regional bicycle-way system. 
The plan also includes a recommended network of bicycle ways for each of the three urbanized 
areas of the Region to serve major activity centers and transit stations within those areas. The 
recommended network of bicycle ways for the three urbanized areas is more dense than the 
recommended regional network of bicycle ways because of the greater concentrations of population, 
activity centers, and potential bicycle travel within the urbanized areas. 

The pedestrian facilities element of the plan recommends that the various units and agencies of 
government responsible for the construction and maintenance of pedestrian facilities within the 
Region adopt and follow certain recommended policies and guidelines for the development of those 
facilities. Those policies and guidelines which are set forth herein are designed to facilitate safe 
and efficient pedestrian travel within the Region. 

The regional bicycle and pedestrian facilities system plan thus seeks to facilitate additional trip 
making in these modes by providing a network of bicycle and pedestrian ways throughout the 
Region a s  a n  element of a balanced, multimodal transportation system, particularly in the urbanized 
areas of the Region. The plan also serves to provide recreational and resource-protection opportunities 
through the provision of a recommended network of bicycle and pedestrian ways within parkways 
and other natural resource corridors. 

Respectfully submitted, 

/~d/& 
David B. Falstad 
Chairman 
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Chapter I 

INTRODUCTION 

The Southeastern Wisconsin Regional Planning 
Commission (SEWRPC) is charged by law with 
the duty of preparing and adopting a compre- 
hensive, long-range plan for the physical devel- 
opment of the  seven-county Southeastern 
Wisconsin Region. Two key components of the 
comprehensive plan are a land use plan and a 
transportation system plan. The first regional 
land use and transportation system plan for the 
Region was adopted in 1966.' A second-genera- 
tion regional land use and transportation system 
plan was adopted in 1977-1978.~ In  1992, the 
Commission adopted a third-generation regional 
land use plan.3 That plan provides the basis for 
a n  accompanying third-generation regional 
transportation system plan.4 

Significant changes have occurred in Federal 
transportation policy since the adoption of the 
second-generation transportation system plan. 
The most notable of these changes are reflected 
in  the Federal Clean Air Act Amendments of 
1990 and the Federal Intermodal Surface Trans- 
portation Efficiency Act of 1991 (ISTEA). Both 
pieces of legislation emphasize the importance of 

'SEWRPC Planning Report No. 7, Land Use- 
Transportation Study, Volume One, Inventory 
Findings: 1963, May 1965; Volume Two, Fore- 
casts and Alternative Plans: 1990, June 1966; 
and Volume Three, Recommended Regional 
Land Use and Transportation Plans: 1990, 
November 1966. 

2~~~~~~ Planning Report No. 25, A Regional 
Land Use Plan and a Regional Transportation 
Plan Volume 
One, Inventory Findings, April 1975; and Vol- 
ume Two, Alternative and Recommended Plans, 
May 1978. 

3~~~~~~ Planning Report No. 40, A Regional 
Land Use Plan for Southeastern Wisconsin- 
2010, January 1992. 

4~~~~~~ Planning Report No. 41, A Regional 
Transportation System Plan for Southeastern 
Wisconsin: 201 0, December 1994. 

providing alternatives to single-occupancy- 
vehicle travel. ISTEA specifically requires that 
long-range transportation system plans be 
prepared and adopted for metropolitan areas; 
that such plans be fiscally constrained; and that 
such plans include provisions for the develop- 
ment of pedestrian and bicycle transportation 
facilities. I n  response to the new Federal require- 
ments, the third-generation transportation sys- 
tem plan for the Southeastern Wisconsin Region 
includes a bicycle and pedestrian element. That 
plan element is documented in this report. 

LEGISLATIVE CONTEXT 

The Clean Air Act Amendments of 1990 specify 
ambient air quality standards, particularly for 
ozone-forming pollutants, and also specify steps 
that must be taken to decrease these pollutants 
in so-called "nonattainment areas" where pollu- 
tion levels exceed the Federal air quality stand- 
ards. Nonattainment areas for ozone and other 
pollutants are categorized by the Federal govern- 
ment on the basis of the severity of the air 
quality problem. Six of the seven counties in the 
Southeastern Wisconsin Region-Kenosha, Mil- 
waukee, Ozaukee, Racine, Washington, and 
Waukesha-are categorized a s  having a "severe" 
ozone pollution problem. The seventh county, 
Walworth, is classified as  having a "marginal" 
ozone pollution problem. 

By November 1994, the State of Wisconsin must 
submit to the U. S. Environmental Protection 
Agency a State Implementation Plan describing 
the transportation control measures that will be 
used to achieve and maintain the clean air 
s tandards required by the new legislation. 
Transportation control measures that must be 
considered when formulating the State Imple- 
mentation Plan  include work-trip-reduction 
programs; the adoption of parking and pricing 
policies to make single-occupancy-vehicle travel 
less attractive; the adoption of land use and 
urban design practices that may be expected to 
reduce sprawl and encourage more compact land 
use development patterns tha t  can be more 
readily served by transit, bicycle, and pedestrian 
modes of travel; and the promotion of bicycle 
and pedestrian travel as  a n  alternative to single- 
occupancy-vehicle travel. 



The Intermodal Surface Transportation Effi- 
ciency Act of 1991 reinforces the national policies 
for achieving and maintaining clean air that are 
set forth in the 1990 Clean Air Act Amendments. 
The development of the regional transportation 
system plan for Federally designated air quality 
non-attainment areas must be coordinated with 
the development of the State Implementation 
Plan, and any transportation control measures 
identified in the State plan a s  being necessary to 
achieve air quality standards must be incorpo- 
rated into the regional transportation system 
plan. Transportation control measures imple- 
mented to help meet air quality standards are 
specifically identified a s  eligible for funding 
under ISTEA. Policies and facilities to promote 
increased bicycle and pedestrian travel are 
recognized a s  potential transportation control 
measures that may serve to improve air quality. 

ISTEA also strengthens the Federal commitment 
to areawide transportation planning and pro- 
gramming. Federal law, since 1962, has required 
that transportation planning for urbanized areas 
be carried out on a n  areawide basis in a compre- 
hensive, cooperative, and continuing manner. 
The Regional Planning Commission, since 1960, 
has conducted areawide transportation planning 
which fully meets these original Federal require- 
ments, as well as  subsequent new requirements. 
Moreover, the Commission's areawide transpor- 
tation planning was initiated prior to Federal 
requirements in response to local concerns and 
interests and pursuant to State statutes. 

ISTEA includes the renewal of a Federal com- 
mitment to areawide transportation planning, 
and adds several new Federal requirements with 
respect to areawide transportation. The Commis- 
sion's continuing areawide transportation plan- 
ning program is intended to meet the renewed 
and new Federal requirements. The bicycle and 
pedestrian facilities system plan documented in 
this report has been prepared, in  part, to meet 
the new Federal requirements. 

PUBLIC PARTICIPATION 

This planning process was conducted under the 
guidance of a Technical and Citizen Advisory 
Committee on Regional Bicycle and Pedestrian 
Facilities System Planning established by the 
Regional Planning Commission. The Committee 
consists of representatives from bicycle and 
pedestrian advocacy groups, from environmental 
groups, and from governmental agencies with 
experience and staff expertise in the fields of 
transportation planning and engineering, public 

safety, and recreation. A complete membership 
list of the Technical and Citizen Advisory 
Committee is provided on the inside front cover 
of this report. 

In addition to the Advisory Committee, public 
participation i n  the  planning process was 
achieved through a series of informational meet- 
ings held with bicycle advocates and other 
interested members of the public. These meetings 
were intended to provide a n  opportunity for the 
public to become familiar with the plan as  it was 
being prepared and to allow individuals and 
groups to affect the decision-making process 
through their comments. 

REPORT FORMAT 

The bicycle and pedestrian facilities plan is 
documented in this report, which consists of nine 
chapters. Following this introductory chapter, 
Chapter I1 sets forth the scope of the plan, the 
basic concepts and principles underlying the 
preparation of the bicycle and pedestrian facili- 
ties plan, and the planning process. Chapter I11 
provides a n  inventory of existing bicycle and 
pedestrian facilities within the Region. Chap- 
ter IV describes bicycle and pedestrian facilities 
that have been proposed as  part of regional, 
county, and local planning efforts, and describes 
government policies affecting the provision of 
such facilities. Chapter V describes safety and 
operational considerations affecting pedestrian 
and bicycle travel. Chapter VI sets forth the 
objectives, principles, and standards established 
for preparation of the bicycle and pedestrian 
facilities system plan, and design guidelines 
related to bicycle. and pedestrian facilities. 
Chapter VII sets forth the preliminary bicycle 
facilities system plan and the preliminary pedes- 
trian facilities plan. Chapter VIII describes the 
final recommended bicycle and pedestrian facili- 
ties system plan and identifies those measures 
necessary to implement the plan. The bicycle 
facilities plan includes a recommended regional 
network of bicycle facilities which interconnects 
the urban centers of the Region and is composed 
principally of existing bicycle facilities and 
bicycle facilities recommended a s  part of adopted 
park and open space plans; recommended 
improvements for arterial facilities in each of the 
Region's three urbanized areas to better accom- 
modate bicycle travel; and a network of bicycle 
ways a t  appropriate spacing within the urban- 
ized areas to provide higher-quality facilities for 
bicycle travel. Chapter IX provides a summary of 
the plan. 



Chapter I1 

BASIC CONCEPTS AND PRINCIPLES 

INTRODUCTION 

This chapter describes the basic approach taken 
in  preparing the bicycle and pedestrian facilities 
element of the regional transportation system 
plan. Specifically, this chapter identifies the 
scope of the plan element; sets forth the basic 
concepts and principles on which the planning 
process was based; and describes the major steps 
of the planning process. 

SCOPE OF THE BICYCLE AND 
PEDESTRIAN FACILITIES PLAN ELEMENT 

The bicycle and pedestrian facilities system plan 
documented in  this report is one element of the 
regional transportation system plan. "Transpor- 
tation system" is defined by the Commission as  
the functionally related surface transportation 
facilities and management measures that enable 
the intraregional and interregional movement of 
people and goods. The physical components of 
the  regional transportation system include 
arterial streets and highways, transit facilities, 
bicycle and  pedestrian facilities, and  such 
related terminal facilities a s  railway yards, 
seaports, and airports. 

The regional transportation system is considered 
down to, but not including, the neighborhood 
level or major-activity-center level. As such, the 
bicycle and pedestrian facilities plan element 
addresses bicycle and  pedestrian travel i n  
relation to the transit system, the arterial street 
and highway system, and down to but not 
including the neighborhood units and major 
activity centers designated by the adopted year 
2010 land use plan for the Southeastern Wiscon- 
sin Region. 

The provision of neighborhood-level bicycle and 
pedestrian facilities is properly addressed by 
local units of government through the prepara- 
tion of neighborhood unit development plans 
with a bicycle and pedestrian element tha t  
supplements the regional plan. Such local plans 
should provide facilities to accommodate bicycle 
and pedestrian travel within neighborhoods, 
providing for convenient travel between residen- 
tial areas and shopping centers, schools, parks, 

and transit stops within or adjacent to the 
neighborhood; and should also include provi- 
sions for bicycle and pedestrian facilities within 
activity centers. Local plans should also ensure 
that convenient bicycle and pedestrian access 
ways across neighborhood boundaries are pro- 
vided to allow for travel between neighborhoods 
and to provide access to community-level activ- 
ity centers. 

The Regional Planning Commission has, almost 
since its inception in 1960, urged local plan 
commissions to consider the preparation of 
detailed neighborhood unit development plans 
as  a n  important means of guiding and shaping 
urban land use development and redevelopment. 
The preparation of detailed neighborhood devel- 
opment plans is based on the concept that a n  
urban area should be formed of, and developed 
in, a number of spatially organized and individu- 
ally planned cellular units rather than a s  a 
single large, formless mass. 

The areas in  which people seek day-to-day 
services such as  an  elementary school, neighbor- 
hood park, and neighborhood shopping facilities 
form the basis of neighborhood delineation. As 
much as possible, each residential neighborhood 
should be bounded by arterial streets; major park, 
parkway, or institutional lands; bodies of water; 
or other natural or cultural features that serve to 
clearly define the neighborhood. The internal 
street pattern should be designed to facilitate 
circulation within the neighborhood, but to 
discourage the movement of heavy volumes of 
motor-vehicle traffic through the neighborhood. 
Each neighborhood should have ready access to 
the public transit and arterial street systems and, 
thereby, to major activity centers. 

The plans developed for neighborhoods should 
be quite specific. Such plans should explicitly 
depict development patterns to address physical 
needs such a s  stormwater drainage, sanitary 
sewerage, water supply, circulation, and a sound 
arrangement of compatible land uses. Each 
neighborhood plan should designate future 
ultimate land uses, future collector and land 
access street locations and alignments, lot and 
block configurations, and the location of bicycle 
ways and pedestrian ways, including areas 



where bicycle ways or pedestrian ways are 
needed outside of street rights-of-way to provide 
access to neighborhood activity centers and 
transit stops or stations, to provide convenient 
ways across blocks, or to provide for the conve- 
nient connection of adjacent subdivisions and 
cul-de-sac streets. 

BASIC CONCEPTS 

Currently, bicycle and pedestrian travel 
accounts for only a small percentage of travel 
within the Southeastern Wisconsin Region. The 
comprehensive travel survey conducted by the 
Commission in October and November of 1991 
found that about 3,900, or 0.3 percent, of the 
total 1.3 million work trips made within the 
Region on an  average weekday in 1991 were 
made exclusively by bicycle, and about 33,700, or 
2.5 percent, of the total work trips were made 
exclusively by walking. In  addition, approxi- 
mately 58,000 of the estimated 170,000 transit 
trips made on an  average weekday in 1991 in 
Southeastern Wisconsin required a walk to the 
transit stop of more than one "city block," while 
the remaining 112,000 transit users reported a 
walk of less than one block to the transit stop. 
Those transit users who walked more than one 
block walked an average length of about two 
blocks, or a distance ranging from about 660 to 
1,320 feet. Approximately 114,000 of the esti- 
mated 170,000 average weekday transit users 
reported walking less than one block from the 
transit stop to the trip destination. The approxi- 
mately 56,000 average weekday transit trips 
which required a walk from the transit stop to 
the trip destination of more than one block also 
resulted in an  average length of walk of about 
two blocks. 

The relatively small number of trips currently 
made by bicycling and walking may be attribu- 
ted to a number of factors related to individual 
safety and convenience, including the physical 
ability to bicycle or walk; the need to transport 
personal items that cannot be easily carried by 
a pedestrian or bicyclist; inclement weather; the 
real or perceived lack of time to bicycle or walk; 
the real or perceived lack of a safe and secure 
travel route; lack of bicycling and walking 
facilities; poorly maintained facilities; the lack of 
a safe place to store a bicycle at  the destination; 
and, for work trips, the lack of facilities for those 
who would prefer to shower or change clothes 
after walking or bicycling and before starting 
work. Dispersed, low-density land use develop- 

ment patterns; zoning practices that segregate 
residential areas from service, retail, and indus- 
trial areas; and auto-oriented site design also 
serve to discourage bicycle and pedestrian travel. 

The regional bicycle and pedestrian plan ele- 
ment is intended to recommend locations and 
design standards for bicycle and pedestrian 
facilities in order to remove or minimize existing 
impediments to bicycle and pedestrian travel 
related to the lack of facilities such as bicycle 
ways, walkways, and certain support facilities 
such as  bicycle parking racks and storage 
lockers. The type and location of bicycle and 
pedestrian facilities recommended by the plan 
are dependent upon the type of trip the facilities 
are intended to serve. The following sections 
present information regarding types of bicycle 
and pedestrian facilities, trip purposes, travel 
distances, and user groups. 

Bicycle and Pedestrian Facilities 
The term "bicycle way" is defined for regional 
planning purposes as  a generic term that  
includes any roadway, pathway, or other way 
that is specifically designated for bicycle travel, 
including facilities that  are designated for 
exclusive or preferential bicycle travel and 
facilities that are shared with other travel modes. 
Facilities intended for exclusive or preferential 
use by bicycles include bicycle paths and bicycle 
lanes. Bicycle paths are defined as bicycle ways 
physically separated from motorized vehicles by 
open space or barriers. Bicycle paths may be 
located within the right-of-way of a street or 
highway, and separated from the roadway by a 
planting strip or barrier; or may be located in a 
separate right-of-way or easement along, for 
example, a river, a utility corridor, or an aban- 
doned railway right-of-way. Bicycle lanes are 
defined as bicycle ways provided on streets and 
designated by striping, signing, and other pave- 
ment markings for bicycle use. On streets having 
an urban cross-section, bicycle lanes are typically 
located adjacent to the outside motor-vehicle 
travel lanes and to the inside of the parking 
lanes; on streets having a rural cross-section, 
bicycle lanes are typically located on the road- 
way shoulder. A bicycle route is defined as a 
bicycle way designated with directional and 
informational markers, and may consist of a 
combination of bicycle paths, bicycle lanes, and 
shared roadways; however, the term "bicycle 
route" will be used in this report to describe a 
shared roadway signed for bicycle use. 



Shared roadways are streets that  do not have a 
designated bicycle lane, but may legally be used 
for bicycle travel. Special provisions to accom- 
modate bicycle travel, such as  extra-wide curb 
lanes, may be provided on shared roadways. 
Shared roadways are not considered bicycle 
ways unless they are signed a s  bicycle routes. 
Many streets and highways where bicycling is 
permitted, including those with wide curb lanes 
and paved shoulders specifically designed to 
accommodate bicycling, will not be signed or 
marked as  bicycle ways. 

The type of bicycle facility to be provided is 
dependent upon several factors, including the 
type of trip the facility is intended to serve; 
related motor-vehicle speeds and volumes; the 
number of trucks and transit vehicles using a 
shared or related roadway; the presence and 
duration of on-street parking; the number of 
intersections and commercial driveways; pave- 
ment and right-of-way width; shoulder width 
and surfacing; and the availability of off-street 
corridors. The type of facility to be provided will 
also depend on the type of roadway cross- 
section. Shared roadways, extra-wide curb lanes, 
and bicycle lanes are generally appropriate for 
roadways with curb and gutter, while shoulder 
bicycle ways are appropriate for roadways 
without curb and gutter. It is also important to 
provide continuity and consistency in the type of 
bicycle way provided. For example, the use of 
short segments of bicycle lanes and bicycle 
paths on relatively short segments or reaches of 
the same street should be avoided. 

Bicycle facilities other than bicycle ways and 
roadway improvements include signs and other 
traffic control devices intended to assist bicy- 
clists, bicycle parking and storage devices, and 
racks and other devices to transport bicycles on 
transit vehicles. 

Pedestrian facilities include sidewalks and other 
pedestrian walkways,' crosswalks, refuge 
islands, overpasses and underpasses, and signs 
and other traffic control devices intended to assist 

 o or purposes of this report, pedestrian ways 
located along a roadway are referred to as 
sidewalks, and those located outside a street right- 
of-way are referred to as walkways. 

pedestrians. Facilities intended to assist elderly 
and disabled pedestrians, such a s  curb ramps and 
audible pedestrian signals, are becoming increas- 
ingly common as the mobility of persons with 
disabilities is enhanced and a s  the number of 
elderly persons in  the community increases. 
Facilities intended to improve the access of 
persons with disabilities to public and commercial 
buildings and services have also increased as  
government agencies and private companies 
begin to comply with the requirements of the 
Federal Americans with Disabilities Act. The Act, 
which was adopted in 1990, is designed to give 
Americans with disabilities equal access to jobs, 
transportation, public facilities, and services. 
Titles I1 and 111 of the Act have implications for 
the design and construction of pedestrian facili- 
ties. Title 11 of the Act requires that government 
services, including public transportation, be 
accessible to persons with disabilities. The 
transportation provisions of the Act require all 
new buses to be equipped with wheelchair lifts or 
ramps. Title I11 of the Act requires commercial 
and public buildings, such as  office buildings, 
passenger terminals and stations, stores, and 
restaurants, to be accessible by persons with 
disabilities, which necessitates tha t  exterior 
access routes such as  parking spaces and aisles, 
curb ramps, and walks be of adequate width 
and surfacing to accommodate persons with 
disabilities. 

Trip Purposes 
Bicycle riding can serve a s  both a mode of 
transportation and a s  a form of recreation. 
Recreational bicycle trips are generally taken for 
the primary purpose of enjoying the trip itself, 
or to maintain or improve physical fitness. Trip 
destinations for recreational bicyclists are of 
secondary importance compared to the enjoy- 
ment of the trip. Utilitarian bicycle use includes 
commuting trips to work or school, shopping 
trips, and trips to social or recreational events 
not related to bicycling, where the trip origins 
and destinations and the trip purpose are of 
primary importance and the bicycle serves as  
the vehicle for making the trip. In  addition to 
trips completed entirely by bicycle, both recrea- 
tional and utilitarian trips may be combined 
with another mode of transportation, as  in the 
case of trips involving bicycling to or from a 
transit stop or station. 

Quick, direct, and attractive routes are impor- 
t a n t  to util i tarian bicyclists. Bicycle ways 
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intended to serve utilitarian trips should there- 
fore provide direct routes and minimize the need 
to stop at intersections. Frequent stops are a 
concern not only because they cause delay, but 
because they require an  increased energy expen- 
diture to regain speed. 

For utilitarian trips, the existing street system 
provides the most extensive network of direct 
travel routes, and serves virtually all origins and 
destinations. Many land access and collector 
streets, because of low traffic volumes and 
speeds, are capable of accommodating bicycle 
travel with little or no improvements. Arterial 
streets and highways, particularly those with 
high-speed traffic or heavy volumes of truck or 
transit-vehicle traffic, may require improve- 
ments such as the provision of wide curb lanes, 
bicycle lanes, or paved shoulders in order to 
safely accommodate bicycle travel. In some 
cases, a separate bicycle path within a highway 
right-of-way may be needed to safely accommo- 
date bicyclists. 

Recreational bicyclists place a priority on routes 
that are aesthetically pleasing and where motor- 
vehicle traffic is minimal. Bicycle ways intended 
to serve such users should therefore be located 
in  areas having a variety of attractive natural 

or cultural features. Recreational bicycle ways 
should be located in off-street corridors or along 
parkway drives, rustic roads, and streets and 
highways with low volumes of motor-vehicle 
traffic. In some cases, a facility may serve both 
utilitarian and recreational trips. 

Like bicycling, walking trips are made for both 
utilitarian and recreational purposes. In addi- 
tion to trips completed entirely by walking, 
many trips combine walking with another mode 
of transportation, as in the case of trips involv- 
ing walking to or from a transit stop or station, 
or from an automobile parking lot to a final 
destination. The same facilities tha t  serve 
pedestrians walking for utilitarian purposes 
would also be expected to serve those walking for 
recreational purposes. 

Travel Distance 
Figures 1 and 2 set forth trip length frequency 
distribution for work trips made by bicycling 
and walking, respectively, as determined from 
the data collected in the comprehensive regional 
travel survey conducted by the Commission in 
1991. The average length of bicycle commuting 
trips was found to be about 2.8 miles each way, 
while the median length was found to be about 
1.7 miles. The average length of pedestrian 



commuting trips was found to be about 1.1 miles 
each way, while the median length was found to 
be about 0.7 mile. This compares to an average 
length of about 9.0 miles and a median length 
of about 5.9 miles for commuting trips made by 
automobile, and an  average length of about 
5.9 miles and a median length of about 4.1 miles 
for commuting trips made by public transit. The 
average length of commuting trips made by 
bicycle and pedestrian modes are substantially 
shorter than those made by both automobile and 
public transit. The average and median trip 
lengths for nonwork trips by automobile are 
5.3 miles and 2.8 miles, respectively, and for 
nonwork trips by public transit are 4.2 miles and 
2.5 miles, respectively. 

Travel distance may be expected to be a major 
consideration for utilitarian bicycle and pedes- 
trian trips because of the physical effort and the 
travel time associated with relatively long trips. 
The potential for bicycle and pedestrian travel 
for utilitarian purposes is limited by the distance 
between origins and destinations, and is affected 
by the density and design of urban development 
and the proximity of residential areas to activity 
centers. Areas of concentrated urban develop- 
ment are located within the three urbanized 
areas of the Region; therefore, recommendations 
made in the plan for bicycle and pedestrian 
facilities intended to serve primarily utilitarian 
trips will be limited to such facilities within the 
urbanized areas. 

User Groups 
Bicyclists possess a wide range of abilities and 
skill levels which influence the type of facility 
preferred by the bicyclist and the bicyclist's 
competence to operate on a given facility. The 
Bicycle Federation of America has developed a 
classification system for bicyclists based on 
ability and skill level. 

Bicyclists aged 16 or older, who generally hold 
driver's licenses and would therefore be expected 
to understand the rules of the road, are divided 
into two groups under the Bicycle Federation's 
classification system. Experienced adult riders 
who bicycle on a frequent and regular basis are 
classified as "Group A" bicyclists. Group A 
bicyclists generally prefer to travel on the 
arterial street system, where they can operate a t  
maximum speed with minimum delay. Casual or 
new adult and teenage riders, who generally 
limit their riding to recreational purposes on a 

weekly or less frequent basis, are classified as 
"Group B" bicyclists. Group B bicyclists 
generally prefer off-street bicycle paths or, if 
riding on the street system, prefer streets with 
low traffic volumes and speeds. 

Bicyclists under the age of 16 are classified as 
"Group C" bicyclists. Child bicyclists should not 
be encouraged to bicycle on arterial or other 
busy streets because of their unfamiliarity with 
the rules of the road. Generally, children aged 10 
or older are skilled at handling bicycles and are 
capable of soundly judging motor-vehicle speeds 
and distances, and may be capable of operating 
their bicycles on streets with low traffic volumes 
and speeds. Younger children generally lack the 
motor and cognitive skills necessary for safe 
bicycle operation on the street system, and 
should be encouraged to bicycle on the sidewalk 
or on off-street bicycle paths. 

There is no classification system for pedestrians 
similar to the system used for bicyclists. When 
planning for pedestrian facilities, however, care 
must be taken to properly accommodate pedestri- 
ans with special needs such as the elderly, 
persons with disabilities, and school-age children. 

Pedestrian and Bicycle Safety 
Safety for all users of the transportation system 
is an- important consideration-in the develop- 
ment of the bicycle and pedestrian plan element. 
The development of safe bicycle and pedestrian 
facilities, based upon sound planning and design 
guidelines, is fundamental to assuring the safety 
of bicyclists, pedestrians, and, to a lesser extent, 
other users of the transportation system. Chap- 
ter VI of this report sets forth standards and 
design guidelines to assist in the development of 
safe bicycle and pedestrian facilities. 

An increase in the number of trips made by 
bicycling may be expected to result in a corre- 
sponding increase in the number of bicycle- 
motor vehicle conflicts and accidents due to the 
traffic hazards associated with on-street bicycle 
travel. The total separation of bicycle and motor- 
vehicle traffic would eliminate such conflicts. 
The provision of totally separated facility 
networks, however, would be prohibitively costly 
to construct and maintain, particularly when the 
cost of constructing lane barriers along arterial 
streets or obtaining right-of-way for off-street 
corridors is considered. The construction of lane 
barriers along arterial streets would, moreover, 



create significant operational problems relating 
to snow removal, street maintenance, and utility 
construction and maintenance as well as traffic 
safety hazards a t  intersections. Unless an off- 
street bicycle-way network were provided that 
was extensive enough to serve all potential trip 
origins and destinations, as the existing street 
system does, bicyclists could still be expected to 
use the street system to leave trip origins and 
access trip destinations not accessible by the off- 
street bicycle ways. 

The existing street system provides the most 
extensive network of direct travel routes practi- 
cable, and serves to connect virtually all trip 
origins and destinations within the Region. As 
such, the existing street system must, as a 
practical matter, form the basis of a comprehen- 
sive network of bicycle facilities. Many land 
access and collector streets, because of low 
traffic volumes and speeds, are capable of 
accommodating bicycle travel with little or no 
improvements. Where possible, off-street bicycle 
ways should be provided as an  alternative to 
bicycle facilities on arterial streets and high- 
ways, particularly those with high-speed traffic 
or heavy volumes of truck or transit-vehicle 
traffic. Pedestrian travel can best be accommo- 
dated by a network of sidewalks along all 
arterial and collector streets, and by the provi- 
sion of sidewalks or off-street pedestrian ways 
parallel to land access streets. 

The provision of bicycle and pedestrian facilities 
is an  important means of enhancing bicycle and 
pedestrian safety; however, education and 
enforcement measures intended to avoid the 
more common types of bicycle and pedestrian 
accidents are equally important. Chapter V of 
this report contains a summary of the most 
common bicycle-motor vehicle and pedestrian- 
motor vehicle accidents, and Chapter VIII sets 
forth recommendations for education and 
enforcement programs to enhance the safety of 
bicyclists and pedestrians. 

PRINCIPLES GUIDING PLANNING FOR 
BICYCLE AND PEDESTRIAN FACILITIES 

The following principles have been developed to 
guide the preparation of the bicycle and pedes- 
trian facilities element of the regional transpor- 
tation system plan for Southeastern Wisconsin: 

1. Bicycle and pedestrian facilities should be 
provided to encourage the increased use of 
bicycle and pedestrian travel modes as an  
alternative to motor-vehicle travel. As 
such, the bicycle and pedestrian facilities 
plan element should seek to remove exist- 
ing impediments to bicycle and pedestrian 
travel, rather than to serve the existing or 
forecast demand for such travel. 

2. Separate networks of bicycle ways gener- 
ally should be provided to serve recrea- 
tional and utilitarian bicycle travel. 

3. Bicycle ways intended for recreational use 
should generally be located off-street in 
scenic areas of natural, cultural, or histori- 
cal interest, and should maximize the use 
of environmental corridors. 

4. Bicycle facilities intended for utilitarian 
travel should provide direct and continu- 
ous routes which minimize delay and 
maximize safety, and which facilitate 
convenient bicycle access to activity cen- 
ters and to transit stops and stations. 

5. Pedestrian facilities should provide direct 
and continuous routes that facilitate safe 
and convenient pedestrian access to activity 
centers and to transit stops and stations. 

6.  Planning for bicycle and pedestrian facili- 
ties should be conducted concurrently with 
land use planning, arterial street and 
highway system planning, and transit 
system planning. 

PLANNING PROCESS 

The bicycle and pedestrian facilities plan ele- 
ment presented in this report was developed 
through a planning process consisting of the 
following steps: 1) the formulation of objectives 
and standards; 2) inventory and analysis; 
3) plan design; and 4) the development of recom- 
mended plan implementation measures. 

Formulation of Objectives and Standards 
An objective is defined as a goal or end, the 
attainment of which plans and policies.' are 
directed toward. Planning seeks to provide a 
rational process for establishing and meeting 
objectives. The objectives that are chosen guide 



the preparation of the plan and, when converted 
to standards, provide the basis for evaluating 
the recommended plan. 

Formulation of sound objectives is a crucial step 
in  the planning process, because the objectives 
and supporting standards provide the basis for 
plan design. I n  order to be useful in plan design, 
the objectives must be stated clearly and must 
be clearly related to system development. 

Inventory and Analysis 
Reliable planning and engineering data are 
essential to the formulation of workable plans. 
Data collected as  part of the bicycle and pedes- 
trian planning effort included a n  inventory of 
existing and planned bicycle and pedestrian 
facilities, including bicycle ways, bicycle routes, 
and support facilities; information affecting 
bicycle and pedestrian safety and operation, 
such a s  the types and locations of bicycle-motor 
vehicle and pedestrian-motor vehicle accidents 
and traffic regulations affecting bicyclists and 
pedestrians; a n d  a n  inventory of roadway 
conditions such as  traffic volumes and operating 
speeds, pavement and right-of-way widths, and 
presence and duration of on-street parking on 
arterial streets and highways. This information 
was used to assist in  the evaluation of suitable 
bicycle-way locations and design treatments. 

Inventories provide factual information about 
existing conditions. Analysis of such data is 
then required in order to identify existing and 
potential problems and opportunities for the 
development or enhancement of bicycle and 
pedestrian facilities. 

Plan Design 
Plan design, or synthesis, is the crux of the 
planning process. The best-conceived objectives 
and the  most sophisticated results of da ta  
collection and analyses are of little value if they 
do not ultimately result in  a plan that meets 
system development objectives. 

The regional bicycle and pedestrian facilities 
plan element is intended to assist public officials 
in  making improvements to better accommodate 
bicycle and pedestrian travel as  part of the 
existing and planned regional transportation 
system. The bicycle facilities plan includes a 
recommended regional network of bicycle facili- 
ties composed principally of existing bicycle 
ways and bicycle ways proposed a s  part of 

adopted park and open space plans. Such facili- 
ties may be expected to serve both recreational 
and utilitarian bicyclists. The bicycle facilities 
plan also recommends design guidelines and 
cross-sections to accommodate bicycle travel on 
all arterial streets and highways in the three 
urbanized areas of the Region, a s  well a s  a 
network of bicycle ways a t  appropriate spacing 
in each of the urbanized areas to serve major 
activity centers and transit stations. 

The plan does not propose the creation of.two 
separate networks of bicycle ways on the arterial 
street and highway system to serve experienced 
and novice adult utilitarian bicyclists. For 
planning purposes, it was assumed that a n  adult 
bicyclist using a n  arterial facility will possess 
the minimum level of proficiency necessary to 
enable him or her to safely use a n  on-street 
bicycle way t h a t  is properly designed and 
maintained. Adult bicyclists who are uncomfort- 
able operating on arterial facilities and child 
bicyclists are proposed to be accommodated 
within and between neighborhoods on land 
access or collector streets or on off-street bicycle 
ways. Neighborhood bicycle ways should be 
identified through the  preparation of local 
government bicycle plans. Design guidelines 
included in this report were developed under this 
regional planning effort to assist local govern- 
ments in the preparation of local bicycle plans. 

Pedestrian travel is intended to be accommo- 
dated by sidewalks along streets and highways 
in areas of existing or planned urban develop- 
ment based upon the functional classification of 
the street or highway, adjacent land uses, the 
density of development, and the probable pat- 
tern of pedestrian movement. Pedestrian travel 
in neighborhoods and activity centers should be 
accommodated by a network of sidewalks and 
walkways within neighborhoods and activity 
centers, and the provision of convenient access 
points between neighborhoods and activity 
centers. Because the preparation of detailed 
development and redevelopment plans for neigh- 
borhoods and activity centers is outside the 
scope of the regional planning effort, design 
guidelines have been included in this report to 
assist local governments in the preparation of 
pedestrian circulation plans for neighborhoods 
and activity centers. 

For plan preparation purposes, a bicycle and 
pedestrian facilities planning area was deline- 



ated based upon the 1990 boundaries of the 
Kenosha, Milwaukee, and Racine urbanized 
areas as approved for transportation funding 
purposes2 by the Wisconsin Department of 
Transportation and the Federal Highway 
Administration. The bicycle and pedestrian 
facilities planning areas vary from the 1990 
urbanized area boundaries in two ways. The 
urbanized area boundaries were expanded for 
bicycle and pedestrian facilities planning pur- 
poses to include areas contiguous to the 1990 
urbanized areas t ha t  are proposed by the 
adopted regional land use plan to be developed 
for urban use by the year 2010. The urbanized 
area boundaries were decreased for purposes of 
bicycle and pedestrian facilities planning to 
exclude areas of very-low-density residential 
development that are located more than five 
miles from a major activity center. 

The limits of the Kenosha, Milwaukee, and 
Racine bicycle and pedestrian facilities planning 
areas in relation to the 1990 urbanized areas are 
shown on Maps 1 through 3. It should be noted 

2~rbanized  areas are delineated by the U. S. 
Bureau of the Census based upon the decennial 
Census and include a central city and adjacent 
areas having a combined population of 50,000 or 
more persons. The adjacent areas are generally 
contiguous to the central city and have a 
minimum population density of 1,000 persons 
per square mile. The urbanized area delineated 
by the Census Bureau may be modified for 
transportation funding purposes, with the appro- 
val of the State Department of Transportation 
and Federal Highway Administration, to avoid 
having small segments of an arterial highway 
passing in and out of an urbanized area. 

that the delineation of the bicycle and pedestrian 
facilities planning areas does not change the 
boundaries of the 1990 urbanized areas in any 
respect other than for use in this planning effort. 

Development of Recommended 
Plan Implementation Measures 
Preparation of a plan is not complete until the 
measures necessary for its implementation are 
specified. For the bicycle and pedestrian facili- 
ties planning effort, such measures include the 
roles of the various levels and agencies of 
government involved in implementing the plan; 
funds required for the design, construction, and 
maintenance of bicycle and pedestrian facilities; 
recommendations regarding education and 
enforcement programs to counter the most 
common types of pedestrian and bicycle acci- 
dents; recommended zoning ordinance provi- 
sions related to bicycle parking requirements; 
recommendations regarding other government 
ordinances and policies that would serve to 
facilitate bicycle and pedestrian travel; and 
guidelines for the preparation of local bicycle 
and pedestrian plans. 

SUMMARY 

This chapter has set forth the scope of the 
bicycle and pedestrian facilities element of the 
third-generation regional transportation system 
plan; the concepts and principles underlying the 
planning process; and the procedural steps 
followed by the Commission in conducting that 
process. The plan is designed to assist public 
officials in making improvements to better 
accommodate bicycle and pedestrian travel as 
part of the existing and planned transportation 
system. The plan addresses bicycle and pedes- 
trian travel in relation to the transit system, the 
arterial street and highway system, and the 
major activity centers designated in the regional 
land use plan for the year 2010. 



Map 1 

COMPARISON OF THE 1990 KENOSHA URBANIZED AREA BOUNDARY AND THE 
2010 KENOSHA BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA BOUNDARY 
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Map 2 

COMPARISON OF THE 1990 MILWAUKEE URBANIZED AREA BOUNDARY AND THE 
2010 MILWAUKEE BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA BOUNDARY 

Source: SEWRPC. 
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Map 3 

COMPARISON OF THE 1990 RACINE URBANIZED AREA BOUNDARY AND THE 
2010 RACINE BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA BOUNDARY 

LEGEND 

2010 RACINE BICYCLE AND - PEDEIW FICILITIIS PLANNING 
ARW BOUIDI\R( - 1990 W I N E  URBI\NRED 
ARW B O W R Y  

For plan preparation purposes, a bicycle and pedestrian facilities planning area was delineated based upon the 1990 boundaries of the Racins urbanized area 
an annrnvad for fmnrnnrfatinn fundina nuraasss bv the Wisconsin Dsoartrnsnt of Trans~ortatian and the Federal Hiohwav Adminlstratlon. The bicvole and ...-- ................................. . ~ .  ~ ..... ~ . ~ . .  ~ ~- ~ ~~ ~ ~ - .  
pedsPtr8an fac01it:es planning area boundaries vary from the 1990 urbanared area boundaries in two ways. Th. urbanizad area boundsriss weto expanded tor 
bscycle end psdsstroan facolotosa plsnnnng purposes to include areas contiguous to  the 1990 urbanized area that aye proposed by  the adopted regional land use 
plan to be developed for urban use by the year 2010. The urbanized area boundaries were decreased for purposes of blcvcle and pbdertrian faellitles planning 
t o  exclude areas of very-low-density residential development that are located more than five miles from a major activity oantsr. 

Source: SEWRPC. 
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Chapter I11 

EXISTING BICYCLE AND PEDESTRIAN FACILITIES AND SYSTEMS 

INTRODUCTION 

This chapter presents the findings of a n  inven- 
tory of existing bicycle and pedestrian facilities 
within the Region. It is important to note that 
bicycle use can and does legally occur on many 
public roadways in the Region tha t  are not 
specifically designated for such use. State law 
permits bicycle use on all public roadways except 
expressways and freeways where signs have been 
posted prohibiting such use and on those road- 
ways where the local governments concerned 
have specifically acted to prohibit bicycle use. 
Laws and regulations affecting bicycle operation 
are described in Chapter V of this report. 

The inventory of bicycle facilities presented in 
this chapter is limited to facilities that  are 
specifically designated for bicycle use, including 
existing bicycle paths, bicycle lanes, and signed 
bicycle routes; facilities providing bicycle access 
to transit stations and vehicles; and identified 
bicycle touring routes within the Region. Looped 
recreational trails within public parks or open 
space sites intended exclusively for recreational 
use were not included in the inventory, nor were 
public roadways t h a t  were not  specifically 
designed for bicycle use, with the exception of 
bicycle touring routes identified by the State 
of Wisconsin. 

The inventory of pedestrian facilities included 
a n  examination of each arterial street and 
highway within the Kenosha, Milwaukee, and 
Racine bicycle and pedestrian facilities planning 
areas to determine if sidewalks were provided 
along the facilities involved. Arterial streets and 
highways that did not have a sidewalk on either 
one or both sides of the facility were identified. 
Pedestrian access to transit stations was also 
inventoried. Lastly, existing hiking trails, with 
the exception of looped trails within park and 
open space sites, were inventoried. 

BICYCLE FACILITIES 

Existing Bicycle Ways 
For inventory purposes, existing bicycle ways 
were grouped by the following four facility types: 
bicycle paths located outside street rights-of- 

way; bicycle paths located within street rights- 
of-way; bicycle lanes; and bicycle routes. The 
location of bicycle ways within each of the seven 
counties in the Region a s  of December 31, 1993, 
is depicted on Maps A-1 through A-7 in Appen- 
dix A of this report. 

Unless otherwise noted, the length of existing 
bicycle ways is given in route-miles rather than 
in lane-miles. For bicycle paths, the number of 
lane-miles will generally be twice the number of 
route-miles, as  bicycle paths normally provide for 
two directions of travel. For bicycle ways located 
on two-way streets, the number of lane-miles 
will normally be approximately twice the  
number of route-miles, as  both sides of the street 
will normally be signed or marked for bicycle 
travel. On one-way streets, the number of route- 
miles will generally be the same as  the number 
of lane-miles. 

Off-Street Bicycle Paths: To date, the focus of 
State, county, and most local government pro- 
grams in Southeastern Wisconsin has been to 
provide bicycle ways a s  par t  of proposed 
multiple-use recreational trails intended to 
accommodate a variety of uses, including bicy- 
cling, hiking, cross-country skiing, and-on 
paved trails-roller-skating and roller-blading. 
Bicycling is generally the use that dictates the 
trail design. Trails designed and surfaced to 
accommodate bicycles, and located outside a 
street right-of-way, are referred to as  "off-street 
bicycle paths" in this report. This terminology is 
intended to distinguish such bicycle ways from 
off-road trails, which are generally used to 
describe cleared but unsurfaced trails available 
for mountain biking. 

Kenosha County maintains two off-street bicycle 
paths within the right-of-way of the now-defunct 
Chicago, North Shore & Milwaukee electric 
railway. The North Kenosha County Trail is 
approximately four miles in length and extends 
from the northern corporate limit of the City of 
Kenosha to the Kenosha-Racine County line, 
where the trail connects to the North Shore Trail 
in Racine County. The South Kenosha County 
Trail is approximately three miles in length, and 
extends from the southern corporate limit of the 
City of Kenosha to the Wisconsin-Illinois state 
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line, where the trail connects to the North Shore 
Trail in  the State of Illinois. 

I n  Ozaukee County, the City of Mequon and 
Village of Thiensville have  developed an 
approximately four-mile-long off-street bicycle 
path located along a former electric interurban 
railway right-of-way-that of The Milwaukee 
Electric Railway & Light Company, now 
defunct-located between Cedarburg Road and 
the Wisconsin Central railway (former Chicago, 
Milwaukee, St. Paul & Pacific Railroad Com- 
pany) right-of-way. The bicycle path extends 
from County Line Road on the south to High- 
land Road on the north. The Village of Grafton 
has  developed a one-mile-long off-street bicycle 
path south of and parallel to Maple Drive from 
7th Street west to the corporate limits of the 
Village. The Village has  also completed a n  
approximately one-mile-long off-street bicycle 
path extending from the intersection of North 
Street and 11th Avenue north to CTH 0, near its 
intersection with Hickory Street, which provides 
access to the Village's Meadowbrook Park. Both 
bicycle paths are located along the former right- 
of-way of The Milwaukee Electric Railway & 
Light Company. 

The City of Port Washington has  developed a n  
off-street bicycle path within the former right-of- 
way of The Milwaukee Electric Railway & Light 
Company. The bicycle path extends for about 
two miles from E. Jackson Street north to the 
Hales Trail. 

Racine County has  developed four off-street 
bicycle paths within former electric interurban 
railway rights-of-way: the Burlington Trail, the 
MRK (Milwaukee-Racine-Kenosha) Trail, the 
North Shore Trail, and the Waterford-Wind Lake 
Trail. The Burlington Trail extends four miles 
northward from the City of Burlington along the 
east side of STH 36 within the former right-of- 
way of The Milwaukee Electric Railway & Light 
Company. The North Shore Trail, which is three 
miles in length, is located in the southeastern 
corner of Racine County and connects with the 
North Kenosha County Trail. The bicycle path is 
located within the former right-of-way of the 
Chicago, North Shore & Milwaukee electric 
interurban railway. The MRK (Milwaukee- 
Racine-Kenosha) Trail is five miles long and is 
located in the northeastern portion of the County. 
The County has also completed a five-mile-long 
Waterford-Wind Lake Trail connecting those two 
communities. The latter two bicycle paths are 

located within the former right-of-way of The 
Milwaukee Electric Railway & Light Company. 

I n  Washington County, the City of West Bend 
has constructed a n  approximately one-mile-long 
off-street bicycle path along the south side of the 
Milwaukee River from Indiana Avenue to River 
Road. The path provides access to the City's 
Riverside Park. 

A 17-mile portion of the Glacial Drumlin State 
Trail is located in western Waukesha County. 
The Glacial Drumlin Trail is located on a n  
abandoned Chicago & North Western Transpor- 
tation Company right-of-way a n d  extends 
approximately 48 miles from the City of Wauke- 
sha on the east to the Village of Cottage Grove 
in Dane County on the west. That portion of the 
trail located in Waukesha County west of the 
City of Waukesha corporate limits is under the 
jurisdiction of the Wisconsin Department of 
Natural Resources. That portion of the trail 
located within the City of Waukesha is under 
City jurisdiction. 

Waukesha County has developed two off-street 
bicycle paths. The first is the Bugline Trail, 
which extends about 12 miles on former Chicago, 
Milwaukee, St. Paul & Pacific Railroad Company 
right-of-way from STH 175 in the Village of 
Menomonee Falls to CTH W in the Village of 
Merton. The New Berlin Trail extends six miles 
across the City of New Berlin within the former 
right-of-way of The Milwaukee Electric Railway 
& Light Company. The New Berlin Trail con- 
nects to the Milwaukee County "76" Trail at 
Greenfield Park in the City of West Allis. 

Two off-street bicycle paths have been con- 
structed in Waukesha County by local govern- 
ments. The City of Muskego has constructed a 
two-mile-long bicycle path in a former electric 
interurban railway right-of-way-that of The 
Milwaukee Electric Railway & Light Company- 
between the Civic Center complex and CTH Y on 
the west and Woods Road on the east. The 
Village of Hartland has constructed a n  approxi- 
mately two-mile-long bicycle path along the 
Bark River, which traverses the Village from its 
northern corporate limit south to the CP Rail 
System (former Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company) right-of-way. 

Bicycle Paths Located within Street Rights-of- 
Way: Bicycle paths located within street rights- 
of-way are separated from the motor-vehicle 



travel way by a planting strip. Although signed 
as bicycle ways, such facilities generally serve 
pedestrians a s  well a s  bicyclists. Bicycle paths 
are located where high levels of recreational use 
are anticipated, or where motor-vehicle speeds 
and volumes on the adjacent street are consid- 
ered too high for bicycles to safely share the 
roadway with motor vehicles. 

There are currently three bicycle paths within 
street rights-of-way in the Region, two in Milwau- 
kee County and one in Washington County. The 
first Milwaukee County bicycle path is approxi- 
mately two miles in length and is located within 
the W. Bradley Road right-of-way from N. 94th 
Street, near the Little Menomonee River, to 
STH 145, adjacent to Dretzka Park, in the City 
of Milwaukee. The second Milwaukee County 
bicycle path is approximately one mile long and 
is located in the right-of-way of Shepard Avenue 
from approximately E. Puetz Road to Shepard 
Hill Drive in the City of Oak Creek. The Wash- 
ington County bicycle path is approximately two 
miles in  length and is located in the right-of- 
way of STH 60. It extends from Hoffman Drive 
in the City of Hartford eastward to Pike Lake 
State Park. 

On-Street Bicycle Lanes: A bicycle lane is a 
portion of a roadway designated by striping, 
signing, and pavement markings for the prefer- 
ential or exclusive use of bicyclists. The City of 
Milwaukee provides combined bus and bicycle 
lanes on N. Prospect and N. Farwell Avenues- 
which are  both one-way streets-between 
E. North Avenue and E. Ogden Avenue. These 
lanes have a total length of about three miles. 
The combined lanes are restricted to bus and 
bicycle use only during certain specified hours of 
the day, which are posted on signs above and 
along the street. At other times, the lanes are 
open to all traffic. 

On-Street Bicycle Routes: A bicycle route is a 
bicycle way designated with directional and 
informational markers, and may consist of a 
combination of bicycle paths, bicycle lanes, and 
shared roadways signed for bicycle use. Bicycle- 
route signs are commonly installed to provide a 
connection between bicycle lanes or bicycle 
paths, or to mark a route recommended for 
bicycle travel based on more favorable roadway 
or traffic conditions. The term "bicycle route" is 
used in this report to describe a shared roadway 
signed for bicycle use. 

The City of Milwaukee has designated approxi- 
mately 30 lane-miles of bicycle routes along 15 
miles of City streets, in  addition to the combined 
bus and bicycle lanes described above. There are 
three primary routes. The first runs north from 
the central business district along E. Kilbourn 
Avenue, the N. Farwell-N. Prospect Avenues 
one-way pair, and N. Downer Avenue to the 
University of Wisconsin-Milwaukee campus. The 
route continues westward from the campus 
along E. Kenwood Boulevard, where it connects 
to the Milwaukee County "76" Trail along the 
former Chicago & North Western Transportation 
Company right-of-way on the east side of the 
Milwaukee River. The second route runs from 
the downtown area west to the City of Wauwa- 
tosa along W. Highland Boulevard and W. Vliet 
Street. The third route runs south from the 
downtown area  along S. 2nd Street and  
S. Kinnickinnic Avenue to E. Oklahoma Avenue. 
The route then follows E. Oklahoma Avenue 
eastward, where it connects to the "76" Trail a t  
the northern boundary of Bay View Park. 

Racine County designated approximately 190 
lane-miles of bicycle routes along 95 miles of 
county and local roads in the early 1970s. The 
bicycle route is located on a combination of 
county and local roads on the northern, western, 
and southern sides of the County. The bicycle 
route connects to the MRK Trail a t  the northern 
terminus of the trail a t  Seven Mile Road, approxi- 
mately 0.25 mile east of STH 32, in the northeast- 
em part of the County; and to the North Shore 
Trail a t  that trail's southern terminus in Racine 
County a t  the Racine-Kenosha County line, 
approximately 0.25 mile east of Lathrop Avenue, 
in the southeastern part of the County. 

Bicycle Systems Consisting of More than One 
Facility Type: Several local government bicycle 
systems are made up of a combination of bicycle 
paths, bicycle lanes, and shared roadways 
designated a s  bicycle routes. These systems are 
described in the following paragraphs. 

The Pike Trail in  the City of Kenosha extends 
approximately 9.5 route-miles along the Lake 
Michigan shoreline. The trail, which was devel- 
oped by the City, connects to the North and 
South Kenosha County Trails. About three route- 
miles of the Pike Trail are located off-street on 
bicycle paths through City parks. About one 
route-mile of the trail consists of bicycle lanes on 
7th Avenue on the south side of the City. The 



remaining 5.5 route-miles of the trail consist of 
signed bicycle routes located along City streets. 

Milwaukee County has developed the "76" Trail, 
which in 1993 included approximately 92 route- 
miles of bicycle ways. The bicycle-way system 
includes off-street bicycle paths located within 
the Menomonee River, Little Menomonee River, 
Milwaukee River, Root River, and Oak Creek 
Parkways; and along the Lake Michigan shore- 
line. Connecting segments have been provided 
through county parks, along public streets, and 
within the former Chicago & North Western 
Transportation Company lakefront main line 
right-of-way, to form a loop around the County. 
An east-west trail has also been provided within 
the Kinnickinnic River Parkway. In 1993, the 
"76" Trail system consisted of 28 route-miles of 
off-street bicycle paths in parks and parkway 
lands, bicycle routes along 62 route-miles of 
roadway, and two route-miles of bicycle paths 
within a street right-of-way, for a total of 154 
bicycle-lane-miles. Thirty-one miles of the 
64-mile on-street portion are located along 
parkway drives. 

The Village of Germantown has  developed 
bicycle ways extending from the intersection of 
STH 145 and Park Avenue south and west to the 
Village Library located on the southwest corner 
of the intersection of STH 167 and Western 
Avenue, consisting of a bicycle route along Park 
Avenue, a bicycle route along the north side of 
Main Street, and a shared bicycle and pedestrian 
path on the west side of Western Avenue in the 
street right-of-way, for a total of approximately 
one route-mile. 

As of 1993, the City of Brookfield had developed 
bicycle ways along both sides of approximately 
15 miles of roadway, and along one side of 
approximately five miles of roadway, for a total 
of about 20 bicycle-route-miles or about 35 
bicycle-lanemiles. 

The Village of Elm Grove has provided wide, 
paved shoulders signed for bicycle use along two 
streets for a combined distance of approximately 
1.5 bicycle-route-miles. The bicycle ways are 
located on the north side of Watertown Plank 
Road from Highland Drive to Pilgrim Parkway, 
and along the east side of Pilgrim Parkway from 
Watertown Plank Road to Gebhardt Road. 

The Village of Menomonee Falls has developed 
an  approximately one-mile-long off-street bicycle 

path along the Menomonee River from Lilly 
Road northwest to County Line Road. The 
Village has also developed bicycle paths within 
the right-of-way of N. Pilgrim Road for a total 
of five route-miles or 7.5 lane-miles. The bicycle 
path extends about five miles on the west side 
of N. Pilgrim Road from USH 41/45 to a point 
approximately one-half mile north of W. Lisbon 
Road. The bicycle path extends approximately 
2.5 miles on the east side of N. Pilgrim Road 
from W. Good Hope Road south to the same 
terminus as the bicycle path on the west side of 
N. Pilgrim Road. 

Bicycle Access to Transit 
Facilities which would accommodate connections 
between bicycle and public transit lines were 
inventoried as part of this planning process. 
Bicycle-transit connections serve to combine the 
advantages of bicycle travel, which offers excel- 
lent flexibility and mobility for shorter-distance 
trips, with the advantages of the use of public 
transit facilities for longer-distance trips. Facili- 
ties which were inventoried included bicycle-way 
access to transit stations, bicycle parking at 
storage facilities a t  transit stations, and devices 
to transport bicycles on transit vehicles. 

Currently, bicycle access is not provided directly 
to any of the transit stations in the Region, 
although the park-and-ride lots at  Pilgrim Road 
and at  State Fair Park as well as the Downtown 
Transit Center in Milwaukee are each located 
within 0.10 mile of an existing bicycle way. 
Table 1 sets forth the distances between existing 
bicycle ways and transit stations. The relation- 
ship between existing transit stations and 
bicycle ways is graphically displayed on Maps 
A-1 through A-7 in Appendix A of this report. 

As of the end of 1993, there were no provisions 
for transporting bicycles on transit vehicles 
operated by the five public transit operators in 
the Region-Milwaukee County, Waukesha 
County, the City of Kenosha, the City of Racine, 
and the City of Waukesha. The Metra commuter 
trains, which provide service from the City of 
Kenosha to Chicago, do not allow bicycles on 
board. Bicycles may be transported on Amtrak 
passenger trains and Greyhound buses as 
checked baggage, provided the bicycles are 
dismantled and boxed. 

As shown in Table 1, bicycle parking racks are 
provided at  nine of the 23 park-and-ride lots 
(including shopping center lots) in the Region 



Table 1 

AVAILABILITY OF BICYCLE PARKING AND BICYCLE-WAY ACCESSIBILITY TO 
EXISTING TRANSIT STATIONS~ SERVING RAPID AND EXPRESS TRANSIT ROUTES: 1993 

a~ "transit station" is a facility located on a rapid or express transit route which is designed to serve passengers boarding, 
alighting, or transferring between rapid, express, or local feeder transit routes serving the location. Transit stations vary in 
size and design depending upon their intended purpose and passenger volume served, but generally provide for more 
passenger amenities than would be found at a local transit stop. Passenger amenities typically provided a t  transit station 
facilities include passenger loading platforms, passenger shelters, telephone service, posted route maps and timetables, and, 
where sufficient land is available, parking for passengers transferring between auto and transit. Where the station serves 
very high passenger volumes or bus and rail routes providing intercity service, an enclosed terminal with rest rooms may also 
be provided. In the future, such stations may provide facilities enabling transit users to access advanced transit information 
systems which will, among other things, provide real-time transit-vehicle location and scheduling information. 

b ~ o t  within an urbanized area. 

Distance from 
Existing Bicycle Way 

0.1 0 mile 
0.30 mile 

2.20 miles 
2.00 miles 
0.20 mile 
0.40 mile 
I .OO mile 
1.75 miles 
0.66 mile 
0.30 mile 
< 1 00 feet 
3.00 miles 
0.10 mile 
2.00 miles 
2.25 miles 
2.50 miles 

- - C 

- - C 

- - C 

- - C 

- - C 

1.50 miles 
I .OO mile 
0.38 mile 
I .OO mile 

0.30 mile 
1.20 miles 
0.30 mile 
0.40 mile 
0.40 mile 
I .OO mile 
1 .I 0 miles 

Transit Station 

Public Transit Centers 
Downtown Transit Center (Milwaukee) . . . . . . . . . . . . . . . . . . .  
N.  76th Street and W.  Mill Road (Milwaukee) . . . . . . . . . . . . . . .  

Park-and-Ride Lots 
IH 94 and W.  College Avenue (Milwaukee) . . . . . . . . . . . . . . . .  
IH 94 and W .  Ryan Road (Oak Creek) . . . . . . . . . . . . . . . . . . . .  
USH 45 and W .  Watertown Plank Road (Wauwatosa) . . . . . . . . .  
IH 43 and Silver Spring Road (Glendale) . . . . . . . . . . . . . . . . . . .  
IH 43 and Brown Deer Road (River Hills) . . . . . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . . . . . . . .  IH 94 and Barker Road (Brookfield) 
IH 94 and W .  Holt Avenue (Milwaukee) . . . . . . . . . . . . . . . . . . .  
IH 43 and S. 108th Street (Hales Corners) . . . . . . . . . . . . . . . . .  
USH 41 and Pilgrim Road (Menornonee Falls) . . . . . . . . . . . . . . .  
IH 94 and STH 67 (summitlb . . . . . . . . . . . . . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . . . . . . . . . . . . . .  State Fair Park (West Allis) 
Timmerman Field (Milwaukee) . . . . . . . . . . . . . . . . . . . . . . . . .  
IH 894 and W .  Loomis Road (Greenfield) . . . . . . . . . . . . . . . . . .  
Northridge (Milwaukee) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
IH 43 and STH 83 ( ~ u k w o n a ~ ) ~  . . . . . . . . . . . . . . . . . . . . . . .  
IH 43 and STH 164 (Big Bend) . . . . . . . . . . . . . . . . . . . . . . . .  
STH 16 and CTH c  a as hot ah)^ . . . . . . . . . . . . . . . . . . . . . . . .  
IH 94 and CTH G (Pewaukeel . . . . . . . . . . . . . . . . . . . . . . . . . .  
IH 43 and Moorland Road (New Berlin) . . . . . . . . . . . . . . . . . . .  

Shopping Center Lots 
Silver Mill-N. Teutonia Avenue (Milwaukee) . . . . . . . . . . . . . . . .  
Pick ' n  Save-Capitol Drive (Brookfield) . . . . . . . . . . . . . . . . . . . .  
Southridge-S. 76th Street (Greendale) . . . . . . . . . . . . . . . . . . . .  
Kohl's-Green Bay Road (Brown Deer) . . . . . . . . . . . . . . . . . . . . .  

Intercity Transit Stations d 

Milwaukee Amtrak Station . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
Sturtevant Amtrak Station . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
Kenosha Transportation centere . . . . . . . . . . . . . . . . . . . . . . . .  
Badger Bus Terminal-Milwaukee . . . . . . . . . . . . . . . . . . . . . . . .  
Greyhound Bus Terminal-Milwaukee . . . . . . . . . . . . . . . . . . . . .  
Wisconsin Coach Lines Terminal-Waukesha . . . . . . . . . . . . . . . .  
Greyhound Bus TerminalIGlobe Travel-Waukesha . . . . . . . . . . . .  

'NO existing bicycle way within three miles of station. 

Bicycle Parking 
Rack Available 

Yes 
No 

Yes 
No 
Yes 
N 0 

N o 
Yes 
Yes 
Yes 
N o 
No 
Yes 
Yes 
Yes 
N o 
N o 
N o 
No 
No 
Yes 

N o 
N o 
N o 
N o 

N o 
No 
- - f 
N o 
N o 

Yesg 
No 

d~ i scons i n  Coach Lines provides scheduled service between Kenosha, Racine, and Milwaukee and between Oconomowoc, 
Pewaukee, Waukesha, and Milwaukee. Wisconsin Coach Lines maintains a bus station in Waukesha and stops at the 
Kenosha Transportation Center; the Milwaukee Badger Bus Terminal; the Greyhound Bus Terminals in Milwaukee and 
Kenosha; the central transit terminals operated by the Cities of Kenosha and Racine; selected park-and-ride lots; and 
selected local bus stops in the Cities o f  Waukesha, Milwaukee, Racine, and Kenosha. 

e ~ h e  Kenosha Transportation Center serves as the passenger terminal for the Metra commuter rail service. 

f ~ i c y c l e  lockers were scheduled to be installed in the spring of 1994. 

g ~ i c ~ c l e  racks are located within one block of the station. 

Source: SEWRPC. 



and a t  the Downtown (Milwaukee) Transit 
Center. There are no facilities for bicycle storage 
a t  any of these park-and-ride lots. None of the 
intercity transit stations in the Region provides 
bicycle parking or storage facilities; however, 
bicycle storage lockers were planned to be 
installed a t  the Kenosha Transportation Center 
(Metra station) in the spring of 1994, and bicycle 
parking racks are available within one block of 
the Wisconsin Coach Lines terminal in the City 
of Waukesha. 

Bicycle Touring Routes 
In May 1992, the Wisconsin Division of Tourism, 
in cooperation with the Wisconsin Department 
of Transportation and the Federal Highway 
Administration, published a new edition of the 
Wisconsin Bicycle Map. The map consists of four 
map sheets depicting bicycle travel routes 
throughout the State. The map indicates streets 
and highways recommended for bicycle travel 
based on an  evaluation of roadway conditions, 
including average daily traffic, amount of truck 
traffic, sight distance, number of lanes, pave- 
ment width, and shoulder width and roadway 
surface. The map also identifies highway seg- 
ments where above-average caution should be 
exercised as well as routes deemed unsuitable for 
bicycle travel. The map was produced to assist 
recreational bicyclists, particularly long-distance 
touring bicyclists, in selecting the most appropri- 
ate streets and highways for bicycle travel. 
Although the map is intended primarily for use 
by recreational bicyclists, the map can also 
assist utilitarian bicyclists in choosing suitable 
travel routes. The routes recommended by the 
Wisconsin Bicycle Map are not signed as bicycle 
routes unless they are part of another juris- 
diction's bicycle-way system. Map 4 depicts 
recommended bicycle touring routes in  the 
Southeastern Wisconsin Region as shown on the 
Wisconsin Bicycle Map. 

A review of Map 4 indicates that no recom- 
mended bicycle touring routes have been desig- 
nated on the Wisconsin Bicycle Map for 
Milwaukee County. The map scale and the 
method developed to evaluate roadway's suit- 
ability for bicycle travel, which was designed to 
apply to two-lane roads with a rural cross- 
section, limited the ability to designate recom- 
mended routes in Milwaukee County. The map, 
however, does include a list of organizations that 
may be contacted to obtain detailed route infor- 
mation for urban areas, including Milwaukee. 

PEDESTRIAN FACILITIES 

Sidewalk Inventory 
As part of this planning effort, each arterial 
street and highway, with the exception of free- 
ways, within the Kenosha, Milwaukee, and 
Racine bicycle and pedestrian facilities planning 
areas was examined to determine if sidewalks 
were provided along the facility. The inventory 
was limited to the planning areas associated 
with the three urbanized areas of the Region 
because such areas have substantial areas of 
adequate densities and have the larger activity 
centers needed to support significant levels of 
pedestrian travel, and further because of the need 
to coordinate the provision of pedestrian facilities 
between numerous local governments within the 
urbanized areas. The sidewalk inventory infor- 
mation was obtained from aerial photographs 
taken in the spring of 1990. Map 5 indicates 
those arterial streets and highways in  the 
Kenosha planning area having sidewalks along 
at  least one side of the facility and arterial 
segments lacking sidewalks in 1990. Maps 6 and 
7 provide information regarding sidewalks along 
arterial streets and highways in, respectively, the 
Milwaukee and Racine planning areas in 1990. 

As shown in Table 2, there were approximately 
1,409 miles of standard arterial streets and 
highways within the Kenosha, Milwaukee, and 
Racine bicycle and pedestrian facilities planning 
areas in 1990, including 144 miles in the Keno- 
sha area, 120 miles in the Racine area, and 1,145 
miles in the Milwaukee area. Sidewalks were 
located along at  least one side of about 37 miles, 
or about 26 percent, of the standard arterial 
facilities in the Kenosha area; along about 50 
miles, or about 42 percent, of the standard 
arterial facilities in the Racine area; and along 
about 569 miles, or about 50 percent, of the 
standard arterial facilities in the Milwaukee 
area. Arterial streets and highways in Milwau- 
kee County were the most likely to have side- 
walks located along the facility, with sidewalks 
located along almost 71 percent of arterial 
streets and highways in the County. 

Pedestrian Access to Transit 
Pedestrian access to rapid and express transit 
stations, including park-and-ride lots, was 
inventoried as part of this planning effort. The 
area surrounding each transit station was 
examined to determine if pedestrian facilities 
were in place to provide access to the transit 
station from residential areas or activity centers 
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LOCATION OF SIDEWALKS ALONG ARTERIAL STREETS AND HIGHWAYS IN 
THE KENOSHA BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1990 
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In ISSO, there were sppmximately 144 miles of standard arterial stre and highways within the Kenosha bicycle and pedestrian facilities planning area. 
Sidewslkr were located along at least one side of about 37 milea, or a out 26 percent, of the standard arterial facilities in the Kenosha area. 

