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June 1, 2006 
 
Ms. Kathy Ames 
Illinois Department of Transportation 
2300 S. Dirksen Pkwy 
Springfield, IL 62764 
RE:  BDE Manual bike/ped policy review 
 
Dear Kathy, 
 
Thank you for your time on the phone last week, when we discussed details on 
CSS as a possible vehicle for bike/pedestrian design training and policy revisions.  
I welcome the chance to work with you, IDOT staff, and others on a bike/ped 
module of the CSS training.  Illinois is lucky to have nationally-recognized experts 
who also can contribute to this effort.  
 
Per our discussion, attached is a fairly comprehensive examination of BDE Manual 
policies relating to bicycle and pedestrian facility design.  Specific high and lower 
impact suggestions are detailed.  We look forward to further discussions on these 
with you and others such as Todd Hill, Scott Stitt, Mike Hine, and Diane O’Keefe. 
 
The passage of the CSS law – driven in large part by bike/ped concerns – brought 
hope not only for increased public involvement, but for improved non-motorized 
design policies as well.  Last year’s IDOT Complete Streets bill, SB508, gained 
legislative support (41-13 in Senate) and then early interest from the Governor’s 
policy staff.  One item in SB508 was a transition plan for bike/ped design policies.  
We hope that this momentum leads to policy action, perhaps under the hat of CSS. 
 
Sincerely, 
 
Ed Barsotti 
 
 
Cc:  Todd Hill, Mike Hine, Diane O’Keefe, Scott Stitt 
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Development of comprehensive, long-range plans for a SRA network is necessary in order to implement a 
SRA system. These plans will identify both short-range and long-range improvements for each of the SRA 
routes. The following objectives may be used as a guide in the planning process: 
...�  Accommodate necessary bicycle and pedestrian travel on or near the SRA route corridors. 
 

 
[The sidewalk in this diagram was designed poorly.  The sidewalk should cross more closely to the street, for 
two reasons:  1) “right-outs” exiting the driveway into the road usually do not stop until they are near the road, 
even when the stop line is far back due to the sidewalk placement; 2) more of the island’s width can be used 
as a refuge to isolate the turning motions that must be monitored.  Also – some type of visual delineation is 
needed at the two non-motorized crossings here.  Painted crosswalks are a possibility, but using color contrast 
in some way (different colored cement) would reduce maintenance needs.] 
 
 
46-2 URBAN SRA ROUTES 
 
� Where it is desirable to accommodate bicycle demand and ROW is not restricted, an additional width may be added to 
each direction of the traveled way for bicycles. 

 
 
 

 

 
[13’ on an SRA is only adequate (and perhaps the only option) in a truly constrained, tight urban location with 
lower speeds.  In typical suburban areas of 45mph speed limits, it’s very inadequate, as described earlier.] 
 
46-2.04 Intersections 



2. Turning Radii. Insufficient turning radii for trucks can significantly affect capacity at an intersection. Small 
radii may require large trucks to slow down to maneuver through the turn, encroach in opposing lanes, or 
encroach onto the curb. Design the curb radii to meet the expected design vehicle. Intersection design 
vehicles are discussed in Section 
 
46-2.12 Pedestrians and Bicyclists 
Safe movement and accessibility are key issues for bicyclists and pedestrians. Urban SRA corridors are likely 
to experience bicyclists and a high volume of pedestrians, which may significantly impact the capacity and 
operations of the SRA route. One advantage of urban routes is that there typically are close parallel routes that 
may be considered for bicycle and pedestrian routes. [This is true, as long as there is still access to 
businesses and destinations on the SRA, and the parallel route is truly close, without too many stops and with 
decent crossings of busy cross roads.] 
  
