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Cheyenne On-Street Bikeway and Greenway Design 
Handbook 
Cheyenne has been working to implement on- and off-street projects to encourage walking and cycling, 

improve safety and accessibility, and enhance the quality of the walkway and bikeway networks so that these 

activities become integral parts of daily life. While Cheyenne is growing, it has a predominantly built urban 

environment, and many future on-street projects will involve retrofitting existing streets and intersections. 

Cheyenne and the surrounding area has a moderate demand for on-street parking, a roadway system of high 

capacity arterials and collectors supplemented by a well-developed network of local streets and a Greenway 

system that provides increasing connectivity. Key design challenges include transitions between facility types 

and intersection treatments (e.g., bicyclist left-turns).  

The purpose Cheyenne On-Street Bikeway and Greenway Design Handbook is to provide guidance on a range 

of design options for on-street bicycle and greenway facility treatments. This handbook utilizes information 

from numerous documents from federal, state and local sources with the intention of providing a concise 

summary principles and best practices to be considered during project development and references to manuals 

containing additional material.  

Design guidelines are intended to be flexible and can be applied with professional judgment by designers. 

Specific national and state guidelines are identified in this document, as well as design treatments that may 

exceed these guidelines. These design concepts are based on current bikeway and trail design guidelines for 

typical situations provided in relevant planning documents, including: 

 City of Cheyenne & Board of Public 

Utilities Construction Specifications and 
Standard Drawings 

  City of Cheyenne Parks and Recreation 
Design Standards 

 City of Cheyenne Road, Street and Site 
Planning Design Standards  

 Laramie County Road, Street and Site Design 
Standards

In addition, Association of State Highway and Transportation Officials (AASHTO) Guide for the Development of 
Bicycle Facilities, and the Manual of Uniform Traffic Control Devices (MUTCD) 2009, Part 9 Traffic Controls for 

Bicycle Facilities were also used. The Cheyenne On-Street Bikeway and Greenway Design Handbook uses 

these documents as a baseline for minimum conditions. This Handbook also includes several sections 

featuring innovative design treatments that provide creative solutions that have been used nationally and 

internationally to create bikeways appealing to a wide range of users. 

The following are key principles for these bicycle guidelines: 

 The bicycling and trail environment should be safe. Bicycle routes, pathways, crossings, and should be 

designed and built to be free of hazards and to minimize conflicts with external factors such as 

noise, vehicular traffic and protruding architectural elements. 

 The bicycle and trail network should be accessible. Bicycle routes, pathways and crosswalks should 

ensure the mobility of all users by accommodating the needs of people regardless of age or ability. 

Bicyclists have a range of skill levels, and facilities should be designed for use by experienced cyclists 

at a minimum, with a goal of providing for inexperienced / recreational bicyclists (especially children 
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and seniors) to the greatest extent possible.  In areas where specific needs have been identified (e.g., 

near schools) the needs of appropriate types of bicyclists should be accommodated.  

 The bicycle and trail network should connect to places people want to go. The bicycle and trail 

network should provide a continuous direct routes and convenient connections between 

destinations, including homes, schools, shopping areas, public services, recreational opportunities 

and transit. 

 The bicycling and trail environment should be clear and easy to use. Bicycle routes, pathways and 

crossings should be designed so people can easily find a direct route to a destination and delays are 

minimized.  

 The bicycling and trail environment should provide good places. Good design should enhance the feel 

of the bicycle and trail environment. A complete network of on-street bicycling facilities should 

connect seamlessly to the existing and proposed off-street pathways to complete recreational and 

commuting routes around the Cheyenne area. 

 Bicycle and trail improvements should be economical. Improvements should be designed to achieve 

the maximum benefit for their cost, including initial cost and maintenance cost, as well as reduced 

reliance on more expensive modes of transportation. Where possible, improvements in the right-of-

way should stimulate, reinforce and connect with adjacent private improvements. 

National and State Guidelines / Best Practices 
The following is a list of references and sources utilized to develop design guidelines for the Cheyenne On-

Street Bikeway and Greenway Design Handbook.  Many of these documents are available online and are a 

wealth of information and resources available to the public. 

Federal Guidelines 
 American Association of State Highway and Transportation Officials (AASHTO). 1999. AASHTO 

Guide for the Development of Bicycle Facilities. http://www.transportation.org  

 American Association of State Highway and Transportation Officials (AASHTO). 2001. Policy on 
Geometric Design of Streets and Highways. http://www.transportation.org  

 Federal Highway Administration (FHWA). 2009. Manual on Uniform Traffic Control Devices.  

http://mutcd.fhwa.dot.gov 

 National Cooperative Highway Research Program (NCHRP). 2010. NCHRP Report 672: 

Roundabouts: An Informational Guide, Second Edition. 

http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_672.pdf 

 United States Access Board. 2011. Proposed Accessibility Guidelines for Pedestrian Facilities in the Public Right-
of-Way, http://www.access-board.gov/prowac/nprm.htm1 

 United States Access Board. 1999. Regulatory Negotiation Committee on Accessibility Guidelines for 

Outdoor Developed Areas Final Report. 1999. http://www.access-board.gov/outdoor/outdoor-rec-

rpt.htm 

                                                                  

 
1 This document is still in draft format and is subject to change. 



3  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

State and Local Guidelines 
 Wyoming Department of Transportation, Wyoming State Bicycle and Pedestrian Transportation Plan, 

2002.http://www.dot.state.wy.us/webdav/site/wydot/shared/Planning/Wyoming%20Bicycle%20&

%20Pedestrian%20Transportation%20Plan.pdf 

 City of Cheyenne, 2006.  Plan Cheyenne: Transportation Master Plan. http://www.plancheyenne.com/ 

 City of Cheyenne, 2007.  City Construction Standards. 

http://www.cheyennecity.org/DocumentView.aspx?DID=240 

 City of Cheyenne Parks and Recreation Department, 2009. Parks and Recreation Design Standards.  
 City of Cheyenne, 2007. Road, Street and Site Design Standards. 

http://www.cheyennecity.org/DocumentView.aspx?DID=1051 

 Laramie County, 2011. Road, Street and Site Design Standards. 
http://webgate.co.laramie.wy.us/_departments/_planning/_docs/road_street_and_site.pdf  

Best Practices Documents 
 Alta Planning + Design. 2009. Cycle Tracks: Lessons Learned. 

http://www.altaplanning.com/App_Content/files/pres_stud_docs/Cycle%20Track%20lessons%20le

arned.pdf 

 Association of Pedestrian and Bicycling Professionals (APBP). 2009. Bicycle Parking Guidelines, 

Second Edition. 

 Bureau of Highway Operations (2010) HAWK Pedestrian Signals: A Survey of National Guidance, 

State Practice and Related Research. 

http://on.dot.wi.gov/wisdotresearch/database/tsrs/tsrhawksignals.pdf  

 City of Chicago. Bike Lane Design Guide. http://www.bicyclinginfo.org/pdf/bike_lane.pdf  

 CROW. 2006. Record 25: Design Manual for Bicycle Traffic. CROW, The Netherlands. 

 Federal Highway Administration (FHWA) Report HRT-04-100. 2005. Safety Effects of Marked Versus 
Unmarked Crosswalks at Uncontrolled Locations. http://www.tfhrc.gov/safety/pubs/04100/  

 FHWA. 2001. Designing Sidewalks and Trails for Access. 
http://www.fhwa.dot.gov/environment/sidewalk2/contents.htm   

 Initiative for Bicycle & Pedestrian Innovation (IBPI), Portland State University and Alta Planning + 

Design. 2009. Fundamentals of Bicycle Boulevard Planning & Design.  

http://www.ibpi.usp.pdx.edu/media/BicycleBoulevardGuidebook.pdf  

 Jennifer Rosales. 2006. Road Diet Handbook: Setting Trends for Livable Streets.  

 Michael King. 2002.  Bicycle Facility Selection: A Comparison of Approaches. 

http://www.bicyclinginfo.org/pdf/bikeguide.pdf  

 NCHRP. 2006. Improving Pedestrian Safety at Unsignalized Crossings, Report 562, 2006. 

http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_562.pdf 

 National Alliance of City Transportation Officials (NACTO). 2010. Urban Bikeway Design Guide. 
 Office of Transportation City of Portland, Oregon. 2010.  Bicycle Master Plan for 2030. 

http://www.portlandonline.com/transportation/index.cfm?c=44597 

 Oregon Department of Transportation. 1995. Oregon Bicycle and Pedestrian Plan. 

http://www.oregon.gov/ODOT/HWY/BIKEPED/planproc.shtml  

 Vélo Québec. 2003. Technical Handbook of Bikeway Design. 
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 Wisconsin Department of Transportation. 2004. Wisconsin Bicycle Facility Design Handbook. 

http://www.dot.wisconsin.gov/projects/bike.htm  
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1. On-Street Facility Design Guidelines 
There are a range of different bicycle facility types that can be applied in various contexts, which provide varying levels of 
protection or separation from automobile traffic.  This section summarizes best practice on-street bicycle facility design 
from North America and elsewhere. 

1.1. Facility Selection 
There are a wide variety of techniques for selecting the type of facility for a given context.  Roadway characteristics that 
are often used include: 

 Motor vehicle speed and volume  

 Presence of heavy vehicles/trucks 

 Roadway width 

 Demand for bicycle facilities 

 User preference 

 Land use/urban or rural context 

There are no ‘hard and fast’ rules for determining the most appropriate type of facility for a particular location; 
engineering judgment and planning skills are critical elements of this decision.  

A 2002 study combined bikeway dimension standards for ten different communities in North America. The goal of the 
study was to survey the varying requirements available and provide a best practices approach for providing bicycle 
facilities. The study included a comparison with European standards, and found that “North Americans rely much more 
on wide lanes for bicycle accommodation than their counterparts overseas.” The table below shows the results of this 
analysis, which recommends use of bike lanes or shoulders, wide lanes, or standard 11-12 foot travel lanes. This final chart 
is useful understanding generally, when increased bicycle and motor vehicle separation is desirable.  

Bicycle Facility Selection Chart 
(Adapted from King,. Michael. (2002). Bicycle Facility Selection: A Comparison of Approaches. Pedestrian and Bicycle Information 

Center and Highway Safety Research Center, University of North Carolina – Chapel Hill, The London Cycling Design Standards and 
the Oregon Bicycle and Pedestrian Design Guidelines. 



8  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

1.2. Shared Roadways 

Design Summary  

 
Shared roadway recommended configuration. 

 
 
 
 

 Any street without specific bicycle facilities, where 
bicycling is permitted. 

 Can be signed connections, often to trails or other 
major destinations. 

 MUTCD Sign R4-11 BICYCLES MAY USE FULL 
LANE sign may be used on roadways where no 
bicycle lanes or adjacent shoulders usable by 
bicyclists are present and where travel lanes are too 
narrow for bicyclists and motor vehicles to operate 
side by side (MUTCD Section 9B.06). 

Discussion 
A treatment appropriate for commuter riders and those 
accessing a trail, shared roadways can provide a key 
connection. Shared roadways are indicated exclusively 
by signage, which provide key connections to 
destinations and trails where providing additional 
separation is not possible. 

Roadways appropriate for shared roadways often have a 
centerline stripe only, and no designated shoulders. 
Bicyclists are forced to share a travel lane with 
automobiles. This type of facility can be developed on a 
rural roadway without curb and gutter. It can also be 
used on an urban road where traffic speeds and volumes 
are low, although shared lane markings in addition to 
signage may be more appropriate in these locations. The 
Shared Lane Marking, described in the MUTCD is 
typically used as a visual aid to signify that cyclists are 
sharing the route. Bicycle boulevards are typically 
considered enhanced shared roadways and include 
multiple design treatments intended to enhance cyclist 
safety and comfort. Additional information on bicycle 
boulevards is included in section 1.5 of this document. 

 

Guidance 
See also: 

 FHWA, 2009. MUTCD Section 9B.20 Bicycle Guide 
Signs. 
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1.3. Shoulder Bikeways 

Design Summary  

 
Recommended shoulder bikeway configuration. 

 
 

 
Shoulder bikeways are appropriate along wide rural roads 

where vehicles can avoid passing close to bicyclists. 
 

Cheyenne Road, Street and Site Design Standards recommended 
widths for shoulders/bike lanes (measured from painted 
edgeline to edge of pavement): 

 6-foot shoulder on principal arterial streets, 6’ bike 
lane on urban collector streets without on-street 
parking. 

 11-foot shared bike/parking lane on urban collector 
streets with on-street parking. Optional shoulder/bike 
lane on urban local streets without on-street parking.  

 5-foot minimum shoulder on rural road sections. Can 
include pavement markings and ‘Share the Road” 
signage. 

Discussion 
On streets without adequate space for bike lanes, or on 
rural roads with a large shoulder, shoulder bikeways can 
accommodate bicycle travel. Shoulder bikeways are 
generally used by commuter and long-distance recreational 
riders, rather than families with children or inexperienced 
riders.  

In many cases, the opportunity to develop a full standard 
bike lane on a street where it is desirable may be many 
years. It is possible to stripe the shoulder in lieu of bike 
lanes if the area is 50 percent of the desirable bike lane 
width and the outside lane width can be reduced to the 
AASHTO minimum. If the available width is 2/3 of the 
desirable bike lane width, the full bike lane treatment of 
signs, legends, and an 8” bike lane line would be provided. 
Where feasible, extra width should be provided with 
pavement resurfacing jobs, but not exceeding desirable 
bike lane widths. 

 

Guidance 
The Laramie County Land Use Regulations has further 
guidance on design and minimum standards for shoulders, 
including increased detail regarding rural road sections.  

See also: 

 FHWA, 2009. MUTCD Section 9B.20 Bicycle Guide 
Signs. 
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1.4. Bike Lanes 

Design Summary 

 
Bike lanes are a popular accommodation for 

commuter and recreational cyclists. 
 

 
 

Designated exclusively for bicycle travel, bike lanes are separated from 
vehicle travel lanes with striping and also include pavement stencils. Bike 
lanes are most appropriate on arterial and collector streets where 
increased separation from motor vehicle traffic would enhance cyclist 
safety and comfort.  

Cheyenne Road, Street and Site Planning Design Standards recommends 
minimum widths for bike lanes by street classification (measured from 
painted edgeline to edge of pavement): 

 6-foot bike lane on urban collector streets without on-street 
parking. 

 11-foot shared bike/parking lane on urban collector streets with on-
street parking. 

 Optional shoulder/bike lane on urban local streets without on-street 
parking. 

AASHTO and other guides recommend a five-foot minimum for bike 
lanes, with four feet only in restricted corridors. The 11-foot width for a 
shared bike lane/parking lane recommended by the Road, Street and Site 
Design Standards will likely have an effective width for bicycling of less 
than 4-feet, as the Standards also recommend widths of 8-feet to 11-feet for 
parking lanes alone.  

Discussion 

Many bicyclists, particularly less experienced riders, are more 
comfortable riding on a busy street if it has a striped and signed bike lane 
than if they are expected to share a wide lane. Providing marked facilities 
such as bike lanes is one way of helping to persuade more tentative riders 
to try bicycling.  

Bike lanes can increase safety and promote proper riding by: 

 Defining road space for bicyclists and motorists, reducing the 
possibility that motorists will stray into the cyclists’ path. 

 Discouraging bicyclists from riding on the sidewalk. 

 Reminding motorists that cyclists have a right to the road. 

In an urban setting, it is crucial to ensure that bike lanes and adjacent 
parking lanes have sufficient width, so that cyclists have enough room to 
avoid opened vehicle doors. Cyclist turning movements may be 
facilitated by intersection improvements (e.g., bike boxes, dedicated turn 
lanes and Two Stage Turn Queue boxes.) Guidance is included in Section 
2 and Section 1.6.  
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1.4. Bike Lanes 

Guidance 

The Cheyenne Road, Street and Site Planning Design Standards define bicycle lanes as “A portion of a roadway or shoulder 
which has been designated for use by bicyclists. It is distinguished from the portion of the roadway from motor vehicle 
traffic by a paint stripe, curb, or other similar device.” 

See also: 

 AASHTO, 1999. Guide for the Development of Bicycle Facilities.  

 FHWA, 2009. MUTCD Section 9C.04 Markings for Bicycle Lanes. 

 NACTO. 2010. Urban Bikeway Design Guide. 
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1.4.1. Guidelines for Bike Lanes 

Bike Lane Adjacent to On-Street Parallel Parking 

Design Summary 

   
Parking ‘T’ bike lane design.  

 

  
Parking buffer bike lane design.  

Bike Lane Width:  

 Six-foot recommended when parking stalls are marked. 

 Four-foot minimum in constrained locations. 

 Five-foot acceptable if parking not marked (drivers tend to park 
closer to the curb where parking is unmarked). 

 Seven-foot maximum (greater widths may encourage vehicle 
loading in bike lane). 

Travel Lane Width: 

 11-feet to 12-feet for a shared lane adjacent to a curb face. 

 11-foot minimum for a shared bike/parking lane where parking is 
permitted but not marked on streets without curbs. 

Discussion 

Bike lanes adjacent to on-street parallel parking are common in the 
U.S. and can be dangerous for bicyclists if not designed properly. 
Crashes caused by a suddenly-opened vehicle door are a common 
hazard for bicyclists using this type of facility. On the other hand, wide 
bike lanes may encourage the cyclist to ride farther to the right (door 
zone) to maximize distance from passing traffic. Wide bike lanes may 
also cause confusion with unloading vehicles in busy areas where 
parking is typically full.  

Some treatments to encourage bicyclists to ride away from the ‘door 
zone’ include: 

 Installing parking “T’s” and smaller bike lane stencils placed to the 
left (see graphic at top). 

 Provide a buffer zone (preferred design; shown bottom). Bicyclists 
traveling in the center of the bike lane will be less likely to 
encounter open car doors. Motorists have space to stand outside 
the bike lane when loading and unloading. 

Guidance 

From AASHTO, 1999. Guide for the Development of Bicycle Facilities:  

“If parking is permitted, the bike lane should be placed between the 
parking area and the travel lane and have a minimum width of five feet. 
Where parking is permitted but a parking stripe or stalls are not 
utilized, the shared area should be a minimum of 11-feet without a curb 
face and adjacent to a curb face. If the parking volume is substantial or 
turnover is high, an additional one to two feet of width is desirable.” 
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1.4.1. Guidelines for Bike Lanes 

Bike Lane Adjacent to On-Street Diagonal Parking 

Design Summary  

 
Recommended bike lane adjacent to on-street diagonal parking design. 

 
 
 

 
“Back-in” diagonal parking is safer for cyclists than “head-in” diagonal 

parking due to drivers’ visibility as they exit the parking spot. 

Bike Lane Width:  

 Five-foot minimum. 

 White four-inch stripe separates bike lane 
from parking bays. 

 Parking bays are sufficiently long to 
accommodate most vehicles (vehicles do not 
block bike lane). 

Discussion 

In areas with high parking demand such as urban 
commercial areas, diagonal parking can be used to 
increase parking supply. Conventional “head-in” 
diagonal parking is not recommended in 
conjunction with high levels of bicycle traffic or 
with the provision of bike lanes as drivers backing 
out of conventional diagonal parking spaces have 
poor visibility of approaching bicyclists. 

The use of “back-in diagonal parking” or “reverse 
angled parking” is recommended over head-in 
diagonal parking. This design addresses issues with 
diagonal parking and bicycle travel by improving 
sight distance between drivers and bicyclists and 
has other benefits to vehicles including: loading and 
unloading of the trunk occurs at the curb rather 
than in the street, passengers (including children) 
are directed by open doors towards the curb, no 
door conflict with bicyclists. While there may be a 
learning curve for some drivers, using back-in 
diagonal parking is typically an easier maneuver 
than conventional parallel parking. 

 

Guidance 

This treatment is scheduled for inclusion in the 
pending update of the AASHTO, 1999. Guide for the 
Development of Bicycle Facilities. 

 

 

 

 

 



14  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

1.4.1. Guidelines for Bike Lanes 

Bike Lane Without On-Street Parking 

Design Summary 

 
Recommend bike lane without on-street parking design. 

Bike Lane Width:  

 Four-foot minimum when no curb and gutter is 
present. 

 Five-foot minimum when adjacent to curb and 
gutter. 

Recommended Width: 

 Six-feet where right-of-way allows. 

Maximum Width: 

 Eight-feet adjacent to arterials with high travel 
speeds (45 mph+). 