Source: SEWRPC. 
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LOCATION OF SIDEWALKS ALONG ARTERIAL STREETS AND HIGHWAYS IN 
THE MILWAUKEE BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1990 



Map 7 

LOCATION OF SIDEWALKS ALONG ARTERIAL STREETS AND HIGHWAYS IN 
THE RACINE BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1990 

In 1990, there were approxlmatsly 120 moles of standard anerial streets and highways wnhln thsRaclne blsyslo and pedestrian fseilities planning area. Sidewalks were 
located along st least one ~ l d o  of about 50 m8les. or aDout 42 percent, of the standard ansrisl facilitleo in the Raclns area. 

Source: SEWRPC. 



Table 2 

ANALYSIS OF SIDEWALKS ALONG STANDARD ARTERIAL STREETS AND HIGH WAYS^ IN THE 
KENOSHA, MILWAUKEE, AND RACINE BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREAS: 1990 

a ~ o e s  not include freeways. 

Location 

Kenosha Planning Area 
Kenosha County . . . . . . . . .  

Milwaukee Planning Area 
Milwaukee County . . . . . . . .  
Ozaukee County . . . . . . . . .  
Racine County . . . . . . . . . . .  
Washington County . . . . . . .  
Waukesha County . . . . . . . .  

Subtotal 

Racine Planning Area 
Racine County . . . . . . . . . . .  

Total 

Source: SEWRPC. 

located within one-half mile of the station. miles. The location of the Ice Age Trail is shown 
Currently, sidewalk access is provided to 17 of on Map 9 in  Chapter IV of this report (see 
the 28 existing transit stations with residential page 40). 
areas or activity centers located within one-half 
mile of the station. Sidewalk access to existing 
transit stations is summarized in Table 3. SUMMARY 

Existing Hiking Trails 
All of the off-street bicycle paths described 
earlier in  this chapter accommodate pedestrians 
a s  well a s  bicyclists. I n  addition to these 
multiple-use off-street facilities, about 48 miles of 
the Ice Age Trail, which has been designed as  
a hiking trail, were completed and open to use 
a s  of the end of 1993. When completed, the Ice 
Age Trail will extend approximately 92 miles 
within the Southeastern Wisconsin Region in the 
western portions of Walworth, Waukesha, and 
Washington Counties. Two segments of the 
existing 48 miles of completed Ice Age Trail are 
open to bicyclists: that  portion of the Ice Age 
Trail that  follows the Glacial Drumlin State 
Trail for about two miles just west of the Village 
of Wales; and that portion of the Ice Age Trail 
that  follows the joint pedestrian and bicycle 

I path along the Bark River in the Village of 
Hartland for a distance of approximately 1.5 

Arterial Facilities Having a 
Sidewalk on One or Both Sides 

This chapter presents the results of inventories 
of existing bicycle and pedestrian facilities 
within the Region. Bicycle facilities inventoried 
included bicycle paths, bicycle lanes, and bicycle 
routes; facilities providing bicycle access to 
transit; and identified bicycle touring routes. 
Existing bicycle ways in the Region include 16 
off-street bicycle paths providing about 72 
bicycle-route-miles; three bicycle paths located 
within street rights-of-way providing about five 
bicycle-route-miles; two combined bus and bicy- 
cle lanes providing three bicycleroute-miles; two 
systems of on-street bicycle routes providing 
about 110 bicycle-route-miles; and six bicycle- 
way systems consisting of a combination of 
bicycle paths, bicycle lanes, and bicycle routes, 
which together account for about 129 bicycle- 
route-miles. Together, these existing bicycle 
ways within the Region account for a total of 
about 319 bicycle-route-miles. 

Miles 

3 7 

500 
20 
0 
3 
4 6 

569 

5 0 

656 

Total Miles 

1 44 

707 
103 

1 
2 3 
31 1 

1,145 

120 

1,409 

Percent 

25.7 

70.7 
19.4 
0.0 
13.0 
14.8 

49.7 

41.7 

46.6 

Arterial Facilities 
Having No Sidewalks 

Miles 

107 

207 
8 3 
1 
2 0 
265 

576 

70 

753 

Percent 

74.3 

29.3 
80.6 
100.0 
87.0 
85.2 

50.3 

58.3 

53.4 



Table 3 

PEDESTRIAN ACCESSIBILITY TO EXISTING TRANSIT 
STATIONS~ SERVING RAPID AND EXPRESS TRANSIT ROUTES: I 993 

a~ "transit station " is a facility located on a rapid or express transit route which is designed to serve passengers boarding, alighting, or transferring between rapid, 
express, or local feeder transit routes serving the location. Transit stations vary in size and design depending upon their intended purpose and passenger volume served, 1 
but  generally provide for more passenger amenities than would be found a t  a local transit stop. Passenger amenities typically provided a t  transit station facilities include 
passenger loading platforms, passengershelters, telephone service, posted route maps and timetables, and, where sufficient land is available, parking for passengers 1 
transferring between auto and transit. Where the station serves very high passengervolumes or bus and rail routesproviding intercity service, an enclosed terminal with 
rest rooms may also be provided. In the future, such stations may provide facilities enabling transit users to access advanced transit information systems which will, , 
among other things, provide real-time transit-vehicle location and scheduling information. 

Transit Station 

Public Transit Centers 
Downtown Transit Center (Milwaukee) . . . . . . . . . . .  
N. 76th Street and W .  Mill Road (Milwaukee) . . . . . . .  

Park-and-Ride Lots 
IH 94  and W .  College Avenue (Milwaukee) . . . . . . . .  
IH 94  and W.  Ryan Road (Oak Creek) . . . . . . . . . . . .  
USH 45 and W .  Watertown Plank Road 

(Wauwatosa) . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
IH 43 and Silver Spring Road (Glendale) . . . . . . . . . .  

IH 43 and Brown Deer Road (River Hills) . . . . . . . . . .  
IH 94  and Barker Road (Brookfield) . . . . . . . . . . . . . .  
IH 94  and W .  Holt Avenue (Milwaukee) . . . . . . . . . . .  
IH 43 and S. 108th Street (Hales Corners) . . . . . . . . .  
USH 41 and Pilgrim Road (Menomonee Falls) . . . . . . .  
IH 9 4  and STH 67 ( ~ u r n m i t ) ~  . . . . . . . . . . . . . . . . . .  
State Fair Park (West Allis) . . . . . . . . . . . . . . . . . . .  
Timmerman Field (Milwaukee) . . . . . . . . . . . . . . . . .  
IH 894 and W .  Loomis Road (Greenfield) . . . . . . . . . .  

Northridge-Beatrice Court (Milwaukee) . . . . . . . . . . .  
IH 43 and STH 83 ( ~ u k w o n a g o ) ~  . . . . . . . . . . . . . .  
IH 43 and STH 164 ( ~ i ~   end)^ . . . . . . . . . . . . . . . .  
STH 16 and CTH c  a as hot ah)^ . . . . . . . . . . . . . . . .  
IH 94  and CTH G (Pewaukee) . . . . . . . . . . . . . . . . .  
IH 43 and Moorland Road (New Berlin) . . . . . . . . . . .  

Shopping Center Lots 
Silver Mill-N. Teutonia Avenue (Milwaukee) . . . . . . . .  

Pick ' n  Save-Capitol Drive (Brookfield) . . . . . . . . . . . .  
Southridge-S. 76th Street (Greendale) . . . . . . . . . . . .  
Kohl's-Green Bay Road (Brown Deer) . . . . . . . . . . . .  

Intercity Transit StationsC 
Milwaukee Amtrak Station . . . . . . . . . . . . . . . . . . .  
Sturtevant Amtrak Station . . . . . . . . . . . . . . . . . . . .  
Kenosha Transportation centerd . . . . . . . . . . . . . . . .  
Badger Bus Terminal-Milwaukee . . . . . . . . . . . . . . . .  
Greyhound Bus Terminal-Milwaukee . . . . . . . . . . . . .  
Wisconsin Coach Lines Terminal-Waukesha . . . . . . . .  
Greyhound Bus TerminallGlobe Travel-Kenosha . . . . .  

i 
b ~ o t  within an urbanized area. 

C ~ i s c o n s i n  Coach Lines provides scheduled service between Kenosha, Racine, and Milwaukee and between Oconomowoc, Pewaukee, Waukesha, and Milwaukee. 
Wisconsin Coach Lines maintains a transit station in Waukesha and stops a t  the Kenosha Transportation Center; the Milwaukee Badger Bus Terminal; the Greyhound 
Bus Terminals in Milwaukee and Kenosha; the central transit terminals operated by the Cities o f  Kenosha and Racine; selectedpark-and-ride lots; and selectedlocal 1 
transit stops in the Cities o f  Waukesha, Milwaukee, Rache, and Kenosha. 

Residential Area 
or Activity Center 

Located within 
0.5 Mile of Station 

Yes 
Yes 

Yes 
Yes 

No 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
No 
Yes 
Yes 
Yes 

Yes 
No 
Yes 
Yes 
Yes 
No 

Yes 

Yes 
Yes 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

d ~ h e  Kenosha Transportation Center serves as the passenger terminal for the Metra commuter rail service. i 
Source: SEWRPC. 
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Existing 
Sidewalk 
Access to  

Station 

Yes 
Yes 

Yes 
No 

Yes 
Yes 

No 
No 
Yes 
No 
No 
No 
Yes 
Yes 
No 

Yes 
No 
No 
No 
No 
No 

Yes 

No 
Yes 
No 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

Comments 

- - 
- - 

- - 
Few residences located near station; area sparsely developed 

- - 
Sidewalk access provided from south and east; IH 43 and 

Milwaukee River are barriers to  access from the west 
Station located in predominantly low-density residential area 
Surrounding area predominantly nonresidential 

- - 
- - 

Limited amount of residential development near station 
- - 
- - 
- - 

Opportunity t o  provide pedestrian access from 
residential area to  east 

Surrounding area predominantly nonresidential 
- - 

Limited amount of residential development near station 
Limited amount of residential development near station 
Limited amount of residential development near station 

- - 

Direct connection lacking from residential area 
west of shopping center 

- - 
- - 
- - 

- - 
- - 
- - 
- - 
- - 
- - 
- - 



An inventory of bicycle access to transit stations 
and transit vehicles serving rapid and express 
transit routes shows that, as  of the end of 1993, 
no direct bicycle access was provided to any of 
the 32 transit stations within the Region, and 
that  there were no provisions for transporting 
bicycles on local and suburban transit vehicles; 
however, bicycles may be transported on some 
intercity transit  vehicles if the bicycles are 
boxed. Bicycle parking racks were available a t  
nine of the Region's 23 park-and-ride lots (includ- 
ing shopping center lots) and a t  the Downtown 
(Milwaukee) Transit Center. No bicycle parking 
or storage facilities were available a t  the inter- 
city transit stations in the Region; however, 
bicycle storage lockers were planned to be 
installed a t  the Kenosha Transportation Center 
(Metra station) in the spring of 1994, and bicycle 
parking racks are available within one block of 
the Wisconsin Coach Lines terminal in the City 
of Waukesha. 

An inventory of sidewalks along standard 
arterial streets and highways within the Keno- 
sha, Milwaukee, and Racine bicycle and pedes- 
trian facilities planning areas in 1990 indicated 
that sidewalks were provided along a t  least one 
side of about 656 miles, or about 47 percent, of 
the total 1,409 miles of arterial facilities within 
the three planning areas. Sidewalks were located 
along a t  least one side of about 37 miles, or 
about 26 percent, of the standard arterial facili- 
ties in the Kenosha area; along about 50 miles, 
or about 42 percent, of the standard arterial 
facilities in the Racine area; and along about 569 
miles, or about 50 percent, of the standard 
arterial facilities in the Milwaukee area. An 
inventory of sidewalk access to transit stations 
serving rapid and express transit routes shows 
that, as  of the end of 1990, sidewalk access was 
provided to 17 of the 28 transit stations with 
residential areas or activity centers located 
within one-half mile of the station. 
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Chapter IV 

EXISTING BICYCLE AND PEDESTRIAN PLANS AND POLICIES 

INTRODUCTION 

This chapter presents the findings of a n  inven- 
tory of planned bicycle and pedestrian facilities 
and of county and local government policies and 
ordinance provisions relating to the construction 
of bicycle and pedestrian facilities within the 
Region. 

ADOPTED PLANS CALLING FOR THE 
PROVISION OF BICYCLE FACILITIES 

A number of plans calling for the provision of 
bicycle facilities have been prepared within the 
Region. The majority of these planned bicycle 
facilities have been included a s  parts of park 
and open space plans. Such plans have been 
prepared and adopted by the Commission for the 
Southeastern Wisconsin Region; by each of the 
seven counties in  the Region; and by several 
local units of government. In  addition to park 
and open space plans, the construction of bicycle 
facilities has  been recommended in some local 
land use plans, comprehensive plans, and bicy- 
cle facility plans. 

of the counties in the Region.' The county plans 
incorporate the natural resource-based trails 
recommended under the regional plan, and also 
include some nonresource-related trail corridors, 
such as  abandoned railway rights-of-way. Map 8 
shows the approximately 500-mile regional trail 
network recommended in the seven adopted 
county park and open space plans. Map 8 also 
reflects off-street trails included in plans adopted 
by local governments in the Region. With the 
exception of the Ice Age Trail, all of the trails 
in the Region allow bicycle use, and many are 
designed and designated a s  bicycle routes. 

A description of planned bicycle ways in each of 
the seven counties in the Southeastern Wiscon- 
sin Region is presented in the following sections. 
The following inventory of planned bicycle ways 
does not include proposed looped trails within 
public parks or open space sites t h a t  are 
intended exclusively for recreational use. 

Kenosha County 
Existing and planned bicycle ways in Kenosha 
countyare shown on Map A-1 in Appendix A of 

The regional park and open space plan, adopted 
by the Regional Planning Commission in 1977, 
recommended the development of a n  approxi- 
mately 440-mile network of hiking and bicycling 
trails.' Most of the trails recommended in the 
regional plan were proposed to be located in  
areas having natural resource values of regional 
significance, such a s  the Lake Michigan shore- 
line, the Kettle Moraine, and the riverine areas 
of the Milwaukee, Fox, and Root Rivers. The 
regional park and open space plan was subse- 
quently refined through the preparation and 
adoption of park and open space plans by each 

' T h e  regional park and open space plan is 
documented in SEWRPC Planning Rewort 
No. 27, A Regional Park and Open ~ i a c e  Plan 
for Southeastern Wisconsin: 2000, November 
1977. 

2The seven county park and open space plans are 
respectively documented in SEWRPC Commu- 
nity Assistance Planning Report No. 131, A Park 
and Open Space Plan for Kenosha County, 
November 1987; SEWRPC Community Assis- 
tance Planning Report No. 132, A Park and Open 
Space Plan for Milwaukee County, November 
1991; SEWRPC Community Assistance Planning 
Report No. 133, A Park and Open Space Plan for 
Ozaukee County, July 1987; SEWRPC Commu- 
nity Assistance Planning Report No. 134, A Park 
and Septem- 
ber 1988; SEWRPC Community Assistance Plan- 
ning ~ e b o r t  No. 135, A park and Open Space 
Plan for Walworth County, February 1991; 
SEWRPC Community  Assistance Planning 
Report No. 136, A Park and Open Space Plan for 
Washington County, March 1989; and SEWRPC 
Communitv Assistance Planning Rewort No. 137. - - 
A Park akd Open Space Plan for ~ a u k e s h a  
County, December 1989. 



Map 8 

SELECTED EXISTING AND PLANNED 
BICYCLE AND HIKING TRAILS IN 

SOUTHEASTERN WISCONSIN: 1993 
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The regional park and open space plan, adopted by the Regional Planning Commission in 1977, recommended the development of an appmximately 440-mile 
network of hiking and bicycling trails to be located mostly in areas having natural resource values of regions1 significance, such as the Lake Michigan 
shoreline. the Kenle Moraine, and the rlverlne areas of the Milwaukee, Fox, and Root Rivers. The regional park and open space plan war subsequentlyrefinad 
through the preparation and adoption of park and open space plans by each of the counties in the Region, which incorporated the natural resource-based trails 
racommended by the regional plan and also included nonresoureerslated trail corridon, such as abandoned railway rights-of-way. m a  map shorn  the 
approximately 500-mile regional uail network recommandad by the seven adopted county park and open space plans, as well as off-street trails included in 
Plans adopted by local govemmants in the Region. 

I Source: SEWRPC 



this report. The existing North and South Keno- 
s h a  County Bicycle Trails and the City of 
Kenosha Pike Trail together form the Kenosha 
County portion of the Lake Michigan Trail 
recommended in the Kenosha County park and 
open space plan. I n  addition to the Lake Michi- 
gan Trail, the Kenosha County plan calls for the 
County to develop two new multi-use trails: the 
Pike River Trail, which would extend five miles 
from the Lake Michigan Trail on the east to 
Petrifying Springs Park on the west; and the Fox 
River Trail, which would extend about 10 miles 
along the River throughout its length in Kenosha 
County, and connect to the proposed Fox River 
Trail in  Racine County. 

Milwaukee County 
Existing and planned bicycle ways in Milwaukee 
County are shown on Map A-2 in Appendix A of 
this report. Milwaukee County has developed the 
"76" Trail, which in 1993 included approximately 
92 bicycle-route-miles. The Milwaukee County 
park and open space plan calls for a n  additional 
39 routemiles of bicycle ways. Of this total, 23 
miles would consist of off-street multi-use trails 
within three parkways, including 15 miles within 
the Root River Parkway south of W. Loomis 
Road and four miles each in the Oak Creek and 
Little Menomonee River Parkways. I n  some 
cases, the trails are proposed to serve in lieu of 
parkway drives to provide access to and through 
the parkway system. The plan recommends 
extending the Milwaukee River Trail two miles 
north along public streets to connect to the 
Milwaukee River Trail in Ozaukee County. The 
plan recommends the construction of a bicycle 
way along two miles of W. Cleveland Avenue, 
which would connect the northern portion of the 
Root River Trail to the East-West (Kinnickinnic 
River) Trail. 

The Milwaukee County plan also recommends 
the construction of bicycle ways through the 
Menomonee River Valley and across the Daniel 
Webster Hoan Memorial Bridge. The proposed 
Hoan Bridge bicycle way would replace a n  
existing on-street segment of the "76" Trail. The 
proposed Menomonee River Valley bicycle way 
would connect the existing "76" Trail in  Hoyt 
Park, north of the Milwaukee County Institutions 
grounds in the City of Wauwatosa, to the Mil- 
waukee central business district. Milwaukee 
County has received funding from the Wisconsin 
Department of Transportation to complete that 
portion of the bicycle way from Hoyt Park to the 

Milwaukee County Stadium grounds. The Wis- 
consin Department of Natural Resources, i n  
cooperation with the National Park Service and 
a n  advisory committee, is conducting a study to 
determine the feasibility of establishing a Meno- 
monee Valley Greenway between Hoyt Park and 
the Lake Michigan shoreline. The committee 
conducting the study has endorsed constructing 
a bicycle way through the proposed corridor. 

The City of Milwaukee Common Council adopted 
a bicycle plan for the city3 in May 1993. The plan 
calls for the development of approximately 140 
miles of bicycle facilities along 70 miles of City 
streets. The plan assigns first priority to the 
provision of bicycle routes connecting the central 
business district to the University of Wisconsin- 
Milwaukee and Marquette University campuses. 
The City had designated bicycle routes along 18 
miles of City streets-for a total of 33 miles of 
bicycle facilities, including three miles along one- 
way streets and 15 miles along both sides of two- 
way streets-by the end of 1993. The City even- 
tually plans to extend the bicycle facilities system 
to serve the entire City, and to link the central 
business district to the Milwaukee County Insti- 
tutions grounds and the Milwaukee Regional 
Medical Center in the City of Wauwatosa. 

The Hales Comers corridor plan4 calls for the 
development of a bicycle and pedestrian path 
approximately 2.5 miles in length that would 
traverse the Village of Hales Corners along 
Whitnall Park Creek; within the street right-of- 
way of S. 116th Street and W. Edgerton Avenue; 
and within the former right-of-way of the now- 
defunct The Milwaukee Electric Railway & Light 
Company. The bicycle and pedestrian path 
would connect to the Milwaukee County "76" 
Trail a t  two locations, one on the northeast and 
one on the southeast side of the Village, and 

3 ~ o c u m e n t e d  in the report entitled Bicycle 
Milwaukee, prepared by the City of Milwaukee 
in 1993. 

4Documented in SEWRPC Community Assis- 
tance Planning Report No. 195, A Land Use, 
Urban Design, and Transportation Plan for 
Selected Arterial Street Corridors in the Village 
of Hales Corners, Milwaukee County, Wisconsin, 
May 1993. 



would serve several existing schools and parks 
in  the Village. 

The City of Oak Creek adopted a bicycle-way 
plan in 1985.~ Proposed bicycle ways are located 
primarily on residential land access streets with 
connections to the Milwaukee County "76" Trail 
within the Oak Creek and Root River Parkways. 
About 23 miles of bicycle ways are recommended 
in the plan. As of 1993, a bicycle path had been 
developed in  the right-of-way of S. Shepard 
Avenue for a distance of approximately 1.5 miles. 

Ozaukee County 
Existing and planned bicycle ways in Ozaukee 
County are shown on ~ a p  A-3 in kppendix A of 
this report. The Ozaukee County park and open 
space plan calls for the County to develop two 
multi-use trails. The first is the Milwaukee River 
Trail, with a proposed length of 34 bicycle-route- 
miles, including 12 miles located off-street in  
parkway lands, six miles off-street in  the former 
right-of-way of The Milwaukee Electric Railway 
& Light Company, and 16 miles on-street. The 
second is the Little Menomonee River Trail, 
having a length of four bicycle-route-miles, 
including one mile off-street and three miles on- 
street, for a total of seven bicycle-lane-miles. 
This trail would connect the Little Menomonee 
River Trail in  Milwaukee County to the Mil- 
waukee River Trail in  the City of Mequon to 
the north. 

The City of Cedarburg development plan' recom- 
mends that the City develop a system of bicycle 
and pedestrian paths that would link all City 
neighborhood and community parks and would 
also conned to the proposed Milwaukee River 
Trail. The pathway system would include eight 
miles of off-street paths within City parks and 
parkways and on-street facilities along nine miles 
of street, for a total of 17 bicycle-route-miles. 

5~ocumented  in the report entitled Proposed 
Sidewalks-Bikeways Policy Plan, adopted by the 
City of Oak Creek Plan Commission in February 
1985. 

'Documented in SEWRPC Community Assis- 
tance Planning Report No. 144, A Development 
Plan for the City of Cedarburg: 2010, February 
1991. 

The transportation element of the City of Mequon 
comprehensive plan,7 adopted in 1985, calls for 
the City to extend the existing off-street bicycle 
path approximately two miles to the northern 
City limits, and to develop approximately 15 
bicycle-route-miles of bicycle ways on arterial and 
collector streets and approximately 18 bicycle- 
route-miles of bicycle ways on residential land 
access streets, for a total of approximately 35 
bicycle-route-miles or 70 bicycle-lane-miles. 

A one-mile segment of the Milwaukee River Trail 
has been developed by the Village of Grafton 
south of and parallel to Maple Drive. This trail 
segment will eventually become part of the 
countywide trail recommended in the County 
park and open space plan. The Village of 
Grafton park and open space plan8 calls for the 
development of two Village trails. The first trail 
would be approximateIy two miles in length and 
would connect three neighborhood parks to the 
Milwaukee River Trail; the other would be a n  
approximately four-mile-long trail located within 
the Cedar Creek and Mole Creek Parkways that 
would connect to the City of Cedarburg trail 
system. The Village has completed a one-mile 
section of the longer trail. 

Racine County 
Existing and planned bicycle ways in Racine 
countyare shown on Map A-4 in Appendix A of 
th is  report. Racine County designated a n  
approximately 95-mile bicycle route circling the 
County along low-volume public roads in the 
early 1970s. The County prepared a master 
bicycle route development plang in 1975 that 
called for the development of approximately 30 
additional miles of bicycle routes, 19 miles of 

7~ocumented in the report entitled Comprehen- 
sive Plan-Transportation Plan, prepared by the 
City of Mequon in 1985. 

8~ocumented in SEWRPC Community Assis- 
tance Planning Report No. 178, A Park and 
Open Space Plan for the Village of Grafton, 

March 1989. 

g ~ o c u m e n t e d  in the report entitled Racine 

prepared by Barton-Aschman Associates, Inc., 
for the Racine County Bicycle Committee in 
October 1975. 



bicycle lanes, and 46 miles of off-street trails for 
bicycling and  walking. The plan h a s  been 
partially implemented through the development 
of four trails that connect to the on-street bicycle- 
way system. All of the trails are located off-road 
within former electric interurban railway system 
rights-of-way. 

The Racine County park and open space plan 
calls for the County to develop a 14-mile-long 
trail within the Root River Parkway, and to 
develop a n  approximately 23-mile-long trail 
within the former Chicago, Milwaukee, St. Paul 
& Pacific Railroad right-of-way should the right- 
of-way become available. Development of a trail 
within the railway right-of-way would provide 
an opportunity to link the Root River and Lake 
Michigan Trails in  the eastern portion of the 
County to the Fox River Trail in the western 
portion of the County. 

The Racine County park and open space plan 
also calls for the Wisconsin Department of 
Natural Resources to develop a 10-mile trail 
within the Honey Creek Parkway, which would 
connect to the Fox River Trail on the north and 
south, forming a loop trail north of the City of 
Burlington. The plan further recommends that  
the Department develop a three-mile trail to 
connect the Bong Recreation Area in Kenosha 
County to the Fox River Trail in  Racine County. 

The Town of Mt. Pleasant park and open space 
plan,10 adopted in 1991, calls for the Town to 
construct a 13-mile multi-use trail that would 
connect on the north to the Root River Trail i n  
the Town of Caledonia and on the south to the 
Pike River Trail. About eight miles of this 
proposed trail would be located in the Pike River 
Parkway, about four miles in the Hoods Creek 
Parkway, and about one mile would be located 
on-road. 

Walworth County 
There are no existing bicycle ways in Walworth 
County other than looped mountain bike trails 
located within the Kettle Moraine State Forest. 

1°~ocumented in SEWRPC Community Assis- 
tance Planning Report No. 199, A Park and 
Open Space Plan for the Town of Mt. Pleasant, 
Racine County, Wisconsin, November 1991. 

The Walworth County park and open space plan 
calls for the County to develop the Sugar Creek 
Trail, a 27-mile trail, of which 18 miles would be 
located off-road in parkway lands and nine miles 
would be located on-road. The trai l  would 
connect with the Honey Creek Trail in  Racine 
County on the east and with the Ice Age Trail 
on the west. 

The Walworth County plan also calls for the 
Wisconsin Department of Natural Resources to 
develop trails along the Mukwonago River and 
Turtle Creek. The Mukwonago River Trail would 
extend approximately six miles in Walworth 
County and continue into Waukesha County, 
and would connect the Ice Age and Fox River 
Trails. The Turtle Creek Trail would extend 
approximately 22 miles from the Ice Age Trail 
southwest to Rock County. The proposed trail 
locations are shown on Map A-5 in Appendix A 
of this report. 

Washington County' 
Existing and planned bicycle ways in Washing- 
ton county are shown on Map A-6 in Appen- 
dix A of this report. The Washington County 
Park and Planning Commission in 1978 pre- 
pared a n  outdoor recreation plan for the County 
which proposed a 57-mile bicycle route on public 
streets and highways, connecting the City of 
West Bend and the Villages of Slinger and 
Germantown with major parks within the  
County. The Washington County park and open 
space plan incorporates the  recommended 
County bicycle route and also recommends the 
development of a multi-use trail within the 
Milwaukee River Parkway. The trail would 
extend 20 miles in the County and would connect 
to the Milwaukee River Trail in Ozaukee County 
on the east and with the Ice Age Trail on the 
north. 

The Wisconsin Department of Transportation, a t  
the request of the City of Hartford, recently 
completed a two-mile bicycling and walking 
path on the east side of the City. The path is 
located off-street in the right-of-way of STH 60, 
and extends from Hoffman Drive eastward to 
Pike Lake State Park. The Department plans to 
extend the bicycle path westward in 1995 to 
Rural Street a s  part of the reconstruction of 
STH 60. The City plans to construct a bicycle 
path that will extend from the STH 60 bicycle 
path north and west along the Rubicon River to 
the western City limits in Dodge County. 



The City of West Bend park and open space 
plan11 calls for the City to develop multi-use 
trails within four parkway corridors. The City 
trails would connect to the proposed Milwaukee 
River Trail to be developed by Washington 
County and the Ice Age Trail to be developed by 
the State of Wisconsin in cooperation with the 
Ice Age Park and Trail Foundation. The four 
City trails include the five-mile-long Quaas 
Creek Trail, which would connect six proposed 
park sites to the proposed Milwaukee River 
Trail; the three-mile-long Silverbrook Trail, 
which would connect four existing parks to the 
Ice Age Trail on the west and the Milwaukee 
River Trail on the east; the Sunset Trail, a two- 
mile-long trail that  would connect to the Ice Age 
Trail on the north and to the Silverbrook and 
Milwaukee River Trails on the south; and the 
two-mile-long Wingate Trail, which would con- 
nect one existing and two proposed parks to the 
Milwaukee River Trail. The City has constructed 
a n  approximately one-mile portion of the Mil- 
waukee River Trail between Indiana Avenue and 
River Road. 

The Village of Germantown has developed a 
bicycle route approximately one mile long from 
the intersection of STH 145 and Park Avenue 
south and west to the Village Library located on 
the  southwest corner of the intersection of 
STH 167 and Western Avenue. The Village plans 
to construct approximately 16 miles of additional 
bicycle ways along streets within the Village. 

Waukesha County 
Existing and planned bicycle ways in Waukesha 
County are shown on Map A-7 in Appendix A of 
th is  report. The County had  developed the 
Bugline and New Berlin Trails a s  of the end of 
1993. The Waukesha County park and open 
space plan calls for the development of seven 
additional trails which would accommodate 
bicycling. They include the 37-mile-long Fox 
River Trail, which would be located primarily 
within parkway lands; the Menomonee River 
Trail, which would extend six miles between the 
Milwaukee County portion of the Menomonee 
River Trail on the east and the Bugline Trail on 

' Documented in SE WRPC Community Assis- 
tance Planning Report No. 104, A Park and 
Open Space Plan for the City of West Bend, 
Washington June 1985. 

the west; the Tamarack Trail, which would 
extend six miles between the Milwaukee County 
portion of the Menomonee River Trail on the 
east to the Fox River Trail on the west; the 
Pebble Brook Trail, a 12-mile trail which would 
link the Fox River Trail to the New Berlin Trail; 
the Mill Creek Trail, a five-mile trail which 
would link the Fox River Trail to a proposed 
County park in the southwestern portion of the 
City of New Berlin; the Mukwonago River Trail, 
which would extend 14 miles in Waukesha 
County and connect the Ice Age and Fox River 
Trails; and the Lake Country Trail, which would 
extend about 15 miles from the northern limits 
of the City of Waukesha westward to the City of 
Oconomowoc. The County initiated construction 
of the first phase of the Lake Country Trail in 
1993, which will extend about eight miles from 
the City of Waukesha to Cushing Park in the 
City of Delafield. The trail  will be located 
primarily within the former right-of-way of The 
Milwaukee Electric Railway & Light Company, 
with limited segments located on-street. 

The City of Brookfield adopted a bicycleway 
master plan12 in 1988. The plan calls for the 
development of 111 miles of bicycle ways within 
the City, including 43 miles of bicycle paths to 
be located within street rights-of-way; 27 miles 
of bicycle lanes; 31 miles of bicycle routes; and 
10 miles of off-street multi-use trails. The City of 
Brookfield park and open space plan,13 adopted 
in 1992, incorporates the bicycle ways recom- 
mended by the bicycle-way master plan, and 
recommends the development of a n  additional 
bicycle way along Poplar Creek. As of 1993, the 
City had completed approximately 20 miles of 
the proposed bicycle-way system, consisting 
primarily of bicycle lanes and bicycle paths 
along arterial streets. 

12Documented in the report entitled Bikeway 
Master Plan, Brookfield, Wisconsin, prepared by 
R. A. Smith & Associates, Inc., for the Brookfield 
Bicycle and Pedestrian Safety Committee, April 
1988. 

13~ocumented in SEWRPC Community Assis- 
tance Planning Report No. 108, A Park and 
Open Space Plan for the City of Brookfield, 
Waukesha County, Wisconsin, August 1991. 



The Village of Elm Grove adopted a bicycle and 
pedestrian pathway plani4 in 1989. The plan 
provides for approximately nine miles of bicycle 
ways within the Village, including approxi- 
mately 3.5 miles of existing pathways for shared 
bicycle and pedestrian use. Approximately five 
miles of the recommended bicycle ways would be 
on-road on paved shoulders; the remainder 
would be pathways for both bicyclists and 
pedestrians located within street rights-of-way. 

The City of Muskego park and open space plan1 
calls for the development of 23 miles of trails, 
including 10 miles within the former right-of- 
way of The Milwaukee Electric Railway & Light 
Company; two miles within existing parks; and 
11 miles on-street. Approximately two miles of 
the on-street bicycle way is proposed to be 
constructed along the Moorland Road extension 
from Durham Road north to the City limits a t  
College Avenue. A two-mile portion of the City 
trail system has been constructed within the 
former electric interurban railway right-of-way 
between the Civic Center complex and CTH Y on 
the west and Woods Road/Bay Lane Terrace on 
the east. It is envisioned that  the City of 
Muskego trail system would eventually connect 
to the existing Root River Trail in Milwaukee 
County to the east, to the existing Waterford- 
Wind Lake Trail in Racine County to the south, 
and to the proposed Fox River Trail in Wauke- 
sha County on the west. 

The City of New Berlin park and open space 
plan1 calls for the development of two multi-use 
trails totaling 15 miles in length. One of the 
trails would be two miles in length, primarily off- 

l4~ocumented in the report entitled Bicycle/ 
Pedestrian Pathway Plan for the Village of Elm 
Grove, prepared by R. A. Smith & Associates, 
Inc., for the Village of Elm Grove, November 
1989. 

5~ocumented in SEWRPC Communitv Assis- 
tance Planning Report No. 202, A  irk and 
Open Space Plan for the City of  Muskego, 

January 1992. 

16Documented in SEWRPC Community Assis- 
tance Planning Report No. 66, A Park and Open 
Space Plan for the City of New Berlin, Wauke- 
sha County, Wisconsin, October 1981. 

street, and would connect the County's New 
Berlin Trail to Minooka Park. The other trail is 
proposed to be 13 miles in length and would form 
a loop through the central portion of the City, 
connecting four community parks. Approxi- 
mately four miles of this latter trail would be 
along public streets and the remainder would be 
off-street. 

Prior to the adoption of the City park and open 
space plan, the City of New Berlin Plan Commis- 
sion adopted a bicycle plan which recommended 
the establishment of both on- and off-street 
bicycle ways. The plan, which was first adopted 
in April 1980, has been periodically updated by 
the City. 

The Village of Menomonee Falls land use and 
transportation system plan17 recommends that 
the Village develop an  approximately three- 
mile-long bicycling' and walking trail on the 
periphery of the Tamarack Swamp, and a n  
approximately three-mile-long trail along the 
Menomonee River, from Lilly Road northwest to 
County Line Road. This trail segment will 
eventually become part of the countywide trail 
recommended in the County park and open 
space plan. The Village has also developed an  
approximately five-route-mile-long bicycle path 
along Pilgrim Road within the street right-of- 
way, from USH 45 to a point approximately one- 
half mile north of Lisbon Road. The Village 
plans to construct a bicycle way along Lilly 
Road between Good Hope and Lisbon Roads. 

The City of Waukesha land use plan18 recom- 
mends that bicycle routes be established on 
approximately three miles of City streets, for a 
total of six bicyclelane-miles, in order to link the 
Glacial Drumlin Trail on the west side of the 
City to the New Berlin Trail on the east side of 
the City. The City plans to establish the bicycle 
routes in 1994. 

"Documented in SEWRPC Community Assis- 
tance Planning Report No. 162, A Land Use and 
Transportation System Plan for the Village of 
Menomonee April 1990. 

8~ocumented in SE WRPC Community Assis- 
tance Planning Report No. 169, A Land Use Plan 
for the City of Waukesha Planning Area: 2010, 
Waukesha County, Wisconsin, September 1993. 



The Village of Hart land h a s  developed 
approximately 1.5 miles of the approximately 
two-mile portion of the Ice Age Trail  t h a t  
traverses the Village from north to south along 
the Bark River. Both bicycling and walking are 
permitted on the Village trail. The Village land 
use and circulation plan'g calls for the trail to 
be extended southward approximately 0.5 mile to 
the southern corporate limits of the Village. 

EXISTING GOVERNMENT 
ACTIVITIES AFFECTING THE 
PROVISION OF BICYCLE FACILITIES 

Existing government activities relating to the 
provision of bicycle facilities may be grouped 
into three general categories: 1) system plan- 
ning; 2) facility planning, design, construction, 
and maintenance; and 3) regulation of privately 
advanced development projects. 

Completed system-level planning efforts related 
to bicycle facilities have been described earlier in  
this chapter. Those efforts include park and open 
space plans developed a t  the regional and 
county levels of government; a modest number 
of local plans t h a t  have addressed bicycle 
facilities a s  a component of land use, park and 
open space, or other planning efforts; and local 
bicycle-way system plans developed by Racine 
County, the Cities of Brookfield and Milwaukee, 
and the Village of Elm Grove. 

Activities related to the planning, design, con- 
struction, and maintenance of bicycle facilities 
and streets used for bicycle travel are carried out 
by State, county, and local units of government. 
Transportation officials within these agencies 
typically rely on standards and guidelines 
developed by nationally recognized organiza- 
tions when designing bicycle facilities and 
roadways, including the Guide for the Develop- 
ment of Bicycle Facilities developed by the 
American Association of State Highway and 
Transportat ion Officials (AASHTO); the  

'g~ocumented in SE WRPC Community Assis- 
tance Planning Report No. 49, A Land Use and 
Traffic Circulation Plan  for the Village of 
Hartland: 2000, Village of Hartland, Waukesha 
County, Wisconsin, July 1981. 

AASHTO Policy on Geometric Design of High- 
ways and Streets-also known a s  the "Green 
Book"; and the Manual on Uniform Traffic 
Control Devices produced by the Federal High- 
way Administration. These documents address 
design-related aspects of bicycle facility con- 
struction such a s  signing, striping, width, and 
similar details. However, no national standards 
have yet been developed regarding the appropri- 
ate design treatment-for example, a wide curb 
lane, bicycle lane, or separate bicycle path-to be 
provided on a specific roadway segment based 
upon roadway characteristics such a s  motor- 
vehicle speeds and volumes, adjacent land uses, 
roadway cross-section, and related factors. 

The Wisconsin Department of Transportation, 
on December 30, -1993, revised its Facilities 
Development Manual to include warranting 
criteria for bicycle facilities and guidelines for 
the design of bicycle facilities. The State's policy, 
a s  set  f o r t h  i n  the  Facilities Development 
Manual, calls for the Department to provide 
bicycle accommodation on streets and highways 
designated a s  bicycle ways in  a n  adopted 
regional or local bicycle facilities plan, a s  well 
as  on streets and highways where the average 
daily traffic volume exceeds 1,000 vehicles and 
the street or highway carries 25 or more bicycles 
per day during the peak three months of the 
bicycling season. On highways having a n  urban 
cross-section, the Department will provide a curb 
lane of 14 feet measured from the edge of the 
gutter. On highways having a rural cross- 
section, the Department will provide a minimum 
five-foot-wide paved shoulder. 

In  addition to bicycle facilities provided directly 
by government agencies, the provision of such 
facilities may be required a s  a condition of 
approval for privately advanced development 
projects which require review and approval by a 
government agency. Private development pro- 
jects are often regulated by county and local 
units of government through zoning and land 
subdivision control ordinances. Zoning regula- 
tions that could benefit bicycle travel, such as 
the inclusion of requirements for bicycle parking 
in zoning ordinances, have not been adopted by 
any of the county or local governments within 
the Region. 

Five local units of government and one county 
government within the Region have included 
provisions for bicycle facilities in their land 
subdivision control ordinances. The Racine 



County, Town of Dover, and  Town of Mt. 
Pleasant land subdivision control ordinances 
include provisions that  allow the County or 
Town government to require bicycle facility 
improvements within a proposed land subdivi- 
sion where such improvements are recommended 
in the Racine County bicycle-way system plan. 
The City of Delafield land subdivision control 
ordinance requires tha t  bicycle facilities be 
provided in new land subdivisions in accordance 
with the City official map; however, the City has 
adopted the Waukesha County Highway Width 
Map a s  its official map, and no trail alignments 
are shown on that  map. 

The City of Oak Creek land subdivision control 
ordinance requires that  a $50 bicycle-way fee be 
paid to the City for each lot or residential unit 
within a proposed subdivision. The bicycle-way 
fee is deposited in a n  account to be used only for 
the construction of bicycle ways in the City. 

The City of Brookfield land subdivision control 
ordinance contains the most extensive require- 
ments related to bicycle facilities of any such 
ordinance in the Region. The Brookfield ordi- 
nance requires subdividers to construct all  
portions of a bicycle way shown on the City 
bicycle-way plan encompassed in or adjacent to 
the land undergoing development or to pay fees 
in lieu of the bicycle-way construction. If the 
City Board of Public Works determines that  
construction of the bicycle way is not necessary 
due to the size of the project or the lack of 
adjacent bicycle ways in the area, or if the 
proposed development does not encompass a 
bicycle way, the developer must pay a fee. For 
a residential subdivision, the fee is equal to $200 
per proposed dwelling unit. For a nonresidential 
subdivision, the fee is based on $20 per each 
1,000 square feet of lot area or fraction thereof. 
These fees are placed in a special account to be 
used exclusively for the development of bicycle 
ways within the City. 

ADOPTED PLANS CALLING FOR THE 
PROVISION OF PEDESTRIAN FACILITIES 

A number of plans calling for the provision of 
pedestrian facilities have been prepared within 
the Region. Recommendations for such facilities 
have been included a s  a component of several 
park and open space plans, land use plans, and 
central business district development or redevel- 
opment plans adopted by local governments 

within the Region, including central business 
district plans prepared for the Cities of Kenosha, 
Milwaukee, Racine, Waukesha, and West Bend. 
The plans generally propose design guidelines 
and improvements intended to facilitate and 
promote pedestrian movement in the "down- 
town" areas by providing, in addition to pedes- 
trian walkways, amenities such a s  landscaping 
and street furniture and by recommending 
measures t h a t  reduce pedestrian-vehicular 
conflicts. 

P lans  t h a t  have  included the  provision of 
pedestrian facilities a s  a primary plan objective 
include the City of Milwaukee plans for the 
Milwaukee River walkways and the City sky- 
walk system, a s  well a s  the Village of Elm Grove 
bicycle and pedestrian pathway plan. 

The Milwaukee River walkway plan20 was 
developed to assist i n  the restoration of the 
Milwaukee River as  a recreational amenity in 
the City. The plan proposes the establishment of 
a Riverwalk along both sides of the Milwaukee 
River from the North Avenue dam to the Mil- 
waukee Harbor entrance in order to facilitate 
public access to the River. The Riverwalk is 
proposed to be a public, pedestrian-oriented 
facility accessible from adjacent streets, build- 
ings, and parks. 

The development of a skywalk system in the 
City of Milwaukee began with the construction 
of elevated pedestrian walkways over N. Plan- 
kinton Avenue and N. 2nd Street a s  part of the 
development of the Grand Avenue Mall in  the 
Milwaukee central business district in  the late 
1970s and early 1980s. Prior to the completion of 
the Grand Avenue Mall, the City of Milwaukee 
retained the firm of Barton-Aschman Associates, 
Inc., to evaluate the potential for creating a 
system of elevated pedestrian ways i n  the 
central business district. The Barton-Aschman 
study determined that such a system would be 

20~ocumented in the document entitled Milwau- 
kee Riverlink Guidelines, prepared by the 
Milwaukee Department of City Development, 
March 1992. 



Figure 3 

MILWAUKEE SKYWALK SYSTEM: 1989 
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Source: City of Milwaukee 

feasible, and the resulting reportz1 recommended 
a proposed skywalk system, design guidelines, 
and financial and organizational strategies to 
implement the system plan. 

In 1988, the City Plan Commission directed the 
Department of City Development to undertake a 
comprehensive review of the City skywalk plan 
for the central business district. The reportz2 
produced by the City staff as a result of that 

review recommended modifications to the sky- 
walk system proposed in  the Barton-Aschman 
report; recommended revised design, constmc- 
tion, operational, and maintenance standards; 
and recommended the formation of a Skywalk 
Design Review Committee. Figure 3 depids the 
modified skywalk system as recommended in the 
1989 City report. It should be noted that the City 
Plan Commission adopted the City staff report 
but did not endorse the skywalk system pre- 
sented in that report. 

The Village of Elm Grove bicycle and pedestrian 
21Documented in the report entitled Plan for a pathway planz3 was developed to facilitate 
Skywalk System, Milwaukee, Wisconsin, pre- bicycle and pedestrian access from residential 
pared by Barton-Aschman Associates, Inc., ,as the village to the village center and 
June 1982. 

2z~ocumented in the report entitled A Planning 23Documented in the report entitled Bicycle/ 
Guide for Milwaukee's Downtown Skywalk Pedestrian Pathway Plan for the Village of Elm 
Network, prepared by the Milwaukee Depart- Grove, prepared by R. A. Smith & Associates, 
ment of City Development, January 1989. Inc., November 1989. 
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Village central business district. The plan 
recommends the construction of approximately 
two miles of pedestrian sidewalks and walkways 
as well as the construction of a pedestrian bridge 
across Underwood Creek just south of the 
terminus of San Fernando Drive. 

As described earlier in this chapter, park and 
open space plans containing recommendations 
for the development of off-street bicycle paths 
have been prepared and adopted by the Commis- 
sion for the Southeastern Wisconsin Region; by 
each of the seven counties in the Region; and by 
several local units of government. All of the off- 
street bicycle paths recommended in  the 
regional, county, and local park and open space 
plans are intended for joint use by bicyclists and 
pedestrians. In addition to the proposed joint-use 
facilities, the Ice Age Trail, located partly in the 
western portions of Washington, Waukesha, and 
Walworth Counties, has been developed for use 
as primarily a hiking trail. 

The Ice Age Trail, which is planned to extend 
approximately 1,000 miles across the State of 
Wisconsin along the terminus of the most recent 
glaciation, was designated as a National Scenic 
Trail by the United States Congress in 1980. The 
trail is administered by the National Park 
Service i n  cooperation with the Wisconsin 
Department of Natural Resources, the Ice Age 
Trail Council, and the Ice Age Park and Trail 
Foundation. Development and management of 
the Ice Age Trail is accomplished through these 
and many other cooperating Federal, State, and 
local agencies of government as well as private 
organizations. 

Hiking is permitted on all completed segments 
of the trail. Other nonmotorized uses, including 
bicycling, horseback riding, and cross-country 
skiing, may be permitted on some segments in 
accordance with the policies of the agency 
responsible for management of the segments 
involved. Snowmobiling is also permitted on 
certain segments during the winter months. In 
Southeastern Wisconsin, two segments of the 
existing 48 miles of completed Ice Age Trail are 
open to bicyclists: that portion of the trail that 
follows the joint pedestrian and bicycle path 
along the Bark River in the Village of Hartland 
for a distance of approximately 1.5 miles; and 
that portion of the trail that follows the Glacial 
Drumlin State Trail for about two miles just west 
of the Village of Wales. Snowmobiling is also 
permitted on the Glacial Drumlin State Trail 

with the exception of that portion located within 
the City of Waukesha. 

Map 9 shows the location of that portion of the 
Ice Age Trail located within the Southeastern 
Wisconsin Region. Approximately 48 miles of 
the proposed total 92-mile length of the trail 
within the Region had been completed by the 
end of 1993. 

EXISTING GOVERNMENT 
ACTIVITIES AFFECTING THE 
PROVISION OF PEDESTRIAN FACILITIES 

Existing government activities relating to the 
provision of pedestrian facilities may be grouped 
into three general categories: 1) system plan- 
ning; 2) facility planning, design, construction, 
and maintenance; and 3) regulation of privately 
advanced development projects. 

Completed system-level planning efforts related to 
pedestrian facilities have been described earlier in 
this chapter. Those efforts include park and open 
space plans developed at  the regional and county 
levels of government; a modest number of local 
plans that have addressed pedestrian facilities as 
a component of land use, park and open space, 
central business district improvement, or other 
planning efforts; and sidewalk plans prepared by 
local public works officials. In some cases, the 
local governing body may direct the Public Works 
Department or City Engineer to develop a plan 
showing those streets and highways along which 
sidewalks must be provided as streets are con- 
structed or reconstructed. 

Activities related to the planning, design, con- 
struction, and maintenance of pedestrian facili- 
ties are carried out by State, county, and local 
units and agencies of government. Public works 
officials concerned with pedestrian facility 
development typically rely on standards and 
guidelines developed by nationally recognized 
organizations when designing pedestrian facili- 
ties and associated streets and highways, includ- 
ing manuals developed by the American 
Association of State Highway and Transporta- 
tion ~ f f i c i a l s , ~ ~  by the Federal Highway Admin- 

2 4 ~  Policy on Geometric Design of Highways 
and Streets. American Association of  State . - - ~  - ~~ 

Highway and Transportation officials,. Wash- 
ington, D. C., 1990. 



LEGEND 

ICE AGE WAIL - EXIDTINO KOUENT - NANNEDSEEMENT - E X l m N I  LfCMENT WDI 
FCIl BlCICLE "ss 

The Ice Age Trail, which is planned to  extend approximately 1 ,WO m i l e  across the State of Wisconsin along the terminus of the most recent glaclatlon, was 
desionated as a National Scenic Trail by the United States Congmss in 1980. The trail is administered by the National Park Service In cooPeIation with the 
Wisconsin Department of Natural Resources, the Ice Age Trail Council, and the Ice Age Park and Trail Foundation. When completed, the trail will extend 02 
miles in Southeastern Wisconsin through the western portionsof Washington, Waukesha, and Walworth Counties. A total of 48 miles of the trail were open 
for use as of the end of 1493. Hiking is permitted on all completed segments of the trail. Other usas, Including bicycling, honeback rldlng, cross-country 
skiing, and snowmobiling, may be permmed on some segments in accordance with the polieier of the agency teoponsible for management of the segments 
involved. 

Source: SEWRPC. 
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i ~ t r a t i o n , ~ ~  and by the Wisconsin Department of 
T r a n ~ ~ o r t a t i o n . ~ ~  

Section 66.615 of the Wisconsin Statutes autho- 
rizes the governing bodies of cities, villages, and 
towns to determine where sidewalks are to be 
constructed and to determine the width of such 
walks and the ma$erials to be used in their 

I construction. The local governing body may 
direct the laying of sidewalks, a s  well a s  the 
repair, removal, or replacement of sidewalks, by 

1 ordinance or by resolution. Many local govern- 
ments specify those street segments along which 
sidewalks must be provided in the community's 

I "Streets and Highways" ordinance. 
I 

Section 66.616 of the Wisconsin Statutes requires 
that  curb ramps be provided when curbs or 
sidewalks are constructed or replaced within five 
feet of a crosswalk. The Statutes set forth 
standards for curb-ramp construction, and those 
s tandards have been incorporated into the  
design standards for pedestrian facilities set 
forth in Chapter VI of this report. 

Communities with extensive sidewalk networks 
generally include a provision in the land subdi- 
vision control ordinance requiring the construc- 
tion of sidewalks when land is subdivided. Land 
subdivision control ordinances adopted by 
counties and local governments within the 
Region were reviewed a s  part of this planning 
effort to determine the requirements related to 
the provision of sidewalks. The results are 
presented in Table 4. As this table shows, six of 
the seven counties in the Region-all except 
Milwaukee County-had adopted a land subdivi- 
sion control ordinance as  of 1985. Milwaukee 
County did not have such a n  ordinance because 
all of the land within the County lies within the 
boundaries of the  19 municipalities which 
together comprise the County. None of the six 
County subdivision ordinances required side- 
walks to be constructed in proposed subdivi- 
sions; however, each ordinance except the  

2 5 9  
U. S. Department of Transportation, Washing- 
ton, D. C., 1989. 

26~acil i t ies  Development Manual, Wisconsin 
Department of Transportation, Madison, Wis- 
consin, 1993. 

Ozaukee County ordinance included a provision 
that  allowed the Town Board of the civil town 
in which the subdivision was to be located to 
require the construction of sidewalks. 

Of the 147 cities, villages, and towns within the 
Region, 118 had adopted a local subdivision 
control ordinance as of 1985. Table 4 shows that  
22, or about 19 percent, of these local subdivision 
ordinances required sidewalks to be provided in 
all new subdivisions; that  10, or about 8 percent, 
of the ordinances required that  sidewalks be 
provided only in certain types of subdivisions, 
such as  in  residential subdivisions but not in 
commercial or industrial subdivisions; that 44, 
or about 37 percent, of local subdivision ordinan- 
ces provided that  sidewalks may be required a t  
the discretion of the Plan Commission, City 
Council, Village or Town Board, or other govern- 
ment agency such a s  a Board of Public Works; 
and that  42, or 36 percent, of local subdivision 
ordinances did not include a requirement for the 
installation of sidewalks in new subdivisions. 

Several local government land subdivision 
control ordinances included requirements for the 
provision of pedestrian ways other than side- 
walks. Of the 118 adopted local subdivision 
ordinances within the Region, 35, or about 
30 percent, included a provision allowing the 
governing body or Plan Commission to require 
walkways across long blocks, with a block 
length of 900 feet or more most commonly 
specified. Thirty-seven, or about 31 percent, of 
the ordinances included a provision that allows 
the Plan Commission or governing body to 
require that a walkway be constructed if one is 
needed to provide safe pedestrian access to 
community facilities such as  schools, parks, or 
shopping areas. 

SUMMARY AND CONCLUSIONS 

This chapter presents the results of inventories 
of planned bicycle and pedestrian facilities 
within the Region. As of the end of 1993, the 
County of Racine, the Cities of Brookfield, 
Milwaukee, New Berlin, and Oak Creek, and the 
Village of Elm Grove had adopted bicycle-way 
system plans. In  addition, park and open space 
plans containing a bicycle-way element had 
been adopted by the Regional Planning Commis- 
sion; each of the seven counties in the Region; 
the Cities of Muskego, New Berlin, and West 
Bend; the Village of Grafton; and the Town of 



Table 4 

SIDEWALK REQUIREMENTS IN COUNTY AND LOCAL LAND SUBDIVISION 
CONTROL ORDINANCES IN THE SOUTHEASTERN WISCONSIN REGION: 1985 

Governmental Unit 

Kenosha County 
County . . . . . . . . . . . . . . . .  

Cities 
Kenosha . . . . . . . . . . . . . .  

Villages 
Paddock Lake . . . . . . . . . .  

Pleasant Prairie . . . . . . . . .  
. . . . . . . . . . . . .  Silver Lake 

Twin Lakes . . . . . . . . . . . .  
Towns 

Brighton . . . . . . . . . . . . . .  
Bristol . . . . . . . . . . . . . . . .  
Paris . . . . . . . . . . . . . . . . .  
Randall . . . . . . . . . . . . . . .  
Salem . . . . . . . . . . . . . . . .  

Somers . . . . . . . . . . . . . . .  
Wheatland . . . . . . . . . . . . .  

Milwaukee County 
County . . . . . . . . . . . . . . . .  
Cities 

Cudahy . . . . . . . . . . . . . . .  
. . . . . . . . . . . . . . .  Franklin 
. . . . . . . . . . . . . .  Glendale 

Greenfield . . . . . . . . . . . . .  
Milwaukee . . . . . . . . . . . . .  

Oak Creek . . . . . . . . . . . . .  
St. Francis . . . . . . . . . . . . .  
South Milwaukee . . . . . . . .  
Wauwatosa . . . . . . . . . . . .  

. . . . . . . . . . . . .  West Allis 

Villages 
. . . . . . . . . . . . . . .  Bayside 

Brown Deer . . . . . . . . . . . .  

Fox Point . . . . . . . . . . . . . .  
. . . . . . . . . . . . .  Greendale 

Hales Corners . . . . . . . . . .  
. . . . . . . . . . . . .  River Hills 

Shorewood . . . . . . . . . . . .  
West Milwaukee . . . . . . . .  
Whitefish Bay . . . . . . . . . .  

Governing Body Has 
Adopted a Subdivision 

Control Ordinance 

Yes 

Yes 

Yes 

Yes 
Yes 
Yes 

No 
Yes 
Yes 
No 
Yes 

Yes 
No 

No 

Yes 
Yes 
Yes 
Yes 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 

Yes 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
No 

Yes 

Sidewalk Requirements 

Sidewalks not required by County; ordinance specifically 
provides that Town Boards may require sidewalks for subdivisions 
within their jurisdictions 

Sidewalks required in residential subdivisions 

Sidewalks required on both sides of street except in  residential 
subdivisions where lot widths exceed 100 feet, in which case 
sidewalks are only required on one side of the street. The 
sidewalk requirement may be waived in residential subdivisions 
where lot widths exceed 150 feet 

Sidewalks required 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 

NIA 
No sidewalk requirement 
No sidewalk requirement 
NIA 
Sidewalks required on both sides of street except in residential 

subdivisions where lot widths exceed 100 feet, in which case 
sidewalks are only required on one side of the street. The 
sidewalk requirement may be waived in residential subdivisions 
where lot widths exceed 150 feet 

Sidewalks required 
NIA 

NIA 

Sidewalks required 
Sidewalks required 
No sidewalk requirement 
No sidewalk requirement 
Sidewalks required along both sides of the street in residential 

subdivisions and at least one side of the street in other 
subdivisions 

Sidewalks may be required at the discretion of the Common Council 
Sidewalks required 
Sidewalks required 
Sidewalks may be required at the discretion of the Common Council 
No sidewalk requirement 

No sidewalk requirement 
Sidewalks required in nonresidential subdivisions; may be required in 

residential subdivisions at the discretion of the Village Board 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Village Board 
No sidewalk requirement 
No sidewalk requirement 
No sidewalk requirement 
NIA 
No sidewalk requirement 



Table 4 (continued) 

Governmental Unit 

Ozaukee County 
County . . . . . . . . . . . . . . . .  
Cities 

Cedarburg . . . . . . . . . . . . .  

Mequon . . . . . . . . . . . . . .  
Port Washington . . . . . . . .  

Villages 
Belgium . . . . . . . . . . . . . . .  
Fredonia . . . . . . . . . . . . . .  
Grafton . . . . . . . . . . . . . . .  
Saukville . . . . . . . . . . . . . .  

Thiensville . . . . . . . . . . . . .  
Towns 

Belgium . . . . . . . . . . . . . . .  
Cedarburg . . . . . . . . . . . . .  
Fredonia . . . . . . . . . . . . . .  
Grafton . . . . . . . . . . . . . . .  
Port Washington . . . . . . . .  

. . . . . . . . . . . . . .  Saukville 

Racine County 
County . . . . . . . . . . . . . . . .  

Cities 
Burlington . . . . . . . . . . . . .  

Racine . . . . . . . . . . . . . . . .  
Villages 

Elmwood Park . . . . . . . . . .  
North Bay . . . . . . . . . . . . .  
Rochester . . . . . . . . . . . . .  
Sturtevant . . . . . . . . . . . . .  
Union Grove . . . . . . . . . . .  
Waterford . . . . . . . . . . . . .  
Wind Point . . . . . . . . . . . .  

Towns 
Burlington . . . . . . . . . . . . .  
Caledonia . . . . . . . . . . . . .  
Dover . . . . . . . . . . . . . . . .  
Mt. Pleasant . . . . . . . . . . .  
Norway . . . . . . . . . . . . . . .  
Raymond . . . . . . . . . . . . . .  
Rochester . . . . . . . . . . . . .  
Waterford . . . . . . . . . . . . .  
Yorkville . . . . . . . . . . . . . .  

Governing Body Has 
Adopted a Subdivision 

Control Ordinance 

yesa 

Yes 

Yes 
Yes 

Yes 
Yes 
Yes 
Yes 

Yes 

No 
Yes 
Yes 
No 
No 
Yes 

Yes 

Yes 

Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

No 
Yes 
Yes 
Yes 
Yes 
Yes 
No 
Yes 
Yes 

Sidewalk Requirements 

No sidewalk requirement 

Sidewalks may be required at the discretion of the Department 
of Public Works 

No sidewalk requirement 
Sidewalks may be required at the discretion of the Board 

of Public Works 

Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 
Sidewalks required in subdivisions having lots smaller than one acre; 

sidewalks may be required in other subdivisions at the discretion 
of the Village Board 

Sidewalks may be required at the discretion of the Village Board 

NIA 
No sidewalk requirement 
No sidewalk requirement 
NIA 
NIA 
No sidewalk requirement 

Sidewalks not required by County; ordinance specifically provides 
that Town Boards may require sidewalks for subdivisions within 
their jurisdictions 

Sidewalks required for subdivisions in urban areas; sidewalks may 
be required at the discretion of the Common Council in rural 
subdivisions 

Sidewalks required 

Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 
No sidewalk requirement 

NIA 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
NIA 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 



Table 4 (continued) 

Governmental Unit 

Walworth County 
County . . . . . . . . . . . . . . . .  

Cities 
Delavan . . . . . . . . . . . . . . .  
Elkhorn . . . . . . . . . . . . . . .  
Lake Geneva . . . . . . . . . . .  

Whitewater . . . . . . . . . . . .  
Villages 

Darien . . . . . . . . . . . . . . . .  
East Troy . . . . . . . . . . . . .  
Fontana-on-Geneva Lake . . .  
Genoa City . . . . . . . . . . . .  
Sharon . . . . . . . . . . . . . . .  
Walworth . . . . . . . . . . . . .  

Williams Bay . . . . . . . . . . .  
Towns 

Bloomfield . . . . . . . . . . . . .  
Darien . . . . . . . . . . . . . . . .  
Delavan . . . . . . . . . . . . . . .  
East Troy . . . . . . . . . . . . .  
Geneva . . . . . . . . . . . . . . .  
Lafayette . . . . . . . . . . . . . .  
LaGrange . . . . . . . . . . . . . .  
Linn . . . . . . . . . . . . . . . . .  
Lyons . . . . . . . . . . . . . . . .  
Richmond . . . . . . . . . . . . .  
Sharon . . . . . . . . . . . . . . .  
Spring Prairie . . . . . . . . . . .  
Sugar Creek . . . . . . . . . . . .  
Troy . . . . . . . . . . . . . . . . .  
Walworth . . . . . . . . . . . . .  
Whitewater . . . . . . . . . . . .  

Washington County 
County . . . . . . . . . . . . . . . .  

Cities 
Hartford . . . . . . . . . . . . . .  
West Bend . . . . . . . . . . . . .  

Villages 
Germantown . . . . . . . . . . .  
Jackson . . . . . . . . . . . . . .  
Kewaskum . . . . . . . . . . . .  
Newburg . . . . . . . . . . . . . .  
Slinger . . . . . . . . . . . . . . .  

Governing Body Has 
Adopted a Subdivision 

Control Ordinance 

Yes 

Yes 
Yes 
Yes 

Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

Yes 

No 
No 
Yes 
Yes 
No 
No 
No 
No 
No 
No 
No 
No 
No 
No 
Yes 
No 

Yes 

Yes 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 

Sidewalk Requirements 

Sidewalks not required by County; ordinance specifically provides 
that Town Boards may require sidewalks for subdivisions within 
their jurisdictions 

Sidewalks may be required at the discretion of the Common Council 
Sidewalks required 
Sidewalks required in  business and manufacturing subdivisions; 

sidewalks may be required in residential subdivisions at the 
discretion of the Common Council 

Sidewalks required 

No sidewalk requirement 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Plan Commission 
Sidewalks required for subdivisions in urban areas; sidewalks may 

be required at the discretion of the Village Board in  rural 
subdivisions 

Sidewalks may be required at the discretion of the Village Board 

NIA 
NIA 
Sidewalks may be required at the discretion of the Town Board 
Sidewalks may be required at the discretion of the Town Board 
NIA 
NIA 
NIA 
NIA 
N/A 
NIA 
NIA 
NIA 
NIA 
NIA 
No sidewalk requirement 
NIA 

Sidewalks not required by County; ordinance specifically provides 
that Town Boards may require sidewalks for subdivisions within 
their jurisdictions 

Sidewalks may be required at the discretion of the Common Council 
Sidewalks required 

Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 
Sidewalks required 
Sidewalks required 
Sidewalks required in subdivisions with lot sizes smaller than one 

acre; sidewalks may be required in other subdivisions at the 
discretion of the Village Board 



Table 4 (continued) 

a~rdinance applies only to land divisions in shoreland areas. 

Source: SEWRPC. 

Sidewalk Requirements 

NIA 
No sidewalk requirement 
No sidewalk requirement 
NIA 
NIA 
NIA 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
Sidewalks may be required at the discretion of the Town Board 
NIA 
Sidewalks may be required at the discretion of the Town Board 

Sidewalks not required by County; ordinance specifically provides 
that Town Boards may require sidewalks in  subdivisions within 
their jurisdictions 

No sidewalk requirement 
Sidewalks may be required at the discretion of the Plan Commission 
Sidewalks may be required at the discretion of the Common Council 
Sidewalks may be required at the discretion of the Common Council 
Sidewalks required 
Sidewalks required 

Sidewalks may be required at the discretion of the Village Board 
Sidewalks required in nonresidential subdivisions; may be required in 

residential subdivisions at the discretion of the Village Board 
NIA 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Village Board 
No sidewalk requirement 
Sidewalks required 
No sidewalk requirement 
NIA 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks required 
Sidewalks may be required at the discretion of the Village Board 
Sidewalks may be required at the discretion of the Village Board 
No sidewalk requirement 
No sidewalk requirement 
Sidewalks required 
Sidewalks may be required at the discretion of the Village Board 
No sidewalk requirement 

No sidewalk requirement 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Plan Commission 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 
Sidewalks may be required at the discretion of the Town Board 
No sidewalk requirement 
No sidewalk requirement 
No sidewalk requirement 

Governmental Unit 

Washington County (continued) 
Towns 

Addison . . . . . . . . . . . . . .  
Barton . . . . . . . . . . . . . . . .  
Erin . . . . . . . . . . . . . . . . . .  
Farmington . . . . . . . . . . . .  
Germantown . . . . . . . . . . .  
Hartford . . . . . . . . . . . . . .  
Jackson . . . . . . . . . . . . . .  
Kewaskum . . . . . . . . . . . .  
Polk . . . . . . . . . . . . . . . . .  
Richfield . . . . . . . . . . . . . .  
Trenton . . . . . . . . . . . . . . .  
Wayne . . . . . . . . . . . . . . .  
West Bend . . . . . . . . . . . . .  