Identify these parallel facilities as bicycle routes so that the SRA routes can 
be reserved for vehicular traffic. At major obstacles (e.g., river crossings, canals, railroad bridges, limited 
access facilities), ensure that adequate provisions are available so that pedestrians and bicyclists have access 
across these barriers. Chapter 17 provides additional information for bicycle and pedestrian facilities. Chapter 
58 provides information on disabled accessibility requirements. 
 
46-3 SUBURBAN SRA ROUTES 
46-3.04 Intersections 
2. Turning Radii. Insufficient turning radii for trucks can significantly affect capacity at an intersection. Small 
radii may require large trucks to slow down to maneuver through the turn, to encroach into opposing lanes, or 
encroach onto the curb. Design the curb radii to meet the expected design vehicle, typically a WB-50 (WB-15). 
Review turning radii improvements for their impacts on pedestrians and adjacent development. Design 
vehicles are discussed in Section 36-1.08. 
 
46-3.13 Pedestrians and Bicyclists 
On suburban SRA routes, more options are available for accommodating pedestrian and bicycle access than 
in urban areas. For example, although right-of-way availability is still a critical issue, dense development 
immediately adjacent to the roadway is not as common an occurrence as in urban areas. Provisions for 
bicyclists and pedestrians may be accommodated within the SRA right-of-way itself. In suburban situations, 
alternative parallel routes may not always be available. 
 
Access across major obstacles (e.g., river crossings, railroads, limited access facilities) or barriers will be 
accommodated by the SRA if alternative access is not feasible. The choice of how to provide access within the 
SRA corridor is determined on a case-by-case basis. Under all situations, the goal is to provide a continuous 
system of bicycle and pedestrian routes. 
 
Chapter 17 provides guidance on the design of bicycle and pedestrian facilities. Chapter 58 provides 
information on disabled accessibility requirements. 
 
46-4 RURAL SRA ROUTES 
46-4.11 Pedestrians and Bicyclists 
The criterion for pedestrians and bicyclists presented in Section 46-3.13 is also applicable for rural SRA 
routes. 
 



 

 
 
 
Chapter 48 – URBAN HIGHWAYS AND STREETS (New Construction/Reconstruction) 
 
48-2.03 Typical Sections 
Figures 48-2A through 48-2H present the typical cross sections for the various urban facilities.  For a typical 
six-lane urban arterial with a raised-curb median, see Figure 34-3B. Give consideration to safe 
accommodation of pedestrians and bicyclists during the development of the project. Chapter 17 provides 
detailed guidelines for these issues.  [“Give consideration to safe…” is rather weak.  Based on the summaries 
of 17-1.04 and 17-4.01, how about “Plan for the safe…”] 
 
48-2.04 Sidewalks 
Sidewalks are considered integral parts of the urban environment. In these areas, travelers frequently choose 
to make their trip on foot, and pedestrians desire to use a paved surface for the trip. When constructing 
sidewalks, the designer should consider the following: 
1. Warrants. In general, if pedestrian activity is anticipated, provide sidewalks along all curbed suburban and 
urban facilities. Extend all sidewalks to logical termini. If sidewalks are not provided in the initial design, 
grading should be completed so that sidewalks can be added in the future. [Better to have the sidewalk in the 
initial design – the grading is good, but it represents a lost opportunity.]  If sidewalks will not be installed, the 
designer should confer with local officials to ensure that sidewalks are not required or desired.   
New sidewalks or sidewalks replaced because of deterioration which meet these warrants, will only be 
constructed if the local agency is willing to participate financially and assume the maintenance 
responsibility for the sidewalk in accordance with the criteria in Chapter 5. 
[See 5-5.02b for further discussion.]  
. 
2. Widths. A typical sidewalk is 5 ft (1.5 m) wide. If no buffer area is provided, the sidewalk should be 7 ft (2.0 
m) wide to accommodate any appurtenances which may be included in the sidewalk; see Item #4 below. High 
pedestrian volumes may warrant greater widths in business areas and school zones. In these cases, a 
detailed capacity analysis may be required to determine the sidewalk width. Use the Highway Capacity Manual 
for this analysis. 
3. Buffer Areas. If the available right-of-way is sufficient, provide a buffer area between the back of curb and 
sidewalk. These areas provide space for snow storage, utilities, and allow a greater separation between 
vehicles and pedestrians. The buffer area should be 2 ft to 3 ft (600 mm to 900 mm) wide to be effective and 
wider if practical. Buffer areas may also be used for the placement of roadside appurtenances. 
4. Appurtenances. Where a buffer area cannot be provided, the designer should consider the impact of 
roadside appurtenances within the sidewalk (e.g., mailboxes, fire hydrants, parking meters, utility poles). 
These elements may reduce the effective usable width because they interfere with pedestrian activity. 
Typically, a 1 ft (300 mm) minimum width is provided between the sidewalk and right-of-way line. Utility poles 
usually can be located behind the sidewalk in this area providing a clear sidewalk width of 5 ft (1.5 m). 