 

 

 

 

 

Discussion 

Wider bike lanes are desirable in certain circumstances such as on 
higher speed arterials (40 mph+) where a wider bike lane can increase 
separation between passing vehicles and cyclists. Wide bike lanes are 
also appropriate in areas with high bicycle use. A bike lane width of six 
to eight feet makes it possible for bicyclists to pass each other without 
leaving the bike lane. Appropriate signing and stenciling is important 
with wide bike lanes to ensure motorists do not mistake the lane for a 
vehicle lane or parking lane. 
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1.4.1. Guidelines for Bike Lanes 

Buffered Bike Lanes 

Design Summary 

Recommended buffered bike lane design. 
 

Buffered bike lanes protect cyclists from fast-
moving traffic 

Guidelines for buffer width varies: 

 2.6 feet (London and Brussels). 

 1.6-2.5 feet (CROW Guide). 

 

Discussion 

Bike lanes on high-volume or high-speed roadways can be uncomfortable 
for cyclists, as automobiles pass or are parked too close to bicyclists. 
Buffered bike lanes are designed to increase the space between the bike 
lanes and the travel lane or parked cars.  

This treatment is appropriate on roadways with higher automobile volumes 
and speeds, bike lanes adjacent to parked cars, and roadways with a high 
volume of truck or oversized vehicle traffic. Frequency of right turns by 
motor vehicles at major intersections should determine whether continuous 
or truncated buffer striping should be used approaching the intersection. 

Advantages of buffered bike lanes: 

 Provides cushion of space to mitigate friction with motor vehicles on 
streets with narrow bike lanes. 

 Provides space for cyclists to pass one another without encroaching 
into the travel lane. 

 Provides space for cyclists to avoid potential obstacles in the bike 
lanes, including drainage inlets, manholes, trash cans or debris. 

 Parking side buffer provides cyclists with space to avoid the ‘door 
zone’ of parked cars. 

 Provides motorists greater shy distances from cyclists in the bike lane. 

Disadvantages / potential hazards 

 Requires additional roadway space. 

 Requires additional maintenance for the buffer striping. 

 Frequency of parking turnover should be considered prior to installing 
buffered bike lanes. 

Guidance  

The City of Portland, Oregon included this treatment in the Bikeway 
Design Best Practices for the Bicycle Master Plan for 2030. Buffered bike 
lanes are currently used in many locations including Seattle, Washington; 
San Francisco, California; Ft Collins, Colorado and New York, New York. 

See also:  

 NACTO. 2010. Urban Bikeway Design Guide. 
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1.4.2. Guidelines for Bike Lanes 

Contraflow Bike Lane 

Design Summary 

 
Recommended contraflow bike lane design. 

 
 

 The contraflow lane should be 5.0 feet to 6.5 feet and marked 
with a solid double yellow line and appropriate signage.  

 Bike lane markings should be clearly visible to ensure that the 
contraflow lane is exclusively for bicycles.  

 Coloration should be considered on the bike lane. 

Discussion 

Contraflow bike lanes provide bi-directional bicycle access along a 
roadway that is one-way for automobile traffic. This treatment can 
provide direct access and connectivity for bicyclists, avoiding 
detours and reducing travel distances for cyclists. 

Advantages of contraflow bike lanes: 

 Provides direct access and connectivity for bicycles traveling in 
both directions. 

 Influences motorist choice of routes without limiting bicycle 
traffic. 

 Cyclists do not have to make detours as a result of one-way 
traffic. 

Disadvantages / potential hazards: 

 Contraflow lanes violate driver expectancy and may require 
additional traffic controls/signage to minimize potential 
conflict 

 Space requirements may require reallocation of roadway space 
from parking or travel lanes. Parking should not be provided on 
the curb side of the contraflow bike lane. 

 The lane could be illegally used by motorists for loading or 
parking. 

 Conversion from a two-way street requires elimination of one 
direction of automobile traffic 

 Public outreach should be conducted prior to implementation 
of this treatment. 

Guidance 

This treatment is a federally-recognized design standard, and 
present in some state department of transportation manuals, such as 
the Wisconsin Bicycle Facility Design Handbook. 

The City of Portland, OR included this treatment in the Bikeway 
Design Best Practices for the Portland Bicycle Plan for 2030. Contraflow 
bike lanes are currently used in Olympia and Seattle, Washington as 
well as Madison, Wisconsin; Cambridge, Massachusetts; San 
Francisco, California; and Portland, Oregon. 
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1.4.3. Bike Lanes at Roundabouts 

Design Summary  

 
Recommended bike lane at roundabout design. 

(Source: UC Berkeley Traffic Safety Center for Caltrans, Identifying 
Factors that Determine Bicyclist and Pedestrian-Involved 

Collision Rates and Bicyclist and Pedestrian Demand at Multi-
Lane Roundabouts, 2009). 

 Reduce the speed differential between circulating 
motorists and bicyclists (25 mph maximum 
circulating design speed). 

 Design approaches/exits to the lowest speeds 
possible, to reduce the severity of potential collisions 
with pedestrians. 

 Encourage bicyclists navigating the roundabout like 
motor vehicles to “take the lane.”   

 Maximize yielding rate of motorists to pedestrians 
and bicyclists at crosswalks. 

 Provide separated facilities for bicyclists who prefer 
not to navigate the roundabout on the roadway. Do 
not extend bike lanes through a roundabout. 

 Indicate to drivers and bicyclists the correct way to 
circulate through the roundabout through 
appropriately designed signage, pavement markings 
and geometric design elements. 

 Indicate to drivers, bicyclists and pedestrians the 
right-of-way rules through appropriately designed 
signage, pavement markings and geometric design 
elements. 

Discussion 

Research indicates that while single-lane roundabouts may benefit bicyclists and pedestrians by slowing traffic, multi-
lane roundabouts may increase safety problems for these users.  Multi-lane roundabouts pose the following challenges to 
bicyclists riding in a bike lane: 

 Bicyclists must take the lane before they enter the roundabout to avoid becoming caught in a “right hook,” a situation 
in which a motorist turns right, across the path of a bicyclist traveling straight.  Entry leg speeds must be slow 
enough for bicyclists to be able to take the lane safely. 

 Theoretically, once motor vehicle volumes reach a certain magnitude, there are no gaps in traffic large enough to 
accommodate a bicyclist. 

 Bicyclists must be able to correctly judge the speed of circulating motorists to find a gap that is large enough for them 
to safely enter the roundabout.  This task is particularly difficult if the circulating motorists are traveling at a much 
higher speed than the bicyclists.  In addition, if circulating speeds in a roundabout are much higher than 20 mph, 
drivers behind a bicyclist may become impatient, and may pass the bicyclist and turn in front of them, creating more 
risks for the bicyclist. 

 As a circulating bicyclist approaches an entry lane, a driver waiting to enter must notice the bicyclist, properly judge 
the bicyclist’s speed, and yield to him/her if necessary.  In a location where there are few bicyclists, motorists may not 
register that a bicyclist is approaching.  If a bicyclist is hugging the curb, he or she may be outside the motorist’s cone 
of vision. 

Guidance 

See also: 

 National Cooperative Highway Research Program. 2010. NCHRP Report 672: Roundabouts: An Informational Guide, Second 
Edition. 
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1.4.4. Retrofitting Existing Streets with Bike Lanes 

Most major streets in Cheyenne are characterized by conditions (e.g., high vehicle speeds and/or volumes) for which 
bike lanes are appropriate to accommodate safe and comfortable riding. Although opportunities to add bike lanes 
through roadway widening may exist in some locations, most major streets in Cheyenne pose physical and other 
constraints requiring street retrofit measures within existing curb-to-curb widths. As a result, many of the 
recommended measures effectively reallocate existing street width through striping modifications to accommodate bike 
lanes. 

The Structure section of the Plan Cheyenne Transportation Plan states that bicycle facilities should be built on all new 
roadways, but also directs the implementing agency to retrofit existing roadways with bicycle facilities as part of any 
major reconstruction project.  The following sections provide design guidance for how this can be done.  The Cheyenne 
2030 Bicycle Vision Plan identifies several high priority locations for retrofitting bicycle facilities. 

Roadway Widening 

Design Summary  

Roadway widening is more feasible on roads 
lacking curbs, gutters and sidewalks. 

Bike Lane Width 

 6-feet preferred. 

 4-foot minimum (see bike lane guidance). 

Discussion 

Bike lanes could be accommodated on several streets with excess right-
of-way through shoulder widening. Although street widening incurs 
higher expenses compared with re-striping projects, bike lanes could 
be added to streets currently lacking curbs, gutters and sidewalks 
without the high costs of major infrastructure reconstruction. 

As a long-term measure, the implementing agency should find 
opportunities to add bike lanes to other major streets where they are 
needed. Opportunities include adding bike lanes as streets and bridges 
are widened for additional auto capacity or as property development 
necessitates street reconstruction.  

Guidance 
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1.4.4. Retrofitting Existing Streets with Bike Lanes 

 
Example of roadway widening to accommodate bike lanes and sidewalks. 
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Lane Narrowing (Road Diet 1) 

Design Summary  

 
This street previously had 13-foot vehicle travel lanes, 

which were narrowed to accommodate bike lanes 
without removing a lane. 

Vehicle Lane Widths: 

 Before: 12 to 15 feet; after: 10 to 11 feet. 

Bike Lane Width: 

 See bike lane design guidance. 

Discussion 

Also called a ‘Road Diet’, lane narrowing utilizes roadway space 
that exceeds minimum standards to create the needed space to 
provide bike lanes. Many roadways in Cheyenne have existing 
lanes that are wider than those prescribed in local and national 
roadway design guides, or which are not marked. Most standards 
allow for the use of 11-foot and sometimes 10-foot wide travel 
lanes to create space for bike lanes. 

Special consideration should be given to the amount of heavy 
vehicle traffic and horizontal curvature before the decision is 
made to narrow travel lanes. Center turn lanes can also be 
narrowed in some situations to free up pavement space for bike 
lanes. 

Guidance 

 

Example of vehicle travel lane narrowing to accommodate bike lanes. 
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Lane Reconfiguration (Road Diet 2) 

Design Summary  

 
This road was re-striped to convert four vehicle travel 

lanes into three travel lanes with bike lanes. 

Vehicle Lane Widths: 

 Width depends on project. No narrowing may be needed if a 
lane is removed. 

Bike Lane Width: 

 See bike lane design guidance. 

Discussion 

The removal of a single travel lane will generally provide sufficient 
space for bike lanes on both sides of a street. Streets with excess 
vehicle capacity provide opportunities for bike lane retrofit projects. 
Depending on a street’s existing configuration, traffic operations, 
user needs, and safety concerns, various lane reduction 
configurations exist. For instance, a four-lane street (with two 
travel lanes in each direction) could be modified to include one 
travel lane in each direction, a center turn lane, and bike lanes. Prior 
to implementing this measure, a traffic analysis should identify 
impacts. 

This treatment is slated for inclusion in the update to the AASHTO 
Guide for the Development of Bicycle Facilities. 

Guidance 

 
Example of vehicle travel lane reconfiguration to accommodate bike lanes. 
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Parking Reduction (Road Diet 3) 

Design Summary  

 
Some streets may not require parking on both 

sides. 

Vehicle Lane Widths: 

Width depends on project. No narrowing may be needed depending 
on the width of the parking lane to be removed. 

Bike Lane Width: 

See bike lane design guidance. 

Discussion 

Bike lanes could replace one or more on-street parking lanes on streets 
where excess parking exists and/or the importance of bike lanes 
outweighs parking needs. For instance, parking may be needed on only 
one side of a street (as shown below and at right). Eliminating or 
reducing on-street parking also improves sight distance for cyclists in 
bike lanes and for motorists on approaching side streets and 
driveways. Prior to reallocating on-street parking for other uses, a 
parking study should be performed to gauge demand.  

Guidance 
 

 
Example of parking removal to accommodate bike lanes. 
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1.5. Bicycle Boulevards 

Design Summary 

 
Recommended design for bike routes/ bicycle 

boulevards. 
 

 
Bicycle boulevards are low-speed streets that 

provide a comfortable and pleasant experience 
for cyclists. 

 Roadway width varies depending on roadway configuration. 

 Use MUTCD D11-1 “Bike Route” sign as specified for shared 
roadways. 

 Shared lane markings may be applied. 

 Intersection treatments, traffic calming, and traffic diversions can be 
utilized to improve the cycling environment, as recommended in the 
following pages. 

Discussion 

Treatments for bicycle boulevards include five “application levels” based 
on their level of physical intensity, with Level 1 representing the least 
physically-intensive treatments that could be implemented at relatively 
low cost. Identifying appropriate application levels for individual bicycle 
boulevards typically requires engineering review and community 
consultation to determine the desired roadway function within the 
context of the roadway network.  

Traffic calming and other treatments along the corridor reduce vehicle 
speeds so that motorists and bicyclists generally travel at the same speed, 
creating a more comfortable environment for all users. Bicycle boulevards 
incorporate treatments to facilitate convenient crossings where the route 
crosses a major street. They work best in well-connected street grids 
where riders can follow reasonably direct and logical routes and when 
higher-order parallel streets exist to serve through vehicle traffic.  

Bicycle boulevards/bike routes can be treated with shared lane markings, 
directional signage, traffic diverters, chicanes, chokers, and /or other 
traffic calming devices to reduce vehicle speeds or volumes.  

Bicycle boulevards can employ a variety of treatments from signage to 
traffic calming and pavement stencils. The level of treatment provided at 
a specific location depends on several factors, which are discussed in 
greater detail in this section. 
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1.5. Bicycle Boulevards 

Bicycle boulevards serve a variety of purposes: 

 Parallel major streets lacking dedicated bicycle 
facilities: Higher-order streets typically include 
major bicyclist destinations (e.g., commercial 
and employment areas). However, these 
corridors often lack bike lanes or other 
dedicated facilities, creating an uncomfortable, 
unattractive and potentially unsafe riding 
environment. Bicycle boulevards serve as 
alternate parallel facilities that allow cyclists to 
avoid major streets for longer trips. 

 Parallel major streets with bicycle facilities that 
are uncomfortable for some users: Some users 
may not feel comfortable using bicycle facilities 
on major streets due to high traffic volumes and 
vehicle speeds, conflicts with motorists entering 
and leaving driveways, and/or conflicts with 
buses loading and unloading passengers. 
Children and less-experienced riders might find 
these environments especially challenging. 
Utilizing lower-order streets, bicycle boulevards 
provide alternate route choices for these 
bicyclists. It should be noted that bike lanes on 
major streets provide important access to key 
land uses, and the major street network often 
provides the most direct routes between major 
destinations. For these reasons, bicycle 
boulevards should complement bike facilities on 
major streets and not serve as a substitute. 

 Ease of implementation on most local streets: 
bicycle boulevards incorporate cost-effective 
and less physically-intrusive treatments than 
bike lanes and cycle tracks. Most streets could 
be provided relatively inexpensive treatments 
like new signage, pavement markings, striping 
and signal improvements to facilitate bicyclists’ 
mobility and safety. Other potential treatments 
include curb extensions, medians, and other 
features that can be implemented at reasonable 
cost and are compatible with emergency vehicle 
accessibility. 

 Benefits beyond an improved bicycling 
environment: Residents living on bicycle 
boulevards benefit from reduced vehicle speeds 
and through traffic, creating a safer and more-
attractive environment. Pedestrians and other 
users can also benefit from boulevard treatments 
(e.g., by improving the crossing environment 
where boulevards meet major streets). 

Sample bicycle boulevard treatments. 
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1.5. Bicycle Boulevards 

Bicycle Boulevard Application Levels 

 

 
 

It should be noted that corridors targeted for higher-level applications would also receive relevant lower-level 
treatments. For instance, a street targeted for Level 3 applications should also include Level 1 and 2 applications as 
necessary. It should also be noted that some applications may be appropriate on some streets while inappropriate on 
others. In other words, it may not be appropriate or necessary to implement all “Level 2” applications on a Level 2 
street. Furthermore, several treatments could fall within multiple categories as they achieve multiple goals. To identify 
and develop specific treatments for each bicycle boulevard, the implementing agencyshould involve the bicycling 
community and neighborhood groups. Further analysis and engineering work may also be necessary to determine the 
feasibility of some applications. 

The implementing agency should strive to implement bicycle boulevards of Level 3 or higher, with additional traffic 
calming or diversion as needed. 

Guidance 

The Cheyenne Road, Street and Site Planning Design Standards do not currently define bicycle boulevards; until a reference to 
bicycle boulevards is incorporated into the Standards, they may considered a shared roadway. 

See also: 

 Alta Planning + Design and IBPI. 2009. Bicycle Boulevard Planning and Design Handbook.   

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 
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1.5.1. Level 1: Bicycle Boulevard Signing 

Design Summary 

 
Sample bicycle boulevard signage. 

  

 
Wayfinding signs help bicyclists stay on designated 

bicycle routes and anticipate the distance to their 
destination. 

 
Identification signs can be used to brand the boulevard 

system.  

 Signing is a cost effective and highly visible treatment that 
can improve the riding environment on a bicycle boulevard.  

 The City of Cheyenne, Laramie County and other local 
jurisdictions should adopt consistent signage and pavement 
markings. 

Discussion 

Wayfinding Signs: 

Wayfinding signs are typically placed at key locations leading to 
and along bicycle boulevards, including where multiple routes 
intersect and at key bicyclist “decision points.” Wayfinding signs 
displaying destinations, distances and “riding time” can dispel 
common misperceptions about time and distance while 
increasing users’ comfort and accessibility to the boulevard 
network.  

Wayfinding signs also visually cue motorists that they are 
driving along a bicycle route and should correspondingly use 
caution. Note that too many signs tend to clutter the right-of-
way, and it is recommended that these signs be posted at a level 
most visible to bicyclists and pedestrians, rather than per vehicle 
signage standards. Additional guidance on wayfinding signing is 
included in Section 4. 

Warning Signs: 

Warning signs advising motorists to “share the road” and “watch 
for bicyclists” may also improve bicycling conditions on 
boulevards. These signs are especially useful near major bicycle 
trip generators such as schools, parks and other activity centers. 
Warning signs should also be placed on major streets 
approaching bicycle boulevards to alert motorists of bicyclist 
crossings. 

Guidance 

See also: 

 Alta Planning + Design and IBPI.2009. Bicycle Boulevard 
Planning and Design Handbook.   

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and 
Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 

 FHWA, 2009. MUTCD. 

 NACTO, 2010. Urban Bikeway Design Guide. 
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1.5.2. Level 2: Bicycle Boulevard Pavement Markings 

Design Summary 

 
Shared lane markings also provide 

directional support for bicyclists.  
 

Example of on-street parking delineation. 
  

 
Bicycle boulevard identification marker.  

 

Use pavement markings to designate bicycle boulevards and provide 
directional/wayfinding information 

Discussion 

On-Street Parking Delineation:  

Delineating on-street parking spaces with paint or other materials clearly 
indicates where a vehicle should be parked, and can discourage motorists 
from parking their vehicles too far into the adjacent travel lane.  This helps 
cyclists by maintaining a wide enough space to safely share a travel lane with 
moving vehicles while minimizing the need to swerve farther into the travel 
lane to maneuver around parked cars.   

In addition to benefiting cyclists, delineated parking spaces also promote the 
efficient use of on-street parking by maximizing the number of spaces in high-
demand areas. 

Centerline Striping Removal: 

Motorists may have an easier time passing cyclists on roads without 
centerline stripes for the majority of the block length.  If vehicles cannot easily 
pass each other using the full width of the street, it is likely that there is too 
much traffic for the subject street to be a successful bicycle boulevard. In 
addition, not striping the centerline reduces maintenance costs. The City of 
Berkeley, California paints a double yellow centerline from 40-50 feet at 
uncontrolled or stop-controlled intersections, as well as pavement reflectors 
to identify the center of the street.  

Directional Pavement Markings (Non-standard treatment): 

Directional pavement markings (also known as “bicycle boulevard markings” 
or “breadcrumbs”) lead cyclists along a boulevard and reinforce that they are 
on a designated route. Markings can take a variety of forms, such as small 
bicycle symbols placed every 600-800 feet along a linear corridor, as 
previously used on Portland, Oregon’s boulevard network.  