Waukesha County 
. . . . . . . . . . . . . . . .  County 

Cities 
Brookfield . . . . . . . . . . . . .  
Delafield . . . . . . . . . . . . . .  
Muskego . . . . . . . . . . . . . .  
New Berlin . . . . . . . . . . . . .  
Oconomowoc . . . . . . . . . .  
Waukesha . . . . . . . . . . . . .  

Villages 
Big Bend . . . . . . . . . . . . . .  
Butler . . . . . . . . . . . . . . . .  

Chenequa . . . . . . . . . . . . .  
Dousman . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . .  Eagle 
Elm Grove . . . . . . . . . . . . .  
Hartland . . . . . . . . . . . . . .  
Lac La Belle . . . . . . . . . . . .  
Lannon . . . . . . . . . . . . . . .  
Menomonee Falls . . . . . . . .  
Merton . . . . . . . . . . . . . . .  
Mukwonago . . . . . . . . . . . .  
Nashotah . . . . . . . . . . . . . .  
North Prairie . . . . . . . . . . .  
Oconomowoc Lake . . . . . . .  
Pewaukee . . . . . . . . . . . . .  
Sussex . . . . . . . . . . . . . . .  
Wales . . . . . . . . . . . . . . . .  

Towns 
Brookfield . . . . . . . . . . . . .  
Delafield . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . .  Eagle 
. . . . . . . . . . . . . .  Genesee 

Lisbon . . . . . . . . . . . . . . . .  
Merton . . . . . . . . . . . . . . .  
Mukwonago . . . . . . . . . . . .  
Oconomowoc . . . . . . . . . .  
Ottawa . . . . . . . . . . . . . . .  
Pewaukee . . . . . . . . . . . . .  
Summit . . . . . . . . . . . . . . .  
Vernon . . . . . . . . . . . . . . .  
Waukesha . . . . . . . . . . . . .  

Governing Body Has 
Adopted a Subdivision 

Control Ordinance 

No 
Yes 
Yes 
No 
No 
No 
Yes 
Yes 
Yes 
Yes 
Yes 
No 
Yes 

yesa 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

Yes 
Yes 

No 
Yes 
Yes 
Yes 
Yes 
Yes 
No 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 

Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 
Yes 



Table 5 

 MILES^ OF EXISTING AND PLANNED BICYCLE WAYS TO BE PROVIDED 
IN ACCORDANCE WITH ADOPTED COUNTY AND LOCAL PLANS? I 993 

a ~ h e  length of existing and planned bicycle ways is given in route-miles. The number of bic ycle-lane-miles will normally be approximately 
twice the number of route-miles, as bicycle lanes or bicycle routes would be located along both sides of a street; and bicycle paths would 
provide for two directions of travel. 

Planning Area 

Kenosha . . . . . . . . . . . . . . . . . .  
Milwaukee . . . . . . . . . . . . . . . .  
Racine . . . . . . . . . . . . . . . . . . .  
Region outside Planning Areas . . .  

Total 

b ~ o t  all of the existing and planned bicycle-wa y mileages reflected on this table are included in the final recommended bicycle-wa y system 
plan described in Chapter Vlll of this report. Although many existing bicycle ways and bicycle ways proposed as part of park and open 
space and other county and local plans were incorporated into the regional bicycle-way system plan, the mileages on this table include 
certain bicycle ways intended to serve neighborhood- and community-level activity centers. Such bicycle ways, while serving a worthwhile 
local transportation purpose, are beyond the scope of a regional plan and therefore are not included as part of the recommended regional 
bicycle-wa y system. 

Source: SEWRPC. 

Mt. Pleasant. A bicycle-way element had also 
been included in the City of Cedarburg develop- 
ment plan, the City of Mequon comprehensive 
plan, the Village of Hartland land use and 
circulation plan, and  the Village of Hales 
Corners land use, urban design, and transporta- 
tion plan for selected arterial street corridors 
within the Village. 

On-Street 
Bicycle Ways 

As shown in Table 5, existing plans propose a 
total of about 1,341 route-miles of bicycle ways 
within the Region. Of this total, about 580 route- 
miles consist of bicycle ways proposed to be 
located in off-street corridors and about 761 
route-miles consist of bicycle ways proposed to 
be located on-street or within street rights-of- 
way. Of the 1,341 route-miles of bicycle ways 
proposed in existing plans, about 319 route- 
miles, or about 24 percent, were open to use as  
of the end of 1993. 

Existing 

7 
108 

4 
94 

213 

Five local units of government and one county 
government had included provisions for bicycle 
facility development in land subdivision control 
ordinances. None of the county or local govern- 
ments i n  the Region had  included specific 
provisions for bicycle facilities in their zoning 
ordinances. 

Off-Street 
Bicycle Ways 

Map 8, which depicts the regional trail network 
recommended in the seven adopted county park 
and open space plans, indicates that the devel- 
opment of the planned bicycle-way system would 
provide a comprehensive regional bicycle-way 
network. The regional bicycle-way system, a s  
currently proposed, provides a major north-south 
route through each county in the Region with 
the exception of Walworth County, and provides 
a major east-west route through each county in  
the Region with the exception of Kenosha and 
Ozaukee Counties. The proposed bicycle-way 
system, if completed, would serve to interconnect 
the three urbanized areas of the Region and 
would also interconnect the three urbanized 
areas with all incorporated cities and villages 
with a resident population of 5,000 or more 
persons with the exception of the Cities of 
Elkhorn, Lake Geneva, and Port Washington. 
These three cities could be served through minor 
extensions of the proposed regional trail system. 

Planned 

0 
258 

13 
277 

548 

Existing 

10 
5 2 
8 

36 

106 

Total On- and Off-Street 
Bicycle Ways 

Existing and proposed bicycle ways in each of 
the three bicycle and pedestrian facilities plan- 
ning areas of the Region are shown on Maps 10 
through 12. Each map indicates those bicycle 
ways located or proposed to be located on-street 

Total 

7 
366 

17 
371 

761 

Existing 

17 
160 
12 

130 

319 

Planned 

5 
117 
23 

329 

474 

Total 

15 
169 
31 

365 

580 

Planned 

5 
375 
36 

606 

1,022 

Total 

22 
535 
48 

736 

1,341 



EXISTING AND PLANNED BICYCLE WAYS IN THE KENOSHA 
BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1993 

I k the Kenasha area, existing bicycle ways and bicycle ways proposed by planning sffom completed priorto preparation of this regional bicycle swtem Plan 
included about seven bicycle-routemiiea-or 14 lanemile-f bicycle ways located on-street or in a street right-of-way, and about 15 routemiles of bicycle 
WBW located outside B street right-of-way, for a total of about 22 existing and prapossd bicycle-route-miles. All of the planned on-street bicycle ways and 

I about 10 route-miles, or about 67 percent, of the planned off-stnet bicycle ways were open to use in 1993. Existing bicycle ways Include the North and 
South Kenosha County Trails and the City of Kenosha Pike Trail, which together provide for travel in a north-south direction along the Lake Michigan 
lakefront. 

I 
Soorcs: SEWRPC. 



Map 11 

EXISTING AND PLANNED BICYCLE WAYS IN THE MILWAUKEE 
BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1993 

Source: SEWRPC. 



or within a street right-of-way, and those bicycle 
ways located or proposed to be located in a right- 
of-way not associated with a street, such as a 
river corridor or an  abandoned railway corridor. 

Existing and proposed bicycle ways in the 
Kenosha bicycle and pedestrian facilities plan- 
ning area are shown on Map 10. Existing and 
proposed bicycle ways in the Kenosha area 
include about seven route-miles-or 14 lane- 
miles-of bicycle ways located on-street or in a 
street right-of-way, and about 15 route-miles of 
bicycle ways located outside a street right-of- 
way, for a total of about 22 existing and pro- 
posed bicycle-route-miles. All of the planned 
on-street bicycle ways and about 10 route-miles, 
or about 67 percent, of the planned off-street 
bicycle ways were open to use in 1993. The 
existing off-road North and South Kenosha 
County Trails and the City of Kenosha Pike 
Trail, which includes both on- and off-street 
segments, together provide for travel in a north- 
south direction along the Lake Michigan lake- 
front. Additional off-street bicycle ways will 
likely be recommended as a result of this 
planning effort to provide connections between 
the Kenosha central business district and activ- 
ity centers located west of the central business 
district. In addition, this planning effort will 
likely result in recommendations calling for the 
development of additional on-street bicycle ways 
in specific locations to supplement the off-street 
network. 

Existing and proposed bicycle ways in  the 
Milwaukee bicycle and pedestrian facilities 
planning area are shown on Map 11. Existing 
and proposed bicycle ways in the Milwaukee 
area include about 366 bicycle-route-miles-or 
about 729 lanemiles-of bicycle ways located 
on-street or in a street right-of-way, and about 
169 routemiles of bicycle ways located outside a 
street right-of-way, for a total of about 535 
existing and proposed bicycle-route-miles. About 
108 bicycleroute-miles, or about 30 percent, of 
the planned on-street bicycle ways and about 52 
route-miles, or about 31 percent, of the planned 
off-street bicycle ways were open to use in 1993. 

The existing and planned network of off-street 
bicycle ways in the Milwaukee area provides a 
sound foundation for the development of an  
on-street network of bicycle ways to provide 
access to and supplement the off-street network. 
I n  certain municipalities, most notably the 
Cities of Brookfield and Milwaukee, substantial 

progress has been made in planning for and 
developing such an on-street bicycle-way net- 
work. This regional bicycle facilities planning 
effort will thus build upon the existing and 
proposed bicycle-way network by recommending 
the extension of bicycle ways into and through 
adjoining municipalities, by recommending 
bicycle ways where necessary to link existing or 
proposed bicycle ways, and by recommending 
radial routes from the Milwaukee central busi- 
ness district to outlying activity centers and 
suburban communities. 

Existing and proposed bicycle ways in  the 
Racine bicycle and pedestrian facilities planning 
area are shown on Map 12. Existing and pro- 
posed bicycle ways in the Racine area include 
about 17 route-miles-or about 34 lane-miles-of 
bicycle ways located on-street or within a street 
right-of-way, and about 31 route-miles of bicycle 
ways located outside a street right-of-way, for a 
total of about 48 existing and proposed bicycle- 
route-miles. About four route-miles, or about 
24 percent, of the planned on-street bicycle ways 
and about eight route-miles, or about 26 percent, 
of the planned off-street bicycle ways were open 
to use in 1993. As is the case in the Milwaukee 
area, the existing and proposed network of off- 
street bicycle ways provides a sound foundation 
for the development of an  on-street bicycle-way 
network. Unlike the case in the Milwaukee area, 
however, there is no existing or proposed net- 
work of on-street bicycle ways in the Racine 
area. This planning effort will therefore focus on 
recommendations for the development of a n  
on-street bicycle-way network to supplement the 
off-street network. 

A number of plans calling for the provision of 
pedestrian facilities have been prepared within 
the Region. Recommendations for such facilities 
have been included as a component of several 
park and open space plans, land use plans, and 
central business district development or redevel- 
opment plans adopted by local governments 
within the Region, including central business 
district plans prepared for the Cities of Kenosha, 
Milwaukee, Racine, Waukesha, and West Bend. 
The plans generally propose design guidelines 
and improvements intended to facilitate and 
promote pedestrian movement in the "down- 
town" areas by providing, in addition to pedes- 
trian walkways, amenities such as landscaping 
and street furniture and by recommending 
measures that reduce pedestrian-vehicular con- 



Map 12 

EXISTING AND PLANNED BICYCLE WAYS IN THE RACINE 
BICYCLE AND PEDESTRIAN FACILITIES PLANNING AREA: 1993 

STREET 

In the Racine area, existing bicycle ways and bicycle ways proposed by planning efforts complstedprior to preparation of this regional bicycle system pian included about 
17 route-mi1eS-x about 34 lane-mile-f bicycle ways located on-street or within s street right-of-way. and about 31 route-miles of bicycle ways located outside a 
streetright-of-way, for a total of about 48 existing and proposed bicycle-mute-mlles. About four route-miles, or about 24 percent. af the planned on-street bloycle ways 
and about eight routs-miles, or about 26 percent, of the planned off-street bicycle wars were open to use in 1993. 

Source: SEWRPC. 



flids. Plans that have included the provision of 
pedestrian facilities a s  a primary plan objective 
include the City of Milwaukee plans for the 
Milwaukee River walkways and the City sky- 
walk system, a s  well a s  the Village of Elm Grove 
bicycle and pedestrian pathway plan. 

Communities with extensive sidewalk networks 
generally include a provision in  their land 
subdivision control ordinances requiring the 
construction of sidewalks when land is subdi- 
vided. Land subdivision control ordinances 
adopted by counties and local governments 
within the Region were reviewed a s  part of this 
planning effort to determine the requirements 
related to the provision of sidewalks. The results 
are presented in  Table 4. Of the 147 cities, 

villages, and towns within the Region, 118 had 
adopted a local subdivision control ordinance as  
of 1985. Table 4 shows t h a t  22, or about 
19 percent, of these local subdivision ordinances 
required sidewalks to be provided in  all new 
subdivisions; that  10, or about 8 percent, of the 
ordinances required that sidewalks be provided 
only in certain types of subdivisions, such as  in 
residential subdivisions but not in commercial or 
industr ial  subdivisions; t h a t  44, or about 
37 percent, of local subdivision ordinances 
provided that sidewalks may be required a t  the 
discretion of the Plan Commission, City Council, 
Village or Town Board, or other government 
agency such a s  a Board of Public Works; and 
t h a t  42, or 36 percent, of local subdivision 
ordinances did not include a requirement for the 
installation of sidewalks in new subdivisions. 
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Chapter V 

BICYCLE AND PEDESTRIAN SAFETY AND OPERATIONAL CONSIDERATIONS 

INTRODUCTION 

This chapter describes existing bicycle and 
pedestrian safety and operational considera- 
tions. It includes a description of State and local 
traffic laws and regulations affecting bicycle 
and pedestrian travel, a description of bicycle 
and  pedestrian collisions, and  information 
regarding bicycle- and pedestrian-safety pro- 
grams within the Region. 

EXISTING BICYCLE OPERATIONAL 
AND SAFETY CONSIDERATIONS 

State Statutes Affecting Bicycle Operation 
Traffic laws affecting the operation of motor 
vehicles, bicycles, and pedestrians on the street 
and highway system are set forth in Chapter 346 
of the Wisconsin Statutes. Traffic laws have 
been enacted to provide for a safe and orderly 
flow of traffic and to prevent collisions and 
conflict among users of the  street system, 
including motor vehicles, bicyclists, and pedes- 
trians. Traffic laws enacted a t  the State level are 
based upon the Uniform Vehicle Code developed 
by the National Committee on Uniform Traffic 
Laws and Ordinances. 

Chapter 340 of the Wisconsin Statutes defines a 
"bicycle" a s  "every device propelled by the feet 
acting upon pedals and having wheels any 2 of 
which are not less than 14 inches in diameter" 
and a "vehicle" a s  "every device in, upon or by 
which any person or property is or may be 
transported or drawn upon a highway, except 
railroad trains. A snowmobile shall  not be 
considered a vehicle except for purposes made 
specifically applicable by statute." The traffic 
laws or "rules of the road" set forth in Chap- 
ter 346 of the Wisconsin Statutes grant bicyclists 
all of the rights and subject them to all of the 
responsibilities granted or expected of motor- 
vehicle operators, with a limited number of 
exceptions. One such exception prohibits bicy- 
cling on expressways and  freeways where 
signs have been posted prohibiting such use. 
Map 13 shows the expressways and freeways 
in Southeastern Wisconsin where bicycle use 
is prohibited. 

Other provisions of the State Statutes relating 
specifically to bicycle operation on the street 
system include the following: bicyclists must 
travel only one way in bicycle lanes, in the same 
direction a s  adjoining motor-vehicle traffic, 
unless two-way riding is specifically permitted 
by local ordinance; bicyclists must ride a s  near 
a s  practicable to the right edge of the roadway, 
unless preparing to make a left-hand turn; and 
bicyclists must allow a t  least three feet of 
clearance when passing a standing or moving 
motor vehicle. Motor-vehicle operators must also 
allow a t  least three feet of clearance when 
passing a bicycle on the roadway. Bicyclists are 
required to ride single file along roadways, 
except when riding on roads without centerlines 
or lane lines in  incorporated municipalities, 
where bicyclists may ride two abreast. 

The State Statutes .allow local governments to 
designate bicycle ways, including bicycle paths, 
bicycle lanes, and bicycle routes. As noted above, 
the governing body of a county, city, village, or 
town is authorized under State law to allow two- 
way bicycle traffic in a bicycle lane; however, 
such two-way operation is contrary to the  
normal rules of the road and is discouraged in 
the 1991 Guide for the Development of Bicycle 
Facilities, prepared by the American Association 
of State Highway and Transportation Officials. 

The State Statutes also authorize local govern- 
ments to permit bicycle travel on sidewalks, and 
further provide that bicyclists operating on a 
sidewalk or on a designated bicycle way must 
exercise due care and give a n  audible signal 
when passing a bicyclist or pedestrian traveling 
in the same direction. 

The State Statutes require bicyclists to obey all 
traffic signals and signs along a roadway 
running parallel and adjacent to a bicycle way. 
Such a requirement is consistent with safe 
operation on the street and highway system. 
However, Section 346.37(1)(~)(2) of the Statutes 
appears to exempt bicyclists and pedestrians 
from obeying traffic signals on streets and 
highways which are not designated a s  bicycle 
ways. This provision states that "[nlo pedestrian 
or bicyclist facing [a red] signal shall enter the 
roadway unless he or she can do so safely and 
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The trafficiaws or "rulesof theroadmset fonh in Chapter 346 of thewisconsin Statutesalla; bicyclistsand pedertriansto travel on all streets and highways 
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without interfering with any vehicular traffic." 
This provision does not require a bicyclist to 
remain stopped until the green signal appears, 
a s  motor-vehicle operators are required to do. 

Chapter 349 of the Wisconsin Statutes sets forth 
the powers of local governments to adopt traffic 
regulations. The State Statutes provide that any 
county, city, village, or town may prohibit 
bicycle use on roads under their jurisdiction, 
provided the governing body holds a public 
hearing and adopts a n  ordinance prohibiting 
such use. Conversely, a local government may, 
by ordinance, designate any roadway under its 
jurisdiction a s  a bicycle way. Local governments 
may also designate sidewalks a s  bicycle ways, 
and may establish the use and rights-of-way on 
bicycle ways and sidewalks. Unless otherwise 
posted, bicyclists using sidewalks must yield the 
right-of-way to pedestrians. 

Cities, villages, and towns are also authorized by 
State Statutes to require bicycles to be registered 
and to charge a registration fee. A county may 
require the registration of bicycles if registration 
is not required by a city, village, or town. 

Local Government Regulations 
Affecting Bicycle Operation 
As described above. the Wisconsin Statutes 
allow local governments to enact ordinances 
regulating where bicyclists may and may not 
operate within the local jurisdiction. All cities 
and villages within the three urbanized areas of 
the Southeastern Wisconsin Region and all cities 
and villages having a population of 5,000 or 
greater within the Region but outside a n  urban- 
ized area-a total of 45 communities-were 
contacted by the Commission in April 1994 as  
part of this planning effort in  order to determine 
local government regulations affecting bicycle 
operation within the Region. Although State 
Statutes allow a local government to prohibit 
bicycle riding on any street within the corporate 
limits of the community, none of the communi- 
ties surveyed had limited bicycle riding on the 
street system. The State Statutes also allow a 
local government to authorize two-way bicycle 
operation on bicycle ways located on or imme- 
diately adjacent to a street. The survey of local 
communities in the Region indicates that such 
two-way operation was permitted only in the 
Village of Elm Grove. 

Of the  45 communities surveyed, 22 allow 
bicyclists of all ages to ride on all sidewalks. 

Bicyclists of all ages are prohibited from riding 
on sidewalks in the Cities of Mequon, Oconomo- 
woc, Waukesha, Wauwatosa, and West Allis, and 
in the Villages of Menomonee Falls and River 
Hills. Bicyclists of all ages are prohibited from 
riding on the sidewalks in the central business 
districts of the Cities of Burlington, Cedarburg, 
Cudahy, Delavan, Elkhorn, Hartford, Kenosha, 
West Bend, and Whitewater, and in the Village 
of Hartland. Bicyclists over the age of 10 years 
are prohibited from riding on the sidewalks of 
the Cities of Milwaukee and Port Washington, 
while bicyclists over the age of 12 years are 
prohibited from riding on sidewalks in the Cities 
of Racine and South Milwaukee and the Village 
of Shorewood. The Village of Thiensville prohib- 
its the operation on sidewalks of any bicycle 
with a wheel diameter greater than 20 inches. 

With the exception of the Cities of New Berlin 
and Racine, all of the communities surveyed 
require registration of bicycles. Of the remaining 
43 communities, 22 register bicycles for the 
lifetime of the bicycle. Registration fees vary 
from a low of free registration for the lifetime of 
the bicycle in the City of Burlington to a high 
of $10 for the lifetime of the bicycle in the City 
of Waukesha and the Villages of Fox Point and 
Whitefish Bay. The remaining communities 
surveyed require periodic registration of bicycles, 
with registration periods ranging from one to 
five years and fees ranging from a low of 50 
cents to a high of $5.00. 

Collisions Involving Bicyclists 
Bicycle-related collisions include bicycle colli- 
sions with motor vehicles; bicycle collisions with 
fixed objects such as  trees and utility posts; and 
bicycle collisions with other bicyclists, pedestri- 
ans, or animals. In addition, bicyclists may lose 
control of their bicycles and fall for a variety of 
reasons, including loss of control due to exces- 
sive speed or hazardous roadway conditions 
such a s  potholes, gravel, ice, or oil patches. 
Although it is generally recognized that bicycle 
collisions that do not involve a motor vehicle are 
more common than bicycle-motor vehicle colli- 
sions, little data are available on the incidence, 
consequences, and causes of such collisions. 
Bicycle-motor vehicle collisions have been given 
greater attention because such collisions gener- 
ally result in  more serious injuries to the bicy- 
clist and because collisions which do not involve 
a motor vehicle are not routinely reported to a 
central record-keeping agency, a s  are motor- 
vehicle-related collisions. 



The most comprehensive study of bicycle colli- 
sions to date was conducted in the mid-1970s by 
Kenneth D. Cross and Gary Fisher, working in 
cooperation with the National Highway Traffic 
Safety Administration.' The Cross-Fisher study 
classified bicycle-motor vehicle collisions into 36 
specific types within seven major classes and 
developed potential education and training 
measures for both bicyclists and motorists to 
counter each type of collision. 

The seven major classes of bicycle-motor vehicle 
collisions identified by the Cross-Fisher study 
were: 1) situations where a bicyclist rides out 
from a n  alley, driveway, or other mid-block 
location into the path of a motor vehicle, which 
accounted for 15.1 percent of fatal and 13.9 per- 
cent of nonfatal collisions; 2) situations where a 
bicyclist rides out a t  a controlled intersection 
in to  the  pa th  of a motor vehicle, which 
accounted for 12.0 percent of fatal and 17.0 per- 
cent of nonfatal collisions; 3) situations where a 
motorist drives, backs, or turns into the path of 
a bicycle, which accounted for 2.4 percent of 
fatal collisions and 18.7 percent of nonfatal 
collisions; 4) situations where a motorist overtak- 
ing  a bicyclist strikes the  bicyclist, which 
accounted for 37.8 percent of fatal and 10.5 per- 
cent of nonfatal collisions; 5) situations where a 
bicyclist turns or swerves unexpectedly into the 
path of a motorist, which accounted for 16.2 per- 
cent of fatal and 14.2 percent of nonfatal colli- 
sions; 6) situations where a motorist turns 
unexpectedly into the path of a bicyclist, which 
accounted for 2.4 percent of fatal and 14.5 per- 
cent of nonfatal collisions; and 7) all other types 
of collisions, including head-on collisions and 
collisions involving motorists colliding with a 
bicyclist while leaving a n  on-street parking 
space; these were grouped together a n d  
accounted for 14.1 percent of fatal and 11.2 per- 
cent of nonfatal collisions. 

The State of Wisconsin maintains records of 
reported bicycle-motor vehicle collisions through- 
out the State. Reported collisions include only 

'Kenneth D. Cross and Gary Fisher, A Study of 
Bicycle/Motor Vehicle Accidents: Identification 
o f  Problem Types and Countermeasure 
Approaches, U. S. Department of Transporta- 
tion, 1977. 

those that involved a t  least one bicycle and one 
motor vehicle, occurred on a public street or 
highway, and resulted in either 1) bodily injury 
or death; 2) damage of $200 or more to 
government-owned property, except government- 
owned vehicles; or 3) damage of $500 or more to 
any property owned by any one person or to a 
government-owned vehicle. The Cross-Fisher 
study estimated that approximately two-thirds 
of bicycle-motor vehicle collisions go unreported. 
Possible reasons for not reporting such collisions 
include the lack of apparent injuries a t  the time 
of the collision; the occurrence of some collisions 
on private property, such as  a parking lot; or the 
cost of damage to bicycles or other personal 
property not being properly evaluated. 

A summary of reported bicycle-motor vehicle 
collisions occurring within the Southeastern 
Wisconsin Region during the three-year period 
from 1991 through 1993 is presented in Tables 6 
through 10. A summary of such collisions for 
each county within the Region is presented in 
Tables B-1 through B-7 in Appendix B of this 
report. There was a total of 1,990 reported 
collisions between bicycles and motor vehicles in 
the  Region between 1991 and  1993, which 
involved a total of 2,056 bicyclists. Of this total, 
130 bicyclists, or about 6 percent of those 
involved in a reported collision with a motor 
vehicle, suffered no injuries. The extent of 
injuries was not reported or was not known for 
636, or about 31 percent, of the  bicyclists 
involved in a collision. A total of 1,280 bicyclists, 
or about 62 percent of all bicyclists involved in 
a collision, was reported to have received non- 
fatal injuries, of which 282, or about 22 percent 
of injured bicyclists and about 14 percent of all 
bicyclists involved in a collision, suffered inca- 
pacitating injuries. Incapacitating injuries 
include nonfatal injuries which prevent the 
performance of activities such a s  walking or 
bicycling which were performed prior to the 
collision. A plurality of bicyclists involved in 
collisions within the Region, 998, or about 
49 percent, suffered nonincapacitating injuries, 
which include injuries other than  fatal and 
incapacitating injuries. Ten of the 2,056 bicy- 
clists involved in a collision with a motor vehicle 
suffered fatal injuries. 

A total of 866 bicyclists, or about 42 percent of 
the bicyclists involved in  collisions, included 
bicyclists in  the  10-through-15-y ear-old age 



Table 6 

TYPES OF INJURIES SUSTAINED BY BICYCLISTS INVOLVED IN REPORTED BICYCLE-MOTOR 
VEHICLE COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993  

Source: Wisconsin Department of Transportation and SEWRPC. 

r 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . . 
Washington . . . 
Waukesha . . . . 

Region 

Table 7 

LOCATIONS AND TYPES OF REPORTED BICYCLE-MOTOR VEHICLE 
COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Total 
Bicyclists 

180 
1,197 

64 
288 

63 
56 

208 

2,056 

a ~ h e  definitions of the collision types used in this rable are as follows: Unknown--collision type is unknown; Angle-bicyclist is struck by a motorist traveling in a 
perpendicular direction; Side Same-bicyclist is sideswiped by an overtaking motor vehicle; Rear End-bicyclist strikes rear of stopped motor vehicle, or rear of bicyclist 
is struck by front end of overtaking motor vehicle; Left Turn-straight-through bicyclist is struck by a motorist turning left across his or her path, or vice versa; Head 
On-front of bicyclist is struck by front of motor vehicle traveling in the opposite direction; Side Opposite-bicyclist is sideswiped by motor vehicle traveling in the 
opposite direction; Off Right-bicyclist is struck by a motor vehicle driving off the right side of the ma& Off Left-bicyclist is struck by a motor vehicle driving off the 
left side of the road. 

Injury Type 

County 

Kenosha . . . . . . 
Milwaukee . . . . . 
Ozaukee . . . . . . 
Racine . . . . . . . 
Walworth . . . . . 
Washington . . . . 
Waukesha . . . . . 

Reg~on 

Source: Wisconsin Department of Transportation and SEWRPC. 

group. This is consistent with the findings of the 
Cross-Fisher study, which found that collision 
involvement of 12-through-15-year-old bicyclists 
is more than twice as  great as  would be expected 
from the number of bicyclists in  this age group. 
A disproportionate number of the bicyclists 
involved in collisions throughout the Region, 
1,498, or about 73 percent, were males. This 
trend was consistent throughout each of the 
seven counties, with a low of about 67 percent in 
Ozaukee County and a high of about 77 percent 
in  Washington County, and is consistent with 
the findings of the Cross-Fisher study. 

None 

The number of collisions that occurred a t  inter- 
sections, 1,124, or about 56 percent, was some- 
what  higher t h a n  those t h a t  occurred i n  
mid-block. This  trend was also consistent 
throughout the seven counties, with a low of 
about 53 percent in Racine and Waukesha Coun- 
ties and a high of about 62 percent in Walworth 
County. The most common type of collision by 
far within the Region was the "angle" type, in  
which a bicyclist is struck by a motorist traveling 
in a direction perpendicular to the bicyclist's. 
Such collisions include situations where a bicy- 
clist rides out from a driveway, alley, or intersect- 

Number 

9 
85 

3 
17 
4 
1 

11 

130 

Location 

Percent 

5.0 
7.1 
4.7 
5.9 
6.3 
1.8 
5.3 

6.3 

Unknown 

Intersection 

99 
664 

37 
146 
39 
31 

108 

1,124 

Number 

49 
408 

19 
99 
16 
11 
34  

636 

Total 
Collisions 

176 
1,151 

62 
278 

63 
56 

204 

1,990 

Mid-Block 

77 
487 

25 
132 
24 
25 
96 

866 

Type of Collisiona 

Percent 

27.2 
34.1 
29.7 
34.4 
25.4 
19.6 
16.3 

30.9 

Nonincapacitating 

Number 

97 
550 

26 
136 

32 
35 

122 

998 

Unknown 

5 
10 
0 
3 
5 
2 
1 

26 

Percent 

53.9 
45.9 
40.6 
47.2 
50.8 . 
62.5 
58.7 

48.6 

Incapacitating 

Head 
On 

4 
35 

1 
13 
2 
1 
8 

64 

Number 

23 
151 

14  
35 
11 
9 

3 9  

282 

Fatal 

Angle 

118 
755 

45 
195 
41 
38 

112 

1,304 

Percent 

12.8 
12.6 
21.9 
12.2 
17.5 
16.1 
18.8 

13.7 

Number 

2 
3 
2 
1 
0 
0 
2 

1 0  

Side 
Opposite 

2 
11 
0 
1 
3 
0 
2 

19 

Percent 

1.1 
0.3 
3.1 
0.3 
0.0 
0.0 
1 .O 

0.5 

Side 
Same 

14 
76 

5 
14 
6 
5 

12 

132 

Off 
Right 

0 
7 
1 
6 
0 
0 
1 

15 

Rear 
End 

6 
46 

6 
16 
3 
4 
4 

85 

Left 
Turn 

9 
55 

1 
9 
2 
4 
9 

89 

Off 
Left 

0 
1 
0 
0 
0 
0 
1 

2 

Other 
Maneuver 

18 
155 

3 
2 1 

1 
2 

54 

254 



Table 8 

AGE AND SEX OF BICYCLISTS INVOLVED IN REPORTED BICYCLE-MOTOR 
VEHICLE COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Source: Wisconsin Department of Transportation and SEWRPC. 

County 

Kenosha . . . . . . . . 
Milwaukee . . . . . . . 
Ozaukee . . . . . . . . 
Racine . . . . . . . . . 
Walworth . . . . . . . 
Washington . . . . . . 
Waukesha . . . . . . . 

Region 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . 

Table 9 

Total 
Bicyclists 

180 
1,197 

64 
288 
63 
56 
208 

2,056 

Age of Bicyclist 

AGE OF DRIVERS INVOLVED IN REPORTED BICYCLE-MOTOR VEHICLE 
COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Washington . . . 56 7 12.5 0 0 0.0 43 76.8 13 23.2 0 0.0 
Waukesha . . . . 208 29 13.9 7 2 1 .O 144 69.2 63 30.3 1 0.5 

Region 2,056 332 16.1 60 2.9 20 1.0 1,498 72.9 515 25.0 43 2.1 

Total 
Bicyclists 

180 
1,197 

64 
288 
63 

Source: Wisconsin Department of Transportation and SEWRPC. I 

Unknown 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . . 
Washington . . . 
Waukesha . . . . 

Region 

ing street into the path of a motorist, or where throughout the seven counties, with a low of 
a motorist pulls or backs out of a driveway, alley, about 55 percent in Waukesha County and a 

l 

or intersecting street into the path of a bicyclist. high of about 73 percent in Ozaukee County. 
\ Angle collisions accounted for 1,304, or about 

Number 

6 
45 
0 

1 1  
2 
0 
1 

65 

10 to 15 

Age of Bicyclist 

66 percent, of the total 1,990 bicycle-motor vehicle Existing Bicycle-Safety Programs \ 

collisions in Southeastern Wisconsin during 1991 A survey of local government programs promot- 

Percent 

3.3 
3.8 
0.0 
3.8 
3.2 
0.0 
0.5 

3.2 

1 to 4 16 to 24 

Number 

68 
481 
29 
119 
27 
34 
108 

866 

Sex of Bicyclist 

Total 
Drivers 

176 
1 ,I 51 

62 
278 
63 
5 6 
204 

1,990 

- - 
through 1993. This again was consistent ing safe-bicycle operation was also conducted by 1 

Number 

7 
9 
0 
3 
0 
0 
2 

2 1 

5 to 9 

Number 

28 
200 
9 
45 
17 
4 
25 

328 

Percent 

37.8 
40.2 
45.3 
41.3 
42.9 
60.7 
51.9 

42.1 

25 to 44 

Percent 

3.9 
0.7 
0.0 
1.1 
0.0 
0.0 
1 .O 

1 .O 

Number 

37 
202 
10 
6 1 
9 

1 1  
34 

364 

Percent 

15.6 
16.7 
14.1 
15.6 
27.0 
7.1 
12.0 

16.0 

Number 

27 
21 2 
13 
38 
6 

Male 

Age of Drivers Involved in Bicycle-Motor Vehicle Collisions 

Percent 

20.5 
16.9 
15.6 
21.2 
14.3 
19.7 
16.3 

17.7 

Percent 

15.0 
17.7 
20.3 
13.2 
9.5 

Number 

127 
878 
43 
219 
44 

45 to 64 

Percent 

70.6 
73.4 
67.2 
76.0 
69.8 

Number 

7 
35 
3 
7 
1 

65 and Older Female 

Unknown 

Not Reported 

Percent 

3.9 
2.9 
4.7 
2.4 
1.6 

Number 

0 
13 
0 
4 
1 

Number 

49 
289 
2 1 
63 
17 

Number 

21 
154 
6 
36 
3 
6 
15 

241 

Number 

4 
30 
0 
6 
2 

Percent 

0.0 
1.1 
0.0 
1.4 
1.6 

Percent 

27.2 
24.1 
32.8 
21.9 
27.0 

Percent 

11.9 
13.4 
9.7 
12.9 
4.8 
10.7 
7.4 

12.1 

10 t o  15 

Percent 

2.2 
2.5 
0.0 
2.1 
3.2 

Number 

0 
2 
0 
0 
0 
1 
0 

3 

Percent 

0.0 
0.2 
0.0 
0.0 
0.0 
1.8 
0.0 

0.2 

16 t o  24 25 t o  44 45 to 64 

Number 

46 
213 
13 
48 
1 1  
15 
57 

403 

Number 

61 
467 
22 
125 
29 
22 
79 

805 

Number 

29 
220 
13 
47 
14 
7 
32 

362 

65 and Older 

Percent 

26.1 
18.5 
21.0 
17.3 
17.5 
26.8 
27.9 

20.2 

Percent 

34.7 
40.6 
35.5 
45.0 
46.0 
39.3 
38.7 

40.5 

Percent 

16.5 
19.1 
21.0 
16.9 
22.2 
12.5 
15.7 

18.2 

Number 

19 
95 
8 
22 
6 
5 
21 

176 

Percent 

10.8 
8.2 
12.9 
7.9 
9.5 
8.9 
10.3 

8.8 



Table 10  

AGE OF DRINKING DRIVERS AND DRINKING BICYCLISTS INVOLVED IN REPORTED BICYCLE-MOTOR 
VEHICLE COLLISIONS~ IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

County 

Kenosha . . . . .  
Milwaukee . . . .  
Ozaukee . . . . .  
Racine . . . . . .  
Walworth . . . .  
Washington . . .  
Waukesha . . . .  

Region 

alncludes collisions where the reporting police officer noted on the accident report that a person involved in a collision "had been drinking. " 
Such person may or may not have been legally drunk. 

County 

Kenosha . . . . . . . . . . . .  
Milwaukee . . . . . . . . . . .  
Ozaukee . . . . . . . . . . . .  
Racine . . . . . . . . . . . . .  
Walworth . . . . . . . . . . .  
Washington . . . . . . . . . .  
Waukesha . . . . . . . . . . .  

Region 

Source: Wisconsin Department of Transportation and SEWRPC. 

Drinking 
Drivers 

8 
15 
3 
3 
4 
2 
3 

38 

the Commission in April 1994 of all cities and 
villages within the three urbanized areas and of 
all cities and villages with a population of 5,000 
or greater outside of an  urbanized area. Of the 
45 communities in Southeastern Wisconsin that 
fall into these categories, 15 of the communities 
had bicycle-safety programs which consisted of 
holding a t  least one "bicycle rodeo" event for 
elementary-school children each year. Five of 
these communities offer a bicycle-safety program 
consisting of a bicycle-safety talk and/or video 
presentation for elementary-school children. 
Nineteen of the communities have a bicycle- 
safety program which consists of both "bicycle 
rodeos" and bicycle-safety presentations for 
elementary-school children. The safety programs 
are generally developed by the community police 
department in cooperation with the school 
district. 

Drinking 
Bicyclists 

5 
23 
0 

1 1  
0 
1 
5 

45 

The Bicycle Federation of America has devel- 
oped a "Basics of Bicycling" curriculum for 
school-age children. The program, which was 
originally developed for the fourth-grade level, 
has been expanded to include separate programs 
for children ages five through eight, nine 
through 12, and 13 through 15. Subjects 
addressed by the program include traffic laws, 
bicycle-riding and bicycle-handling techniques, 
and proper bicycle maintenance and equipment. 

Age of Drinking Drivers Involved in Bicycle-Motor Vehicle Collisions 

The Wisconsin Department of Transportation 
efforts toward safe bicycling include promoting 
bicycle-safety classes, providing safety-program 
materials, and funding bicycle-safety programs 
for high-risk areas. Grants of up to $1,000 are 
available to communities with unusually high 
bicycle-accident and severe-injury rates. Keno- 
sha County participated in the program in 1994. 

Age of Drinking Bicyclists Involved in Bicycle-Motor Vehicle Collisions 

Number 

0 
0 
0 
0 
1 
0 
0 

1 

Percent 

0.0 
0.0 
0.0 
0.0 
25.0 
0.0 
0.0 

2.6 

1 6 t o  24 

16 to 24 

Number 

1 
1 
0 
0 
0 
0 
1 

3 

Number 

2 
2 
0 
0 
1 
0 
1 

6 

Percent 

20.0 
4.3 
0.0 
0.0 
0.0 
0.0 
20.0 

6.7 

25 to 44 

Percent 

25.0 
13.3 
0.0 
0.0 
25.0 
0.0 
33.3 

15.8 

25 to 44 

Number 

4 
19 
0 
10 
0 
1 
3 

3 7 

45 to 64 

Number 

4 
7 
1 
3 
1 
2 
1 

19 

Percent 

80.0 
82.6 
0.0 
90.9 
0.0 

100.0 
60.0 

82.2 

Number 

0 
3 
0 
1 
0 
0 
1 

5 

Percent 

50.0 
46.7 
33.3 
100.0 
25.0 
100.0 
33.3 

50.0 

45 to 64 

Percent 

0.0 
13.0 
0.0 
9.1 
0.0 
0.0 
20.0 

11.1 

Number 

2 
6 
1 
0 
1 
0 
1 

1 1  

65 and Older 

Percent 

25.0 
40.0 
33.3 
0.0 
25.0 
0.0 
33.3 

28.9 

Number 

0 
0 
1 
0 
0 
0 
0 

1 

Percent 

0.0 
0.0 
33.3 
0.0 
0.0 
0.0 
0.0 

2.6 



The Department has a number of safety-related 
publications that are available to interested 
groups. The Department also offers a one-day 
class three times each year entitled "Teaching 
Safe Biking" which is intended for police offi- 
cers, teachers, and other interested individuals. 

Southeastern Wisconsin also has several organ- 
izations which provide various types of bicycle- 
safety training and information. The League of 
American Bicyclists-formerly the League of 
American Wheelmen-offers approximately 
three "Effective Cycling" courses per year 
through the Bicycle Federation of Southeastern 
Wisconsin, which are open to any interested 
individual. The courses are several weeks in 
duration and consist of both classroom and on- 
bicycle training. The American Automobile 
Association also develops and supplies materials 
concerning bicycle safety. These materials are 
provided to police departments, schools, and 
other interested parties on request, and address 
such subjects as conducting "bicycle rodeos," 
purchasing bicycles for children, and safe- 
bicycling tips for children and adults. A limited 
number of materials have also been developed 
by the Wisconsin Department of Transportation 
and the American Automobile Association to 
assist motor-vehicle operators in safely sharing 
the road with bicyclists. 

EXISTING PEDESTRIAN OPERATIONAL 
AND SAFETY CONSIDERATIONS 

The Americans with Disabilities Act 
The Federal Americans with Disabilities Act. 
which was adopted in 1990, is intended td  
provide Americans with disabilities equal oppor- 
tunities for access to jobs, transportation, public 
facilities, and services. The regulations imple- 
menting Title I1 of the Act require a public entity 
having responsibility over streets and walkways 
to prepare a schedule for providing curb ramps 
where pedestrian ways cross curbs, giving 
priority to pedestrian ways serving State and 
local government offices and facilities, transpor- 
tation stations and stops, places of public 
accommodation such as stores and restaurants, 
and places of employment. Newly constructed or 
reconstructed streets must provide curb ramps at  
street intersections. Accessible routes leading 
from public parking facilities or transit stops to 
public or commercial buildings must also meet 
the requirements of the Act and its implement- 
ing regulations with regard to walkway width, 
surfacing, and slope. 

State Statutes Affecting Pedestrians 
Chapter 340 of the Wisconsin Statutes defines a 

as "any person afoot or any person in 
a wheelchair, either manually or mechanically 
propelled, or other low-powered, mechanically 
propelled vehicle designed specifically for use by 
a physically disabled person." Chapter 346 of the 
Wisconsin Statutes bars pedestrians from travel- 
ing on expressways and freeways where signs 
have been posted prohibiting such use (see 
Map 13). Unless traveling on a sidewalk, pedes- 
trians are required to travel along the left side of 
a roadway, and, where practical, to step to the 
extreme outer edge of the traveled portion of the 
roadway when approached by a motor vehicle. 

The Statutes set forth a number of provisions 
related to street crossings. At signalized intersec- 
tions, vehicle operators must yield the right-of- 
way to pedestrians who are crossing on the 
green phase of a traffic signal or on a "walk" 
signal. At unsignalized intersections, vehicle 
operators must yield to a pedestrian crossing in 
either a marked or unmarked crosswalk. Motor- 
ists must also yield the right-of-way to pedestri- 
ans  who are crossing within a marked 
crosswalk, including marked crosswalks that are 
not located at  intersections (commonly referred 
to as "mid-block crossings7'). A marked cross- 
walk is a portion of a street clearly indicated for 
pedestrian crossing with signs or pavement 
markings. An unmarked crosswalk is that part 
of a street a t  a n  intersection-except a n  
intersection of an  alley with a street-which 
would be formed by extending the sidewalk 
across the roadway. Pedestrians must yield the 
right-of-way to vehicles when crossing a street 
outside a marked or unmarked crosswalk. 

As noted in the above section on State statutes 
affecting bicycle operation, Section 346.37(1)(~)(2) 
of the Statutes appears to exempt pedestrians as 
well as bicyclists from obeying traffic signals on 
streets and highways without pedestrian "walk/ 
don't walk" indicators by stating that "[nlo 
pedestrian or bicyclist facing [a red] signal shall 
enter the roadway unless he or she can do so 
safely and without interfering with any vehicular 
traffic." 

Chapter 349 of the Statutes allows local govern- 
ments, by order, ordinance, or resolution, to 
prohibit pedestrian crossings at any location 
otherwise permissible for pedestrian crossings 
by posting signs indicating such a prohibition. 



Chapter 66 of the Statutes allows the governing 
body of a city or village, after holding a public 
hearing on the matter, to designate any street or 
public way within its jurisdiction a s  a pedestrian 
mall and prohibit or limit the use of vehicular 
traffic within the area so designated. 

Local Government 
Regulations Affecting Pedestrians 
Local government regulations restricting pedes- 
trian travel are generally limited to the authority 
of local governments to prohibit pedestrian 
crossings a t  identified locations by posting signs 
indicating such prohibition. Crossing prohibi- 
tions are used selectively in many communities 
to prohibit pedestrians from crossing a street or 
highway at a location which is  considered 
hazardous. 

Collisions Involving Pedestrians 
As is the case with bicycle collisions, available 
information on pedestrian collisions is focused 
on pedestrian-motor vehicle collisions, which 
generally result in  the most severe injuries to 
pedestrians. A study conducted by the National 
Highway Traffic Safety ~ d m i n i s t r a t i o n ~  deter- 
mined tha t  the five most common types of 
pedestrian-motor vehicle collisions, accounting 
for over half of all such collisions, were: 1) the 
"dart-out," in  which a pedestrian suddenly 
appears in the path of a motorist in  a mid-block 
location, often from between parked cars, which 
accounts for about 33 percent of pedestrian- 
motor vehicle collisions; 2) the "intersection 
dash," in  which a pedestrian suddenly appears 
in  the path of a motorist at a n  intersection, 
which accounts for about 8 percent of collisions; 
3) the "vehicle turn or merge," in  which a 
motorist, concentrating upon turning or merging 
into traffic, fails to see a pedestrian, which 
accounts for about 6 percent of collisions; 4) the 
"multiple threat," in  which a vehicle stops for a 
pedestrian who is crossing and the stopped 
vehicle blocks the pedestrian from the view of 
the operator of a n  overtaking vehicle, which 
accounts for about 3 percent of collisions; and 
5) the "bus-stop-related," in which a pedestrian 
crosses in front of a stopped transit vehicle, 

2~edes t r ian  Accident Reduction Guide, U. S. 
Department of Transportation, National High- 
way Traffic Safety Administration, November 
1981. 

which blocks the pedestrian from the view of the 
operator of a n  overtaking vehicle, which also 
accounts for about 3 percent of collisions. 

The State of Wisconsin maintains records of 
reported pedestrian-motor vehicle collisions 
throughout the State. Reported collisions include 
only those that involved a t  least one pedestrian 
and one motor vehicle, occurred on a public 
street or highway, and  resulted i n  either 
1) bodily injury or death; 2) damage of $200 or 
more to government-owned property, except 
government-owned vehicles; or 3) damage of 
$500 or more to any property owned by any one 
person or to a government-owned vehicle. 

A summary of reported pedestrian-motor vehicle 
collisions occurring within the Southeastern 
Wisconsin Region during the three-year period 
from 1991 through 1993 is presented in Tables 11 
through 15. A summary of such collisions for 
each county within the Region is presented in 
Tables B-8 through B-14 in Appendix B of this 
report. There was a total of 3,731 reported 
collisions between pedestrians and motor vehi- 
cles in the Region between 1991 and 1993, which 
involved a total of 3,878 pedestrians. Of this 
total, 2,391, or about 62 percent of the pedestri- 
ans involved in  a collision with a motor vehicle, 
were injured. Of the 2,391 injured pedestrians, 
66, or about 2 percent of all pedestrians involved 
in a collision with a motor vehicle, suffered a 
fatal injury. Of the 3,878 pedestrians involved in 
a collision, 98, or about 2 percent, were not 
injured. The extent of injuries was not reported 
or was not known for 1,389, or about 36 percent, 
of the pedestrians. 

A total of 1,414, or about 37 percent of all 
pedestrians involved in  reported pedestrian- 
motor vehicle collisions within the Region, 
suffered nonincapacitating injuries. Such injuries 
include injuries other than fatal and incapacitat- 
ing injuries. The percentage of pedestrians 
suffering incapacitating injuries, which include 
nonfatal injuries which prevent the performance 
of activities, such a s  walking, which were 
performed prior to the collision, varied from a low 
of about 36 percent of pedestrians for whom 
injuries were reported in Racine and Walworth 
Counties to a high of about 54 percent in Ozau- 
kee County. 

The number of pedestrians aged 16 or older who 
were involved in collisions, 2,012, was about 



Table 11  

TYPES OF INJURIES SUSTAINED BY PEDESTRIANS INVOLVED IN REPORTED PEDESTRIAN-MOTOR 
VEHICLE COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Source: Wisconsin Department of  Tmnsportation and SEWRPC. 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . . 
Washington . . . 
Waukesha . . . . 

Region 

Table 1 2  

LOCATIONS AND TYPES OF REPORTED PEDESTRIAN-MOTOR VEHICLE 
COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Total 
Pedestrians 

224 
2,987 

42  
31 6 

69 
65 

175 

3,878 

a ~ h e  definitions of the collision types used in this table are as follows: Unknown--collision type is unknown; Angle--pedestrian is struck by a motorist traveling in a , 
perpendicular direction; Side Same--pedestrian is sideswiped by an overtaking motor vehicle; Rear End-pedestrian is struck from behind by the front end of an overtaking 1 
motor vehicle; Left Turn-pedestrian cmssing intersection is struck by a motorist turning left across his or her path; Head On-front of pedestrian is struck by front of 1 
motor vehicle traveling in the opposite direction; Side Opposite-pedestrian is sideswiped by motor vehicle traveling in the opposite direction; Off Right--pedestrian is 
struck by a motor vehicle driving off the right side of the road; Off Lef-edestrian is struck by a motor vehicle driving off the left side of the mad. 

I 

Injury Type 

County 

Kenosha . . . . . . 
Milwaukee . . . . . 
Ozaukee . . . . . . 
Rac~ne . . . . . . . 
Walworth . . . . . 
Washington . . . . 
Waukesha . . . . . 

Reg~on 

Source: Wsconsin Department of Transponation and SEWRPC. 1 

equal to the number of pedestrians younger than 
16 involved in collisions, 1,767. However, the 
percentage of children aged five through nine 
involved in collisions was approximately three 
times the percentage of children aged five 
through nine in the general population; the 
percentage of children aged 10 through 15 
involved in collisions was more than twice the 
percentage of children aged 10 through 15 in the 
general population. The overrepresentation of 
children in the number of collisions may be 
attributable to the lack of cognitive skills on the 

None 

part of children, such as the lack of ability to 
judge gaps in traffic and motor-vehicle speeds, 
and to distinguish motor vehicles from surround- I 
ing objects. Because of their lack of skill and 
experience, special attention should be given to 
designing and conducting safety programs for 
young children. I 

Number 

3 
76 

3 
5 
2 
4 
5 

98 

Locat~on 

Only a slight majority of the pedestrians 1 
involved in collisions throughout the Region, I 

2,201, or about 57 percent, were males. This 
trend was consistent throughout each of the i 

Percent 

1.3 
2.5 
7.1 
1.6 
2.9 
6.1 
2.9 

2.5 

Intersection 

72 
1,165 

15 
97 
19 
20 
60 

1,448 

Unknown 

Number 
of 

Collisions 

214 
2.878 

41 
299 

68 
64 

167 

3,731 

Type of ~ o l l ~ s ~ o n ~  

Mid-Block 

142 
1,713 

26 
202 
49 
44 

107 

2,283 

Nonincapacitating Incapacitating 

Number 

70  
1.1 18 

15 
110 

9 
23 
44  

1,389 

Unknown 

3 
60 

2 
9 
5 
3 
4 

86 

Number 

86 
1,090 

10  
124 
30  
18 
56 

1,414 

Number 

63 
659 

13 
73 
21 
18 
64 

911 

Percent 

31.3 
37.4 
35.7 
34.8 
13.0 
35.4 
25.1 

35.8 

Fatal 

Percent 

38.4 
36.5 
23.8 
39.2 
43.5 
27.7 
32.0 

36.5 

Percent 

28.1 
22.1 
31.0 
23.1 
30.4 
27.7 
36.6 

23.5 

Number 

2 
44  

1 
4 
7 
2 
6 

66 

Percent 

0.9 
1.5 
2.4 
1.3 

10.2 
3.1 
3.4 

1.7 

Angle 

97 
1,428 

18 
133 
27 
28 
43 

1,774 

Left 
Turn 

2 
61 

1 
10 
1 
0 
1 

76 

Side 
Same 

13 
112 

2 
13 
3 
3 

10 

156 

Head 
On 

7 
153 

1 
14 
5 
3 
6 

189 

Rear 
End 

8 
81 

2 
3 
6 
0 
8 

108 

S~de 
Opposlte 

4 
29 
0 
7 
3 
2 
3 

48 

Off 
Right 

2 
38 

1 
3 
0 
1 

12 

57 

Off 
Left 

4 
18 
0 
3 
0 
2 
2 

29 

Other 
Maneuver 

74 
898 

14 
104 

18 
22 
78 

1,208 



Table 13 

AGE AND SEX OF PEDESTRIANS INVOLVED IN REPORTED PEDESTRIAN-MOTOR 
VEHICLE COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Source: Wisconsin Department of Transportation and SEWRPC. 

I 

County 

Kenosha . . . . . . . . 
Milwaukee . . . . . . . 
Ozaukee . . . . . . . . 
Racine . . . . . . . . . 
Walworth . . . . . . . 
Washington . . . . . . 
Waukesha . . . . . . . 

Region 

Table 14 

Total 
Pedestrians 

224 
2,987 

42 
31 6 
69 
6 5 
175 

3,878 

Age of Pedestrian 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . 
Washington . . . 
Waukesha . . . . 

Region 

AGE OF DRIVERS INVOLVED IN REPORTED PEDESTRIAN-MOTOR VEHICLE 
COLLISIONS IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

Total 
Pedestrians 

224 
2,987 

42 
316 
69 
65 
175 

3,878 

Unknown 

Age of Pedestrian 

t 
1 Source: Wisconsin Department of Transportation and SEWRPC. 

Number 

9 
69 
1 

1 1  
4 
0 
5 

99 

Sex of Pedestrian 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . . 
Washington . . . 
Waukesha . . . . 

Region 

I seven counties except Walworth and Ozaukee intersections, with 2,283, or about 61 percent of 
Counties. I n  Walworth County, about 52 percent all reported pedestrian-motor vehicle collisions, 
of the pedestrians involved in collisions were occurring a t  mid-block. This trend was again 

I 

females, and in Ozaukee County, the number of consistent throughout the seven counties, with a 
pedestrians involved in collisions was equally low of about 60 percent in Milwaukee County 
divided between males and females. Mid-block and a high of about 72 percent in Walworth 
collisions were more common than collisions a t  County. As was the  case for bicycle-motor 

Percent 

4.0 
2.3 
2.4 
3.5 
5.8 
0.0 
2.9 

2.6 

25 to 44 

1 to 4 

. 
Number 

54 
708 
6 
60 
15 
13 
30 

886 

Total 
Drivers 

214 
2,878 

41 
299 
68 
64 
167 

3,731 

10 to 15 

Number 

13 
221 
2 
28 
3 
3 
2 

272 

5 to 9 

Not Reported 

Percent 

24.1 
23.7 
14.3 
19.0 
21.7 
20.0 
17.1 

22.8 

45 to 64 Male 

Number 

44 
514 
10 
76 
1 1  
13 
36 

704 

Percent 

5.8 
7.4 
4.8 
8.9 
4.3 
4.6 
1.1 

7.0 

Number 

40 
635 
6 
63 
10 
13 
24 

791 

16 to 24 

Number 

4 
26 
0 
5 
2 
0 
4 

41 

Female 

Number 

19 
237 
5 
25 
4 
8 
23 

321 

65 and Older 

Number 

126 
1,722 

21 
166 
31 
41 
94 

2,201 

Age of Drivers Involved in Pedestrian-Motor Vehicle Collisions 

Percent 

19.6 
17.2 
23.8 
24.1 
15.9 
20.0 
20.6 

18.1 

Percent 

17.9 
21.3 
14.3 
19.9 
14.5 
20.0 
13.7 

20.4 

Number 

32 
427 
6 
36 
17 
13 
38 

569 

Percent 

1.8 
0.9 
0.0 
1.6 
2.9 
0.0 
2.3 

1.1 

Number 

94 
1,239 

21 
145 
36 
24 
77 

1,636 

Percent 

8.5 
7.9 
11.9 
7.9 
5.8 
12.3 
13.1 

8.3 

Number 
ppp------p-pp- 

13 
176 
6 
17 
5 
2 
17 

236 

Percent 

56.2 
57.6 
50.0 
52.5 
44.9 
63.1 
53.7 

56.7 

Percent 

14.3 
14.3 
14.3 
11.4 
24.6 
20.0 
21.7 

14.7 

Percent 

42.0 
41.5 
50.0 
45.9 
52.2 
36.9 
44.0 

42.2 

Percent 

5.8 
5.9 
14.3 
5.4 
7.2 
3.1 
9.7 

6.1 

Unknown 

Number 

21 
446 
3 
35 
1 
9 
10 

525 

Percent 

9.8 
15.5 
7.3 
11.7 
1.5 
14.1 
6.0 

14.1 

10 to 15 25 to 44 

Number 

1 
6 
0 
3 
0 
0 
0 

10 

16 to24 

Number 

79 
1,169 

15 
119 
21 
23 
77 

1,503 

Percent 

0.5 
0.2 
0.0 
1 .O 
0.0 
0.0 
0.0 

0.3 

Number 

73 
651 
15 
81 
26 
1 1  
48 

905 

Percent 

36.9 
40.6 
36.6 
39.8 
30.9 
35.9 
46.1 

40.3 

45 to 64 

Percent 

34.1 
22.6 
36.6 
27.1 
38.2 
17.2 
28.7 

24.2 

Number 

23 
430 
5 
44 
14 
17 
23 

556 

65 and Older 

Percent 

10.7 
14.9 
12.2 
14.7 
20.6 
26.6 
13.8 

14.9 

Number 

17 
176 
3 
17 
6 
4 
9 

232 

Percent 

7.9 
6.1 
7.3 
5.7 
8.8 
6.2 
5.4 

6.2 



Table 15 

AGE OF DRINKING DRIVERS AND DRINKING PEDESTRIANS INVOLVED IN REPORTED PEDESTRIAN-MOTOR 
VEHICLE COLLISIONS~ IN THE SOUTHEASTERN WISCONSIN REGION: 1991 THROUGH 1993 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . 
Washington . . . 
Waukesha . . . . 

Region 

alncludes collisions where the reporting police officer noted on the accident report that a person involved in a collision "had been drinking. " 
Such person may or may not have been legally drunk. 

County 

Kenosha . . . . . 
Milwaukee . . . . 
Ozaukee . . . . . 
Racine . . . . . . 
Walworth . . . . 
Washington . . . 
Waukesha . . . . 

Region 

Source: Wisconsin Department of Transportation and SEWRPC. 

Drinking 
Drivers 

8 
102 
3 
9 

1 1  
1 
17 

151 

vehicle collisions, the most common single type 
of pedestrian-motor vehicle collision was the 
"angle" type, in which a pedestrian was struck 
by a motorist traveling in a direction perpendicu- 
lar to the pedestrian's. Such collisions accounted 
for 1,774, or about 48 percent, of the total 3,731 
pedestrian-motor vehicle collisions reported in 
Southeastern Wisconsin during 1991 through 
1993. This, again, was consistent throughout the 
seven counties, with a low of about 26 percent in 
Waukesha County and a high of about 50 per- 
cent in Milwaukee County. 

Drinking 
Pedestrians 

18 
227 
3 
12 
7 
9 
9 

285 

Existing Pedestrian-Safety Programs 
Many studies of pedestrian safety have been 
conducted by various government agencies, 
particularly the National Highway Traffic 
Safety Administration. A variety of materials 
related to pedestrian safety has been developed 
by this and other agencies, including the Wis- 
consin Department of Transportation. These 

Age of Drinking Drivers Involved in Pedestrian-Motor Vehicle Collisions 

materials focus primarily on school-age children, 
although materials for older adult pedestrians 
and for motor-vehicle operators have also 
been developed. 

Age of Drinking Pedestrians Involved in Pedestrian-Motor Vehicle Collisions 

To promote safe walking and to reduce the 
number of accidents involving pedestrians, the 
National Highway Traffic Safety Administration, 
Federal Highway Administration, American 
Automobile Association, and a number of local 
agencies and community groups recently created 
a national pedestrian-safety program known as 
"Walk Alert." The Walk Alert program was 
developed to assist communities in developing 
local pedestrian-safety programs. The program 
recommends the use of a comprehensive approach 
to creating a safe environment for pedestrians, 
including education, enforcement, and engineer- 
ing components with involvement and assistance 
from a broad range of local agencies and commu- 
nity organizations. A Walk Alert program guide 

Unknown 

Number 

0 
4 
0 
1 
0 
0 
0 

5 

Unknown 

Percent 

0.0 
3.9 
0.0 
11.1 
0.0 
0.0 
0.0 

3.3 

16to24 

Number 

1 
6 
0 
0 
0 
0 
0 

7 

Number 

2 
2 3 
0 
1 
2 
1 
6 

35 

Percent 

5.6 
2.6 
0.0 
0.0 
0.0 
0.0 
0.0 

2.5 

16to24 

Percent 

25.0 
22.5 
0.0 

1 1  .I 
18.2 
100.0 
35.3 

23.2 

25 to 44 

Number 

3 
45 
0 
0 
2 
5 
1 

5 6 

Number 

5 
57 
1 
5 
8 
0 

1 1  

87 

Percent 

16.7 
19.8 
0.0 
0.0 
28.6 
55.6 
11.1 

19.6 

25 to 44 

Percent 

62.5 
55.9 
33.3 
55.6 
72.7 
0.0 
64.7 

57.6 

45 to 64 

Number 

12 
136 
2 

1 1  
4 
4 
5 

174 

Number 

1 
16 
1 
1 
1 
0 
0 

20 

65 and Older 

Percent 

66.7 
59.9 
66.7 
91.7 
57.1 
44.4 
55.6 

61 .I 

45 to 64 

Percent 

12.5 
15.7 
33.3 
11 . 1  
9.1 
0.0 
0.0 

13.2 

Number 

0 
2 
1 
1 
0 
0 
0 

4 

Number 

2 
32 
1 
1 
0 
0 
2 

38 

65 and Older 

Percent 

0.0 
2.0 
33.3 
11.1 
0.0 
0.0 
0.0 

2.6 

Percent 

11.1 
14.1 
33.3 
8.3 
0.0 
0.0 
22.2 

13.3 

Number 

0 
8 
0 
0 
1 
0 
1 

10 

Percent 

0.0 
3.5 
0.0 
0.0 
14.3 
0.0 
11.1 

3.5 



is available from the National Highway Traffic 
Safety Administration. 

As is the case with bicycle-safety programs, a 
number of community police departments and 
school districts in the Region have developed 
and carry out pedestrian-safety programs. These 
programs include safety instruction for school- 
age children, safety programs for senior-citizen 
groups, and public awareness campaigns con- 
cerning pedestrian safety. Many communities 
also retain and train school crossing guards and 
have instituted "safe-route-to-school" programs 
to promote the safety of children on their way 
to school. 

The Wisconsin Department of Transportation 
offers grants of up to $1,000 to communities with 
unusually high pedestrian-accident and severe- 
injury rates. The Southeastern Wisconsin com- 
munities that participated in this program in 
1994 are the Cities of Cudahy, Lake Geneva, 
Milwaukee, and West Allis, and the Counties of 
Kenosha and Racine. 

The American Automobile Association develops 
and supplies materials concerning pedestrian 
safety on request to police departments and 
schools. These brochures include information on 
preschool children in  traffic, older-adult- 
pedestrian safety, and assistance in identifying 
safe routes to school. 

SUMMARY 

This chapter describes existing bicycle and 
pedestrian safety and operational considera- 
tions, including a description of State and local 
traffic laws and regulations affecting bicycle 
and pedestrian travel, a description of the 
bicycle and pedestrian collision experience 
within the Region, and information regarding 
bicycle- and pedestrian-safety programs within 
the Region. 

State and Local Regulations 
Affecting Bicyclists and Pedestrians 
Traffic laws affecting the operation of motor 
vehicles, bicycles, and pedestrians on the street 
and highway system are set forth in Chapter 346 
of the Wisconsin Statutes. Provisions of the 
State Statutes relating specifically to bicycle 
operation on the street system include the 
following: bicyclists must travel only one way in 
bicycle lanes, in the same direction as adjoining 

motor-vehicle traffic, unless two-way riding is 
specifically permitted by local ordinance; bicy- 
clists must ride as near as practicable to the 
right edge of the roadway, unless preparing to 
make a left-hand turn; and bicyclists must allow 
at  least three feet of clearance when passing a 
standing or moving motor vehicle. The State 
Statutes also provide that any county, city, 
village, or town may prohibit bicycle use on 
roads under their jurisdiction, provided the 
governing body holds a public hearing and 
adopts a n  ordinance prohibiting such use. 
Conversely, a local government may, by ordi- 
nance, designate any roadway under its jurisdic- 
tion as a bicycle way. 

A survey of all cities and villages within the 
three urbanized areas of the Region and of all 
cities and villages having a population of 5,000 
or greater within the Region but outside of an  
urbanized area was conducted by the Commis- 
sion in April 1994. Of the 45 communities in 
Southeastern Wisconsin surveyed, none had 
limited bicycle riding on the street system. The 
survey also indicated that two-way operation on 
bicycle ways located on or immediately adjacent 
to a street was permitted only in the Village of 
Elm Grove. 

The State Statutes set forth a number of provi- 
sions related to pedestrian travel. Unless travel- 
ing on a sidewalk, pedestrians are required to 
travel along the left side of a roadway, and, 
where practical, to step to the extreme outer edge 
of the traveled portion of the roadway when 
approached by a motor vehicle. At signalized 
intersections, vehicle operators must yield the 
right-of-way to pedestrians who are crossing on 
the green phase of a traffic signal or on a "walk" 
signal. At unsignalized intersections, vehicle 
operators must yield to a pedestrian crossing in 
either a marked or unmarked crosswalk. Motor- 
ists must also yield the right-of-way to pedes- 
tr ians who are crossing within a marked 
crosswalk, including marked crosswalks not 
located a t  intersections (commonly referred to as 
"mid-block crossings"). 

