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INTRODUCTION

We spend a large amount of our lives going places - commuting to work or school, traveling to the destinations that mark our lives in
cities, and generally going about our lives. How we move can affect many things, including our own health and that of our communities.

As humans, we have been blessed with the ability to travel
effectively under our own power. Many of us can walk or run
for great periods of time and cover substantial distances, all
the while thinking and taking delight in the things and people
around us. We can travel even farther and faster by bicycle, a
remarkable vehicle that we can easily lift, travels at half the
speed of a contemporary car in city traffic, does not use fossil
fuels, produces no emissions, makes almost no noise, can be
parked outside the door of our destinations or even inside our
homes or offices, and makes us healthier. The introduction of
new technologies, like the e-bike with small electric motors that
provide pedal assists, can bring bicycling as an efficient form
of transportation, within the capability of even more number
of people. Our ability and efficiency to transport ourselves is
indeed a gift.

It is also a gift that makes economic sense. Infrastructure for
people on foot or bike costs much less per mile than for motor
vehicles. People traveling on-foot or by bike put very little
stress on sidewalks, streets, and trails. And human-powered
transportation is inherently enjoyable, encouraging us to see
each other as people and the gardens, houses, streets, yards,
schools, and centers of our cities as a delight.

So now let’s consider Davenport, the largest city of lowa’s
unique Quad Cities region. The city has enormous physical and
urban assets - the Mississippi Riverfront, a lively and revitalizing
downtown, great neighborhoods, the Village of East Davenport,
dramatic topography and views, a generally well connected
street grid, and a superb park system that includes Credit Island
and the Duck Creek Greenway. Not least among these assets
is the urban region itself, with four connected cities, each with
their own personality, and interesting surrounding towns. Travel
distancesto most community destinationsarerelatively shortand
many key features have reasonably good trail access. The city’s
two major trails, the Duck Creek Trail and Riverfront Trail, rank

among America’s great urban pathways. These features create
a very friendly environment for active transportation - travel by
foot and bike, for people of all preferences and capabilities.

Davenport in particular and the Quad Cities in general recognize
these possibilities and have acted on this understanding by:

* Developing and maintaining two great and interconnected
urban pathways in the Riverfront and Duck Creek Trails, and
beginning the development of new trails like the Goose Creek
system that connect neighborhoods to these facilities.

e Establishing a strong organizational infrastructure of bicycle,
trail, and active transportation groups. These groups are
advocates for multi-modal improvements and helped identify
many of the recommendations in this plan. These groups will
continue to be crucial in helping execute a comprehensive active
transportation program.

* A strong planning and policy framework that establishes
balanced transportation as an important community priority.

* With Ride lllinois and the Quad Cities Bicycle Club, publishing
and updating an excellent metropolitan area bicycle map, that
has been an enormous aid in identifying popular routes for this
plan.

* Including bicycle and pedestrian facilities in the planning of new
community parks and open spaces.

This Pedestrian and Bicycle Master Plan is dedicated to
encouraging its citizens to make healthy, low-impact, and
intrinsically pleasant transportation a greater part of their
routine lives. While we know that most trips will continue to be
made by car, the region’s transportation system should offer
choices, including the option to feel safe and comfortable using
the healthy, sustainable, and socially satisfying means of mobility
that the bicycle and walking offer.
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GOALS OF THIS PLAN

This plan is designed to help Davenport achieve the following goals:

Increase the number of people who use walking and
biking for transportation as well as recreation. Davenport’s
two primary trails are heavily used and have a significant
transportation function. However, the overwhelming
majority of users are recreational cyclists and pedestrians. A
measurement of the success of this plan will be significantly
increasing the percentage of trips for a variety of purposes.
Chapter Five includes estimates of current and future
utilization of a bikeway system.

Improve bicycle and pedestrian access to key community
destinations. An active transportation network should get
people comfortably and safely to where they want to go.
Therefore, Davenport’s system should serve destinations,
providing clear and direct connections to key community
features.

Removing or improving barriers that discourage people
from walking or biking for transportation. Davenport’s river
city topography can create physical challenges for some
people. Arterial roadways such as Kimberly Road and the
Brady/Welcome Way corridors can also be discouraging
because of their width and volume of traffic. Some aspects of
Davenport’s street pattern, such as intersection offsets, also
create conditions that people find difficult to cross safely.
Creating more comfortable routes and barrier crossings is
an important objective of this plan.

Improve access to the city’s trail system by providing
connecting links from neighborhoods to trails. Davenport’s
principal trails are the main lines of its active transportation
system, and will continue to serve many of its bicycle and
pedestrian trips. Good connections to these trails, and
implementing cost-effective extensions that improve
service to major destinations and employment centers can
create major benefits and help direct new development.

Use walking and bicycling as part of an effort to make
Davenport healthier for the community, and for the
individual. Trips made by active transportation promote
health at two levels:

* Community health. Reducing emissions also helps
ensure that Davenport will maintain its status as a healthy
environment for its citizens. On a social level, bicycling
builds community by enhancing the quality of civic life,
helping us interact with each other as people. Places that
lead in bicycle transportation also tend to attract people
because of their community quality.

* Individual health. This is a very important objective which
promotes community health through better individual
health. Incorporating physical activity into the normal
routine of daily life for everyone from kids to seniors
makes all of us healthier, reduces overweight and obesity
rates, improves wellness, and lowers overall health care
Costs.

Increase safety on the road for motorists, bicyclists, and
pedestrians. Improved safety is a critical goal for any
transportation improvement, and is fundamental to efforts
to increase the number of people who walk and bike in
the region. Physical safety improvements must also be
supported by education, enforcement, and encouragement
programs, and its effectiveness measured by evaluation.

Capitalize on the development benefits of a destination-
based active transportation system. Better active
transportation facilities can have a significant and desirable
effect on urban design and development patterns. Walkable
and bikeable neighborhoods and projects are highly valued
by a new generation of homeowners and investors.

ACTIVE TRANSPORTATION
ADVOCACY GROUPS IN
DAVENPORT

Bi-State Regional Trail Committee
Quad Cities Bicycle Club

Friends of Off Road Cycling

Let’s Move Quad Cities

Quad Cities Chamber

Davenport Community School

District
Quad City Trails: gctrails.org
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METHODOLOGY AND STAKEHOLDER ENGAGEMENT

It was extremely important to structure a planning process that maximized both public involvement and
our understanding of the physical structure and community character of Davenport. A Plan Steering
Committee and city staff met throughout the planning process, beginning with initial meetings and a
kickoff event in July, 2017. The policy framework was based off of previous planned documents, which are

summarized below.

Major public involvement events included:

* Project website

e Community survey

* Community Kick-off event
* Focus groups

* Design studio

* Open house event

Policy Framework: Active Transportation highlighted in current planning documents.

Davenport +2035: Comprehensive
Plan

The update to the Comprehensive Plan
adopted in 2016 built on existing goals for
the future of Davenport. Specifically, Goal
4 of the Plan states: “

“Create a Transportation System that
Provides Improved Physical Connections
and Access within the Community for
Citizens and Visitors.”

Davenport in Motion

A multi-modal transportation plan
completed in 2009 was an initial step

to a multi-modal network in Davenport.
Davenport will build on the ideas in
Davenport in Motion and provide further
detail for implementation.

Quad Cities Long Range
Transportation Plan

The Bi-State Regional Commission
produces a long range transportation plan
for the region to guide future projects

and coordination between communities.
The plan includes bicycle and pedestrian
projects to create a regionally connected
system.

Quad Cities Metro Transportation

Improvement Program (TIP)

The Bi-State Regional Commission
produces the TIP for roadway, trail, and
transit projects. The document helps
identify future funding sources for priority
projects and their impact on the proposed
multi-modal network.
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ORGANIZATION OF THE PLAN

The Davenport GO Plan presents its analysis and recommendations in the following chapters:

Volume'1

1. Chapter One: The Network. Chapter One establishes over-all
principles that guide design and performance evaluation of
the proposed network. It also elaborates on the measurement
criteria presented to help guide the system’s components.
Finally, it presents a complete conceptual system of pedestrian
and bicycle facilities.

2. Chapter Two: Route Details. Chapter Two includes a detailed,
route-by-route facility program, showing proposed conceptual
design solutions for each segment of the system. It discusses
criteria for determining the sequence of development and
presents a three-phase implementation program, along with
probable costs for different infrastructure types.

3. Chapter Three: Support Systems and Policies. The League
of American Bicyclists describes six “E’s” as components of
a bicycle-friendly community (BFC) program and judges
BFC applications accordingly. These program categories
are Engineering, Education, Encouragement, Enforcement,
Evaluation and Equity. Chapter Three recommends initiatives
that support infrastructure investments to achieve bicycle
transportation’s full potential as part of Grand Island’s access
environment.

Volume 2

4. Chapter Four: Active Transportation Environment. Chapter Four

examines existing conditions in the city pertinent to walking and
bicycling, including determinants of a future bikeway system
such as destinations, existing facilities, and opportunities.

It includes an atlas of key determinants of the area’s active

transportation network. It also examines comfort indicators such

as pedestrian level of service and bicycle traffic stress.