Recently, jurisdictions have been using larger, more visible pavement 
markings. Shared lane markings could be used as bicycle boulevard markings, 
as Portland, Oregon has moved towards using. See shared lane marking 
guidelines for additional information on this treatment.  

Guidance  
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See also: 

 Alta Planning + Design and IBPI.2009. Bicycle Boulevard Planning and Design 
Handbook.   

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 

 FHWA, 2009. MUTCD. 

 NACTO, 2010. Urban Bikeway Design Guide. 
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1.5.3. Level 3: Bicycle Boulevards at Minor Unsignalized Intersections 

Design Summary  

 
Stop signs on cross streets effectively minimize 

conflicts along bicycle boulevards.  
 
 

 
Curb extensions can be a good location for 
pedestrian amenities, including street trees. 

  
 

 
Bicycle forward stop bars encourage cyclists to 

wait where they are more visible. 

To encourage use of the boulevard and improve cyclists’ safety, reduce 
bicycle travel time by eliminating unnecessary stops and improving 
intersection crossings. 

Discussion 

Stop Signs on Cross-Streets  

Uncontrolled intersections can be dangerous for bicyclists because cross-
traffic may not be watching for cyclists. However, stop signs increase 
cycling time and energy expenditure due to frequent starting and 
stopping. Frequent stop signs along a route can lead to non-compliance 
by both cyclists and motorists. To enhance cyclist comfort and efficiency 
along a bicycle boulevard stop signs can be turned at cross-streets so that 
bicycle through movement has few impediments. If several stop signs are 
turned along a corridor, traffic-calming treatments should be considered 
to prevent excessive vehicle speeds on the bicycle boulevard. MUTCD 
Section 2B.04 Right-of-Way at Intersections provides guidance for when 
to use a STOP sign. 

Curb Extensions and High-Visibility Crosswalks  

Crosswalks may be marked to improve visibility, particularly near 
activity centers with large amounts of pedestrian activity such as schools 
or commercial areas.  Crosswalks are often combined with curb 
extensions along the cross street, allowing cyclists to move further into 
the road before making the crossing. 

Bicycle Forward Stop Bar  (Non-standard treatment) 

A second stop bar for cyclists placed closer to the centerline of the cross 
street than the first stop bar increases the visibility of cyclists waiting to 
cross a street. This treatment is typically used with other crossing 
treatments (e.g., curb extension) to encourage cyclists to take full 
advantage of crossing design. They are appropriate at unsignalized 
crossings where fewer than 25 percent of motorists make a right turn 
movement. 

Guidance 

See also: 

 Alta Planning + Design and IBPI.2009. Bicycle Boulevard Planning and 
Design Handbook.   

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 

 FHWA, 2009. MUTCD. 

 NACTO, 2010. Urban Bikeway Design Guide. 
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1.5.4. Level 3: Bicycle Boulevards at Major Unsignalized Intersections 

Design Summary 

 
Medians on bicycle boulevards can 

provide space for a bicyclist to wait for 
traffic to clear one direction at a time. 

Increase crossing opportunities with medians and refuge islands. 

Discussion 

Medians/Refuge Islands  

A crossing island can be provided to allow cyclists to cross one direction of traffic 
at a time when gaps in traffic allow. The crossing island should be at least 8-feet 
wide; narrower medians can accommodate bikes if the holding area is at an acute 
angle to the major roadway. Crossing islands can be placed in the middle of the 
intersection, prohibiting left and through vehicle movements. 

Guidance 

 Alta Planning + Design and IBPI, 2009. Bicycle Boulevard Planning and Design Handbook.  

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 

1.5.5. Level 3: Boulevards at Offset Intersections 

Design Summary 

Example of a bicycle left-turn pocket. 
 

This bike-only left-turn pocket guides 
cyclists along a popular bike route. 

 Provide turning lanes or pockets at offset intersection, providing cyclists 
with a refuge to make a two-step turn. 

 Bike turn pockets – 5 feet wide, with a total of 11 feet required for both turn 
pockets and center striping. 

Discussion 

Offset intersections can be challenging for cyclists  who need to transition onto 
the busier cross-street in order to continue along the boulevard. 

Bicycle Left-Turn Lane  (Non-standard treatment): 

Bicycle left-turn lanes allow the crossing to be completed in two phases. The 
bicyclist executes a right-hand turn onto the cross-street, and then waits in a 
delineated left-turn lane if necessary. The bike turn pockets should be at least 5 
feet wide, total of 11 feet for turn pockets and center striping. 

Bicycle Left Turn Pocket  (Non-standard treatment): 

A bike-only left-turn pocket permits bicyclists to make left turns while 
restricting vehicle left turns. Signs should prohibit motorists from turning. 
Because of the restriction on vehicle left-turning movements, this treatment also 
acts as traffic diversion.  

Guidance  

 Alta and IBPI. 2009. Bicycle Boulevard Planning and Design. Handbook. 

 AASHTO, 1999. Guide for the Development of Bicycle Facilities. 
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1.5.6. Level 4: Bicycle Boulevard Traffic Calming  

Design Summary 

 
Chicanes require vehicles to reduce their speeds.  

 

 
Traffic circles provide an opportunity for landscaping, but 

visibility should be maintained.  
 

 
Speed humps are a common traffic calming treatment but are 

not recommended on emergency routes. 

Traffic calming treatments reduce vehicle speeds to the 
point where they generally match cyclists’ operating speeds, 
enabling motorists and cyclists to safely co-exist on the 
same facility.  

Discussion 

Chicanes (Non-standard treatment): 

Chicanes are a series of raised or delineated curb extensions 
on alternating sides of a street forming an S-shaped curb, 
which reduce vehicle speeds through narrowed travel lanes. 
Chicanes can also be achieved by establishing on-street 
parking on alternate sides of the street. These treatments are 
most effective on streets with narrower cross-sections. 

Mini Traffic Circles: 

Mini traffic circles are raised or delineated islands placed at 
intersections, reducing vehicle speeds through tighter 
turning radii and narrowed vehicle travel lanes (see right). 
These devices can effectively slow vehicle traffic while 
facilitating all turning movements at an intersection. Mini 
traffic circles can also include a paved apron to 
accommodate the turning radii of larger vehicles like fire 
trucks or school buses. 

Speed Humps: 

Shown right, speed humps are rounded raised areas of the 
pavement requiring approaching motor vehicles to reduce 
speed. These devices also discourage through vehicle travel 
on a street when a parallel route exists. 

Speed humps should not be constructed so steeply that they 
may cause a bicyclist to lose control of the bicycle or be 
distracted from traffic. In some cases, a gap could be 
provided, whereby a bicyclist could continue on the level 
roadway surface, while vehicles would slow down to cross 
the barrier. 

 

Guidance 

 ITE/FHWA, 1999. Traffic Calming: State of the Practice 

 Alta Planning + Design and IBPI.2009. Bicycle Boulevard 
Planning and Design Handbook.   

 City of Berkeley. 2000. Bicycle Boulevard Design Tools and 
Guidelines.  

 AASHTO, 1999. Guide for the Development of Bicycle 
Facilities. 
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1.5.7. Level 5: Bicycle Boulevard Traffic Diversion 

Design Summary 

Choker entrances prevent vehicular traffic from 
turning from a main street onto a traffic-calmed 

bicycle boulevard. 
 

Traffic diverters prevent access to both directions 
of motor vehicle traffic. 

Traffic diversion treatments maintain through bicycle travel on a street 
while physically restricting through vehicle traffic.  

Traffic diversion is most effective when higher-order streets can 
sufficiently accommodate the diverted traffic associated with these 
treatments. 

Discussion 

Choker Entrances (Non-standard treatment): 

Choker entrances are intersection curb extensions or raised islands 
allowing full bicycle passage while restricting vehicle access to and 
from a bicycle boulevard. When they approach a choker entrance at a 
cross-street, motorists on the bicycle boulevard must turn onto the 
cross-street while cyclists may continue forward. These devices can be 
designed to permit some vehicle turning movements from a cross-
street onto the bicycle boulevard while restricting other movements. 

Traffic Diverters (Non-standard treatment): 

Similar to choker entrances, traffic diverters are raised features 
directing motor vehicle traffic off the bicycle boulevard while 
permitting through bike travel. 

Advantages: 

 Provides safe refuge in the median of the major street so that 
bicyclists only have to cross one direction of traffic at a time; 
works well with signal-controlled traffic platoons coming from 
opposite directions. 

 Provides traffic calming and safety benefits by preventing left 
turns and/or thru traffic from using the intersection. 

Disadvantages: 

 Potential motor vehicle impacts to major roadways, including lane 
narrowing, loss of some on-street parking and restricted turning 
movements. 

 Crossing island may be difficult to maintain and may collect 
debris. 

Guidance 

 Alta Planning + Design and IBPI. 2009. Bicycle Boulevard Planning and 
Design Handbook.   

 City of Berkeley. Bicycle Boulevard Design Tools and Guidelines.  

 AASHTO Guide for the Development of Bicycle Facilities. 
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1.6. Cycle Tracks 

Design Summary 

Recommended cycle track design without 
parking, using striping and flexible bollard 

separation. 

Recommended cycle track design with on-
street parking. 

A cycle track is an exclusive bicycle facility that combines the user 
experience of a separated path with the on-street infrastructure of a 
conventional bike lane. Recommended cycle track width: 

 7-foot minimum to allow passing. 

Discussion 

Cycle tracks provide space that is intended to be exclusively or primarily 
for bicycles, and are separated from vehicle travel lanes, parking lanes and 
sidewalks. Cycle tracks can be either one-way or two-way, on one or both 
sides of a street, and are separated from vehicles and pedestrians by 
pavement markings or coloring, bollards, curbs/medians or a combination 
of these elements. 

Cycle tracks provide: 

 Increased comfort for bicyclists. 

 Greater clarity about expected behavior. 

 Fewer conflicts between bicycles and parked cars as cyclists ride 
inside the parking lane. 

 Space to reduce the danger of ‘car dooring.’  

Danish research has shown that cycle tracks can increase bicycle ridership 
18-20%, compared with the 5-7% increase associated with bike lanes. 

However, disadvantages of cycle tracks include: 

 Increased vulnerability at intersections. Greater design emphasis is 
required to provide sufficient sight lines at intersections and for the 
treatment of pedestrian crossings of the cycle track. 

 Regular street sweeping trucks and snow removal vehicles cannot 
maintain the cycle track; requires smaller sweepers.  

 Conflicts with pedestrians and bus passengers can occur, particularly 
on cycle tracks that are un-differentiated from the sidewalk or that 
are between the sidewalk and a transit stop. 

Cycle tracks should be placed along slower speed urban/suburban streets 
with long blocks and few driveways or mid-block access points for 
vehicles. Cycle tracks located on one-way streets will have fewer potential 
conflicts than those on two-way streets. A two-way cycle track is 
desirable when there are more destinations on one side of a street or if the 
cycle track will connect to a shared-use path or bicycle facility on one side 
of the street. 

Guidance  
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1.6. Cycle Tracks 

While only recently implemented in U.S. and Canadian cities, cycle tracks 
have been used in European countries for several decades. The cycle track 
design guidance was developed using best practices from European 
experience, as well as New York City; Bozeman, Montana; and Portland, 
Oregon.  

See also:  

 Alta Planning + Design. 2009. Cycle Tracks: Lessons Learned.  

1.6.1. Cycle Track Intersection Treatments 

Cycle tracks separate cyclists and motor vehicles to a greater degree than bike lanes. This leads to added comfort for 
cyclists on the cycle track, but it creates additional considerations at intersections that must be addressed. A right-
turning motorist conflicting with cycle track users represents the most common conflict. Both roadway users have to 
expand their visual scanning to see potential conflicts.  

Cycle Track Treatments at Driveways and Minor Street Crossings 

Design Summary 

 
Cycle tracks should be continued through driveway 

crossings, improving visibility. 
 
 

 
Colored pavement informs bicyclists and drivers of a 

potential conflict area. 
 

Recommendations for increasing bicyclist visibility at driveways and 
minor street crossings: 

 Maintain height level of cycle track, requiring automobiles to 
cross over. 

 Remove parking 16 feet prior to the intersection. 

 Use colored pavement markings through the conflict area. 

 Place warning signage to identify the crossing (see page 44). 

Discussion 

At driveways and crossings of minor streets, the majority of traffic 
will continue through intersections, while a small number of 
automobiles will cross the cycle track. At these locations, cyclist 
visibility is important, as a buffer of parked cars or vegetation can 
hide a cyclist traveling in the cycle track. Cyclists should not be 
expected to stop at these minor intersections if the major street does 
not stop, and markings and signage should be used to indicate that 
drivers should watch for cyclists.  

Access management should be used to reduce the number of 
crossings of driveways on a cycle track. 

Guidance 

 Alta Planning + Design, 2009. Cycle Tracks: Lessons Learned. 
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1.6. Cycle Tracks 

 CROW, 2006. Record 25: Design Manual for Bicycle Traffic. 

 

 
Bicycle markings at a driveway crossing 



36  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

 

 

Cycle Track Treatments at Major Street Crossings 

Design Summary 

 
Cycle track dropping to bike lane before an intersection. 

 

 
Crossings should separate space for bicyclists and 

pedestrians. 
 

 
At this unsignalized right turn, the cycle track has dropped 

to a bike lane with blue coloration and pavement markings 
through the conflict area. 

 

 
Bike-specific signals are small and placed on the near-side 

of traffic. 

Recommendations for increasing bicyclist visibility at major 
street crossings: 

 Stripe stop line 16 feet back from the intersection. 

 Remove parking 16 feet prior to the intersection. 

 Drop cycle track to bike lane 16 feet back from 
intersection. 

 Use bike box treatments to move cyclists in front of traffic 
(see page 42). 

 Use colored pavement markings through the conflict area. 

Discussion 

Protected phases at signals or ‘scramble signals’ separate 
automobile turning movements from conflicting thru-bicycle 
movements. Bicycle signal heads ensure that all users know 
which signals to follow. Demand-only bicycle signals can 
require user actuation and reduce vehicle delay by preventing 
an empty signal phase from regularly occurring.  

Advanced signal phases can be set to provide cycle track users 
an advance green phase. This places cyclists in front of traffic 
and allows them to make their turning movements without 
merging into traffic. 

An advanced warning allows bicyclists to prepare to move 
forward through the intersection. This warning can be 
accomplished through a pre-green interval, a yellow warning 
display two seconds before the green, or a bicycle countdown 
signal. 

Guidance 

The CROW guide states that, if the speed of the main street is 
45 mph or less, the cycle track should turn inwards prior to 
crossing a side street. This is to improve visibility of cyclists to 
motorists in the main road turning right. If the speed is greater, 
the cycle track should bend away from the main road at 
intersections, so that vehicles leaving the main road can stack 
up on the cross street, between the cycle track and the main 
road. Signage should also warn motorists of the crossing. 

Note that while bicycle signal heads are not currently included 
in the MUTCD, the National Committee on Uniform Traffic 
Control Devices has formed a Task Force that is considering 
adding guidance to the MUTCD on the use of bicycle signals. 
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Left Turn Movements 

Design Summary 

 
Left-turn from a cycle track on the right via bicycle-

signal phase in Winterthur, Switzerland. 
 

 
“Copenhagen Left” application. 

 

 
“Box left" turn in Troisdorf, Germany. 

Left turn opportunities for cyclists can be provided in the following 
ways: 

 Copenhagen lefts are a two-stage crossing, which include a 
turning and waiting area at the far side of the first intersection. 

 Box lefts are pockets where bicyclists can move to the right hand 
side of the cycle track and wait for a crossing signal. This 
treatment can result in the cyclist being on the wrong side of the 
street, in a standard four-way intersection. 

 Scramble signals. 

 

Discussion 

Bicyclists are often restricted from making left-turn movements from 
the cycle track because they are physically barred from moving into 
the roadway by the cycle track barrier. 

The “Copenhagen Left” (also known as the “Melbourne Left,” the 
“jug-handle turn,” and the “two-stage left”) is a way of enabling a safe 
left-turn movement by bicyclists in a cycle track. Bicyclists 
approaching an intersection can make a right into the intersecting 
street from the cycle track, to position themselves in front of cars. 
Bicyclists can go straight across the road they were on during next 
signal phase. All movements in this process are guided by separate 
traffic signals – motorists are not allowed to make right turns on red 
signals. In addition, motorists have an exclusive left-turn phase, in 
order to make their movements distinct from the bicyclists’ 

 

Guidance 

 Alta Planning + Design, 2009. Cycle Tracks: Lessons Learned. 

 CROW, 2006. Record 25: Design Manual for Bicycle Traffic. 
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1.6.2. Cycle Track Separation 

Discussion 

Cycle track with a parking buffer, Copenhagen. 

 Cycle track with curb separation, Amsterdam. 

Mountable curb, Copenhagen. 

Cycle track with bollard separation, New York City. 

Parking Placement: 

Where on-street parking exists, the cycle track should be placed 
between the parking and the sidewalk. The cycle track should be 
placed with a 2-foot buffer between parking and the sidewalk to 
minimize the hazard of ‘dooring’ cyclists. Drainage inlets should be 
provided adjacent to the sidewalk curb to facilitate run-off. This 
technique is common in Copenhagen, 

Channelization: 

Cycle tracks can be at street-level, provided that there is a physical 
separation between cyclists and motor vehicles. The curb creates the 
separated space, as well as preventing passengers from opening doors 
into the cycle track and discouraging pedestrians from walking on the 
facility. 

Mountable Curb: 

Cycle tracks can be grade-separated from the roadway. The cycle 
track should be two or three inches above street-level, and the 
sidewalk should be an additional two to three inches above that. 
Where cyclists may enter or leave the cycle track, or where motorists 
cross at a driveway, the curb should be mountable with a small ramp, 
allowing cyclist turning movements. 

Bollards and Pavement Markings: 

In addition to grade separation or channelization, the cycle track 
should have signage, pavement markings and/or different coloration 
or texture, to indicate that the facility is provided for bicycle use. 
Signage, in addition to flexible bollards, can add to the physical 
separation of the facility, shown in this example from New York, New 
York.  

 

Guidance  

A buffer is not required of a cycle track wider than seven feet, but is 
recommended where possible. The CROW Design Manual for Bicycle 
Traffic recommends that the buffer area inside built-up areas should be 
a minimum of 1.1 feet. If the buffer is a fence or other taller obstacle, a 
minimum of two feet shy distance is recommended on either side. 
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1.6.3. Two-Way Cycle Tracks 

Design Summary 

 
Two-way cycle track with dividing line. 

 

 
Directional markings on cycle track. 

 

Pavement markings indicate travel direction at a 
minor roadway crossing on this cycle track in Paris, 

France. 

 12-foot minimum to allow passing, 14-foot recommended. 

 Striped center line to separate bi-directional traffic. 

 Pavement markings should indicate direction. 

Discussion 

A two-way cycle track is desirable when more destinations are on one 
side of a street (therefore preventing additional crossings), if the 
facility connects to a path or other bicycle facility on one side of the 
street, or if there is not enough room for a cycle track on both sides of 
the road. 

Bi-directional cycle tracks are acceptable in the following situations: 

 On a street with few intersections or without access on one side 
(e.g., along a waterway or rail line). 

 On a one-way street with fewer than one intersection every 100 
feet. 

 On two-way streets where left-hand turns are prohibited, and 
with a limited number of intersections and driveway entrances. 

Two-way cycle tracks have many similar design characteristics as one-
way tracks; they are physically separated from cars and pedestrians, 
and require similar amenities at driveway and side-street crossings.  

Two-way cycle tracks require a higher level of control at intersections 
to allow for a variety of turning movements. These movements should 
be guided by a separated signal for bicycles and for motor vehicles. 
Transitions onto bi-directional cycle tracks should be simple and easy 
to use, to deter bicyclists from continuing to ride against the flow of 
traffic. 

However, two-way facilities can present unique challenges because 
drivers will not be expecting multi-directional bicycle traffic and 
bicyclists riding against roadway traffic may surprise pedestrians and 
drivers at intersections.  

Guidance 

 Alta Planning + Design, 2009. Cycle Tracks: Lessons Learned.  

 CROW. 2006. Record 25: Design Manual for Bicycle Traffic. 

 Vélo Québec. 2003. Technical Handbook of Bikeway Design. 
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2. Accommodating Cyclists at Roadway Intersections 
A wide variety of intersection treatments exist to provide safe crossing and turning movements of bicyclists on 
bikeways. Trail crossings are discussed Section 3. Additional guidance discussed in the context of bike boulevards is 
located in Section 1.5. 