Bicycle-Motor Vehicle and 
Pedestrian-Motor Vehicle Collisions 
Bicvcle-related collisions include bicycle colli- 
sions with motor vehicles; bicycle colli.&ons with 
fixed objects such as trees and utility posts; and 
bicycle collisions with other bicyclists, pedes- 
trians, or animals. In addition, bicyclists may 
lose control of their bicycles and fall for a 



variety of reasons, including loss of control due 
to excessive speed or hazardous roadway condi- 
tions such as potholes, gravel, ice, or oil patches. 
Although it is generally recognized that bicycle 
collisions that do not involve a motor vehicle are 
more common than bicycle-motor vehicle colli- 
sions, little data are available on the incidence, 
consequences, and causes of such collisions. 
Bicycle-motor vehicle collisions have been given 
greater attention because such collisions gener- 
ally result in more serious injuries to the bicy- 
clist and because collisions which do not involve 
a motor vehicle are not routinely reported to a 
central record-keeping agency, as are motor- 
vehicle-related collisions. 

A summary of bicycle-motor vehicle collisions 
occurring within the Region is presented in 
Tables 6 through 10 in this chapter and in Tables 
B-1 through B-7 in Appendix B of this report. 
There was a total of 1,990 reported collisions 
between bicycles and motor vehicles in the 
Region between 1991 and 1993, which involved 
a total of 2,056 bicyclists. Of this total, 130 
bicyclists, or about 6 percent of those involved in 
a reported collision with a motor vehicle, suffered 
no injuries. The extent of injuries was not 
reported or was not known for 636, or about 
31 percent, of the bicyclists involved in a colli- 
sion. A total of 1,280 bicyclists, or about 
62 percent of all bicyclists involved in a collision, 
was reported to have received nonfatal injuries. 
Ten of the 2,056 bicyclists involved in a collision 
with a motor vehicle suffered fatal injuries. 

As is the case with bicycle collisions, available 
information on pedestrian collisions is focused 
on pedestrian-motor vehicle collisions, which 
generally result in the most severe injuries to 
pedestrians. A summary of pedestrian-motor 
vehicle collisions occurring within the Region is 
presented in Tables 11 through 15 in this chapter 
and in Tables B-8 through B-14 in Appendix B 
of this report. There was a total of 3,731 reported 
collisions between pedestrians and motor vehi- 
cles in the Region between 1991 and 1993, which 
involved a total of 3,878 pedestrians. Of this 
total, 2,391, or about 62 percent of the pedestri- 
ans involved in a reported collision with a motor 
vehicle, were injured. Of the 2,391 pedestrians 
reported to have been injured, 66, or about 
2 percent of all  pedestrians involved i n  a 
reported collision with a motor vehicle, suffered 
a fatal injury. Of the 3,878 pedestrians involved 
in a collision, 98, or about 2 percent, were not 

injured. The extent of injuries was not reported 
or was not known for 1,389, or about 36 percent, 
of the pedestrians involved in reported collisions. 

Existing Bicycle- and 
Pedestrian-Safety Programs 
A survey of local government programs promot- 
ing safe bicycle operation was conducted by the 
Commission in April 1994. Of the 45 communi- 
ties in Southeastern Wisconsin surveyed, 15 of 
the communities had bicycle-safety programs 
which consisted of holding a t  least one "bicycle 
rodeo" event for elementary-school children each 
year. Five of these communities offer a bicycle- 
safety program consisting of a bicycle-safety 
talk and/or video presentation for elementary- 
school children. Nineteen of the communities 
have a bicycle-safety program which consists of 
both "bicycle rodeos" and bicycle-safety presen- 
tations for elementary-school children. The 
safety programs are generally developed by the 
community police department in cooperation 
with the school district. 

Southeastern Wisconsin has several organiza- 
tions and agencies which provide various types 
of bicycle-safety training and information. These 
include the League of American Bicyclists, the 
Bicycle Federation of Southeastern Wisconsin, 
the American Automobile Association, and the 
Wisconsin Department of Transportation. 

Many studies of pedestrian safety have been 
conducted by various government agencies, 
particularly the National Highway Traffic Safety 
Administration. A variety of materials related to 
pedestrian safety has been developed by this and 
other agencies and organizations, including the 
Wisconsin Department of Transportation and the 
American Automobile Association. These mate- 
rials focus primarily on school-age children, 
although materials for older adult pedestrians 
and for motor-vehicle operators have also 
been developed. 

To promote safe walking and to reduce the 
number of accidents involving pedestrians, the 
National Highway Traffic Safety Administra- 
tion, Federal Highway Administration, Ameri- 
can Automobile Association, and a number of 
local agencies and community groups recently 
created a national pedestrian-safety program 
known as  "Walk Alert." The program was 
developed to assist communities in developing 
local pedestrian-safety programs. A Walk Alert 
program guide is available from the National 
Highway Traffic Safety Administration. 



Chapter VI 

OBJECTIVES, PRINCIPLES, STANDARDS, AND DESIGN GUIDELINES 

INTRODUCTION 

Planning is a rational process for formulating 
and meeting objectives. The formulation of 
objectives is, therefore, an  essential task which 
must be undertaken before a plan can be pre- 
pared and evaluated. Objectives guide the 
preparation of plans and, when converted to 
specific measures of plan effectiveness-termed 
standards-provide the structure for evaluating 
how well the plan meets planning objectives. 
Because planning objectives provide this basis 
for plan preparation and evaluation, the formu- 
lation of objectives is a particularly important 
step in the planning process. 

Recognizing that any set of planning objectives 
implicitly reflects an  underlying value system, 
the Commission, since its inception, has pro- 
vided for the involvement of interested and 
knowledgeable public officials, technicians, and 
private citizens in its planning programs. This 
participation by elected and appointed officials 
and by citizen leaders in the planning process, 
particularly in the formulation of objectives, is 
implicit in the structure and organization of the 
Southeastern Wisconsin Regional Planning 
Commission itself. Moreover, through the estab- 
lishment of advisory committees to assist the 
Commission and its staff in the conduct of 
regional planning programs, the Commission 
ha s  attempted to provide a n  even broader 
opportunity for the active participation of public 
officials and private interest groups in  the 
regional planning process. 

are subject to a range of interpretations. In order 
to clarify their meanings, the Regional Planning 
Commission has defined these terms as follows 
for use in this planning effort: 

1. Objective: a goal or end toward the attain- 
ment of which plans and policies are 
directed. 

2. Principle: a fundamental, generally 
accepted tenet used to support objectives 
and prepare standards and plans. 

3. Standard: a criterion used to evaluate the 
adequacy of plan proposals to at tain 
objectives. 

4. Guidelines: a body of information intended 
to provide guidance for the  location, 
design, and maintenance of bicycle and 
pedestrian facilities. 

5. Plan: a design which seeks to achieve 
agreed-upon objectives. 

6. Policy: a rule or course of action used to 
ensure plan implementation. 

7. Program: a coordinated series of policies 
and actions to carry out a plan. 

Although this chapter deals only with the first 
four of these terms, an  understanding of the 
interrelationship among the foregoing defini- 
tions and the basic concepts which they repre- 
sent is essential to the following discussion of 

The Advisory Committee established by the objectives, principles, and standards. 
Commission for the preparation of the bicycle 
and pedestrian facilities system plan has been OBJECTIVES, PRINCIPLES, 
described in Chapter I of this report. One of the AND STANDARDS 
major tasks of the Advisory committee was to 
assist in the formulation of objectives and 
supporting planning principles and standards to 
guide the preparation of the bicycle and pedes- 
trian facilities elements of the regional transpor- 
tation system plan. 

In order to be useful in physical system planning, 
objectives must be logical, stated clearly, and, to 
the extent feasible, derived from local values. The 
quantification of objectives for plan design and 
evaluation is facilitated by complementing each 
objective with a set of quantifiable standards. 

DEFINITIONS These standards are, in turn, directly related to 
a planning principle which supports the objective. 

The terms "objective," "principle," "standard," Planning objectives for the bicycle and pedestrian 
"guidelines," "plan," "policy," and "program" facilities system plan are set forth below: 



1. To provide bicycle and pedestrian facilities 
which, through their location and design, 
will encourage increased levels of utili- 
tarian bicycle and pedestrian travel. 

2. To provide bicycle and pedestrian ways 
that reduce accident exposure and provide 
for increased travel safety and personal 
security. 

3. To provide bicycle and pedestrian facilities 
that facilitate intermodal travel, particu- 
larly among bicycle, pedestrian, and tran- 
sit modes. 

Complementing each of the foregoing objectives 
is a planning principle and a set of planning 
standards. Each of the objectives, together with 
its supporting principle and standards, is set 
forth below. Each set of standards serves to 
facilitate quantitative application of the objec- 
tive in plan design and evaluation. 

The standards are intended to guide preparation 
of the regional bicycle and pedestrian facilities 
system plan. As such, the standards are directed 
to facilities and activity centers of regional 
significance, including arterial streets and 
highways, transit stations serving rapid and 
express transit routes, and the major commer- 
cial, industrial, recreational, and governmental 
and institutional centers designated by the 
adopted regional land use plan for the year 2010. 

The provision of neighborhood- and community- 
level bicycle and pedestrian facilities to supple- 

ment the regional plan is properly addressed by 
local units of government through the prepara- 

1 

tion of community bicycle and pedestrian plans 
and neighborhood unit development plans con- 
taining a bicycle and pedestrian element. Such 
local plans should provide facilities to accommo- , 
date bicycle and pedestrian travel within neigh- 
borhoods, providing for convenient travel I 
between residential areas and community- and 1 

neighborhood-level activity centers such as local 
shopping centers; elementary, middle, and high 
schools; neighborhood and community parks; I 
transit stops; and community services such as 
local government office centers, libraries, and 
post offices. Providing safe access to schools, 
particularly to elementary and middle schools 
which attract a large number of bicycle and 
pedestrian trips by children, warrants particular 
attention i n  the design of community and 
neighborhood bicycle and pedestrian plans. 

Although the objectives, principles, and stand- 
ards set forth in this chapter are intended to 
direct the preparation of the regional bicycle and 
pedestrian facilities system plan, many are 
relevant to the preparation of community or 
neighborhood plans as well, or can be readily 
modified to apply more directly to local planning 
efforts. For example, Standard No. 3 of Objective 
No. 1, which calls for providing bicycle and 
pedestrian ways to connect residential areas to 
major activity centers within a reasonable bicy- 
cling or walking distance, could be modified for 
local use to address bicycle and pedestrian access 
to community and neighborhood activity centers. 

OBJECTIVES, PRINCIPLES, AND STANDARDS 

OBJECTIVE NO. 1 

Bicycle and pedestrian facilities which, through their location and design, will encourage increased levels of utilitarian bicycle 
and pedestrian travel. 

PRINCIPLE 

A transportation system that provides for reasonably fast, convenient travel is essential to  support the everyday economic 
and social activities of the Region. Personal automotive vehicle travel, while offering a high degree of personal mobility, 
comfort, and convenience, can result in traffic congestion, excessive air pollutant emissions, and fuel consumption, especially 
in corridors with high travel demand. Effective and attractive bicycle and pedestrian facilities have the potential t o  reduce 
automotive vehicle use and reduce traffic congestion and associated personal delay, energy consumption, and air pollution, 
and to  encourage a healthy lifestyle through daily walking or bicycle trips. 

STANDARDS 

1. Bicycle and pedestrian ways intended for utilitarian travel should provide direct and continuous routes which minimize 
delay and maximize safety. 



1 2. Bicycle ways should be provided to interconnect the Kenosha, Milwaukee, and Racine urbanized areas with each other 
and with urban areas having a resident population of 5,000 or more persons. 

I 3. Bicycle ways' should be provided to connect medium- and high-density residential areas with public transit stations,2 
park-and-pool lots, and major activity centers located within five miles of such residential areas. Pedestrian ways should 
be provided t o  connect medium- and high-density residential areas with public transit stations, park-and-pool lots, and major 

I activity centers located within one mile of such residential areas. Major activity centers include: 

Major office and retail centers, including the Kenosha, Milwaukee, and Racine central business districts; 

Major industrial centers; 

Major parks and recreational facilities; 

Major governmental and institutional centers, including libraries, government administrative centers, medical centers, 
universities, and technical and vocational schools. 

I 4. On-street bicycle ways needed to  provide access between residential areas and the major activity centers listed in 
Standard No. 3 under Objective No. 1 should be located on streets and highways meeting the following criteria: 

I a. No more than four travel lanes for motor vehicles; 
I 

I 
b. The average weekday motor-vehicle traffic includes no more than 10 percent commercial vehicles; 3 

I c. No grades in excess of 5 percent for segments of more than 500 feet in length; 

I 
d. No more than 30 public street intersections or commercial driveways per mile; 

I e. Adequate separation can be provided between bicycles and vehicles parked along the street or highway to avoid 
bicyclists being obstructed by opening car doors, or on-street parking is prohibited or restricted during peak travel 
periods; 

I f .  There is an outside travel lane of at least 14 feet in width or a paved shoulder at least four feet in width; 

g. Motor-vehicle operating speeds do not exceed 35 miles per hour; and 

1 
A "bicycle way "has been defined for regional planning purposes as any roadway, pathway, or other way that is specifically 

designated for bicycle travel, including facilities that are designated for exclusive or preferential bicycle travel and facilities 

1 that are shared with other travel modes. Facilities intended for exclusive or preferential use by bicycles include bicycle paths 
and bicycle lanes. Bicycle paths are physically separated from motorized vehicular traffic by open space or barriers, and 
are typically located within the right-of-way of a street or highway or in an independent right-of-way or easement such as 
one along a river or utility corridor. Bicycle lanes are portions of roadways that are designated by striping, signing, and 

I pavement markings for bic ycle use. A "bicycle route" is a bicycle way designated with directional and informational markers, 
and may consist of a combination of bicycle paths, bicycle lanes, and shared roadways; however, the term "bicycle route" 
is used in this report to describe a shared roadway signed for bicycle use. 

I 

2~ "transit station" is a facility located on a rapid or express transit route which is designed to serve passengers boarding, 
alighting, or transferring between rapid, express, or local feeder transit routes serving the location. Transit stations vary 
in size and design depending upon their intended purpose and passenger volume served, but generally provide for more 
passenger amenities than would be found at a local transit stop. Passenger amenities typically provided at transit stations 
include passenger loading platforms, passenger shelters, telephone service, posted route maps and timetables, and, where 
sufficient land is available, parking for passengers transferring between auto and transit. Where the station serves very high 
passenger volumes or bus and rail routes providing intercity service, an enclosed terminal with rest rooms may also be 
provided. In the future, such stations may provide facilities enabling transit users to access advanced transit information 
systems which will, among other things, provide real-time transit-vehicle location and scheduling information. 

3"Commercial vehicles" include heavy trucks and transit vehicles. 



h. The number of motor vehicles per average weekday does not exceed the design capacity of the street. Design 
capacities for various street cross-sections are set forth in Table 16. 

I 
The construction of bicycle paths, or the designation of bicycle routes on collector or land access streets, should be 
considered as parallel facilities to serve freeway or other arterial corridors which do not meet the above criteria. 

I 
5. All bridges and underpasses, except bridges and underpasses carrying freeway and expressway facilities, should be 
designed to  safely accommodate bicycle and pedestrian movements. I 
6. Consideration should be given to locating bicycle and pedestrian ways in off-street corridors where suitable alternatives 
to  on-street locations exist. Off-street corridors should offer adequate separation from motor-vehicle traffic and provide 
reasonably direct as well as safe and aesthetically attractive routes. I 
7. Off-street bicycle and pedestrian ways should be used to  provide connections between and within residential areas and 
activity centers. I 
8. A regional system of off-street bicycle paths and hiking trails should be provided in accordance with the recommendations 
set forth in the adopted park and open space plans for each of the seven counties in the ~ e g i o n . ~  

9. Support facilities such as rest rooms, drinking fountains, and information kiosks should be provided along off-street bicycle 
paths and hiking trails at intervals of no more than 15  miles. I 

OBJECTIVE NO. 2 
I 

Bicycle and pedestrian ways that reduce accident exposure and provide for increased travel safety and personal security. 

PRINCIPLE 

Collisions take a heavy toll in life, property damage, and human suffering; contribute substantially to  overall transportation 
costs; and increase public costs for police, emergency rescue services, and other social services. Therefore, every attempt 
should be made to reduce both the incidence and severity of collisions. A t  the same time, it is important to  underscore the 
relative safety of bicycling and walking to avoid perpetuating the view that these are inherently dangerous activities. The 
real and perceived risk of exposure to  criminal activity hampers the mobility of those who must travel by bicycle or walk 
within or through areas deemed unsafe. Therefore, every attempt should be made to  reduce the incidence of crime where 
it hampers mobility and access to  the transportation system and to increase actual and perceived personal security in the 
operation of the transportation system. 

STANDARDS 

1 .All arterial streets and highways in areas of existing or planned urban industrial, commercial, and residential development, 
except freeways and expressways, should provide accommodation for bicyclists whenever a street or highway is 
constructed, reconstructed, or-for arterial facilities having a rural cross-section-resurfaced. On two-lane streets and 
highways having a rural cross-section, a paved shoulder with a minimum width of four feet should be provided. On four-or- 
more-lane streets and highways with a rural cross-section, a paved shoulder with a minimum width of eight feet should 
be provided. On streets and highways having an urban cross-section, the outside travel lane should have a minimum usable 
width of 14 feet. On streets and highways without parking lanes, the usable lane width should be measured from the inside 
edge of the lane to  the edge of the gutter section. Consideration should be given to  prohibiting on-street parking where 
bicycle ways are to  be provided. 

47he seven county park and open space plans are documented in SEWRPC Community Assistance Planning Report No. 
13 1, A Park and Open Space Plan for Kenosha Count& November 1987; SEWRPC Community Assistance Planning Report 
No. 132, A Park and Open Space Plan for Milwaukee Countv, November 199 1; SEWRPC Community Assistance Planning 
Report No. 133, A Park and Open Space Plan for Ozaukee Countv, July 1987; SEWRPC Community Assistance Planning 
Report No. 134, A Park and Open Space Plan for Racine Countv, September 1988; SEWRPC Community Assistance Planning 
Report No. 135, A Park and Open Space Plan for Walworth Countv, February 1991; SEWRPC Community Assistance 
Planning Report No. 136, A Park and Open Space Plan for Washinuton Countv, March 1989; and SEWRPC Community 
Assistance Planning Report No. 137, A Park and Open Space Plan for Waukesha Countv, December 1989. 



2. Sidewalks should be provided in areas of existing or planned urban industrial, commercial, and residential development 
in accordance with the criteria set forth in Table 17. 

3. Sidewalks should not be designated as bicycle ways except in those circumstances where there is a need to  provide 
bicycle-way continuity and there are no reasonable alternatives to  the sidewalk location. 

ORlECTlVE NO. 3 

Bicycle and pedestrian facilities that facilitate intermodal travel, particularly among bicycle, pedestrian, and transit modes. 

PRINCIPLE 

An intermodal transportation system provides for efficient interchange among appropriate modes of transportation to 
facilitate effective passenger movement. Bicycle-transit and pedestrian-transit connections serve to  combine the advantages 
of bicycle and pedestrian travel, which offers flexibility and mobility for shorter-distance trips, with the advantages of access 
to  public transit facilities for longer-distance trips. 

STANDARDS 

5 1. All transit stations should be readily accessible by bicyclists and pedestrians. All transit stops should be served by 
sidewalks or walkways. 

2. Secure bicycle parking and storage facilities should be provided at all transit stations and park-and-pool lots. 

3. Provision should be made for transporting bicycles on transit vehicles. 

5~ "transit stop" is an area usually designated by distinctive signs or by curb or pavement markings at which passengers 
wait for, and board or alight from, public transit vehicles. 

DESIGN GUIDELINES 

This chapter also sets forth a number of design 
guidelines intended to provide guidance to State, 
county, and local officials for the location, design, 
and maintenance of bicycle, pedestrian, and 
shared bicycle and pedestrian facilities. Because 
the level of bicycle and pedestrian activity is 
dependent in part on the density and design of 
land use and transportation facilities, this chap- 
ter also sets forth guidelines related to the design 
of streets, residential areas, and activity centers 
which may be expected to enhance opportunities 
for bicycle and pedestrian travel. 

GUIDELINES FOR BICYCLE FACILITIES6 

Planning Guidelines 
Introduction: The type of bicycle facility that 
should be provided in a specific location is 
dependent upon a number of factors. For bicycle 
ways proposed to be located within a street or 
highway right-of-way, factors that should be 
considered include motor-vehicle speeds and 
volumes; the number of trucks and buses using 

the roadway; the presence and duration of 
on-street parking; the number of intersections 
and commercial driveways; pavement and right- 
of-way width; and shoulder width and surfacing. 
The type of facility that should be provided will 
also depend on the type of roadway cross- 
section. Shared roadways, wide outside travel 
lanes, and bicycle lanes are generally appropri- 

6 ~ h e  design guidelines set forth in this chapter 
are not intended to serve as a comprehensive 
guide to the design of streets and highways to 
accommodate bicycles, but are intended to 
suggest the general type of design treatments 
that may be appropriate in certain situations. 
Design specifications should be determined 
during engineering studies for specific street and 
highway projects, and should be based upon 
recommendations contained in the Guide for the 
Development published by 
the American Association of State Highway and 
Transportation Officials (AASHTO) and referred 
to hereafter in this chapter as the "AASHTO 
Bicycle Guide." 



Table 16 

DESIGN CAPACITIES FOR SELECTED STREET CROSS-SECTIONS 

Source: SE WRPC. 

Type of Facility 

Two-Lane Arterials 
Undivided . . . . . . . . . . . . . . . . . . . . . .  

Four-Lane Arterials 
Undivided . . . . . . . . . . . . . . . . . . . . . .  
Divided . . . . . . . . . . . . . . . . . . . . . . . .  

Table 17 

RECOMMENDATIONS FOR PROVISION OF SIDEWALKS IN AREAS OF EXISTING OR PLANNED URBAN DEVELOPMENT 

Average Weekday Traffic Volume 

Roadway Functional 
Classification 

Arterial streetsb 

Urban 

13,000 

17,000 
25,000 

Industrial Both sides 
Commercial Both sides 
Residential Both sides 

Rural 

7,000 

- - 
22,000 

Existing streetsa 

Both sides 
Both sides 
Both sides 

asidewalks may be omitted on one side of streets where there are no existing or anticipated uses that would generate 
pedestrian trips on that side. 

Collector Streets 

Land Access streetsC 

where there are marginal access control or service roads, the sidewalk along the main road may be eliminated and replaced 
by a side walk along the service road on the side away from the main road. 

'sidewalks need not be provided along courts and cul-de-sac streets less than 600 feet in length, unless such streets serve 
multi-family development; or along streets served by parallel off-street walkways. 

Industrial 
Commercial 
Residential 

Industrial 
Commercial 
Residential (medium- and high-density) 
Residential (low-density) 

Source: SEWRPC. 

ate for roadways with curb and gutter, while control devices generally give priority to the 
shoulder bicycle ways are appropriate for road- arterial street over intersecting streets. In addi- 
ways without curb and gutter. It is also impor- tion, activity centers such as shopping and office 
tant to provide continuity and consistency in the centers are often located on arterial streets. 
type of bicycle way provided. 

Because of the high volumes and speeds of motor 

Both sides 
Both sides 
Both sides 

Both sides 
Both sides 
Both sides 
A t  least one side 

Arterial Streets and Highways: Arterial streets vehicles opera t i s  on arterial streets and high- 
are designed to carry high volumes of through ways, it will generally be necessar3' to provide 
traffic at  relatively high speeds. Arterial streets a wide outside travel lane, a bicycle lane, or a 
are attractive for use by longer-distance utili- paved shoulder to accommodate bicyclists on 
tarian bicyclists because they are continuous, arterial facilities. In some cases, a separate 
generally direct in. alignment, and allow the bicycle path within a highway right-of-way may 
bicyclist to maintain momentum because traffic be needed to safely accommodate bicyclists. 

Both sides 
Both sides 
A t  least one side 

Both sides 
Both sides 
A t  least one side 
A t  least one side 



Land Access and Collector Streets: Land access 
streets are intended to provide access to indi- 
vidual building sites. Land access streets gener- 
ally have low traffic volumes and operating 
speeds, and can safely accommodate bicyclists 
of all ages and skill levels, except young chil- 
dren, without widening of the roadway. Such 
streets may provide an  alternative to bicycle 
travel on nearby arterial streets, particularly for 
children and adult bicyclists who are uncomfort- 
able operating on busy streets. 

Collector streets connect to arterial streets, 
serving to collect traffic from and distribute 
traffic to land access streets. Such streets 
are not intended to serve high-speed or long- 
distance through traffic and can generally 
accommodate bicycle travel without special 
roadway geornetrics. 

Bicycle Access within and between Neighbor- 
hoods: Land access and collector streets without 
bicycle lanes or wide outside travel lanes are 
generally adequate to accommodate bicycle travel 
within residential neighborhoods and major 
activity centers. Off-street bicycle ways should be 
provided to conned adjacent subdivisions that 
lack direct street access, or to connect cul-de-sac 
streets within a subdivision. Off-street bicycle 
ways within a neighborhood should also be 
considered to provide access from residences to a 
school, park, or neighborhood shopping center. 

Safe bicycle access should be provided between 
residential neighborhoods, between residential 
neighborhoods and major activity centers, and 
across barriers such as arterial streets, streams, 
and railway rights-of-way. Such access may 
require the provision of crosswalks or traffic 
control devices or the construction of bicycle 
underpasses or overpasses. 

Bicycle-Way Types and Roadway 
Improvements to Accommodate Bicycle Travel 
Shared Roadways: On a shared roadway, bicy- 
clists and motorists share a travel lane. Stand- 
ard travel lane widths of 10 to 12 feet on arterial 
streets are generally inadequate to accommodate 
bicycles and motor vehicles side by side in the 
same lane, and motor vehicles must cross the 
centerline or move into another travel lane to 
safely pass a bicyclist. Shared lanes are gener- 
ally adequate to accommodate bicyclists on 
streets with low motor-vehicle traffic volumes 
and speeds and little truck traffic, such a s  
collector and land access streets. On streets with 

higher volumes of motor-vehicle traffic, such as 
arterial streets, or with significant truck traffic, 
shared-lane bicycle travel may decrease the 
capacity of the roadway and create a hazardous 
situation for bicyclists. 

Outside travel lanes wider than the standard 10 
to 12 feet are desirable to accommodate bicy- 
clists on arterial streets. Wider lanes allow a 
motorist overtaking a bicyclist to pass the 
bicyclist without changing lanes or encroaching 
into an  adjacent motor-vehicle lane. Wider lanes 
also accommodate shared bicycle and motor- 
vehicle use without reducing the roadway capac- 
ity for motor-vehicle traffic. 

Outside travel lanes should provide a minimum 
usable width of 14 feet, with usable width 
measured from the inside edge of the travel lane 
to the longitudinal joint between the pavement 
and gutter section on streets without on-street 
parking. On streets that  allow parking, a n  
outside travel lane of at  least 14 feet should be 
provided. The parking lane should be striped to 
ensure that parked vehicles do not encroach into 
the bicycle travel path. 

Lane widths of more than 16 feet should be used 
with caution because they may encourage the 
unsafe operation of two motor vehicles in one 
lane. If lanes wider than 16 feet from lane stripe 
to curb face are provided, a bicycle lane or an  
edge stripe should be provided. Desirable cross- 
sections for roadways having wide outside travel 
or curb lanes are shown in Figure 4. 

Bicycle Lanes: A bicycle lane is a portion of a 
roadway designated for the exclusive or prefer- 
ential use of bicyclists by signing and pavement 
markings. Recommendations for signing and 
pavement markings for bicycle lanes are set 
forth in the Manual on Uniform Traffic Control 
Devices. Bicycle lanes should always be one-way 
facilities carrying traffic in the same direction as 
adjacent motor-vehicle traffic. Desirable cross- 
sections for streets and highways with bicycle 
lanes are shown in Figure 5. 

On streets where parking is prohibited, a mini- 
mum bicycle-lane width of five feet should be 
provided, with a t  least four feet located to the left 
of the longitudinal joint between the pavement 
and gutter section. The width of the bicycle lane 
should be increased to six feet on streets where 
motor-vehicle operating speeds exceed 35 miles 
per hour and on streets carrying significant 



numbers of transit vehicles or trucks. A pave- 
ment stripe is generally not necessary on the 
curb side of the bicycle lane if street parking is 
not permitted. 

On streets where parking is permitted, bicycle 
lanes should be located between the outside 
motor-vehicle travel lane and the parking lane. 
Both sides of the bicycle lane should be marked. 
A left-hand pavement stripe should be used to 
differentiate the motor-vehicle travel lane from 
the bicycle lane and a right-hand pavement 
stripe should be used to separate the bicycle lane 
from the parking lane. A minimum bicycle-way 
width of five feet should be provided; however, 
a bicycle-lane width of six feet is recommended 
in order to provide bicyclists with additional 
separation from parked motor vehicles and the 
danger presented by opening vehicle doors. 
Bicycle lanes should not be located between the 
curb and the parking lane. Such a location 
reduces the visibility of bicyclists a t  intersec- 
tions and increases the potential for bicycle- 
motor vehicle conflicts and collisions. 

Bicycle lanes should not be separated from 
motor-vehicle travel lanes by curbing or other 
barriers. Such barriers prevent motor-vehicle 
drivers and bicyclists from executing proper 
merging maneuvers in advance of intersections 
and limit the ability of bicyclists to take evasive 
action at  driveways. The construction of lane 
barriers along arterial streets would, moreover, 
create significant operational problems relating 
to snow removal, street maintenance, and utility 
construction and maintenance. 

Bicycle lanes can complicate turning movements 
a t  intersections because they encourage bicy- 
clists to keep right and motorists to keep left, 
regardless of their turning intentions. Bicyclists 
turning left from a bicycle lane and motorists 
turning right from the left of the bicycle lane are 
both maneuvering contrary to the generally 
accepted rules of the road. Design guidelines for 
intersection treatments intended to encourage 
proper merging maneuvers are included in a 
later section of this chapter. 

Transit/Bicycle Lanes: A travel lane on a n  
arterial street or highway intended to be shared 
by bicycles and transit vehicles should be 16 feet 
wide. Where bicycle traffic is significant, consid- 
eration should be given to delineating a 12-foot 
lane for transit vehicles adjacent to the curb and 

a four-foot lane for bicycles between the transit- 
vehicle lane and the motor-vehicle travel lane. 
The bicycle lane should not be placed between 
the transit-vehicle lane and the curb because 
doing so puts embarking and disembarking 
transit passengers a t  risk of being hit by a 
bicyclist and puts bicyclists a t  risk of being 
caught between the curb and a transit vehicle 
pulling over to a bus stop. 

Shoulder Bicycle Ways: A shoulder is that  
portion of a roadway contiguous to the traveled 
&ay on streets and highways. Shoulders are 
generally constructed on streets and highways 
without curbs and gutters. The shoulder is 
intended for emergency use and also provides 
support for the traveled portion of the roadway. 

Adding or improving shoulders can be a cost- 
effective way to accommodate bicyclists on 
streets and highways having a rural cross- 
section. In such cases, shoulders should be paved 
to a minimum width of four feet on two-lane 
streets and highways and eight feet on four-or- 
more-lane streets and highways. If shoulders 
wider than eight feet are needed, the additional 
area should not be paved. This is to discourage 
motor-vehicle operators from using the shoulders 
for passing. A pavement stripe should be used 
to visually separate the motor-vehicle travel way 
from the shoulder. Figure 6 shows a desirable 
cross-section for a shoulder bicycle way on a two- 
lane rural arterial. 

Bicycle Paths: A bicycle path is a bicycle way 
that is physically s'eparated from motor-vehicle 
traffic by distance or a barrier. A bicycle path 
may be located within a highway right-of-way or 
within a separate corridor such as a parkway, an  
abandoned railway corridor, or a utility right-of- 
way. Bicycle paths are normally two-way facili- 
ties, and often accommodate pedestrians as  well 
as bicyclists. 

Bicycle paths should not be located immediately 
adjacent to a roadway. The AASHTO Bicycle 
Guide lists the following problems commonly 
encountered with such a location: 

Unless paired, bicycle paths require one 
direction of bicycle traffic to ride against 
motor-vehicle traffic, contrary to the rules of 
the road. 



When the bicycle path ends, bicyclists going 
against traffic will tend to continue travel- 
ing on the wrong side of the street. Like- 
wise, bicyclists approaching a bicycle path 
often travel on the wrong side of the street 
to access the path. Wrong-way travel by 
bicyclists is a major cause of bicycle-motor 
vehicle accidents and should be discouraged 
a t  every opportunity. 

At intersections, motorists entering or 
crossing the roadway often will not notice 
bicyclists coming from their right, as  they 
are not expecting contraflow vehicles. 

Many bicyclists will use the roadway instead 
of the bicycle path because they find the 
roadway to be safer, more convenient, or 
better maintained. Bicyclists using the road- 
way are often harassed by motorists who feel 
that bicyclists should be using the path. 

Bicyclists using the bicycle path generally 
are required to stop or yield a t  all cross- 
streets and driveways, while bicyclists 
using the roadway usually have priority 
over cross-traffic, because they have the 
same right-of-way as motorists. 

Because of the proximity of motor-vehicle 
traffic to opposing bicycle traffic, barriers 
are often necessary to keep motor vehicles 
out sf bicycle paths and bicyclists out of 
traffic lanes. These barriers can represent an  
obstruction to bicyclists and motorists, and 
complicate maintenance of the bicycle path. 

The construction of bicycle paths as parallel 
facilities to serve freeway or other arterial 
corridors should be considered where it is not 
feasible to locate a bicycle way on the arterial 
due to high posted motor-vehicle speeds or high 
volumes. Generally, bicycle ways should not be 
provided on streets and highways with vehicle 
operating speeds of more than 35 miles per hour 
or with traffic volumes in excess of those set 
forth in Standard No. 4 under Objective No. 1. 
Bicycle paths can be a valuable addition to the 
bicycle-way system in  situations where the 
bicycle path offers good separation between 
bicycles and motor vehicles and where there are 
few at-grade intersections. Bicycle paths can 
also serve as important links between cul-de-sac 
streets or subdivisions. 

Bicycle paths are commonly used to provide 
recreational opportunities through parks and 
natural resource corridors. Bicycle paths can also 
serve utilitarian bicyclists if they offer a more 
pleasant route than on-street bicycle ways with- 
out compromising speed, directness, or safety. 

Figure 7 shows a desirable cross-section for 
bicycle paths in rights-of-way independent from 
street and highway rights-of-way. A one-way 
bicycle path should be a minimum of five feet 
wide if built of concrete and six feet wide if built 
of asphalt concrete. The minimum six-foot-width 
requirement for an  asphalt concrete path is based 
on the economics of paving. The smallest width 
a standard asphalt paving machine can pave is 
six feet. A path smaller in size is more expensive 
to build due to equipment and labor costs. With 
either a concrete or asphalt path, a stone base 
with a minimum width of 10 feet should be 
provided. The 10-foot width is necessary to 
accommodate and prevent damage due to con- 
struction equipment and maintenance vehicles. 

Two-way bicycle paths should be a minimum of 
10 feet wide with a minimum two-foot clearance 
on each side; however, a minimum width of eight 
feet may be adequate when the amount of 
bicycle and pedestrian traffic is expected to be 
low, there will be good horizontal and vertical 
alignment providing safe and frequent passing 
opportunities, and the path will not be subjected 
to maintenance-vehicle loading conditions that 
would cause pavement edge damage. In areas 
where higher volumes of pedestrian and bicycle 
use are anticipated-generally more than 25 
pedestrians and 25 bicyclists per peak hour- 
consideration should be given to providing a 12- 
foot-wide path or separate paths for pedestrians 
and bicyclists. A centerline stripe and stripes 
indicating areas intended for bicyclists and 
those intended for pedestrians should be used to 
keep bicycles from straying outside the proper 
lane on sharp curves or in other areas with poor 
sight distance where it is not possible to recon- 
struct the curve or improve sight distance. 

Desirable cross-sections for bicycle paths located 
within a street or highway right-of-way are 
shown in Figure 8. A minimum separation of 
five feet is recommended between the bicycle 
path and the edge of the pavement in such 
situations. Use of a fence or concrete divider 
should be considered to offer additional protec- 
tion to bicyclists from motor-vehicle traffic. The 
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Figure 8 

Source: SEWRPC. 

DESIRABLE CROSSSECTIONS FOR BICYCLE PATHS LOCATED WITHIN A STREET OR HIGHWAY RIGHT-OF-WAY 
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barrier should be no less than 4.5 feet in height 
to avoid the possibility of bicyclists falling over 
the barrier and into motor-vehicle traffic. 

A barrier should be provided wherever a bicycle 
path intersects a roadway to prevent unautho- 
rized motorvehicle use of the bicycle path. A 
removable post that prevents unauthorized entry 
but allows access by maintenance and emer- 
gency vehicles is commonly used. The post 
should be brightly painted to improve its visibil- 
ity for both motorists and bicyclists. Separating 
the path at the street intersection and installing 
low landscaping that can be crossed by mainte- 
nance and emergency vehicles also serve to 
discourage motor-vehicle use of the bicycle path. 

Intersections 
Introduction: A high percentage of bicycle-motor 
vehicle collisions occur at  intersections. The 
presence of bicycle lanes and shoulder bicycle 
ways tends to further complicate W n g  move- 
ments at intersections because the bicycle ways 
separate bicycle and motor-vehicle traffic and 
ten& to discourage merging and lane changes 
that should occur in advance of the intersection. 
Proper bicycle turning maneuvers are illustrated 
in Figure 9. Wisconsin law provides bicyclists 
with the option of making either a pedestrian- 
style or a vehicle-style left turn, both of which 
are illustrated in Figure 9. 

Signing and Pavement Markings: The AASHTO 
Bicycle Guide recommends that signing and 



striping configurations, in accordance with 
recommendations contained in the Manual on 
Uniform Traffic Control Devices, be used to 
encourage and guide bicycle and motor-vehicle 
crossings in advance of an intersection. The 
clear demarcation of lanes and lane destinations 
can assist both bicyclists and motorists in 
choosing the proper lane. 

Figure 10 illustrates typical pavement markings 
at  intersections on streets having bicycle lanes 
but no exclusive turning lanes. The Manual on 
Uniform Traffic Control Devices recommends 
that the solid stripes delineating the bicycle lane 
end a t  least 50 feet before the intersection. 
Dashed lines that delineate the bicycle lane for 
through bicyclists, but allow turning motor 
vehicles to merge across the bicycle lane, may be 
provided across the intersection. Another 
accepted option is to discontinue all bicycle-lane 
markings in the vicinity of the intersection. 

Intersections Involving Exclusive Right-Turn 
&: On a street having both a bicycle lane 
and an exclusive right-turn lane, care must be 
taken to channelize through bicycle traffic to the 
left of the right-turn lane. The bicyclelane stripe 
should be dashed or ended before the intersec- 
tion to allow motor-vehicle and bicycle traffic to 
cross paths prior to the intersection. The striped 
bicycle lane may be resumed to the left of the 
right-turn lane a t  the intersection. In cases 
where an  optional right-turdthrough lane is 
provided, a bicyclist traveling straight ahead 
must be positioned in the center of the lane to 
avoid colliding with motorists turning right. 
Figure 11 presents examples of pavement mark- 
ings for bicycle lanes approaching motorist 
right-turn-only lanes. 

On streets having exclusive right-turn lanes and 
no bicycle lanes, efforts should be made to 
encourage bicyclists traveling straight through 
an  intersection to position themselves in a 
through travel lane, rather than remaining on 
the right side of an exclusive right-turn lane. If 
possible, the right-turn lane should be designed 
so that the through bicyclist continues straight 
ahead, and the motorist turning right must 
merge to the right. 

Bicycle-Path-and-Roadway Intersections: Bicycle- 
path intersections and approaches should be on 
relatively flat grades. stopping sight distances 
should be adequate to allow bicyclists to stop 
before reaching the intersection. Formulas for 

Figure 10 

TYPICAL PAVEMENT MARKINGS FOR STREETS 
HAVING BICYCLE LANES AND NO TURNING LANES 

Source: U. S. Department of Transportation end SEWRPC. 

calculating stopping sight distances are provided 
in the most recent edition of the AASHTO Bicycle 
Guide. Traffic control devices, including signage 
on both the roadway and the bicycle path, should 
be provided in accordance with the Manual on 
Uniform Traffic Control Devices. Where a bicycle 
path crosses a high-volume, multi-lane arterial 
and signals or grade separations are not war- 
ranted, consideration should be given to provid- 
ing a median refuge area for bicyclists. Such 
areas should have a minimum width of 10 feet. 

Signal Timing: Signalized intersections should 
provide an  adequate green phase and/or a 
longer all-red phase to allow bicyclists sufficient 
time to clear the intersection. To check the 
clearance interval, the most current (1991) 
edition of the AASHTO Bicycle Guide recom- 
mends that a bicyclist speed of 10 miles per hour 
and a perception-reaction-braking time of 2.5 
seconds be used. 



Figure 11 

TYPICAL PAVEMENT MARKINGS FOR STREETS HAVING BICYCLE LANES AND RIGHT-TURN LANES 
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Source: American Association of State Highway end Transportation Officials and SEWRPC 

Traffic Detectors: Both bicycle-sensitive loop it may be necessary to provide a mark on the 
detectors and push-button controls that can be pavement to indicate the area where the bicyclist 
accessed by bicyclists without their having to must be positioned to trip the signal. 
dismount or make unsafe maneuvers should be 
provided a t  signal-light intersections located on Surfacing 
bicycle ways. The detector should be located in Pavement Surface: Bicycle-way pavement surfa- 
the expected bicycle travel path. In  some cases, ces should be maintained in good condition. 



Pavement irregularities such as cracks, holes, or 
bumps can cause a bicyclist to lose control of the 
bicycle and either fall or swerve into motor- 
vehicle traffic. Cracks and holes should be filled 
promptly and utility manhole and handhole 
covers should be maintained flush with the 
pavement surface. 

Drainage Grates and Utility Covers: Wherever 
possible, drainage grates and utility manhole 
and handhole covers should be located outside 
the travel path of bicyclists. Grates and utility 
covers should be flush with the pavement 
surface. Bicycle-safe drainage grates should be 
used on all streets and highways where bicycles 
are legally permitted to operate. 

Rumble Strips: Rumble strips present a hazard 
to bicyclists. As such, they should be used only 
as a specific counter measure to an identified 
safety problem. If rumble strips are needed, they 
should either be located outside the travel path 
of bicyclists, or perpendicular openings wide 
enough for bicycles to pass through should be 
provided. Rumble strips should not be located 
near intersections or driveways, because bicy- 
clists may need to merge into the motor-vehicle 
travel lanes at these locations to begin their 
turning movements. 

Raised Pavement Markings: Pavement reflectors 
or other raised pavement markings present a 
hazard to bicyclists because they can deflect a 
wheel and cause a fall or a turn into motor- 
vehicle traffic or another obstacle. Raised 
pavement markings should be avoided as much 
as  possible. In  cases where they must be used, 
they should be located outside the travel path 
of bicyclists. 

Bicycle-Path Surfacing: A smooth riding surface 
should be constructed and maintained on 
bicycle-path surfaces. The type of surface should 
be chosen based on the anticipated number and 
type of users. Bituminous or portland cement 
concrete surfaces provide a higher level of 
service than crushed-rock surfaces, and are, 
therefore, more appropriate for bicycle paths 
expected to receive heavy use or use by utili- 
tar ian bicyclists. Bicycle-path surfaces and 
structures should be of adequate width and 
strength to support emergency, patrol, mainte- 
nance, and other motor vehicles that may be 
expected to use or cross the path. 

Design Guidelines 
Design Speed: Bicycle facilities should be 
designed to accommodate speeds attained by 
experienced bicyclists. In level or gently rolling 
terrain, a design speed of at least 20 miles per 
hour should be used. The design speed should be 
increased to 30 miles per hour when a descend- 
ing grade exceeds 3 percent for a distance of 500 
feet or more. 

Grade: Grades on bicycle facilities should be 
kept to a minimum. The maximum desirable 
grade should be 5 percent on paved surfaces and 
3 percent on crushed-stone surfaces. Steeper 
grades are acceptable for short distances; how- 
ever, grades should not exceed 5 percent for more 
than 500 feet. The width of the bicycle facility 
should be increased on steep slopes to compen- 
sate for bicycle sway on the uphill side and to 
accommodate faster speeds on the downhill side. 

Sight Distance: Bicycle facilities must be 
designed to provide adequate sight distance for 
bicyclists to avoid striking an  unexpected object 
or person in their travel path. Formulas for 
calculating stopping sight distances for horizon- 
tal and vertical curves for various design speeds 
are provided in the AASHTO Bicycle Guide. 

Horizontal and Vertical Clearances: Guardrails, 
signposts, utility posts, and similar obstructions 
should be set back a minimum of two feet, and 
preferably three feet, from the edge of a bicycle 
way to allow a clear zone for bicyclists. Clear- 
ance to overhead obstructions should be a 
minimum of eight feet, with 10 feet preferred. 

Tree and shrub trimming should provide a 
minimum vertical clearance of eight feet and a 
minimum horizontal clearance of two feet on 
both sides of a bicycle way at all times. Addi- 
tional horizontal clearances should be provided 
in secluded areas to minimize places where 
would-be attackers could conceal themselves. 

Horizontal Curves: Radii of horizontal curvature 
for streets with bicycle ways, which streets are 
designed for higher-speed motor vehicles, may be 
expected to be adequate for bicycles. The 
AASHTO Bicycle Guide provides a formula for 
determining minimum radii of horizontal curva- 
ture on bicycle paths on the basis of design 
speed and other factors. Where existing 
substandard-radius curves cannot be recon- 
structed because of right-of-way or other factors, 



curve-warning signs and pavement markings, 
including a centerline stripe, should be used. The 
width of the bicycle path should be increased 
through the curve. 

Horizontal Alignment: The AASHTO Bicycle 
Guide provides a formula for determining super- 
elevations on bicycle paths on the basi; of 
design speed and other factors. A 2 percent 
cross-slope is recommended on tangent sections. 

Bridges: Bridges often present obstacles to 
bicyclists because of high traffic volumes, 
narrow widths, open grate decking, and expan- 
sion joints. It is often necessary to accommodate 
bicycles on such structures to provide access 
across major barriers and to assure bicycle-way 
continuity. When designing or  retrofitting 
bridges and similar structures for bicycle use, 
bicycle-safe decking and expansion joints should 
be used. I n  some cases, it may be necessary to 
direct bicycle traffic to use sidewalks when 
crossing the bridge. I n  such cases, the sidewalk 
should be widened to a minimum of eight feet, 
with 10 feet preferred, to accommodate joint 
bicycle and pedestrian use. A wider bicycle- 
pedestrian way should be provided if the bridge 
or its approaches have a gradient of 6 percent or 
more for more than 500 feet, if needed to match 
the width of the bicycle way providing access to 
the bridge, or if bicycle and pedestrian use is 
expected to be high. Railings or other barriers 
with a minimum height of 4.5 feet should be 
provided on the outside of the bicycle way. If a 
separate bicycle path or sidewalk bicycle way is 
provided, a minimum 4.5-foot-high barrie,r 
should be provided to separate motor-vehicle and 
bicycle traffic. 

Bicycle Bridges: Where separate bicycle or 
bicycle-pedestrian bridges are provided, the 
bridge should be a t  least  a s  wide a s  the  
approaching bicycle way, but no less than eight 
feet wide, with a n  additional minimum two-foot 
clear zone on each side. Ramp grades should not 
exceed a rise-to-run ratio of 1:12. A railing or 
fence with a minimum height of 4.5 feet should 
be provided along both sides of the bridge. A 
smooth rub rail should also be provided a t  
handlebar height (3.5 feet). 

At-Grade Railway Crossings: Where possible, a 
bicycle way should cross railway tracks a t  or 
near a right angle to minimize the potential for 
a bicyclist's front wheel becoming trapped in the 
flangeway and causing loss of steering control. 

Figure 12 

WIDENING OF SHOULDERS TO ACCOMMODATE 
RIGHT-ANGLE CROSSING OF RAILWAY TRACKS 

Source: Wisconsin Department of Transportation and SEWRPC. 

If the crossing angle is less than approximately 
45 degrees, consideration should be given to 
widening the outside lane, shoulder, or bicycle 
lane to improve the angle of approach, a s  
illustrated in Figure 12. It is also important that 
the roadway surface be a t  the same elevation as  
the rails. Rubberized railway crossing mats, 
which offer a good combination of smoothness 
and traction, should be used where bicycle ways 
cross railway tracks. 

Lighting: The needs of bicyclists should be 
considered when designing lighting for streets 
and highways. Adequate lighting should be 
provided for on-street bicycle ways, bicycle paths, 
and a t  bicycle-path-and-street intersections. 

Overpasses: Bicycle-way overpasses are pre- 
ferred to underpasses where personal security 
may be a concern. The greater visibility provided 
by a n  overpass will offer better security to 
bicyclists than underpasses. Where underpasses 
must be used, they should be well lit and  
designed so bicyclists can see potential hazards 
before entering the underpass. 

Driveway Approaches: Where possible, gravel 
driveway approaches should be paved a distance 
of 10 feet back from the edge of the pavement 
to decrease the amount of loose gravel that  
migrates into the bicyclists' travel path. 

Signing and Marking: Bicycle ways should be 
signed and marked in  accordance with the 
~ a n u a l  on Uniform Traffic Control Devices. 



Bicycle-Way Identification: Signs spaced a t  
appropriate intervals should be used to identify 
bicycle routes, lanes, and paths. 

Maintenance 
Pavement Surfaces: Street and bicycle-way 
surfaces should be smooth and free from irregu- 
larities. Cracks and potholes, particularly in the 
bicycle travel path, should be promptly repaired. 

Removal of Debris: Routine maintenance pro- 
grams should be established to remove sand, 
gravel, glass, and other debris from streets and 
bicycle ways. Particular attention should be 
given to sweeping and maintaining streets 
signed as bicycle ways. 

Snow and Ice Removal: Bicycle ways intended 
to serve primarily utilitarian travel should be 
kept clear of snow and ice. 

Bicycle Parking 
Location: Bicycle parking areas should be 
located close to bicyclists' destinations. Where 
possible, bicycle parking areas should be located 
near building entrances. In addition to offering 
convenience, such a location provides added 
security due to higher visibility. 

Accessibility: Bicycle parking and storage areas 
should be accessible from driveways or ramps 
designed to accommodate bicycle travel. 

Security: Bicycle parking devices should be 
designed so that bicyclists can lock the frame 
and front wheel, at a minimum, to a stable, 
upright structure that  does not damage the 
bicycle frame, components, or finish; and  
designed so that the bicycle cannot twist or be 
knocked over. 

Bicycle Lockers: Both bicycle racks and bicycle 
lockers should be provided at  places where long- 
term, secure bicycle parking is needed, such as 
major employment centers, transit stations, and 
park-and-pool lots. 

Usability: Bicycle parking devices should accom- 
modate all types of bicycle frames and bicycle 
locks, including the high-security "U" locks. 

Ease of Operation: Bicycle parking devices 
should be easy to operate and understandable to 
both children and adults. Bicycle parking devi- 
ces should be spaced so that bicycles can be 
easily secured. 

Protection from Motor Vehicles: Bicycle and 
motor-vehicle parking areas should be separated 
by distance or by a physical barrier to prevent 
bicycles from being damaged by motor vehicles. 

Lighting: Bicycle parking areas should be well 
lit for security and safety purposes. 

GUIDELINES FOR 
PEDESTRIAN FACILITIES 

The Americans with Disabilities Act 
Facilities intended to facilitate the access of 
disabled persons to public and commercial 
buildings and services are required as part of the 
Federal Americans with Disabilities Act of 
1990. The Act requires commercial and public 
buildings, such as office buildings, passenger 
terminals and stations, stores, and restaurants 
to be accessible by persons with disabilities. 
This necessitates that exterior routes leading 
from streets, transit stops, and accessible park- 
ing areas to such buildings be designed and 
constructed to accommodate persons with 
disabilities. 

The U. S. Department of Justice promulgated 
regulations in July 1991 to implement those 
portions of the Act that apply to public and 
commercial buildings and sites. Regulations 
implementing requirements related to transpor- 
tation facilities were promulgated in September 
1991. Regulations are pending which would set 
forth requirements related to public rights-of- 
way, such as the use of audible pedestrian 
crossing signals and requirements for the con- 
struction and location of sidewalks. 

Americans with Disabilities Act requirements 
are referenced or included in  the following 
guidelines where appropriate. Due to the extent 
of the regulations, it is not possible to include all 
relevant requirements in this report. The Amer- 
icans with Disabilities Act regulations should be 
consulted before designing or reconstructing 
public or commercial facilities. 

Sidewalk Installation Guidelines 
Sidewalks should be provided in areas of exist- 
ing or planned urban industrial, commercial, 
and residential development in accordance 
with the criteria set forth in Table 17 earlier in 
this chapter. 



Width 
The width of sidewalks along streets in a central 
business district should be based upon pedes- 
trian volumes and the desired level of service in 
accordance with the procedures set forth in the 
most recent edition of the  Transportation 
Research Board's Highway Capacity Manual. 
sidewalks should be a minimum of five feet in 
width along all streets in commercial and 
industrial areas outside the central business 
district, and along arterial and collector streets 
in residential areas. Sidewalks along land access 
streets should be a minimum of five feet in width 
in areas of medium- or high-density residential 
development, and a minimum of four feet in 
width in areas of low- or suburban-density 
residential development. 

An unobstructed sidewalk width of no less than 
three feet should be provided. The Americans 
with Disabilities Act requires that passing areas 
a t  least five feet in width and five feet in length 
be provided at  intervals of no more than 200 feet 
where sidewalks are less than five feet in width. 

Separation from Motor-Vehicle Traffic 
Sidewalks located immediately adjacent to 
motor-vehicle travel lanes discourage pedestrian 
travel because of noise and the perception of 
hazard. A landscaped or surfaced area, referred 
to as  a "terrace" in this report, should be 
provided between the curb or edge of pavement 
and the inside edge of the sidewalk to provide 
additional separation between motor-vehicle and 
pedestrian traffic. Terraces provide a more 
pleasant pedestrian environment by providing 
an area off the sidewalk for signposts, street- 
lights, utility poles, trash cans, and other street 
furniture; provide an area for street trees and 
other landscaping; allow driveway aprons to be 
located outside of the sidewalk area; provide 
additional area for snow storage; and reduce 
splashing of pedestrians by passing motor 
vehicles operating on wet pavements. A desir- 
able terrace width of 10 feet is recommended in 
commercial and industrial areas, and of six to 
nine feet in residential areas. 

Curb Ramps 
Curb ramps should be provided in accordance 
with the requirements of the Americans with 
Disabilities Act and with Section 66.616 of the 
Wisconsin Statutes. 

Surfacing 
Walking surfaces should be skid-resistant, 
sloped f i r  proper drainage, and offer a level and 
mud-free surface. 

Longitudinal Slope and Cross-Slope 
The longitudinal slope of a sidewalk should not 
exceed the grade of the adjacent street. The 
grade of a pedestrian way outside a street right- 
of-way should not exceed 12 percent unless steps 
are provided. The cross-slope of sidewalks and 
other pedestrian ways should not exceed 
2 percent. 

The maximum longitudinal slope and cross-slope 
of a n  accessible route permitted by the Ameri- 
cans with Disabilities Act are 5 percent and 
2 percent, respectively. An accessible route with 
a longitudinal slope greater than 5 percent is 
considered a ramp. The longitudinal slope 
of the ramp must not exceed a rise-to-run ratio 
of 1:12, and  the maximum permitted rise 
between landings is 30 inches. Landings must be 
provided at the bottom and top of each ramp. 
The landing must be at least as wide as the 
ramp leading to it, but no less than three feet in 
width, and a minimum of five feet in length. 
Handrails must be provided along both sides of 
any ramp which rises more than 0.5 feet or runs 
more than six feet. 

Horizontal and Vertical Clearances 
Signs, utility posts, and similar obstructions 
should be set back a minimum of two feet from 
the edge of a pedestrian way. Clearance to 
overhead obstructions should be a minimum of 
seven feet. Tree and shrub trimming should also 
provide a minimum vertical clearance of seven 
feet and a minimum horizontal clearance of 
two feet. Additional horizontal clearances 
should be provided in secluded areas to minimize 
places where would-be attackers could conceal 
themselves. 

Amenities 
Street trees and other landscaping should be 
provided in street rights-of-way to enhance the 
pedestrian environment. Street furniture and 
other amenities such as benches, waste recepta- 
cles, and drinking fountains should be provided 
in terraces adjacent to sidewalks in commercial 
areas to serve pedestrian needs and add visual 
interest. Street vending machines and mailboxes 
should be placed in the terrace or in another 
location that does not interfere with pedestrian 
movement along the sidewalk. 



Lighting 
The needs of pedestrians should be considered 
when designing lighting for streets and high- 
ways. Adequate lighting should be provided for 
sidewalks and other pedestrian ways, and a t  
street htersections. 

Street Crossings 
Signal Timing: The timing of pedestrian phases 
for traffic signals should incorporate safe cross- 
ing intervals based upon an  average walking 
speed of four feet per second. This speed may 
need to be modified at busy intersections where 
pedestrian crowding and vehicle turning move- 
ments may lengthen crossing time, and at 
crossings commonly used by elderly or disabled 
pedestrians who may require additional time to 
cross the street. 

Crossing Orientation: Pedestrian ways should be 
oriented toward intersection crossings rather 
than mid-block crossings. 

Right Turns on Red: Although the right-turn-on- 
red rule has generally resulted in time and fuel 
savings for motorists, it presents a hazard to 
pedestrians due to motorists who fail to notice 
or yield the right-of-way to pedestrians crossing 
the street in front of them. It may be necessary 
to prohibit right turns on red at intersections 
that present substantial conflicts between pedes- 
trians and right-turning motorists, or to prohibit 
right turns on red during those times of the day 
when large numbers of schoolchildren or other 
pedestrians are present. 

Refuge Islands and Medians: A raised refuge 
island or median should be provided where the 
roadway to be crossed is 65 feet or more in width 
or has five or more traffic lanes; at signalized 
intersections where the street cannot be crossed 
within the walk cycle using a walking speed of 
four feet per second and the signal timing 
cannot be lengthened; and a t  complex or irreg- 
ularly shaped intersections where pedestrians 
may need a safe place to stop and orient 
themselves. A raised refuge island or median 
should also be provided in roadways having four 
traffic lanes where such roadways are located 
adjacent to or near activity centers or in areas 
frequented by elderly, disabled, or child pedestri- 
ans. Refuge islands should be a minimum of six 
feet wide and 12 feet long, and easily recogniz- 
able by motorists to minimize the hazard to both 
motorists and pedestrians. Design criteria for 
refuge islands are contained in the American 

Association of State Highway and Transporta- 
tion Officials' Policy on Geometric Design of 
Highways and Streets. 

Raised median islands should have curb ramps 
at both sides leading to a level area a t  least four 
feet long. A level area is needed to provide a safe 
place for wheelchair users to wait for traffic to 
clear without fear of rolling down into the traffic 
lane. If the refuge island is too narrow to provide 
a four-foot-long level area, the crosswalk should 
continue through the island a t  street level. 

Pedestrian-Actuated Controls: Pedestrian- 
actuated controls to activate "walk" signals- 
generally push buttons-should be located in 
areas that  can be conveniently accessed by 
pedestrians, and such areas should be kept clear 
of snow and stormwater. Push-button controls 
should be easy to understand and use. Where 
two crosswalks, oriented in different directions, 
end at or near the same location, push buttons 
should be positioned to clearly indicate which 
crosswalk signal is actuated by each push 
button. Additional push-button activators may 
be required on islands or medians where a 
pedestrian might become stranded, and should 
always be provided when a street cannot be 
crossed within one walk cycle based on a n  
average walking speed of four feet per second. 
The provision of push-button activators to 
extend the crossing interval should be consid- 
ered a t  intersections which are frequently used 
by pedestrians with slower-than-average walk- 
ing speeds. 

Crosswalks 
Marked crosswalks are intended to alert motor- 
ists to the possible presence of pedestrians and 
to mark a preferred location for pedestrians to 
cross the street. However, unwarranted marked 
crosswalks and advance pedestrian crossing 
signs may increase motorist noncompliance with 
these traffic control devices. Marked crosswalks 
may also give pedestrians a false sense of 
security, particularly when they are provided a t  
unsignalized crossings. Marked crosswalks 
should therefore be used judiciously. 

Crosswalk markings should be installed a t  all 
signalized intersections with pedestrian signal 
indicators; where needed to delineate the pre- 
ferred crossing location at a confusing intersec- 
tion or to channelize multiple crossings; at  all 
locations where a school crossing guard is 
normally stationed; and a t  intersections and 
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mid-block crossings meeting the minimum 
pedestrian and motor-vehicle volume criteria 
shown in Figure 13. 

Crosswalk Width: Crosswalks should be a mini- 
mum of six feet in width, with eight feet desir- 
able. The width of the crosswalk should be 
increased beyond eight feet if necessary to equal 
that of the approaching sidewalk or walkway, or 
if needed to provide an acceptable level of service 
in accordance with the procedures set forth in 
the most recent edition of the Transportation 
Research Board's Highway Capacity Manual. 

Crosswalk Markings: Crosswalk markings 
should be provided in  accordance with the 
recommendations set forth in the Manual on 
Uniform Traffic Control Devices. 

Sight Distance: Crosswalh should be located 
where they are in clear view of approaching 
motorists and where motorists have adequate 
stopping sight distance. Visual obstructions 
such as vegetation and street furniture between 
motorists and pedestrians wing or entering the 
crosswalk should be removed or relocated. Curb 
parking should be prohibited near the crosswalk 
to provide adequate aight distance for pedestri- 
ans  using the croamalk and for motorists 
approaching the mowwalk, with parking prohib- 
ited within a miniiwn of 15 feet of a ~ w ~ l w a l k .  
Extending the sidewalk at crosswalk locati01~, 
as illustrated in Figure 14, can improve pedes- 
trian visibility and prevent parked vehicles from 
blocking the crosswalk. 

Stop Lines: The installation of stop lines at I 

crosswalk locations controlled by signals or stop 
signs is effective in reducing vehicle encroach- 
ment into the crosswalk. Such encroachments 
may create a physical barrier for pedestrians 
and reduce the ability of adjacent motor-vehicle 
operators to see crossing pedestrians. Stop lines 
should be placed four feet in advance of and , parallel to the crosswalk. 

Mid-Block Crossings: Proper design of mid-block 
crossings requires that special consideration be 1 
given to providing adequate sight distance for 
both pedestrians and motorists and providing 
advance notice to motorists of the presence of a 
mid-block crossing. Advance crossing signs I 
should be provided a s  set forth in the ~ a n u a l o n  
Uniform Traffic Control Devices. The width of 
the crosswalk lines may be increased up to two I 
feet and the area within the crosswalk-may be 
painted with diagonal or longitudinal lines on 
streets and highways with vehicle operating I 

speeds of 35 miles per hour or more or where I 
safety concerns warrant the added visibility. 

Traffic Control Devices 
Traffic control devices such as trafflc signals, 
signs, and  pavement markings have been 
designed to enhance the safety and mobility of 
both pedestrians and motorists. Such devices 
should be provided in  accordance with the 
recommendations set forth in the Manual on 
Uniform Traffic Control Devices. 

Traffic Controls for School Areas 
Traffic controls for school areas should be 

I 

provided in accordance with the recommenda- 
tions set forth in  the most recent edition of the I 
Manual on Uniform Traffic Control Devices. The I 



Figure 14 studies and improvements. It  is recommended 
that the ITE process or a similar process be 
instituted in locations where safe routes to 
school are a concern. 

EXAMPLES OF SIDEWALK EXTENSIONS 
TO IMPROVE PEDESTRIAN VISIBILITY 

AT INTERSECTIONS 
Maintenance 
Well-maintained pedestrian facilities encourage 
pedestrian use, reduce the potential for injury, 
enjoy prolonged facility lie-spans, and enhance 
community image. Special attention should be 
given to keeping pedestrian facilities free of snow, 
ice, mud, and water, repairing cracks in sidewalks 
and other pedestrian ways; and maintaining 
signs, pavement markings, and other traffic 
control devices intended to assist pedestrians. 

GUIDELINES FOR SHARED BICYCLE 
AND PEDESTRIAN FACILITIES 

AT MID-BLOCK CROSSINQS 

Joint Sidewalk Use 
Sidewalks generally should not be designated as 
bicycle ways due the potential f o r  conflicts 
between bicyclists and pedestrians. The conflicts 
can be attributed primarily to the difference in 
speed between the two modes. The average 
pedestrian may be expected to travel a t  approxi- 
mately three miles per hour, while average and 
experienced adult bicyclists may be expected to 
travel a t  approximately 10 and 20 miles per hour, 
respectively. The difference in travel speeds can 
lead to bicycle-pedestrian collisions. Pedestrians 
may also misjudge a bicyclist's speed and 
braking or maneuvering ability, increasing the 
potential for collisions. Providing wider side 
walks with the intention of decreasing pedes- 
trian-bicycle conflicts may encourage bicyclists 
to increase their travel speed and inadvertently 
lead to more serious conflicts than those that 
existed prior to the sidewalk widening. 

Source: Federal Highway Administration. 

development of a school route plan for each 
school serving elementary-school and kindergar- 
ten students is useful for identifying and evalu- 
ating safe walking routes to school and safe and 
effective traffic control in school areas. The 
publication entitled School Trip Safety Program 
Guidelines, published by the Institute of Traffic 
Engineers (ITE) in 1984, sets forth a process for 
identifying safe school routes and related traffic 
control measures. The process relies on a com- 
mittee of parents, schoolteachers and school 
administrators, traffic engineers, and police 
officers to prepare and distribute maps showing 
recommended school routes and school cross- 
ings. The committee also identifies areas and 
issues of concern and evaluates potential correc- 
tive measures. The planning process facilitates 
the orderly review of school-area traffic needs 
and provides a means of coordinating school 
pedestrian-safety education with engineering 

In addition to pedestrian-bicycle conflids, side- 
walks designated as bicycle ways may present 
bicyclists with danger related to b e d  objects 
such as signposts, fire hydrants, and mailboxes 
located on or along the sidewalk, and with motor- 
vehicle operators who may not expect to encoun- 
ter a relatively fast-moving bicyclist a t  drive 
ways and intersections. Sight distances along the 
sidewalk may be inadequate to allow the bicyclist 
adequate time to stop before encountering a 
motor vehicle or other hazard. 