5. Chapter Five: The Market for Active Transportation. Chapter
Five estimates current pedestrian and bicycle demand and the

potential future market. It also reviews the Davenport GO Bicycle

and Pedestrian Survey, which provides extensive information

about people interested in urban bicycling and walking in the city

and their needs, concerns, and preferences.

6. Chapter Six: Crossing Barriers. Chapter Six locates and classifies

various types of physical barriers to active transportation in
the city and identifies different types of solutions that can be
adapted to these contexts.

Volume 3

7. Design Guidelines (Appendix). The plan features an extensive
appendix that presents design guidelines for all aspects of the
Davenport network and an analysis of crash data and safety
criteria in the city.
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THE NETWORK

This chapter presents the
performance principles
and framework of
Davenport’s proposed
transportation network.
These principles, derived
from the analysis of
existing conditions

and opportunities, the
community engagement
process, and market
preferences generate the
overall system concept.
The chapter describes
the framework of the
system and its individual

components.




DAVENPORTGD

Pine Street north of Kimberly. Extending the
current segment with bike lanes into a major
continuous westside route meets the princi-
ples of both integrity and directness.

BUILDING THE NETWORK

An effective network of bicycle and pedestrian facilities for Davenport is based largely on its geography and characteristics and the
nature and preferences of potential users. But its design and operation should also be guided by specific principles and performance
measurements. Some of the world’s best work in identifying design principles was done by the Netherlands Centre for Research

and Contract Standardization in Civil and Traffic Engineering. This plan adapts the Netherlands concepts to Davenport’s context,
identifying six guiding requirements for an effective active transportation network:

Integrity. The ability of a system to link starting points
continuously to destinations, and to be easily and clearly
understood by users.

Directness. The capacity to provide direct routes with
minimum misdirection or unnecessary distance.

Safety. The ability to minimize hazards and improve safety for
users of all transportation modes.

Comfort. Consistency with the capacities of users and
avoidance of mental or physical stress.

Experience. The quality of offering users a pleasant and
positive experience.

Feasibility. The ability to maximize benefits and minimize
costs, including financial cost, inconvenience, and potential
political opposition.

3rd Street bike lane

These six requirements express the general attributes of a good
system, but must have specific criteria and even measurements
that both guide the system’s design and evaluate how well it
works.

Figures 1.1 through 1.6 present criteria for each of the six more
abstract requirements, and design guides and methods to
manage ultimate performance. Each table includes:

* The performance factors relevant to each requirement.
For example, the INTEGRITY requirement addresses the
ability of users to understand the system and use it to get
to their destinations. Examples of performance factors that
help satisfy this requirement include clear wayfinding and
directional information and continuity, ensuring that users do
not confront dead-ends as they move along the route.

Jersey Ridge Road bike lane
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* The measurements that can be used to evaluate the success
of the system and its ultimate design. For example, we can
measure the effectiveness of a wayfinding system by its ability
to guide users intuitively without either creating too many
signs.

* The performance criteria that establish the design objectives
and guidelines for each of these factors. For example, a
wayfinding system should avoid ambiguities that confuse
users and follow graphic standards that are immediately and
clearly understood.

Attributes of the Network

Based on this development of the six requirements presented
in the tables, the Davenport area network design follows the
following major attributes:

¢ Tailored to User Groups. Planning a bicycle network for
Davenport requires us to understand the specific market
groups for the system. These groups include:

> Recreational users, including people traveling to parks
and recreational features, especially the trail system, from
their homes. It is important to understand that travel to
recreational destinations are in fact transportation trips
that substitute for trips by car.

> Students walking or biking to school.

> Residents who are actively interested in walking or
biking for transportation, but are discouraged by barriers,
including major streets, highways, and railroad crossings.

> Workers at major industries and employment
concentrations who may either need alternatives to cars
or find biking, walking, and using public transportation
to work to be attractive and affordable transportation
options.

¢ Destination-Based. The Davenport network should direct
people of all ages to destinations, including parks, trails,
schools, Downtown, other business districts and activity
centers, jobs, museums, the riverfront, or even other parts
of the Quad Cities region. Destinations identified by the
community as important help generate the structure of

the network. The proposed network is more than a map of
streets and trails. It is in fact part of a transportation system
that takes people to specific places.

Functional Model. Several reasonable models for network
planning exist, with choices dependent on the nature of the
city. In planning the Davenport system, a grid of routes was
identified to help users “read” the system with a minimum
of supporting materials, This approach embraces a “transit
model,” identifying major destination-based lines that
connect points and destinations, almost as if they were bus
routes.

This model adapts well to Davenport’s street network
and geography. Both major trails run in a relatively direct,
east-west direction, and the street network has both major
and secondary corridors that offer fairly good east-west
connectivity. Most users find north-south corridors to be
relatively more challenging, more because of the steep
grades rising out of the Mississippi Valley. As a result,
continuous north-south streets tend to have higher
traffic volumes (Jersey Ridge, Eastern, Brady/Harrison,
and Division, for example), but lower traffic and more
negotiable opportunities do exist.

An emerging urban district like Hilltop be-
comes both a destination and point of ori-
gin in the network. Addressing issues in this
area like offset intersections helps fulfill the
directness and safety principles.

Incremental Integrity. As shown in Figure 3.6 (Feasibility),
incremental integrity - the ability of the network to
provide a system of value at each step of completion - is
an important attribute. The first step in completion should
be valuable and increase bicycle access even if nothing
else is done. Each subsequent phase of completion follows
the same principle of leaving something of clear value and
integrity, even if no further phases were developed.

Evolution. As part of the concept of incremental integrity,
the system is designed to evolve and improve over time.
For example, a relatively low-cost project or design element
can establish a pattern of use that supports something
better in the future. To use a cliché, the perfect should not
be the enemy of the good.
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Credit Island bridge

Conflict Avoidance. Few important actions are completely
without controversy, but successful development of a
complete active transportation system in Davenport can
and should avoid unnecessary controversy. On many
streets, shared streets and signage can provide satisfactory
facilities that focus on the positive and minimize divisive
conflicts. Projects should demonstrate the multiple benefits
of street adaptations. For example, street modifications
that create better walking and biking environments can
slow motorists, keep unwanted through traffic out of
neighborhoods, and reduce the barriers presented by major
arterial streets.

Use of Existing Facilities. Great existing features like

the Duck Creek park system and trail, Credit Island, the
Mississippi Riverfront, urban districts like the Village of
East Davenport and Hilltop District, major institutions like
Palmer College and St. Ambrose University, and others are
integral contributors to the active transportation system.

Fill Gaps. In some cases, the most important parts of a
network involve short projects that make connections
rather than long distance components. Often, these short
links knit longer street or trail segments together into
longer routes or provide access to important destinations.
These gaps may include a relatively short trail segment
that connects two continuous streets or trails together, or
an intersection improvement that bridges a barrier. The
development of the overall network is strategic, using
manageable initiatives to create a comprehensive system.
Unfortunately, short gap-fillers are not always inexpensive
when they involve major construction such as bridges.

Routes of Least Resistance. Survey results showed that
much of the city’s potential urban cycling market prefers
quiet streets or corridors with some separation from motor
traffic. It is not necessary to try to force bicycle access on
major streets when more comfortable, lower cost options
exist. For example, bicycle boulevards - lower volume
streets that parallel major arterials - satisfy the comfort
requirement successfully. However, some important
destinations, including major employers and shopping

facilities are served by major arterials. Here, complete
street standards should include bicycle and pedestrian
accommodations in new major street projects.

Barriers. In many cases, reducing the dividing impact of
barriers such as major highways and streets, can be highly
effective in improving connectivity. Most people involved
in this process view Kimberly Road as an especially
difficult barrier to north-south movement. The Forest Road
intersection has demonstrated a way to cross this barrier
more comfortably.

Regional Connectivity. One of the distinctive attributes
of Davenport is the Quad Cities region itself, with four
distinctive cities and four downtown districts all linked

by shared use paths. On the lowa side alone, Davenport
is linked to Bettendorf by the Duck Creek and Riverfront
Trails and opportunities for other regional connections
exist. The existing Arsenal Bridge and new |-74 bridge
under construction reinforce bi-state connectivity.
Substantial efforts are being made to connect Eldridge to
Davenport along a lightly used Canadian Pacific Railway
line. The regionalism of the Quad Cities should be strongly
reinforced by the metropolitan framework of active
facilities.
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Table 1.1: Development of the INTEGRITY Principle

PERFORMANCE FACTOR MEASURES PERFORMANCE STANDARDS

Comprehensiveness Number of connected destinations on system Major destination types identified by survey and presented in destinations analysis should
all be accessible by the network. 100 percent of top destination types, 80 percent of all
destinations should be served.

New destinations as developed should be developed along the network or served by
extensions.

Continuity Number of discontinuities along individual routes Users headed on a route to a destination must not be dropped at a terminus without route
or directional information. Even at incremental levels, route endings must make functional
sense.

Transitions between facility types must be clear to users and well-defined. Transitions
from one type of infrastructure to another along the same route should avoid leading
cyclists of different capabilities into uncomfortable settings or beyond their capacities.
Infrastructure should be recognizable and its features (pavement markings, design
conventions) consistent throughout the system

Wayfinding/directional | Completeness and clarity of sighage Signs must keep users informed and oriented at all points.
information Economy and efficiency of graphics Sign system should avoid ambiguities that cause users to feel lost or require them to carry
Complaints from users unnecessary support materials.