2.1. Signal Actuation 

Design Summary 

 
Recommended loop detector marking 

design. 
 
 

Scramble signals allow cyclists to cross a 
intersection diagonally. 

 

At intersections with actuated signal timing, cyclists should be able to trigger 
signals when motorists are not present without dismounting to trigger a signal 
change using a pedestrian push button. 

Discussion 

Loop Detectors: 

Bicycle-activated loop detectors are installed within the roadway to allow the 
presence of a bicycle to trigger a change in the traffic signal.  This allows the 
cyclist to stay within the lane of travel and avoid maneuvering to the side of the 
road to trigger a push button.  

Detection Cameras: 

Video detection cameras can also be used to determine when a vehicle is 
waiting for a signal. These systems use digital image processing to detect a 
change in the image at the location. Cameras can detect bicycles, although 
cyclists should wait in the center of the lane, where an automobile would 
usually wait, in order to be detected.  

Scramble Signals: 

Scramble signals can be used at intersections with frequent vehicle/bicycle 
conflicts, and/or intersections experiencing high bicycle turning movements 
(especially left turns that force bicyclists to cross vehicle traffic). Scramble 
signals provide a simultaneous “All Red” phase for motorists and a green phase 
dedicated for bicycle/ pedestrian movements that enables non-motorized users 
to cross an intersection using their desired travel path (straight or diagonal).  

Push Button Activation: 

Similar to pedestrian push button activation, a button positioned on the side of 
the roadway will allow a cyclist to trigger a signal change without dismounting 
from his or her bicycle. This design takes advantage of existing infrastructure, 
diminishes the potential for bicycle/pedestrian conflicts. Well-designed push 
button activation will be curbside and mounted at a height easily reached by 
cyclists. On-street parking near the push button area should be prohibited. 

Guidance 

See also: 

 Institute of Transportation Engineers. Guidance for Bicycle—Sensitive 
Detection and Counters: http://www.ite.org/councils/Bike-Report-Ch4.pdf 

 NACTO. 2010. Urban Bikeway Design Guide.  
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2.2. Pedestrian Hybrid Beacon 
Design Summary 

 

 

 

  
Sequence for a pedestrian hybrid beacon (MUTCD 

Figure 4F-3). 
 

 
Pedestrian hybrid signal; also called HAWK signals 

(High-Intensity Activated Crosswalk). 
 
 
 

A Pedestrian Hybrid Beacon, provides a signalized pedestrian  and 
bicycle crossing at an uncontrolled location. While slightly different in 
appearance, this signal functions similarly to a conventional pedestrian 
signal in that it stops traffic to allow pedestrians and/or cyclists to 
cross safely. 

Guidance from the MUTCD  Section 4F. Pedestrian Hybrid Beacons: 

 The pedestrian hybrid beacon should be installed at least 100-feet 
from side streets or driveways that are controlled by a STOP or 
YIELD sign. 

 Parking and other sight obstructions should be prohibited for at 
least 100’ in advance of and at least 20-feet beyond the marked 
crosswalk, or site accommodations should be made through curb 
extensions or other techniques to provide adequate sight distance. 

 The installation should include suitable standard signs and 
pavement markings. 

 If installed within a signal system, the pedestrian hybrid beacon 
should be coordinated. 

Discussion 
A pedestrian hybrid beacon may be considered for installation to 
facilitate pedestrian crossings at a location that does not meet traffic 
signal warrants (see MUTCD Chapter 4C), or at a location that meets 
traffic signal warrants but a decision is made to not install a full traffic 
signal.  

The beacon signal consists of a traffic signal head with a red-yellow-
red lens.  The unit is off until activated, then the signal phasing is: 

 The signal flashes yellow to warn approaching drivers. 

 A solid yellow advises drivers to prepare to stop. 

 The signal changes to a solid red, and a WALK indicator is shown. 

The beacon signal converts to an alternating flashing red, allowing 
motorists to proceed after stopping at the crosswalk, while the 
bicyclist or pedestrian is shown the flashing DON’T WALK signal.  

Guidance 
See also: 

 MUTCD Section 4F. Pedestrian Hybrid Beacons. 

 Bureau of Highway Operations. 2010. HAWK Pedestrian Signals: A 
Survey of National Guidance, State Practice and Related Research. 

 National Cooperative Highway Research Program. 2006.  Improving 
Pedestrian Safety at Unsignalized Crossings, Report 562. 
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2.3. Bike Box 

Design Summary 

 
Recommended bike box design. 

 
Bike boxes have been installed at several intersections in 
Portland, OR where right-turning motorists conflict with 

through bicyclists. 

Bike Box Dimensions:  

 14-feet deep to allow for bicycle positioning. 

Signage: 

 Appropriate signage as recommended by the MUTCD 
applies. Signage should be present to prohibit ‘right turn 
on red’ by motorists and to indicate where the motorist 
must stop. 

Discussion 

A bike box is a designated area at the head of a traffic lane at a 
signalized intersection that provides bicyclists with a safe and 
visible way to get ahead of queuing traffic during the red signal 
phase. Motor vehicles must stop behind the white stop line at 
the rear of the bike box. 

Bike boxes can be combined with dashed lines through the 
intersection for green light situations to remind right-turning 
motorists to be aware of bicyclists traveling straight, similar to 
the colored bike lane treatment described in Section 2.5. Bike 
boxes can be installed with striping only or with colored 
treatments to increase visibility. Use of coloration 
substantially increases costs of maintenance over uncolored 
(striping, bicycle symbol, and text only) treatments. 

Bike boxes should be located at signalized intersections only, 
and right turns on red should be prohibited. Reducing right 
turns on red improves safety for cyclists. 

On roadways with one travel lane in each direction, the bike 
box also facilitates left turning movements for cyclists. 

Guidance 

Bike Boxes are currently an FHWA experimental treatment 
requiring further research before a final decision can be made 
regarding this application. 
See also: 

 Hunter, W.W . 2000. Evaluation of Innovative Bike-Box 
Application in Eugene, Oregon. 

 NACTO. 2010. Urban Bikeway Design Guide.  
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2.4. Shared Bike/Right Turn Lane 

Design Summary 

 
Recommended shared bike/right turn lane design. 

 
 

 
Shared bike-right turn lanes require warning signage as well 

as pavement markings. 

Width:  

 Shared turn lane – min. 12-foot width. 

 Bike lane pocket – min. four to five feet preferred. 

Discussion 

This treatment is recommended at intersections lacking 
sufficient space to accommodate a standard bike lane and 
right turn lane. The shared bicycle/right turn lane places a 
standard-width bike lane on the left side of a dedicated right 
turn lane. A dashed strip delineates the space for bicyclists 
and motorists within the shared lane. This treatment 
includes signage advising motorists and bicyclists of proper 
positioning within the lane. 

Case studies cited by the Pedestrian and Bicycle Information 
Center indicate that this treatment works best on streets 
with lower posted speeds (30 MPH or less) and with lower 
traffic volumes (10,000 ADT or less). 

Advantages: 

 Aids in correct positioning of cyclists at intersections 
with a dedicated right turn lane without adequate 
space for a dedicated bike lane. 

 Encourages motorists to yield to bicyclists when using 
the right turn lane. 

 Reduces motor vehicle speed within the right turn lane. 

 

Disadvantages/potential hazards: 

 May not be appropriate for high-speed arterials or 
intersections with long right turn lanes. 

 May not be appropriate for intersections with large 
percentages of right-turning heavy vehicles. 

Guidance 

This treatment will be included in the forthcoming 
AASHTO Guide for the Development of Bicycle Facilities update. It 
has been previously implemented in the Cities of San 
Francisco, California and Eugene, Oregon. 
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2.5. Colored Bike Lanes 

Design Summary 

 
Recommended colored bike box design. 

 
 

 
Portland, Oregon has implemented green bike lanes, 
which are used to highlight potential motor vehicle/ 

bicycle conflict areas. 

 Use colored pavement through entire merge area. 

 Dashed lines can be used to indicate that automobiles are 
crossing the bike lane. 

 Signage reminds drivers to yield to cyclists in the bike lane.  

Discussion 

Cyclists are especially vulnerable at locations where the volume of 
conflicting vehicle traffic is high, and where the vehicle/bicycle 
conflict area is long. Some cities are using colored bike lanes to guide 
cyclists through major vehicle/bicycle conflict points. These conflict 
areas are locations where motorists and cyclists must cross each 
other’s path (e.g., at intersections or merge areas). Colored bike 
lanes typically extend through the entire bicycle/vehicle conflict 
zone (e.g., through the entire intersection, or through the transition 
zone where motorists cross a bike lane to enter a dedicated right 
turn lane.  

Advantages of colored bike lanes at conflict points: 

 Draws attention to conflict areas 

 Increases motorist yielding behavior 

 Emphasizes expectation of bicyclists on the road  

Guidance 

Colored bike lanes are successfully used in many cities, including 
Portland, OR, Philadelphia, PA, Cambridge, MA, Toronto, Ontario, 
Vancouver, BC and Tempe, AZ. This treatment typically includes 
signage alerting motorists of vehicle/bicycle conflict points. Green 
bike lanes were granted interim approval for optional use by the 
FHWA in April 2011 and will be included in future editions of the 
MUTCD. 
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3. Off-Street Bikeway Design Guidelines  
Design Summary 
Off-street paths, also referred to as shared-use or multi-use trails or Greenways, can provide a desirable facility 
particularly for novice riders, recreational trips, and cyclists of all skill levels preferring separation from traffic. 
Off-street paths should generally provide new travel opportunities. 

Discussion 
Off-street paths serve bicyclists and pedestrians and provide 
additional width over a standard sidewalk. Facilities may be 
constructed adjacent to roads, through parks, or along linear 
corridors such as active or abandoned railroad lines or waterways. 
Regardless of the type, paths constructed next to the road must have 
some type of vertical (e.g., curb or barrier) or horizontal (e.g., 
landscaped strip) buffer separating the path area from adjacent 
vehicle travel lanes. 

Elements that enhance shared-use path design include: 

 Providing frequent access points from the local road network; if 
access points are spaced too far apart, users will have to travel 
out of direction to enter or exit the path, which will discourage 
use. 

 Placing directional signs to direct users to and from the path. 

 Building to a standard high enough to allow heavy maintenance 
equipment to use the path without causing it to deteriorate. 

 Limiting the number of at-grade crossings with streets or 
driveways. 

 Terminating the path where it is easily accessible to and from the 
street system, preferably at a controlled intersection or at the 
beginning of a dead-end street. If poorly designed, the point 
where the path joins the street system can put pedestrians and 
cyclists in a position where motor vehicle drivers do not expect 
them. 

 Identifying and addressing potential safety and security issues up 
front. 

 Whenever possible, and especially where heavy use can be 
expected, separate bicycle and pedestrian ways should be 
provided to reduce conflicts. 

 Providing accessible parking space(s) at trailheads and access 
points. 

 

Shared-use paths (also referred to as “trails” 
and “multi-use paths”) are often viewed as 

recreational facilities, but they are also 
important corridors for utilitarian trips. 

Additional Guidance 
Shared–use paths should be constructed according to the AASHTO Guide for the Development of Bicycle Facilities and 
the Cheyenne Parks and Recreation Design Standards – Appendix C: Trail and Greenway Information. Where possible, shared 
use paths should be designed according to ADA standards. Constructing trails may have limitations that make 
meeting ADA standards difficult and sometimes prohibitive. Prohibitive impacts include harm to significant 
cultural or natural resources, a significant change in the intended purpose of the trail, requirements of 
construction methods that are against federal, state or local regulations, or presence of terrain characteristics that 
prevent compliance. 
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3.1. Off-Street Facility Design 
Design Summary 

 
Recommended shared-use path design. 

 

 
Cheyenne’s greenway facilities have 

sufficient width to accommodate a variety 
of users. 

Width: 

 10-feet is the minimum width for a two-way shared-use path 
and is only recommended for low traffic situations.  Most 
existing greenways in Cheyenne are 10’ wide. 

 12-feet or greater width is recommended for high-use areas, or 
in situations with high concentrations of multiple users such 
as joggers, bicyclists, rollerbladers and pedestrians. 

Lateral Clearance: 

 A two-foot or wider shoulder on both sides. 

Overhead Clearance: 

 Clearance to overhead obstructions should be 8 feet minimum, 
with 10 feet recommended. 

Design Speed: 

 The maximum design speed for bike paths is 20 miles per hour. 
Speed bumps or other surface irregularities should not be used 
to slow bicycles. Cheyenne’s bike path network currently does 
not have a posted speed limit, but this information is included 
on the Greenways and Trails Map. 

Grade: 

 The recommended maximum gradient is 5%. Steeper grades 
can be tolerated for short distances (500 feet max). 

 

Discussion 
A hard surface should be used for multi-use trails. Concrete, while 
more expensive than asphalt, is the hardest of all trail surfaces and lasts 
the longest. However, joggers and runners prefer surfaces such as 
asphalt or decomposed granite due to its relative softness. While most 
asphalt is black, dyes (such as reddish pigments) can be added to 
increase the aesthetic value of the trail itself. A soft shoulder adjacent 
to a hard surface trail can accommodate several different user types. 

When concrete is used, the trail should be designed and built using the 
narrowest possible expansion joints to minimize the disturbance to 
wheeled users on the trail. 

Guidance 
See also:  

 U.S. Access Board, 2007. Public Rights-of-Way Accessibility 
Guidelines (PROWAG). 

 FHWA. 2001. Designing Sidewalks and Trails for Access. 

 City of Cheyenne. 2009. Parks and Recreation Design Standards – 
Appendix C: Trail and Greenway Information 
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3.1.1. Trail Accessibility 
Design Summary  

ADA clearance requirement. 
 

 
Shared-use path surfacing materials affects 

which types of users can benefit from the 
facility. 

 Cross slope should not exceed 2%. 

 Signs should be provided indicating the length of the 
accessible trail segment. 

 Curb ramps shall be provided at roadway crossings and 
curbs. Tactile warning strips and auditory crossing signals 
shall also be used. 

Discussion 
Slopes typically should not exceed 2%. However certain 
conditions may require the use of steeper slope. Guidance on 
maximum distance between landings for a given trail grade are 
provided by the ADA Accessibility Board. 

The trail surface shall be firm and stable. Though not applicable to 
urban areas, the Forest Service Accessibility Guidelines provide a 
useful definition for firm surface—a  trail surface that is not 
noticeably distorted or compressed by the passage of a device that 
simulates a person who uses a wheelchair. Where rights-of-way 
are available, paths can be made more accessible by creating side 
paths that meander away from a roadway that exceeds a 2% slope. 

Accessibility guidelines note that the natural environment may 
prohibit ADA compliance. In addition, the standards may be 
waived where compliance would cause “substantial harm to 
cultural, historic, religious, or significant natural features or 
characteristics.” 

Guidance 
General guidelines have been created in response to the American 
with Disabilities Act (ADA) for accessible trails. 

See also:  

 FHWA. 2001. Designing Sidewalks and Trails for Access.  

 Regulatory Negotiation Committee on Accessibility. 1999. 
Guidelines for Outdoor Developed Areas Final Report. 
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3.1.2. Managing Multiple Users 
Design Summary  

 
Centerline striping encourages trail users to 

provide space for other users to 
pass.

 
A commonly used multi-use trail etiquette 

sign. 

 Barrier separation – vegetated buffers or barriers, elevation 
changes, walls, fences, railings and bollards. 

 Distance separation – differing surfaces. 

 User behavior guidance signage. 

 

Discussion 
Differing surfaces suitable to each user group foster visual 
separation and clarity of where each user group should be. When 
trail corridors are constrained, the approach is often to locate the 
two different trail surfaces side by side with no separation.  

Informing trail users of acceptable trail etiquette is a common 
issue when multiple user types are anticipated. Yielding the right-
of-way is a courtesy and yet a necessary part of a safe trail 
experience involving multiple trail users. Trail right-of-way 
information should be posted at trail access points and along the 
trail. The message must be clear and easy to understand. Where 
appropriate, trail etiquette systems should instruct trail users to 
the yielding of cyclists to pedestrians and equestrians and the 
yielding of pedestrians to equestrians. 

Guidance 
 The 2009 MUTCD contains additional information about 

centerline striping on a trail. 
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3.1.3. Trail Opportunities 
Utility Corridor Trails 
Several utility corridors in Cheyenne offer trail 
development and bikeway gap closure opportunities.  
Utility corridors typically include power lines, sewer 
corridors and waterways.  These corridors offer 
excellent transportation and recreation opportunities 
for cyclists of all ages and skills. 

 

 

 
Power line corridors and other utility corridors can provide 

excellent opportunities for expansion of the off-street 
bicycle network.   
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3.1.4. Trails Along Roadways 
Design Summary  

 
Trails directly adjacent to roadways can 

enhance cyclist safety and comfort. 

Where a shared-use path must be adjacent to a roadway, a five-foot 
minimum buffer should separate the path from the edge of the 
roadway, or a physical barrier of sufficient height should be installed.  

Shared use paths may be considered along roadways under the 
following conditions: 

 The path will generally be separated from all motor vehicle traffic. 

 Bicycle and pedestrian use is anticipated to be high. 

 To provide continuity with an existing path through a roadway 
corridor. 

 The path can be terminated at each end onto streets or trails with 
good bicycle and pedestrian facilities. 

 There is adequate access to local cross-streets and other facilities 
along the route. 

 Any needed grade separation structures do not add substantial 
out-of-direction travel. 

Discussion 
Concerns about shared use paths directly adjacent to roadways (e.g., with minimal or no separation) include: 

 Half of bicycle traffic may ride against the flow of vehicle traffic, contrary to the rules of the road. 

 When the path ends, cyclists riding against traffic tend to continue to travel on the wrong side of the street, 
as do cyclists who are accessing the path.  Wrong-way bicycle travel is a major cause of crashes. 

 At intersections, motorists crossing the path often do not notice bicyclists approaching from certain 
directions, especially where sight distances are poor. 

 Bicyclists are required to stop or yield at cross-streets and driveways, unless otherwise posted. Based on the 
operating principles of bicycles, the use of yield conditions should be utilized where possible to improve 
compliance with traffic control devices. 

 Stopped vehicles on a cross-street or driveway may block the path. 

 Because of the closeness of vehicle traffic to opposing bicycle traffic, barriers are often necessary to separate 
motorists from cyclists.  These barriers serve as obstructions, complicate facility maintenance and waste 
available right-of-way. 

 Paths directly adjacent to high-volume roadways diminish users’ experience by placing them in an 
uncomfortable environment. 

 As bicyclists gain experience and realize some of the advantages of riding on the roadway, some riders stop 
using paths adjacent to roadways. Bicyclists may also tend to prefer the roadway as pedestrian traffic on the 
shared use path increases due to its location next to a roadway. When designing a bikeway network, the 
presence of a nearby or parallel path should not be used as a reason to not provide adequate shoulder or bike 
lane width on the roadway, as the on-street bicycle facility will generally be superior to the “sidepath” for 
experienced cyclists and those who are cycling for transportation purposes. Bike lanes should be provided as 
an alternate (more transportation-oriented) facility whenever possible. 

Guidance 
See also: 

 AASHTO 1999. Guide for the Development of Bicycle Facilities. 
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3.2. Path/Roadway Crossings 
Design Summary  

 

An offset crossing forces pedestrians to turn 
and face the traffic they are about to cross. 

At-grade path/roadway crossings generally will fit into one of four 
basic categories: 

 Type 1:  Marked/Unsignalized Unprotected crossings include 
trail crossings of residential, collector, and sometimes major 
arterial streets or railroad tracks. 

 Type 1+: Marked/Enhanced – Unsignalized intersections can 
provide additional visibility with flashing beacons and other 
treatments. 

 Type 2:  Route Users to Existing Signalized Intersection - 
Trails that emerge near existing signalized intersections may be 
routed to these locations, provided that sufficient protection is 
provided at the existing intersection. 

 Type 3:  Signalized/Controlled - Trail crossings that require 
signals or other control measures due to traffic volumes, speeds, 
and trail usage. 

 Type 4:  Grade-separated crossings - Bridges or under-
crossings provide the maximum level of safety but also generally 
are the most expensive and have right-of-way, maintenance, and 
other public safety considerations. 