In spite of the potential for conflicts inherent with 
bicycle use of sidewalks, there may be certain 
situations, such as bridge crossings or narrow 



street rights-of-way, where there is no reasonable 
alternative to routing bicycle traffic onto a 
sidewalk. In such situations, use of signs and 
pavement markings should be considered to warn 
bicyclists and pedestrians that the facility is open 
to both types of users, and to direct bicyclists to 
yield to pedestrians. Provision must also be made 
at  each end of the sidewalk to safely route bicycle 
traffic to and from the sidewalk. 

Although sidewalk bicycling by adults should be 
strongly discouraged, young children should be 
allowed to bicycle on the sidewalks near their 
homes until they develop the knowledge and 
skills needed to operate on the street. 

Shared Use of Bicycle and Pedestrian Paths 
Some off-street bicycle and pedestrian paths 
within the Region have been designed for shared 
use by bicyclists and pedestrians. Other users, 
such as joggers and in-line skaters, may also use 
off-street bicycle and pedestrian paths, although 
such uses may not have been anticipated a t  the 
time the path was designed and constructed. 
Shared use may be acceptable provided the path 
is wide enough to safely accommodate all users. 

Bicycle and pedestrian paths intended for 
shared use should be a minimum of 12 feet in 
width if more than 50 users are expected during 
the peak-use hour. A minimum 10-foot-wide path 
should be provided for shared use where fewer 
users are anticipated. A right-of-way width of 20 
feet is recommended for off-street bicycle and 
pedestrian paths. 

Consideration should be given to providing 
separate bicycle and pedestrian paths in areas 
that receive heavy use by both bicyclists and 
pedestrians. If separate paths cannot be pro- 
vided, existing shared facilities could be striped 
to delineate separate areas for pedestrians and 
bicyclists. Where separate paths are provided, 
activities with comparable speeds and maneuver- 
abilities should be combined, such as in-line 
skating with bicycling and jogging with walking. 
Equestrians and bicyclists should not be accom- 
modated on the same facility. 

Off-street paths intended to accommodate bicy- 
cle travel should be developed in accordance 
with the most recent edition of the AASHTO 
Bicycle Guide. Facilities t ha t  do not meet 
AASHTO guidelines should be signed as recrea- 
tional trails rather than as  bicycle paths. 

GUIDELINES FOR STREET AND SITE 
DESIGN MEASURES TO FACILITATE 
BICYCLE AND PEDESTRIAN TRAVEL 

Street Design 
Many bicyclists and pedestrians choose to travel 
on nonarterial streets because it is more conve- 
nient or more pleasant than travel along arterial 
streets. In some cases, a bicycle way may be 
designated on a nonarterial street paralleling an 
arterial street where right-of-way or other limita- 
tions or conditions make it impractical to provide 
a bicycle way on the arterial street. Conditions 
may be improved for bicyclists and pedestrians 
on nonarterial streets by slowing motor-vehicle 
traffic and preventing such streets from being 
used by through motor-vehicle traffic. 

The term "traffic-calming" has been applied to 
a variety of measures intended to slow motor- 
vehicle speeds, to discourage through motor- 
vehicle traffic on nonarterial streets, and to 
make such streets more pleasant for both mot- 
orized and nonmotorized travel. Traffic-calming 
measures include the use of median strips, traffic 
diverters or semi-diverters, widened sidewalks at 
intersections, textured pavements, reduced speed 
limits, narrowed traffic lanes, limitation of 
vehicle turning movements, traffic circles, cul-de- 
sacs, and street closings. Selected traffic-calming 
techniques are illustrated in Figure 15. Imple- 
mentation of such measures requires the prepa- 
ration of a traffic engineering study to identify 
traffic problems and evaluate the effectiveness 
of potential traffic control measures, as well as 
the potential effects on other streets in the area, 
the effect on bicycle and pedestrian travel, the 
potential increase in circuitous travel, and the 
implications for the provision of emergency and 
maintenance services. 

Site Design 
Typical routes in residential neighborhoods often 
reshire a bicyclist or pedestrian to travel along 
the arterial street system or to follow a circuitous 
route to reach a desired destination. Bicycle and 
pedestrian access through residential blocks and 
across subdivision boundaries can provide more 
direct connections between homes and adivity 
centers, and may encourage more people to 
bicycle or walk by decreasing distances and 
providing a longer portion of the trip along 
quieter nonarterial streets or off-street bicycle 
and pedestrian ways. Off-street bicycle and 
pedestrian ways should be provided to connect 
cul-de-sac streets and adjacent streets across 



Figure 15 

SELECTED TRAFFIC-CALMING TECHNIQUES 
/I 

Source: Federal Highway Adminisiretion end SEWRPC. 

blocks of 900 feet or longer, and should be 
provided to connect adjacent subdivisions and 
subdivisions and activity centers where 
alternative on-street routes are unduly circuitous. 

Compact and mixed-use forms of development 
serve to encourage bicycle and pedestrian travel 
by decreasing the distance between residential 
areas, employment centers, and other activity 
centers. For example, restaurants, banks, and 
convenience shopping centers should be located 
on a common site or within walking distance of 
major employment centers, and bicycle and 
pedestrian facilities should be provided to accom- 
modate bicycling and walking trips between 
activity and employment centers. Local govern- 
ments should promote a neighborhood unit 
concept of development where homes are located 
within bicycling or walking distance of such 
facilities as schools, parks, shopping centers, and 
transit stops, and should encourage the location 
of high-density residential areas near activity 
centers and transit stops and stations. 

Activity centers should be designed to encourage 
bicycle and pedestrian travel within and to the 
center. Internal circulation and design should 
maintain ease of access for bicyclists and 
pedestrians from adjoining streets and transit 

stops. Where possible, buildings should be 
located close to the street with automobile 
parking lots located behind the buildings. Where 
this is not possible, designated bicycle and 
pedestrian routes should be provided between 
buildings and adjoining streets. 

Openings should be provided in walls, berms, and 
landscaping around subdivisions and activity 
centers to provide convenient bicycle and pedes- 
trian access to adjacent streets and transit stops. 

Examples of site designs which facilitate bicycle 
and pedestrian travel are illustrated in Figure 16. 

GUIDELINES FOR BICYCLE AND 
PEDESTRIAN ACCESS TO PUBLIC TRANSIT 

Pedestrian Access to Transit 
Sidewalks should be constructed on both sides of 
streets within 0.25 mile of existing or planned 
transit routes, and along at least one side of 
streets within 0.50 mile of existing or planned 
transit routes. 

Bicycle Access to Transit 
Bicvcle accommodation should be provided on 
streets within one mile of &&-or planned 
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EXAMPLES OF SlTE DESIGNS WHICH FACILITATE BICYCLE AND PEDESTRIAN TRAVEL 

BICYCLE AND PEDESTRIAN CONNECTIONS 
BETWEEN CUL-de-SAC STREETS 

BICYCLE AND PEDESTRIAN 
CONNECTIONS ACROSS BLOCKS 

BICYCLE AND PEDESTRIAN CONNECTIONS 
ACROSS BLOCKS AND MEDIANS 

SlTE DESIGN TO FACILITATE PEDESTRIAN 
ACCESS TO TRANSIT BY SHORTENING DISTANCE 

, , BETWEEN TRANSIT STOP AND DESTINATION 

DESIGN OF PARKING LOT TO FACILITATE WCYCLE AND 
PEDESTRIAN ACCESS IWMRE PARKING CANNOT BE 
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BICYCLE AND PEDESTRIAN CONNECTIONS 
BETWEEN ADJACENT DEVELOPMENTS 

Source: Oregon Dspanment of Transportation and SEWRPC. 
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transit routes. The provision of bicycle parking 
facilities at  transit stops should be considered 
where the stop has a boarding-passenger volume 
of 50 or more passengers per day or where the 
stop is a major passenger transfer point between 
transit routes. Bicycle parking facilities should 
also be provided -adjacent to transit-passenger 
shelters. 

Building Location and Orientation 
Buildings should be clustered around and 
entrances oriented toward existing or planned 
transit stops, and building entrances should be 
located to minimize the distance between the 
entrance and a transit stop. Automobile parking 
lots should not be located between building 
entrances and transit stops. In keeping with the 

requirements of the Americans with Disabilities 
Act, at least one accessible route must be 
provided between a building entrance and a 
transit stop on an  adjoining street. 

Passenger Shelters 
The construction of passenger shelters a t  transit 
stops should be consideredwhere one or more of 
the following conditions exist: the stop is 
designed specifically for the use of, or is fre- 
quently used by, elderly or disabled persons; 
the stop has a boarding-passenger volume of 50 
or more passengers per day; the stop is a 
major passenger transfer point between transit 
routes; or the location of the stop affords no 
protection to waiting passengers from harsh 
weather conditions. 
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Chapter VII 

PRELIMINARY RECOMMENDED BICYCLE 
AND PEDESTRIAN FACILITIES PLAN 

INTRODUCTION 

This chapter describes the preliminary recom- 
mended bicycle and pedestrian facilities system 
plan for Southeastern Wisconsin. The prelimi- 
nary recommended plan was reviewed a t  a series 
of public hearings held during the fall of 1994. 
Changes that were made to the preliminary 
recommended plan as a result of public reaction 
received during that public review and comment 
period are described in Chapter VIII of this 
report. That chapter also describes the final 
bicycle and pedestrian facilities system plan 
approved by the Advisory Committee and recom- 
mended to the Regional Planning Commission 
for its adoption. The final recommended bicycle- 
way system plans for the Southeastern Wiscon- 
sin Region and the Kenosha, Milwaukee, and 
Racine planning areas are depicted on Maps 18 
through 21 in Chapter VIII (see pages 113, 114, 
115, and 116). 

The bicycle and pedestrian facilities system plan 
documented in this report is one element of the 
regional transportation system plan. The "trans- 
portation system" is defined by the Commission 
as the functionally related surface transporta- 
tion facilities and management measures that 
enable the intraregional and interregional 
movement of people and goods. The physical 
components of the regional transportation 
system include arterial streets and highways, 
transit facilities, bicycle and pedestrian facili- 
ties, and such related terminal facilities as  
railway yards, seaports, and airports. 

The regional transportation system is considered 
down to, but not including, the major-activity- 
center level or neighborhood level. As such, the 
bicycle and pedestrian facilities system plan 
addresses bicycle and pedestrian travel in relation 
to the transit system and the arterial street and 
highway system, and down to, but not including, 
the neighborhood units and major activity centers 
designated in the adopted year 2010 regional land 
use plan for Southeastern Wisconsin. 

Currently, bicycle and pedestrian travel 
accounts for only a small percentage of travel 
within the Southeastern Wisconsin Region. The 

comprehensive travel survey conducted by the 
Commission in October and November of 1991 
found that about 3,900, or 0.3 percent, of the 
approximately 1.3 million work trips made 
within the Region .on an  average weekday in 
1991 were made exclusively by bicycle, and that 
about 33,700, or 2.5 percent, of the total work 
trips were made exclusively by walking, for a 
combined total of about 37,600 trips, or 
2.8 percent of all work trips, made by bicycling 
or walking. This compares to a combined total 
of about 23,600 trips, or 2.6 percent of the total 
895,900 work trips, made by bicycling or walking 
on an  average weekday in 1963, and a combined 
total of about 32,400 trips, or 3.0 percent of the 
total 1,064,500 work trips, made by bicycling or 
walking on an  average weekday in 1972. These 
figures were determined from the regional travel 
surveys conducted by the Commission in 1963 
and 1972. 

Information from the 1990 U. S. Census and the 
Commission travel surveys regarding travel to 
work by bicycling and walking in the three 
urbanized areas of the Region was compared to 
work-travel modes in cities with recognized 
bicycle programs. The results are provided in 
Tables 18 and 19. A review of the tables indi- 
cates that the numbers of bicycle commuting 
trips reported in  the Minneapolis-St. Paul, 
Portland (Oregon), and Seattle urbanized areas 
were approximately a t  least double those 
reported in the Kenosha, Milwaukee, and Racine 
urbanized areas taken together; however, the 
combined percentages of bicycling and walking 
trips were approximately similar for all six 
urbanized areas, with the Milwaukee urbanized 
area having the highest percentage of combined 
bicycle and walking trips to work as reported to 
the U. S. Bureau of the Census. 

The regional bicycle and pedestrian facilities 
plan is intended to recommend locations and 
design standards for bicycle and pedestrian 
facilities in order to remove or minimize existing 
impediments to bicycle and pedestrian travel 
related to the lack of facilities such as bicycle 
and pedestrian ways and certain support facili- 
ties such as bicycle parking racks and storage 
lockers. The regional bicycle and pedestrian 



Table 1 8  

NUMBER OF BICYCLE AND PEDESTRIAN TRIPS TO  WORK^ FOR SELECTED 
URBANIZED AREAS AS REPORTED BY THE U. S. BUREAU OF THE CENSUS: 1990 

alncludes trips where bicycling or walking was the principal mode of travel to get from home to work during the week before the Census 
questionnaire was completed (generally the last week in March). 

Urbanized Area 

Kenosha . . . . . . . . . . . . .  
Milwaukee . . . . . . . . . . .  
Racine . . . . . . . . . . . . . .  
Minneapolis-St. Paul . . . . .  
Portland, Oregon . . . . . . .  

. . . . . . . . . . . . . .  Seattle 

blncludes persons 16 years of age and older who were both employed andat work during the week before the Census questionnaire was 
completed. 

Source: U. S. Bureau of the Census. 

Total workersb 

42,189 
582,205 
55,596 

1.1 16,683 
582,478 
927,316 

Table 1 9  

NUMBER OF BICYCLE AND PEDESTRIAN TRIPS TO WORK FOR THE KENOSHA, MILWAUKEE, 
AND RACINE URBANIZED AREAS AS DETERMINED BY THE REGIONAL TRAVEL SURVEY: 1991 

Work Trips Made 
by Bicycle 

Source: SEWRPC. 

Number 

176 
1,589 
261 

5,287 
3,879 
5,698 

Urbanized Area 

Kenosha . . . . . . . . . . . . .  
Milwaukee . . . . . . . . . . .  
Racine . . . . . . . . . . . . . .  

facilities system plan is further intended to 
assist public officials in making improvements 
to better accommodate bicycle and pedestrian 
travel a s  part of the existing and planned 
regional transportation system. A reasonable 
projectton of the potential future bicycle and 
pedestrian use that may occur as a result of 
undertaking the improvements recommended by 
this plan would approximate a doubling of the 
percentage of bicycle and pedestrian trips in the 
urbanized portions of the Region. 

Percent 

0.4 
0.3 
0.5 

0.5 
0.7 
0.6 

Work Trips Made 
by Walking 

PLAN STRUCTURE 

Number 

1,484 
24,676 
1,895 

36,311 
19,308 
31,963 

Combined Bicycle 
and Pedestrian 

Commuters 

Total Workers 

45,375 
598,044 
58,313 

The regional bicycle-way system plan is 
designed to provide connections between the 

Percent 

3.5 
4.2 
3.4 

3.2 
3.3 
3.4 

Number 

1,660 
26,265 
2,156 

41,598 
23,187 
37,661 

three urbanized areas of the Region; a total of 
11 cities and villages with a resident population 
of 5,000 or more persons located outside an  
urbanized area-which cities and villages are 
referred to hereafter as "small urban areas"; and 
transit stations and major activity centers 
located outside an  urbanized or small urban 
area. Existing bicycle ways and bicycle ways 
proposed as part of adopted park and open space 
plans, consisting primarily of bicycle paths 
located in natural resource and utility corridors, 
served as the basis for the design of the regional 
bicycle-way system plan. Supplemental on-street 
bicycle ways are recommended where necessary 
to provide direct connections to small urban 
areas or activity centers not served by off-street 
bicycle facilities. 

Percent 

3.9 
4.5 
3.9 

3.7 
4.0 
4.1 

Work Trips Made 
by Bicycle 

Number 

300 
1,728 
115 

Percent 

0.7 
0.3 
0.2 

Work Trips Made 
by Walking 

Number 

1,176 
18,946 
1,045 

Combined Bicycle 
and Pedestrian 

Commuters 

Percent 

2.6 
3.2 
1.8 

Number 

1,476 
20,674 
1,160 

Percent 

3.3 
3.5 
2.0 



In addition to the regionwide network of bicycle 
ways, a network of bicycle ways a t  appropriate 
spacing was identified for the planning areas 
associated with the Kenosha, Milwaukee, and 
Racine urbanized areas to serve major activity 
centers and transit stations within the planning 
areas. The network of bicycle ways recom- 
mended within the three planning areas is more 
dense than the regionwide network in recogni- 
tion of the greater potential for significant levels 
of bicycle travel in the planning areas due to the 
concentration of population and activity centers 
in such areas. 

Although beyond the scope of this report, a 
necessary third component of the bicycle-way 
system plan is the preparation of detailed 
community bicycle plans to identify neighbor- 
hood-level bicycle facilities needed to serve 
neighborhood and community parks, schools, 
shopping centers, and other community- and 
neighborho~d-level activity centers. 

The bicycle-way system plan does not propose 
the creation of two separate networks of bicycle 
ways on the arterial street and highway system 
to serve experienced and novice adult bicyclists. 
For planning purposes, it was assumed that an  
adult bicyclist using a n  arterial facility will 
possess the level of proficiency necessary to 
enable him or her to safely use an on-street 
bicycle way that  is properly designed and 
maintained. Adult bicyclists who are uncomfort- 
able operating on arterial facilities and child 
bicyclists are proposed to be accommodated 
within and between neighborhoods on land 
access or collector streets or on off-street bicycle 
ways. Neighborhood bicycle ways should be 
identified through the preparation of community 
bicycle plans. Design guidelines included in this 
report were developed under this regional plan- 
ning effort to assist local governments in the 
preparation of community bicycle plans. 

PRELIMINARY RECOMMENDED 
REGIONAL BICYCLE-WAY SYSTEM 
PLAN FOR SOUTHEASTERN WISCONSIN 

As noted above, the preliminary recommended 
bicycle-way system plan includes a regional 
network of bicycle facilities composed of existing 
bicycle ways, bicycle ways proposed as part of 
adopted park and open space plans, and recom- 
mended on-street bicycle ways which together are 
intended to interconnect the Kenosha, Milwau- 

kee, and Racine planning areas and the 11 
defined small urban areas located outside such 
planning areas. The small urban areas within 
the Region are the Cities of Burlington, Delafield, 
Delavan, Elkhorn, Hartford, Lake Geneva, 
Oconomowoc, Port Washington, West Bend, and 
Whitewater, and the Village of Hartland. The 
regional bicycle-way system plan also provides 
bicycle access to transit stations and major 
activity centers located outside a planning or 
small urban area. There are 14 existing and 
proposed major parks or open space sites and 
four existing transit stations located outside a 
planning or small urban area. All existing and 
proposed major commercial, industrial, and 
governmental and institutional centers are 
located within a planning or small urban area. 

The preliminary recommended regional bicycle- 
way system plan for Southeastern Wisconsin, 
except within the Kenosha, Milwaukee, and 
Racine planning areas, is shown on Map 14. The 
preliminary recommended plan proposes a total 
of about 605 miles of bicycle ways exclusive of 
those within the Kenosha, Milwaukee, and 
Racine planning areas. Of this total, about 248 
miles, or about 41 percent, are proposed to be 
located off-street in natural resource or utility 
corridors, and about 357 miles, or about 
59 percent, are proposed to be located within a 
street right-of-way. -I3icycle ways within street 
rights-of-way may consist of a bicycle route 
designated on the street or highway; an  exclu- 
sive bicycle lane provided on the street or 
highway; a paved shoulder signed or marked for 
bicycle use; or a separate bicycle path located 
within the street or highway right-of-way. Of the 
recommended 357 miles of bicycle ways asso- 
ciated with street rights-of-way, about 57 miles, 
or 16 percent, have been developed, while about 
28 miles, or about 11 percent, of the recom- 
mended 248 miles of off-street bicycle ways have 
been developed. 

As described in Chapter IV of this report, the 
regional park and open space plan adopted by 
the Regional Planning Commission in 1977' 

The regional park and open space plan is docu- 
mented in SEWRPC Planning Report No. 27, A 
Regional Park and Open Space Plan for South- 
eastern November 1977. 





recommended the development of an approxi- 
mately 440-mile network of multi-use trail  
facilities intended for hiking, bicycling, and 
other, primarily nonmotorized, uses. The trails 
recommended in the regional plan were proposed 
to be located in areas having natural resource 
values of regional significance, such as the Lake 
Michigan shoreline, the Kettle Moraine, and 
riparian areas associated with major rivers and 
streams. Riparian areas are particularly well 
suited to the establishment of bicycle paths and 
other trails due to their linear nature, their 
natural resource protection and aesthetic values, 
and physical characteristics such as high water 
tables and a high likelihood of flooding which 
make them generally unsuitable for urban 
development. It is important to recognize that 
while it is desirable to locate trail facilities 
within areas having significant natural resource 
amenities, care must be taken in the location 
and design of such facilities to avoid or minimize 
disturbance of the natural resource base. It 
should also be noted that the trail locations 
shown along rivers and streams on the bicycle- 
way system map are not intended to be precise 
locations, and that the trail locations shown on 
the map will need to be refined through site- 
specific studies. 

The recommendations made in the regional park 
and open space plan were subsequently refined 
through the preparation and adoption of park 
and open space plans by each of the counties in 
the ~ e g i o n . ~  The county plans incorporate the 
natural resource-based trails recommended by 
the regional plan, and also recommend the 
development of trails within many rights-of-way 
formerly used for the operation of electric 
interurban or main-line freight railways. Such 
rights-of-way have characteristics, such a s  
minimal grades and large curve radii, that are 
well suited for the development of bicycle paths. 
In some cases, former railway rights-of-way are 
now used a s  utility transmission corridors; 
however, joint use of such corridors for trail 
purposes can generally be accommodated. Map 8 
in Chapter IV of this report (see page 30) shows 
the approximately 500-mile regional trail net- 
work recommended in the seven adopted county 
park and open space plans. 

The preliminary recommended regional bicycle- 
way system plan includes a number of additions 
to the trail network contained in the adopted 

regional and county park and open space plans. 
Those additions are described in the following 
chapter of this report, and are depicted on 
Map 31 in that chapter (see page 131). 

The regional park and open space plan, when 
adopted in 1977, envisioned that bicycling as 
well as hiking would be accommodated within 
the Ice Age Trail corridor; however, few seg- 
ments of the Ice Age Trail are open to bicycle 
use. Because of the importance of providing for 
bicycle access to the park and open space sites 
located along the Ice Age Trail corridor, includ- 
ing the Northern and Southern Units of the 
Kettle Moraine State Forest and several State 
and county parks, the regional bicycle-way 
system plan designates on-street bicycle ways in 
the western portions of Walworth, Washington, 
and Waukesha Counties paralleling the route of 
the Ice Age Trail. 

Where possible, routes for on-street bicycle ways 
were based upon recommended and suitable 
routes as depicted on the Wisconsin Bicycle Map, 
prepared by the Wisconsin Division of Tourism 
in cooperation with the Wisconsin Department 
of Transportation and the Fedekal Highway 
Administration. As described in Chapter 111, the 
map indicates streets and highways recom- 
mended for bicycle travel based on an  evaluation 
of roadway conditions, including average daily 

2 ~ h e  seven county park and open space plans 
are documented in SEWRPC Community Assis- 
tance Planning Report No. 131, A Park and 
Open Space Plan for Kenosha County, Novem- 
ber 1987; SEWRPC Community Assistance 
Planning Report No. 132, A Park and Open 
Space Plan for Milwaukee County, November 
1991; SEWRPC Community Assistance Plan- 
ning Report No. 133, A Park and Open Space 
Plan for Ozaukee County, July 1987; SEWRPC 
Community Assistance Planning Report 
No. 134, A park and Open Space plan for Racine 
Coun% September 1988; SEWRPC Community 
Assistance Planning Report No. 135, A Park and 
Open Febru- 
ary 1991; SEWRPC Community Assistance 
~ l & n i n i  Report No. 136, A ~ a ; k  and Open 
Space Plan for Washington County, March 1989; 
and SE WRPC Community Assistance Planning 
Report No. 137, A Park and Open Space Plan for 
Waukesha County, December 1989. 



traffic, amount of truck traffic, sight distance, 
number of lanes, pavement width, and shoulder 
width and roadway surface. The map also 
identifies highway segments where above- 
average caution should be exercised as well as 
routes deemed unsuitable for bicycle travel. 
Certain highway segments shown on the Wis- 
consin Bicycle Map as unsuitable for bicycle 
travel are proposed as bicycle ways under the 
regional bicycle system plan because such 
highways provide the most direct and continu- 
ous connection between urban areas and activity 
centers. Such highway segments will likely 
require improvements, such as the addition of 
wider paved shoulders, to make them more 
suitable for bicycle travel. These segments 
include: STH 33 between the City of Port Wash- 
ington and the Ozaukee-Washington County 
line; CTH K between the communities of Lac La 
Belle and Stonebank; CTH VV between the 
Villages of Sussex and Merton; STH 164 
between STH 59 and Tichigan Lake; STH 11 
from its intersection with Bray Road east to the 
City of Burlington; STH 50 from the Walworth- 
Kenosha County line east to its intersection with 
STH 83; and three segments of CTH K between 
the Village of Silver Lake and the City of 
Kenosha. 

PRELIMINARY RECOMMENDED 
BICYCLE-WAY SYSTEM PLAN 
FOR THE KENOSHA, MILWAUKEE, 
AND RACINE PLANNING AREAS 

A system of bicycle ways was designed for each 
of the three urbanized areas within the Region. 
The urbanized area boundaries were expanded for 
bicycle and pedestrian facilities planning pur- 
poses to include areas contiguous to the 1990 
urbanized areas that are proposed under the 
adopted regional land use plan to be developed for 
urban use by the year 2010. The urbanized area 
boundaries were decreased for purposes of bicycle 
and pedestrian facilities planning to exclude 
areas of low-density residential development that 
are located more than five miles from a major 
activity center. The limits of the three urbanized 
areas in relation to their corresponding bicycle 
and pedestrian facilities planning areas are 
depicted on Maps 1 through 3 in Chapter I1 of 
this report (see pages 11 through 13). 

The bicycle-way system plans for the Kenosha, 
Milwaukee, and Racine bicycle and pedestrian 
facilities planning areas are intended to provide 

bicycle access to the major activity centers and 
transit stations shown under the regional land 
use plan for the year 2010 and located within the 
planning areas. The location of existing and 
planned activity centers and of existing transit 
stations are shown on the bicycle-way system 
plan maps. 

Where appropriate, existing and planned bicycle 
ways included in adopted community bicycle 
facilities plans were incorporated into the 
bicycle-way system plans for the Kenosha, 
Milwaukee, and Racine areas. Adopted commu- 
nity bicycle plans are described in Chapter IV 
of this report. Community bicycle facilities 
designed to serve neighborhoods or neighbor- 
hood facilities are outside the scope of the 
regional planning effort and are therefore not 
included as part of the bicycle-way system plans. 

Preliminary Recommended Bicycle-Way 
System Plan for the Kenosha Planning Area 
The preliminary recommended bicycle-way sys- 
tem plan for the Kenosha planning area is 
shown on Map 15. The preliminary recom- 
mended plan proposes a total of about 100 miles 
of bicycle ways. Of this total, about 32 miles, or 
about 32 percent, are proposed to be located off- 
street in natural resource or utility corridors, and 
about 68 miles, or about 68 percent, are proposed 
to be located on-street or on a separate bicycle 
path within a street right-of-way. Of the recom- 
mended 68 miles of on-street bicycle ways, about 
seven miles, or about 10 percent, have been 
developed, while about nine miles, or about 
28 percent, of the recommended 32 miles of off- 
street bicycle ways have been developed. 

The preliminary recommended plan provides for 
bicycle access to the major activity centers 
located within the Kenosha area: Petrifying 
Springs and Pleasant Prairie Parks, the Keno- 
sha  Transit Center, the major retail center 
located a t  the intersection of IH 94 and STH 50, 
LakeView Corporate Park, the University of 
Wisconsin-Parkside, Gateway Technical College- 
Kenosha, and the office, retail, governmental, 
institutional, and industrial development located 
within or adjacent to the Kenosha central 
business district. 

The preliminary recommended bicycle-way sys- 
tem plan for the Kenosha area incorporates the 
existing North and South Kenosha County 
Trails, which are located on the former Chicago, 
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North Shore & Milwaukee electric interurban 
railway right-of-way. The North Kenosha 
County Trail is approximately four miles in 
length and extends from the northern corporate 
limit of the City of Kenosha to the Kenosha- 
Racine County line, where it connects to the 
North Shore Trail in Racine County. The South 
Kenosha County Trail is approximately three 
miles in length, and extends from the southern 
corporate limit of the City of Kenosha to the 
Wisconsin-Illinois state line. At that point, the 
trail connects to the North Shore Trail in the 
State of Illinois. The Pike Trail connects the 
North and  South Kenosha County Trails 
through the City of Kenosha. The Pike Trail, 
which was developed by the City, is approxi- 
mately 9.5 miles in length and consists of a 
combination of bicycle paths through City parks 
and signed on-street bicycle routes. Together, the 
City and County bicycle ways described above 
form the Kenosha County portion of the Lake 
Michigan Trail recommended in the Kenosha 
County park and open space plan. 

The preliminary recommended bicycle-way sys- 
tem plan for the Kenosha area also incorporates 
the development of a bicycle path within the 
Pike River corridor which would extend from 
Racine County through Petrifying Springs Park 
in northern Kenosha County to CTH K near the 
Kenosha Municipal Airport. Development of a 
bicycle and hiking path within the Pike River 
corridor was recommended as a component of 
the Pike River watershed plan amendment 
which was approved by the Pike River Water- 
shed Advisory Committee in February 1994. 

The Kenosha bicycle-way system plan also 
reflects the development of a bicycle path along 
that portion of the Des Plaines River located in 
the planning area. The proposed Des Plaines 
River bicycle and hiking path would serve to 
connect the Des Plaines River Trail in Illinois, 
the Bong Recreation Area in Kenosha County, 
and the proposed Fox River Trail in western 
Kenosha County. 

Preliminary Recommended Bicycle-Way 
System Plan for the Milwaukee Planning Area 
The preliminary recommended bicycle-way sys- 
tem plan for the Milwaukee planning area is 
shown on Map 16. The preliminary recom- 
mended plan proposes a total of about 720 miles 
of bicycle ways. Of this total, about 175 miles, 
or about 24 percent, are proposed to be located 

off-street in natural resource or utility corridors, 
and about 545 miles, or about 76 percent, are 
proposed to be located on-street or on a separate 
bicycle path within a street right-of-way. Of the 
recommended 545 miles of on-street bicycle 
ways, about 55 miles, or about 10 percent, have 
been developed, while about 80 miles, or about 
46 percent, of the recommended 175 miles of off- 
street bicycle ways have been developed. 

The preliminary recommended bicycle-way sys- 
tem plan provides a network of bicycle ways a t  
a spacing of no more than two miles. Denser 
networks are provided in areas of concentrated 
development, such as the Milwaukee central 
business district, and where needed to provide 
access to major activity centers or transit 
stations. 

The preliminary recommended bicycle-way sys- 
tem plan incorporates the recommendations for 
bicycle facilities contained in the adopted park 
and open space plans for each of the counties 
having lands within the planning area and in 
the bicycle plans adopted by the Cities of 
Brookfield and Milwaukee, with the additions 
described in the following paragraphs. 

The Milwaukee County park and open space 
plan proposes the development of a multi-use 
trail along Oak Creek and the Root River from 
South Milwaukee south to the Milwaukee-Racine 
County line. A former interurban railway right- 
of-way now owned by Milwaukee County 
approximately parallels the proposed Oak Creek- 
Root River Trail from the Milwaukee Area 
Technical College campus in Oak Creek south to 
the Milwaukee-Racine County line, and offers a n  
alternative location for the trail. The former 
railway right-of-way is shown as an  alternative 
bicycle-way location to the Oak Creek-Root River 
Trail on Map 16. 

The Milwaukee County park and open space 
plan also recommends that an  approximately 
four-mile segment of the Milwaukee County "76" 
Trail currently located on surface streets be 
relocated conditionally onto a bicycle way over 
the Daniel Webster Hoan Memorial Bridge. A 
bicycle way on the Hoan Bridge would provide 
a more direct connection from the South Shore 
communities to downtown Milwaukee, and 
would also provide a more direct connection 
between the existing segments of the Milwaukee 
County "76" Trail along the lakefront on the 
north and south sides of the bridge. 





I t  is recommended that a preliminary engineer- 
ing study of the proposed Hoan Bridge bicycle 
way be undertaken by Milwaukee County follow- 
ing adoption of the regional bicycle and pedes- 
trian facilities system plan. The preliminary 
engineering s h d y  should evaluate the costs and 
benefits of locating a bicycle way on the Hoan 
Bridge, comparing such costs and benefits to 
those attendant to alternative bicycle-way loca- 
tions, thus either revalidating the proposed 
location over the Hoan Bridge or adopting a n  
alternative location over surface streets. 

Additions to the adopted City of Milwaukee plan 
are recommended to provide bicycle access to 
transit stations and to provide additional east- 
west and north-south routes, including a cross- 
ing of the Menomonee River Valley on 27th 
Street and establishment of bicycle ways along 
60th Street and along Mill Road. 

Preliminary Recommended Bicycle-Way 
System Plan for the Racine Planning Area 
The preliminary recommended bicycleway sys- 
tem plan for the Racine planning area is shown 
on Map 17. The preliminary recommended plan 
proposes a total of about 79 miles of bicycle 
ways. Of this total, about 27 miles, or about 
34 percent, are proposed to be located off-street 
in natural resource or utility corridors, and about 
52 miles, or about 66 percent, are proposed to be 
located on-street or o l  a separate bicycle path 
within the street right-of-way. Of the recom- 
mended 52 miles of on-street bicycle ways, about 
three miles, or about 6 percent, have been 
developed, while about eight miles, or about 
30 percent, of the recommended 27 miles of off- 
street bicycle ways have been developed. 

The preliminary recommended plan provides for 
bicycle access to the major activity centers 
located within the Racine planning area: Cliff- 
side and Johnson Parks, the Regency Mall, the 
Sturtevant Amtrak railway passenger station, 
the Mt. Pleasant industrial center, and the office, 
retail, governmental, institutional, and indus- 
trial development located within or adjacent to 
the Racine central business district. 

River bicycle ways would connect to proposed 
bicycle ways in  Milwaukee and Kenosha Coun- 
ties, forming part of the regional bicycle-way 
system. 

The preliminary recommended bicycle-way sys- 
tem plan for the Racine area also includes two 
existing bicycle paths developed by Racine 
County within former electric interurban railway 
rights-of-way: the North Shore Trail, which 
extends about three miles from the intersection 
of 19th Street and West Boulevard in the City of 
Racine south to the RacineKenosha County line, 
where it connects to the North Kenosha County 
Trail; and the MRK (Milwaukee-Racine-Kenosha) 
Trail, which extends about five miles from near 
the intersection of STH 32 and South Street in 
the City of Racine north to Seven Mile Road 
between STH 32 and Michina Road in the Town 
of Caledonia. The North Shore Trail is located 
within the former right-of-way of the Chicago, 
North Shore & Milwaukee electric interurban 
railway, and the MRK Trail is located within the 
former right-of-way of The Milwaukee Electric 
Railway & Light Company. The recommended 
plan proposes extending the MRK Trail north to 
connect with a proposed bicycle path which 
would connect to Bender Park and the "76" Trail 
in Milwaukee County, and provides for a connec- 
tion between the North Shore and MRK Trails 
through the City of Racine. 

The Racine County park and open space plan 
calls for the County to develop a bicycle way 
within the former Chicago, Milwaukee, St. Paul 
& Pacific railway right-of-way between the 
Cities of Burlington and Racine should the right- 
of-way become a ~ a i l a b l e . ~  Development of such 
a bicycle way is reflected in the recommended 
bicycle-way system plan for the Racine area. The 
proposed bicycle way would serve to provide a 
connection between the City of Racine and the 
Village of Sturtevant. 

The preliminary recommended bicycle-way sys- 
tem plan for the Racine area incorporates the 
recommendations for bicycle facilities contained 
in the adopted park and open space plans for 
Racine County and the Town of Mt. Pleasant, 
including proposed bicycle ways along the Pike 
and Root Rivers. The proposed Pike and Root 
102 

3 ~ h a t  portion of the former right-of-way east of 
the existing Chicago & North Western Transpor- 
tation Company right-of-way has been aban- 
doned. That portion of the right-of-way west of 
the Chicago & North Western Transportation 
Company right-of-way is now owned by CP Rail 
System, and remains in active service. 
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EVALUATION OF RECOMMENDED 
PLANNED BICYCLE WAYS 

The location of recommended bicycle ways was 
based on a preliminary evaluation of such factors 
as the potential for bicycle travel based on the 
location of residential areas in relation to major 
activity centers and transit stations; the location 
of existing bicycle facilities and those proposed 
by State, county, and local units of government; 
the presence and availability of natural resource 
and other off-street corridors for the development 
of bicycle facilities; route directness and connec- 
tivity across municipal boundaries; motor-vehicle 
operating speeds on arterial streets and high- 
ways; and the relationship between motor-vehicle 
traffic volumes and the design capacity of 
arterial streets and highways. 

A more detailed evaluation of the proposed 
location of bicycle ways should be conducted by 
the implementing agency in each case before 
bicycle ways are designed and constructed. 
Factors to be considered during the detailed 
evaluation include the availability of right-of- 
way for street widenings associated with the 
bicycle facility; the number and type of struc- 
tures and vegetation tha t  may need to be 
removed or relocated to provide the bicycle 
facility; the effect of the bicycle way on environ- 
mentally sensitive areas, including wetlands; the 
cost of providing the bicycle facility on a specific 
street or location in relation to providing the 
bicycle improvement on a parallel street or off- 
street corridor; and the quality of the alternative 
locations and the likelihood that bicyclists would 
use those alternatives. The location and design 
treatment of the proposed bicycle facility should 
also be coordinated with the location and design 
treatment of nearby bicycle facilities. 

If the detailed evaluation process indicates that 
the recommended bicycle-way location is not 
feasible due to site constraints, excessive costs, 
the characteristics of the roadway, or other 
factors, the implementing agency should iden- 
tify an  alternative location and evaluate the 
feasibility of providing a bicycle way on the 
alternative route. The evaluation of the recom- 
mended bicycle-way location, and, if necessary, 
the identification and evaluation of alternative 
locations, must be conducted during the prelimi- 
nary engineering phase of project design. In  
order to be consistent with this plan, the design 
of improvements on streets and highways recom- 
mended as bicycle ways must include the bicycle 

way as part of the project design, or a commit- 
ment to provide an alternative bicycle way on a 
parallel street or off-street corridor. 

BICYCLE ACCOMMODATION ON 
ARTERIAL STREETS AND HIGHWAYS 
NOT DESIGNATED AS BICYCLE WAYS 

Bicyclists are permitted to operate on all streets 
and highways in the Region except expressways 
and freeways that have been posted with signs 
prohibiting bicycle use. The existing street 
system provides the most extensive network of 
direct travel routes, and serves virtually all 
destinations. Many land access and collector 
streets, because of low traffic volumes and 
speeds, are capable of accommodating bicycle 
travel with little or no improvements. Arterial 
streets and highways, particularly those with 
high-speed traffic or heavy volumes of truck or 
transit-vehicle traffic, may require improve- 
ments such as extra-wide outside travel lanes or 
paved shoulders in order to safely accommodate 
bicycle travel. 

Accordingly, the plan recommends that consid- 
eration be given to providing extra-wide outside 
travel lanes or paved shoulders along all arterial 
streets and highways which are not designated 
in the plan as bicycle ways but which are located 
in one of the three planning areas associated 
with the urbanized areas of the Region or in one 
of the 11 incorporated areas of 5,000 or more 
residents located outside a planning area. 
Improvements to accommodate bicycle travel, if 
feasible, would be made at the time a street or 
highway is constructed, reconstructed, or-in the 
case of arterial facilities having a rural cross- 
section-resurfaced. 

RECOMMENDED PEDESTRIAN 
FACILITIES PLAN 

The pedestrian facilities element of the prelimi- 
nary recommended bicycle and pedestrian facili- 
ties system plan for Southeastern Wisconsin is 
a policy, rather than  a system, plan. It is 
recommended that the various units and agen- 
cies of government within the Region responsi- 
ble for the construction and maintenance of 
pedestrian facilities adopt and follow the stand- 
ards and guidelines set forth in Chapter VI of 
this report with regard to those facilities. These 
standards and guidelines are designed to facili- 



tate safe and efficient pedestrian travel within 
/ the Region. 

Perhaps most importantly, the standards recom- 

/ mend that sidewalks be provided along streets 
and highways in areas of existing or planned 
urban industrial, commercial, and residential 
development in accordance with the criteria set / forth in Table 17 in Chapter VI of this report 

(see page 72); and that all bridges and under- 
passes, except those carrying freeway and 
expressway facilities, be designed to safely 
accommodate pedestrian travel. 

As is the case with recommended bicycle-way 
improvements, it is recommended that  side- 
walks and other pedestrian facilities be provided 
at the time a street or highway is constructed 
or reconstructed. 
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Chapter VIII 

FINAL RECOMMENDED PLAN, PLAN 
ADOPTION, AND PLAN IMPLEMENTATION 

INTRODUCTION 

The preliminary recommended bicycle and 
pedestrian facilities system plan for the South- 
eastern Wisconsin Region is described in the 
previous chapter of this report. The plan was 
prepared under the guidance of a Technical and 
Citizen Advisory Committee established by the 
Regional Planning Commission. The member- 
ship of this Committee includes broad represen- 
tation from agencies and organizations with a n  
interest in bicycle and pedestrian facilities 
planning, including representatives of govern- 
mental agencies responsible for public safety, 
recreation, and transportation planning and 
engineering; and representatives of bicycle and 
pedestrian advocacy and environmental groups. 

1 Public review of and comment on the prelimi- 
nary recommended plan began with its presen- 
tation a t  a Regional Planning Conference held 

I 
in Milwaukee on June 27, 1994. An informa- 
tional meeting and hearing was held in each of 
the three urbanized areas of the Region during 
the autumn of 1994 to provide an opportunity for 

I the public to become familiar with the plan and 
to allow individuals and groups to comment on 
the plan. Written comments regarding the 

I preliminary plan were accepted through October 
16, 1994, and were given the same consideration 
as comments received at the public hearings. 

I This chapter summarizes the public review 
comments received regarding the preliminary 
plan; describes the changes made to the prelimi- 
nary plan in response to the comments received; 
and describes the final design year 2010 regional 
bicycle and pedestrian facilities system plan 
recommended for adoption. This chapter also 
identifies the costs associated with implement- 
ing the plan and the revenues which may be 

1 anticipated to become available for implement- 
I ing the plan. In addition, this chapter describes 

the actions recommended to be taken in both the 

I 
public and private sectors in order to implement 
the plan. 

PUBLIC REACTION TO 
THE PRELIMINARY PLAN 

The above-referenced Regional Planning Confer- 
ence and public hearings were attended by a 
total of 497 persons; and 27 written comments 
pertaining to the preliminary recommended plan 
were received for the record at  and following the 
Conference and the public hearings. In addition 
to the Conference and the public hearings, the 
Julv-August 1994 issue of the Commission 
~e;slet&r (Vol. 34, No. 4) was devoted to a 
summary of the preliminary recommended 
bicycle and plan. This Newsletter 
issue was widely distributed to local and county 
units of government, State and Federal agencies, 
and private individuals. 

The preliminary plan received attention from the 
mass media in the form of newspaper articles 
and radio and television announcements, some 
of which were based upon Commission news 
releases. The record of the public hearings, 
together with attendant correspondence and 
supporting materials, was published by the 
Commission and provided for review to each 
member of the Commission Technical and 
Citizen Advisory Committee on Regional Bicycle 
and Pedestrian Facilities System Planning, as 
well as to each member of the Regional Planning 
Commission. The full record is on file at  the 
Commission offices.' 

The following summarizes the public reaction to 
the preliminary recommended plan as expressed 
at the public hearings and through the written 
comments received by the Commission. The 

for Southeastern Wisconsin: 2010, September 29, 
1994, to October 6,1994. 



Advisory Committee response to the public 
reaction is then described. 

Public Hearing Comments and Correspondence 
The comments received a t  the ~ub l i c  hearings - 
and in correspondence following the hearings 
may be divided into comments with respect to 
the overall plan and comments with respect to 
specific bicycle ways, including both off-street 
and on-street bicycle ways. 

Comments Regarding the Overall Plan: A num- 
ber of comments were received expressing sup- 
port and approval of the preliminary plan, 
particularly for those recommendations that  
streets and highways be designed, constructed, 
and maintained to better accommodate bicycle 
and pedestrian travel. Two comments were 
received objecting to the overall plan: one on the 
basis that the money needed to implement the 
plan would be better spent on street irnprove- 
ments to better accommodate motor-vehicle 
travel, and one stating that the plan did not go 
far enough to discourage motor-vehicle travel 
and encourage bicycle and pedestrian travel. A 
comment was also received requesting that the 
plan recommend the provision of paved 
shoulders on all streets and highways having a 
rural cross-section, particularly county trunk 
highways. In addition, a request was made that 
a table be included in the plan report to clearly 
summarize the roles and responsibilities of 
government and private agencies in implement- 
ing the plan. The Wisconsin Electric Power 
Company (WEPCo) expressed its support for the 
plan, specifically the development of bicycle and 
pedestrian ways within its rights-of-way. 

Comments Regarding Specific Off-Street Bicycle 
and Pedestrian Ways: Comments were received 
from two local governments recommending the 
addition of three off-street bicycle and pedestrian 
ways to the plan. The Walworth County High- 
way Commissioner requested that  the plan 
reflect development of a bicycle and pedestrian 
way within the abandoned railway corridor- 
formerly the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company right-of-way- 
between Burlington and Elkhorn. The City of 
Kenosha Planning Director requested that the 
plan include a bicycle and pedestrian way 
within the Wisconsin Electric Power Company 
right-of-way between 56th Avenue and 28th 
Avenue north of 45th Street and another off- 
street way within another such right-of-way 
between 45th Street and 75th Street lying 

generally east of 56th Avenue. The latter two 
proposed bicycle and pedestrian ways would be 
located within the City of Kenosha, the Town of 
Somers, and the Village of Pleasant Prairie. 

A number of objections were raised in regard to 
the bicycle and pedestrian ways proposed to be 
located along the Pike River in Kenosha County 
and along the Pike River, Root River, and Hoods 
Creek in Racine County. Many of the comments 
were expressed by property owners who objected 
to having a bicycle-pedestrian way located on or 
adjacent to their property because of concerns 
related to privacy and security. Concerns were 
also expressed relating to the impact of bicycle- 
and pedestrian-way construction and use on 
water quality and wildlife habitat. Two persons 
suggested that the off-street bicycle ways in 
question be relocated to nearby streets. 

Comments Regarding Specific On-Street Bicycle 
Ways: The majority of comments received in 
regard to specific on-street bicycle ways were 
related to the proposed bicycle way over the 
Daniel Webster Hoan Memorial Bridge. The 
proposed Hoan Bridge bicycle way has been the 
most controversial issue associated with the 
preparation of the bicycle and pedestrian plan, 
and was the subject of much debate in the 
Milwaukee news media. The majority of com- 
ments received by the Commission regarding the 
Hoan Bridge bicycle way, including a letter 
received from the City of Milwaukee Bicycle Task 
Force and testimony at  the October 6,1994, public 
hearing in Milwaukee-including comments from 
two Milwaukee County Board Supervisors- 
supported the preliminary plan recommendation 
that a detailed study evaluating the costs and 
benefits of the proposed Hoan Bridge bicycle way 
be undertaken following adoption of the bicycle 
and pedestrian plan. The Milwaukee County 
Executive submitted a letter recommending that 
the Hoan Bridge bicycle way be removed from 
the plan. 

Subsequent to the preparation of the preliminary 
recommended plan, the City of Milwaukee 
requested that an  additional bicycle route be 
included on the plan from Mitchell Park east- 
ward along W. Pierce Street to W. Reynolds 
Place; then east-northeast on W. Reynolds Place 
to W. Bruce Street; then east on W. Bruce Street 
to W. Virginia Street; then east-northeast and 
east on W. Virginia Street to connect to an 
existing City bicycle route on S. 2nd Street. 
Milwaukee County requested that the proposed 



bicycle way on N. 43rd Street (N. Sherman 
Boulevard) between W. Calumet Road and 
W. Mill Road be relocated to N. Range Line 
Road. The segment of N. 43rd Street between 
W. Mill and W. Good Hope Roads was recently 
reconstructed and because of right-of-way con- 
straints, the County was unable to provide 
additional pavement width for bicycle accommo- 
dation. These requested changes to the prelimi- 
nary plan were described in the July-August 
1994 issue of the SEWRPC Newsletter (Vol. 34, 
No. 4). 

Subsequent to the public hearings, the City of 
Milwaukee requested that the following existing 
bicycle ways be added to the plan: N. Cambridge 
Avenue between E. Providence Avenue and 
E. Locust Street; N. Terrace Drive between 
E. North Avenue and N. Lincoln Memorial 
Drive; S. 2nd Street between W. Maple Street and 
W. Mitchell Street; and W. Maple Street between 
S. Kinnickinnic Avenue and S. 2nd Street. The 
City also requested the deletion of the following 
proposed bicycle ways: N. 84th Street between 
W. Florist Avenue and W. Mill Road; W. Bender 
Road between N. 84th and N. 77th Streets; 
and W. Oklahoma Avenue between S. 6th and 
S. 20th Streets. 

The City of Oak Creek recommended that the 
proposed bicycle way in the vicinity of the 
intersection of S. Howell and Rawson Avenues 
be rerouted from private land to public streets. 
The Village of Hales Comers recommended that 
a proposed bicycle way along the extension of 
W. College Avenue also be rerouted to public 
streets. 

The City of Kenosha requested the addition of 
bicycle ways along the following street seg- 
ments: 1st Avenue from 85th Street to the 
Wisconsin-Illinois state line; 85th Street from 3rd 
Avenue to STH 31; 80th Street from Sheridan 
Road to 7th Avenue; CTH T from STH 31 to 
CTH H; Washington Road from 30th Avenue to 
47th Avenue; Lincoln Boulevard from 22nd 
Avenue to 80th Street; 22nd Avenue from Lin- 
coln Road to 63rd Street; CTH A from STH 31 to 
CTH D; CTH L from 37th Avenue to 100th 
Avenue; CTH N from IH 94 to USH 45; 116th 
Street from 1st Avenue to Springbrook Road; 
Springbrook Road from 116th Street to IH 94; 
CTH H from CTH KR to CTH L; 128th Avenue 
from CTH K to CTH N; CTH MB from CTH A 
to the Wisconsin-Illinois state line; 60th and 63rd 
Streets from 20th Avenue to 23rd Avenue; and 

20th and 23rd Avenues from 60th Street to 63rd 
Street. The City also requested that the bicycle 
way on 80th Street between 22nd and 39th 
Avenues be removed from the plan. 

The City of New Berlin requested the addition 
of bicycle ways along the following street 
segments: CTH ES from Crowbar Drive to 124th 
Street; 132nd Street from CTH ES to CTH D; 
CTH HH from Martin Road to Sunnyslope Road; 
Sunnyslope Road from CTH HH to STH 59; 
STH 59 from 124th Street to Springdale Road; 
Springdale Road from STH 59 to the New Berlin 
Trail; CTH 0 from STH 59 to the New Berlin 
Trail; Martin Drive from CTH HH to Egofske 
Road; Egofske Road from Martin Drive to 
CTH ES; Observatory Road from CTH ES to 
CTH Y; and a number of on-street routes along 
residential land access streets. 

A comment was received a t  the public hearing 
held in Racine on October 3,1994, recommending 
that a bicycle way along public streets adjacent 
to the Lake Michigan lakefront from the Racine 
central business district to CTH G in northern 
Racine County be added to the plan. A sugges- 
tion was made during the "open house" period 
preceding the Racine hearing to relocate the 
proposed bicycle way on STH 20 between Ohio 
Street and West Boulevard to Kinzie Avenue. A 
written request was made to designate a bicycle 
way on Sheridan Road (STH 32) from Carthage 
College to CTH A in Kenosha County. 

ADVISORY COMMITTEE 
R.F,SPONSE TO PUBLIC COMMENT 
ON THE PRELIMINARY PLAN 

After careful study of the comments received, the 
Advisory Committee concluded that  several 
modifications to the preliminary plan were war- 
ranted. The modifications made are described in 
the following paragraphs. 

In response to the comment recommending that 
paved shoulders be required along all streets and 
highways having a rural cross-section, the 
Committee noted that the preliminary plan calls 
for the provision of paved shoulders on all 
arterial streets and highways having a rural 
cross-section and either designated by the plan 
as a bicycle way or located in an  urbanized or 
small urban area. To expand this requirement to 
all streets and highways would result in an 
undue expense, in view .of the low levels of 



bicycling anticipated to occur outside of the 
urbanized and small urban areas. This determi- 
nation should not be interpreted a s  precluding 
the construction of paved shoulders to accommo- 
date bicycle travel where a county or local unit 
of government determines that a paved shoulder 
is warranted. 

A table summarizing implementation roles and 
responsibilities on the part of government and 
private agencies has been included a s  Table 25 
in this chapter. 

In  response to comments received regarding the 
feasibility and desirability of constructing off- 
street bicycle ways in  riverine corridors, the 
Advisory Committee determined that, with the 
exceptions described below in the list of specific 
plan changes, the need to relocate such off-street 
bicycle ways would be determined during the 
detailed preliminary engineering studies that  
would be conducted prior to the construction of 
such bicycle and pedestrian ways. 

The Advisory Committee gave careful considera- 
tion to the comments made concerning the 
potential provision of a bicycle way over the 
Daniel Webster Hoan Memorial Bridge. The 
Committee took particular note that  political 
sentiment regarding this proposal was sharply 
divided within Milwaukee County. The Commit- 
tee noted that  even the support for the proposal 
was conditioned upon the conduct of further 
studies of the cost and effectiveness of the 
proposal and of alternatives thereto. Considera- 
tion was also given to the fact that  the Wiscon- 
s in  Congressional delegation h a d  secured 
substantial Federal funds for the construction of 
the proposed bicycle way, with the potential to 
use those funds either for the construction of a 
bicycle way over the bridge as originally pro- 
posed or-should further studies find that  a 
surface route would be preferable-to utilize the 
funding to provide such a surface route. 

Finally, the Committee took note of the deliber- 
ations of a separate Advisory Committee created 
by the Regional Planning Commission to guide 
preparation of the Federally required transporta- 
tion improvement program. That  Committee, 
meeting on November 4, 1994, recommended 
that a project be included in the 1995 through 
1997 regional transportation improvement pro- 
gram that  would allow for the conduct early in 
that period of a detailed alternatives analysis 

using some of the Federal funds reserved for the 
bicycle way concerned. The envisioned alterna- 
tives analysis would specifically address the 
feasibility of constructing a'  bicycle way across 
the Hoan Bridge, comparing the benefits and 
costs associated with that  location with the 
benefits and costs associated with alternative, 
and perhaps supplemental, bicycle ways both 
along the alignment of the Hoan Bridge and 
extending westward from the north end of the 
Hoan Bridge in the IH 794-IH 94 Freeway corri- 
dor a s  envisioned in the demonstration grant 
provided under the Federal Intermodal Surface 
Transportation Efficiency Act. 

Given all of the foregoing considerations, the 
Advisory Committee guiding preparation of the 
bicycle and pedestrian plan determined to let 
stand the preliminary plan recommendation I 
that  a bicycle way across the Hoan Bridge be 
provisionally included in the final recommended 
plan, subject to confirmation in a supplemental 
alternatives analysis. The Committee further 
recommended that  this study be sponsored by 
the Wisconsin Department of Transportation 
and be undertaken as  soon as  possible. 

The specific changes recommended by the 
Advisory Committee with respect to the public 
comments received are described in the following 
paragraphs. All of the changes requested during 
the public comment period were accepted by the 
Advisory Committee with the exception of those 
pertaining to a limited number of bicycle ways 
requested by the Cities of Kenosha and New 
Berlin. Those proposed bicycle ways did not 
serve to connect areas of urban development to 
a major activity center, and  thus were not 
incorporated into the regional bicycle-way sys- 
tem plan. The requested bicycle ways may be 
suitable for inclusion in a community bicycle- 
way system plan, which would be designed to 
supplement the regional plan by identifying 
bicycle and pedestrian facilities to connect 
residential neighborhoods to community- and 
neighborhood-level activity centers. 

The specific modificatiohs are set forth by 
county below. 

Kenosha County 
The modification of the plan to reroute the 
proposed off-street bicycle way along the 
Pike River north of CTH A to a n  on-street 
bicycle way on CTH A. 



The addition to the plan of a n  off-street 
bicycle way in the Wisconsin Electric Power 
Company right-of-way along the extension of 
56th Avenue from 45th Street to 67th Street. 

The addition to the plan of a n  on-street 
bicycle way along 22nd Avenue from 
CTH K to 89th Street. 

The addition to the plan of a n  on-street 
bicycle way along Lincoln Road from 22nd 
Avenue to 80th Street. 

The addition to the plan of a n  on-street 
bicycle way along 1st Avenue from the 
intersection of 85th Street and 1st Avenue 
to the Prairie Harbor Yacht Club at the 
Wisconsin-Illinois state line. 

The addition to the plan of a n  on-street 
bicycle way along Sheridan Road from 
Carthage College to CTH A. 

The addition to the plan of a n  on-street 
bicycle way on CTH A from Sheridan Road 
to CTH H. 

The addition to the plan of an on-street 
bicycle way along Washington Road 
(STH 142) from 28th to 39th Avenues. 

The addition to the plan of a n  on-street 
bicycle way along CTH H from CTH E to 
CTH KR. 

The deletion from the plan of a n  on-street 
bicycle way along 19th Avenue from CTH K 
to 80th Street. 

The deletion from the plan of a n  on-street 
bicycle way along 80th Street from Lincoln 
Road to CTH T. 

Milwaukee County 
The addition to the plan of an  on-street 
bicycle way from  itche ell Park to S. 2nd 
Street along W. Pierce Street, W. Reynolds 
Place, W. Bruce Street, and W. Virginia 
Street. 

The addition to the plan of the following 
existing on-street bicycle ways: N. Cam- 
bridge Avenue between E. Providence Ave- 
nue and E. Locust Street; N. Terrace Drive 
between E. North Avenue and N. Lincoln 
Memorial Drive; S. 2nd Street between 
W. Maple Street and W. Mitchell Street; and 

W. Maple Street between S. Kinnickinnic 
Avenue and S. 2nd Street. 

The addition to the plan of a n  on-street 
bicycle way on S. Kurtz Road from 
W. Grange Avenue to W. Janesville Road. 

The deletion from the plan of a n  on-street 
bicycle way along N. 84th Street from 
W. Florist Avenue to W. Mill Road. 

The deletion from the plan of a n  on-street 
bicycle way along W. Bender Road from 
N. 84th to N. 77th Streets. 

The deletion from the plan of a n  on-street 
bicycle way along W. Oklahoma Avenue 
from S. 6th to S. 20th Streets. 

The modification of the plan to relocate the 
on-street bicycle way on N. 43rd Street 
(N. Sherman Boulevard) from W. Calumet 
Road to W. Mill Road to N. Range Line Road. 

The modification of the plan to relocate the 
proposed off-street bicycle way in the former 
right-of-way of the Chicago, North Shore & 
Milwaukee Railway Company in the vicin- 
ity of the intersection of S. Howell and 
Rawson Avenues to a n  on-street bicycle way 
located on streets within the Milwaukee 
Area Technical College (MATC) campus 
and S. Howell Avenue. 

The modification of the plan to relocate 
the off-street bicycle way along the exten- 
sion of W. College Avenue west of S. 108th 
Street to a n  off-street bicycle way along 
Whitnall Creek from S. 108th Street to 
W. Janesville Road, and then on-street on 
W. Janesville Road southwest to College 
Avenue (CTH HH) in Waukesha County. 

Ozaukee County 
The modification of the plan to reroute the 
proposed off-street bicycle way along the 
Milwaukee River from STH 60 to STH 33 to 
a n  on-street bicycle way on CTH 0 from 
STH 60 to STH 33. 

The addition to the plan of a n  on-street 
bicycle way on Cedar-Sauk Road from 
CTH 0 to CTH I. 

The addition to the plan of a n  on-street 
bicycle way along STH 181 from Sherman 
Road to CTH C. 



The addition to the plan of an on-street 
bicycle way along CTH C from STH 181 to 
Green Bay Road. 

The addition to the plan of an on-street 
bicycle way along Green Bay Road from 
CTH C to CTH T. 

The addition to the plan of an on-street 
bicycle way 'along CTH 0 from STH 33 to 
W. Hawthorne Drive and along W. Haw- 
thorne Drive from CTH 0 to STH 33 as 
interim bicycle ways until such time as the 
off-street bicycle way along the Milwaukee 
River between Saukville and Newburg is 
completed. 

Racine County 
The modification of the plan to relocate that 
portion of the off-street bicycle way along 
the Root River between Northwestern 
Avenue and Four Mile Road to N. Green 
Bay Road. 

The modification of the plan to relocate that 
portion of the on-street bicycle way along 
Washington Avenue (STH 20) between 
Ohio Street and  West Boulevard to 
Kinzie Avenue. 

The addition to the plan of an on-street 
bicycle way on l l t h  Street from Main Street 
to Pershing Drive; on Pershing Drive from 
l l t h  Street to 6th Street; on 6th Street from 
Pershing Drive to Lake Avenue; on Lake 
Avenue from 6th Street to State Street; on 
State Street from Lake Avenue to STH 32; 
on STH 32 from State Street to Hamilton 
Street; on Hamilton Street from STH 32 to 
Michigan Boulevard; on Michigan Boule- 
vard from Hamilton Street to Goold Street; 
on Goold Street from Michigan Boulevard to 
Erie Street; on Erie Street from Goold Street 
to Three Mile Road; on Three Mile Road 
from Erie Street to Lighthouse Drive; on 
Lighthouse Drive from Three Mile Road to 
Four Mile Road; and on Four Mile Road 
from Lighthouse Drive to the intersection of 
Four Mile Road and Erie Street. 

Walworth County 
The addition to the plan of an  off-street 
bicycle way on the abandoned railway 
corridor-the former right-of-way of the 
Chicago, Milwaukee, St. Paul & Pacific 
Railroad Company-between Burlington 
and Elkhorn. 

Waukesha County 
The addition to the plan of an on-street 
bicycle way on ~ a t i o n a l  Avenue (CTH ES) 
from CTH Y to 132nd Street. 

The addition to the plan of an on-street 
bicycle way on 132nd Street from CTH ES 
to Cleveland Avenue (CTH D). 

The modification of the plan to relocate the 
off-street bicycle way between Observatory 
Road and Lawnsdale Road (CTH I) to an  
on-street bicycle way on Observatory Road. 

The modification of the plan to relocate the 
proposed on- and off-street bicycle way on 
the east side of Moorland Road from the 
New Berlin Trail to W. Beloit Road (CTH I) 
to Moorland Road. 

FINAL RECOMMENDED BICYCLE AND 
PEDESTRIAN FACILITIES SYSTEM PLAN 

In accordance with the Committee determina- 
tions noted above, a final recommended regional 
bicycle and pedestrian facilities system plan 
was developed. 

Final Recommended Bicycle-Way System Plan 
The final recommended bicycle-way system plan 
is shown on Maps 18 through 21. This plan 
envisions the development of a t&al of approxi- 
mately 1,527 miles of recommended bicycle ways 
within the Region by the year 2010. Table 20 
summarizes the number of miles of existing 
and proposed bicycle ways by type of bicycle 
way. Table 21 provides similar information for 
each county in the Region, as well as infor- 
mation regarding the recommended jurisdic- 
tional responsibility for existing and proposed 
bicycle ways. 

Map 18 shows the final recommended regional 
bicycle-way system for Southeastern Wisconsin 
outside of the planning areas associated with the 
Kenosha, Milwaukee, and Racine urbanized 
areas, but including major routes through those 
areas. The recommended plan includes a pro- 
posed system of bicycle ways for each of the 
planning areas associated with the three urban- 
ized areas of Southeastern Wisconsin. For 
bicycle and pedestrian facilities system planning 
purposes, the Kenosha, Milwaukee, and Racine 
planning areas were delineated to include those 
areas adjacent to the urbanized areas which are 
proposed to be developed for urban use by the 
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Table 20 

 MILES^ OF BICYCLE WAYS TO BE PROVIDED IN ACCORDANCE 
WITH THE FINAL RECOMMENDED REGIONAL BICYCLE-WAY SYSTEM PLAN 

a   he length of bicycle ways is given in route-miles. The number of bic ycle-lane-miles will normally be approximately twice 
the number of bicycle-route-miles, as bicycle lanes and bicycle routes would be located along both sides of a street, and 
bicycle paths would generally accommodate two-way bicycle travel. 

Source: SE WRPC. 

Total 

258 
1,269 

1,527 

year 2010 under the adopted regional land use 
plan, and to exclude areas which are developed 
for low-density residential uses and which are 
located more than five rniles from any major 
activity center. 

Off-Street 
Bicycle Ways 

130 
351 

48 1 

As appropriate, existing and planned bicycle 
ways identified in adopted community bicycle 
facilities plans were incorporated into the 
recommended plan for the planning areas. The 
identification of community-level bicycle facili- 
ties designed to serve neighborhoods or neigh- 
borhood facilities, however, was considered to be 
outside of the scope of the regional planning 
effort, and, therefore, such facilities were not 
included in the bicycleway system plans for the 
three planning areas. 

Bicycle Ways on 
Nonarterial Streets 

39 
274 

31 3 

Bicycle-Way 
Status 

Existing . . . . . . . . . . 
Proposed . . . . . . . . . 

Total 

The final recommended bicycle-way system 
plans for the Kenosha, Milwaukee, and Racine 
planning areas are shown on Map 19, Map 20, 
and Map 21, respectively. Table 22 provides a 
summary of the mileages and types of existing 
and proposed bicycle ways in each of the three 
planning areas and in that portion of the Region 
outside those planning areas. 

Bicycle Ways on 
Arterial Streets 

8 9 
644 

733 

It should be noted that the proposed bicycle 
ways shown on Maps 18 through 21 depict 
recommended locations for bicycle ways and, in 
the case of bicycle ways located along existing 
streets and highways, do not necessarily indi- 
cate streets and highways that are currently 
suitable for bicycle travel. It is anticipated that 
many of the streets and highways designated as 
planned bicycle ways will require improvements 
such as  widened shoulders or the provision of 
bicycle lanes to make them more suitable for 
bicycle travel. 