Signs should be clear, simple, consistent, and readable, and should be consistent with
the Manual on Uniform Traffic Control Devices (MUTCD). Use of the Clearview font is

recommended.
Route choice Number of alternative routes of approximately equal | Ultimate system provides most users with a minimum of two alternatives of approximately
distance equal distance.
Maximum distance between alternative routes should be aboutl /2 mile.
Consistency Percentage of typical reported trips accommodated Typically, a minimum of 50-70 percent of most trips to identified destinations should be
by the ultimate network. accommodated by the bikeways network.

Adapted from Centre for Research and Contract Standardization in Civil and Traffic Engineering - The Netherlands (C.R.0.W.), Sign Up for the Bike, 1996

Integrity Issues

Far right: Wayfinding signage is provided to
guide suers to the connection between the
Duck Creek and Riverfront Trails. However,
these signs direct trail users to roadways
without supporting infrastructure, limiting
their use to experienced bicyclists.

Right: Marquette Street provides bike lanes
north from the riverfront, providing a com-
fortable path up the bluff. However, these
lanes end at 14th Street without further guid-
ance.
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Table 1.2: Development of the DIRECTNESS Principle

PERFORMANCE FACTOR

MEASURES

PERFORMANCE STANDARDS

Access

Bicycling speed

Diversions and misdirections

Delays

Intersections

Coverage
Access to all parts of the city

Design and average speed of system

Maximum range of detours or diversions from a
straight line between destinations.

“Detour ratio:” Ratio of actual versus direct distance
between two points.

Amount of time spent not moving per mile

Bicycle direction through intersections

The network should provide convenient access to all parts of the city. As a
standard, all urban residential areas should be within one-half mile from one
of the system’s routes, and should be connected to those routes by a relatively
direct local street connection.

The network should permit relatively consistent operation at a steady speed
without excessive delays.

System should be able to deliver an average point to point speed between 10
and 15 mph for users.

Routes should connect points with a minimum amount of misdirections.

Users should perceive that the route is always taking them in the desired
direction, without making them reverse themselves or go out of their way to an
unreasonable degree.

Maximum diversion of a straight line connecting two key points on a route
should not exceed 0.25 miles on either side of the line.

Detour ratio (distance between two points/shortest possible distance) should
not exceed 1:2 over long distances and 1:4 over short distances.

Routes should minimize unnecessary or frustrating delays, including excessive
numbers of stop signs, and delays at uncontrolled intersections waiting for gaps
in cross traffic.

Routes should maximize use of existing signalized crossings.

Target design should limit maximum delays to about 30 seconds per mile over
long distances and 45 seconds per mile over short distances.

Bicyclists should have a clear and safe path through intersections. Two-stage
crossings are sometimes necessary but should avoid conflicts between bicycles
and pedestrians.

Adapted from Centre for Research and Contract Standardization in Civil and Traffic Engineering - The Netherlands (C.R.0.W.), Sign Up for the Bike, 1996

Directness Issues

Far right: Railroads through the center of the city
are often built in cuts or embankments, consti-
tuting significant barriers. Here, however, a pe-
destrian tunnel near Smart School provides a

safe route under the rail line.

Right: A potential north-south through line
along Pine Street is interrupted by Duck Creek.
This requires north-south cyclists or pedestrians
to travel along the trail about 1/4 mile to the

next creek crossing.
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Table 1.3: Development of the SAFETY Principle

PERFORMANCE FACTOR

MEASURES

PERFORMANCE STANDARDS

Reduced number and fear
of crash incidents

Appropriate routing:
mixing versus separation
of traffic

Infrastructure, visibility,
signage

Door hazards and parking
conflicts

Intersection conflicts

Complaints

Number of incidents
Reactions/perceptions of users

Average daily traffic (ADT)criteria
for mixed traffic

Traffic speed criteria for mixed
traffic

Pairing of context and infrastructure
solutions

Mutual visibility and awareness of
bicycle and motor vehicles

Number of incidents
Parking configurations
Location of bicycle tracking guides

Location and types of pavement
markings

Number of intersections or crossings
per mile

Number of complaints per facility
type

The network should reduce the rate of bicycle-related crashes over ten year periods. Data
collection should be sufficient to trace baseline data and measure the impact of improvements.
Users should feel that the system offers reasonable safety, as measured by both use of routes and
survey instruments.

System design should avoid encounters between bicyclists and incompatible motor traffic streams
(high volumes and/or high speeds). Separation and protection of vulnerable users should increase
as incompatibilities increase.

Infrastructure should be designed for use by at least 80 percent of the potential market. The
Davenport bikeways survey indicates that a relatively large number of people are relatively
uncomfortable with higher volume streets and prefer higher levels of separation.

Infrastructure applications should be matched with appropriate contexts.

Warning signage directed to motorists should be sufficient to alert them to the presence of cyclists
along the travel route.

Surfaces and markings should be clearly visible to all users. Obstructions, such as landscaping, road
geometry, and vertical elements, should not block routine visibility of cyclists and motorists.

Trail and pathway geometries should avoid sharp turns and alignments that hide cyclists operating
in opposing directions. Where these conditions are unavoidable, devices such as mirrors and
advisory signs should be used to reduce hazards.

Component design should track bicycles outside of the door hazard zone.
Back-out hazards of head-in parking should be avoided or mitigated when diagonal parking is used
along streets. Bike lanes should not be provided against head-in diagonal parking.

Intersections should provide a clearly defined and visible track through them for cyclists.

Sidepaths are safest on continuous segments with a minimum number of interruptions. However,
sidepaths crossings should be clearly demarcated and signage used to increase motorist awareness
of the path.

Complaints should be recorded by type of infrastructure and location of facility, to set priorities for
remedial action.

Adapted from Centre for Research and Contract Standardization in Civil and Traffic Engineering - The Netherlands (C.R.0.W.), Sign Up for the Bike, 1996

Safety Issues

Far right: Kimberly Road. Concerns about safely
crossing this major arterial make it a significant
barrier to north-south connectivity.

Right:  Northwest Boulevard crossing at
Ridgeview. Pedestrians are challenged by this
long and not highly visible crosswalk.
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Table 1.4: Development of the COMFORT Principle

PERFORMANCE FACTOR

MEASURES

PERFORMANCE STANDARDS

Road surface

Hills

Traffic stress

Stops that interrupt rhythm
and continuity

Quality and type of road surface

Materials

Incidence of longitudinal cracking and expansion
joints

Number and length of hills and inclines
Maximum grades on segments for both long and
short distances

Average daily traffic (ADT)
Average traffic speed
Volume of truck traffic

Number of stop signs/segment

The network’s components should provide a reasonably smooth surface with a
minimum of potholes and areas of paving deterioration.

Roads should be free of hazardous conditions such as settlement and
longitudinal cracks and pavement separation.

All routes in the urban system should be hard-surfaced, unless specifically
designated for limited use.

Grades are a significant issue in Davenport. Route grades generally should not
exceed 7 percent over a length not exceeding 400 feet in length; or 5 percent
over the course of a mile.

Off-road climbing facilities or bike lanes should be provided where slow-moving
bike traffic can obstruct motor vehicles and increase motorist conflict.

Generally, the network should choose paths of lower resistance/incompatibility
wherever possible and when DIRECTNESS standards can be reasonably
complied with.

The network should avoid mixed traffic situations over 5,000 vehicles per

day (vpd) without separated facilities, or should use alternative routes where
possible.

Network routes should avoid or redirect frequent stop sign controls. The
number of stops between endpoints should not exceed three (1 per quarter mile
average) per mile segment.

Adapted from Centre for Research and Contract Standardization in Civil and Traffic Engineering - The Netherlands (C.R.0.W.), Sign Up for the Bike, 1996

Comfort Issues

Main Street, a popular bike route identified as a
priority during the planning process neverthe-
less displays several comfort issues. Far right:
The steep climb out of downtown exceeds 10%
in certain places. Right: The road surface has
deteriorated significantly. However, resurfacing
provides an opportunity to incorporate bicycle
improvements at relatively low marginal cost.
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Table 1.5: Development of the EXPERIENCE Principle

PERFORMANCE FACTOR MEASU

Surrounding land use Neighborhood setting
Adjacent residential or open space use, including
institutional campuses

Adjacent street-oriented commercial

Landscape Location and extent of parks or maintained open

space

Social safety Residential development patterns
Observability: Presence of windows or visible uses
along the route

Population density or number of users

Furnishings and design On-trail landscaping, supporting furnishings

PERFORMANCE STANDARDS

Surrounding land use should provide the network user with an attractive
adjacent urban environment.

As a design target, a minimum of 75 percent of the length of the route
should pass through residential, open space, or street-oriented (main street)
commercial environments. This is not always possible.

Routes should provide access to commercial and personal support services,
such as food places, convenience stores, and restrooms.

Network should maximize exposure or use right-of-ways along or through public
parks and open spaces.

Environmental contexts to be maximized include parks, waterways and lakes,
and landscaped settings.

The network should provide routes with a high degree of observability - street
oriented uses, residential frontages, buildings that provide vantage points that
provide security to system users.

Areas that seem insecure, including industrial precincts, areas with few street-
oriented businesses, or areas with little use or visible maintenance should
generally be avoided, except where necessary to make connections.