  

Discussion 
While at-grade crossings create a potentially higher level of conflict between path users and motorists, well-
designed crossings have not historically posed a safety problem for path users. This is evidenced by the thousands 
of successful paths around the United States with at-grade crossings.  In most cases, at-grade path crossings can 
be properly designed to a reasonable degree of safety and can meet existing traffic and safety standards.  

Evaluation of path crossings involves analysis of vehicular and anticipated path user traffic patterns, including: 

 Vehicle speeds. 

 Street width. 

 Sight distance. 

 Traffic volumes (average daily traffic and peak hour traffic). 

 Path user profile (age distribution, destinations served). 

Crossing features for all roadways include warning signs both for vehicles and path users. 

Consideration must be given for adequate warning distance based on vehicle speeds and line of sight, with 
visibility of any signing absolutely critical.  Catching the attention of motorists jaded to roadway signs may 
require additional alerting devices such as a flashing light, roadway striping or changes in pavement texture.   

Guidance 
The proposed intersection approach that follows is based on established standards, published technical reports,2  
and experience from cities around the country. 

 

Guidance (continued) 
                                                                  

 
2 Federal Highway Administration (FHWA) Report, “Safety Effects of Marked vs. Unmarked Crosswalks at Uncontrolled Locations.” 
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3.2. Path/Roadway Crossings 
 

 

Summary of Path/Roadway At-Grade Crossing Recommendations3 

Roadway 
Type  

Vehicle ADT 
 9,000 

Vehicle ADT 
> 9,000 to  
12,000 

Vehicle ADT  
> 12,000 to 
15,000 

Vehicle ADT 
> 15,00  

Speed Limit (mph)*  
30 35 40 30 35 40 30 35 40 30 35 40 

2 Lanes 1 1 1/1+ 1 1 1/1+ 1 1 1+/3 1 1/1+ 1+/3 
  Lanes 1 1 1/1+ 1 1/ + 1/1+  /1+ 1/1  1 /3 1/ + 1 /  1 /3 
Multi-Lane  
(4 +) w/ raised 

median*** 
1 1 1/1+ 1 1/1+ 1+/3 1/1+ 1/1+ 1+/3 1+/3 1+/3 1+/3 

Multi-Lane  
(4 +) w/o raised 

median 
1 1/1+ 1+/3 1/1+ 1/1+ 1+/3 1+/3 1+/3 1+/3 1+/3 1+/3 1+/3 

*General Notes: Crosswalks should not be installed at locations that could present an increased risk to pedestrians, such as where 
there is poor sight distance, complex or confusing designs, a substantial volume of heavy trucks, or other dangers, without first 
providing adequate design features and/or traffic control devices. Marked crossings on roadways with low-posted speeds and motor 
vehicle volumes (e.g., 25 MPH and less than 1,500 VPD) may be unnecessary. Adding crosswalks alone will not make crossings safer, 
nor will they necessarily result in more vehicles stopping for pedestrians. Whether or not marked crosswalks are installed, it is 
important to consider other pedestrian facility enhancements (e.g., raised median, traffic signal, roadway narrowing, enhanced 
overhead lighting, traffic-calming measures, curb extensions), as needed, to improve the safety of the crossing. These are general 
recommendations; good engineering judgment should be used in individual cases for deciding which treatment to use.  

 For each pathway-roadway crossing, an engineering study is needed to determine the proper location. For each engineering study, a 
site review may be sufficient at some locations, while a more in-depth study of pedestrian volume, vehicle speed, sight distance, 
vehicle mix, etc. may be needed at other sites. 

** Where the speed limit exceeds 40 mi/hr marked crosswalks alone should not be used at unsignalized locations. 
*** The raised median or crossing island must be at least 4 ft wide and 6 ft long to adequately serve as a refuge area for pedestrians in 

accordance with MUTCD and AASHTO guidelines. A two-way center turn lane is not considered a median. 
 

1= Type 1 Crossings. Ladder-style crosswalks with appropriate signage should be used. 

1/1+ = With the higher volumes and speeds, enhanced treatments should be used, including marked ladder style 
crosswalks, median refuge, flashing beacons, and/or in-pavement flashers. Ensure there are sufficient gaps 
through signal timing, as well as sight distance. 

1+/3 = Carefully analyze signal warrants using a combination of Warrant 4, Pedestrian Volume, or 5, School 
Crossing (depending on school presence) and Equivalent Adult Unit (EAU) factoring (see MUTCD, Chapter 4). 
Make sure to project pathway usage based on future potential demand. Consider Pelican, Puffin, or Hawk signals 
in lieu of full signals. For those intersections not meeting warrants or where engineering judgment or cost 
recommends against signalization, implement Type 1 enhanced crosswalk markings with marked ladder style 
crosswalks, median refuge, flashing beacons, and/or in-pavement flashers. Ensure there are sufficient gaps 
through signal timing, as well as sight distance.  

 

                                                                  

 
3 This table is based on information contained in the U.S. Department of Transportation Federal Highway Administration Study, 
“Safety Effects of Marked vs. Unmarked Crosswalks at Uncontrolled Locations,” February 2002. 



53  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

 

 

3.2.1. Type 1: Marked/Unsignalized Crossings 
A marked/unsignalized trail/roadway crossing (Type 1) 
consists of a crosswalk, signage, and often no other devices 
to slow or stop traffic.  The approach to designing crossings 
at mid-block locations depends on an evaluation of 
vehicular traffic, line of sight, path traffic, use patterns, 
vehicle speed, road type and width, and other safety issues 
such as proximity to schools.  The following thresholds 
recommend where unsignalized crossings may be 
acceptable: 

Maximum traffic volumes:  

 ≤9,000-12,000 Average Daily Traffic (ADT) volumes. 

 Up to 15,000 ADT on two-lane roads, preferably with a 
median. 

 Up to 12,000 ADT on four-lane roads with median. 

 

Maximum travel speed: 

 35 MPH. 

 

Minimum line of sight:  

 25 MPH zone: 150 feet. 

 35 MPH zone: 250 feet. 

 45 MPH zone: 400 feet. 

 

 

 

Type 1 Crossing. 

Discussion 
If well-designed, crossings of multi-lane higher-volume arterials over 15,000 ADT may be unsignalized with features 
such as a combination of some or all of the following: excellent sight distance, sufficient crossing gaps (more than 60 
per hour), median refuges, and/or active warning devices like flashing beacons or in-pavement flashers.  Active 
warning devices should be coordinated with timed traffic signals on the corridor to minimize delay for pedestrians, 
cyclists and motor vehicles. These are referred to as “Type 1 Enhanced” (Type 1+).  Such crossings would not be 
appropriate; however, if a significant number of schoolchildren used the path.  Furthermore, both existing and 
potential future path usage volume should be taken into consideration. Increasing the  

On two-lane residential and collector roads below 15,000 ADT with average vehicle speeds of 35 MPH or less, 
crosswalks and warning signs (“Path Xing”) should be provided to warn motorists, and stop signs and slowing 
techniques (bollards/geometry) should be used on the path approach.  Curves in paths that orient the path user 
toward oncoming traffic are helpful in slowing path users and making them aware of oncoming vehicles.  Care 
should be taken to keep vegetation and other obstacles out of the sight line for motorists and path users. Care 
should also be taken to position these crossings with sufficient separation from signalized intersections to lessen 
the competition for a motorist’s attention. Engineering judgment should be used to determine the appropriate level 
of traffic control and design. 

On roadways with low to moderate traffic volumes (<12,000 ADT) and a need to control traffic speeds, a raised 
crosswalk may be the most appropriate crossing design to improve pedestrian visibility and safety.  These 
crosswalks are raised 3 inches above the roadway pavement (similar to speed humps) to an elevation that matches 
the adjacent sidewalk.  The top of the crosswalk is flat and typically made of asphalt, patterned concrete, or brick 
pavers.  Brick or unit pavers should be discouraged because of potential problems related to pedestrians, bicycles, 
and ADA requirements for a continuous, smooth, vibration-free surface.  Detectable warning strips are needed at the 
sidewalk/street boundary so that visually impaired pedestrians can identify the edge of the street. 
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3.2.2. Type 2: Route Users to Existing Signalized Intersection 
Taking advantage of an existing, signalized crossing is preferred to other crossing treatments. Crossings within 250 
feet of an existing signalized intersection with pedestrian crosswalks are typically diverted to the signalized 
intersection for safety purposes.  For this option to be effective, barriers and signing may be needed to direct shared-
use path users to the signalized crossings.  In most cases, signal modifications would be made to add pedestrian 
detection and to comply with ADA. 

 

Type 2 Crossing Treatment. 

 

3.2.3. Type 3: Signalized/Controlled Crossings 
New signalized crossings may be recommended for crossings 
that meet pedestrian, school, or modified warrants; are 
located more than 250 feet from an existing signalized 
intersection; and where 85th percentile travel speeds are 40 
MPH and above and/or ADT exceeds 15,000 vehicles.  Each 
crossing, regardless of traffic speed or volume, requires 
additional review by a registered engineer to identify sight 
lines, potential impacts on traffic progression, timing with 
adjacent signals, capacity, and safety.   

 

 

Type 3 Crossing. 
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3.2.4. Type 4: Grade-separated Crossings 
Grade-separated crossings may be needed where existing 
bicycle/pedestrian crossings do not exist, where ADT 
exceeds 25,000 vehicles, and 85th percentile speeds exceed 
45 MPH.  Safety is a concern with both overcrossings and 
undercrossings.  In both cases, shared-use path users may 
be temporarily out of sight from public view and may have 
poor visibility themselves.  Undercrossings, like parking 
garages, have the reputation of being places where crimes 
occur.  Most crime on shared-use paths however, appears 
to have more in common with the general crime rate of the 
community and the overall usage of the shared-use path 
than any specific design feature.   

Design and operation measures are available which can 
address shared-use path user concerns.  For example, an 
undercrossing can be designed to be spacious, well-lit, and 
completely visible for its entire length prior to entering.  
Other potential problems with undercrossings include 
conflicts with utilities, drainage, flood control, and 
maintenance requirements.  Overcrossings pose potential 
concerns about visual impact and functional appeal, as 
well as space requirements necessary to meet ADA 
guidelines for slope. Grade-separated crossings are often 
cost-prohibitive. 

 

 
Type 4 Grade-Separated Undercrossing. 

 

 
Type 4 Grade-Separated Overcrossing. 
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3.3. Amenities 
A variety of amenities can make a path inviting to the user.  The following table highlights some common items 
that make path systems complete facilities. Costs vary depending on the design and materials selected for each 
amenity. Amenities shall be designed and located so as not to impede accessibility.   

 

3.3.1. Human-Scale Lighting  
Human-scale lighting improves safety and enables a path to be used 
year-round, particularly on winter afternoons. Minimizing glare, 
not lighting the night sky, and protecting the light from vandalism 
are the three main issues neighborhood trail lighting design should 
consider.  

Some neighborhood-scale lighting options include: 

 In-ground lighting – dim lights which indicate the extent of 
the path. 

 Bollards – low-level lighting, susceptible to vandalism. 

 Solar lighting – best used in situations where running power 
to the trail would be costly or undesirable. 

Human scale lighting can have screens to deter the glare from 
affecting neighbors. In addition, lights can be programmed to dim 
or turn off later in the night. 

A guideline for a pedestrian way is illumination of between 0.5 
foot-candle to 1 foot-candle. 

 

Human-scale lighting. 
 

3.3.2.  Bollards 
Bollards are posts that can be used to block vehicle access to the 
path and can provide information such as mile markings, 
wayfinding for key destinations, or small area maps.  

Where used, bollards should be high-visibility with reflective tape 
or paint, and should not be low enough to be unnoticed. Cyclists 
using the shared-use path can bump into a bollard, particularly in 
low light conditions. Bollards should be placed in the middle of the 
path, with sufficient space for path users of all abilities, using a 
variety of mobility devices, to pass. They can create bottlenecks 
with path users at intersections, and should be used with caution. 

Guidelines for bollards can be found in MUTCD Figure 9C-8.  
 

Bollards can deter motorists from driving 
on the trail.  
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3.3.3.  Edge Treatments 
Fencing  

 
Chain link fence. 

 

 
Open boundaries can be used where users 

may be entering or exiting the trail. 

Fencing is a means of addressing safety for both trail users and 
neighboring residents by preventing unwanted access onto or off 
of the trail. However, fencing both sides of the trail can result in a 
“tunnel” effect with the perception of being trapped, resulting in a 
detrimental effect on the trail user experience. The narrow width 
of many corridors compounds this tunnel effect. Additionally, 
fencing could inhibit community surveillance of the trail. Solid 
fencing that does not allow any visual access to the trail should 
therefore be discouraged.  

Fencing should not be a barrier to wildlife passage across the 
corridor. For example, a small six inch gap between the bottom of 
the fence and the ground can allow wildlife passage while not 
allowing trail users to trespass on private property. 

Fencing that allows a balance between the need for privacy, while 
simultaneously allowing informal surveillance of the trail should 
be encouraged. If fencing is requested purely for privacy reasons, 
vegetative buffers should be considered.   

 

Dense Vegetation 
Dense vegetation can be used to define the trail corridor and 
increase privacy, particularly in locations with existing plants. 
The major expense of this option is maintenance and upkeep, 
which includes watering and trimming vegetation semi-regularly 
to maintain adequate path clearance.  

Open Boundary 
In locations without significant vegetation, it is an option to 
maintain an open boundary around the trail. Users will tend to 
walk through an open area, so this option is not practical for areas 
where privacy or trespassing is a concern of landowners. 

 

3.3.4. Landscaping 
Landscape features, including street trees or trees along paths, 
can enhance the visual environment and improve the path user 
experience.  Trees can also provide shade from heat and also 
provide protection from rain. However, vegetation should not 
shade the trail during the winter months. This ensures that the 
sun will be able to melt any snow or ice that accumulates on the 
trail surface. 

 

 

 
Landscaping improves the walking and 

bicycling experience. 
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3.3.5. Path Amenities 

Design Summary 
A variety of amenities can make a path inviting to the user.  Costs vary depending on the design and materials 
selected for each amenity. Amenities should be designed and located so as not to impede accessibility.   

Discussion 

Benches: 

Providing benches at key rest areas and viewpoints encourages 
people of all ages to use the trail by ensuring that they have a place 
to rest along the way. Benches can be simple (e.g., wood slats) or 
more ornate (e.g., stone, wrought iron, concrete). 

Restrooms: 

Restrooms benefit path users, especially in more remote areas 
where other facilities do not exist.  Restrooms can be sited at 
trailheads along the path system. 

Water Drinking Fountains: 

Water drinking fountains provide water for people (and pets, in 
some cases) and bicycle racks allow recreational users to safely 
park their bikes if they wish to stop along the way, particularly at 
parks and other desirable destinations. 

Bicycle Parking: 

Bicycle parking allows trail users to store their bicycles safely for a 
short time. Bicycle parking should be provided if a trail transitions 
to an unpaved pedestrian-only area. 

Trash Receptacles: 

Litter receptacles should be placed at access points. Litter should 
be picked up once a week and after any special events held on the 
trail, except where specially designed trash cans have been 
installed. If maintenance funds are not available to meet trash 
removal needs, it is best to remove trash receptacles.  

Signage: 

Informational kiosks with maps at trailheads and signage for other 
destinations can provide information to trail users. They are 
beneficial for areas with high out-of-area visitation rates as well as 
the local residents.  

Art: 

Local artists can be commissioned to provide art for the pathway 
system, making it uniquely distinct.  Many pathway art 
installations are functional as well as aesthetic, as they may 
provide places to sit and play on. 

 

Benches and rest areas encourage trail use 
by seniors and families with children. 

 

 
Bathrooms are recommended for longer 

trails and in more remote areas. 
 

Art installations can provide a sense of place 
for the trail. 

 
 

Guidance 
 AASHTO 1999. Guide for the Development of Bicycle Facilities. 

 Cheyenne 2009. Parks and Recreation Design Standards. 



59  
CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE 

 

 

3.4. Trail Safety and Security 

3.4.1. Crime Prevention Through Environmental Design (CPTED) 
Safety and security concerns on a trail can be addressed through Crime Prevention Through Environmental 
Design (CPTED) guidelines. The four principles of CPTED are: 

 Natural surveillance – maintaining sight lines and visibility to deter criminal activities. 

 Natural access control utilizing fences, lighting, signage and landscape to clearly define where people and 
vehicles are expected to be. 

 Territorial reinforcement – use physical designs such as pavement treatments, landscaping, and signage to 
develop a sense of proprietorship over the trail. 

 Maintenance - if graffiti or vandalism occurs and is not repaired or replaced right away, it can send the 
message that no one is watching or that no one cares.  

It is also recommended that law enforcement conduct a site visit of the proposed trail alignment during the 
planning and design phase to determine areas of concern, so that those areas can be addressed through the 
proposed design. 

3.4.2. Trail Safety and Security Concerns 
Privacy of adjacent property owners  

Neighborhood-friendly fencing may deter 
trail users from disturbing private property. 

 

Bollards may prevent motor vehicles from 
using the trail. 

 Encourage the use of neighborhood friendly fencing and also 
planting of landscape buffers.   

 Clearly mark path access points. 

 Post path rules that encourage respect for private property. 

 Strategically placed lighting. 

Unwanted vehicle access  
 Utilize landscaping to define the corridor edge and path, 

including earth berms or boulders.   

 Use bollards at intersections (see guidelines above) 

 Pass a motorized vehicle prohibited ordinance and sign the 
path. 

 Create a Path Watch Program and encourage citizens to 
photograph and report illegal vehicle use of the corridor. 

 Lay the shared-use path out with curves that allow bike/ped 
passage, but are uncomfortably tight for automobile passage. 

Litter and dumping 
 Post rules encouraging pack-it-out practices. 

 Place garbage receptacles at trailheads. 

 Strategically-placed lighting, utilizing light shields to 
minimize unwanted light in adjacent homes. 

 Manage vegetation to allow visual surveillance of the path 
from adjacent properties and from roadway/path intersections. 

 Encourage local residents to report incidents as soon as they 
occur. 

 Remove dumpsites as soon as possible. 
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Trespassing 

Rest stops should provide garbage 
receptacles to minimize littering. 

 

Emergency call boxes improve users’ 
feelings of safety. 

 

Surveillance from nearby buildings and 
pedestrian-scale lighting can increase 

shared-use path safety. 
 

 Clearly distinguish public path right-of-way from private 
property through the use of vegetative buffers and the use of 
good neighbor type fencing. 

 Post rules encouraging respect for property. 

Local on-street parking 
 Designate residential streets as parking for local residents only 

to discourage user parking.  

 Place "no outlet" and "no parking" signs prior to path access 
points. 

 Accessible parking should be provided when feasible  

Crime 
 Manage vegetation to ensure visibility from adjacent streets 

and residences. 

 Place lights strategically and as necessary. 

 Place benches and other amenities at locations with good 
visual surveillance and high activity. 

 Provide mileage markers every ¼-mile and clear directional 
signage for orientation. 

 Create a “Path Watch Program” involving local residents. 

 Proactive law enforcement on the trail, with regular bicycle 
patrols. 

Vandalism 
 Select benches, bollards, signage and other site amenities that 

are durable, low maintenance and vandal resistant. 

 Respond through removal or replacement in rapid manner. 

 Keep a photo record of all vandalism and turn over to local law 
enforcement. 

 Encourage local residents to report vandalism. 

 Create a Trail Watch Program; maintain good surveillance of 
the corridor. 

 Involve neighbors in path projects to build a sense of 
ownership. 

 Place amenities in well used and visible areas. 
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3.5. Trailheads 

Design Summary 

 
Example of a major trailhead. 

 
Example minor trailhead. 

 Major trailheads should include 
automobile and bicycle parking, 
trail information (maps, user 
guidelines, wildlife information, 
etc.), garbage receptacles and 
restrooms. 

 Minor trailheads can provide a 
subset of these amenities. 

 

Discussion 

Good access to a path system is a key 
element for its success.  Trailheads 
(formalized parking areas) serve the 
local and regional population 
arriving to the path system by car, 
transit, bicycle or other modes.  
Trailheads provide essential access 
to the shared-use path system and 
include amenities like parking for 
vehicles and bicycles, restrooms (at 
major trailheads), and posted maps.  

 

Guidance 

 AASHTO Guide for the Development 
of Bicycle Facilities.  