Jurisdictional Responsibility 
On-Street Bicycle Ways: For those bicycle and 
pedestrian facilities recommended in this plan to 
be provided within the right-of-way of a street or 
highway, the unit of government responsible for 
constructing and maintaining each street or 
highway in question should also have responsi- 
bility for constructing and maintaining the 
associated bicycle or pedestrian facility, or for 
entering into operating or maintenance agree- 
ments with other units or agencies of govern- 
ment to perform maintenance activities. 
Accordingly, the Wisconsin Department of 
Transportation should assume responsibility for 
constructing bicycle and pedestrian facilities 
along State trunk highways and connecting 
streets; the appropriate county highway, trans- 
portation, or public works department should in 
each applicable case assume responsibility for 
constructing and maintaining bicycle and pedes- 
tr ian facilities located along county trunk 
highways; and the various cities, villages, and 
towns should assume responsibility for con- 
structing and maintaining bicycle and pedes- 
tr ian facilities located along streets and 
highways under their respective jurisdictions. 
An exception to this assignment of jurisdictional 
responsibility would involve those situations 
where a portion of a n  off-street bicycle or 
pedestrian facility of regional scale is located 
along a street or highway for a relatively short 
portion of its length. In such cases, the agency 
responsible for the trail should assume respon- 
sibility for constructing and maintaining the 
bicycle or pedestrian facility, or for making 
arrangements for construction and/or mainte- 
nance with the unit of government having 
jurisdiction over the street or highway. 



Table 21  
i 

MILES= OF 1993 EXISTING AND 2010 PROPOSED BICYCLE WAYS TO BE PROVIDED IN EACH 
COUNTY IN ACCORDANCE WITH THE FINAL RECOMMENDED REGIONAL BICYCLE-WAY SYSTEM PLAN 

a ~ h e  length of bicycle ways is given in route-miles. The number of bicycle-lane-miles will normally be approximately mice the number of bicycle-route-miles, as bicycle 
lanes and bicycle routes would be located along both sides of a street, and bicycle paths would generally accommodate two-way bicycle travel. 

State Jurisdiction . . . . . . . . . .  
County Jurisdiction . . . . . . . . .  
Local Jurisdiction . . . . . . . . . .  

Subtotal 

Off-Street 
State Jurisdict~on . . . . . . . . . .  
County Jurisdiction . . . . . . . . .  
Local Jurisdiction . . . . . . . . . .  

Subtotal 

Total 

Source: SEWRPC. 

Recommended Year 2010 
Bicycle-Way Classification 

and Jurisdiction 

Arterlal Streets and Highways 
State Trunk Highway . . . . . . .  
County Trunk Highway . . . . . .  
Local Trunk Highway . . . . . . . .  

Subtotal 

Nonarterial Streets and Hlghways 
State Jurisd~ction . . . . . . . . . .  
County Jurisdiction . . . . . . . . .  
Local Jurisdiction . . . . . . . . . .  

Subtotal 

Off-Street 
State Jur~sdiction . . . . . . . . . .  
County Jurisdiction . . . . . . . . .  
Local Jurisdiction . . . . . . . . . .  

Subtotal 

Total 

Existlng 

0 
31 

6 

37 

0 
0 

24 

24 

0 
17 
0 

17 

78 

Map 22 shows the levels of government having 
jurisdiction in 1993 over on-street bicycle ways 
and the associated streets and highways. It 
should be noted that because of agreements 
between the governments concerned, the level of 
government having jurisdiction over a bicycle 
way may not be the same as that which has 
jurisdiction over the associated street or high- 
way. For example, the Wisconsin Department of 
Transportation has jurisdiction over STH 60, but 
the City of Hartford has accepted responsibility 

0 
0 
0 

0 

0 
0 
0 

0 

0 

for maintaining the bicycle path located in the 
highway right-of-way. 

Total 

25 
26 
29 

80 

0 
0 

30 

30 

0 
22 

6 

28 

138 

Raclne County 

Proposed 

8 
18 
2 1 

47 

0 
0 

18 

18 

2 
52 
9 

63 

128 

Ozaukee County 

Maps 23 through 29 show the recommended 
system of on-street bicycle ways-including both 
existing and recommended new bicycle ways- 
for each of the seven counties in the Region and 
the levels of government recommended under the 
new regional transportation system plan to have 
jurisdiction over the associated streets and 
highways by the year 2010. 

Total 

8 
49 
27 

84 

0 
0 

42 

42 

2 
69 
9 

80 

206 

Existing 

0 
0 
0 

0 

0 
0 
0 

0 

0 
0 
6 

6 

6 

Existing 

0 
0 
3 

3 

0 
0 
5 

5 

0 
7 
3 

10 

18 

0 
0 

44 

44 

29 
37 
0 

66 

153 

Proposed 

25 
26 
29 

80 

0 
0 

30 

30 

0 
22 
0 

22 

132 

Total 

36 
57 

140 

233 

0 
1 

65 

66 

5 
93 

1 

99 

398 

Existing 

10 
0 

23 

33 

0 
1 
7 

8 

0 
56 
0 

56 

97 

Kenosha County 

0 
0 

44 

44 

29 
37 
0 

66 

153 

Milwaukee County 

Proposed 

26 
57 

117 

200 

0 
0 

58 

58 

5 
37 

1 

43 

301 

Proposed 

17 
42 
14 

73 

0 
0 

24 

24 

6 
41 

8 

55 

152 

Total 

17 
42 
17 

76 

0 
0 

29 

29 

6 
48 
11 

65 

170 

0 
0 
0 

0 

0 
0 
1 

1 

3 

0 
0 

48 

48 

3 
11 
3 

17 

106 

0 
0 

48 

48 

3 
11 
4 

18 

109 

0 
0 
2 

2 

17 
18 
5 

40 

56 

0 
0 

52 

52 

0 
80 

5 

85 

297 

0 
0 

54 

54 

17 
98 
10 

125 

353 

0 
1 

38 

39 

17 
98 
15 

130 

258 

0 
0 

274 

274 

45 
280 

26 

351 

1,269 

0 
1 

31 2 

313 

62 
378 

41 

48 1 

1,527 



Table 22 

 MILES^ OF 1993 EXISTING AND 2010 PROPOSED BICYCLE WAYS TO BE PROVIDED IN 
THE KENOSHA, MILWAUKEE, AND RACINE PLANNING AREAS AND REMAINDER OF REGION 

IN ACCORDANCE WITH THE FINAL RECOMMENDED REGIONAL BICYCLE-WAY SYSTEM PLAN 

a ~ h e  length of bicycle ways is given in route-miles. The number of bicycle-lane-miles will normally be approximately twice the number of bicycle-route-miles. as bicycle 
lanes and bicycle routes would be located along both sides of a street, and bicycle paths would generally accommodate two-way bicycle travel. 

Area 

Kenosha Plannlng Area . . . . . . . . . . 
M~lwaukee Planning Area . . . . . . . . . 
Rac~ne Plannlng Area . . . . . . . . . . . 
Reg~on outs~de Plannlng Areas . . . . . 

Total 

1 Source: SEWRPC. 

Off-Street Bicycle Ways: The levels of govern- 
ment having and recommended to have respon- 
sibility for constructing and maintaining 
existing and recommended off-street bicycle 
ways are shown on Map 30. Bicycle and pedes- 
trian ways recommended under the regional 
bicycle and pedestrian facilities system plan to 
be located within natural resource, utility, or 
other off-street corridors are consistent with 
those included in the adopted park and open 
space plans for each county,2 except for certain 
recommended additions and deletions described 
below. Table 23 provides a summary of the 
recommended off-street bicycle and pedestrian 

2 ~ h e  seven county park and open space plans are 1 respectively documented in SEWRPC Commu- 
nity Assistance Planning Report No. 131, A Park 
and Open Space Plan for Kenosha County, 

1 November 1987; SEWRPC Community Assis- 

On-Street B~cycle Ways 
on Arter~al Streets 

I 

tance Planning Report No. 132, A Park and Open 
, Space November 

1991; SE WRPC Community Assistance Planning 

Exlstlng 

3 
47 
2 
37 

89 

ways and the agencies proposed in the county 
park and open space plans to be responsible for 
developing each facility. 

On-Street B~cycle Ways 
on Nonarterral Streets 

The regional bicycle and pedestrian facilities 
system plan recommends the construction of 
eight off-street bicycle and pedestrian ways by 
county agencies, for a total of 70 miles, in 
addition to those recommended in the adopted 
county park and open space plans. The recom- 
mended new bicycle and pedestrian ways are 
depicted on Map 31 and are described in the 
following paragraphs. Map 31 also depicts three 
segments of off-street bicycle and pedestrian 
ways included in the county park and open 
space plans which are proposed to be relocated 
from off-street to on-street locations through the 
adoption of this bicycle and pedestrian facilities 
system plan. The plan proposes the relocation of 
the proposed off-street bicycle way along the 
Pike River north of CTH A to a n  on-street 
bicycle-way route on CTH A in Kenosha County; 
the relocation of the proposed off-street bicycle 
way along the Milwaukee River from STH 60 to 
STH 33 to an  on-street bicycle-way route on 

Proposed 

53 
376 
39 
176 

644 

Existlng 

5 
10 
1 
23 

39 

Report No. 133, A Park and Open Space Plan for CTH 0 from STH 60 to STH 33 in Ozaukee 
Ozaukee County, July 1987; SEWRPC Commu- County; and the relocation of that portion of the 
nity Assistance Planning Report No. 134, A Park proposed off-street bicycle way along the Root 
and Septem- River between Northwestern Avenue and Four 
ber 1988; SEWRPC Community Assistance Plan- Mile Road to an  on-street bicycle-way route on 

Total 

56 
423 
41 
213 

733 

Off-Street 
B~cycle Ways 

ning Report No. 135, A Park and Open Space N. Green Bay Road in Racine county.- 
Plan for Walworth County, February 1991; 
SEWRPC Community Assistance Planning Theregionalbicvcleand~edestrian~lanrecom- 

Exlstlng 

10 
84 
9 
27 

130 

Proposed 

2 1 
115 
20 
118 

274 

Total On- and Off-Street 
B~cycle Ways 

Report No. 136, A parkand Open Space Plan fo'; mendsthe development i f  a bicycle-and pedes- 
Washington County, March 1989; and SEWRPC trian path along the Des Plaines River and 
Community Assistance Planning Report No. 137, Brighton Creek from the Wisconsin-Illinois state 
A Park and Open Space Plan for Waukesha line to and through the Bong State Recreation 
County, December 1989. Area in Kenosha County to the Fox River Trail 

Total 

26 
125 
2 1 
141 

313 

Proposed 

2 1 
95 
16 
219 

351 

Total 

113 
727 
87 
600 

1,527 

Exlst~ng 

18 
141 
12 
87 

258 

Total 

31 
179 
25 
246 

481 

Proposed 

95 
586 
7 5 
513 

1,269 
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LEVELS OF GOVERNMENT RECOMMENDED TO H A M  JURISDICTION OVER STREETS 
AND HIGHWAYS HAVING A RECOMMENDED BICYCLE WAY R KENOSHA COUNTY: 2010 
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90 miw, w .bovt 12 p.rcurt. of the mcycle wow am p o p o r ~ d  m be l o c w  a rw.rtr et tnghwws un6N nurmmmd.d St.t*wadkoon tn the v n r  2010. 
68 hlr, or sbwt 1s p.mnt,  of me ways m poposMte be locmea m imm or hlmwsyr w r d u  refommmdea County luntdlctcon m the war 
2010: md 206 m m .  a adcut 69 prreurt, of the bicycle wry, in proposed to b4 loc8w a stmtr  or hlghwufu undw mcomman.5ad k l l  tu.a(hcUon bv 
th. wu 2010. 
Soms: S E m  
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LEVELS OF GOVERNMENT RECOMMENDED TO HAVE JURISDICTION OVER STREETS 
AND HIGHWAYS HAVING A RECOMMENDED BICYCLE WAY IN OZAUKEE COUNTY: 2010 



Map 26 

LEVELS OF GOMRNMENT RECOMMENDED TO HAVE JURJSDiCTlON OVER STREETS 
AND HIGHWAYS HAVING A RECOMMENDED BICYCLE WAY M R A W  COUNTY: 2010 



LEVELS OF GOVERNMENT RECOMMENDED TO HAVE JURISDICTION OVER STREETS 
AND HIGHWAYS HAVING A RECOMMENDED BICYCLE WAY IN WALWORTH COUNTY; 2914 

.....,* .~.., 
W I T S  C-L-L----*- -- L(I0L-W 

-- 
The recomn*nd@(I bicwie-way syttam plan recommndr a total of 87 miles of exirtinp m d  new on-stnet biCwl4 w l y l  in WllwWUl County. Of this t O t r l r  
11 milas. or about 13 ~ersent. 01 the bbwle ways are proposed to be located on stmetsar nihwsys vcder recommmded 6 tneWd ic t i on  in theyear 2010: 
30 miles, or about 34 percmt, of t l n  bicycle waye are propo ld  to be located on s t r w  or highwaw under recommended Caunfy jurisdiction in the Year 
2010: and 48 miier, or adout 53 percent, of the bicycle m y *  a n  proposed to be located on streets or highways under recornnwnded locai jurisdiction by 
the year 2010. 

Source: SEWRPC. 
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LEVELS OF GOVERNMENT RECOMMENDED TO HAVE JUUBDICTION OVER STREETS AND 
HIGHWAYS HAVING A RECOMMENDED BICYCLE WAY IN WASHINGTON COUNTY: 2010 

- nmnrrwwar - W N T Y I R U U m M U "  - W m u r H ~ Y  

NCUARXRIAL STREETS h.LLzd- -- L O C A L r n c U T W  -"' 

The recommsnd.d bicycla-way system plan recommndr a totalof 91 mllea of eritting and new on.street bicyclo way8 in Washinpton 
County. Of this total. 13 miles, or about 14 percent, of the bicycle ways e n  propoled to be located on streets or hishwayr under 
ncommended Strte jurisdiction in tho year 2010; 23 mles, or about 25 percent, of the bicycle wars are proposed to be located on 
rtreetsor highways under recommmded County juri.dictionin the yrrr  2010; m d  55 miles, or about 61 percent. of the bicycle ways 
are proposed to be located on streets or hionways undar r r c o m ~ n d o d  local jurisdiction by the veal 2010. 

126 Source: SEWRPC. 



LEVELS Of GOVERNMENT RECOMMENDED TO HAVE JURUIWTION OVER STREETS 
AND HIGHWAYS HAVrJG A RECOMMENDED BICYCLE WAY IN WAUKESHA COUNTY: 2010 

LEGEHO 

ARTCRUL STREETS A 1 0  I W 4 Y S  

The rKOmnmnded bicvolcrov m t e m  Plan r ~ o r n ~ d r  a total of 228 man of existing m d  new on.atnet bicycle waw in Wauknrhe County. Of thi8 total. 
26 milu, or about 11 Parcent. of the bicycle wavaera ~ r o ~ O * e d  to be lwetedon atrwtsor highways under recomiwnded State jwmdicticn in the year 2010; 
110 mliea, or about 48 Percqt. of th. blCvCI* ways we prOmHd to  ba located 011 streeta or hiphwev8 under recommended CQunty jurisdiction in the veer 
2010; and 93 miles. or about 41 percent. 01 the bicycle way8 are proposed to be located on streets or highways under r*commendbd lwd jurisdiction by 
the veer 2010. 



Table 23 

RECOMMENDED RESPONSIBILITY FOR  TRAIL^ DEVELOPMENT IN NATURAL 
RESOURCE OR UTILITY CORRIDORS IN THE SOUTHEASTERN WISCONSIN REGION 

IN ACCORDANCE WITH ADOPTED COUNTY PARK AND OPEN SPACE P L A N S ~  

Corridor 

Kenosha County 
Des Plaines ~iver' . . . . . . . . . . . . . .  
Fox River . . . . . . . . . . . . . . . . . . . .  
Lake Michigan . . . . . . . . . . . . . . . .  
Pike River . . . . . . . . . . . . . . . . . . .  

Responsible Agency 

Kenosha County 
Kenosha County 
Kenosha County 
Kenosha Countv 

Milwaukee County 
Lake Michigan . . . . . . . . . . . . . . . .  
Little Menomonee River . . . . . . . . . .  
Menomonee River . . . . . . . . . . . . . .  
Milwaukee River . . . . . . . . . . . . . . .  
Oak Creek . . . . . . . . . . . . . . . . . . .  
Root River . . . . . . . . . . . . . . . . . . .  

Milwaukee County 
Milwaukee County 
Milwaukee countyd 
Milwaukee County 
Milwaukee County 
Milwaukee Countv 

Ozaukee County 
Little Menomonee River . . . . . . . . . .  
Milwaukee River . . . . . . . . . . . . . . .  

Ozaukee County 
Ozaukee Countv 

Racine County 
Fox River . . . . . . . . . . . . . . . . . . . .  
Lake Michigan . . . . . . . . . . . . . . . .  
Root River . . . . . . . . . . . . . . . . . . .  

Racine County 
Racine County 
Racine County 

Walworth County 
Ice Age . . . . . . . . . . . . . . . . . . . . .  
Mukwonago River . . . . . . . . . . . . . .  
Sugar Creek . . . . . . . . . . . . . . . . . .  
Turtle Creek . . . . . . . . . . . . . . . . . .  

Washington County 
Ice Age . . . . . . . . . . . . . . . . . . . . .  
Milwaukee River . . . . . . . . . . . . . . .  

Wisconsin Department of Natural Resources and Ice Age Park and Trail Foundation, Inc. 
Wisconsin Department of Natural Resources 
Walworth County 
Wisconsin Department of Natural Resources 

Wisconsin Department of Natural Resources and ice Age Park and Trail Foundation, Inc. 
Washington Countv 

Waukesha County 
Bugline . . . . . . . . . . . . . . . . . . . . .  
Fox River . . . . . . . . . . . . . . . . . . . .  
Glacial Drumlin . . . . . . . . . . . . . . . .  
Ice Age . . . . . . . . . . . . . . . . . . . . .  
Lake Country . . . . . . . . . . . . . . . . .  
Menomonee River . . . . . . . . . . . . . .  
Mill Creek . . . . . . . . . . . . . . . . . . .  
Mukwonago River . . . . . . . . . . . . . .  
New Berlin . . . . . . . . . . . . . . . . . . .  
Pebble Brook . . . . . . . . . . . . . . . . .  
Tamarack . . . . . . . . . . . . . . . . . . . .  

Waukesha County 
Waukesha County 
Wisconsin Department of Natural Resources 
Wisconsin Department of Natural Resources and Ice Age Park and Trail Foundation, Inc. 
Waukesha County 
Waukesha County 
Waukesha County 
Waukesha County 
Waukesha County 
Waukesha County 
Waukesha Countv 

a ~ l l  trails, with the exception of the Ice Age Trail, are intended to accommodate hiking and bicycling. The Ice Age Trail is not open to 
bicycle use. 

b ~ h e  seven county park and open space plans are respectively documented in SEWRPC Community Assistance Planning Report No. 131, 
A Park and Open Space Plan for Kenosha County, November 1987; SEWRPC Community Assistance Planning Report No. 132, A Park 
and Open Space Plan for Milwaukee County, November 199 1; SEWRPC Community Assistance Planning Report No. 133, A Park and Open 
Space Plan for Ozaukee Counts July 1987; SEWRPC Community Assistance Planning Report No. 134, A Park and Open Space Plan for 
Racine  count^ September 1988; SEWRPC Community Assistance Planning Report No. 135, A Park and Open Space Plan for Walworth 
County, February 1991; SEWRPC Community Assistance Planning Report No. 136, A Park and Open Space Plan for Washington Counts 
March 1989; and SEWRPC Community Assistance Planning Report No. 137, A Park and Open Space Plan for Waukesha County, 
December 1989. 

 lies to only that portion of the Des Plaines River corridor east of lH 94. 

d~ubsequent to the adoption of the Milwaukee County park and open space plan, the Wisconsin Department of Natural Resources, m 
cooperation with the National Park Service and an Advisory Committee, conducted a study to determine the feasibility of establishing a 
recreation corridor and trail within the Menomonee River Valley. The draft Menomonee Valley Greenway Feasibilitv Studs prepared by 
the Department in July 1994, recommends that the Department assume the lead responsibility for development of an approximately five- 
mile-long trail within the Menomonee River Valley. 

Source: SEWRPC. 
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in Racine County. The Kenosha County park 
and open space plan recommends that  Kenosha 
County acquire primary environmental corridor 
lands along the Des Plaines River east of IH 94. 
The bicycle and pedestrian facilities system plan 
recommends that  the County also acquire land 
and develop a bicycle-pedestrian path along the 
Des Plaines River from IH 94 west and north to 
CTH K, and along Brighton Creek from CTH K 
north and west to the Bong State Recreation 
Area. It is also recommended that  the Wisconsin 
Department of Natural Resources develop the 
bicycle-pedestrian path through the Bong Rec- 
reation Area and westward to th; Fox River 
corridor. The connection from the Bong Recrea- 
tion Area to the Fox River corridor is included 
in the adopted Racine County park and open 
space plan. 

As alluded to in Chapter VII of this report, the 
recently amended Pike River watershed plan 
recommends t h a t  Kenosha County acquire 
primary environmental corridor lands along the 
Pike River and Pike Creek in Kenosha County, 
and tha t  a bicycle and pedestrian path be 
constructed within the parkway. That recom- 
mendation is reflected in  th is  bicycle a n d  
pedestrian facilities system plan. The bicycle 
a n d  pedestrian facilities system plan  also 
reflects the development of a path along Hoods 
Creek and the Pike River in Racine County from 
Johnson Park to the Racine-Kenosha county 
line, to be constructed by the Town of Mt. 
Pleasant in accordance with the adopted Town 
park and open space plan and the amended Pike 
River watershed plan. 

It is recommended that  a bicycle and pedestrian 
way be developed between the  Milwaukee 
County "76" Trail i n  Whitnall Park and the 
Waterford-Wind Lake Trail in  Racine County. 
The proposed path would be located in the right- 
of-way of Forest Home Avenue from Whitnall 
Park south to the Wisconsin Electric Power 
Company right-of-way near  the  Milwaukee- 
Waukesha county line, and is then proposed to 
be located within the  WEPCo right-of-way 
through the City of Muskego and Town of 
Norway to the Waterford-Wind Lake Trail. It is 
recommended that  Milwaukee County assume 
responsibility for developing that  portion of the 
bicycle-pedestrian way to be located within 
Milwaukee County; that  Waukesha County be 
responsible for developing that  portion of the 
facility to be located through Waukesha County; 
and tha t  Racine County be responsible for 

providing that  portion of the bicycle-pedestrian 
way to be located within Racine County. 

The regional bicycle and pedestrian facilities 
system plan also recommends that a bicycle and 
pedestrian way be constructed from Drexel 
Avenue west to the WEPCo right-of-way begin- 
ning near the Milwaukee-Waukesha county line 
and continuing westward in the WEPCo right- 
of-way through the City of Muskego and the 
Village of Big Bend, where the bicycle and 
pedestrian way would connect to a proposed 
bicycle and pedestrian way within the Fox River 
corridor. It is recommended tha t  Waukesha 
County be responsible for constructing tha t  
portion of the  facility to be located within 
Waukesha County and that  Milwaukee County 
be responsible for constructing that  portion of 
the facility to be located in Milwaukee County. 
It is also recommended that  Waukesha County 
assume responsibility for maintaining the two- 
mile portion of the bicycle path that  has already 
been developed by the City of Muskego. 

The bicycle and pedestrian facilities system plan 
recommends the development of two additional 
bicycle a n d  pedestrian ways i n  Walworth 
County. The first would connect the Mukwonago 
River bicycle and pedestrian way recommended 
in both the Walworth and Waukesha County 
park and open space plans to the Sugar Creek 
bicycle and pedestrian way recommended in the 
Walworth County park and open space plan. I t  
is also recommended that  the abandoned rail- 
way corridor-the former right-of-way of the 
Chicago, Milwaukee, St. Paul & Pacific Railroad 
Company-between Burlington and Elkhorn be 
developed a s  a n  off-street bicycle and pedestrian 
way. It is recommended that  Walworth County 
assume responsibility for providing the recom- 
mended new facilities. 

The bicycle and pedestrian plan also recom- 
mends that  Waukesha County develop a bicycle 
and pedestrian way in  the Pewaukee River 
Parkway between CTH J and CTH T. The plan 
also recommends t h a t  Milwaukee County 
develop a bicycle and pedestrian way adjacent 
to Lincoln Creek from the terminus of the 
existing bicycle and pedestrian way a t  30th 
Street to 60th Street. 

Bicycle Accommodation on Arterial Streets 
and Highways Not Designated a s  Bicycle Ways 
Bicyclists are permitted to operate on all streets 
and highways in the Region except expressways 
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and freeways that have been posted with signs 
prohibiting bicycle use. State statutes allow local 
governments to adopt ordinances prohibiting 
bicycle travel on specified streets; however, none 
of the local governments in the Region has 
adopted such an  ordinance. 

The existing street system provides the most 
extensive network of direct travel routes, and 
serves virtually all destinations. Many land 
access and collector streets, because of low 
traffic volumes and speeds, are capable of 
accommodating bicycle travel with little or no 
improvement. Arterial streets and highways, 
particularly those with high-speed traffic or 
heavy volumes of truck or transit-vehicle traffic, 
may require improvements such as extra-wide 
outside travel lanes. or paved shoulders in order 
to safely accommodate bicycle travel. 

Accordingly, the plan recommends that consid- 
eration be given to providing extra-wide outside 
travel lanes or paved shoulders along all arterial 
streets and highways which are not designated 
in the plan as bicycle ways but which are located 
in one of the three planning areas associated 
with the urbanized areas of the Region or in one 
of the 11 defined small urban areas of 5,000 or 
more residents. Improvements to accommodate 
bicycle travel, if feasible, would be made a t  the 
time a street or highway is constructed, recon- 
structed, or-in the case of arterial facilities 
having a rural cross-section-resurfaced. In all, 
approximately 1,160 miles of arterial streets and 
highways in the planning and small urban 
areas are not designated as bicycle ways under 
the plan. 

Final Recommended 
Pedestrian-Way System Plan 

page 72), calls for sidewalks to be provided along 
most arterial, collector, and land access streets 
in areas of urban industrial, commercial, and 
high-, medium-, and low-density residential 
development. It is recommended that the side- 
walks be installed a t  the time that a street is 
constructed or reconstructed. 

PLAN COSTS AND REVENUES 

Bicycle-Way System 
The cost of constructing the bicycle-way system 
recommended in this plan over the 16-year plan 
implementation period from 1995 to 2010, 
expressed in constant 1994 dollars, is estimated 
a t  $75.4 million, including approximately $51.9 
million in construction costs for bicycle ways 
located on or within street rights-of-way and 
approximately $23.5 million in construction 
costs for off-street bicycle ways. Table 24 pro- 
vides a summary of the estimated cost of 
constructing the recommended bicycle ways 
within each of the seven counties in the Region. 

A major portion-approximately $71.5 million, 
or 95 percent-of the $75.4 million in total 
capital costs for the bicycle system plan has 
been accounted for in other plans prepared and 
adopted by the Commission. The cost of provid- 
ing bicycle ways on arterial streets and high- 
ways has been accounted for in the cost of the 
highway element of the regional transportation 
system plan. Most of the costs of the off-street 
bicycle ways recommended under this bicycle 
and pedestrian plan have been accounted for in 
the costs of the seven adopted county park and 
open space plans.3 The eight additional off-street 

The pedestrian system element of the final 
recommended bicycle and pedestrian facilities 
system plan for Southeastern Wisconsin is a 
policy, rather than a system, plan. It recom- 
mends that the various units and agencies of 
government within the Region responsible for 
the construction and maintenance of pedestrian 
facilities in Southeastern Wisconsin adopt and 
follow certain recommended policies and guide- 
lines with regard to the development of those 
facilities. These policies and guidelines are 
designed to facilitate safe and efficient pedes- 
trian travel within the Region. One of the more 
important recommendations, set forth i n  
Table 17 in Chapter VI of this report (see 

3 ~ h e  regional park and open space plan, adopted 
by the Regional Planning Commission in 1977, 
recommended the development of an approxi- 
mately 440-mile network of multi-use trail facili- 
ties intended for hiking, bicycling, and other, 
primarily nonmotorized, uses. The recommenda- 
tions made in the regional park and open space 
plan were subsequently refined through the 
preparation of park and open space plans by 
each of the seven counties in the Region. The 
county plans identify specific responsibilities for 
the acquisition and development of park and 

(Footnote Continued on Page 133) 



Table 24  

COST  ESTIMATE^ FOR CONSTRUCTING~ THE FINAL RECOMMENDED 
BICYCLE-WAY SYSTEM IN SOUTHEASTERN WISCONSIN: 1995-201 0 

a ~ l l  figures are expressed in constant 1994 dollars. 

blncludes construction costs and associated right-of-way acquisition costs. 

Source: SEWRPC. 

bicycle and pedestrian ways described earlier in 
this chapter are additions to those included in 
the adopted county park and open space plans. 
These eight new bicycle and pedestrian ways 
total an  additional 70 miles, with an  estimated 
supplemental cost of $3.8 million. The cost of 
providing bicycle ways on nonarterial streets- 
about $140,000-is a new expense not included 
in any previous planning efforts. Thus, the new 
construction costs associated with the new 
bicycle system plan total about $3.9 million. 

Total 
(thousands of dollars) 

As previously noted, the bicycle-way system plan 
envisions the development of a total of approxi- 
mately 1,527 miles of recommended bicycle ways 

Costs for Constructing 
Off-Street Bicycle Ways 

(thousands of dollars) 

(Continued from Page 132) 

Costs for Constructing 
On-Street Bicycle Ways 
on Nonarterial Streets 
(thousandq of dollars) County 

open space sites within each county, including 
the acquisition of recreation corridors and the 
development of trails within such corridors. If 
fully implemented, the county plans would result 
in a system of recreation corridors and trails 
along the Lake Michigan shoreline and along 
each of the major rivers in the Region. Accep- 
tance and support for the recommendations 
contained in the seven county plans were dem- 
onstrated by adoption by each County Board 
concerned of the plan for its County. 

12 
29 
15 
9 
22 
24 
26 

137 23,517 

Costs for Constructing 
On-Street Bicycle Ways 

on Arterial Streets 
(thousands of dollars) --- 

Kenosha . . . . . . .  
Milwaukee . . . . . .  
Ozaukee . . . . . . .  
Racine . . . . . . . .  
Walworth . . . . . .  
Washington . . . . .  
Waukesha . . . . . .  
Total 

within the Region by the year 2010, including 
bicycle ways to be located on selected arterial 
streets, on selected nonarterial streets, and 
within selected off-street corridors. The recom- 
mended bicycle ways could include bicycle paths 
located off-street or in a street right-of-way but 
separate from the roadway; bicycle lanes signed 
and marked on streets and highways; and , 
bicycle routes signed on streets and highways. 

6,022 
9,923 
6,364 
2,858 
4,272 
3,960 
18,363 

5 1,762 

The State, county, and local units of government 
charged with implementing the plan will ulti- 
mately be responsible for determining an appro- 
priate design treatment-that is, bicycle-path, 
bicycle-lane, or bicycle-route designation-to be 
provided on a specific street or highway segment 
upon due consideration of the recommendations 
in this plan. Because arterial streets and high- 
ways generally carry relatively heavy volumes 
of motor-vehicle traffic, as well as traffic travel- 
ing at relatively high speeds, the plan recom- 
mends that bicycle lanes be provided on streets 
and highways having an  urban cross-section 
and that paved shoulders having a minimum 
width of four feet be provided on streets and 
highways having a rural cross-section. The cost 
estimate for the plan assumed that the recom- 
mended bicycle lanes and paved shoulders would 
be provided along all arterial streets and high- 
ways designated as bicycle ways under the plan; 
however, it is recognized that  actual imple- 



mentation costs may vary somewhat and may, 
in fact, be less than those estimated if less 
expensive design treatments than those recom- 
mended under the plan are selected by imple- 
menting agencies. For example, it may not be 
feasible to provide a bicycle lane on an  arterial 
street where curb parking is permitted for part 
of the day but prohibited during peak travel 
periods, because the bicycle lane would be 
located between two lanes of motor-vehicle 
traffic during the peak period. 

The cost estimate also assumed that nonarterial 
streets would be capable of accommodating 
bicycle travel without additional pavement 
width, owing to the relatively low volume and 
speed of motor-vehicle traffic on such streets. 
Accordingly, it was assumed that the only cost 
associated with designating such streets as 
bicycle ways would be the cost of installing 
bicycle-route signs. 

Cost estimates were prepared by applying a unit 
improvement cost4 to the estimated mileage of 
proposed future facility improvements, including 
acquisition of right-of-way where necessary. For 
purposes of developing cost estimates, it was 
assumed that a six-foot-wide bicycle lane-an 
additional four feet of pavement plus the stand- 
ard two-foot-wide gutter section-would be 
provided on streets and highways having an  
urban cross-section and that paved shoulders- 
four-foot-wide paved shoulders along county or 
local arterial streets and five-foot-wide shoulders 
along State trunk highways5-would be provided 
on streets and highways having a two-lane rural 
cross-section where such streets are designated 
as bicycle ways on the bicyclesystem plan map. 
It was assumed tha t  a separate bicycle- 
pedestrian path would be constructed in the 
street right-of-way along four-lane rural streets 
and highways designated as bicycle ways and 
proposed to be constructed or reconstructed for 
additional capacity during the planning period. 

It was also assumed that bicycle ways proposed 
to be located on-street or within a street right- 
of-way would be accommodated within existing 
street and highway rights-of-way or, for new 
construction, could be accommodated within the 
otherwise recommended street and highway 
rights-of-way, with the exception of separate 
bicycle paths proposed to be constructed within 
the right-of-way of rural four-lane highways. In  
such cases, it was assumed that an  additional 

30 feet of right-of-way, for a total right- 
of-way width of 160 feet, would be required. It 
was also assumed that a 20-foot-wide right-of- 
way would be needed for off-street bicycle ways. 
No right-of-way acquisition costs were assigned, 
however, for bicycle paths proposed to be located 
within existing parks or other publicly owned 
lands or for bicycle paths proposed to be located 
within Wisconsin Electric Power Company 
rights-of-way. 

The cost estimates reflect costs associated with 
the bicycle-related improvement only, such as 
the costs of providing additional pavement 
width, pavement markings, and signing. The 
costs of removing and reinstalling curbs and 
gutters as part of a street widening, for example, 
were assumed to be a normal part of the cost of 
street reconstruction, and were not calculated as 
part of the bicycle-related improvement cost. On 

4 ~ h e  unit improvement costs used for developing 
bicycle-way improvement costs were $100,000 per 
mile for the construction of four-foot-wide bicycle 
lanes or four-foot-wide paved shoulders along 
both sides of a street; $50,000 per mile for the 
construction of a 10-foot-wide asphalt bicycle 
path; $25,000 per mile for the construction of a 
10-foot-wide bicycle path surfaced with limestone 
screenings; and $500 per mile to establish an on- 
street bicycle route. It was assumed that off-street 
bicycle ways located within WEPCo rights-of- 
way would be surfaced with limestone screenings 
and that all other off-street bicycle ways would 
be surfaced with asphalt. The cost of acquiring 
right-of-way was assumed to be $40,000 per acre 
for on-street bicycle ways and $10,000 per acre for 
off-street bicycle ways. 

5~ four-foot-wide paved shoulder is recommended 
to be provided on streets and highways under 
county or local jurisdiction. The State of Wiscon- 
sin 2 cal-colis for the 
State Department of Transportation to provide 
five-foot-wide paved should&s for bicycle travel 
on streets and highways under State jurisdiction 
1) having a rural cross-section and 2) where 
bicycle accommodation is  called for by a n  
adopted regional or local bicycle plan or where 
the average daily traffic volume exceeds 1,000 
vehicles and the street or highway carries 25 or 
more bicycles per day during the peak three 
months of the bicycling season. 



State trunk highways, a threefoot-wide paved 
shoulder is now provided as a matter of course; 
therefore, only the cost of providing an  addi- 
tional two feet of paved shoulder on each side of 
the highway was calculated as a bicycle-related 
improvement cost. 

It is proposed that on-street bicycle ways recom- 
mended under this regional bicycle-way system 
plan be constructed or established a t  the time 
the street or highway is constructed, recon- 
structed, or-in the case of arterial facilities 
having a rural cross-section-resurfaced. As 
such, the staging of bicycle-way improvements is 
largely dependent upon the schedule for street 
and highway improvements. It is recognized, 
however, that there may be situations where it 
will be desirable to provide a bicycle improve- 
ment independent of a street improvement, 
particularly in situations where the amount of 
bicycle traffic warrants an  improvement and no 
street improvement is scheduled for several 
years, or a small segment is needed to connect 
two existing bicycle ways. 

It is recognized that it will not be possible in all 
cases to obtain the right-of-way needed to 
provide extra pavement width for bicycle accom- 
modation. In such cases, and in the case of 
streets and highways which are designated as 
bicycle ways but are not proposed to be con- 
structed or reconstructed during the planning 
period, it is recommended that  the unit of 
government having jurisdiction consider the 
following options: 1) signing the street or 
highway as a bicycle route; 2) consideration of 
removing parking from one side of the street and 
re-striping the street to provide additional space 
for bicycles; or 3) consideration of signing a 
parallel street as a bicycle route. 

Bicycle Accommodation on Arterial Streets 
and Highways Not Designated as Bicycle Ways 
As noted above, bicyclists are permitted to 
operate on all streets and highways in the 
Region except expressways and freeways that 
have been posted with signs prohibiting bicycle 
use. The existing street system provides the most 
extensive network of direct travel routes, and 
serves virtually all destinations. Arterial streets 
and highways, particularly those with high- 
speed traffic or heavy volumes of truck or 
transit-vehicle traffic, may require improve- 
ments such as extra-wide outside travel lanes or 
paved shoulders in order to safely accommodate 
bicycle travel. 

Accordingly, the final recommended plan recom- 
mends that consideration be given by the unit 
of government having jurisdiction in each 
applicable case to providing extra-wide outside 
travel lanes or paved shoulders along arterial 
streets and highways6 located in planning and 
small urban areas as those arterial facilities are 
constructed or reconstructed. It is not envisioned 
that such streets and highways would be signed 
as bicycle ways. The need for and feasibility of 
providing additional pavement width or paved 
shoulders to accommodate bicycle travel should 
be determined by the implementing agency 
during the preliminary engineering phase of 
street construction or reconstruction. Factors to 
be considered during the evaluation include the 
availability of any additional right-of-way 
needed to provide the bicycle-related improve- 
ment and the number and type of structures and 
vegetation-including street trees and terraces- 
that would need to be removed or relocated to 
provide the bicyclerelated improvement. 

It is intended that improvements to accommo- 
date bicycle travel, where feasible, would be 
made at the time a street or highway is con- 
structed, reconstructed, or-in the case of arterial 
facilities having a rural cross-section-resur- 
faced. The cost of providing the recommended 
bicycle accommodation on streets having an 
urban cross-section-an additional two feet of 
pavement in each outside travel lane-is esti- 
mated a t  $50,000 per mile for both directions of 
travel. The cost of providing the recommended 
bicycle accommodation on streets having a rural 
cross-section-a four-foot-wide paved shoulder- 
is estimated a t  $100,000 per mile for both direc- 
tions of travel. 

Pedestrian-Way System 
Sidewalks should be provided along streets and 
highways in areas of existing or planned urban 
development based upon consideration of the 
functional classification of the street or high- 
way; the type and density of adjacent land uses; 
and the probable pattern of pedestrian move- 
ment in accordance with the criteria set forth in 
Table 17 i n  Chapter VI of this report (see 

6 ~ h e  planned system of arterial streets and 
highways is identified on Map 124 (page 535) of 
SEWRPC Planning Report No. 41, A Regional 
Transportation System Plan for Southeastern 
Wisconsin: December 1994. 



page 72). It is recommended that the sidewalks 
be installed at the time a street is constructed or 
reconstructed. The costs developed for imple- 
menting the highway element of the regional 
transportation system plan include the cost of 
constructing sidewalks when a street is con- 
structed or reconstructed with an  urban cross- 
section. Urban cross-sections are generally 
recommended for streets and highways located 
in, areas of urban development. The costs of 
providing pedestrian facilities in accordance 
with this plan are included in the highway 
element of the regional transportation system 
plan, and therefore are not included in this 
regional bicycle and pedestrian facilities 
system plan. 

Existing Funding Programs and Revenues 
Funding for the construction of bicycle and 
pedestrian facilities is available through local 
and county appropriations for transportation 
improvements; through the Wisconsin Depart- 
ment of Transportation for transportation 
improvements, including funds provided directly 
by the State and "pass-through" funds provided 
by the Federal government; and through the 
Wisconsin Department of Natural Resources for 
the development of off-street bicycle and pedes- 
trian ways. 

Existing Funding Programs Administered by 
the Wisconsin Department of Transportation for 
Bicycle and Pedestrian Projects: The Federal 
Intermodal Surface Transportation Efficiency 
Act of 1991 (ISTEA) established several pro- 
grams which provide a potential source of 
Federal funds for projects intended to encourage 
or accommodate bicycle and pedestrian travel. 
These programs include the Surface Transporta- 
tion Program, the Surface Transportation 
Program-Enhancement program, the National 
Highway System program, the Congestion 
Mitigation and Air Quality Improvement Pro- 
gram, and the National Recreational Trails 
program. With the exception of the National 
Recreational Trails 'program,7 funding for each 

7 ~ h e  National Recreational Trails Fund Act, 
also known as the Symms Act, was intended to 
provide money to each State for developing and 
maintaining recreational trails. The Wisconsin 
Department of Natural Resources administers 
these funds in  the State of Wisconsin; however, 
Congress appropriated funds for this program 
only in 1993. A local match of 50 percent was 
required for receipt of the funds awarded in 1993. 

of these programs is available on a reimbursable 
80 percent Federal-20 percent State or local cost- 
share basis, with funds administered by the 
Wisconsin Department of Transportation. The 
following paragraphs describe each of these 
remaining funding programs. 

The Surface Transportation Program provides 
funding to State, county, and local governments 
to construct, reconstruct, and resurface facilities 
on the planned arterial street and highway 
system, including streets and highways under 
State, county, and local jurisdiction. Funds from 
the Surface Transportation Program may be 
used to provide bicycle and pedestrian improve- 
ments as part of a street construction or recon- 
struction project. Funds from this program may 
also be used to fund nonconstruction projects, 
such as the preparation of bicycle and pedes- 
trian plans or bicycle-route maps. 

The State of Wisconsin has used a portion of the 
funds it receives under the Surface Transporta- 
tion Program to establish the State Surface 
Transportation Discretionary ~ r o g r a m , ~  which 
is intended to promote alternatives to automobile 
travel, particularly single-occupancy-vehicle 
travel. Eligible projects include facilities for 
bicyclists and pedestrians; transportation 
demand management projects; and transi t  
capital projects. 

Ten percent of the annual Federal Surface Trans- 
portation Program (STP) funds appropriated to 
each State must be set aside for 10 categories of 

8 ~ h e  Wisconsin Department of Transportation in 
1994 established the "Statewide Multi-Modal 
Improvement Program" using a portion of the 
State's ISTEA funding. Three separate programs 
were established by the Department under the 
Statewide Multi-Modal Improvement Program: 
the Statewide Transportation Enhancements 
Program; the Bicycle and Pedestrian Facilities 
Program; and the Surface Transportation Discre- 
tionary Program. A single form was developed 
by the Department to solicit applications for 
funding under all three programs. The Statewide 
Transportation Enhancements Program and the 
Bicycle and Pedestrian Facilities Program are 
funded by the Federal Surface Transportation 
Program-Enhancement program. The Wisconsin 
Surface Transportation Discretionary Program is 
funded by the Federal Surface Transportation 
Program. 



projects termed "transportation enhancements." 
Transportation enhancements include such 
activities as landscaping, preservation of historic 
transportation buildings and structures, and 
bicycle and pedestrian facilities. Bicycle and 
pedestrian facilities funded under the enhance- 
ment program may be located along arterial or 
nonarterial streets, or in off-street corridors. 

The State of Wisconsin allocates a portion of the 
Federal funds it receives for transportation 
enhancements to two State programs which 
provide funding to State agencies and to county 
and local governments for bicycle and pedes- 
trian facilities: the Statewide Transportation 
Enhancements Program and the Bicycle and 
Pedestrian Facilities Program. The former 
program is intended to provide funding for the 
categories of projects identified by the Inter- 
modal Surface Transportation Efficiency Act of 
1991 as transportation enhancement activities. 
The latter program is intended to provide 
funding for bicycle and pedestrian facilities and 
for the preparation of local plans for such 
facilities. Both communitywide plans and site- 
specific plans for neighborhoods or activity 
centers are eligible for funding. Funding priority 
is given to local and county governments located 
in urban or urbanizing areas, and to applica- 
tions for the development of local bicycle and 
pedestrian plans. 

National Highway System funds may be used to 
construct bicycle and pedestrian ways on or 
adjacent to any highway on the National High- 
way System, with the exception of those high- 
ways on the Interstate Highway system. The 
bicycle and pedestrian ways must be intended 
principally for transportation rather than recrea- 
tion purposes to be eligible for funding under the 
National Highway System program. 

In Southeastern Wisconsin, funding for bicycle 
and pedestrian projects is available under the 
Congestion Mitigation and Air Quality Improve- 
ment Program (CMAQ), which is directed to 
areas of the country which fail to meet air 
quality standards for ozone and carbon monox- 
ide. Projects which provide alternatives to travel 
by single-occupancy vehicles, including facilities 
for bicycle and pedestrian travel, are eligible for 
such funding. 

A Wisconsin Transportation Demand Manage- 
ment grant program was created in 1991. The 
program is supported solely with State funds. 
Eligible projects include those involving trans- 

portation demand management measures to be 
undertaken in areas of Wisconsin-such as the 
Southeastern Wisconsin Region-which are 
experiencing significant air quality or traffic 
congestion problems. Projects which promote 
alternatives to automobile travel-including 
travel by bicycling and walking-are eligible for 
funding under this program. State funds are 
available under the program to cover up to 
80 percent of project costs. The minimum 
20 percent applicant matching share may 
include any combination of Federal, local, or 
private funds. 

Existing Funding Programs Administered by 
the Wisconsin Department of Natural Resources 
for Bicycle and Pedestrian Projects: Funds for 
the development of off-street bicycle and pedes- 
trian ways are available from the Wisconsin 
Department of Natural Resources through the 
Aids for the Development of Local Parks Pro- 
gram and through the Land and Water Conser- 
vation (LAWCON) Program. The former 
program is funded solely by the State of Wiscon- 
sin, and the latter is a Federal program admin- 
istered by the State. Both programs provide 
funds for the acquisition of land for recreational 
purposes and for the development of bicycle and 
pedestrian ways. Funds are provided on a 
reimbursable basis with a required 50 percent 
local match. 

Proposed Funding Programs for 
Bicycle and Pedestrian Projects 
The draft Statewide Intermodal Transwortation 
Plan prepared by the Wisconsin ~ e ~ a & m e n t  of 
Transportation-also termed TRANSLINKS 
219-recommends that  the State provide a n  
additional $100 million statewide over the next 
25-year period for bicycle and pedestrian pro- 
jects. This funding would supplement existing 
Federal funds for bicycle and pedestrian pro- 
jects. The draft TRANSLINKS 21 report also 
calls for the Department to provide the bicycle 
improvement recommended by the applicable 
regional bicycle plan when constructing or 
reconstructing a street or highway on the State 
trunk highway system. 

g~ocumented  in the draft report entitled Wiscon- 
sin TRANSLINKS 21 Draft Intermodal Trans- 
portation Plan, published by the Wisconsin 
Department of Transportation, September 1994. 
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Recommendations 
As previously noted, the cost of constructing the 
bicycle-way systems recommended by this -plan 
over the 16-year plan implementation period 
from 1995 to 2010, expressed in constant 1994 
dollars, is estimated a t  $75.4 million, including 
about $51.8 million in construction costs for 
bicycle ways located on or within arterial street 
rights-of-way; about $140,000 for establishing 
bicycle ways on nonarterial streets; and about 
$23.5 million in construction costs for off-street 
bicycle ways. 

The cost of providing recommended bicycle ways 
on nonarterial streets would primarily involve 
the signing of such streets as bicycle ways. The 
cost for such improvements ha s  not been 
included in any earlier plans prepared by the 
Regional Planning Commission. It is recom- 
mended that the relatively small cost associated 
with providing bicycle ways on nonarterial 
streets-estimated at $140,000-be incorporated 
into public works budgets by the local govern- 
ments concerned. It should be noted that the 
costs of providing bicycle improvements along 
nonarterial streets which are designated as  
bicycle ways by this plan are eligible for Federal 
transportation funding. Such funding could be 
used to supplement or offset the cost to local 
governments of providing such facilities. 

Of the estimated costs of providing off-street 
bicycle and pedestrian ways, all but approxi- 
mately $3.8 million-the cost of providing the 
eight new off-street bicycle and pedestrian ways 
described earlier in this chapter-have been 
included in the adopted park and open space 
plans for each of the seven counties in the 
Region. It is recommended that the additional 
bicycle and pedestrian ways recommended by 
this plan be incorporated into the appropriate 
county park and open space plans as those plans 
are updated and revised. 

It is recommended that transportation enhance- 
ment funds be used to supplement funding from 
the Department of Natural Resources for the 
development of off-street bicycle and pedestrian 
ways which serve both transportation and 
recreation purposes. It should be noted, however, 
that bicycle and pedestrian projects will be 
competing with several other categories of 
projects which are also eligible for transporta- 
tion enhancement program funding. The sched- 
ule for development of off-street bicycle and 
pedestrian ways will be largely dependent on the 

availability of Federal and State funding to 
assist in their development. 

The costs of providing the recommended bicycle- 
and pedestrian-way improvements on arterial 
streets and highways, which respectively consti- 
tute approximately 69 percent of the total capital 
cost of implementing the bicycle-way system 
plan and virtually all of the cost of implement- 
ing the regional component of the pedestrian- 
way system plan, have been accounted for in the 
highway element of the regional transportation 
system plan. I t  is recommended that the cost of 
providing bicycle and pedestrian facilities on or 
along arterial streets and highways be funded 
primarily through programs intended to be used 
for street and highway improvements, such as 
the Federal National Highway System program 
or Surface Transportation Program, and 
through the proposed supplemental funding for 
bicycle and pedestrian projects proposed as part 
of the State's TRANSLINKS 21 program. Street 
and highway improvements intended to accom- 
modate bicycle and pedestrian travel should, to 
the extent practicable, be made a t  the time a 
street or highway is constructed, reconstructed, 
or, in the case of arterial facilities having a rural 
cross-section, resurfaced; and the bicycle- or 
pedestrian-related improvement should be 
accomplished as  a component of the overall 
street or highway project. 

The key to implementation of th6 bicycle and 
pedestrian facilities system plan will thus be 
obtaining sufficient funds to implement the 
highway element of the regional transportation 
system plan. Additional sources of revenue are 
anticipated to be available through the initia- 
tives proposed by TRANSLINKS 21; however, a 
shortfall in funding the recommended improve- 
ments of the county and local arterial street and 
highway systems is still anticipated.I0 The 

1°Given current and anticipated Federal, State, 
and local revenues available for transportation 
purposes, including the additional sources of 
revenue proposed under TRANSLINKS 21, the 
anticipated shortfall in funding the county and 
local arterial  street and  highway system 
improvements recommended under the highway 
element of the year 2010 regional transportation 
system plan is about $28 million, in constant 
1994 dollars, on an  average annual basis over 
the 16-year plan implementation period from 
1995 through 2010. 



regional transportation system plan recom- 
mends that an  additional source of revenue, 
other than the property tax, be identified to 
cover the anticipated funding shortfall. That 
plan recommends that the seven counties in the 
Region, in cooperation with the cities, villages, 
and towns and the Wisconsin Department of 
Transportation, collectively work through the 
State legislative delegation from the Region to 

I secure enabling legislation that would permit the 
counties to impose either a transportation user 
fee, such as a motor-fuel tax, or a general sales 

I 
tax, or some combination thereof, a t  a level 
sufficient in each county to raise the revenue 
required to fund the anticipated plan imple- 

I mentation shortfall. 

PLAN ADOPTION 

Upon adoption of the regional bicycle and 
pedestrian facilities system plan as an  element 
of the new regional transportation system plan 
by the Southeastern Wisconsin Regional Plan- 
ning Commission, in accordance with Section 
66.945(10) of the Wisconsin Statutes, the Com- 
mission will transmit the adopted plan to all of 
the constituent county and municipal govern- 
ments within the Region and to the concerned 
State and Federal agencies for consideration 
and adoption. 

Endorsement, adoption, or formal acknowledge- 
ment and integration of the plan by the counties 

I and municipalities and affected State and 
1 Federal agencies is highly desirable to assure a 

common understanding among the several levels 
of government and among the various govern- 
ment agencies a t  each level to facilitate the 
programming of the plan implementation pro- 
jects. It is important that the Federal Highway 
Administration, Federal Transit Administration, 
and the Wisconsin Department of Transporta- 
tion adopt the regional bicycle and pedestrian 
facilities system plan and use the plan as a 
guide for reviewing and funding not only pro- 
posed bicycle and pedestrian projects but also 
proposed street and highway projects, and to 
ensure that such projects are consistent with and 

1 

implement the recommended plan. 

1 It is important to understand that adoption of 
I the recommended plan by any unit or agency of 

government pertains only to the statutory duties 
and functions of the adopting agency; such 

I adoption does not and cannot in  any way 

preempt or co-opt action by another unit or 
agency of government within its jurisdiction. 

Local- and County-Level Agencies 
1. It is recommended that the seven constitu- 

ent county boards of the Region formally 
adopt the regional bicycle and pedestrian 
facilities system plan as that plan affects 
each county, as authorized by Section 
66.945(12) of the Wisconsin Statutes, after 
recommendation by the respective county 
park and planning agency and transporta- 
tion committee as a guide to future bicycle 
and pedestrian facilities development 
within the county. 

2. To supplement the above-recommended 
county actions, it is suggested that the 
plan commissions of cities, villages, and 
towns in the Region adopt the regional 
bicycle and pedestrian facilities system 
plan, as authorized by Section 66.945(12) of 
the Wisconsin Statutes, as a guide to 
physical development in their respective 
areas of jurisdiction. The plan should be 
adopted by the local plan commissions as 
a component of the local master plan 
pursuant to Section 62.23(3)(b) of the 
Wisconsin Statutes. While the Wisconsin 
Statutes do not require adoption of local 
master plans by the local governing body, 
the Regional Planning Commission recom- 
mends that city councils, village boards, 
and town boards adopt such local master 
plans as a matter of endorsing the local 
plan commission action. 

It is recommended that the public transit 
operators for Milwaukee and Waukesha 
Counties and for the Cities of Kenosha, 
Racine, and Waukesha adopt the regional 
bicycle and pedestrian facilities system 
plan as  a guide to the development of 
public transit facilities and services related 
to bicycle and pedestrian facilities. 

State-Level Agencies 
1. It is recommended that  the Wisconsin 

Department of Transportation adopt the 
regional bicycle and pedestrian facilities 
system plan as it relates to and affects the 
planning and development functions of the 
Department, incorporating the plan into 
the State transportation plan. 

2. I t  is recommended that  the Wisconsin 
Natural Resources Board adopt the 



regional bicycle and pedestrian facilities 
system plan as it relates to and affects the 
planning and development functions of the 
Department of Natural Resources. 

Federal-Level Agencies 
1. It is recommended that the U. S. Depart- 

ment of Transportation, Federal Highway 
Administration, formally acknowledge the 
regional bicycle and pedestrian facilities 
system plan for use in the administration 
and granting of Federal aids for highway- 
transportation-facility development within 
the Region. 

It is recommended that the U. S. Depart- 
ment of Transportation, Federal Transit 
Administration, formally acknowledge the 
regional bicycle and pedestrian facilities 
system plan for use in the administration 
and granting of Federal aids for transit- 
facility development and operations within 
the Region. 

Subsequent Adjustment of the Plan 
No plan can be permanent in all its aspects or 
precise in all its elements. The very definition 
and characteristics of "regional planning" 
suggest that a regional plan, to be viable and 
useful to local, county, State, and Federal units 
and agencies of government, be continually 
adjusted through formal amendments, exten- 
sions, additions, and refinements to reflect 
changing conditions. The Wisconsin Legislature 
clearly foresaw this when it gave to regional 
planning commissions the power to "amend, 
extend or add to the master plan or carry any 
part or subject matter into greater detail" under 
Section 66.945(9) of the Wisconsin Statutes. 

Amendments, extensions, and additions to the 
regional bicycle and pedestrian facilities system 
plan will be forthcoming, not only from the work 
of the Commission under the continuing 
regional land use-transportation planning pro- 
gram, but also from the planning and develop- 
ment work of local, county, State, and Federal 
agencies. Adjustments may be expected to come 
from county and local planning programs 
which, of necessity, should be prepared i n  
greater detail and thereby result in refinement of 
the regional plan. Such adjustments and refine- 
ments will require cooperation between local, 
county, State, and Federal agencies, as well as 
coordination by the Southeastern Wisconsin 
Regional Planning Commission, which is 
empowered under Section 66.945(8) of the  

Wisconsin Statutes to act as a coordinating 
agency for programs and activities of the local 
units of government as those programs and 
activities relate to the Commission's objectives. 

To achieve this coordination between local, 
county, State, and Federal programs most 
effectively and efficiently and, therefore, assure 
the timely adjustment of the bicycle and pedes- 
trian facilities system plan, it is recommended 
that all of the concerned local, county, State, and 
Federal agencies having various planning and 
plan implementation powers transmit all subse- 
quent planning studies, plan proposals and 
amendments, and plan implementation devices 
affecting the provision of bicycle and pedestrian 
facilities to the  Southeastern Wisconsin 
Regional Planning Commission for considera- 
tion as to integration into, and adjustment of, 
the adopted regional bicycle and pedestrian 
facilities system plan. 

PLAN IMPLEMENTATION 

For plan implementation purposes, the recom- 
mended regional bicycle and pedestrian facilities 
system plan may be subdivided into the follow- 
ing five major elements: 1) the conduct of 
additional planning studies related to bicycle 
and pedestrian travel; 2) the design, construc- 
tion, and maintenance of bicycle and pedestrian 
facilities; 3) the provision of support facilities, 
including such facilities as bicycle parking racks 
and storage lockers; 4) the development and 
implementation of bicycle and pedestrian safety, 
educational, and public informational materials 
and programs; and 5) financial and technical 
assistance for bicycle and pedestrian facilities 
and related activities. A summary of plan 
implementation measures and of the roles and 
responsibilities of government and private 
entities in implementing the plan is presented in 
Table 25. 

Additional Planning Studies Related 
to Bicycle and Pedestrian Travel 
Local-Level Agencies: The regional bicycle and 
pedestrian facilities system plan addresses 
bicycle and pedestrian travel in relation to the 
transit and the arterial street and highway 
systems down to but not including the neighbor- 
hood units and major activity centers identified 
in the adopted design year 2010 land use plan 
for the Southeastern Wisconsin Region. It is 
recommended that community- and neighbor- 
hood-level development plans having a bicycle 



and pedestrian transportation component be 
prepared by the local units of government 
concerned to identify and provide for bicycle and 
pedestrian facilities internal to neighborhoods 
and major activity centers and properly related 
to regional facilities. Such local plans should 
provide for facilities to accommodate bicycle and 
pedestrian travel within neighborhoods and 
major activity centers, providing for convenient 
travel within and between residential areas and 
shopping centers, schools, parks, and transit 
stops and stations within or adjacent to the 
neighborhoods or centers. 

The planning process should involve all local 
agencies with an interest in bicycle and pedes- 
trian travel, including planning, parks and 
recreation, engineering, and police departments, 
and should also designate a lead agency or staff 
member with primary responsibility for imple- 
menting the plan. 

It is also recommended that  local units of 
government consider the preparation and imple- 
mentation of land use plans that encourage more 
compact and dense development patterns, in 
order to facilitate pedestrian and bicycle travel. 
Promotion of mixed-use development projects, 
where shopping and employment opportunities 
are located close to residences, would also serve 
to encourage pedestrian and bicycle travel. 

Local ordinances should include a requirement 
for site plan review by the local plan commission 
of major industrial, commercial, and multi- 

I family residential development or redevelopment 
I projects. The review process should be used to 

ensure that appropriate facilities are provided 
for bicyclists and pedestrians. Land subdivision 
plats should also be reviewed by the plan 
commission to ensure that facilities are provided 
for bicycle and pedestrian travel, including, as 
may be appropriate, bicycle and pedestrian ways 
across blocks or across subdivision boundaries 
to provide more direct travel paths for bicyclists 
and pedestrians between homes, transit stops 
and stations, and activity centers. 

I t  is also recommended that  local units of 
government designate a staff member or a 

I 
knowledgeable volunteer from the community to 
act as a bicycle and pedestrian program coordi- 

I nator. Typical responsibilities of the coordinator 
I could include program planning, policy develop- 

ment, facility design, accident analysis, 
development of safety programs, coordination 
among municipal departments and with other 

government agencies, public relations, educa- 
tional support, and development of local legisla- 
tion. Local coordinators could also be expected 
to review and comment upon capital improve- 
ment projects, plans, and designs related to 
pedestrian and bicycle facilities. 

County-Level Agencies: It is recommended that, 
where necessary, the seven counties in the 
Region amend their adopted park and open 
space plans to reflect the changes recommended 
i n  this  plan. Recommended changes were 
described earlier in this chapter. 

County zoning ordinances should include a 
requirement for site plan review by the county 
plan commission of major industrial, commer- 
cial, and multi-family residential development or 
redevelopment projects. The review process 
should be used to ensure tha t  appropriate 
facilities are provided for bicyclists and pedestri- 
ans. Land subdivision plats should also be 
reviewed by the plan commission to ensure that 
facilities are provided for bicycle and pedestrian 
travel, including, as may be appropriate, bicycle 
and pedestrian ways across blocks or across 
subdivision boundaries to provide more direct 
travel paths for bicyclists and pedestrians 
between homes, transit stops and stations, and 
activity centers. 

County units of government should also consider 
designating a staff member or knowledgeable 
volunteer to act as a bicycle and pedestrian 
program coordinator. The duties of the coordina- 
tor would be similar to those described above for 
local government coordinators. 

StateLevel Agencies: It is recommended that the 
Wisconsin Department of Transportation 
assume responsibility for coordinating activities 
related to bicycle and pedestrian travel among 
State agencies, including the Department of 
Transportation, the Department of Natural 
Resources, and the Division of Tourism Develop- 
ment in the Department of Development. 

It is further recommended that the Wisconsin 
Department of Transportation promptly notify 
the Wisconsin Department of Natural Resources, 
the affected County Surveyor, affected local 
governments, and the Regional Planning Com- 
mission of any railway abandonments proposed 
within the Region. The Department should work 
with the aforementioned agencies to evaluate the 
feasibility of acquiring the railway right-of-way 
proposed to be abandoned for transportation or 



Table 25 

SUMMARY OF RECOMMENDED IMPLEMENTATION MEASURES RELATED TO 
THE YEAR 2010 BICYCLE AND PEDESTRIAN FACILITIES SYSTEM PLAN 

i 

Recommended Implementation Measures 

Adoption of Plan . . . . . . . . . . . . . . . . . . . . . . . . . .  
Additional Planning and Coordination Activities 

1. Prepare and Adopt County and Community 
Land Use Plans . . . . . . . . . . . . . . . . . . . . . . . .  

2. Prepare and Adopt Community and 
Neighborhood Bicycle and Pedestrian Plans . . . .  

3. Include Recommended Off-Street Bicycle and 
Pedestrian Ways in  County Park and Open 
Space Plan Updates . . . . . . . . . . . . . . . . . . . . .  

4. Integrate Consideration of Bicyclists and 
Pedestrians Into Subdivision and Site Plan 
Review Process . . . . . . . . . . . . . . . . . . . . . . . .  

5. Assign an Agency or Individual to  Coordinate 
Planning and Design of Bicycle and 
Pedestrian Facilities . . . . . . . . . . . . . . . . . . . . .  

Design, Construction, and Maintenance of Bicycle 
and Pedestrian Facilities 
1. Adopt American Association of State Highway 

and Transportation Officials (AASHTO) Guide 
for the Development of Bicvcle Facilities . . . . . .  

2. Incorporate Design Specifications for Bicycle 
and Pedestrian Facilities into Subdivision 
Ordinances and Design Manuals . . . . . . . . . . . .  

3. Provide Bicycle and Pedestrian Facilities 
Called for in Adopted Regional, County, or 
Community Plans When Constructing, 
Reconstructing, or, in  the Case of Streets 
and Highways Having a Rural Cross-Section, 
Resurfacing Streets and Highways . . . . . . . . . .  

4. Establish Street Maintenance and "Spot 
Improvement" Programs to  Maintain Streets and 
Bicycle and Pedestrian Facilities so that They 
Remain Safe for Bicyclists and Pedestrians . . . . .  

5. Establish a Program to Identify and Replace 
Unsafe Drainage Grates . . . . . . . . . . . . . . . . . .  

6. Establish a Program to  Acquire Natural Resource 
and Utility Corridors and Develop Associated 
Off-Street Bicycle and Pedestrian Ways as 
Recommended in Adopted Regional, County, 
or Community Plans . . . . . . . . . . . . . . . . . . . .  

Provision of Support Facilities 
1. Include Requirements for Bicycle Parking in  

County and Community Zoning Ordinances . . . .  
2. Provide Bicycle Parking Facilities at 

Transit Stations . . . . . . . . . . . . . . . . . . . . . . .  
3. Provide Means to  Transport Bicycles on 

Transit Vehicles . . . . . . . . . . . . . . . . . . . . . . .  
4. Provide Showers and Locker Rooms for 

Employees Who Bicycle or Walk to  Work . . . . . .  
5. Provide Bicycle Parking Racks or Storage Lockers 

for Employees Who Bicycle to  Work . . . . . . . . .  

Local-Level 
Agencies 

X 

X 

X 

- - 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

Private 
Organizations 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

X 

X 

Federal-Level 
Agencies 

X 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

- - 

X 

X 

State-Level 
Agencies 

X 

- - 

- - 

- - 

- - 

X 

- - 

- - 

X 

- - 

X 

X 

- - 

X 

- - 

X 

X 

County-Level 
Agencies 

X 

X 

- - 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 

X 



Table 25 (continued) 

Source: SEWRPC. 

recreation purposes, including use as off-street 
bicycle and pedestrian ways. 