Network routes should include landscaping, street furnishings, lighting, rest
stops, graphics, and other elements that promote the overall experience. These
features are particularly important along trails.

Adapted from Centre for Research and Contract Standardization in Civil and Traffic Engineering - The Netherlands (C.R.0.W.), Sign Up for the Bike, 1996

Experience Assets

Far right: Washington Avenue business district
provides interest, services, and economic devel-
opment possibilities.

Right: Tree-lined residential boulevards like Grand
Court and Kirkwood Boulevard offer an appealing
experience for active commuters.
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Table 1.6: Development of the FEASIBILITY Principle

PERFORMANCE FACTOR MEASURES PERFORMANCE STANDARDS
Cost effectiveness Route cost The network should generate maximum benefit at minimum cost. Where
Maximum use of low-cost components possible, selected routes should favor segments that can be adapted to bicycle
Population/destination density use with economical features rather than requiring major capital investments.

Initial routes should be located in areas with a high probability of use intensity:
substantial population density and/or incidence of destinations.

Initial investments should integrate existing assets, extending their reach into
other neighborhoods and increasing access to them.

Major off-street investments should concentrate on closing gaps in an on-street

system.
Phasing and incremental Self-contained value The network should provide value and integrity at all stages of completion.
integrity Ability to evolve A first stage should increase bicycle access and use in ways that make future

phases logical.

The network should be incremental, capable of building on an initial foundation
in gradual phases. Phases should be affordable, fitting within a modest

annual allocation by the city, and complemented by major capital investments
incorporating other sources.

Neighborhood relationships Parking patterns The network should avoid conflict situations, where a route is likely to encounter
and friction Development and circulation patterns intense local opposition. Initial design should avoid impact on potentially
controversial areas, such as parking, without neighborhood assent.

Involuntary acquisition of right-of-way should be avoided wherever possible.
Detailed planning processes to implement specific routes should include local
area or stakeholder participation.

Source: RDG Planning & Design

Feasibility Issues

Far right: Lane reallocation from four to three
lanes with bike lanes has been highly controver-
sial in the past. Where alternatives exist, network
design should avoid or minimize these controver-
sies.

Right: Removing on-street parking from one or
both sides of streets that have high parking de-
mand is likely to generate opposition.
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ACTIVE TRANSPORTATION NETWORK

Map 1.1 and the accompanying tables present the proposed Davenport GO network, based on the findings of the community engagement process, analysis of existing
conditions and patterns of use, principles of network design, and field observation. This map shows the ultimate build-out by component type, and includes route designations
that are used to describe infrastructure details in Table 1.7. The components of the system include:

* Principal Grid Routes. These corridors make up the primary the heart of the city, and other creek systems like Pheasant

on-street route grid. They form the bike and pedestrian
arterials that link Davenport’s destinations and neighborhoods
together. They complement the trail system, and in many
ways connect neighborhoods and destinations to the regional
pathway system. These routes use a variety of facility types,
including shared lanes, bicycle boulevards (quiet streets),
advisory bike lanes, multi-use shoulders, protected bike lanes,
and in some cases sidepaths and short trail connections.

Quiet streets (sometimes referred to as “bicycle boulevards” or
“neighborhood greenways”) are a significant and cost-efficient
part of the on-street network. They are typically local or
collector streets with low volumes that have good continuity
and in many cases parallel higher order streets. They are far
more comfortable for most cyclists and pedestrians than the
busy corridors they parallel. Relatively minor adaptations,

such as pavement markings, special graphics, and wayfinding
can make these streets even more comfortable for a broad
range of users. Bicycle boulevards are also fundamental

to the community pedestrian network, and should contain
continuous, barrier-free sidewalk access along them.

Neighborhood Connectors. The principal grid serves many
but not all of Davenport’s destinations. Neighborhood
connectors are short, on-street routes that link the primary
network to destination that are not directly served.
Sometimes, they provide short alternatives to major street
corridors where safe bicycle infrastructure is not feasible. An
example of such a situation is Pleasant Street adjacent to the
Locust Street commercial corridor.

Shared-Use Trails. Davenport’s two major trails, the
Riverfront and Duck Creek systems, are the foundation for
active transportation and recreation in the city. But other
opportunities are emerging that can extend the reach of these
major resources. Examples are the Goose Creek corridor, that
has already begun development into northwest Davenport;
the Eldridge Trail, paralleling a lightly traveled rail line into

and Goose Creeks. In other areas, closing a short pathway
gap can dramatically increase options for active travel. But
of all potential projects, the one that engenders the greatest
public interest is a westside link between the Duck Creek and
Riverfront Trails, linking Emeis and Credit Island Parks.

Shared-use trails are further split into two categories for the
purpose of implementation timing. “Proposed trails” are
important for connecting the entire network and are either
major stand-alone facilities (like the Duck Creek Trail), critical
connectors of these major trails (like the West Loop linking the
Duck Creek and Riverfront Trails), or key links that complete
major corridors in combination with comfortable on-street
routes or shared-use sidepaths (like the Eldridge Trail in
combination with Eastern Avenue or the Pheasant Creek Trail
in combination Elmore Avenue). “Aspirational” trails are not
specifically necessary for network continuity, but upgrade or
complement parallel on-street routes (like a Silver Creek Trail
along Hillandale Avenue.

Special Corridors. Some elements of the on-street system
have the space and importance to become major signature
corridors. These include Main Street, the quiet but historic
route between the heavy traffic of Brady and Harrison, lined
by or connecting to major educational and cultural features;
and the 3rd/4th Street corridors, parallel to the riverfront but
as street environments have the ability to both move people
and catalyze development. This one-way pair leads to the
new YMCA site and proposed First Bridge, both of which are
likely to generate substantial growth in the area between
Downtown and the Village of East Davenport. Finally, a
cycletrack circulator loop can be an extremely functional and
strong image feature for the Downtown core itself. The current
proposal for such as facility, using 2nd and 3rd between lowa
and Scott, is integrated into this plan. Facilities for these
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Map 1.2: Downtown Inset

important corridors include protected bike lanes, providing
a sense of separation and buffering from motor vehicles that
makes trails preferred facilities.

Barriers and intersections. Complex intersections, railroads,
and highway barriers like the interstates and Kimberly, all can
break the continuity of an active network. Although many of
the intersections used in this network are signalized, others
are not, and many present safety concerns for present and
prospective users. Intersection concepts and standards are
discussed later in this chapter and in the design guidelines.

Connections Outside Davenport. Multi-city regionalism is a
unigue asset of the Quad Cities and adds another dimension
to the Davenport Go network. Bettendorf, Rock Island,

and Moline all have significant trail, sidepath, and on-street
facilities and both existing and proposed routes are designed
to connect with them. The existing Duck Creek and Riverfront
Trails continue into Bettendorf, while sidepaths continue

east into existing of planned facilities along 53rd Street and
Veterans Memorial Parkway (65th Street, becoming Forest

Mississippi River Trail

]
I Downtown Cycle Track Loop
]

3/4th Street Bikeway
Main Bikeway

Grove Avenue in Bettendorf). The network plan proposes a
new bike/pedestrian crossing of 1-74 that would link the 46th
Street bikeway in Davenport to Bettendorf’'s complete street
treatment of Tanglefoot Road. It also anticipates coordination
with Bettendorf with trail development along I-74 to the new
|-74 bridge, which will have specific space on the structure for
bicycles and pedestrians that link the lowa and lllinois sides
of the river. The Arsenal Bridge will remain the other primary
link from Davenport to lllinois cities. The network recommends
an improved connection from the 3rd/4th Street line to the
bridge.

Specificinfrastructure types are described later in this chapter,
and presented in more complete detail in the design guidelines.

21

Traffic calming chicane on 46th Street east of
Eastern Avenue. This project would become
part of the 46th Street bikeway.
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Table 1.7: North-South Principal Grid Routes

ENDPOINTS AND

MAP LINE ROUTE

NAME

Forest 53-Lorton (N) to
Bicycle Middle Rd-Forest (S)
Boulevard

Route: Lorton/46th/
Forest

MAJOR DESTINATIONS SERVED

Duck Creek Trail and Park

HIGHLIGHTS

Low traffic, low-cost north-south route with

low traffic and attractive neighborhoods.

Good intersection crossing at Kimberly and
connection to Duck Creek Trail. With Jersey
Ridge north of 53rd, an available east-side route
in advance of trail development along Pheasant
Creek/Elmore corridor

INFRASTRUCTURE APPROACH

Shared route or advisory bike
lane on Lorton segment. Bicycle
Boulevard on Forest.

Elmore (N) to 53rd
(S); Kimberly (N) to
Riverfront

Jersey Ridge

Route: Jersey
Ridge/11th/Mound

Elmore Corners, Kimberly
commercial node, Duck Creek
Trail, Eisenhower ES, Village of
East Davenport, Riverfront

Discontinuous route with north segment serving
adjacent neighborhoods and south segment
using existing bike lanes. North route links to
58th Street connector to library and Prairie
Heights Park. Possible 4- to 3-lane conversion
of Jersey Ridge with bike lanes is deferred

for further study, with the Forest and Eastern
routes providing less controversial options.