 Regulatory Negotiation Committee 
on Accessibility Guidelines for 
Outdoor Developed Areas. 
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4. Wayfinding Standards and Guidelines 

Design Summary 

 
MUTCD Sign R5-6 is a regulatory sign that 
designates where bicycling is prohibited. 

 

 

 
Warning signs are yellow, such as this 

combination of W11-15 and W11-15P from the 
MUTCD. 

 

 
Wayfinding signs are green and include an arrow. 

(MUTCD sign D1-3C). 
 

Types of signs include: 

 Regulatory signs indicate to cyclists the traffic regulations which 
apply at a specific time or place on a bikeway.  

 Warning signs indicate in advance conditions on or adjacent to a 
road or bikeway that will normally require caution and may require 
a reduction in vehicle speed.  

 Guide and information signs indicate information for route 
selection, for locating off-road facilities, or for identifying 
geographical features or points of interest. 

 

Discussion 

The ability to navigate through a region is informed by landmarks, 
natural features, and other visual cues. Signs throughout Cheyenne can 
indicate to pedestrians and bicyclists their direction of travel, location 
of destinations, and travel time/distance to those destinations.  

 

Guidance 

 AASHTO. 1999. Guide for the Development of Bicycle Facilities. 

 FHWA 2009. MUTCD. 

 NACTO. 2010. Urban Bikeway Design Guide. 
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4.1. Path Signing 
Design Summary 

 

Directional and shared-use path etiquette signage. 

 Signing style and imagery should be consistent 
throughout the trail system to provide the trail user 
with a sense of continuity, orientation, and safety.  

 Do not over sign the trail. Where possible, Incorporate 
signs into trailside vertical elements such as bollards. 

Discussion 
Directional signs may be useful for pathway users and 
motorists alike.  For motorists, a sign reading “Path Xing” 
along with Cheyenne’s  logo helps both warn and promote 
use of the path itself.  For path users, directional signs and 
street names at crossings help direct people to their 
destinations.  The directional signing should impart a 
unique theme so path users know which path they are 
following and where it goes.  The theme can be conveyed in 
a variety of ways: engraved stone, medallions, bollards, and 
mile markers.  A central information installation at 
trailheads and major crossroads also helps users find and 
acknowledge the rules of the path.  They are also useful for 
interpretive education about plant and animal life, 
ecosystems, and local history. 

Trail Etiquette Signs: 

Establishing goals and policies sets a common framework 
for understanding trail rules and regulations. Rights and 
responsibilities of trail usage should be stated at main trail 
access points. Once rules and regulations are established, 
the trail managing agency has a means of enforcement. Local 
ordinances may be adopted to help enforce trail policies. 
Penalties such as fines or community service may be 
imposed in response to non-compliance. 

Informational Kiosks: 

Interpretive signs provide enrichment to the trail user 
experience, focuses attention on the unique attributes of the 
local community, and provides educational opportunities. 
Natural and cultural resources in trail corridors may provide 
opportunities for interpretation. Including historic signs 
and photos, boat ramps, and wildlife. 

 

Guidance 
 AASHTO. 1999. Guide for the Development of Bicycle 

Facilities. 
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4.2.  On-Street Bikeway Signage 

Design Summary  
 
 
 
 

 
MUTCD approved bicycle wayfinding 

signage design concept. 
 
 
 
 
 
 

 
Wayfinding signage that includes 
distance and time to destinations, 
like this example from Eugene, OR, 
can address misperceptions about 

the speed and practicability of 
bicycling. 

 

Destinations for on-street signage can include: 

 On-street bikeways 

 Commercial centers 

 Regional parks and 
trails 

 Public transit sites 

 Civic/community destinations 

 Local parks and trails 

 Hospitals 

 Schools 

Recommended uses for on-street signage include: 

 Confirmation signs confirm that a cyclist is on a designated bikeway and can 
include destinations or distances, but not directional arrows.  

 Turn signs indicate where a bikeway turns from one street onto another street. 
Turn signs are located on the near-side of intersections. 

 Decision signs mark the junction of two or more bikeways. Decision signs are 
located on the near-side of intersections.  

Discussion 

Signage can help by: 

 Familiarizing users with the pedestrian and bicycle network. 

 Identifying the best routes to destinations. 

 Addressing misperceptions about time and distance. 

 Overcoming a “barrier to entry” for infrequent cyclists or pedestrians  

Wayfinding signs also visually cue motorists that they are driving along a bicycle 
route and should use caution. Signs are typically placed at key locations leading to 
and along bicycle routes, including the intersection of multiple routes. Too many 
road signs tend to clutter the right-of-way, and it is recommended that these signs 
be posted at a level most visible to bicyclists and pedestrians, rather than per 
vehicle signage standards. Additional recommended guidelines include: 

 Place the closest destination to each sign in the top slot. Destinations that 
are further away can be placed in slots two and three. This allows the nearest 
destination to ‘fall off’ the sign and subsequent destinations to move up the 
sign as the bicyclist approaches. 

 Use pavement markings to help reinforce routes and directional signage. 

Markings, such as bicycle boulevard symbols, may be used in addition to or in 
place of directional signs along bike routes to help cyclists navigate difficult 
turns and provide route reinforcement. 

Guidance 

 City of Oakland. 2009. Design Guidelines for Bicycle Wayfinding Signage. 

 City of Portland. 2002. Bicycle Network Signing Project. 

 FHWA 2009. MUTCD. 
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Introduction
This Policy Handbook has been produced as part of 
and in support of the Cheyenne On-Street Bicycle Plan and 
Greenway Plan Update . The policy and program recommen-
dations in this handbook complement the infrastructure 
recommendations set forth in the plan . When imple-
mented in tandem, bicycling and greenway infrastruc-
ture improvements, supportive policies, and encouraging 
programs create a comprehensive suite of nonmotorized 
enhancements .  Together these advances encourage bicy-
cling for transportation and recreation and help estab-
lish Cheyenne as a bicycle friendly place to live, work, 
and visit .

Vision, Goals, and Objectives
The vision, goals, and objectives of the Cheyenne On-Street 
Bicycle Plan and Greenway Plan Update are principles that 
will guide the development and implementation of the 
Plan over the next 20 years . Goals and objectives direct 
the way the public improvements are made, where 
resources are allocated, how programs are operated, and 
how the City’s and Cheyenne Metropolitan Planning 
Organization’s priorities are determined . 

The following vision, goals, and objectives are based on a 
review of best practices and discussions with the Bicycle 
Advisory Committee, City and MPO staff . A vision state-
ment outlines what the City and MPO wants to become . 

It concentrates on the future and is a source of inspira-
tion . Goals help guide the fulfillment of that vision and 
relate to both existing and newly-launched efforts by 
the City and MPO . Objectives are more specific state-
ments under each goal that define how each goal will 
be achieved . Many objectives are measurable and allow 
tracking and benchmarking systems to demonstrate the 
extent of the City’s progress toward the goals and overall 
vision . Measurable objectives are noted with an [M] and 
can be used to track progress of Plan implementation . 
The goals and objectives of this Plan may be undertaken 
by several different city agencies . 

Project Vision 
The Cheyenne Metropolitan Area will become a place 
that is increasingly friendly for cyclists and trail users of 
all types and abilities .

Draft Goals and Objectives
The Cheyenne On-Street Bicycle Plan and Greenway Plan Update 
will be implemented through a comprehensive program 
of activities based on the following goals:

• Engineering and Maintenance

• Education and Encouragement

• Enforcement

• Evaluation and Implementation 

The tables on the following pages present each of the 
draft’s goals and objectives . 
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1. Engineering and Maintenance 
Goal:
1-1 Develop a complete and continuous on-street bikeway and Greenway system that serves recreation and 

utilitarian trips, provides intermodal connectivity, and provides a range of transportation options throughout 
the MPO area.

Objectives:
1-1A Serve existing, proposed and future land uses with an efficient and safe on-street bicycle and Greenway 

network. 

1-1B Evaluate streets for the addition of bike facilities based on the recommended projects in this Plan when 
performing street resurfacing or restriping projects.  Include bikeways on all new and reconstructed arterials and 
collectors. [M]

1-1C Design and construct bikeways and greenways in a manner that enhances safety for all transportation modes 
and whose regular users include women, children and the elderly. [M]

1-1D Examine and implement innovative bicycle traffic solutions such as bike boxes and bike boulevards. [M]

1-1E Work to facilitate easy and safe crossings of major collector and arterial streets. Identify intersection designs that 
include elements to enhance cyclist and trail-user safety.

1-1F Install signs along all bicycle facilities to assist with way-finding and to increase awareness of bicyclists. [M]

1-1G “Gaps” in the current Greenway system will be closed as soon as practical. If necessary, temporary or natural 
surface trails will be built until full construction to the ultimate design standard can be completed. [M]

1-1H Adopt and periodically update code requirements that increase the availability and quality of end-of-trip bike 
facilities, such as secure and sheltered bike parking, showers, clothes changing areas, etc. [M]

1-1I Support Americans with Disabilities Act (ADA) requirements and policies during on-street bicycle and Greenway 
facility planning, construction and maintenance. 

1-1J Accommodate bicycles on transit vehicles that provide regular fixed-route service. [M]

1-1K Develop routes that highlight Cheyenne’s unique history and character. These routes should emphasize 
historical, cultural, and parks and recreation facilities. 

Goal:
1-2 Maintain existing and future on-street bicycle and Greenway facilities to a high standard in accordance with 

guidelines established in this plan.

Objectives:
1-2A Address bicyclist safety, access and connectivity during construction and maintenance activities.

1-2B Develop an on-going maintenance strategy for non-motorized transportation facilities that maximizes fiscal 
efficiency by developing partnerships between appropriate municipal departments. [M]

1-2C Provide maintenance for Bicycle and Greenway facilities in a manner that promotes use and safety (e.g., 
sweeping and pothole repair). Perform street repair and maintenance in a manner that does not negatively 
impact bicycle and Greenway facilities and their use. [M]
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2. Education and Encouragement
Goal:
2 Implement comprehensive education and encouragement programs targeted at all populations in the city.

Objectives:
2A Educate the general public on bicycle safety issues and encourage non-motorized transportation with programs 

that target both bicyclists and motorists. [M]

2B Support the continued development of Safe Routes to School and other efforts, including educational and 
incentive programs to encourage more students to bicycle to school, through a partnership with LCSD #1 and 
other interested parties. [M]

2C Teach cycling safety as a part of standard elementary or middle school curriculum using League of American 
Bicyclists-certified instructors. [M]

2D Work with Wyoming Department of Transportation to include bicycle related question(s) on the Driver’s License 
written examination. [M]

2E Coordinate regular training sessions for state, county, MPO and city staff to streamline knowledge on current 
local, regional, and national bicycle policies and ordinances.

2F Create and distribute biking maps through bike and sports/health shops, local businesses, and governmental 
facilities. The maps should include rules of the road as well as an explanation of the types and use of various 
bicycle facilities in the public right-of-way. [M]

2G Create a fitness challenge among large employers. 

2H Consider the implementation of car-free days.

2I Encourage health insurance providers to create wellness programs that promote bicycling as part of a healthy and 
active lifestyle.

2J Create visible, accessible and secure bike parking at well-attended events and desirable destinations (e.g., Movies 
in the Park, Fridays at the Depot Plaza, Superday, Cheyenne Frontier Days, etc.). [M]

2K Coordinate City, County, and State efforts to support bicycle and pedestrian education and safety programs.

2L Develop and implement innovative education and encouragement programs, campaigns, and events, such as 
‘bike to work week/month’ through partnerships with the Cheyenne Cycling Club and WYDOT. [M]

2M Encourage a positive public perception of bicycling through education and encouragement programs, as well as 
through City communications, media partnerships, public service announcements and advertisements.



CHEYENNE ON-STREET BICYCLE PLAN AND GREENWAY PLAN UPDATE
72

3. Enforcement
Goal:
3 Increase enforcement of safe and legal cyclist and motorist behaviors throughout the bikeway system.

Objectives:
3A Increase attention by law enforcement officers to bicycle-related violations by both motorists and bicyclists, and 

emphasize positive enforcement for safe bicycling behavior by children.

3B Increase enforcement efforts to prevent the obstruction of dedicated bikeways.

3C  Accurately record all bicycle collisions into a collision database for future analysis and monitoring. [M]

3D Work closely with local enforcement agencies to create innovative, proactive, educational campaigns.

3E Coordinate training sessions through WYDOT and Cheyenne Cycling Club to keep knowledge current on local, 
regional, and national bicycle policies and ordinances. [M]

3F Explore the creation of a Share the Road Safety Class.

3G Use bicycle police patrols during warm months downtown, on the Greenway, and for special events. [M]

Involving the public in decisionmaking processes helps to encourage 
bicycling by addressing real and perceived barriers.
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4. Evaluation and Implementation
Goal:
4-1 Implement the On-Street Bicycle Plan and Greenway Plan Update

Objectives:
4-1A Establish a Bicycle Advisory Committee to pursue implementation of the On-Street Bicycle Plan and Greenway 

Plan Update. 

4-1B Establish a bicycle mode share goal. [M]

4-1C Regularly review priority project list and refine as necessary based on new opportunities and community 
priorities. 

4-1D Pursue Bicycle Friendly Community designation from the League of American Bicyclists. [M]

4-1E Coordinate with City of Cheyenne, Cheyenne MPO, Laramie County and relevant State agencies to update trail 
and bikeway system inventories, identify gaps and prioritize these for completion. [M]

4-1F Coordinate with City of Cheyenne, Cheyenne MPO, Laramie County and relevant State agencies to identify 
specific annual targets for bikeway infill projects. [M]

4-1G Create a sustainable, dedicated source of bikeway funding within the annual city budget. [M]

4-1H Foster relationships between city, private, non-profit, and advocacy groups and representatives to efficiently 
implement recommended programs. 

4-1I Recognize bicycle friendly establishments through programs such as the League of American Bicyclists’ 
Bicycle Friendly Business program. [M]

4-1J Encourage multi-jurisdictional funding applications with the City of Cheyenne, Cheyenne MPO, Laramie County.

4-1K Advocate to the State Legislature in support of the creation of a safe passing law.

Goal:
4-2 Monitor implementation of the On-Street Bicycle Plan and Greenway Plan Update

Objectives:
4-2A Track the success of the On-Street Bicycle Plan and Greenway Plan Update as a percent completed of the 

total recommended bikeway system. [M]

4-2B Track regional trends in bicycle usage through the use of Census data and annual bicycle counts. [M]

4-2C Monitor bicycle collision data to seek continuous reduction in bicycle collision rates. [M]
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Education, Encouragement, 
and Evaluation
Whether they are staying up late for the Moonlight 
Cowboy Ride, trying their hand at bike polo, or teaching 
their children to ride bikes on the well-loved greenways, 
Cheyenne residents are using bikes more and more for 
health, fun, and relaxation . 

The infrastructure recommendations in the Cheyenne 
On-Street Bicycle Plan and Greenway Plan Update will provide 
safer, more comfortable places for further growth in 
bicycling and trail use . However, while improving 
infrastructure is critical to increasing bicycling rates, the 
importance of outreach, education, and evaluation efforts 
should not be underestimated . 

Programs connect more residents to information about 
new and improved facilities, the benefits of bicycling, 
and provide positive reinforcement about why and 
how to integrate bicycling into their everyday lives . In 
essence, these efforts market bicycling to the general 
public and provide the maximum “return on invest-
ment” in the form of more people bicycling and a higher 
degree of safety and awareness around bicycling in the 
Cheyenne area .

This section contains recommendations for education, 
encouragement, and evaluation programs that should 
be pursued along with infrastructure investments . For 
each program, the technical team has provided informa-
tion about the program purpose, a description of the 
basic approach and, wherever possible, links to model 
programs . 

Program concepts were developed by the technical team 
and based on knowledge about existing events, stated 
community needs (as communicated through input 
at public events and input from the Bicycle Advisory 
Committee), a meeting with the client team on April 
28, 2011, and knowledge of national best practices . 
Recommended enforcement actions are described in the 
following section .

Recommended Education and 
Encouragement Programs

Establish Permanent Bicycle Advisory Committee

Target audience Citizen advocates
Primary agency City of Cheyenne

Potential partners Cheyenne MPO
Purpose Advise City on bicycle issues
Time frame Ongoing
Sample program Beaver Creek, OH: 

http://ci.beavercreek.oh.us/
boards-commissions/bikeway-advisory/ 

Cheyenne already has a Greenway Advisory Committee 
that advises the City on greenway priorities and budgets . 
In addition, the On-Street Bicycle Plan and Greenway 
Plan Update has convened a Bicycle Advisory Committee 
(BAC) to advise the project team . The technical team 
recommends that the City and MPO formally create 
a permanent Bicycle Advisory Committee in order to 
continue reaping the benefits of this type of citizen 
involvement . In order to complement the existing 
Greenway Advisory Committee, the BAC should focus 
on nonmotorized transportation in the public right-of-
way, including access points to the greenway system . 
Alternatively, a joint Bicycle Advisory Committee/
Greenways committee could be developed to consider 
both on and off-street facilities . 

Establishing a BAC emphasizes the commitment to 
making bicycling safer and more appealing, and has the 
potential to assist the City and Cheyenne Metropolitan 
Planning Organization (MPO) in securing funding for 
bicycle projects . Having an established BAC is also desir-
able for receiving Bicycle-Friendly Communities (BFC) 
designation .

The charges of the BAC may include some or all of the 
following:

• Review and provide citizen input on capital project 
planning and design as it affects bicycling (e .g ., 
corridor plans, street improvement projects, signing 
or signal projects, and parking facilities)

• Review and comment on changes to zoning, develop-
ment code, comprehensive plans, and other long-term 
planning and policy documents
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• Participate in the development, implementation, 
and evaluation of Bicycle Master Plans and bikeway 
facility standards

• Provide a formal liaison between local government, 
staff, and the public

• Develop and monitor goals and indices related to 
bicycling 

• Promote bicycling, including safety and education

Because BAC members are volunteers, it is essential to 
have strong staffing supporting the committee in order 
for it to be successful . The Greenway Coordinator is 
the logical liaison to the BAC and should take charge of 
managing the application process, managing agendas 
and minutes, scheduling meetings, bringing agency 
issues to the BAC, and reporting back to the agency and 
governing body about the BAC’s recommendations and 
findings .

The committee should be created through an enacting 
City Council resolution that calls it into being and 
defines the committee’s charge, responsibilities, member 
composition, how members are chosen/appointed, what 
the decisionmaking structure is, and how often the 
committee meets .

Social Rides

Target audience Residents, particularly new or 
inexperienced bicycle riders

Primary agency City of Cheyenne, local bike shop, and/
or community volunteers (e.g. Volunteer 
Ambassador Program)

Purpose Create welcoming, low-stress opportunity 
for Cheyenne residents to experience 
on-road cycling

Time frame Summer

Sample program Geared 4 Kids Ride (Oakland, CA): http://
www.geared4kids.org/ 

Kidical Mass DC: http://kidicalmassdc.
blogspot.com/  
LACBC Sunday Funday Ride: http://la-bike.
org/sundayfunday 

Social rides are designed to be welcoming to inexpe-
rienced bicycle riders . They are intended to provide 
participants with a positive, low-stress bicycling experi-
ence by:

• Creating a sense of community around bicycling

• Modeling safe riding behavior

• Introducing people to recommended on-road bicy-
cling routes, and creating opportunities for people to 
ask questions and access resources . 

Rides may be aimed generally at new or less-confident 
riders, or they may be aimed at specific groups such as 
women, families with young children, or seniors . Rides 
will be more appealing if they have different routes each 
time, as well as different themes (e .g ., public art tour, 
historic homes ride, Father’s Day family ride, park-to-
park tour, etc .) and/or feature some appealing incentive 
to participate (such as free sweet treat samples from 
local merchants, or bike bells for participants) . 

In Cheyenne, rides could meet at one of the two bike 
shops in town during the summer months, preferably 
twice a month . The ride leader should be an experienced 
bicyclist who can answer questions, and deal with minor 
mechanical issues .