Private 
Organizations 

X 

X 

X 

- - 

- - 

- - 
X 

- - 

- - 

- - 

- - 

Design, Construction, and Maintenance 
of Bicycle and Pedestrian Facilities 
Local- and County-Level Agencies: Local and 
county agencies of government should adopt and 

I 
comply with the guidelines for bicycle-facility 
development set forth in  the most current 
(1991) edition of the American Association of 

I State Highway and Transportation Officials 
I (AASHTO) Guide for the Development of Bicycle 

Facilities. The AASHTO guidelines should be 
incorporated into county and community design 
manuals. County and municipal street cross- 

County-Level 
Agencies 

X 

X 

X 

- - 

- - 

- - 
X 

X 

X 

X 

- - 

State-Level 
Agencies 

X 

X 

X 

X 

X 

X 
X 

X 

X 

X 

X 

Recommended Implementation Measures 

Bicycle and Pedestrian Safety, Educational, and Public 
Informational Materials and Programs 
1. Develop and Distribute Maps and Other 

lnformational Materials Regarding Bicycle 
Ways and Other Programs . . . . . . . . . . . . . . . .  

2. Develop and Conduct Educational Programs, 
Including Programs for Motor-Vehicle 
Operators, Intended to  Improve Safety 
for Bicyclists and Pedestrians . . . . . . . . . . . . . .  

3. Develop and Conduct Programs to  Better 
Enforce Traffic Laws Related to Bicycle 
and Pedestrian Safety . . . . . . . . . . . . . . . . . . .  

4. Clarify the Wisconsin Statutes and 
Administrative Code as They Relate to  
Bicyclists and Pedestrians . . . . . . . . . . . . . . . .  

5. Include Information Regarding the Rights 
and Responsibilities of Motorists, 
Bicyclists, and Pedestrians in  the 
State Driver-Licensing Booklet . . . . . . . . . . . . .  

6. Develop a Statewide Curriculum on Bicycle 
and Pedestrian Safety for All Grade Levels, 
and Incorporate Such lnforrnation in 
Driver-Education Courses . . . . . . . . . . . . . . . . .  

7. Promote Education for Adult Bicyclists . . . . . . . .  
8. Collect and Analyze More Detailed lnforrnation 

Regarding Collisions Involving Bicyclists 
and Pedestrians . . . . . . . . . . . . . . . . . . . . . . .  

Financial and Technical Assistance 
1. Conduct Surveys of Bicycle and 

Pedestrian Travel, Including Surveys 
of Specific Facilities . . . . . . . . . . . . . . . . . . . . .  

2. Provide Funding for the Development of Bicycle 
and Pedestrian Facilities and Programs . . . . . . . .  

3. Provide Technical Assistance and Training 
in the Interpretation and Implementation 
of Transportation-Related Legislation 
and Regulations . . . . . . . . . . . . . . . . . . . . . . .  

section design guidelines should include specifi- 
cations for wide curb lanes, bicycle lanes, bicycle 
paths, and other bicycle and pedestrian facili- 
ties. County and local subdivision ordinances 
should include requirements for the construction 
of bicycle and pedestrian ways called for in 
the regional, county, or local bicycle and pedes- 
trian plans. 

Local-Level 
Agencies 

X 

X 

X 

- - 

- - 

- - 
X 

X 

X 

X 

- - 

Federal-Level 
Agencies 

- - 

X 

X 

- - 

- - 

- - 
- - 

X 

- - 

X 

X 

For bicycle ways recommended to be provided 
within the right-of-way of a street or highway by 
this plan or a county- or locally adopted bicycle 
plan, the bicycle way should be provided at the 
time the street or highway is constructed or 
reconstructed. The level of government having 
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jurisdiction over a street or highway should be 
responsible for providing bicycle or pedestrian 
ways recommended within the street or highway 
right-of-way. It is recognized that major bicycle- 
related improvements, such as the addition of 
bicycle lanes, may not be able to be accommo- 
dated at  the time a street is simply resurfaced. 
However, consideration should be given to re- 
striping the street or making other improve 
ments to better accommodate bicycle travel. The 
paving of highway shoulders to accommodate 
bicycle travel should be accomplished at the time 
that a street or highway is resurfaced. 

A more detailed evaluation of the proposed 
location of bicycle ways shown on Maps 18 
through 21 should be conducted by the imple- 
menting county or local agency before bicycle 
ways are designed and constructed. Factors to be 
considered during the detailed evaluation 
include the availability of right-of-way for street 
and highway widenings associated with the 
bicycle facility; the number and type of struc- 
tures and vegetation t ha t  may need to be 
removed or relocated to provide the bicycle 
facility; the effect of the bicycle way on environ- 
mentally sensitive areas, including wetlands; the 
cost of providing the bicycle facility on a specific 
street or highway in relation to providing the 
bicycle improvement on a parallel street or off- 
street corridor; and the quality of the alternative 
locations and the likelihood that bicyclists would 
use those alternatives. The location and design 
treatment of the proposed bicycle facility should 
also be coordinated with the location and design 
treatment of nearby bicycle facilities. 

If the detailed evaluation process indicates that 
the recommended bicycle-way location is not 
feasible due to site constraints, excessive costs, 
the traffic and operating characteristics of the 
roadway, or other factors, the implementing 
agency should identify an  alternative location 
and evaluate the feasibility of providing a 
bicycle way on the alternative route. The evalua- 
tion of the recommended bicycle-way location, 
and, if necessary, the identification and evalua- 
tion of alternative locations, must be conducted 
during the preliminary engineering phase of 
project design. In order to be consistent with the 
regional plan, the design of improvements on 
streets and highways recommended as locations 
for bicycle ways must include the bicycle way as 
part of the project design, or a commitment to 
provide an  alternative bicycle way on a parallel 
street or off-street corridor. 

The decision regarding the appropriate design 
treatment-bicycle lane, bicycle route, or sepa- 
rate bicycle path within the street right-of-way- 
to be used when providing a recommended 
bicycle way should also be determined during 
the preliminary engineering phase for street and 
highway projects. Guidelines for selecting an 
appropriate design treatment, based primarily 
on motor-vehicle traffic volumes and speeds, 
have been prepared by the Federal Highway 
~dministration' ' and should be used in conjunc- 
tion with the standards and guidelines set forth 
in Chapter VI of this report. 

Sidewalks should be installed along streets and 
highways in areas of urban development in ? 
accordance with the guidelines set forth in 
Table 17 in  Chapter VI of this report (see 
page 72) whenever a street or highway is con- 
structed or reconstructed. County and local 
governments should establish a program for 
retrofitting sidewalks along streets and high- 
ways located near transit stops, schools, parks, 
shopping centers, and other activity centers, as 
well as along other streets and highways where 
frequent pedestrian use has worn a path in the 
area adjacent to the street. 

Section 66.615 of the Wisconsin Statutes autho- 
rizes any local government to establish, by 
ordinance or resolution, where sidewalks are to 
be constructed, and to assess the cost of sidewalk 
construction to the abutting property owner. 
This provision also allows local governments to 
require abutting property owners to maintain 
and repair sidewalks, or to perform necessary 
repair and maintenance work at the property 
owner's expense. Local governments should, as 
may be necessary or desirable, enact ordinances 
or establish policies calling for the construction 
and maintenance of sidewalks and requiring 
abutting property owners to pay the cost or a 
portion of the cost for such construction or 
maintenance, and to assume responsibility for 
performing routine maintenance tasks, such as 
snow and ice removal. 

County and local governments should develop a 
routine program to maintain streets, bicycle 
ways, and walkways so that they remain safe for 

" U. S. Department of Transportation, Federal 
Highway Administration, Selecting Roadway 
Design Treatments to Accommodate Bicycles, 
Publication No. FHWA-RD-92-073, January 1994. 



bicyclists and pedestrians, including filling 
cracks and regular street sweeping to remove 
sand, gravel, and other debris from the street. 
Local governments should consider implementing 
a "spot improvement program" whereby funds 
and staff would be available to correct potentially 
hazardous conditions, such as potholes, that are 
reported by citizens or agency staff. Local govern- 
ments should develop a program and schedule to 
identify and replace drainage grates that present 
a hazard for bicycle travel. 

It is recommended that all seven counties within 
the Region implement the recommendations of 
the regional plan and of the adopted county park 
and open space plans as they relate to the 
acquisition of lands within natural resource or 
utility corridors and the development of trails 
within such corridors by each county. 

State-Level Agencies: It is recommended that the 
Wisconsin Department of Transportation con- 
struct the bicycle ways recommended by this 
plan to be provided within the right-of-way of a 
State trunk highway or connecting street a t  the 
time the street or highway is constructed or 
reconstructed. It is recognized t ha t  major 
bicycle-related improvements, such as the addi- 
tion of bicycle lanes, may not be able to be 
accommodated at the time a street is simply 
resurfaced. However, consideration should be 
given to re-striping the street or making other 
improvements to better accommodate bicycle 
travel. It is anticipated that paving highway 
shoulders to accommodate bicycle travel will be 
accomplished a t  the time a street or highway is 
resurfaced. The State should make proper 
arrangements to provide for the maintenance of 
bicycle facilities, including, if necessary, enter- 
ing into operating or maintenance agreements 
with other units or agencies of government. 

It is recommended that the Wisconsin Depart- 
ment of Natural Resources implement the recom- 
mendations of the regional plan and of the 
adopted county park and open space plans as 
they relate to the acquisition of lands within 
natural resource or utility corridors and the 
development of trails within such corridors by 
the Department. 

Provision of Support Facilities 
Local-Level Agencies: Safe, secure, and conve- 
niently located bicycle parking facilities are 
essential for increasing bicycle travel. It is 

recommended that local governments amend 
their zoning ordinances to include requirements 
for bicycle parking facilities. It is recommended 
that  high-security facilities, such as  bicycle 
storage lockers, be required in  addition to 
standard bicycle racks, with higher-security 
parking to be provided a t  employment centers, 
transit stations, and other locations where all- 
day parking is anticipated. It is also recom- 
mended that all bicycle racks be capable of 
accommodating a high-security "U" lock and of 
supporting a bicycle by its frame rather than by 
its wheel. Guidelines for developing bicycle 
parking ordinances are set forth in a 1994 report 
by the League of American Bicyclists entitled 
HOW to ~ e t  a Bicycle Parking and Amenities 
Ordinance Passed: Ordinance Guidelines. 

Local transit operators should facilitate com- 
bined bicycle and transit trips by providing 
bicycle parking facilities a t  transit stations and 
by making provisions for transporting bicycles 
on transit vehicles. 

State-Level Agencies: The Wisconsin Depart- 
ment of Transportation should provide bicycle 
parking facilities a t  all State-operated transit 
stations, including park-and-ride and park-and- 
pool lots. 

Employers: It is recommended that both public 
and private employers provide facilities such as 
showers, changing areas, and lockers for the 
storage of clothing, helmets, and other gear 
during the work day for employees who bicycle 
or walk to work. Such facilities could be provided 
on-site, or the employer could arrange with a 
nearby employer or health club to make the 
facilities available. 

Facilities which would serve to encourage 
increased levels of commuting by bicycling and 
walking may lead to a decrease in the number of 
work trips made by single-occupant vehicles, and 
help the employer meet the specified goals for 
increased average vehicle occupancy required by 
the Employee Commute Option (ECO) program. 

Bicycle and Pedestrian Safety, Educational, and 
Public Informational Materials and Programs 
Local- and County-Level Agencies: Local and 
county governments should develop and dis- 
tribute bicycle- and pedestrian-related public 
information, including maps of existing trails 
and bicycle ways and recommended routes for 
bicyclists. Local and county governments 



should make use of the "Walk Alert" pedestrian 
safety program developed by the U. S. Depart- 
ment of Transportation. 

It is recommended that local and county law 
enforcement agencies collect and analyze infor- 
mation related to collisions involving bicyclists 
and pedestrians and, in cooperation with traffic 
engineers, planners, and other affected agencies 
and organizations, develop programs to improve 
the safety of bicyclists and pedestrians. Such 
programs may involve engineering improve- 
ments to correct hazardous roadway conditions; 
enforcement actions to combat violations on the 
part of bicyclists, pedestrians, and motor-vehicle 
operators; and educational programs to inform 
bicyclists, pedestrians, and motor-vehicle opera- 
tors of their responsibilities regarding safe use 
of the street and highway system. 

Local and county law enforcement agencies 
should also identify areas where bicyclists and 
pedestrians are subjected to harassment and 
assault, and consider using police or sheriff's 
bicycle or foot patrols to improve security in 
such areas. 

It is further recommended that  local police 
departments work with local schools and civic 
organizations to develop and provide bicycle and 
pedestrian safety classes, including on-bicycle 
training, to school-age children. Development of 
procedures to address safety violations by 
children should be considered in areas where 
there are high numbers of children involved in 
pedestrian or bicycle collisions. 

State-Level Agencies: The Wisconsin Depart- 
ment of Transportation should work with the 
State Legislature to clarify State statutes and 
regulations related to bicyclists and pedestrians. 
The Wisconsin Statutes should clearly authorize 
bicyclists to operate on the shoulders of streets 
and highways; should clearly require tha t  
bicyclists and pedestrians comply with all traffic 
control devices and signals; and should prohibit 

responsibilities of bicyclists and pedestrians. 
Such information should be disseminated 
through local print and broadcast media. The 
Department should consider the development of 
public service announcements emphasizing that 
motor-vehicle operators need to respect the 
rights of other users of the street and highway 
system. It is also recommended that the Depart- 
ment include information regarding the rights 
and responsibilities of motorists, bicyclists, and 
pedestrians in its driver-licensing booklet. 

It is further recommended that the Wisconsin 
Department of Transportation, in cooperation 
with the Wisconsin Department of Public 
Instruction, develop a statewide curriculum on 
bicycle and pedestrian safety for all grade levels, 
and tha t  driver-education courses include 
instruction on responsible behavior toward 
bicyclists and pedestrians on the part of motor- 
vehicle operators. 

It is also recommended that the University of 
Wisconsin-Extension consider offering the 
League of American Bicyclists' "Effective 
Cycling" course or similar instruction for adult 
bicyclists. Arrangements for taking the Effective 
Cycling course can now be made through the 
Bicycle Federation of Southeastern Wisconsin. 

The Wisconsin Department of Transportation 
should collect and maintain detailed information 
regarding collisions involving bicyclists and 
pedestrians. It may be helpful, for example, to 
classify such collisions into the categories 
identified in the Cross-Fisher study (for bicy- 
clists) or the Snyder-Knoblauch report (for 
pedestrians), or in subsequent updates of these 
studies. More detailed information would assist 
State, county, and local agencies in identifying 
common types and causes of collisions, and in 
identifying appropriate educational and enforce- 
ment programs to attempt to reduce the number 
of such collisions. 

two-way bicycle operation on bicycle ways 
located on one side of a street or highway unless The data on motor-vehicle collisions currently 
the bicycle way is separated from the street or maintained by the Department are obtained 

highway by a barrier or open space. from the official motor-vehicle accident report 
form com~leted by the police officer a t  the scene 

It is recommended that the Wisconsin Depart- of the accident.-1t is- recommended that the 
ment of Transportation develop and promote accident report form be revised so that more 
educational and enforcement programs for all detailed information regarding bicycle and 
street and highway users-including motor- pedestrian collisions may be collected and 
vehicle operators-relating to the rights and analyzed. 



It is also recommended that the State continue 
to publish and distribute maps depictiag the 
location of existing trails, bicycle ways, and 
recommended routes for bicyclists. 

Federal-Level Agencies: It is recommended that 
the National Highway Traffic Safety Adminis- 
tration develop a model for the collection of data 
related to bicycle and pedestrian collisions, 
including collisions that do not involve motor 
vehicles. Existing studies related to bicycle and 
pedestrian collisions should be updated and 
broadened to include nonmotor-vehicle colli- 
sions; and common types of collisions should be 
identified and potential countermeasures devel- 
oped and tested. 

It is also recommended that the U. S. Depart- 
ment of Transportation develop a bicycle-safety 
program for use by local governments, similar to 
the "Walk Alert" pedestrian-safety program. 

Financial and Technical Assistance 
State-Level Agencies: I t  is recommended that 
the Wisconsin Department of Transportation 
conduct, or  provide funding for county and local 
agencies or metropolitan planning organizations 
to conduct, surveys of bicycle and pedestrian 
travel, including bicycle and pedestrian traffic 
counts of specific streets and exclusive bicycle 
and pedestrian facilities. Such information 
will assist local, county, and regional agencies 
in planning for appropriate bicycle and pedes- 
trian facilities. 

The Wisconsin Department of Transportation 
should use the regional bicycle and pedestrian 
facilities system plan as a guide in the admin- 
istration and granting of Federal aids for 
transportation-system development within the 
Region. 

Federal-Level Agencies: I t  is recommended that 
the U. S. Department of Transportation and 
Environmental Protection Agency provide tech- 
nical assistance and training to Federal, State, 
metropolitan planning organization, county, and 
local agency staff in the interpretation and 
implementation of Federal transportation and 
transportation-related legislation and regula- 
tions, including the requirements of the Inter- 
modal Surface Transportation Efficiency Act of 
1991 and the Clean Air Act Amendments of 
1990, as well as funding programs available for 

the construction of bicycle and pedestrian 
facilities and the development of programs for 
bicycle and pedestrian travel. 

The Federal Highway Administration and the 
Federal Transit Administration should use the 
regional bicycle and pedestrian facilities system 
plan as  a guide in the administration and 
granting of Federal aids for transportation 
system development within the Region. 

SUMMARY 

The regional year 2010 bicycle and pedestrian 
facilities system plan recommended for adoption 
is described in this chapter. This chapter also 
describes changes made to the preliminary 
recommended plan in response to the comments 
made during the public review period; identifies 
the costs associated with implementing the plan 
and revenues which may be anticipated to 
become available for implementing the plan; and 
describes actions recommended to be taken by 
public agencies and the private sector in order 
to implement the plan. 

Bicycle System Plan 
The bicycle-way system plan envisions the 
development of a total of approximately 1,527 
miles of bicycle ways within the Region by the 
year 2010. This recommended system would 
entail the development of approximately 1,269 
miles of new bicycle ways in addition to the 
approximately 258 miles of bicycle ways existing 
in the Region at  the end of 1993. The total 
recommended system of bicycle ways includes 
bicycle ways to be located on or within the right- 
of-way of about 733 miles of arterial streets and 
highways; bicycle ways to be located on about 
313 miles of nonarterial streets; and about 481 
miles of bicycle ways in off-street corridors. 

For bicycle ways recommended by this plan to 
be provided within the-right-of-way of a street or 
highway, the unit of government responsible for 
constructing and maintaining each street or 
highway in question should usually also have 
responsibility for constructing and maintaining 
the associated bicycle way, or for entering into 
operating or maintenance agreements with other 
units or agencies of government to perform 
maintenance activities. Off-street bicycle ways 
should be developed by the agency of govern- 
ment identified in the applicable county park 
and open space plan or in this regional plan as 
the responsible agency. 



The cost of constructing the bicycle-way system 
recommended by this plan over the 16-year plan 
implementation period from 1995 to 2010, 
expressed in constant 1994 dollars, is estimated 
to be $75.4 million, including approximately 
$51.9 million in estimated construction costs 
for bicycle ways located on or within street 
rights-of-way and approximately $23.5 million 
in estimated construction costs for off-street 
bicycle ways. 

A major portion-approximately $71.5 million, or 
95 percent-of the approximately $75.4 million in 
total capital costs for the bicycle system plan has 
been included in other plans prepared and 
adopted by the Commission. The cost of provid- 
ing bicycle ways on arterial streets and high- 
ways has  been included in  the cost of the 
highway element of the regional transportation 
system plan. Most of the cost of the off-street 
bicycle ways recommended by this bicycle and 
pedestrian plan has been included in the costs of 
the seven adopted county park and open space 
plans. The eight additional off-street bicycle and 
pedestrian ways described earlier in this chapter 
are additions to those included in the adopted 
county park and open space plans. These eight 
new bicycle and pedestrian ways constitute an  
additional 70 miles, with an estimated additional 
cost of $3.8 million, to those previously included 
in the park and open space plans. The cost of 
providing bicycle ways on nonarterial streets is 
a new expense not included in any previous 
planning efforts. It is recommended that the 
relatively small cost associated with providing 
bicycle ways on nonarterial streets-estimated a t  
$140,000-be incorporated into public works 
budgets by the local governments concerned. 

Bicycle Accommodation on Arterial Streets 
and Highways Not Designated as Bicycle Ways 
In addition to the recommended bicycle-way 
system, this plan also recommends that consid- 
eration be given by the unit of government 
having jurisdiction to providing extra-wide 
outside travel lanes or paved shoulders to better 
accommodate bicycle travel on arterial streets 
and highways located in the planning areas 
associated with one of the three urbanized areas 
and in the defined small urban areas as those 
arterial facilities are constructed or recon- 
structed. It is not envisioned that such streets 
and highways would be signed as bicycle ways. 
The need for and feasibility of providing addi- 
tional pavement width or paved shoulders on 

arterial facilities should be determined by the 
implementing agency during the preliminary 
engineering phase of street construction or 
reconstruction. 

Pedestrian-Way System 
The ~edestr ian system element of the recom- 
mended bicycle and pedestrian facilities system 
plan for Southeastern Wisconsin is a policy, 
rather than a system, plan. In other words, the 
plan recommends that the various units and 
agencies of government within the Region 
responsible for the construction and mainte- 
nance of pedestrian facilities adopt and follow 
certain recommended policies and guidelines 
with regard to the development of those facili- 
ties. One of the more important policies calls for 
sidewalks to be provided along arterial streets in 
areas of urban development. The cost estimates 
developed for implementing the highway ele- 
ment of the regional transportation system plan 
include the cost of constructing sidewalks in 
accordance with the recommendations of this 
bicycle and pedestrian plan. 

Recommendations for Funding Financial 
Shortfall Attendant to Full Plan Implementation 
The costs of providing the recommended bicycle- 
and pedestrian-way improvements on arterial 
streets and highways, which respectively consti- 
tute approximately 69 percent of the total capital 
cost of implementing the bicycle-way system 
plan and virtually all of the cost of implement- 
ing the regional component of the pedestrian- I 
way system plan, have been included in the 
highway element of the regional transportation 
system plan. The key to implementing the 
bicycle and pedestrian facilities system plan will 
thus be obtaining sufficient funds to implement 
the highway element of the regional transporta- 
tion system plan. Additional sources of revenue 
are anticipated to be available through the 
initiatives proposed by TRANSLINKS 21; how- 
ever, a shortfall in funding the recommended 
improvements of the county and local arterial 
street and highway systems is still anticipated. 
The regional transportation system plan recom- 
mends that an  additional source of revenue, 
other than the property tax, be identified to 
cover the anticipated funding shortfall. That 
plan recommends that the seven counties in the 
Region, in cooperation with the cities, villages, 
and towns and the Wisconsin Department of 
Transportation, collectively work through the 
State legislative delegation from the Region to 



secure enabling legislation that would permit the 
counties to impose either a transportation user 
fee, such as a motor-fuel tax, or a general sales 
tax, or some combination thereof, at a level 
sufficient in each county to raise the revenue 
required to fund the anticipated plan imple- 
mentation shortfall. 

Plan Adoption and Implementation 
The recommended bicycle and pedestrian facili- 
ties system plan is intended to promote improve- 
ments that will facilitate bicycle and pedestrian 
travel within the Region. Toward that end, a 
number of implementation actions have been 
recommended which are intended to encourage 
the provision of improved facilities for bicycling 
and walking, including support facilities such as 
bicycle parking racks and storage lockers; to 
encourage land use planning and site design 
techniques which would better accommodate 
bicycling and walking trips; and to encourage 
the development and implementation of bicycle 
and pedestrian safety, education, and public 
informational materials and programs. 

An important first step in plan implementation 
is the formal adoption of the plan by the 
Regional Planning Commission and by affected 
Federal, State, county, and local agencies and 
units of government. Adoption of the plan by the 
various governmental agencies will help to 

assure a common understanding of the recom- 
mended improvements and facilitate the pro- 
gramming of the plan implementation projects. 

The plan recommends that local units of govern- 
ment prepare community bicycle and pedestrian 
plans to supplement the regional plan. The local 
plans should provide for facilities to accommo- 
date bicycle and pedestrian travel within neigh- 
borhoods, providing for convenient travel 
between residential areas and shopping centers, 
schools, parks, and transit stops within or 
adjacent to the neighborhood. The standards, 
guidelines, and system plans set forth in the 
regional plan should be used as the basis for the 
preparation of community and neighborhood 
plans. It is also recommended that local units of 
government consider the preparation and imple- 
mentation of land use plans that encourage more 
compact and dense development patterns in 
order to facilitate pedestrian and bicycle travel. 

It is also recommended that local, county, and 
State agencies work to develop and carry out 
educational programs for all street and highway 
users-including motor-vehicle operators-relat- 
ing to the rights and responsibilities of bicyclists 
and pedestrians. Where necessary, such pro- 
grams should be supplemented with enforcement 
programs designed to improve the safety of 
bicyclists and pedestrians. 
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Chapter IX 

SUMMARY 

INTRODUCTION 

This report documents the design year 2010 
bicycle and pedestrian facilities system plan for 
Southeastern Wisconsin. It is the first such plan 
to be prepared by the Commission. The bicycle 
and pedestrian facilities system plan is designed 
to comprise the bicycle and pedestrian elements 
of the design year 2010 regional transportation 
system plan and to address the requirements of 
the Federal Clean Air Act Amendments of 1990 
and the Federal Intermodal Surface Transporta- 
tion Efficiency Act of 1991 (ISTEA). The Clean 
Air Act Amendments and ISTEA both empha- 
size the importance of providing alternatives to 
single-occupancy-vehicle travel. ISTEA specifi- 
cally requires that long-range transportation 
system plans be prepared and adopted for 
metropolitan areas, and that such plans include 
provisions for the development of bicycle and 
pedestrian transportation facilities. 

The Regional Planning Commission, since 1960, 
has, through its continuing areawide transporta- 
tion planning program, sought to help the local 
units and agencies of government within and the 
citizens of the Region meet current and antici- 
pated future transportation needs. In keeping 
with this mission, the bicycle and pedestrian 
facilities system plan is intended to encourage 
the use of the bicycle and pedestrian modes of 
travel as alternatives to motor-vehicle travel. 

Over the years, the Commission has prepared a 
number of plans which recommend the provision 
of facilities for bicycle and pedestrian travel, 
including the park and open space plans for the 
Region and for each of the seven counties of the 
Region, and a number of neighborhood plans 
and park plans prepared for local governments. 
This current planning effort, however, marks the 
first time that bicycle and pedestrian travel for 
primarily nonrecreational purposes has been 
addressed on a comprehensive basis as part of 
the regional transportation system plan. 

PUBLIC PARTICIPATION 

The recommended plan was prepared under the 
guidance of a Technical and Citizen Advisory 
Committee on Regional Bicycle and Pedestrian 

Facilities System Planning established by the 
Regional Planning Commission. The Advisory 
Committee, a full roster of which appears on the 
inside front cover of this report, consists of 
representatives of governmental agencies deal- 
ing with transportation planning and engineer- 
ing, public safety, and recreation, as well as 
representatives of environmental groups and of 
bicycle and pedestrian advocacy groups. The 
recommended plan has been prepared in accord 
with the objectives, principles, and standards 
approved by the Advisory Committee and docu- 
mented in Chapter VI of this report. 

The preliminary recommended regional bicycle 
and pedestrian facilities system plan was pre- 
sented at  a Regional Planning conference held 
on June 27, 1994, and a t  a series of three public 
informational meetings and public hearings held 
in each of the three urbanized areas of the 
Region during the autumn of 1994. The Confer- 
ence and public hearings were attended by a 
total of 497 persons; and 27 written comments 
were received for the record as part of the plan 
review process. In addition to the Conference 
and public hearings, the July-August 1994 issue 
of the Commission Newsletter (Vol. 34, No. 4) 
was devoted to a summary of the preliminary 
recommended bicycle and pedestrian plan. This 
Newsletter issue was widely distributed to local 
and county units of government, State and 
Federal agencies, and private individuals. 

The public reaction to the preliminary recom- 
mended plan as expressed a t  the public hearings, 
including the written comments received by the 
Commission at  and following the Conference and 
the hearings, is summarized in the previous 
chapter of this report. The Advisory Committee 
response to the public reaction is also docu- 
mented in that chapter, as is the final recom- 
mended bicycle and pedestrian facilities system 
plan approved by the Advisory Committee. 

BASIC CONCEPTS 

Bicycle riding and walking can serve both as 
modes of transportation and as forms of recrea- 
tion. Recreational bicycle and walking trips are 
taken for the primary purpose of enjoying the 
trip or to improve physical fitness. Bicycle and 



pedestrian trips for transportation purposes 
include trips made for work, school, shopping, 
personal business, and social events. 

Transportation-oriented bicycle and walking 
trips tend to follow more regular and predictable 
patterns than do recreational trips, with origins 
and destinations similar to those of trips taken 
by motorized vehicles. As such, the existing 
street system often provides the most direct and 
desirable travel routes for nonrecreational 
bicycle and pedestrian travel. The proposed 
bicycle and pedestrian plan therefore seeks to 
provide safe facilities for bicyclists and pedestri- 
ans a s  integral parts of the street and highway 
system, with consideration given to locating 
bicycle and pedestrian ways in  off-street corri- 
dors where suitable alternatives to on-street 
locations exist. 

The term "bicycle way" has been defined for 
regional planning purposes a s  a pathway or 
portion of a roadway that is specifically desig- 
nated for exclusive or preferential bicycle travel. 
The term includes bicycle paths, bicycle lanes, 
and bicycle routes. Bicycle paths are physically 
separated from motorized vehicular traffic by 
open space or barriers, and may be located off- 
street i n  natural  resource corridors, utility 
corridors, or abandoned railway corridors; or 
they may be located within a street right-of-way 
but separated from motor-vehicle traffic by a 
planting strip. Bicycle lanes are portions of 
roadways t h a t  are designated by striping, 
signing, and pavement markings for bicycle use. 
A "bicycle route" is a bicycle way designated 
with directional and informational markers, and 
is often located along a roadway and shared 
with motor-vehicle traffic. 

RECOMMENDED BICYCLE-WAY SYSTEM 
PLAN FOR SOUTHEASTERN WISCONSIN 

The regional bicycle-way system plan is 
intended to assist public officials in considering 
improvements to better accommodate bicycle 
travel a s  part of the  existing and planned 
regional transportation system. The plan seeks 
to remove existing impediments to bicycle travel 
related to the lack of bicycle paths, the lack of 
safe bicycle accommodation on streets and  
highways, and the lack of support facilities such 
a s  bicycle parking racks and storage lockers. 
The plan recommends that  improvements such 
a s  extra-wide outside travel lanes or paved 

shoulders be considered whenever a n  arterial 
street or highway in a n  area of existing or 
planned urban development is constructed or 
reconstructed to better accommodate shared 
roadway use by bicycles and motor vehicles. The 
plan also recommends the provision of a net- 
work of bicycle paths, bicycle lanes, and bicycle 
routes in accordance with a bicycle-way system 
plan designed to provide convenient bicycle 
access to transit stations and to major activity 
centers identified in the adopted regional land 
use plan. 

The plan includes a proposed regional bicycle- 
way system designed to provide connections 
between delineated planning areas associated 
with the three urbanized areas of the Southeast- 
e m  Wisconsin Region-the Kenosha, Milwaukee, 
and Racine urbanized areas; between small 
urban areas of the Region-cities and villages 
with a population of 5,000 or more and located 
outside a planning area; and between transit 
stations and major activity centers. Existing 
bicycle ways and bicycle ways proposed under 
adopted park and open space plans, which are 
primarily off-street ways located in  natural 
resource and utility corridors, served a s  the basis 
for the design of the proposed regional bicycle- 
way system. Supplemental on-street bicycle 
ways are recommended where necessary to 
provide direct connections to small urban areas 
or activity centers not served by off-street bicycle 
facilities. 

I n  addition to a regional network of bicycle 
ways, the recommended plan envisions a net- 
work of bicycle ways for each of the Region's 
three bicycle and pedestrian facilities planning 
areas to serve major activity centers and transit 
stations within those areas. The recommended 
network of bicycle ways for these three areas is 
more dense than  the recommended regional 
network of bicycle ways because of the greater 
concentrations of population, activity centers, 
and potential bicycle travel within the plan- 
ning areas. 

The Recommended Regional 
Bicycle-Way System 
The bicvcle-was system plan envisions the - - 
development of a total of ~pproximately 1,527 
miles of recommended bicycle ways within the 
Region by the year 2010. The total recommended 
system of bicycle ways includes bicycle ways to 
be located on or within the right-of-way of about 
733 miles of arterial streets and highways; 



bicycle ways to be located on about 313 miles of 
nonarterial streets; and about 481 miles of 
bicycle ways in off-street corridors. 

To the extent possible, recommendations regard- 
ing routes for on-street bicycle ways were based 
upon routes set forth on the Wisconsin Bicycle 
Map, prepared by the Wisconsin Division of 
Tourism in cooperation with the Wisconsin 
Department of Transportation and the Federal 
Highway Administration. The map identifies 
streets and highways recommended for bicycle 
travel based on an evaluation of roadway traffic 
and safety conditions, a s  well as highway 
segments which either warrant above-average 
caution or are deemed unsuitable for bicycle 
travel. Certain highway segments shown on the 
Wisconsin Bicycle Map as unsuitable for bicycle 
travel are proposed as bicycle ways under the 
recommended regional bicycle-way plan because 
such highways provide the most direct and 
continuous connections between urban areas 
and activity centers. These highway segments 
will require improvements, such as the addition 
of wider paved shoulders, to make them more 
suitable for bicycle travel. 

Map 18 in Chapter VIII (see page 113) shows the 
final recommended regional bicycle-way system 
for Southeastern Wisconsin outside the Kenosha, 
Milwaukee, and Racine planning areas, but 
including major routes through those areas. 

The Recommended Bicycle-Way 
Systems for the Kenosha, Milwaukee, 
and Racine Planning Areas 
The recommended plan also includes a proposed - - 
system of bicycle ways for each of the planning 
areas associated with the three urbanized areas 
of Southeastern Wisconsin. For bicycle and 
pedestrian facilities planning purposes, the 
Kenosha, Milwaukee, and Racine urbanized 
areas were modified to include those areas 
contiguous to the urbanized areas and proposed 
to be developed for urban use by the year 2010 
under the adopted regional land use plan, and 
to exclude areas which are developed for very- 
low-density residential uses and which are 
located more than five miles from any major 
activity center. 

As appropriate, existing and planned bicycle 
ways identified in adopted community bicycle 
facilities plans were incorporated into the recom- 
mended plans for the Kenosha, Milwaukee, and 

Racine planning areas. The identification of 
community-level bicycle facilities designed to 
serve neighborhoods or neighborhood facilities, 
however, was considered to be outside of the 
scope of the regional planning effort, and was 
therefore not included in the bicycle-way system 
plans for the three planning areas. 

Kenosha Area: The final recommended bicycle- 
way system plan for the Kenosha planning area 
is shown on Map 19 i n  Chapter VIII (see 
page 114). The recommended plan proposes a 
total of about 113 miles of bicycle ways within 
that area. Of this total, about 31 miles, or about 
27 percent, are proposed to be located off-street 
in natural resource or utility corridors, and about 
82 miles, or about 73 percent, are proposed to be 
located on-street or on a separate bicycle path 
within a street right-of-way. Of the recom- 
mended 82 miles of on-street bicycle ways, about 
eight miles, or about 10 percent, have been 
developed, while about 10 miles, or about 
32 percent, of the recommended 31 miles of off- 
street bicycle ways have been developed. 

The plan provides for bicycle access to the major 
activity centers located within the Kenosha 
planning area, including Petrifying Springs and 
Pleasant Prairie Parks, the Kenosha Transit 
Center, the major retail center located at  the 
intersection of IH 94 and STH 50, LakeView 
Corporate Park, the University of Wisconsin- 
Parkside, Gateway Technical College-Kenosha, 
and the office, retail, governmental, institu- 
tional, and industrial development located 
within or adjacent to the Kenosha central 
business district. 

Milwaukee Area: The final recommended bicycle- 
way system plan for the Milwaukee planning 
area is shown on Map 20 in Chapter VIII (see 
page 115). The recommended plgn proposes a 
total of about 727 miles of bicycle ways within 
that area. Of this total, about 179 miles, or about 
25 percent, are proposed as  off-street bicycle 
ways to be located in natural resource or utility 
corridors. The remaining 548 miles, or about 
75 percent, are proposed to be located on-street or 
on a separate bicycle path within a street right- 
of-way. About 84 miles, or about 47 percent, of 
the recommended 179 miles of off-street bicycle 
ways have been developed. About 57 miles, or 
about 10 percent, of the recommended 548 miles 
of bicycle ways associated with street rights-of- 
way have been developed. 



The plan for the Milwaukee planning area 
generally proposes a network of bicycle ways 
spaced no more than two miles apart. Denser 
networks are envisioned in areas of concentrated 
development, such as the Milwaukee central 
business district, and where needed to provide 
access to major activity centers or transit 
stations. The plan also incorporates the recom- 
mendations for bicycle facilities development 
contained in the adopted park and open space 
plans for Milwaukee, Ozaukee, Racine, Washing- 
ton, and Waukesha Counties and in the bicycle 
plans adopted by the Cities of Brookfield and 
Milwaukee. 

Racine Area: The final recommended bicycle- 
way system plan for the Racine planning area 
is shown on Map 21 i n  Chapter VIII (see 
page 116). The recommended plan proposes a 
total of about 87 miles of bicycle ways within 
that area. Of this total, about 25 miles, or about 
29 percent, are proposed to be located off-street 
in natural resource or utility corridors, and about 
62 miles, or about 71 percent, are proposed to be 
located on-street or on a separate bicycle path 
within a street right-of-way. Of the recom- 
mended 62 miles of on-street bicycle ways, about 
three miles, or about 5 percent, have been 
developed, while about nine miles, or about 
36 percent, of the recommended 25 miles of off- 
street bicycle ways have been developed. 

The recommended plan provides for bicycle 
access to the major activity centers located 
within the Racine planning area, including 
Cliffside and Johnson Parks, the Regency Mall, 
the Sturtevant Amtrak railway passenger train 
station, the Mt. Pleasant industrial center, and 
the office, retail, governmental, institutional, 
and industrial development located within or 
adjacent to the Racine central business district. 

Bicycle Accommodation on Arterial Streets 
and Highways Not Designated as Bicycle Ways 
Bicyclists are permitted to operate on all streets 
and highwaysin the ~ e g i o n e x c e ~ t  expressways 
and freeways that have been posted with signs 
prohibiting bicycle use. The existing street 
system provides the most extensive network of 
direct travel routes, and serves virtually all 
destinations. Many land access and collector 
streets, because of low traffic volumes and 
speeds, are capable of accommodating bicycle 
travel with little or no improvement. Arterial 
streets and highways, particularly those with 
high-speed traffic or heavy volumes of truck or 

transit-vehicle traffic, may require improve- 
ments such as extra-wide outside travel lanes or 
paved shoulders in order to safely accommodate 
bicycle travel. 

Accordingly, the plan recommends that consid- 
eration be given to providing extra-wide outside 
travel lanes or paved shoulders along all arterial 
streets and highways which are not designated 
in the plan as bicycle ways but which are located 
in  one of the three bicycle and pedestrian 
planning areas of the Region or in one of its 11 
designated "small urban areasn-incorporated 
areas of 5,000 or more residents located outside 
a planning area. Improvements to accommodate 
bicycle travel, if feasible, would be made a t  the 
time a street or highway is constructed, recon- 
structed, or-in the case of arterial facilities 
having a rural cross-section-resurfaced. In all, 
approximately 1,160 miles of arterial streets and 
highways in the delineated planning and small 
urban areas are not designated as bicycle ways 
by the plan. 

RECOMMENDED PEDESTRIAN FACILITIES 
PLAN FOR SOUTHEASTERN WISCONSIN 

The pedestrian facilities element of the recom- 
mended bicycle and pedestrian facilities system 
plan for Southeastern Wisconsin is a policy, 
rather than a system, plan. In other words, it 
recommends that the various units and agencies 
of government within the Region responsiqle for 
the construction and maintenance of pedestrian 
facilities in Southeastern Wisconsin adopt and 
follow certain recommended policies and guide- 
lines with regard to the development of those 
facilities. These policies and guidelines are 
designed to facilitate safe and efficient pedes- 
trian travel within the Region. 

The policies and guidelines set forth in the plan 
include the following recommendations: 

That sidewalks be provided along streets 
and highways i n  areas of existing or 
planned urban development based upon 
consideration of the functional classifica- 
tion of the street or highway; the type and 
density of adjacent land uses; and the 
probable pattern of pedestrian movement in 
accordance with the criteria set forth in 
Table 17 in Chapter VI of this report (see 
page 72). Specifically, it is recommended 
tha t  sidewalks be provided to connect 



medium- and high-density residential areas 
with public transit stations and major 
activity centers located within one mile of 
such residential areas. State law allows 
local governments to require that the cost of 
constructing and maintaining sidewalks be 
assessed to abutting property owners. Local 
governments may also require abutting 
property owners to assume responsibility 
for performing routine maintenance tasks 
such as snow and ice removal. 

That all pedestrian facilities be designed 
and constructed in accordance with the 
requirements of the Federal Americans with 
Disabilities Act and its implementing 
regulations. 

That sidewalks be designed and constructed 
using widths and clearances appropriate for 
the levels of pedestrian and vehicular traffic 
in any given area, including the provision 
of terraces, curb lawns, or other buffer 
areas, between sidewalks and the roadways 
paralleling them. 

That trees and other landscaping be pro- 
vided in street rights-of-way to enhance the 
pedestrian environment. In  commercial 
areas, benches, trash receptacles, drinking 
fountains, and other pedestrian amenities 
should be provided adjacent to sidewalks. 

That efforts be made to maximize pedestrian 
safety a t  street crossings, including the 
timing of the "walk" phases of traffic signals 
to provide for safe pedestrian crossings; the 
provision of control devices, such as push 
buttons, by which pedestrians can activate 
"walk" signals; the provision of pedestrian 
"islands" and medians in wide, heavily 
traveled, or otherwise hazardous roadways; 
and the provision of roadway markings 
designed to maximize pedestrian safety. 

COMMUNITY AND 
NEIGHBORHOOD PLANS 

The regional bicycle and pedestrian facilities 
system plan addresses bicycle and pedestrian 
travel in relation to the transit system and the 
arterial street and highway system down to, but 
not including, the neighborhood units and major 
activity centers identified i n  the adopted 
regional land use plan. 

The provision of neighborhood-level bicycle and 
pedestrian facilities is more properly addressed 
by the local units of government concerned 
through the preparation of community bicycle 
and pedestrian plans designed to supplement the 
regional plan, and through the preparation of 
neighborhood unit development plans with a 
bicycle and pedestrian facilities element. Such 
local plans should provide for facilities to 
accommodate bicycle and pedestrian travel 
within and between neighborhoods, providing 
for convenient travel between residential areas 
and shopping centers, schools, parks, and 
transit stops within or adjacent to the neighbor- 
hood. The standards, guidelines, and system 
plans set forth in the regional plan should be 
used as the basis for the preparation of the 
community and neighborhood plans. 

OTHER PLAN RECOMMENDATIONS 

The above description of the bicycle and pedes- 
trian facilities system plan has focused on the 
provision of bicycle ways, sidewalks, and other 
facilities as a means of encouraging increased 
bicycle and pedestrian travel. While such facilities 
are important, the pattern of land use and the 
design of land subdivisions and other land 
development projects also have a significant 
effect on bicycle and pedestrian travel. Travel 
distance may be expected to be a major consid- 
eration for nonrecreational bicycle and pedestrian 
trips because of the physical effort and the travel 
time associated with relatively long trips. The 
potential for bicycle and pedestrian travel is 
limited by dispersed, low-density land use devel- 
opment patterns which needlessly increase the 
distance between origins and destinations. Com- 
pact land use development patterns serve to 
increase the potential for bicycle and pedestrian 
travel, in addition to many other benefits, such as 
preservation of agricultural land and reduced cost 
of providing transit and other urban services. 

The plan recommends that activity and employ- 
ment centers, neighborhood units, and public 
transit facilities and routes be designed to 
accommodate and encourage bicycle and pedes- 
tr ian access and circulation. For example, 
typical routes in residential neighborhoods often 
require a bicyclist or pedestrian to travel a 
circuitous route to reach a desired destination. 
Bicycle and pedestrian access through residen- 
tial blocks and across subdivision boundaries 
can provide more direct connections between 



homes and activity centers, and may encourage 
people to bicycle or walk rather than drive. 

The recommended plan also urges consideration, 
where appropriate, of "traffic-calming" mea- 
sures on nonarterial streets to facilitate safe 
bicycle and pedestrian travel, as  well as safer 
motor-vehicle travel. Such traffic-calming mea- 
sures include the use of traffic diverters, widened 
sidewalks at intersections, reduced speed limits, 
narrowed traffic lanes, limitation of vehicle 
turning movements, and limitations of through 
motor-vehicle traffic movements. 

The importance of providing safe and conve- 
nient pedestrian access to transit facilities is 
also recognized. The bicycle and pedestrian 
facilities system plan recommends that greater 
efforts be made to provide bicycle access to 
transit as well, including efforts to provide 
bicycle parking and storage facilities a t  transit 
stations and the means to conveniently trans- 
port bicycles on transit vehicles. 

PLAN COSTS AND REVENUES 

The cost of constructing the bicycle-way system 
recommended by this plan over the 16-year 
plan implementation period from 1995 to 
2010, expressed in constant 1994 dollars, is 
estimated a t  $75.4 million, including nearly 
$51.9 million in construction costs for bicycle 
ways located on or within street rights-of-way 
and about $23.5 million in construction costs for 
off-street bicycle ways. 

A major portion-approximately $71.5 million, 
or 95 percent-of the approximately $75.4 mil- 
lion in total capital costs for the bicycle-way 
system plan has been accounted for in other 
plans prepared by the Commission. The cost of 
providing bicycle ways on arterial streets and 
highways has been accounted for in the cost of 
the highway element of the regional transporta- 
tion system plan. Most of the costs of construct- 
ing the off-street bicycle ways1 recommended by 
this bicycle and pedestrian plan have been 
accounted for in the costs of the seven adopted 

' ~ l l  of the off-street bicycle ways recommended 
under this bicycle and pedestrian plan are also 
proposed to be open to pedestrian use. 
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county park and open space plans, with the 
exception of the eight new off-street bicycle and 
pedestrian ways described in  the previous 
chapter of this report. These eight ngw bicycle 
and pedestrian ways total an  additional 70 
miles, with an estimated supplemental cost of 
$3.8 million. The cost of providing bicycle ways 
on nonarterial streets-about $140,000-is a new 
expense not included in any previous Commis- 
sion plans. Thus, the new construction costs 
associated with the new bicycle-way system plan 
total about $3.9 million. 

I t  is recommended that the new off-street bicycle 
and pedestrian ways included in this plan be 
incorporated into the appropriate county park 
and open space plans as those plans are updated 
and revised. It is also recommended that the 
relatively small cost associated with providing 
bicycle ways on nonarterial streets-estimated 
a t  $140,000 over the life of the plan-be incorpo- 
rated into public works budgets by the local 
governments concerned. The off-street bicycle 
ways and bicycle ways located on nonarterial 
streets included as part of this regional bicycle- 
way system plan are eligible to receive Federal 
transportation funds for their construction. 

The costs of providing the recommended bicycle- 
and pedestrian-way improvements on arterial 
streets and highways, which respectively consti- 
tute approximately 69 percent of the total capital 
cost of implementing the bicycle-way system 
plan and virtually all of the cost of implementing 
the regional component of the pedestrian-way 
system plan, have been accounted for in the 
highway element of the regional transportation 
system plan. The key to implementing the bicycle 
and pedestrian facilities system plan will thus be 
obtaining sufficient funds to implement the 
highway element of the regional transportation 
system plan. Additional sources of revenue will 
be available through the initiatives proposed by 
the draft Statewide Intermodal Transportation 
Plan-also known as TRANSLINKS 21~-~re- 
pared by the Wisconsin Department of Transpor- 
tation. However, a shortfall in funding the 
recommended improvements of the county and 

2~ocumented in the draft report entitled Wiscon- 
sin TRANSLINKS 21 Draft Intermodal Trans- 
portation Plan, published by the Wisconsin 
Department of Transportation, Septembey 1994. 



local arterial street and highway systems is 
anticipated. The regional transportation system 
plan recommends that an additional source of 
revenue, other than the property tax, be identi- 
fied to cover the anticipated funding shortfall. 
That plan recommends that the seven counties in 
the Region, in cooperation with the cities, 
villages, and towns and the Wisconsin Depart- 
ment of Transportation, collectively work 
through the State legislative delegation from the 
Region to secure enabling legislation that would 
permit the counties to impose either a transpor- 
tation user fee, such as a motor-fuel tax, or a 
general sales tax, or some combination thereof, 
at a level sufficient in each county to raise the 
revenue required to fund the anticipated plan 
implementation shortfall. 

PLAN REFINEMENT, ADOPTION, 
AND IMPLEMENTATION 

The recommended bicycle and pedestrian facili- 
ties system plan for Southeastern Wisconsin is 

intended to provide the various units and 
agencies of government in the Region with a 
framework for encouraging increased bicycle 
and pedestrian travel as viable alternatives to 
single-occupancy-vehicle travel in the Region, 
thus helping the Region meet Federal and State 
transportation and air quality objectives. 

But the plan is not complete until it is refined, 
adopted, and implemented. An important first 
step in plan implementation is the formal adop- 
tion of the plan by the Regional Planning Com- 
mission and by affected Federal, State, county, 
and local agencies and units of government. 
Upon adoption of a final version of the plan by 
the Commission, the plan will become an  official 
guide to the making of decisions by the various 
units and agencies of government in the Region 
with regard to bicycle and pedestrian facilities as 
a key aspect of a balanced, multi-modal transpor- 
tation system for Southeastern Wisconsin. 
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Appendix A 

EMSTING AND PLANNED BICYCLE WAYS IN THE REGION 
BY COUNTY PRIOR TO PREPARATION OF THE REGIONAL 

BICYCLE AND PEDESTRIAN FACILITIES SYSTEM PLAN: 1993 





EXISTING AND PLANNED BICYCLE 
WAYS IN MILWAUKEE COUNTY: 1993 







Map A-5 

WISTING AND PLANNED BICYCLE WAYS IN WALWORTH COUNTY: 1993 
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Map A-6 

EXISTING AND PLANNED BICYCLE WAYS IN WASHINGTON COUNTY: 1993 

Source: SEWRPC. 
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Appendix B 

STATISTICS ON REPORTED BICYCLE-MOTOR VEHICLE AND PEDESTRIAN-MOTOR 
VEHICLE COLLISIONS OCCURRING WITHIN THE REGION BY COUNTY. 1991 THROUGH 1993 

Table B-I 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN KENOSHA COUNTY: 1991 'THROUGH 1993 

'NO bicycle-motor vehick collisions were reported in the Mllage of Siier Lake and the Towns of Brighton and Paris 

~ u n ~ c ~ p a l ~ t y ~  

Ctt~es 
Kenosha 

Villages 
Paddock Lake 
Pleasant Prair~e 
Tw~n lakes 

Towns 
Brlstol 
Randall 
Salem 
Somers 
Wheatland 

Total 

M l ln~c~pa l~ ty~  

Ctt~es 
Kenosha 

V~llages 
Paddock Lake 
Pleasant Prair~e 
Twln Lakes 

Towns 
Brlstol 
Randall 
Salem 
Somers 
Wheatland 

Total 

b ~ h e  number of coll i~ons differs from the number of bicyclists because more than one bicyclist may have been invoked in a collision. 

'The definitions of the collijion types used in this tabk ere as follows: Unknown--collision type is unknown; Angle-bicyclist is struck by e motorkt travelihg in a perpendicular direction; Side Same-bicychst !s 
sideswiped by an overtakmg motor vehicle; Rear EnMicycl is t  strikes rear of  stopped motor vehick, or rear of bicyclist is struck by front end of overtaking motor vehick; Left Turn-straight-through bicycbt is struck 
by a motorist turnnrg k f t  across his or her path, or vice versa; Head On-front of bicyclist is struck by front of motor vehicle traveling in the opposite directmn; Side Oppositebicyclist is sideswtped by  motor vehrcle 
treveling m the opposrte direction; Off Rightdicyclist is struck by a motor vehicle driving off the right side of the road; Off Left-bicyclist is struck by a motor vehick driving off tho left sido of the rood. 

Total 
Blcycllsts 

144 

3 
10 
3 

2 
2 
4 
6 
6 

180b 

Source: Wlsconun Department of Transportat~on and SEWRPC. 

Injury Type 

None 

8 

0 
0 
0 

0 
0 
0 
0 
1 

9 

Locat~on of Coll~s~on 

Age of Bcycllst 

lntersectlon 

83 

1 
4 
2 

2 
1 
1 
1 
4 

99 

Unknown 

44 

0 
1 
0 

0 
1 
1 
1 
1 

49 

Unknown 

5 

0 
0 
0 

0 
0 
0 
0 
1 

6 

Sex of 81cycl1st 

Total 
Coll~s~ons 

140 

3 
10 
3 

2 
2 
4 
6 
6 

1 7 6 ~  

Mld-Block 

57 

2 
6 
1 

0 
1 
3 
5 
2 

77 

Type of ~ o l l ~ s ~ o n ~  

Male 

100 

0 
7 
3 

2 
2 
4 
4 
5 

127 

Unknown 

4 

0 
1 
0 

0 
0 
0 
0 
0 

5 

Nonmca- 
pacltatlng 

74 

2 
8 
3 

0 
1 
1 
4 
4 

97 

1 to 4 

4 

0 

Female 

41 

3 

Angle 

95 

3 
8 
3 

2 
2 
2 
2 
1 

118 

Incapaa- 
tattng 

17 

1 
1 
0 

1 
0 
2 
1 
0 

23 

5 to 9 

32 

1 

Not 
Reported 

3 

0 

Fatal 

1 

0 
0 
0 

1 
0 
0 
0 
0 

2 

S~de Same 

9 

0 
0 
0 

0 
0 
2 
2 
1 

14 

10 to 15 

55 

1 
1 
0 

3 
0 

0 
0 

1 
0 
0 
0 
0 

7 

0 
0 
0 
0 
2 

7 

0 
0 
0 
2 
0 

49 

Rear End 

4 

0 
1 
0 

0 
0 
0 
1 
0 

6 

16 to 24 

22 

1 
0 
0 --- 
0 
0 
0 
0 
0 

0 

0 
0 
0 
0 
1 

4 

0 
0 
1 
0 
1 

37 

Left Turn 

9 

0 
0 
0 

0 
0 
0 
0 
0 

9 

25 to 44 

20 

0 

1 
1 
1 
2 
2 

68 

Head On 

4 

0 
0 
0 

0 
0 
0 
0 
0 

4 

45 to 64 

6 

0 

65 and 
Older 

0 

0 

0 
0 
1 
1 
0 

28 

S~de 
Opposlte 

1 

0 
0 
0 

0 
0 
0 
0 
1 

2 

0 
1 
1 
3 
0 

27 

Off Rlght 

0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

Off Left 

0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

Other 
Maneuver 

14 

0 
0 
0 

0 
0 
0 
1 
3 

18 



Table 8-2 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN MILWAUKEE COUNTY: 1991 THROUGH 1993 

'The number of collisions differs from the number of bicyclists because more then one bicyclist may have been involved in a collikion. 

Munlclpal~ty 

Cltles 
Cudahy 
Franklin 
Glendale 
Greenf~eld 
Milwaukee 
Oak Creek 
St Frmc~s 
South Milwaukee 
Wauwatosa 
West Allis -- 

Villages 
Bayude 
Brown Deer 
Fox Pomt 
Greendale 
Hales Corners 
R ~ e r  Hdls 
Shorewood 
West Milwaukee 
Wh~tef~sh Bay 

Total 

Mun~c~pal~ty 

CltleS 
Cudahy 
Franklon 
Glendale 
Greenf~eld 
Milwaukee 
Oak Creek 
St. Frmcls 
South Milwaukee 
Wauwatosa 
West Allls 

V~llages 
Bayude 
Brown Deer 
Fox Polnt 
Greendale 
Hales Corners 
Rlver Hills 
Shorewood 
West Milwaukee 
Wh~tef~sh Bay 

Total 

b ~ h e  definitions of  the collision types used in this table are as follows: Unknown-collision type is unknown; AngUicyc l i s t  is struck by  e motorist traveling in aperpendicular direction; Side Same-bicyckt is 
sideswiped by  an overtaking motor vehicle; Reer End-bicyclist snikes rear o f  smppedmotor vehick, or rear of bicyclist is struck by  front end of overtaking motor vehicle; Left Turn-straight-through bicyclist is struck 
by a motorist turning left across his or her path, or vice versa; Head On-front of bicyclist is struck by  front of motor vehicle traveling in  the opposite direction; Side Opposte--bicyclist is sideswiped by motor vehicle 
treveling in the opposite direction; Off Right4 icycBt  is struck by a motor vehick driving off the right side of the road Off Left-bicyclist is struck by  a motor vehick driving off the left side of the road. 

Source: Wisconsin Department of Transportation and SEWRPC. 

Total 
Blcycllsts 

17 
8 

17 
33 

843 
4 
8 

31 
42 

101 

8 
8 

11 
13 
2 

29 
12 
11 

1.197" 

Sex of Blcycllst 

None 

0 
0 
0 
0 

72 
0 
0 
5 
1 
2 

0 
0 

1 0  
4 
0 
0 
1 
0 
0 

85 

Total 
Colllsons 

17 
8 

16 
33 

806 
4 

8 
28 
42 
98 

6 
8 
1 

10 
13 

2 
29 
11 
11 

1.15la 

Unknown 

0 
0 
0 
1 

35 
1 
0 
1 
1 
4 

---pp--ppp 

0 
0 
0 
1 
0 
0 
1 
0 
0 

45 

Locabon of 

Intersechon 

11 
1 
8 

18 
482 

2 
3 

18 
22 
48 

3 
5 
1 
5 
7 
1 

15 
6 
8 

864 

Not 
Reported 

0 
0 
0 
1 

26 
0 
0 
0 
0 
1 

Unknown 

5 
2 
2 

11 
306 

0 
0 

15 
7 

35 

4 
2 
0 
1 
2 
1 
5 
7 
3 

408 

Male 

12 
6 

11 
24 

631 
3 
7 

19 
27 
72 --- 

Coll~s~on 

Mld-Block 

6 
7 
8 

15 
324 

2 
5 

10 
20 
50 

3 
3 
0 
5 
6 
1 

14 
5 
3 

487 

Type of ~ o l l ~ s ~ o n ~  

Female 

5 
2 
6 
8 

186 
1 
1 

12 
15 
28 

Unknown 

0 
0 
1 
0 
6 
0 
0 
0 
1 
1 

0 
0 
0 
1 
0 
0 
0 

0 
0 

10 

Injury Type 

Non~nca- 
pacltatlng 

8 
4 

14 
20 

369 
2 
5 
9 

24 
48 

2 
6 
0 
5 
7 
1 

19 
3 
4 

1 550 

5 

7 

20 
11 
8 

878 

1 to 4 

0 
0 
0 
0 
8 
0 
0 
0 
1 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

9 

Lcycllst 

16 to 24 

1 
0 
4 

10 
138 

0 
1 
2 
4 

18 

3 
3 
1 
3 
5 
1 
4 
0 
2 

200 

Angle 

12 
2 

12 
19 

539 
3 
4 

26 
27 
57 

5 
2 
0 
7 
2 
2 

19 
9 
8 

755 

Incapacl- 
tatlng 

4 
2 

2 
94 

2 
3 
2 
9 

16 

0 
0 

4 
0 
4 
2 
4 

151 

5 to 9 

3 
1 
3 
5 

149 
0 
1 
9 
5 

21 

0 
0 
0 
1 
0 
0 
3 
1 
0 

202 

1 
5 3 0  
1 0 0  

3 
7 6 0  
2 0 0  

8 
1 
3 

289 

Fatal 

0 
0 

1 0  
0 
2 
0 
0 
0 
1 
0 

0 
0 

1 0  
1 0  

0 
0 
0 
0 
0 

3 

25 to 44 

3 
0 
2 
6 

151 
2 
3 
1 
9 

12 

3 
2 
0 
1 
3 
0 
7 
5 
2 

212 

Age of 

10 to 15 

10 
6 
6 

10 
337 

1 
3 

18 
19 
41 

0 
3 
0 
3 
4 
1 

11 
4 
4 

481 

0 

1 

1 
0 
0 

30 

Other 
Maneuver 

3 
4 
0 
2 

94 
0 
0 
0 
4 

30 

1 
5 
0 
0 

1 0  
0 
1 
0 
1 

155 

S~de Same 

1 
2 
2 
5 

47 
1 
2 
1 
5 
3 

0 
1 
1 
1 
0 
0 
2 
1 
1 

76 

45 to 64 

0 
0 
2 
1 

19 
0 
0 
0 
3 
4 

0 
0 
0 
2 
1 
0 
0 
1 
2 

35 

65 and 
Older 

0 
1 
0 
0 
6 
0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
3 
1 
1 

13 

Rear End 

0 
0 
0 
5 

29 
0 
1 
1 
3 
1 

0 
0 
0 
1 
1 
0 
3 
0 
1 

46 

Left Turn 

1 
0 
0 
1 

44 
0 
0 
0 
1 
4 

0 
0 
0 
0 
0 
0 
4 
0 
0 

55 

Head On 

0 
0 
0 
1 

32 
0 
0 
0 
1 
1 

0 
0 
0 
0 
0 
0 
0 
0 
0 

35 

Slde 
Opposlte 

0 
0 
1 
0 
9 
0 
0 
0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
1 
0 

11 

Ofl Rlght 

0 
0 
0 
0 
5 
0 
1 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 
0 
0 

7 

Off Left 

0 
0 
0 
0 
1 
0 
0 
0 
0 

1 0  

0 
0 
0 
0 
0 
0 
0 
0 
0 

1 



Table B-3 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN OZAUKEE COUNTY: 1991 THROUGH 1993  

MunlapalItya 

Clt~es 
Cedarburg 
Mequon 
Port Wash~ngton 

'NO bicycle-motor vehicle collisions were reported in the Village of Belgium and the Towns of Belgium and Saukville. 

Munlapalltya 

cttles 
Cedarburg 
Mequon 
Port Washington 

Villages 
Fredon~a 
Grafton 
Saukv~lle 
Tn~ensville 

Towns 
Cedarburg 
Fredon~a 
Grafton 
Port Wash~ngton 

Total 

bThe number of collisions differs from the number of bicyclists because more than one bicyclist may have been involved in a collision. 

1 'The definitmns of the collikion types used in this table are as follows: Unknown--eollision type is unknown; Angle--bicyclist is struck by a motorist traveling in a perpendicular direction; Side Same--bicyclist u 
sideswiped by an overtaking motor vehicle; Rear End-bicyclist strikes rear of stoppedmotor vehicle. or rear of bicyclist is struck by front end of overtaking motor vehicle; Lefr Turn-straight-through bicyclist is struck 
by a motorist turning kt? across his orher path. or vice versa; Head On-front of bicyclist is struck by front of motor vehicle traveling in the opposite direction; Side Opposife-bicyclist is sideswiped by motor vehicle 
traveling in the opposite direction; Off Rightdicyclist is struck by a motor vehicle driving off the right side of the road; MI Left--bicyclist is struck by a motor vehicle driving off the k f t  side of the road. 

Total 
Lcydlsts 

8 
11 
11 

Source: Wisconsin Department of Transportation and SEWRPC. 

Location of Coll~son 

Injury Type Age of ~ ~ c y d ~ s t  

lntersectlon 

3 
6 
7 

4 
8 
6 
0 

2 
1 
0 
0 

37 

2 
4 
3 
1 

0 
0 
0 
0 

19 

1 
5 
1 
2 

2 
0 
2 
0 

26 

sex of BICVCIIS~ 

Villages 
Fredonla 
Grafton 
Saukv~lle 
Th~ensv~lle 

Towns 
Cedarburg 
Fredon~a 
Grafton 
Port Wash~ngton 

Total 

Total 
Coll~s~ons 

8 
10 
10 

4 
11 
8 
3 

3 
1 
3 
1 

6zb 

Type of ~ o l l t s o n ~  

Mid-Block 

5 
4 
3 

0 
3 
2 
3 

1 
0 
3 
1 

25 

None 

0 
1 
0 

unknown 

0 
0 
0 ----------- 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Male 

8 
8 
5 

2 
7 
5 
2 

2 

3 
0 

43 

Unknown 

0 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Unknown 

4 
4 
1 

Non~nca 
paatahng 

2 
5 
6 

0 
1 
4 
0 

1 
0 
0 
1 

14 

5 to 9 

1 
0 
1 

2 
2 
3 
0 

0 
1 
0 
0 

10 

1 to 4 

0 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

4 
11 
8 
3 

3 
1 
3 
1 

64b 

1 
0 
0 
0 

0 
0 
1 
0 

2 

Female 

o 
3 
6 ---- 

2 
4 
3 
1 

1 
1 0  

0 
1 

21 

0 
1 
0 
0 

0 
1 
0 
0 

3 

Angle 

4 
7 
6 

2 
9 
8 
2 

3 
1 
2 
1 

45 

Incapaa- 
tahng 

2 
1 
4 

Not 
Reported 

o 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Fatal 

0 
0 
0 

10 to 15 

2 
8 
3 

0 
8 
4 
1 

2 
0 
1 
0 

29 

16 to 24 

3 
1 
1 

2 
1 
1 
0 

0 
0 
0 
0 

9 

25 to 44 

2 
2 
4 

0 
0 
0 
2 

0 
0 
2 
1 

13 

S~de Same 

2 
1 
1 

0 
0 
0 
0 

0 
0 
1 
0 

5 

Left Turn 

0 
0 
1 

0 
0 
0 
0 

0 
0 
0 
0 

1 

Rear End 

2 
0 
1 

1 
2 
0 
0 

0 
0 
0 
0 

6 

45 to 64 

o 
0 
2 

0 
0 
0 
0 

1 
0 
0 
0 

3 

65 and 
Older 

o 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Head On 

0 
0 
0 

1 
0 
0 
0 

0 
0 
0 
0 

1 

S~de 
Opposite 

0 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Off R~ght 

0 
0 
0 

0 
0 
0 
1 

0 
0 
0 
0 

1 

Off Left 

0 
0 
0 

0 
0 
0 
0 

0 
0 
0 
0 

0 

Other 
Maneuver 

0 
2 
1 

0 
0 
0 
0 

0 
0 
0 
0 

3 



Table B 4  

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN RACINE COUNTY: 1991 THROUGH 1993  

a ~ o  bicycle-motor vehicle collisions were reported in the Wlege of Elmwood Park and flre Towns of  Dover. Rochester. and Yorkville. 

b771e number of collisions differs from the number o f  bicyclists because more than one bicyclist may have bean involved in a collision. 