Sidepath on north segment.
Existing bike lanes and marked
shared route on south.

to Riverfront Trail (S)

Route: Farnam

and Valle Vista/
Tremont/32nd/
Grand/Sylvan/6th/
Tremont/River Dr/
Carey

Garfield ES via 29th, Tyler Park,
Cork Hill Park, Riverfront Trail

grades, serving neighborhood parks and
providing an improved connection to the
riverfront that replaces cut-through at concrete
yard.

Eastern Veterans Memorial Prairie Heights Park, Public Major north-south route with high demand and | Sidepath from Veterans to
Pkwy (N) to Library Eastern Ave branch, 53rd | major destinations. Difficult central section is 46th, trail with rail from 46th
Kirkwood (S) St node, Kimberly commercial, addressed by developing parallel trail with rail to Eastern north of Rusholme,
Duck Creek Trail, Garfield along adjacent CP branch line. Spring and Belle | advisory bike lane or shared
Route: Eastern/ Park, Junior Theater, Oakdale offer a short-term but less direct alternative. route on Eastern to Kirkwood.
Eldridge Trail (CP Rail | Cemetery, Sudlow School; link to Short-term alternative is bicycle
line)/Eastern St. Luke’s Hospital and Village of boulevard on Spring and Belle.
E. Davenport
Tremont Veterans Memorial Von Maur headquarters, industrial | Secondary north-south link using existing Existing bike lanes
Pkwy (N) to 46th (S) | district, Public Works complex facilities that parallels proposed Eldridge Trail
with rail. Provides an available route for trail
Route: Tremont continuity between Veterans Parkway and 46th
Street.
Grand Duck Creek Trail (N) Duck Creek Trail, Garfield Park, Central north-south route with moderate Shared lanes with bike lanes on

Tremont south of Charlotte. Use
of existing signalized crossing

at Tremont, sidepath between
Tremont and Carey on south side
of River Drive, using Carey as
access to Riverfront Trail
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Table 1.7: North-South Principal Grid Routes

ENDPOINTS AND
ROUTE

MAP LINE NAME

MAJOR DESTINATIONS
SERVED

HIGHLIGHTS

INFRASTRUCTURE APPROACH

Main Veterans Parkway (N) | North Brady commercial High priority central corridor and bike/ | Diverse solutions because of varying street
to Riverfront (S) and hotels, Goose Creek ped route, serving destinations along conditions. Sidepath or trail between Veterans
Trail, NorthPark Mall, Duck the Brady/Harrison corridor. Quiet, and Kimberly, probably on east side north of
Route: Welcome Creek Trail, Vander Veer potentially multi-modal street between | Goose Creek and west side south; bike lanes
Way/Fair/Main Park, St Ambrose University, | the two heavy volume arterials. on Main to Fair; Fair Avenue bicycle boulevard
Hilltop District, JB Young One of the key focuses of the active to Vander Veer Park; advisory bike lanes on
Intermediate School, Central | transportation network. Highest priority | park roads; bicycle boulevard south of Park
High, Palmer College, between Riverfront and NorthPark. to Palmer Dr; northbound (uphill) bike lane/
Downtown core, Riverfront southbound shared lane from Palmer to 7th;
protected bike lanes from 7th to Riverfront.
New Duck Creek crossing at Fair Avenue. In
advance of a new bridge, bike lanes on 35th
and sidepath on west side of Brady, returning
to Fair Ave on Duck Creek Trail
Marquette/ | 65th and Brady (N) to | North Brady commercial Major north-south corridor through Initial route: Multi-use shoulder on 65th Street
Washington | Riverfront (S) and hotels, Goose Creek central westside of Davenport, with section; Bicycle boulevard on initial route
Trail, North High, Harrison access to a variety of parks, schools, to 46th. Requires upgraded intersection
Initial North Segment: | Elementary, Slattery Park, and the riverfront. Very important cross | crossing at 53rd
65th/Scott/Goose Duck Creek Trail, Northwest | connection between east-west routes,
Creek Footbridge/ park, Junge Park, Genesis/ with a moderate grade up from the Future route: Shared lanes, multi-use shoulder
Appomattox/ Central Park campus, Locust | riverfront that uses existing bike lanes. on future route to 46th. New trail segment
Brown/46th commercial, Washington on Marquette alignment between Northwest

Future North
Segment: 65th/
Appomattox/61st/
Marquette

South Segment:
Marquette/

Duck Creek Trail/
Washington/15th-
14th pair/Marquette

Street neighborhood
business district, Jefferson
Elementary, Jefferson Park,
Centennial Park, Riverfront
Trail

and 46th. Requires Goose Creek bridge or
continuation of 61st Street, improved crossing
at Northwest Blvd, and trail to fill gap
between Northwest and 46th.

Conventional bike lanes on Marquette from
46th to Duck Creek Trail. Duck Creek Trail
between Marquette and Washington. Bicycle
boulevard on Washington from trail to
Pleasant, with multi-use shoulders through
business district to 12th. Existing bike lanes
on Marquette south of 15th to Riverfront Trail.

23
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Table 1.7: North-South Principal Grid Routes

MAP LINE NAME

ENDPOINTS AND
ROUTE

MAJOR DESTINATIONS
SERVED

HIGHLIGHTS

INFRASTRUCTURE APPROACH

Pine/ 76-Hillandale (N) to Research Park, Fillmore Key north-south continuous corridor Short-term paved shoulders,
Concord Credit Island (S) Elementary and Ridgeview connecting northwest employment centers ultimately sidepath with possible
Bikeway Park via Ridgeview link, with neighborhoods and ultimately Credit separated crossing of I-80 on
Route: Northwest Harry Truman School, Island and the Riverfront Trail. Serves West End | Northwest Blvd segment. Extension of
Blvd/Pine/Central Green Acres Park, Kimberly | neighborhood and destinations, and connects existing bike lanes with four to three-
Park/Lincoln/ commercial node, Duck to the Duck Creek greenway. In-town route that | lane reallocation between Northwest/
Telegraph/Clark/ Creek Trail, Northwest Park, | can complete the Duck Creek/Riverfront loop. Ridgeview and Kimberly. Bicycle
Indian/Concord/ Scott County Fairgrounds, Major active transportation network boulevard from Kimberly to Central
South Concord/Credit | Locust commercial, component. Utilizes and extends the existing Park with new Duck Creek parking
Island Rd Children’s Village, Pine Street bike lanes into a critical network on Pine St alignment. Sidepath
Rockingham node, Roosevelt | element. transition to Lincoln via Hickory
School, Harbor Road Park, Grove and Central Park. Conventional
Credit Island Trail Bridge and bike lanes on Lincoln from Central
Park Park to Iroquois with shared lanes to
Telegraph, conventional bike lanes
(Telegraph), bicycle boulevard in
West End segments, advisory bike
lanes on South Concord and Credit
Island.
Fairmount/ | 49th (N) to 3rd (S); Buchanan Elementary, North-south connection through probable Paved shoulders or bike lanes from
Waverly Dugout Sports Complex, future growth area, connecting at south to the 49th to Duck Creek Trail; shared lanes
Route: Fairmount/ Public Library branch, Pine/Concord Bikeway and its route to Credit to Locust; paved shoulder to Lincoln
Waverly Wilson Elementary, West Island
High, Schuetzen Park,
Ridgeview/ | 76th-Ridgeview (N) Ridgeview Park, Fillmore Northwest route that links residential areas with | Bicycle boulevard on Ridgeview and
Silver Creek | to Five Points (S) Elementary, Pine Street major regional and neighborhood commercial Hillandale segments. Requires new
Bikeway node, Silver Creek Park, assets. Connects to and extends Goose Creek trail link along Silver Creek between
Route: Kimberly commercial, Five Trail. the two ends of Hillandale. Four to
Ridgeview/67th/ Points three lane reallocation on Hickory
Hillandale/Silver Grove with bike lanes.
Creek Trail/
Hillandale/Hickory
Grove
Northwest Ridgeview and Pine Pine commercial node, Diagonal connector route, using a frequently Sidepath on short Pine segment,
Boulevard (N) to NorthPark Mall | Wood Intermediate Sch, used but not fully developed bike route. paved shoulders (including paving
(S) Slattery Park, NorthPark and | Together with the Fair/Main Bikeway, links of some existing gravel) from Pine to
surrounding area NW Davenport directly to Downtown and the Ripley; sidepath to Main intersection.
Route: Pine/ Riverfront
Northwest Blvd
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Table 1.8: East-West Principal Grid Routes

MAJOR DESTINATIONS

MAP LINE NAME ENDPOINTS AND ROUTE SERVED HIGHLIGHTS INFRASTRUCTURE APPROACH
North 76-Northwest Blvd Northwest Blvd Continuous route cross the north tier of the Conventional bike lanes and sidepath
Crosstown/ | (W) to Forest Grove in commercial, industrial city, incorporating Veterans Memorial Parkway, | along the 76th Street segment,
Veterans Bettendorf (E) corridor, Brady hotels the city’s new multi-modal arterial. Veterans, Sidepath along the Brady frontage
Parkway and commercial, Von combined with its eastward extensions 67th road, and continuous sidepath along