Low-stress group rides are an ideal way to introduce people to bicycling.
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Bike Month

Target audience Current and potential bicycle riders

Primary agency City of Cheyenne
Potential 
partners

Cheyenne MPO, Bicycle Advisory 
Committee, local bike shop(s), Cheyenne 
Cycling Club, City of Cheyenne Parks and 
Recreation, community volunteers (e.g., 
Volunteer Ambassador Program), CRMC, 
WinHealth, BCBS

Purpose Encourage bicycling to work through fun, 
social activities and incentives

Time frame June
Resources http://www.bikeleague.org/programs/

bikemonth/ 

Bicycling to work is a great way to get exercise, save 
money, reduce pollution, and have fun . Cities and towns 
across the country participate in Bike to Work Week, 
Month or Day . In Wyoming, Bike Month is celebrated in 
June . In Cheyenne, City employees already participate in 
an informal bike-to-work challenge during June, and the 
Cheyenne Cycling Club hosts a bike commuter break-
fast . Expanding on these events to create a higher-profile 
series of events can generate additional excitement 
around cycling .

The League of American Bicyclists (LAB) hosts a website 
for commuters and event organizers . The website 
contains information on nationwide and local events, an 
organizing handbook, and tips for commuters . 

Common elements of Bike Month events include: 

• Commute 101 workshops in advance of Bike-to-Work 
Day

• Guided commutes or group rides to increase comfort 
and familiarity with bicycling routes

• “Energizer Stations” to reward commuters with treats 
and incentives

• Fun events throughout the month (e .g ., bicycle movie 
screening, bicycle art show, themed group rides, etc .)

• Workplace/team bicycling challenges for most miles, 
highest percentage of days, etc .

• Celebrity events (e .g ., mayor bikes to work with news 
team, bike/bus/car race)

• Post-work celebration (sometimes called “bike away 
from work” parties)

• Bike-to-school events 

Cheyenne History Ride

Target audience Residents, particularly new or 
inexperienced bicycle riders

Primary agency City of Cheyenne
Potential 
partners

Cheyenne Historic Preservation Board, 
Cheyenne Downtown Development 
Authority, Bicycle Advisory Committee, 
City of Cheyenne Parks and Recreation, 
community volunteers (e.g., Volunteer 
Ambassador Program), Chamber of 
Commerce, Cheyenne MPO

Purpose Highlight Cheyenne’s history through 
history tour

Time frame Summer, annually

Sample program Davis Historic Bike Tour: http://cityofdavis.
org/bicycles/tour.cfm

Bicycle Tour of Historic Somerville: http://
www.ci.somerville.ma.us/sites/default/files/
documents/ISD/CombinedChurchTour.pdf 

Cheyenne’s rich history is a source of pride for many 
residents . Most historic sites are located within a mile 
of downtown (an easy bicycling distance), and a history 
ride highlighting significant locations, neighborhoods 
and events from the past is an excellent way to generate 
civic pride and create an exciting event that will inspire 
residents to try bicycling . 

Events and messages during Bike Month can encourage people to bike to 
work.
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In-person tours should be hosted by knowledgeable 
tour guides (annually or more frequently as demand 
permits) and publicized widely . The tour routes should 
be preserved in a brochure and/or a self-guided tour (e .g . 
iPod-based) so that people can participate even if they 
are unable to attend the guided tour . There are already 
recorded historic and cultural tours available on the Visit 
Cheyenne website (http://www .cheyenne .org/things-to-
do/audio-tours/), and additional walking and bicycling 
tours should be added to the same web page .

A self-guided historic walking tour of downtown 
already has been produced, and can serve as a starting 
point for a bicycle route . The Cheyenne Historic 
Preservation Board will be a natural partner, and will 
have the research expertise and access to photo archives 
that will be necessary to develop an in-depth tour . 

The Downtown Development Authority (DDA) may 
also be a natural partner, as the resulting tour event and 
self-guided tour brochure will be an appealing offering 
for visitors and will highlight downtown Cheyenne . 
The DDA’s Historic Placemaking Project could consider 
creating a historic bike tour as a key action . 

Bike Valet Program

Target audience Current residents who cycle, and event 
participants who would consider cycling

Primary agency City of Cheyenne

Potential 
partners

Cheyenne Cycling Club, community 
volunteers (e.g., Volunteer Ambassador 
Program), local bike shops, Cheyenne 
Frontier Days Committee

Purpose Encourage bicycle travel; offer appealing 
alternative to driving for event attendees

Time frame Summer
Sample program http://www.sfbike.org/?valet

Providing convenient, secure bike parking at large events 
can make bicycling to an event a more attractive option . 
Arenas, parks, other venues and gathering places often 
do not have the bike parking capacity to accommodate 
very large crowds . Temporary facilities, such as corrals 
or mobile racks, can be brought on site to meet the 
demand . This type of service can also prevent damage to 
non-parking facilities, such as trees and hand rails that 
bicyclists use when appropriate facilities are lacking . 

Temporary bike parking can be staffed or used with 
standard locks to bolster security .

In Cheyenne, valet bike parking would help to make 
bicycling a more attractive option at the Cheyenne 
Frontier Days and the Frontier Days pancake break-
fast, events that generate a great deal of vehicle parking 
demand . The Friday night free music concerts at Depot 
Plaza would also benefit from valet bike parking . 

There are two parts to providing valet bicycle parking: a) 
purchasing and managing the hardware, and b) staffing 
and managing each event . The City of Cheyenne should 
consider purchasing hardware as a way to jump-start 
valet bike parking in the City . There are several ways 
that hardware can be managed . The simplest is to use 
A-frame safety barricades, although bicycle riders do not 
prefer these because they often scratch the bicycle frame . 
However, if the city owns these already, they may be 
the best initial solution . Another relatively inexpensive 
option is to construct a long saw horse-style rack out of 
metal pipe and hang bicycles from their saddles . Several 
options that were constructed in-house can be seen on 
the following web pages: 

• http://bike-pgh .org/buy_stuff/bicycle-valet-parking/

• http://www .bicyclecollective .org/en/programs/valet-
bike-parking/338-new-portable-valet-bike-parking-
racks

CREDIT: BIKE FRESNO

Valet bike parking offers people who arrive by bike convenient, secure 
storage.
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In the longer term, event bike racks may be manufac-
tured or purchased . Several manufactured rack types 
are available and provide a range of portability, cost, and 
features . A few samples are listed below: 

• http://www .bikeracker .com/rack .html

• http://www .cycle-safe .com/eventracks .tab .aspx

• http://racesmith .com/triathlonbikerack .html

• http://feedbacksports .com/shop/A-Frame-portable-
Event-Storage-Stand-P18C4 .aspx

• http://www .dero .com/products/event_rack/event_rack .
html 

The exact type of rack needed depends on the way the 
event is managed . If the event is truly “valet parking” 
– that is, participants hand their bicycles over to atten-
dants, who then park the bicycle in a secure area – racks 
can be used that do not permit locking to the frame . If 
participants will be allowed to park their own bicycles 
(which is not recommended for security reasons), the 
rack type must permit locking the frame of the bicycle . 

Once the City has purchased bike parking hardware, a 
program should be developed where people can rent the 
hardware to organize their own valet bike parking . It 
will be important to develop a clear set of guidelines for 
how racks are transported, what the responsibilities of 
the City and the renting organization are, and how any 
damages to bike racks will be handled . The City may 
choose to offer to transport racks as part of the service if 
desired .

The City may also choose to establish recommen-
dations about how valet parking events should be 
managed, in the form of a manual or a checklist . This 
would help other groups successfully execute valet bike 
parking services . This web page contains recommenda-
tions for several different ways of managing the valet 
process: http://www .bikecollectives .org/wiki/index .
php?title=Valet_Bike_Parking and should be consulted 
before setting up a program .

On an ongoing basis, the City may choose to provide 
valet bike parking services for certain events (such as 
the Friday night concerts), while for other events (such 
as the Cheyenne Frontier Days), they may charge a fee to 
event organizers . 

City staff are unlikely to have availability to staff valet 
bike parking events on an ongoing basis, therefore 
partnerships should be explored with the Cheyenne 
Cycling Club (who may wish to manage valet services in 
exchange for tips or a low per-bike fee), or with commu-
nity volunteers (see the Volunteer Ambassador recom-
mendation, below) . 

Media Campaign

Target audience General public

Primary agency City of Cheyenne/Cheyenne MPO

Potential 
partners

Health Organizations such as Blue Cross 
Blue Shield of Wyoming or WinHealth 
Partners, Cheyenne Regional Medical 
Center

Purpose Publicize images of ordinary residents riding 
bicycles for a variety of purposes in order to 
normalize and humanize the image of the 
bicyclist

Time frame Ongoing

Sample program Community Cycling Center’s “I 
Ride” campaign: http://www.
communitycyclingcenter.org/index.
php/i-ride/ 

Oftentimes the general public thinks of negative stereo-
types when they hear about “cyclists .” A media campaign 
that shows a wide range of ordinary residents using 
their bicycles for a variety of purposes will help break 
down those stereotypes and raise awareness of cycling 
and empathy for people who ride bicycles . One excellent 
example is the “I Ride” campaign from the Community 
Cycling Center in Portland, Oregon . They have created 
well-photographed posters showing people in a wide 
variety of ages, races, body types, and with a wide 
variety of bicycle types, and each person has been invited 
to complete the sentence “I ride _____ .” The images are 
being distributed as bus stop and bus bench ads, as well 
as online . 

In Cheyenne, the “I ride” slogan may be considered, or 
another equally humanizing slogan could be created . The 
City or MPO may choose to take the lead on this effort, 
or they may wish to seek a partnership with another 
group to take the lead . Health partners may be inter-
ested in funding and/or implementing this campaign . 
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Donated media placement should be sought as well 
for print media and other public installations (such 
as benches, transit media options, billboards, or other 
locations) . 

A good photographer should be engaged, and opportu-
nities for people to be photographed should be created 
(such as at public bicycling events) . Key community 
members should be invited to participate as well, partic-
ularly if they are well-known . For example, the director 
of the Wyoming Department of Transportation is a 
bicycle racer and should be invited to be one of the first 
faces of a media campaign . Other people may be invited 
to participate because they demonstrate that women, 
families, or older residents ride bicycles in Cheyenne .

Summer or Year Round Events Assistant

Target audience N/A
Primary agency City of Cheyenne/Cheyenne MPO

Potential 
partners

N/A

Purpose Create more capacity for organizing bicycle 
events and implementing bicycle programs; 
manage Volunteer Ambassador program

Time frame Summer or year round as determined by 
need

Because the prime bicycling season in Cheyenne is the 
summer, it makes sense to focus events and programs 
on the summer months . At present, Cheyenne City and 
MPO staff do not have the capacity to take on a suite 
of summer events and programs . The City and MPO 
should pursue opportunities to engage a summer events 
assistant to implement summer events and programs 
(as recommended in this memorandum) and to manage 
the summer Volunteer Ambassador Program and assist 
with other programmatic endeavors . In the long run, 
this may be an appropriate seasonal or part-time staff 
position, but given the current municipal budget situ-
ation, it is recommended that alternate funding be 
sought for this position . Staff should actively pursue the 
following funding options: creating an AmeriCorps posi-
tion, seeking an unpaid summer internship in exchange 
for university or school credit, and/or seeking funding 
through a local community foundation and/or health 
partners for this outreach position . The assistant should 
be housed at the City and supervised by the Greenway 
Coordinator, and would ideally be engaged from May or 
June through mid-September . There is an opportunity to 
expand this position to assist with program implementa-
tion year round as needed .

CREDIT: COMMUNITY CYCLING CENTER

A media campaign showing “real people” riding bicycles can help to raise 
the acceptance of bicycling for everyday transportation.
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Volunteer Ambassador Program

Target audience Community members who want to 
contribute to making Cheyenne more 
bicycle-friendly

Primary agency City of Cheyenne/Cheyenne MPO

Potential 
partners

Bicycle Advisory Committee

Purpose Create more capacity for organizing bicycle 
events and implementing bicycle programs; 
provide interested community members 
with opportunities to make a meaningful 
contribution to making Cheyenne a better 
place to ride a bike

Time frame Summer
Sample program Transportation Options Ambassador 

Program: http://www.portlandonline.
com/transportation/index.
cfm?&a=329510&c=34749

Many Cheyenne residents who love bicycling would 
be willing to volunteer if they were provided with a 
well-organized opportunity to contribute . Creating and 
managing a volunteer ambassador program does take 
time, but it can also expand community capacity and 
create goodwill in the community . The City Attorney 
should be contacted prior to establishing a Volunteer 
Ambassador program to identify the City’s standard 
practices relating to volunteering and liability concerns . 
For example, it may be necessary to complete back-
ground checks for volunteers if they may interact with 
children . 

Ambassadors should be invited to sign up regularly (e .g ., 
at the start of the summer), and they should complete an 
application and attend a training . In return, they should 
receive a t-shirt (and nametag if desired) that identifies 
them as official volunteers . At the training, and on an 
ongoing basis, notice of volunteer needs should be sent to 
the pool of trained ambassadors . 

It will be important to offer volunteers enough oppor-
tunities that they stay engaged, and also make sure that 
their volunteering experience is positive for them (that 
is, that they are clear about their responsibilities, know 
whom to meet/when/where, have resources if they are 
asked something they do not know the answer to, or if a 
member of the public is aggressive or threatening, etc .) . 
It is important to note that volunteers can support staff, 
often in a substantial capacity, but they cannot replace 
staff, and they should not be expected to represent the 
City and MPO without support . 

Staff should look at the summer events work plan before 
the season begins to identify volunteer needs (e .g ., valet 
bike parking, history or social ride leaders and sweeps, 
Bike Month event leads, and bicycle count shifts) . 

Municipal Bike Sharing Program

Target audience City employees
Primary agency City of Cheyenne

Purpose Promote work-related trips by bicycle; 
reduce daytime auto trips

Time frame Ongoing

Cities are starting to see the benefits of establishing 
bike fleets for employee use during the day . They can be 
used for errands or meetings during the day or recre-
ational rides during lunch . Many of these daytime trips, 
particularly within a downtown or employment center, 
are within bicycling distance . Bike fleets reduce a public 
agency’s dependence on automobile fleets or personal 
vehicles and associated employer reimbursements . 
Because Cheyenne is relatively compact, a municipal bike 
fleet would be a great asset to city employees .

City of Cheyenne fleet bikes should have racks and 
fenders, and should be available for checkout from 
administrative staff . 

A volunteer transportation ambassador installs a free bike bell during a 
“Share the Path” event.
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Periodic safety checks and necessary maintenance 
should either be assigned to a City employee with appro-
priate skills and interest, or can be contracted with a 
local bike shop .

A City of Cheyenne program should be seen as a starting 
place to building a larger public agency bike sharing 
program in partnership with the County and State 
offices in downtown . As the system grows, it may make 
sense to investigate more sophisticated docking hard-
ware that allows for automated checkout, such as the 
Humana Freewheelin’ system (http://www .freewheelin-
waytogo .com/FWWelcome .aspx) . Another next step 
would be to write a how-to manual, presentation, or 
other training opportunity that can be offered to other 
large employers in town (e .g . F . E . Warren Air Force Base 
or Frontier Refining, Inc .) . 

Recommended Evaluation Efforts

Annual Count Program

Target audience City staff, elected officials, general public
Primary agency City of Cheyenne/Cheyenne MPO
Potential 
partners

Bicycle Advisory Committee, community 
volunteers (e.g., Volunteer Ambassador 
Program)

Purpose Gather important benchmarking information 
about bicycling

Time frame Annually or semi-annually
Model program http://bikepeddocumentation.org/

In order to determine this Plan’s success at increasing 
bicycling rates and bicycling safety, it is necessary 
to establish an annual data collection program . At a 
minimum, this program should tally the number of 
cyclists and greenway users at key locations around the 
community (particularly at pinch points, in downtown, 
near schools, and on the greenways); the same loca-
tions should be counted in the same manner annually . If 
major bikeway or greenway infrastructure projects are 
planned, baseline and post-construction user counts can 
be performed through this coordinated annual count 
process for maximum efficiency . This will provide the 
City and MPO with information about growth of bicy-
cling rates .

It is recommended that the data collection program use 
methodology developed by the National Bicycle and 
Pedestrian Documentation Project (NBPDP) . Counts 
should be performed in the second week of September; 
one weekday count (from 5-7 PM on a Tuesday, 
Wednesday, or Thursday) and one Saturday count (12 
noon – 2 pm) should be completed . Counters can be 
volunteers (such as through the Volunteer Ambassador 
program) or agency staff, as long as proper training 
is provided . Map 1 (located as an Appendix) shows 
proposed count locations divided into two phases . 
These locations were selected based on their potential to 
capture existing bicycling activity near popular destina-
tions like Cheyenne Depot Plaza and greenway system 
access points including existing trailheads . It is recom-
mended that the City and MPO initiate counts in these 
core locations and expand as resources become available .

If desired, surveys can also be included in the data 
collection effort to learn more about walking and 
bicycling demographics, trip origin/destinations, etc . 
The NBPDP website includes count and survey instruc-
tions, forms, and participant training materials: http://
bikepeddocumentation .org . 

Automated Counts
Bicycle and trail user counts can be conducted manually 
or with automatic count technologies; however auto-
matic counters have certain advantages . 

Volunteers or agency staff should count and/or survey bicyclists on an 
annual basis.
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Automatic count technologies are useful in conducting 
longer-term counts, establishing daily, weekly, or 
monthly variations and usually require fewer person-
hours . The most common technologies used for bicycle 
and pedestrian counts are:

• Passive infrared (detects a change in thermal contrast)

• Active infrared (detects an obstruction in the beam)

• Ultrasonic (emits ultrasonic wave and listens for an 
echo)

• Doppler radar (emits radio wave and listens for a 
change in frequency)

• Video Imaging (either analyzes pixel changes or 
data are played back in high speed and analyzed by a 
person)

• Piezometric (senses pressure on a material, either 
tube or underground sensor)

• In-pavement magnetic loop (senses change in 
magnetic field as metal passes over it)

Most automated technologies work well for counting 
users that pass a specific point but most, with a few 
exceptions such as active infrared and video, cannot 
easily distinguish between bicyclists and pedestrians . 
A combination of technologies such as Eco-Counter’s 
Eco-Multi, can also distinguish between types of users . 

The most appropriate count technology is dependent 
on the count location and purpose . Passive infrared is 
best suited for screenline sidewalk counts, but not in 
places where pedestrians gather, such as in front of cafes 
or busy transit stop and is not recommend for cyclist 
counts . Active infrared can distinguish between bicy-
clists and pedestrians, and is therefore appropriate for 
shared use pathways . In-pavement magnetic loops are 
best for detecting bicyclists traveling along bike lanes 
or pathways . Video playback can provide information 
concerning user type, behavior, and demographics, 
in addition to count data . Another consideration is 
the physical installation of the counting device . Some 
infrared technology requires sensors to be installed on 
both sides of the pathway, while other devices can be 
effectively installed in locations with poles/street lights 
on just one side of the pathway or sidewalk, such as in an 
urban setting .

The City and MPO should use an automated counter 
to establish baseline counts and seasonal adjustment 
factors for heavily used greenway corridors, and before-
and-after installation of an on-street facility to obtain 

before-and-after counts .

Report Card

Target audience City staff, elected officials, general public
Primary agency City of Cheyenne
Potential 
partners

Bicycle Advisory Committee, Greenway 
Advisory Committee

Purpose Share information about key walking and 
bicycling metrics

Time frame Annually
Sample program City of New York: http://www.nyc.gov/html/

dcp/pdf/transportation/bike_survey.pdf 

City of San Francisco: http://www.sfbike.
org/download/reportcard_2006/SF_bike_
report_card_2006.pdf 

City of Copenhagen: http://www.
vejpark2.kk.dk/publikationer/pdf/464_
Cykelregnskab_UK.%202006.pdf

This planning process has developed goals, objec-
tives, and performance measures related to bicycling 
and greenways . It is a useful benchmarking activity to 
publish an annual report measuring accomplishments 
and performance against goals . 

An annual report should include relevant bicycling 

The City should report regularly on progress towards improving bicycling 
conditions and increasing bicycle ridership.
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metrics (count results, new bikeway/greenway facility 
miles, major completed projects, bicycle-involved crashes, 
number of organized events) and may also include 
information on user satisfaction, public perception of 
safety, or other qualitative data that has been collected 
related to cycling . Cumulative bikeway and trail mileage 
should be shown to demonstrate long-term progress in 
improving infrastructure .

The report can be assembled annually by the Bicycle 
Advisory Committee, based on information provided by 
City/MPO staff . The BAC should present the findings to 
Council, along with recommendations about key efforts 
for the coming year .