5. CBD Areas. In central business districts, the entire area between the back of curb and the front of buildings 
is fully paved as a sidewalk. 
6. Disabled Accessibility. Wherever a sidewalk is designated as an accessible route, sidewalk widths, cross 
slopes, longitudinal grades, curb ramps, etc., along public rights of-way must meet the ADA criteria presented 
in Chapter 58. 
7. Bridges. In general, if there is or expected to be pedestrian activity across a bridge, include sidewalks on 
both sides of the bridge. On long bridges, it may be more cost effective to provide a single sidewalk on one 
side. However, a safe crossing must be provided in advance of the bridge if there is evidence of pedestrian 
activity on both sides of the roadway.  [See comment for 14-3.]  See Chapter 39 for typical sections. 
 

 

 
(6) Bicycle Lane Width. Width of a shared bicycle lane is dependent on the posted speed of the street. For a posted speed of 45 mph, 
use a 14 ft (4.2 m) width, and for posted speeds less than 45 mph, use a 13 ft (4.0 m) width.  [Subtle point: it might be better to call this 
“Bicycle Shared Lane Width”.  See previous comments about 13’ widths.] 

 
 
Chapter 57 – TRAFFIC CONTROL DEVICES 
57-4.07(f) Bicycle Detectors 
The two most common devices for bicycle detection include: 
1. Pedestrian Push-Button Detector. With the push-button detector, the bicyclist must stop and push the 
detector button for the controller to record the call. This may require the bicyclist to leave the roadway and 
proceed on the sidewalk to push the detector button. 
[This is generally not an appropriate situation.  Detector buttons are fine if placed conveniently, but often this is 
not the case.] 
2. Inductive-Loop Detector. The inductive-loop detector (e.g., quadrupole) can detect the bicycle without the 
bicyclist's interaction. To ensure detection, the bicyclist should be guided directly over the loop wire. A problem 
with using inductive loop(s) for bicycle detection is that they require a significant amount of metal to be 
activated. Today's bicycle designs tend to use a substantial amount of non-metallic, man-made materials to 
increase their strength and reduce their weight. This substantially has reduced the amount of material that can 
be detected in bicycles. 
 
 
[Not found in the BDE Manual was the handling of pedestrian signal activation and crosswalks in the 
absence of cross-street sidewalks leading to the intersection.  Our understanding is that these 
intersection features would not be added in this situation.  However, this seems to be a “Catch-22” 
scenario, since local agencies may not build a sidewalk up to a state road intersection without 
crossing features.] 



 
[Also, AASHTO has recently released its first pedestrian design guide.  We recommend that the 
existing BDE ped policies, which are fairly minimal, be revised incorporating highlights from this new 
resource.] 
 
[Finally, some other states have contracted out the revision of their bike/ped design policies.  The 
suggestions detailed here are not as comprehensive as a full policy analysis might be.  Particularly 
with IDOT staff shortages, this may be an option to strongly consider.] 