Route: 76th/Brady Maur, Casino, ElImore Street and Forest Grove are likely to be the Veterans Memorial and 67th Street
frontage/Veterans Corners development corridors of significant future mixed use and
Memorial Parkway/67th area, Bettendorf residential growth. On its west edge, this
northern corridor serves areas of substantial
employment growth.
53rd St Goose Creek Trail (W) to | Eastern Ave node, Corridor linking major regional commercial Sidepath, developed to Veterans
Sidepath Davenport city limits (E) | Jersey Ridge node, major | destinations, tying into three future north-south | Parkway standard
Route: Fairmount/ regional commercial trail corridors
Waverly around |-74 interchange
from Elmore to Utica
Ridge
46th St 49th-Fairmount (W) to Slattery Park, NorthPark | Heavily favored and high priority crosstown Conventional bike lanes from
Bikeway Elmore (E) Mall, Public Works route, a more moderately traveled collector Fairmount to Pine with no parking;
complex, EImore hotels corridor that complements the 53rd Street and | advisory bike lanes in rural section
Route: 49th/ and commercial Kimberly Road arterials. Connects several major | from Pine to Division; shared
Fillmore/46th north-south routes as well as Goose Creek and lanes from Division to Northwest
proposed Eldridge Trails. Blvd via Fillmore; bike lanes or
multi-use shoulder with shared
lane markings from Northwest to
Brady; conventional bike lanes from
Brady east with new trail filling gap
between Public Works complex and
Eastern Ave. Existing chicane/quiet
street from Eastern to Jersey Ridge,
conventional or advisory bike lanes
from Jersey Ridge to Elmore.
35th St Pine (W) to ElImore (E) Northwest Park, On-street route parallel to Duck Creek Trail, Bicycle boulevard from Pine
Bikeway Junge Park, Harrison providing feeder to trail access points. to Marquette; four to lane land
Route: 36th/ commercial, Duck Creek | Significant traffic calming benefits. reallocation, Marquette to Brady;
Sturdevant/35th/ Trail cross-connections, short sidepath on east side of Brady
Brady/36th/Kimberly Brady Street Stadium, to 36th; bike lanes to Kimberly Downs,
Downs/Eastern/32nd Garfield Park, with bicycle boulevard east to EImore
regional commercial
at Kimberly/1-74
interchange
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Table 1.8: East-West Principal Grid Routes

ENDPOINTS AND MAJOR DESTINATIONS

MAP LINE NAME ROUTE SERVED HIGHLIGHTS INFRASTRUCTURE APPROACH

Central Emeis Park Rd (W) to | Emeis Park, Wilson Crosstown route through central corridor, Four to three lane conversion of

Park/ Forest Ave (E) Elementary via Birchwood serving both major Genesis campuses, and two | Central Park from Emeis Park to

Lombard connection, Genesis-Central | signature parks. East-west Lombard is a true Hickory Grove, with possibility of two-
Route: Central Park/ | Park campus, Glen Armil bicycle boulevard. way buffered bike lane; bike lanes
Hickory Grove/ Park, St. Ambrose University, on Hickory Grove; bicycle boulevard
Lombard/Rusholme/ | Vander Veer Park, Genesis- on balance of route. Lombard
Eastern/Elm St Lukes campus between Lincoln and Emeis Park

with connection through High St cul-
de-sac as a bicycle boulevard may
complement or replace Central Park
as a lower impact alternative.

Kirkwood/ 3rd-Pine (W) to West End, Fejervary Park, East-west corridor north of Downtown to Shared lanes on Pine and Telegraph;
Hilltop Village of East Koenig Park, Children’s midtown area, with the most gentle possible advisory bike lane on park road.
Bicycle Davenport (E) Village West, Putnam rise out of the river valley to Hilltop. Connects Bicycle boulevard on 12th, conversion
Boulevard Museum, Jefferson Park West End to museums, Hilltop, and East of the 14th/15th pair to one wide one-
Route: Pine/ and School, Taylor School, Davenport way lane in the appropriate direction
Telegraph/Fejervary | Hilltop, Village of East with bike lane, retaining two-sided
Park Road/12th/ Davenport, Riverfront Trail parking. Bicycle boulevard on
Marquette/14th-15th Kirkwood to Jersey Ridge.
pair/Kirkwood/Jersey
Ridge/11th/Mound Enhanced ped/bike crossing needed
Possible extension on at 12th-Division; 14th/15th and
Pine and Schmidt to Marquette; 14th and Harrison; and
Riverfront Trail Brady offsets.
6th St 6th-Telegraph (W) Smart Intermediate School, East-west quiet street corridor connecting Bicycle boulevard.
Bicycle to Riverfront Trail at Palmer Museum, North West End eastward, and serving area north
Boulevard Carey (E) Downtown, Future YMCA, of Downtown with substantial redevelopment
First Bridge via Farnam and | potential. Connection to future First Bridge.

Route: 6th/Tunnel/ Federal St, Riverfront
Pacific/6th
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Table 1.8: East-West Principal Grid Routes

MAP LINE

NAME

ENDPOINTS AND ROUTE

MAJOR DESTINATIONS
SERVED

HIGHLIGHTS

INFRASTRUCTURE APPROACH

3rd/4th 3rd-Telegraph to Arsenal | Smart Intermediate Well-established east-west bike route, with bike | Upgrade and extension of existing
Bikeway Bridge and future First School, Children’s lanes west of Marquette. Enhanced bike lanes bike lanes to parking protected
Bridge Village, Monroe Park, can create a signature on-street facility. Route bike lanes in the direction of traffic.
Downtown core, Arsenal | extended to the east serves new YMCA site and | Some discussion of converting both
Route: 3rd/4th one-way | Bridge and Rock Island, planned First Bridge streets to two way travel. In that
pair/lowa/Bechtel Park/ | YMCA site, First Bridge, event, recommendation is to channel
Arsenal Bridge steps/ Riverfront Trail major traffic to 4th Street, focus 3rd
Federal/First Bridge Street on lower speed and volume
traffic and active transportation,
creating a stronger walking business
environment. Probable infrastructure
would be a two-way parking
protected bike lane, one travel lane in
each direction, and parking on both
sides.
Downtown Western Ave (W) to lowa | Downtown, YMCA, First Cycletrack circulator through Downtown core to | Protected cycle track with raised
Cycle Track | St (E) Bridge, Harborview First Bridge and Riverfront separation. The 3rd Street protected
redevelopment bike lane proposed above would
Route: 3rd St, potential be upgraded as a two-way facility,
loop using 3rd, 2nd, possibly in tandem with 2nd Street
Scott. and lowa.
Middle Road | Jersey Ridge (W) to city | Village of East Important route across I-74 and linkage Conventional bike lanes
[imits (E) Davenport, Duck between the Bettendorf and Davenport
Creek Park and Trail, networks. Connection to Duck Creek Park on
commercial at 1-74 Marlo Ave and Duck Creek Road
interchange, Lincoln
Road crossing of 1-74,
Bettendorf including 18th
Street corridor
West Lake West Lake Park (W) to West Lake and Emeis Connection of the city to unique county park Advisory bike lanes on park road,

Emeis Park

Parks

paved shoulders on 110th Ave and
Locust

27
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Table 1.9: Proposed Trail Projects

NAME
West Loop

ENDPOINTS AND ROUTE

Duck Creek Trail terminus at
Emeis Park to Concord and
River Drive

HIGHLIGHTS

Completes the Duck Creek/Riverfront Trail loop.
Route is currently signed with wayfinders. This
project would upgrade this mostly on-road
route with trails and path, expanding its utility
for a variety of users

INFRASTRUCTURE APPROACH

Sidepath on Locust, Wisconsin and Telegraph to Sunderbruch
Trail. Existing Sunderbruch Trail to John Fell. Conversion of
John Fell Dr, not necessary or used for industrial access to

a trail facility. Conversion of alley behind Sears Distribution
Center to pedestrian and bicycle use.

Silver Creek Trail

76th St (N) to Pine and
Kimberly (S)

Major westside trail possibility in developing
neighborhoods.

Initial stage is extension of a short segment of existing trail
south of 49th St. Extension north from this point to 53rd and
Hillandale and south to Cresthill and Hillandale, creating a
continuous connection to Hickory Grove with a signalized
crossing of Kimberly.

Goose Creek Trail

Ridgeview (NW) to 46th-
Tremont (SE)

Strategic connection of Northwest Davenport to
active transportation network. Extends current
initial segment that extend from 46th to 53rd.

Initial development stage should extend trail from

current terminus at 53rd Street across Brady to Goose
Creek Footbridge and North High campus. This could be
supplemented by a gap-filling path between the ends of 61st
Street, providing quiet street access from neighborhoods
that will eventually be served by the western segment of
the trail. Grade separation under Brady is highly desirable.
However, if this is prohibitively expensive, an interim route
could cross Brady at an enhanced surface crossing at 61st.
Removal or redesign of the right turn slip lane may be
considered.

Marquette Gap

Northwest and Marquette
(N) to 46th and Marquette
S

Provides pedestrian and bicycle continuity
north to south on the Marquette corridor

Road extension is not necessary for active transportation
purposes, but pathway link should be implemented in
advance of or in conjunction with eventual development of
this site.

Eldridge Trail

City of Eldridge to Village
of East Davenport

Major north-south trail opportunity along
lightly traveled rail line, providing a level, direct
route through and beyond Davenport. A major
opportunity that depends on negotiating a
rail-with-trail agreement with Canadian Pacific
Railroad.