Mun~upa l~ ty~  

Cltles 
Burl~ngton 
Raclne - 

'The definitions of the collision types usedin Fhis tabk are as follows: Unknown--collision type is  unknown; A n g ~ i c y c f i s t  is snuck b y  a motorist traveling in a perpendicular direction; Side Sam&icycist is 
sideswiped by  an overtaking momr vehicle; Rear End-bicyclist strikes rear of stoppedmomr vehicle, orrear of  bicyclist is  struck by  front endof overtaking motor vehicle; Left Turn-straight-through bicyclist is struck 
b y e  motorist turning left across his or herpath, or vice versa; Head On-front of bicyclist is snuck b y  front of  motor vehicle traveling in flre opposite direction; Side Oppo~~te-bicyclist is sideswiped by  motor vehicle 
traveling in the opposite direction; Off Right-bicyclist is struck by  a motor vehick driving off the right side of the road; Off Left-bicyclist is struck b y e  motor vehicle drivng off the left side of the road. 

Male 

10 
166 

0 
4 
5 
2 
0 

12 
17 

0 
0 

219 

Source: Wisconsin Department of Transportation and SEWRPC. 

Total 
B~cycllsts 

13 
212 

~ u n ~ u p a l l t y ~  

cltles 
Burllngton 
Ranne 

V~llages 
North Bay 
Rochester 
Sturtevant 
Unlon Grove 
Waterford 
W~nd Po~nt 

Towns 
Burllngton 
Caledon~a 
Mt. Pleasant 
Norway 
Raymond 
Waterford 

Total 

Sex of 81cvclist 

Female 

3 
42 

Not 
Reported 

0 
4 

None 

0 
13 

Villages 
North Bay 
Rochester 
Sturtavant 
Unmn Grove 
Waterford 
Wtnd Po~nt 

Towns 
Burl~ngton 
Caledon~a 
M t  Pleasant 
Norway 
Raymond 
Waterford 

Total 

Total 
Colltstons 

13 
202 

1 
1 
5 
7 
4 
1 

3 
14 
24 

1 
1 
1 

27eb 

0 
0 
2 
1 
3 
1 

0 
0 
0 
0 
1 
0 

0 
0 
1 
0 
0 
0 

11 

Locat~on of 

lntersectlon 

9 
110 

0 
0 
2 
4 
2 
1 

2 
2 

13 
1 

0 
0 

146 

0 
0 
0 
0 
0 
0 

0 
3 
7 
0 
0 
0 

38 

Injury Type 

Unknown 

0 
9 

5 
7 
4 

3 
14 
24 

28ab 

1 0  
1 
1 
2 
1 
1 

1 2  
2 
6 

1 0  
1 
1 

63 

Coll~sion 

Mld-Block 

4 
92 

1 
1 
3 
3 
2 
0 

1 
12 
11 
0 
1 
1 

132 

Type of ~ o l l ~ s ~ o n ~  

25 to 44 

3 
25 

Unknown 

5 
75 

1 
0 
3 
6 
0 
0 

0 
0 
0 
1 
0 
0 

0 
0 
0 
0 
0 
0 

3 

1 0  
1 0  

0 
0 
0 

1 0  

0 
1 
3 

1 0  
1 0  
1 0  

17 

0 
0 
0 
0 
1 

0 

0 
0 
1 
0 
0 
0 

6 

Unknown 

0 
3 

0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 

3 

1 to 4 

0 
2 

0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 

7 

Nonmca 
pautatlng 

6 
104 

0 
1 
0 
0 
1 

0 

0 
0 
0 
1 
0 
0 

3 
3 
1 
0 
0 
0 

61 

0 
0 
0 
0 
0 
0 

0 
1 
1 
0 
0 
0 

4 

45 to 64 

0 
7 

1 2 

Angle 

12 
151 

1 
0 
2 
1 
4 
0 

1 
8 

13 
1 
1 
0 

195 

0 
0 
0 
0 
0 
0 

0 
6 
6 
0 
0 
0 

35 

5 to 9 

3 
50 --------------- 

65 and 
Older 

0 
2 

2 
7 
1 
0 
1 

0 
0 
0 
0 
0 
0 

1 

Incapac~ 
tatlng 

2 
19 

1 
1 
4 
5 
3 
1 

0 
5 
9 
1 
1 
1 

119 

5 
8 
0 
1 
0 

Fatal 

0 
1 

0 
0 
1 
0 
0 
0 

0 
2 
5 
0 
0 
0 

45 

Age of 

10 to 15 

6 
81 

S~de Same 

0 
8 

0 
1 
1 
0 
0 
1 

0 
2 
1 
0 
0 
0 

14 

Blcycllst 

16 to 24 

1 
36 

99 

left Turn 

0 
6 

0 
0 
1 
1 
0 
0 

0 
0 
1 
0 
0 
0 

9 

Rear End 

0 
11 

0 
0 
0 
1 
0 
0 

0 
2 
2 
0 
0 
0 

16 

136 

Head On 

0 
8 

0 
0 
1 
0 
0 
0 

0 
1 
3 
0 
0 
0 

13 

S~de 
Oppos~te 

0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
1 
0 
0 
0 

1 

Off R~ght 

1 
2 

0 
0 
0 
0 
0 
0 

(0 
1 
1 
0 
0 
1 

6 

Off Left 

0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 

0 

Other 
Maneuver 

0 
13 

0 
0 
0 
4 
0 
0 

2 
0 
2 
0 
0 
0 

21 



Table B-5 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN WALWORTH COUNTY: 1991 THROUGH 1993 

~ u n ~ c ~ p a l ~ t y ~  

Caes 
Delavan 
Elkhorn 
Lake Geneva 
Whtteweter 

V~llages 
Darien 
East Troy 
Fontana-on- 
Geneva Lake 

Sharon 
Walworth 
W~ll~ams Bay 

Towns 
Bloomfield 
Delavan 
East Troy 
Geneva 
Llnn 
Lyons 
Sugar Creek 
Wh~tewater 

Total 

'NO btcyekmotor vehrck col l~wns were reported m the ViIkge of Genoa Ctty and the Towns o f  Denen, Lafayette, LaGrange, R~chmond, Sharon, Spnng Prarne, ~ O K  and Walworth 

b ~ h e  definitions of the mfision types used in this table are as follows: Unknown--collision type is unknown; Angle-bicyclist is struck by  a motorist traveling in a perpendicular direction; Side Same-bicyclist o 
sideswiped by  an overtaking motor vehicle; Rear End-bicyclist strikes rear of stopped motor vehicle, or rear of bicycfist is struck by front endof overtaking motor vehicle; Left Turn-straight-through bicyclist is struck 
by a motorist turning I& across his or her path, or vice verta; Heed On-front o f  bicyclist is struck by front of motor vehicle traveling in the opposite direction; Side Opposifdicyclist IS sideswiped by motor vehcle 
traveling in the opposite direction; Off R i g h t 4 y c k t  is struck by a motor vehicle driving off the right side of the road; Off Left--bicycfist is struck b y e  motor vehicle driving off the leff side of the road. 

Total 
B~cyd~sts 

6 
5 

12 
15 

1 
2 

1 
1 
3 
4 

3 
2 
2 
1 
1 
1 
2 
1 

63 

~ u n ~ c i p a l t t y ~  

cities 
Delavan 
Elkhorn 
Lake Geneva 
Wh~tewater 

V~llages 
Darten 
East Troy 
Fontana-on- 
Geneva Lake 

Sharon 
Walworth 
W~ll~ams Bay 

Towns 
Bloomfleld 
Delavan 
East Troy 
Geneva 
Llnn 
Lyons 
Sugar Creek 
Wh~tewater 

Total 

Source: Wisconsin LJepamnent of Transportation and SEWRPC. 

1 
Total 

Colllstons 

6 
5 

12 
15 

1 
2 

1 
1 
3 
4 

3 
2 
2 
1 

1 
1 
2  
1 

63 

None 

0  
1 
0  
2 

0  
0  

0  
0  
0  
1 

0  
0  
0  
0  
0 
0  
0  
0  

4 

bcat~on of - 
lntersectmn 

3 
4 
7 

1 1  

1 
2 

1 
1 
3 
1 

2 
0  
0  
0  
0  
1 
1 
1 

39 

I 

Coll~oion 

Mld-Block 

3 
1 
5 
4 

0  
0  

0  
0  
0  
3 

1 
2 
2 
1 
1 
0  
1 
0  

24 

Unknown 

2 
0  
7 
2 

0  
1 

0  
1 
1 
1 

1 
0  
0  
0  
0  
0  
0  
0  

16 

Male 

6 
3 
8 
9 

0  

3 

3 
2 
2 

0  

44 

Unknown 

1 
0  
0  
0  

0  
0  

0  
0  
0  
1 

0  
0 
0  
0  
0  
0  
0  
0  

2 

Side 
Oppos~te 

0  
0  
0  
1 

0  
0  

0  
1 
0  
0  

0  
1 
0  
0 
0  
0  
0  
0 

3 

Unknown 

2 
0  
1 
1 

0 
0  

0  
0  
0  
0  

0  
0  
1 
0  
0  
0  
0  
0  

5 

Age of 

10 to 15 

4 
2 
6 
5 

0  
2 

1 
0  
1 
1 

2 
0  
1 
0  
0  
0  
2 
0  

27 

Rear 
End 

0  
1 
0  
0  

0  
0  

0  
0 
0  
1 

0  
0  
0  
0  
1 
0  
0  
0  

3 

Fatal 

0  
0  
0  
0  

0  
0  

0  
0 
0  
0  

0 
0 
0  
0  
0  
0  
0  
0  

0  

Sex of 

Female 

o 
2 
3 
6 

1 0  
2  

1 0  
1 0  
1 2  

0  

0  
0  
0  

1 0  
1 0  
1 0  
1 1  

1 

17 

Injury Type 

Nonmca- 
pacttating 

3 
2 
4 
9 

1 
1 

1 
0  
2 
2 

2 
1 
1 

1 
0 
1 
1 
0 

32 

1 to 4 

o 
0  
0  
0  

0  
0  

0  
0  
0  
0  

0  
0  
0  
0  
0  
0  
0  
0  

0  

Off 
R~ght 

0  
0  
0  
0  

0  
0  

0  
0  
0  
0  

0  
0  
0  
0  
0  
0  
0  
0  

0  

Angle 

4 
3 

1 1  
1 1  

1 
2 

0  
0  
3 
2 

1 
0  
0  
0  
0  
1 
1 
1 

41 

Bcycllst 

16 to 24 

1 
1 
5 
6 

0  
0  

0  
1 
1 
2 

0  
0  
0  
0  
0  
0  
0  
0  

17 

B~cycl~st 

Not 
Reported 

o 
0  
1 
0 

0  
0 

0  
0  
0  
1 

0  
0  
0 
0  
0 
0  
0  
0  

2 

Incapacl- 
tat~ng 

1 
2 
1 
2 

0 
0  

0  
0  
0  
0  

0  
1 
1 
0 
1 
0  
1 
1 

11 

5 to 9 

0  
1 
1 
2 

1 
0  

0  
0  
1 
0  

1 
1 
0  
0  
0 
1 
0  
0  

9 

Type of 

kft 
Turn 

0  
1 
0  
0  

0  
0  

0  
0  
0  
0  

1 
0  
0  
0  
0  
0  
0  
0  

2 

S~de 
Same 

0  
0  
0  
1 

0  
0  

1 
0  
0 
0  

1 
1 
1 
0  
0  
0  
1 
0  

6 

~ o l l l s t o n ~  

Head 
On 

0  
0  
0  
0  

0  
0  

0  
0  
0  
1 

0  
0 
0 
1 
0  
0  
0  
0  

2 

Off 
Left 

0  
0  
0  
0  

0  
0  

0  
0  
0  
0  

0 
0  
0 
0  
0  
0  
0  
0  

0  

25 to 44 

0  
0  
0  
1 

0  
0  

0  
0  
0  
0  

0  
1 
1 
1 
1 
0  
0  
1 

6 

Other 
Maneuver 

0 
0  
0 
1 

0  
0  

0  
0  
0  
0  

0  
0  
0  
0  
0 
0  
0  
0  

1 

45 to 64 

o 
0 
0  
1 

0  
0 

0 
0  
0  
0  

0  
0  
0  
0  
0  
0  
0  
0  

1 

65 and 
Older 

0  
1 
0  
0  

0 
0  

0  
0  
0  
0  

0  
0  
0  
0  
0  
0  
0  
0  

1 



Table B-6 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN WASHINGTON COUNTY: 1991  THROUGH 1993  

'No b~cycle-motor vehicle collisions were reported in the Villages of Kewaskum and Slinger and the Towns of Barton, Farmington, Gennantown, Hartford, Jackson, Kewaskum, Trenton, and Wayne. 

Mun~c~pa l~ tv~  

Cmes 
Hartford 
West Bend 

Villages 
Germantown 
Jackson 
Newburg 

Towns 
Addison 
Erln 
Polk 
Rlchf~eld 
West Bend 

Total 

~unlc lpal l ty~ 

C~ t~es  
Hartford 
West Bend 

Villages 
Germantown 
Jackson 
Newburg 

Towns 
Addlson 
Er~n 
Polk 
R~chfield 
West Bend 

Total 

b ~ h e  defnithns of the collision types used in this table are as fol/ows: Unknown-collision type is unknown; ~ng i -b i cyc t i s t  is struck by a motorist Craveling in a perpendkular direction; Side Same-bicycht is 
sideswiped by an overtaking motor vehicle; Rear End-bicyclist strikes rear of stopped motor vehicle, or rear of bicyclist is struck by front end of overtaking motor vehicle: Left Turn-straight-through bicyclist is struck 
bye  motorist turning left across his or her path, or vice versa; Head On-front of bicyclist is struck by front of motor vehicle traveling in the opposi'ts direction; Side Opposile--bicyclist is sideswiped by motor vehicle 
traveling in the opposite direction; Off Right--bicyclist is struck b y e  motor vehicle driving off the r@ht shfe of the mad; Off Left-bicyclist is struck by a motor vehicle driving off the left side of the road. 

Source: Wisconsin Department of Transportation and SEWRPC. 

Total 
Blcycl~sts 

5 
31 

6 
2 
2 

2 
1 
2 
4 
1 

56 

Injury Type 

None 

0 
1 

0 
0 
0 

0 
0 
0 
0 
0 

1 

Locatlon of Colllsoon 

Age of 81cvcllst 

lntersectlon 

5 
17 

4 
1 
1 

2 
0 
1 
0 
0 

31 

Unknown 

0 
5 

3 
0 
0 

0 
0 
1 
1 
1 

11 

Unknown 

0 
0 

0 
0 
0 

0 
0 
0 
0 

Sex of Blcycl~st 

Total 
Coll~s~ons 

5 
31 

6 
2 
2 

2 
1 
2 
4 
1 

56 

Mld-Block 

0 
14 

2 
1 
1 

0 
1 
1 
4 
1 

25 

Type of ~ o l l l s ~ o n ~  

0 

0 

Male 

3 
25 

3 

2 

2 

Unknown 

0 
1 

0 
0 
0 

0 
0 
0 
1 
0 

2 

Nonmca- 
pacltatlng 

4 
20 

1 
2 
1 

2 
1 
1 
3 
0 

35 

1 to 4 

0 
0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

Female 

2 
6 

3 
1 

0 

0 
1 0  
1 1  

Angle 

4 
23 

3 
1 
2 

2 
0 
1 
2 
0 

38 

lncapaa 
tatlng 

1 
5 

2 
0 
1 

0 
0 
0 
0 
0 

9 

5 to 9 

0 
6 

1 
1 
0 

0 
1 
0 
2 

Not 
Reported 

0 
0 

0 
0 
0 

0 
0 
0 

Fatal 

0 
0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

0 

11 

Slde 
Same 

0 
0 

3 
0 
0 

0 
1 
1 
0 
0 

5 

10 to 15 

4 
18 

3 
1 
2 

2 
0 
2 
2 
0 

34 

Re= 
End 

0 
2 

0 
0 
0 

0 
0 
0 
1 
1 

4 

0 

4 7 0 0 43 13 0 

16 to 24 

1 
3 

0 
0 
0 

0 
0 
0 
0 

Left 
Turn 

1 
2 

0 
1 
0 

0 
0 
0 
0 
0 

4 

25 to 44 

0 
4 

2 
0 
0 

0 
0 
0 

Head 
On 

0 
1 

0 
0 
0 

0 
0 
0 
0 
0 

1 

45 to 64 

0 
0 

0 
0 
0 

0 
0 
0 

65 and 
Older 

0 
0 

0 
0 
0 

0 
0 
0 

Slde 
Oppos~te 

0 
0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

Other 
Maneuver 

0 
2 

0 
0 
0 

0 
0 
0 
0 
0 

2 

Off 
Rlght 

0 
0 

0 
0 
0 

0 
0 
0 
0 
0 

0 

Off 
Left 

0 
0 

0 
0 
0 

0 
0 
0 
0 
0 

0 



Table 6-7 

SUMMARY OF REPORTED BICYCLE-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN WAUKESHA COUNTY: 1991 THROUGH 1993  

'No bicycle-motor veh~cle colhs~ons were reported ln the Vilages of Chenequa. Dousman. Lac la Belle, Neshotah. North Pra~ne, Oconomowoc Lake, and Wale* and the Towns of Delafrehi, Eagle. Genesee, and Merton 

I 

~ u n l u p a l l t y ~  

C~tles 
Brookf~eld 
Delafleld 
Muskego 
New Berl~n 
Oconomowoc 
Waukesha 

Villages 
Big Bend 
Butler 
Eagle 
Elm Grove 
Hartland 
Lannon 
Menomonee Falls 
Menon 
Mukwonago 
Pewaukee 
Suuex 

Towns 
Brookfleld 
hsbon 
Mukwonago 
Oconomo woc 
Onawa 
Pewaukee 
summit 

Munlnpallty a 

Clt~es 
Brookf~eld 
Delafleld 
Muskego 
New Berlln 
Ownomowoc 
Waukesha 

Vlllages 
Big Bend 
Butler 
Eagle 
Elm Grove 
Hartland 
Lannon 
Menomonee Falls 
Merton 
Mukwonago 
Pewaukee 
Sussex 

Towns 
Brookfleld 
hsbon 
Mukwonago 
Oconomowoc 
Ottawa 
Pewaukee 
Summot 
Vernon 
Waukesha 

Totd 

b ~ h e  number of collisions differs from the number of bicyclists because more than one bicyclist may have been involved in a collision. 

'The definitions of the colliJon types used in this tab* are as follows: Unknown--collision type is unknown; Angle-bicyclist is struck by a motorist traveling in a perpendicular direcLn; Side Same--bicyc&st rs 
sideswiped by an overtaking motor vehicle; Rear EnoLbicyclist strikes rear of stopped motor vehicle, or rear of bicyclist is struck by front end of overtaking motor vehicle; Left Turn-straight-through bicyclist is struck 
b y a  motorist turning left across his or herpath, or vice versa; Head On-front of bicyclist is struck by front of motor vehicle traveling in the opposite direction; Side Opposite--bicyclist is sideswiped by motor vehtck 
traveling h the opposite direcbbn; Off Rightdicyclist is struck by a motor vehicle driving off the rhht  side of the road; Off Left-bicyclist is struck by a motor vehicle driving off the left side of the road. 

Vernon 
Waukesha 

Total 

Total 
Blcychsts 

30 
3 
8 

21 
9 

50 

2 
2 
1 

11 
10 

1 
16 

3 
4 

8 
4 

2 
3 
3 
4 
1 
3 
2 

Source: Wisconsin Department of Transportation and SEWRPC. 1 75 

Locanon 

Intersection 

14 
2 
4 

11 
4 

34 

0 
1 
0 
6 
5 
1 
9 
0 
3 
1 
2 

1 
1 
1 
1 
0 
0 
1 
2 
4 

108 

2 
5 

2 0 8 ~  

of Coll~slon 

Mid-Block 

15 
1 
3 

10 
5 

15 

2 
1 
1 
5 
5 
0 
7 
3 
1 
6 
2 

1 
2 
2 
3 
1 
3 
1 
0 
1 

96 

None 

1 
0 
2 
1 
1 
1 

0 
1 
0 
0 
1 
0 
0 
0 
0 
1 
0 

1 
0 
0 
0 
0 
1 
0 

Total 
Coll~s~ons 

29 
3 
7 

21 
9 

49 

2 
2 
1 

11 
10 

1 
16 
3 
4 
7 
4 

2 
3 
3 
4 
1 
3 
2 
2 
5 

204 

Unknown 

0 
0 
0 
1 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

1 

0 
0 

11 

Angle 

16 
1 
5 

12 
8 

17 

1 
1 
1 
7 
8 
0 
6 
2 
1 
7 
4 

0 
2 
2 
2 
1 
3 
1 
2 
2 

112 

Unknown 

4 
0 
3 
4 
2 

13 

1 
0 
0 
1 
2 
0 
3 
0 
0 
1 
0 

0 
0 
0 
0 
0 
0 
0 

Unknown 

0 
0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

Male 

21 

5 
13 
4 

35 

8 
8 

11 
2 
4 
6 
3 

2 
2 
3 
4 

2 

S~de 
Same 

1 
1 
0 
2 
0 
1 

1 
1 
0 
1 
1 
0 
1 
0 
1 
0 
0 

0 
0 
0 
1 
0 
0 
0 
0 
0 

12 

Incapao- 
tatlng 

6 
1 
0 
8 
1 
6 

0 
0 
0 
3 
1 
0 
6 
1 
1 
1 
1 

0 
0 
1 
1 
0 
0 
0 

5 to 9 

4 
0 
1 
6 
2 
7 

1 
0 
1 
1 
0 
0 
2 
1 
0 
1 
1 

0 
1 
0 
1 
1 
1 
1 

Injury Type 

Nonmca- 
pacotating 

19 
2 
3 
7 
5 

30 

1 
1 
1 
7 
6 
1 
7 
2 
3 
5 
3 

0 
3 
2 
3 
1 
2 
2 

1 to 4 

1 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
1 
0 

0 
0 
0 
0 
0 
0 
0 

Type of 

 eft 
Turn 

4 
0 
0 
2 
0 
1 

0 
0 
0 
1 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
1 

9 

Rear 
End 

0 
0 
0 
0 
1 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

1 
0 
0 
0 
0 
0 
1 
0 
1 

4 

Fatal 

0 
0 
0 
1 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

1 
0 
0 
0 
0 
0 
0 

0 
0 

34 

0 
0 

1 

2 
2 

144 

Sex of 

Female 

9 
1 2  

3 
8 
5 

14 

1 1  
1 1  
1 0  

3 
2 

1 0  
5 
1 
0 
2 
1 

0 
1 
0 
0 

1 0  
1 

1 1  
0 
1 

39 

1 
0 

34 

Age of 

10 to 15 

17 
2 
6 
9 
5 

27 

0 
1 
0 
6 
4 
0 

10 
2 
1 
3 
3 

1 
2 
2 
2 
o 
0 
1 

2 
4 

122 

0 
0 

2 

Btcycl~st 

Not 
Reported 

0 

0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
o 
0 
0 '  

~ o l l ~ s ~ o n ~  

Head 
On 

1 
0 
0 
2 
0 
0 

0 
0 
0 
1 
1 
0 
1 
1 
1 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

8 

0 
0 

2 

0 
3 

63 

1 
3 

108 

Lcycllst 

16 to 24 

4 
0 
0 
0 
0 
3 

0 
1 
0 
1 
5 
1 
2 
0 
3 
2 
0 

0 
0 
0 
1 
o 
1 
0 

0 
0 

1 

S~de 
Oppos~te 

0 
0 
1 
1 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

2 

0 
1 

25 

25 to 44 

3 
1 
1 
4 
2 
7 

1 

0 
0 
3 
1 
0 
2 
0 
0 
1 
0 

0 
0 
1 
0 
o 
1 
0 

Off 
Rtght 

1 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

1 

0 
1 

29 

45 to 64 

0 
0 
0 
2 
0 
4 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

1 
0 
0 
0 
o 
0 
0 

Off 
Left 

0 
0 
1 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 

1 

65 and 
Older 

1 
0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

Other 
Maneuver 

6 
1 
0 
1 
0 

30 

0 
0 
0 
1 
0 
1 
8 
0 
1 
0 
0 

1 
1 
1 
1 
0 
0 
0 
0 
1 

54 

0 
0 

7 

0 
0 

2 



Table 8-8 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN KENOSHA COUNTY: 1991 THROUGH 1993 

'NO pedestrian-motor vehicle collisions were reported in the Town o f  Brighton. 

b ~ h e  number o f  coltisions differs from the number of pedestrians because more than one pedestrian may have been involved in a collision. 

Munlclpalltya - 
CRIBS 

Kenosha 

V~llages 
Paddock Lake 
Pleasant Pranm 
Sllver Lake 
Twln Lakes 

Towns 
Br1stol 
Parus 
Randall 
Salem 
Somers 
Wheatland 

Total 

 he definitions of the coltision types used in this table are as follows: Unknow-Itision type is unknown; Angle--pedestrian is struck by a motorist traveling in a perpendicular direction; Side Same--pedestrian 
is sideswiped by an overtaking motor vehicle; Rear En-edestrian is struck lrom behind by the h n t  end o f  an overtaking motor vehicle; Left T i e d e s t r i a n  crossing intersection is  struck by a motorist twning 
left across his or her path; Head On-front o f  pedestn'an is struck by front of motor vehicle traveling in the opposite direction; Side OppositPpedesVian is sides wiped by motor vehicle traveling in the opposite mection; 
Off Right--pedestrian is struck by a motor vehicle driving off the right side of the road; Off Left-pedestrian is struck by a motor vehicle driving off the left side of the road. 

Total 
Pedestr~ans 

177 

2 
14 
2 
2 

5 
4 
4 
7 
6 
1 

2 ~ 4 ~  

Source: Wisconsin Department of Transportation and SEWRPC 

M u n ~ c ~ p a h y ~  

C~t~es 
Kenosha 

V~llages 
Paddock Lake 
Pleasant Pra~r~e 
S~lver Lake 
Twln Lakes 

Towns 
Br1stol 
Parls 
Randall 
Salem 
Somers 
Wheatland 

Total 
- 

lnlury Type Age of Pedestrian 

None 

2 

0 
0 
0 
0 

1 
0 
0 
0 
0 
0 

3 

Unknown 

55 

1 
3 
0 
0 

3 
2 
0 
3 
2 
1 

70 

Nonmca- 
pacltatlng 

70 

1 
5 
2 
2 

0 
0 
1 
2 
3 
0 

86 

Sex of Pedestrian 

Total 
Colbsrons 

169 

2 
13 
2 
2 

5 
3 
4 
7 
6 
1 

2 1 4 ~  

Unknown 

5 

0 
2 
0 
0 

1 
0 
0 
0 
1 
0 

9 

Male 

97 

2 
10 
0 
0 

2 
4 
4 
4 
3 
0 

126 

Locatlon of Collluon 

Incapacl- 
tabng 

50 

0 
5 
0 
0 

1 
2 
2 
2 
1 

0 

63 

1 to 4 ---------------- 
12 

0 
1 
0 
0 

0 
0 
0 
0 
0 
0 

13 

lntersectlon 

66 

0 
3 
0 
0 

1 
0 
0 
1 
1 
0 

72 

Type of ~ o l l ~ a o n ~  

Fatal 

0 

0 
1 
0 
0 

0 
0 
1 
0 
0 
0 

2 

5 to 9 

38 

0 
0 
1 
0 

0 
0 
0 
0 
1 
0 

40 

Female 

Mid-Block 

103 

2 
10 
2 
2 

4 
3 
4 
6 
5 
1 

142 

10 to 15 

' 38 

0 
2 
1 
1 

0 
0 
1 
0 
1 

0 

44 

Not 
Reported 

Unknown 

2 

0 
1 
0 
0 

0 
0 
0 
0 
0 
0 

3 

16 to 24 

24 

1 
2 
0 
0 

1 

1 
0 
2 
1 
0 

32 

Angle 

85 

0 
6 
0 
2 

1 
0 
0 
1 
2 
0 

97 

25 to 44 

32 

1 
6 
0 
1 

2 
3 
1 
5 
2 
1 

54 

45 to 64 

16 

0 
0 
0 
0 

1 
0 
2 
0 
0 
0 

19 

78 

0 

S~de Same 

7 

1 
1 
0 
0 

2 
0 
0 
1 
1 
0 

13 

65 and 
Older 

12 

0 
1 
0 
0 

0 
0 
0 
0 
0 
0 

13 

4 
2 
2 

2 
0 
0 
3 
2 
1 

94 

Lefl Turn 

2 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 

2 

Rear End 

1 

0 
2 
0 
0 

0, 
0 
2 
2 
0 
1 

8 

0 
0 
0 

1 
0 
0 
0 
1 

0 

4 

Heed On 

5 

0 
0 
0 
0 

0 
1 
0 
1 
0 
0 

7 

S~de 
Opposrte 

2 

0 
0 
0 
0 

0 
0 
1 
1 
0 
0 

4 

Other 
Maneuver 

64 

0 
2 
2 
0 

1 
1 

1 
1 
2 
0 

74 

Off Rtght 

0 

1 
0 
0 
0 

0 
1 
0 
0 
0 
0 

2 

Off Lafl 

1 

0 
1 
0 
0 

1 
0 
0 
0 
1 
0 

4 



Table B-9 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN MILWAUKEE COUNTY: 1991 THROUGH 1993 

Muntctpalttya 

Ctttes 
Cudahy 
Frankltn 
Glendale 
Greenfteld 
M~lwaukee 

- Oak Creek 
St Francts 
South Mtlwaukee 
Wauwatosa 
West Allts 

Vtllages 
Brown Deer 
FOX Point 
Greendale 
Hales Corners 
Shorewood 
Wen Milwaukee 
Whtteftsh Bay 

Total 

'NO pedestnirn-motor vehick, collisions were reported h the Villages of Bay&e end River Hik.  

Muntupalltva 

Cntes 
Cudahy 
Franklin 
Glendale 
Greenfteld 
Mtlwaukee 
Oak Creek 
St. Francts 
South Mtlwaukee 
Wauwatosa 
West Allts 

Vtllages 
Brown Deer 
Fox Potnt 
Greendale 
Hales Corners 
Shorewood 
West Mtlwaukee 
Whneflsh Bay 

Total 

bThe number of colliybns differs from the number of pedestnins because more than one pedestrian may have been involved in a coNybn. 

Total 
PBdeshlans 

33 
10 
10 
30 

2,610 
18 
7 

19 
40 

139 

3 

7 
5 

28 
14 
13 

, 2.987b 

 he dehbons of the colhsion types used In fh~s table ere as follows Unknown--colhuon type is unknown. Angk-pedestrian is struck by e motorist traveling in a perpendicular dnecfton, Side Sam-pedestrten 
a s~desw~ped by an overtsk~ng motor vrh~cle. Rear En&-pedestr~an is struck from behtnd by the front end of an ovortakmg motor vducle. left Turn-pudustrten crossing #nturcucNorr tr ~ t r r d  by n ntotr,rtrt Imrrnrrny 

left across h ~ s  orher Path. Heed On--front ofpedestnan IS struck by front of motor vehfck traveling m the oppos~fe direction, Sfde Oppositepedeslr~en IS sideswrped by motor vehrcle trnvetrg tn the opposite d!rncm,n, 
Off Rlght--pedestrian 1s struck by a motor veh~cla driving 08 the nght side of  the mad, Off Left-pedestnan is struck b y e  motor vehrcle dr~ving off the k i t  side of  the road 

Source: Wisconsin Department of Tansportation end SEWRPC 

Total 
Col l~xrns 

32 
10 
9 

27 
2.518 

17 
7 

19 
39 

131 

3 
1 
7 
5 

27 
14 
12 

~ ~ 8 7 8 ~  

None 

4 
0 
0 
2 

67 
0 
0 
0 
1 
1 

0 
1 0  

0 
0 
1 
0 
0 

, 76 

Locabon 

Intersemon 

13 
2 
4 
9 

1,003 
7 
2 
7 

15 
65 

3 
1 
2 
2 

20 
6 
4 

1,165 

of Colltslon 

Mld-Block 

19 
8 
5 

18 
1.515 

10 
5 

12 
24 
66 

0 
0 
5 
3 
7 
8 
8 

1.713 

Unknown 

2 
0 
1 
1 

43 
2 
0 
0 
5 
4 

0 
0 
0 
0 
2 
0 
0 

60 

Fatal 

0 
0 
0 
1 

38 
1 
0 
0 
1 
2 

0 
0 
0 
1 
0 
0 
0 

44 

Unknown 

9 
3 
3 
8 

1.005 
5 
1 
9 
5 

44 

1 
0 
1 
1 

14 
4 
5 

1,118 

Unknown 

1 
0 
0 
2 

61 
0 
0 
1 
1 
1 

0 
0 
0 
0 
0 
0 
2 

69 

Sex 

Male 

19 
9 

17 
1,513 

8 

11 
22 
74 

13 
10 

1,722 

Angle 

9 
2 
3 
8 

1,283 
9 
7 
8 

18 
40 

1 
1 
4 
0 

15 
11 
9 

1,428 

Pedestrtan 

16 to 24 

10 
1 
1 
5 

370 
3 
1 
3 
6 

19 

0 
0 
2 
0 
4 
0 
2 

427 

lnlury Type 

Nontnca- 
pacnabng 

13 
5 
5 
6 

943 
5 
3 
2 

15 
68 

0 
1 
4 
2 
6 
6 
6 

1,090 

1 to 4 

0 
0 
0 

204 

2 
6 

0 
0 
2 
0 
2 
0 

221 

of Pedestrtan 

Stde Same 

0 
2 
0 
1 

101 
3 
0 
2 
0 
2 

0 
0 
0 
0 
0 
0 
1 

112 

Incapau- 
tabng 

7 
2 
2 

13 
557 

7 
3 
8 

18 
24 

2 
0 
2 
1 
7 
4 
2 

659 

25 to 44 

7 
5 
4 
4 

625 
3 
1 
3 
8 

34 

1 
1 
0 
1 
3 
6 
2 

, 708 

Female 

14 
1 

6 4 0  
11 

1,074 
10 

7 0 0  
8 

17 
65 - 

5 to 9 

1 5  
0 
1 
2 

581 
1 5  
1 2  
1 5  

8 -  
15 

0 
0 
0 
1 
7 
3 

1 0  

635 

Not 
Reported 

0 
0 

2 
23 
0 

0 
1 
0 

Rear End 

3 
1 
1 
1 

69 
0 
0 
0 
1 
4 

0 
0 
0 
0 
1 
0 
0 

81 

Age of 

10 to 15 

2 
3 
3 
8 

446 
2 
2 
4 
5 

27 

0 
0 
3 
1 
3 
2 
3 

514 

45 to 64 

2 
1 
1 
2 

196 
2 
0 
0 
5 

20 

1 
0 
0 
0 
4 
2 
1 

237 

65 and 
Older 

5 
0 
0 
7 

127 
2 
0 
2 
5 

17 

1 
0 
0 
2 
5 
1 
2 

176 

1 2 0  
1 0 0  
3 4 0  
2 3 0  

15 
4 

6 7 0  --- 
1.239 

Type of 

bft Turn 

1 
0 
0 
2 

50 
0 
0 
1 
0 
3 

0 
0 
0 
0 
3 
0 
1 

61 

0 
0 

26 

~ o l l ~ s ~ o n ~  

Head On 

4 
0 
1 
0 

140 
0 
0 
1 
3 
2 

0 
0 
1 
0 
0 
1 
0 

153 

Stde 
OppoWe 

0 
1 
0 
1 

26 
0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 

29 

Other 
Maneuver 

10 
3 
3 

13 
755 

3 
0 
7 

11 
75 

2 
0 
2 
5 
6 
2 
1 

898 

Off Rtght 

2 
1 
0 
0 

34 
0 
0 
0 
1 
0 

0 
0 
0 
0 
0 
0 
0 

38 

Off Lsft 

1 
0 
0 
0 

17 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

18 



Table B-10 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN OZAUKEE COUNTY: 1991 THROUGH 1993  

Mun~upal l ty~ 

Clues 
Cedarburg 
Mequon 
Port Washington 

Vlllages 
Belgium 
Fredon~a 
Grafton 
Newburg 
Saukv~lle 
Thiensv~lle 

Towns 
Belgium 
Cedarburg 

Total 
Pedenrlans 

10 
4 

15 

2 
1 
2 
1 
2 

Fredon~a 

2 

1 
1 

Munlclpal~ty~ 

Cltles 
Cedarburg 
Mequon 
Port Washington 

Vlllages 
Belg1um 
Fredoma 
Grafton 
Newburg 
Saukv~lle 
Thaensvllle 

Towns 
SBlglum 
Cedarburg 
Fredonla 

'No pedestrian-motor vehicle coltisions were reported in the Towns of Grafton, Port Washington, and Saukville. 

1 

I I I I I I I I I I I I I 

P 
bThe number of collisions differs from the number of pedestrians because more than one pedestrien may have been involved in a collision. 

lnlurv T v ~ e  

0 

1 
0 

'The definitions of the collision types usedin this table are as follows: Unknown--colb'sion rype is unknown; AnglPpedestrian is struck by a motorist traveling in a perpendicular direction; Side Same--pedestr~an 
is sideswiped by an overtaking motor vehicle; Rear Fnd-pedesvien is struck from behind by the front end of an overtaking motor vehicle; Left Turn-pedesman crossing intersection is struck by a motorist turning 
left across his or her path; Head On-front of pedestrian is struck by front of motor vehicle traveting in the oppow'm direction; Side Opposit+pedestrian is sideswiped by motor vehicle traveling in the opposite direction; 
Off flight-pedestrian is struck by a motor vehicle driving off the right side of the road; Off Left-pedestrian is struck by a motor vehicle driving off the left side of the road. 

0 

Cocateon of Coll~sron 

Total 

Source: Wisconsin Department of Transportation and SEWRPC 

Age of Pedestr~an 

None 

1 
0 
0 

0 
0 
1  
0 
0 

1 

0 
0 

Total I 4zb 1 3 1 15 

lntersecnon 

5 
0 
4 

2 
0 
2 
0 
1 
0 

0 
1 
0 

1 

Nonmca- 
pacltatlng 

2 
1  
5 

0 
1 
0 
0 
0 

Unknown 

5 
1 
6 

1 
0 
0 
0 
1 

Sex of Pedestr~an 

0 1 0  

0 13 5 10 

Total 
Coll~s~ons 

10 
3 

15 

2 
1  
2 
1 
2 
2 

1 
1 
1 

Type of ~ o l l l s ~ o n ~  

Med-Block 

5 
3 

11 

0 
1  
0 
1 

1 
2 

1  
0 
1 

15 

1 

0 
0 

0 

Incapau- 
tmlng 

2 
2 
4 

1 
0 
1 
1 
1  

45 to 64 

0 
0 
4 

0 
0 
0 
0 
0 

Not 
Reported 

0 
0 
0 

0 
0 
0 
0 
0 

Unknown 

0 
0 
0 

0 
0 
0 
0 
1  

Male 

4 
3 
6 

2 

1 

1 6 

Unknown 

1  
0 
0 

0 
0 
0 
0 
0 
1 

0 
0 
0 

14 1 41b 26 

Fatal 

0 
0 
0 

0 
0 
0 
0 
0 

5 to 9 

1 
0 

1 3  

1 
0 
0 
0 
0 

65 and 
Older 

3 
0 
1 

0 
0 
0 
1 
0 

1 to 4 

0 
0 

0 
0 
0 
0 
0 

Female 

6 
1  
9 

1 1  
1 0  

0 
1 0  
1 1  

0 

0 
0 

Off R~ght 

0 
0 
0 

0 
0 
0 
0 
0 
0 

1  
0 
0 

0 

21 

Angle 

4 
1  
9 

0 
0 
1 
0 
2 
1  

0 
0 
0 

2 18 

0 

0 
1 

1 21 

Off Left 

0 
0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 

25 to 44 

3 
1 
1 

0 
0 
1 
0 
0 

10 to 15 

1 
2 
3 

1 
1  
1 
0 
0 

0 

2 

Other 
Maneuver 

2 
1  
6 

2 
1 
0 
1 
0 
0 

0 
0 
1 

S~de Same 

0 
0 
0 

0 
0 
1 
0 
0 
0 

0 
1 
0 

2 

16 to 24 

2 
1 
2 

0 
0 
0 
0 
1 

0 

0 
0 

6 6 

0 

Rear End 

1 
1  
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 

2 

0 
0 

10 

0 

6 

Lsft Turn 

1 
0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 

1 

1 1  

0 
0 

0 

Head On 

1  
0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 

1 

0 

1  
0 

S~de 
Oppos~te 

0 
0 
0 

0 
0 
0 
0 
0 
0 

0 
0 
0 

0 

0 

0 

0 
0 

0 

0 

0 
0 

0 

0 

0 
1 

1  

0 

0 
0 

0 

0 

1 

2 

1 0  
1 0  

0 

0 

0 
0 



Table B-I  I 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MLlNlClPALlTlES IN RACINE COlINTY: 1991 THROUGH 1993  

'NO pedestrian-motor vehicle collisions were reported in the Wlkges o f  Ehwood Park, North Bey. Rochester, Waterford, and Wmd Point, and the Town o f  Waterford. 

bThe number o f  colGsions driYers from the number o f  pedestrians because more than one pedestrian may have been involved h e roltision. 

CThe definitions of the coltision types used h this tabla an, as follows: Unknown-colGsion type is unknown; Angk-pedeswian is shuck by a motorist trevehg in e perpendicular direction; Side Same--pedestr!an 
is YYeSwiped by an overtaking motor vehicle; Reer End-pedestrian is  struck from behind by the front end o f  en overtaking motor vehicle; Left Turn--pedesman crossing intersection is struck by a motorist turnrng 
left across his or her path; Head On--front of pedestrian is struck by front of motor vehicle traveling in the opposite direction; Side Opposite--pedestrian is ~Yeswipw'by motor vehicle traveling in the opposite direction; 
W Rightvedestrien is struck b y e  motor vehick driving off the rbht  side of the road; 017 left-pedesman is shuck by e motor vehicle driving off the left side of the road. 

~ w l a p a l ~ t y ~  

Clbes 
B~rl~ngton 
Ractne 

Vdlages 
Sturtevant 
Un~on Grove 

Towns 
Burkngton 
Caledon~a 
Dover 
Mt. Pleasant 
Norway 
Raymond 
Rochester 
Yorkv~lle 

Tatal 

Sex of Pedestr~an 

Source: Wi~consin Department of Fensportation and SEWRPC 

Total 
Pedestrians 

17 
251 

3 
3 

2 
12 
1 

15 
4 
4 
1 
3 

3 1 6 ~  

~ u n ~ a p a l l t y ~  

ClbeS 
Burl~ngton 
Raane 

Vlllages 
Sturtevant 
Un~on Grove 

Towns 
Burllngton 
Caledon~a 
Dover 
Mt Pleasant 
Norway 
Raymond 
Rochester 
Yorkvllle 

Total 

Male 

125 

3 

166 

Age of Pedenr~an 

Female 

9 8 0  
122 

0 3 0  
3 0 0  

0 2 0  
9 3 0  
1 0 0  

0 1 0 4 1  
3 1 0  

1 
1 0 0  
2 1 0  

145 

Injury Type 

Not 
Reported 

4 
- 

0 

5 

None 

0 
3 

0 
0 

0 
0 
0 
1 
0 
1 
0 
0 

5 

Incapaa- 
tatlng 

3 
52 

2 
0 

0 
5 

5 

2 
0 
2 

73 

Total 
Colllwons 

17 
236 

3 
3 

2 
12 

1 
13 
4 
4 
1 

3 

29gb 

Fatal 

0 
1 

0 
0 

0 
2 

1 0  
0 

1 0  
1 
0 
0 

4 

Unknown 

0 
10 

0 
0 

0 
0 
0 
1 
0 
0 
0 
0 

11 

localon of 

Intersechon 

4 
83 

2 
1 

1 
0 
0 
5 
1 
0 
0 
0 

97 

5 to 9 

4 
55 

0 
0 

0 
1 
0 
3 
0 
0 
0 
0 

63 

Unknown 

4 
91 

1 
3 

0 
2 
0 
6 
3 
0 
0 
0 

110 

1 to 4 

0 
25 

0 
0 

0 
2 
0 
1 
0 
0 
0 
0 

28 

Type of COIIISIO~~ Colhuon 

Mld-Block 

13 
153 

1 
2 

1 
12 

1 
8 
3 
4 
1 
3 

202 

Nonmca- 
paatabng 

10 
104 

0 
0 

2 
3 
0 
3 
0 
0 
1 
1 

124 

10 to 15 

5 
59 

1 
1 

0 
4 
1 
2 
2 
0 
0 
1 

76 

Other 
Maneuver 

2 
87 

1 
2 

1 
3 
0 
3 
3 
1 
0 
1 

104 

Unknown 

1 
5 

0 
0 

0 
0 
0 
2 
0 
0 
0 
1 

9 

16 to 24 

1 
26 

1 
1 

1 
1 
0 
3 
1 
0 
0 
1 

36 

Head On 

1 
8 

0 
0 

1 
1 
1 
2 
0 
0 
0 
0 

14 

Angle 

10 
110 

2 
0 

0 
4 
0 
4 
1 
1 
0 
1 

133 

25 to 44 

1 
46 

0 
1 

1 
4 
0 
4 
1 
0 
1 
1 

60 

Slde 
Opposlte 

0 
5 

0 
0 

0 
2 
0 
0 
0 
0 
0 
0 

7 

S~de Same 

1 
7 

0 
1 

0 
1 
0 
0 
0 
2 
1 
0 

13 

45 to 64 

6 
14 

1 
0 

0 
0 
0 
1 
0 
3 
0 
0 

25 

Off Rlght 

0 
3 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

3 

65 and 
Older 

0 
16 

0 
0 

0 
0 
0 

0 
1 
0 
0 

17 

Off Left 

0 
2 

0 
0 

0 
0 
0 
1 
0 
0 
0 
0 

3 

Rear End 

0 
1 

0 
0 

0 
1 
0 
1 
0 
0 
0 
0 

3 

Left Turn 

2 
8 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

10 



Table 8-1 2 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN WALWORTH COUNTY: 1991 THROUGH 1993 

~ u n l a p a l ~ t y ~  

CltleS 
Delavan 
Elkhorn 
Lake Geneva 
Wh~tewater 

Villages 
East Troy 
Fontana-on- 
Geneva Lake 

Walworth 

Towns 
Bloomfield 
Delavan 
East Troy 
Geneva 
Lyons 
Sugar Creek 
Troy 
Whttewater 

Total 

'No pedesW1an-motor veh~ck colbsions were reported ~n the Wl&ges of Danen, Genoa C I ~ K  Shamn, end W~Ihams Bay. and the Towns of Danen. Lafayene, LaGrange, Dnn, R~chmond, Sharon, Sprrng Pra~rje, and 
Walworth 

b ~ h e  number of collisions differs from the number of pedesaians because more than one pedestrian may have been involved in a collision. 

Total 
Pedestr~ans 

9 
5 

18 
11 

4 

1 
3 

4 
2 
2 
2 
3 
1 
1 
3 

6gb 

Total 
Coll~s~ons 

9 
5 

18 
11 

4 

1 
3 

4 
2 
2 
2 
3 
1 
1 
2 

6ab 

Mun~opal~ty~ 

Cltles 
Oelavan 
Elkhorn 
Lake Geneva 
Wh~tewater 

Vlllages 
East Troy 
Fontana-on- 
Geneva Lake 

Walworth 

Towns 
Bloomfleld 
Delavan 
East Troy 
Geneva 
Lyons 
Sugar Creek 
Troy 
Wh~tewater 

Total 

 he definitions of the collision types used in this tabk are as follows: Unknown--coltsjon type is unknown; Angk-pedesnien is struck by a motorist traveling in a perpendicular direction; Side Same--pedestr~an 
is sideswiped by an overtaking motor vehicle; Rear End--pedestrian is struck from behind by the front end of an ovemking motor vehick; Left Turn-pedestrian crossng intersection is struck by a motonst turning 
k f t  across his or her path; Head On--front of pedestrian is struck by front of motor vehick traveling in the opposite direction; Side Oppositepedestrian is sideswiped by motor vehick traveling in the opposite dnectton; 
Off Right-pedestrian is struck by a motor vehick driving off the right side of the road; Off Left-pedestrian is struck by a motor vehicle driving off the k f t  side of the road. 

Source: Wisconsin Department of Pansportation end SEWRPC 

Locat~on of 

lntersectlon 

2 
0 
4 
3 

3 

0 
3 

2 
0 
0 
1 
1 
0 
0 
0 

19 

None 

1 
0 
1 
0 

0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

2 

Coll~sron 

Mld-Block 

7 
5 

14 
6 

1 

1 
0 

2 
2 
2 
1 
2 
1 
1 
2 

49 

Injury Type 

Nonmca- 
pacltatlng 

4 
2 
7 
4 

4 

0 
2 

0 
1 
2 
1 
2 
1 
0 
0 

30 

Unknown 

3 
0 
3 
3 

0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

9 

Unknown 

0 
1 
2 
0 

0 

0 
0 

0 
0 
0 
0 
o 
0 
0 
1 

4 

Unknown 

0 
0 
1 
0 

1 

0 
0 

2 
0 
0 
1 
0 
0 
0 
0 

5 

Male 

6 
2 
8 
4 

3 

2 
0 
0 

2 

0 
0 

31 

Incapaa- 
tatlng 

1 
2 
7 
4 

0 

0 
1 

4 
0 
0 
1 
1 
0 
0 
0 

21 

1 to 4 

2 
0 
0 
0 

0 

0 
0 

1 
0 
0 
0 
o 
0 
0 
0 

3 

Angle 

4 
2 
8 
7 

0 

1 
0 

1 
0 
1 
0 
2 
0 
0 
1 

27 

S~de 
Oppoolte 

1 
0 
0 
0 

0 

0 
0 

0 
0 
0 
1 
0 
1 
0 
0 

3 

Fatal 

0 
1 '  
0 
0 

0 

1 
0 

0 
1 
0 
0 
o 
0 
1 
3 

7 

Sex of 

Female 

3 
3 
8 
7 

1 

1 0  
1 2  

2 
2 
2 

1 1  
1 

1 0  
1 
3 

36 

Off 
Left 

0 
0 
0 
0 

0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

0 

Off 
Right 

0 
0 
0 
0 

0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

0 

5 to 9 

3 
1 
2 
1 

1 

0 
0 

1 
0 

. 0  
: O  

o 
0 
0 
1 

10 

Pedestr~an 

Not 
Reported -- 

0 
0 
2 
0 

0 

0 
0 

0 
0 
0 
0 
o 
0 
0 
0 

2 

Other 
Maneuver 

3 
2 
6 
1 

2 

0 
2 

1 
0 
0 
0 
1 
0 
0 
0 

18 

S~de 
Same 

0 
0 
1 
0 

0 

0 
0 

0 
1 
0 
0 
0 
0 
0 
1 

3 

Age of 

10 to 15 

0 
1 
3 
0 

1 

0 
0 

1 
0 
1 
2 
1 
0 
1 
0 

11 

Rear 
End 

0 
1 
2 
1 

0 

0 
0 

0 
0 
1 
0 
0 
0 
1 
0 

6 

Pedestr~an 

16 to 24 

3 
0 
2 
8 

0 

0 
1 

1 
1 
0 
0 
0 
0 
0 
1 

17 

Type of 

Left 
Turn 

0 
0 
0 
1 

0 

0 
0 

0 
0 
0 
0 
0 
0 
0 
0 

1 

~ o l l ~ s l o n ~  

Head 
On 

1 
0 
0 
1 

1 

0 
1 

0 
1 
0 
0 
0 
0 
0 
0 

5 

25 to 44 ---- 

1 
0 
7 
1 

2 

0 
1 

0 
0 
1 
0 
1 
1 
0 
0 

15 

45 to 64 

0 
0 
2 
1 

0 

0 
0 

0 
0 
0 
0 
1 
0 
0 
0 

4 

65 and 
Older 

0 
2 
0 
0 

0 

1 
1 

0 
1 
0 
0 
o 
0 
0 
0 

5 



Table 8-73 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MUNICIPALITIES IN WASHINGTON COUNTY: 1991 THROUGH 1993 

a~~ pedesvian-motor vehicle collisions were reported in the Towns of Erin. Gennantown, Jackson, Keweskum, RichfieM, and Wayne One coNkIon, which occurred in the Wlege of Newburg. is reported in Table 8- 10. 
which summarizes colli'sions in Ozaukee County. The Village o f  Nawburg encompasses lands within both Ozaukee and Washington Counties. 

b7he number of collisins differs from the number o f  pedestrians because more than one pedestrian may have been involved in a collikion. 

'The definitions of the collision types used in ihis table are as folbws: Unknown--collikion type is unknown; Angkpwesbian is struck by a motorist traveling in a perpendicular direction; Side Same--pedestrian 
is sideswiped by an overtaking motor vehicle; Rear End-pedestrian is struck from behind by the front end of an overtaking motor vehicle; le f t  Tum-pedesirian crossing intersection is struck by a motorist turning 
left e m u  his orherpath; Head On-front of pedestrian is struck by front o f  motor vehicle Osveling in the opposite direction; Side Oppo~~te-pedeshian is y'deswiped by motor vehicle traveling in the opposite dtrecbon; 
Off Right-edestrien is struck by a motor vehicle driving off the right side of the mad; Off Lefi-pedesbrbn is  struck by a motor vehicle driving off the left side o f  the mad. 

Male 

11 
12 

3 
2 

0 0 1  
2 

0 

5 
0 0 1  

3 

41 

Source: Wisconsin Oeparirnent of Tiansportatibn and SEWRPC 

~ u n ~ c t p a l l t y ~  

ClbeS 
Hartford 
West Bend 

Villages 
Germantown 
Jackson 
Kewaskum 
Sllnger 

Towns 
Add~son 
Barton 
Farm~ngton 
Hartford 
Polk 
Trenton 
West Bend 

Total 

~ u n l c ~ p a l l t y ~  

Cses 
Hartford 
West Bend 

V~llages 
Germantown 
Jackson 
Kewaskum 
Sllnger 

Towns 
Add~son 
Barton 
Farm~nglon 
Hartford 
Polk 
Trenton 
West Bend 

Total 

Total 
Pedestr~ans 

16 
20 

5 
3 
1 
5 

1 
2 
1 
1 
6 
1 
3 

65b 

65 and 
Older 

2 
0 

0 
0 

0 

0 
0 
0 
0 
0 

0 

2 

Sex of 

Female 

5 
8 

2 
1 

3 

1 0  
1 1  

1 
1 0  

1 

0 

24 

Pedestr~an 

Not 
Reported 

0 
0 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

0 

Unknown 

0 
0 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

0 

None 

0 
3 

0 
0 
0 
0 

0 
1 
0 
0 
0 
0 
0 

4 

25 to 44 

2 
3 

2 
1 
0 
1 

0 
0 
0 
0 
2 
0 
2 

13 

Injury Type 

Non~nca- 
pacltabng 

5 
7 

0 
1 
1 
1 

1 
1 
0 
0 
0 
0 
1 

18 

Unknown 

5 
6 

2 
1 
0 
3 

0 
0 
0 
0 
5 
0 
1 

23 

Total 
Colllvons 

16 
20 

5 
3 
1 
5 

1 
2 
1 
i 
5 
1 
3 

64b 

45 to 64 

1 
4 

0 
0 
0 
1 

0 
0 
0 
0 
2 
0 
0 

8 

1 to 4 

1 
1 

0 
0 
0 
0 

0 
0 
1 
0 
0 
0 
0 

3 

Location of 

lntersectlon 

7 
6 

2 
2 
0 
0 

0 
0 
0 
0 
3 
0 
0 

20 

Incapaa- 
tahng 

6 
4 

2 

0 

0 
0 
0 

18 

Type of ~ o l l s m n ~  Colbruon 

Mtd-Block 

9 
14 

3 
1 
1 
5 

1 
2 
1 
1 

2 
1 
3 

44 

Fatal 

0 
0 

1 
1 0  

0 
1 0  

0 
0 
1 

1 0  
1 0  
1 0  
1 0  

2 

5 to 9 

5 
3 

1 
0 
1 
1 

1 
0 
0 
1 
0 
0 
0 

13 

Age of 

10 to 15 

2 
6 

1 
2 
0 
1 

0 
0 
0 
0 
0 
1 
0 

13 

Off 
Left 

0 
0 

0 
0 
0 
0 

0 
1 
0 
0 
0 
1 
0 

2 

Unknown 

1 
1 

0 
0 
0 
1 

0 
0 
0 
0 
0 
0 
0 

3 

Pedestr~an 

16 lo  24 

3 
3 

1 
0 
0 
1 

0 
2 
0 
0 
2 
0 
1 

13 

Other 
Maneuver 

3 
5 

3 
0 
0 
3 

1 
1 
0 
1 
2 
0 
3 

22 

Head 
On 

1 
2 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

3 

Angle 

10 
9 

2 
3 
1 
1 

0 
0 
1 
0 
1 
0 
0 

28 

S~de 
Oppostte 

0 
2 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

2 

Off 
Right 

1 
0 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

1 

Stde 
Same 

0 
1 

0 
0 
0 
0 

0 
0 
0 
0 
2 
0 
0 

3 

Rear 
End 

0 
0 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

0 

Left 
Turn 

0 
0 

0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 

0 



Table 8-14 

SUMMARY OF REPORTED PEDESTRIAN-MOTOR VEHICLE COLLISIONS 
FOR MLlNlClPALlTlES IN WAUKESHA COUNTY: 1991 THROUGH 1993 

a* ~ed=-~trfan-motOl vehnle wtkaons were repored m the W&es of & W, Chenequa, Eagle, Lsc &Belle, Merion, Nashotah. North Praae, and Oconomowoc Lake and the Towns of Eagle and Ottawa 

Munlclpalltya 

Cdtes 
Brookfleld 
Delafleld 
Muskego 
New Berhn 
Oconomo woc 
Waukesha 

V~llages 
Butler 
Dousman 
Elm Grove 
Hartland 
Lannon 
Menomonee Falls 
Mukwonago 
Pewaukee 
Sussax 
Wales 

Towns 
Brookfteld 
Delaf~eld 
Genesee 
L~sbon 
Merton 
Mukwonago 
Oconomowoc 
Pewaukee 
Summit 
Vernon 
Waukesha 

Total 

Munlapaldya 

CltlES 
Brookfleld 
Delaf~eld 
Muskego 
New Berl~n 
Oconomowoc 
Waukesha 

V~llages 
Butler 
Dousman 
Elm Grove 
Hartland 
Lannon 
Menomonee Falls 
Mukwonego 
Pewaukee 
Sussax 
Wales 

Towns 
Brookfleld 
Delafteld 
Genesee 
L~sbon 
Merton 
Mukwonago 
Oconomowoc 
Pewaukee 
summit 
Vernon 
Waukesha 

Total 

b ~ h e  number of collisions differs from the number of pedestrians because more than one PedesVian may have been invohad in a CollisiOn. 

Total 
Pedestrians 

16 
4 
4 
17 
13 
52 

4 
1 
2 
1 
1 
15 
7 
3 
3 
2 

3 
3 
3 
1 
2 
2 
2 
10 
1 
1 
2 

~ 7 5 ~  

'The definitions of the collision types used in this table are as follows: Unknown-coII'sion type 13 unknown; Angb-pedestrien is struck by a motorist traveling in a perpendicular direction; Side Same--pedestrian 
is sideswiped by an overtaking motor vehicle; Rear En&-pedestrian is struck from behind by the front end of an overtaking motor vshiele; left Turn-pedestrian crossrng tntersection is struck by a motorist turning 
left across his or herpath; Head On--front ofpedestrian is struck by front of motor vehicle traveling in the opposite direction; Side Opposiwedestrien is sideswiped by motor vehicle traveling m the opposite direction; 
Off Right--pedestrian is struck by a motor vehicle driving off the right side of the rod ;  Off Left-pedestriian is struck by a motor vehicle driving off the /aft side of the road. 

None 

0 
0 
0 
2 
1 
0 

0 
0 
0 
0 
0 
0 
1 

0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
1 
0 
0 
0 

5 

Source: Wisconsin Department of ??anwortaiion and SEWRPC 

182 

Locat~on of 

lntersect~on 

5 
0 
0 
5 
7 
28 

1 
1 
0 
0 
1 
3 
3 
1 

1 
1 

0 
0 
0 
0 
1 
0 
2 
0 
0 
0 
0 

60 

Unknown 

5 
0 
0 
3 
4 
20 

1 
0 
1 

0 
0 
4 
0 
1 
0 
0 

1 
0 
1 
1 
0 
0 
0 
1 
0 
0 
1 

44 

Unknown 

0 
0 
0 
2 
1 
0 

0 
0 
0 
1 
0 
0 
1 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

5 

Coll~son 

Mld-Block 

10 
3 
4 
9 
6 
23 

3 
0 
2 
1 
0 
12 
4 
2 
2 
1 

3 
3 
3 
1 
1 
2 
0 
8 
1 
1 
2 

107 

Male 

2 9 7  
0 3 1  
1 3 1  

1 1  
2 6 6  

29 

2 1 3  
0 1 0  

0 
0 0 0  

4 
0 4 2  
0 2 1  
0 1 2  
0 1 1  

0 2 1  
0 1 2  
0 2 1  

0 2 0  
0 
0 

1 8 2  
0 1 0  

0 
0 1 1  

94 

Total 
Coll~slons 

15 
3 
4 
14 
13 
5 1 

4 
1 
2 
1 
1 
15 
7 
3 
3 
2 

3 
3 
3 
1 
2 
2 
2 
8 
1 
1 
2 

1 6 7 ~  

Injury Type 

Nonmca- 
paatatlng 

5 
1 
1 
3 
5 
19 

1 
1 
0 
0 
0 
6 
4 
2 
1 
0 

0 
1 
1 
0 
1 
0 
1 
3 
0 
0 
0 

56 

1 to 4 

0 
0 
0 
0 
0 
1 

0 
0 
0 
0 
0 
1 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

2 

Unknown 

0 
0 
0 
0 
2 
0 

0 
0 
0 
0 
0 
0 
0 
1 

1 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

4 

Sex of 

Female 

5 

23 

2 

1 0  
1 1  

1 0  

2 
2 

1 

77 

S~de 
Opposlte 

0 
0 
0 
0 
0 
0 

0 
0 
1 
0 
0 
1 
1 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

3 

Incapaa- 
tatlng 

5 
2 
2 
8 
3 
13 

2 
0 

5 
2 
0 
2 
2 

2 
2 

0 

1 1  

5 

0 

64 

5 to 9 

1 
1 
1 
1 
1 
10 

1 
0 
0 
0 
0 
1 
1 
1 
0 
0 

0 
0 
1 
0 
0 
1 
1 
2 
0 
0 
0 

24 

Pedesn~an 

Not 
Reported 

0 
0 
0 
1 
1 
0 

0 
0 
0 
1 
0 
0 
1 

0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

4 

Angle 

6 
2 
1 

1 
7 
6 

3 
1 
0 
1 

1 
3 
3 
2 
0 
2 

0 
0 
0 
0 
0 
1 
0 
2 
0 
0 
1 

43 

Fatal 

1 
1 
1 
1 
0 
0 

0 
0 

1 0  
1 0  
1 0  

0 
0 
0 
0 
0 

0 
0 

1 0  
0 

1 0  

1 0  
0 

1 0  
1 0  

1 

6 

Off 
Rlght 

2 
0 
0 
2 
1 
1 

0 
0 
0 
0 
0 
0 
2 
0 
0 
0 

0 
2 
1 
0 
0 
0 
0 
0 
0 
0 
1 

12 

Age of 

10 to 15 

3 
1 

0 
1 
6 
12 

0 
0 
1 
0 
0 
2 
2 
2 
1 
2 

1 
0 
1 
0 
0 
0 
0 
0 
0 
0 
1 

36 

Off 
Left 

0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
1 
0 
0 
1 

0 
0 
0 
0 
0 
0 

2 

S~de 
Same 

0 
0 
0 
1 
1 
1 

1 
0 
1 
0 
0 
1 
1 
0 
0 
0 

0 
0 
1 
0 
0 
0 
0 
2 
0 
0 
0 

10 

Pedestrian 

16 to 24 

2 
1 

0 
7 
1 

1 1  

1 
0 
1 
0 
1 
0 
2 
0 
2 
0 

1 
1 
1 
1 
1 
0 
0 
3 
1 
0 
0 

38 

Type of 

 eft 
Turn 

0 
0 
0 
1 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

1 

Other 
Maneuver 

7 
1 
3 
6 
1 

43 

0 
0 
0 
0 
0 
6 
0 
0 
2 
0 

2 
0 
1 
1 
0 
0 
2 
1 
1 
1 
0 

78 

Rear 
End 

0 
0 
0 
1 
1 
0 

0 
0 
0 
0 
0 
2 
0 
0 
0 
0 

1 
0 
0 
0 
0 
1 
0 
2 
0 
0 
0 

8 

~ o l l i a o n ~  

Head 
On 

0 
0 
0 
2 
0 
0 

0 
0 
0 
0 
0 
2 
0 
0 
0 
0 

0 
0 
0 
0 
1 
0 
0 
1 
0 
0 
0 

6 

25 to 44 

5 
0 
0 
4 
2 
6 

0 
0 
0 
0 
0 
6 
1 

0 
0 
0 

1 
1 
0 
0 
1 
1 
0 
2 
0 
0 
0 

30 

45 to 64 

3 
1 
2 
0 
0 
7 

0 
1 
0 
0 
0 
3 
0 
0 
0 
0 

0 
1 
0 
0 
0 
0 
1 
2 
0 
1 
1 

23 

65 and 
Older 

2 

5 

0 

0 
2 

0 

0 
0 

0 

17 


	TABLE OF CONTENTS
	Chapter I - INTRODUCTION
	Chapter II - BASIC CONCEPTS AND PRINCIPLES
	Chapter III - EXISTING BICYCLE AND PEDESTRIAN FACILITIES AND SYSTEMS
	Chapter IV - EXISTING BICYCLE AND PEDESTRIAN PLANS AND POLICIES
	Chapter V - BICYCLE AND PEDESTRIAN SAFETY AND OPERATIONAL CONSIDERATIONS
	Chapter VI - OBJECTIVES, PRINCIPLES, STANDARDS, AND DESIGN GUIDELINES
	Chapter VII - PRELIMINARY RECOMMENDED BICYCLE AND PEDESTRIAN FACILITIES PLAN
	Chapter VIII - FINAL RECOMMENDED PLAN, PLAN ADOPTION, AND PLAN IMPLEMENTATION
	Chapter IX - SUMMARY
	Appendix A - EXISTING AND PLANNED BICYCLE WAYS IN THE REGION BY COUNTY PRIOR TO PREPARATION OF THE REGIONAL BICYCLE AND PEDESTRIAN FACILITIES SYSTEM PLAN: 1993
	Appendix B - STATISTICS ON REPORTED BICYCLE-MOTOR VEHICLE AND PEDESTRIAN-MOTOR VEHICLE COLLISIONS OCCURRING WITHIN THE REGION BY COUNTY: 1991 THROUGH 1993