Apply for Bicycle-Friendly Community Status

Target audience N/A
Primary agency City of Cheyenne
Potential 
partners

Cheyenne MPO, Bicycle Advisory 
Committee, Greenway Advisory Committee

Purpose Gain public recognition for efforts to 
improve bicycling conditions, and raise 
awareness of bicycling to residents and 
elected officials

Time frame As Plan implementation proceeds

More 
information

http://www.bikeleague.org/programs/
bicyclefriendlyamerica/communities/ 

The League of American Bicyclists has a well-respected 
Bicycle Friendly Communities (BFC) award program . 
The League recognizes four tiers of bicycle friendly 
communities: bronze, silver, gold and platinum . 
Communities fill out a detailed application that covers 
bike-related facilities, plans, education efforts, promotion 
initiatives, and evaluation work that has been completed 
by the jurisdiction . The award is designed to recognize 
progress that has been made, as well as assist communi-
ties in identifying priority projects to improve bicycling 
conditions . Receiving the award is a media-worthy event, 
and may give elected officials the opportunity to receive 
media coverage for the positive work they are doing . 

The City of Cheyenne should apply for bicycle-friendly 
community designation upon making strides to imple-
ment the bicycle and greenway recommendations in this 
Plan . 

The application can be completed by City staff with the 
support of the MPO and Greenway and Bicycle Advisory 
Committee members .

Enforcement
The purpose of this section is to provide the City of 
Cheyenne and the Cheyenne MPO with recommenda-
tions for building successful partnerships with law 
enforcement agencies for the purpose of improved bicycle 
and Greenway safety .

The discussion following includes:

• Recommendations for collaborating with law enforce-
ment agencies 

• Recommendations about potential enforcement 
actions

• Identification of topics related to successful enforce-
ment that can be pursued by other agencies

These recommendations were developed by Alta staff 
based on previous work with law enforcement profes-
sionals from the Portland (OR) Police Bureau and 
from bicycle and pedestrian planning efforts around 
the country . Interviews were also conducted with 
Michelle Poyourow, former police liaison for the Bicycle 
Transportation Alliance in Oregon, and Officer Robert 
Pickett of the Portland Police Bureau . 

Cities can apply to be recognized as Bicycle-Friendly Communities.

CREDIT: THESLOWLANE
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These interviewees were selected because they worked 
together over many years to successfully strengthen 
relationships between the police bureau and the bicycle 
community, and were able to undertake cooperative 
enforcement initiatives, including the co-production of a 
police training video, that are considered a best practice 
in the field . 

Creating a Relationship
Transportation/public works departments and law 
enforcement agencies are both public agencies, yet there 
are some key differences between standard operating 
procedures that are important to consider even when 
both agencies share a common goal of increased road 
user safety . 

Transportation and public works employees are 
expected to consider and respond to residents’ 
complaints and recommendations and involve the 
public in decisionmaking . The success of a transporta-
tion project and its project manager’s performance are 
often measured by a collaborative stakeholder involve-
ment process that includes other agencies as well as the 
public, and that results in public support for (or lack of 
public opposition to) a project . Transportation profes-
sionals also deal with projects that are expected to 
stretch out for years between visioning and completion . 
Their work is typically policy or standards based . 

By comparison, the work of law enforcement agencies 
is not primarily driven by public input or an expecta-
tion of a high level of citizen engagement . The work 
of law enforcement professionals is, on a day-to-day 
basis, primarily reacting to field incidents or unique 
complaints . They often do not have access to computers 
or phone, and their job description generally does not 
include an expectation of working on long-term proj-
ects or involvement in cross-agency partnerships . The 
successful performance of law enforcement staff is often 
measured by quantitative enforcement targets and by the 
ability to prevent incidents from escalating . Their work 
is typically based upon successful interpretation of law 
as it relates to public safety . 

For these reasons and others, creating a successful 
collaborative relationship between public agency trans-
portation staff and law enforcement staff will require 
patience, time, empathy, and a sincere commitment to 
building understanding and creating shared goals . 

However, there are also similarities between transpor-
tation agencies and law enforcement agencies . Both are 
committed to the goal of improving the health and safety 
of residents while they travel throughout the city . Both 
agencies set proactive priorities that can be changed on 
short notice by elected officials in response to a crisis 
that results in community outcry (such as a tragic road 
crash) . And both transportation and law enforcement 
professionals have unique skills and knowledge that 
can serve the interest of improving road safety for all 
residents .

The key to working across professional disciplines to 
identify and solve bicycle related enforcement and safety 
issues is straightforward: you must identify the correct 
partner who can help you understand the agency’s 
priorities and decision-making structure, and then 
work together to identify activities that serve both 
organizations’ needs and priorities in order to success-
fully execute cooperative enforcement and education 
campaigns .

Partnerships with law enforcement agencies can improve bicycle and 
Greenway safety.
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To that end, City of Cheyenne and Cheyenne MPO trans-
portation staff should: 

• Educate themselves about the roles and responsi-
bilities of the Cheyenne Police Department and the 
Laramie County Sheriff’s Department, particularly 
around traffic enforcement . 

• Educate themselves about the organizational chart 
and chain of command for both the Cheyenne Police 
Department and the Laramie County Sheriff’s 
Department in order to understand who makes deci-
sions and who reports to whom . 

• With respect to the traffic enforcement division, 
staff should also find out how officers are assigned 
to traffic enforcement (e .g ., voluntary placement vs . 
involuntary transfer), if traffic enforcement is consid-
ered a desirable placement, and if officers are likely to 
stay with the traffic division for any length of time .

• Offer to hold briefings with patrol and traffic staff 
to inform them on speed limit setting, traffic control 
warranting and other basic traffic engineering topics .

• In addition to understanding the traffic division, 
identify other law enforcement divisions/teams/activi-
ties that are relevant to bicycle and greenway safety 
(such as community policing, school resource officers, 
or public information officers) .

• Find out what the stated enforcement priorities are 
for the Cheyenne Police Department and the Laramie 
County Sheriff’s Department . These may be identified 
by examining budgets, reading or hearing testimony 
during budget hearings, or through news releases . 
For example, in May 2010, incoming Cheyenne 
Police Chief Brian Kozak stated that alcohol and 
drug prevention for youth would be a priority for the 
Cheyenne Police Department . 

• Upon understanding enforcement priorities, identify 
current agency efforts that already support bicycle 
safety, and thank them (privately and publicly) . 
Make sure they understand how their work relates to 
bicycle safety . For example, DUI and speed enforce-
ment directly tackle safety issues that endanger bicy-
clists, even though that is not likely to be a primary 
reason for making it an enforcement priority . 

• Find small projects on which to collaborate (e .g ., 
requesting law enforcement presence at International 
Walk-to-School Day events in October) . Ideally, this 
initial partnership will be an event that is likely to 
generate positive community feedback . The experi-
ence gained, and the relationships formed, in working 
together on an initial small effort will form the basis 
for longer-term efforts that may require more inten-
sive collaboration and tackling potentially controver-
sial issues .

Transportation agencies and law enforcement agencies are both 
committed to the goal of improving the health and safety of residents.
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• Include law enforcement funds in appropriate grant 
applications to fund police overtime (with bureau 
cooperation) . For example, Wyoming DOT Safe 
Routes to School grant requests may include enforce-
ment staff time (provided it is overtime and not sala-
ried staff time) . It may also be effective to request that 
the Cheyenne Police Department/Laramie County 
Sheriff provide letters of support for grant applica-
tions . Ideally, ideas for grant requests will come out of 
shared issue identification and ideas for solutions .

• Staff should work to identify the best internal advo-
cate (the likeliest candidate is a bicyclist) and work 
from there no matter what his/her official role is . 
Regularly ask the established contact(s) for advice and 
input on enforcement and public safety issues

• The City and MPO should create a reserved seat on 
the Bicycle Advisory Committee (if a permanent 
committee is formed) or on the Greenways Committee 
for law enforcement and request agency participa-
tion on an ongoing basis . This request will be most 
effective if it is made from senior staff or elected 
officials and directed at peer management staff at 
the Cheyenne Police Department/Laramie County 
Sheriff’s Department .

• Ask officers to note repeated locations for collisions 
and recommend operational changes appropriate to 
their understanding of the problem

• Establish regular meetings with traffic staff from 
both Public Works and Police to: 

• Discuss resident complaints and develop a 
comprehensive approach for evaluation and 
response 

• Discuss collision patterns and opportunities for 
increased enforcement or operational changes

• Get to know each other and develop a shared 
understanding of each profession’s performance 
measures, values, and practices 

Potential Enforcement Activities
This section contains recommendations about enforce-
ment activities that should be a high priority because of 
their impact on bicycling safety . It also includes informa-
tion about enforcement actions that may be suggested, 
but that are not maximally effective at improving bicycle 
safety . 

The following factors1 should be considered when devel-
oping enforcement campaigns:

• In the US, youth (under the age of 15) and seniors 
(65 and over) are overrepresented in bicycle-vehicle 
crashes . Enforcement at sites where youth and/or 
seniors are expected to be may yield stronger safety 
benefits .

• Two-thirds of bicycle crashes occur during late after-
noon or early evening . Enforcement actions during 
dusk may be more effective .

• Alcohol use (by the driver and/or the bicyclist) is a 
significant factor in bicycle/vehicle crashes .

High-Priority Enforcement Targets
Driver Behavior
The following driver behaviors are known to be particu-
larly dangerous for bicyclists, and enforcement efforts on 
these fronts have led to improved road safety for bicy-
cling in many communities .

1  Source: Federal Highways Administration Course on Bicycle and Safety 
Transportation: http://safety.fhwa.dot.gov/ped_bike/univcourse/pdf/swless124.pdf

Enforcing bike light use is one key to improving safety for all road users.
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• Driving Under the Influence (DUI) – DUI crashes 
are particularly problematic for nonmotorized road 
users because defensive riding cannot prevent them .

• Distracted Driving – Distracted driving is an 
increasing problem in the US and affects all road 
users, including bicyclists . Reducing distracted 
driving is a major priority for the USDOT under the 
current administration (see http://www .focusdriven .
org/) . Wyoming currently lacks a law making it 
illegal to use cell phones while driving, but in 2010 
Governor Freudenthal enacted a law banning texting 
while driving .

• Speeding – Speeding reduces the ability of drivers to 
stop and increases both the incidence and severity of 
crashes . 

• Red Light Running – Drivers running red lights are 
usually traveling at a high rate of speed and will, by 
definition, confront cross traffic (such as bicyclists) 
that has a green light and the legal right-of-way .

• Failure to Yield to Bicyclist (e .g ., in bike lane or 
while executing a left turn) – this can lead to right or 
left hook crashes, which are both common and often 
severe .

• Dooring – Dooring collisions occur when a person 
in a car suddenly opens the car door into the path 
of a cyclist . While dooring crashes are generally less 
severe than other crash types, they are particularly 
common . 

Bicyclist Behavior
• No Lights at Night – Lack of lights at night is a major 

causal factor in bicycle-car crashes .

• Running Red Lights – Just as with motorists, 
bicyclists running red lights will be in conflict with 
cross-traffic .

• Riding against Traffic – Riding against traffic, either 
on or off the sidewalk, contributes to the likelihood 
of a crash because motorists will not be accustomed 
to looking for cyclists approaching the wrong way in 
their lane .

• Bicycling Under the Influence (BUI) – Bicyclists 
who ride while intoxicated are more likely to be 
involved in a crash that injures themselves and others . 
They should be included in DUI enforcement actions .

Other Behavior Targets
The following behaviors also relate to bicycle traffic 
safety and may also be considered for enforcement 
actions . 

• Harassing Cyclists – Unfortunately, motorists 
harassing cyclists can be common, especially before 
on-street bicycling facilities are installed . While it 
is difficult to undertake proactive enforcement to 
prevent this, reports from cyclists that they have 
been harassed should be taken seriously by law 
enforcement . 

• Close Passing – A law proposing a minimum 3-foot 
passing distance was rejected in Wyoming in 2011, 
so this is not enforceable at this time . If such a law 
were to be enacted in the future, it may be a good 
enforcement target . However, as the bicyclist has all 
the rights of a driver in the state of Wyoming, rule 
31-5-203 (governing overtaking on the left at a safe 
distance) applies and enforcement could be discussed 
with local law enforcement agencies .

• Bicycle Theft – Bicycle theft can be a major problem, 
especially for low-income residents who cannot afford 
to replace a stolen bicycle . Law enforcement can set 
up bike theft stings by leaving a valuable bicycle 
unlocked and setting up surveillance to catch bike 
thieves in the act .

Some enforcement actions, such as enforcing helmet requirements 
where mandated, have been shown to have limited effectiveness in other 
communities.
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• Failure to Yield in Bike Lanes – As Cheyenne installs 
more on-street facilities, motorists failing to yield to 
bicyclists in bike lanes may become a larger problem . 
The most common issue will be drivers traveling in 
the same direction as a cyclist in the bike lane, then 
executing a right turn into a driveway, into a parking 
space, or at an intersection across the bike lane 
without yielding the right of way . Again, it is possible 
for law enforcement to set up a sting operation in 
which a plainclothes police officer rides a bicycle in a 
bike lane and other officers issue moving violations to 
motorists who fail to yield .

• Failure to Stop at Intersection – Because Cheyenne 
does not install stop bars at stop-controlled inter-
sections, many motorists only come to a stop once 
they have entered the intersection . Some do not even 
come to a full stop but rather roll into a right turn, 
contributing materially to the threat of right-hook 
crashes with bicyclists . Enforcement efforts to ticket 
this behavior will improve bicycle safety (as well as 
contributing to a safer pedestrian environment) .

• Parking in Bike Lanes – Parking in bike lanes 
significantly reduces the safety and mobility benefits 
of bike lanes . Enforcement against parking in bike 
lanes is important and can be handled in response to 
complaints and/or as a proactive enforcement priority, 
but it should be noted that this function is handled by 
City of Cheyenne parking enforcement staff and not 
by the Cheyenne Police Department/Laramie County 
Sheriff’s Department .

Red Herrings
The following enforcement actions may be proposed by 
community members or elected officials, though their 
effectiveness has been shown in other communities to be 
limited .

• Helmets – Wyoming does not presently have a 
mandatory helmet law, but if one were to pass, this 
should not be an enforcement priority because it is not 
a causal factor in crashes, and because enforcement 
resources spent on helmet ticketing actions would be 
more effectively applied elsewhere .

• Running Stop Signs in Residential Neighborhoods 
– Running stop signs is legally “failure to yield,” 
however running stop signs in residential neighbor-
hoods is not generally associated with increased crash 
risk, and is not likely to result in major crash risk for 
either bicyclists or motorists . Chronic issues with 
cyclists running stop signs at a specific location may 
indicate that the traffic control patterns should be 
reassessed for potential engineering changes .

• Bicycle Licensing – Cheyenne city code requires 
mandatory bicycle licensing . This is a practice that 
is generally considered obsolete in the US, because 
licensing fees do not cover the cost of administering 
the program, because mandatory licensing require-
ments often punish lower-income riders, and because 
law enforcement professionals are generally unwilling 
to expend resources on enforcement . 

Police education can help officers improve public safety and enforce 
existing laws more effectively.
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• Failure to Use Paths or Bike Lane – A statute 
requiring bicyclists to use paths or bike lanes if 
they are available was repealed in 2007 . This is good 
practice, as there are many circumstances where it is 
reasonable for a bicyclist to leave the bike lane, such 
as to avoid debris or obstacles, to avoid car doors 
opening, to pass another bicyclist, or to change lanes 
in order to execute a left turn . If law enforcement 
officials are not aware of the repeal of the mandatory 
bicycle facility law, they may inappropriately penalize 
skilled cyclists who are exercising good judgment to 
avoid hazards .

• Failure to Ride Single File – Wyoming’s Motor 
vehicle code (31 .5 .704) prohibits riding more than two 
abreast, except on bicycle facilities, and also prohibits 
those riding two abreast from impeding the normal 
flow of traffic . Motorists often object to recreational 
bicyclists riding side-by-side . Despite complaints, 
however, this behavior is not linked to significant 
crash risk, and as for bike lanes (above) may be a 
specific effort to address safety issues (e .g ., by taking 
the lane through a road curve where passing would be 
unsafe) .

Related Issues
This section contains information about longer-term 
campaigns and potential actions that go beyond issuing 
moving violations to create a comprehensive enforcement 
culture that supports bicycle safety .

• Diversion Class – A diversion class allows motorists 
and/or bicyclists who receive moving violations to pay 
a fee and attend a safety class in lieu of a ticket . The 
class can reduce the cost of the infraction, both in the 
short term, and in the long term, as it relates to insur-
ance costs . The benefit of this approach is that many 
residents may never have learned about traffic laws 
related to cycling, and this class is one of the few ways 
of communicating that information . In order to create 
a diversion class, City/MPO staff will need to work 
closely with the Cheyenne Police Department and 
the Laramie County Sheriff’s Department as well as 
with all court systems that process moving violations 
(including Laramie County Court and the Cheyenne 
District Court) .

• Crash Reporting – The true nature of bicycle/vehicle 
crashes is often difficult to understand from the colli-
sion report . Best practices in crash reporting include: 
using a GPS location code that can be displayed on a 
map; recording bicycle crashes separately from motor-
cycle crashes; recording crashes on all facilities (e .g ., 
not just city-owned facilities); recording single-vehicle 
bicycle crashes in addition to bicycle-vehicle crashes 
(coded differently); differentiating between crash 
types . It is also helpful to invite public works staff 
out to the scene of a bike-involved collision when the 
incident report is being made . 

• Law Enforcement Training – Most law enforce-
ment professionals do not receive training specific 
to bicycle laws, handling, or safety . Police educa-
tion courses and/or training videos can help officers 
improve public safety and enforce existing laws more 
effectively by providing them with the training they 
need . This is particularly important after laws are 
changed or added that pertain to bicycle safety . Two 
excellent sample police training videos can be viewed 
here:

• City of Chicago (IL): http://www .chicagobikes .org/
video/index .php?loadVideo=police_training_2009

• City of Portland (OR):  
http://www .portlandonline .com/police/index .
cfm?a=266259&c=50412

• Changes in the Road Environment – When a new 
bicycle facility is installed, or when a change to traffic 
control patterns is made, motorists may not be aware 
of their responsibilities and expected behavior . It 
is a good idea to consider publicizing new facili-
ties through media outreach, and possibly through 
posters/signs/banners . If it is expected that many 
motorists will not comply with laws (e .g ., yielding 
to bicyclists in a bike lane), an integrated enforce-
ment campaign should be considered, and publicized 
as part of media outreach . Often this takes a phased 
approach, where media outreach is done just before 
the facility opens, followed by law enforcement 
issuing warnings for a set period of time, followed by 
ticketing actions .
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• Automated Enforcement – Automated enforcement 
such as red light running cameras and photo speed 
radar enforcement have been shown to be very effec-
tive at reducing these dangerous driver behaviors . 
Unfortunately, many states (including Wyoming) do 
not allow the use of automated enforcement tools, 
and oftentimes the use of automated enforcement can 
be controversial . If Cheyenne area law enforcement 
agencies think it would be possible to work toward a 
long-term program that uses automated enforcement 
technologies, the City and MPO should support this 
effort .

• Signal Detection – If actuated signals are not opti-
mized to work for bicycle detection, either because 
the actuation area is not marked or because the sensor 
calibration is not set properly, bicyclists may end 
up running red lights because they have no other 
way to get a green light . In this case, the appropriate 
response is to fix the signal actuation rather than 
ticket bicyclists . If law enforcement officers under-
stand this issue they can raise the issue to transporta-
tion/public works staff when they encounter it .

• Bicycle Theft and Resale – Law enforcement can 
help combat bicycle theft in several ways . One way is 
to investigate reported bicycle thefts . Unfortunately, 
this is often seen as a low-priority activity, but if 
thieves know that reported thefts are routinely not 
investigated or prosecuted, they are likely to become 
bolder in their activities . Another important factor 
is how bicycle resale is handled at secondhand goods 
dealers and pawn shops . It is a good idea to require 
shops to view and record photo identification for 
resale bicycles, and to require them to hold second-
hand bicycles for a mandated waiting period (e .g ., 
two weeks) and require them during that time to 
check against stolen bicycle listings registered with 
law enforcement . These statutes should be developed 
with input of affected retailers to craft a statute that 
reduces the ability to sell stolen bikes without unduly 
burdening retailers .



Appendix: Map 1
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