Initial priority phase for City is segment between the line

of 46th Street and the Eastern Ave crossing near Rusholme
(or, if necessary, Duck Creek Trail). Currently, more detailed
consideration has occurred on the north end, south of
Eldridge. If an agreement can be reached, extending the trail
to Veterans Parkway could then use the existing Tremont
bike lanes, 46th, and the segment south of 46th to provide
excellent connections to the rest of the network.

46th Street Gap

Public Works complex (W)
to Eastern (E)

Should be planned with connection to future
Eldridge Trail. Critical to completing a primary
east-west active transportation route

Trail and probable pre-fabricated bridge over railroad
corridor in cut.
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Table 1.9: Proposed Trail Projects

NAME
Pheasant Creek Trail

ENDPOINTS AND ROUTE

Jersey Ridge (N) to Duck
Creek Trail (S)

HIGHLIGHTS

Trail along ElImore, major visitor lodging and
retail corridor with regional implications.

INFRASTRUCTURE APPROACH

Initial phase would be segment from Elmore to 46th, serving
major retail and lodging facilities. Some commitments have
been made for providing a trail in this stretch. Planning along
Pheasant Creek should be coordinated with Bettendorf
concept for trail development south along I-74 and over the
new Mississippi River Bridge.

Locust Sidepath at Duck
Creek Park

Fernwood and Pleasant (W)
to Kimberly and Lincoln (E)

Path along Locust frontage of Duck Creek Park,
with connections at ends to the Forest bicycle
boulevard at Pleasant Street and the 32nd
Street bicycle boulevard between Lincoln and
Locust.

Path along Locust and one block of Fernwood. At west end,
one block use of Pleasant for connection to Forest. At east

end, crossing at Locust at existing crosswalk, with sidepath
segment to 32nd Street route.

1-74 Crossing/Tanglefoot

39th-Elmore/Pheasant
Creek Trail (W) to Utica
Ridge and Tanglefoot Ln in
Bettendorf

Integration of networks in Davenport and
Bettendorf with a grade-separation for
bicyclists and pedestrians over the interstate
and connecting to the east-west Tanglefoot
bikeway

Trail and sidepath along 39th Street from future Pheasant
Creek Trail, with pedestrian bridge over |-74. Crosses ElImore
at signalized 39th Street intersection.




INFRASTRUCTURE TYPES

This section describes the various types of bicycle infrastructure appropriate to Davenports streets, trails, and other active transportation opportunities. These specific facility
types are divided into off-street and on-street categories as follows:

Map 1.2: Network Infrastructure Types

Off-Street
* Shared-use Trails -
* Shared-use Sidepaths i

On-Street
* Shared Lanes
* Bicycle Boulevards (or quiet streets)
* Multi-use Shoulders
» Paved Shoulders
» Advisory Bike Lanes
» Conventional Bike Lanes
* Protected Bike Lanes

Infrastructure types in the Davenport
network are summarized on the following
pages. A full description of infrastructure
types and design guidelines are presented
in the appendix of this plan. Table 1.10
summarizes these types and the Network
Infrastructure Types map applies them to
the network routes.




1/ The Network

Shared-Use Trails

The Davenport bike and pedestrian network will continue to make
extensive use of shared-use trails on separated rights-of-way.
These trails display the highest level of user comfort in the survey
and provide a highly desirable environment for the widest range
of users, including walkers, runners, bicyclists, and in-line skaters.
Trails are also viewed as friendly environments for people of all
ages. Trails should comply with American Association of Street
and Highway Transportation Officials (AASHTO) standards and
Uniform Federal Accessibility Standards and the Americans with
Disabilities Act Accessibility Guidelines. Existing shared-use
trails on fully separated right-of-way include

Shared-use trails are most frequently used in the following urban
contexts:

* Inabandoned rail corridors (commonly referred to as Rails-
to-Trails or Rail-Trails). Rail-trails are common in lowa. The
proposed Eldridge Trail would fall into this category if the
Canadian Pacific ended existing operations The Clinton,
Davenport & Muscatine interurban ran for around 28 years
along the riverfront, 3rd Street, and a portion of Telegraph
Road. But conventional rail-trails are not a significant part
of the Davenport network.

* In active rail corridors, trails can be built adjacent to active
railroads (referred to as Rails-with-Trails. The proposed
Eldridge Trail falls into this category.

Shared-use trail diagram

* In utility corridors, such as powerline and sewer corridors.

* In waterway corridors, such as along canals, drainage
ditches, rives and beaches. These represent the city’s
key trails and trail opportunities, which include Goose,
Pheasant, and Silver Creeks as well as the existing Duck
Creek and Riverfront Trails.

« Along roadways. In some cases, trails on road right-of-way
are separated or insulated sufficiently from the adjacent
road to function as independent trails. A trail along |-74
would be an example of such a trail,

 In parks or through other easements or public properties.
The Sunderbruch Trail is an example of this setting.

Dqu Cree/-( Trail
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Rails-With-Trails

Rails-with-Trails projects typically consist of paths adjacent to
active railroads. In Davenport, the Canadian Pacific Railway
(former Dakota, Minnesota & Eastern) operates a lightly traveled
north-south branch line from Eldridge to its Mississippi River
line between Clinton and Muscatine. Despite some challenges,
this line presents an important regional trail opportunity.

In rail-with-trail settings, separation (between path and railroad
corridor) greater than 20’ will result in a more pleasant trail
user experience and should be pursued where possible. The
railroad may require fencing with rail-with-trail projects to allay
concerns about trespassing and security.

Rail-with-Trail diagram

Veterans Memorial Parkway overpass

CP Eldridge branch at 33rd Street.



1/ The Network

Sidepaths

Sidepaths are typically two-way paths located adjacent to

roadways and are separated from the stream of traffic by curbs.

The sidepath accommodates pedestrians well and responds to
potential cyclists who are uncomfortable riding in mixed traffic.
In new projects, the added cost of these facilities is relatively
small, since sidewalks are already required in most urban street
projects. Sidepath widths are similar to those of multi-use
trails. The actual riding or walking surface should be separated
from the back of the curb by landscaping or a contrasting
pavement material. Research indicates that, to maximize safety,
separation of the sidepath from a roadway should increase as
road speeds increase.

Challenges to sidepath safety include driveway and street
intersections, including visibility, motorist awareness,
ambiguities about who has the right of way, and cars that block
the path. As a result, experienced cyclists usually prefer on-
road facilities to roadside facilities. Yet, sidepaths, despite their
shortcomings, are used frequently and remain popular with
many users.

Conventional multi-use sidepaths should ideally be used in
corridors with few driveway or street interruptions, and should
not exclude use of on-road facilities when bike lanes and
shoulders are feasible. They work best along arterial streets
that have long stretches of relatively uninterrupted frontage.
Sidepath crossings should be clearly defined by high visibility
crosswalks and advisory signage to make motorists aware of
the presence of the path.

Sidepath diagram

Tanglefoot Lane in Bettendorf offers
both a sidepath and bike lanes in a
complete street.

Sidepath with high visibility crosswalks — Sidepath with high visibility crosswalks
and advisory trail crossing signs and advisory trail crossing signs
(Clayton Road, Saint Louis County, MO)  (Clayton Road, Saint Louis County, MO)

Veterans Memorial Parkway, Davenport

Eastern Avenue, Davenport
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Shared and Marked Streets and Roads

The Davenport network uses two basic types of on-street
shared lane routes: “signed and marked streets” and “bicycle
boulevards,” sometimes referred to as quiet streets or
neighborhood greenways.

Signed and marked shared streets and roads are shared with
motor vehicles. They typically have relatively low speeds and
traffic volumes, commonly at or below 30 mph and 3,000
vehicles per day. These on-street bikeways may incorporate
shared lane markings in a general purpose travel lane, D11-1 bike
route signs to identify the street as a bikeway and alert motorists
to be aware of bicycle traffic. These facilities typically require no
additional construction or physical changes other than signage
and, where employed, shared lane pavement markings. The R4-
11 Bicycles May Use Full Lane sign has also become increasingly
popular, replacing the previous “Share the Road” sign and
sometimes shared lane markings.

The shared lane markings (SLM or “sharrows”) encourage
bicycle travel, assist with wayfinding, and may help cyclists
position themselves properly within lanes. Motor vehicle drivers
usually must cross over into the adjacent travel lane to pass

a bicyclist safely, unless a wide outside lane or shoulder is
provided.

In the Davenport network, shared and marked streets are used
as neighborhood connectors, linking the major grid to other
destinations; relatively short connections to provide continuity
for trails and higher order facilities; where space or funding

is inadequate or more extensive infrastructure techniques, or
where such techniques are not necessary. An example is 58th
Street, a neighborhood street that links the Jersey Ridge Road
and the adjacent neighborhood to Prairie Heights Park, the
public library’s Eastern Avenue branch, and the Eastern Avenue
sidepath.

Diagram of shared and marked street.

58th Street between Jersey Ridge and Eastern Avenue.
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Bicycle Boulevards (Quiet Streets)

Bicycle boulevards, sometimes called “quiet streets” or
“neighborhood greenways” are something of a misnomer,
because they are shared by pedestrians, bicyclists, and motor
vehicles. They are low-volume, low-speed streets, modified

to create greater comfort for both pedestrians and bicyclists,
using treatments such as special signage, pavement markings
(like shared lane markings), traffic calming devices such as
bump-outs, and intersection modifications. Crossings of bicycle
boulevards and major streets require special attention. Bicycle
boulevards should have reasonable stop priority to provide
continuity for bicyclists, but not so much to become through
routes for motor vehicles. The ideal bicycle boulevard provides
both a direct route and good continuity, has traffic speeds at

or below 25 mph, and average daily traffic below 3,000 vehicle
per day. Bicycle boulevards should have excellent pedestrian
facilities, including continuous sidewalks and properly designed
crosswalks and ramps for people with disabilities.

Bicycle boulevards often provide alternative and more
comfortable routes to major trafficways while providing access
to the same destinations. They are often parallel and relatively
close to major streets. Excellent examples in Davenport are
Rusholme betyween Eastern Avenue and VanderVeer Park

and Lombard, parallel to but with much lower traffic than
nearby Locust Street or Central Park Avenue. Good bicycle
boulevards follow long and direct continuous travel routes,
avoiding misdirection or circuitous routes. Characteristics of
Davenport’s street grid make bicycle boulevards an important
part of the proposed network. 46th Street between Eastern and
Jersey Ridge displays the traffic calming techniques that are
sometimes found in the most elaborate bicycle boulevards, but
most of these facilities function well with the relatively low-cost
features to manage speeds.

One significant problem that bicycle boulevards face is
intersections with major streets. Because they are secondary
or even local streets, some of these intersections lack traffic
signals or stop controls for the major street. In most cases,
bicycle boulevards in the Davenport network are designed to
cross major streets at signalized intersections, but this is not
always the case.

2 =ty
Grand Avenue is a proposed bicycle boulevard for Davenport.

- —

Bicycle boulevard techniques: From top;
mini-roundabout & SLM’s in Seattle; chicane
segment of 46th Street in Davenport.
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Paved and Multi-Use Shoulders

Paved shoulders typically are found along rural section roads,
including highways, in low-density settings. However, some
urban section streets with curb and gutter do provide striped
shoulders as well. These shoulders can serve as bikeways with
striped separation from travel lanes and adequate width (4'+)
for bicycle travel. They prohibit routine use by motorists but are
often not exclusively designated for bicyclists. However, they
often include signage alerting motorists to expect bicycle travel
along the roadway and sometimes include bike lane pavement
markings. Rumble strips, if used, must provide a minimum 4 foot
clear path and 12 foot gaps every 40-60 feet to allow access as
needed.

Several corridors in the Davenport network have existing paved
shoulders that are serve as bicycle facilities, including Northwest
Boulevard and parts of Hickory Grove Avenue. Other streets in
the network have existing gravel shoulders that should be paved
both for multi-modal travel and maintenance purposes. These
include segments of Fairmount Street and West Locust.

Shoulders not explicitly reserved for bicycle use also have
significant applications in more urban areas. Some strategic
streets (including potential bicycle boulevards) have moderate
daily traffic and are relatively wide at 32-feet and over. In most
cases, these streets permit parking on at least one side. Traffic
volumes may not be sufficient to require exclusive bike lanes
or parking restrictions for bicycle travel purposes would create
unnecessary controversy.

On these streets, a painted white line for a multi-use shoulder
provides territory for multiple uses, including occasional
parking, bicycle travel, and other purposes. These painted
shoulders may be used along with shared lane markings in

the travel lane. Typically, the minimum pavement width of a
two lane street with multi-use shoulders and no parking is 32
feet; 34-36 feet with single-sided parking, and 38-40 feet with
two-sided parking. The plan recommends multi-use shoulders
in such settings as Marquette Street north of 53rd and the
Washington Street neighborhood business district. They can
also be used in combination with advisory bike lanes (see
following section).

[ o
Diagram of paved shoulder use as a bike network component.

sy |
Paved shoulders on Northwest Boulevard
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Multi-use shoulder
in a semi-rural
setting (Lake City,
MN).

Wide parking
shoulder that
buffers on-
street parking
(Oklahoma City).
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Advisory Bike Lanes

Advisory bike lanes are a type of shared roadway that clarify
operating positions for bicyclists and motorists to minimize
conflicts and increase comfort. Similar in appearance to

bike lanes, advisory bike lanes are distinct in that they are
temporarily shared with motor vehicles during turning,
approaching, and passing. This experimental treatment is most
appropriate where traffic volumes are low to moderate (500 to
3,000 vehicles per day) and where there is insufficient room for
bike lanes or credible multi-use shoulders. If on-street parking is
present, parking lanes should be highly utilized or occupied with
curb extensions to separate the parking lane from the advisory
bike lane.

Applications for advisory bike lanes in the Davenport network
include relatively narrow, lightly traveled streets with limited
traffic or slow recreational use; or in combination with parking
or multi-use shoulders to provide a distinct area that motorists
and bicyclists can expect to share. Examples are South
Concord, Credit Island park roads, or roads with rural sections
such as Lorton Street north of 46th.

Short-term engineering evaluation studies have been performed
on five US ABL installations. All of them have found the facilities
to be safe and operating as intended.

Diagram of advisory bike lanes
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Contrasting pavement color in @ downtown setting.

Advisory bike lanes in practice.
From top: Used in combination
with a defined parking lane; along
a narrow rural road (both photo
credits: Alta Planning + Design).
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Conventional Bike Lanes

Conventional bike lanes are already familiar and in use in
Davenport and other Quad Cities communities, including along
the 3rd and 4th Street one-way pair west of Marquette Street,
on Marquette south of 14th Street, on Jersey Ridge Road and
Pine Street north of Kimberly Road, and along sections of
Tremont and 46th Streets. On-street bike lanes designate an
exclusive space for bicyclists through the use of pavement
markings and signs. The bike lane is located directly adjacent to
motor vehicle travel lanes and is used in the same direction as
motor vehicle traffic. Bike lanes are typically on the right side of
the street, between the adjacent travel lane and curb, road edge
or parking lane.

Conventional bike lanes may be used wherever there is
sufficient width for them, but are most advisable on streets
with average daily traffic at or above 3,000 vehicles per day.
(NACTO Urban Bikeway Design Guide). On streets like Main
Street, with a steep climb and inadequate width for bike lanes
and parking on both sides of the street, a bike lane may be
used in the uphill direction, with SLM’s used on the downhill.
On higher volume streets, painted buffers can be used where
possible to provide a greater degree of user comfort.

Increasingly user preferences and comfort call for a greater
degree of separation from moving traffic than offered by
conventional bike lanes. However, many streets do not offer the
space required for buffering. The visibility and user comfort of
conventional bike lanes can be significantly by locating the bike
lane pavement marking in a green background and marking
conflict zones with green paint or transverse striping.

Diagram of a conventional bike lane

Enhancements of conventional bike
lanes. Two images from left: Existing
standard bike lane on Marquette
Street; Green paint behind the bike
lane pavement parking and in conflict
zones and a "bike box” at intersections
greatly increase visibility and motorist
awareness. (Wauwatosa, WI)

Bike lane opportunities in Davenport.
From left: Main Street, too narrow to
permit bike lanes in both directions and
parking. Here, a climbing bike lane and
shared lane markings in the downhill
direction will improve the environment
of this high priority route. Tick marks
define the door zone while a narrow
cross hatched separation helps define
the safe path for bicyclists.
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Separated Bike Lanes

Many bicyclists want a higher degree of physical separation from
moving traffic and parked cars.Bike lanes that provide various
types of buffers are increasingly preferred over conventional bike
lanes on streets with substantial traffic volume. There are several
different ways of providing this separation, depending on cost,
street width, parking conditions and roadway characteristics and
operations. These include:

Buffered bike lanes. These are conventional bicycle lanes paired
with a designated buffer, separating the bicycle lane from the
adjacent motor vehicle travel lane and/or parking lane. Minimum
buffer space is 2 feet. Opinions differ over whether the buffer

is more effective against parking lanes or travel lanes. Buffered
bike lanes generally do not have a vertical separation and are
recommended where space permits. Buffered bike lanes may be
used on parts of the Main Street corridor.

One-way protected bike lanes. When retrofitting separated bike
lanes onto existing streets, a one-way street-level design may

be most appropriate. This design provides protection through
physical barriers and can include flexible delineators, curbs, on-
street parking, etc. Frequently, parking is adjacent to the travel
lanes, and the protected bike lane lines the curb. These parking
protected bike lanes provide a high level of separation from both
moving traffic and parked cars. As a retrofit, these bike lanes
have a relatively low implementation cost because of the use of
existing pavement, drainage, and the parking lane as a barrier.
They apply well to the 3rd and 4th Street one-way pair, where
space is adequate for parking protected one-way lanes.

Two-Way Separated Bicycle Lanes. These facilities allow two-
way movement on one side of the road. Two-way separated
bicycle lanes share some of the same design characteristics as
one-way separated bicycle lanes, but may require additional
considerations at driveway and side-street crossings. These bike
lanes may be configured at street level or with vertical separation
from the adjacent travel lane. Two-way separated bike lanes
should ideally be placed along streets with long blocks and few
driveways or mid-block motor vehicle access points. Central
Park Avenue between Emeis Park and Lincoln Street provides

a possible opportunity in combination with a lane reduction to
manage speeds. Another possibility is the proposed Downtown
Cycle Track Loop.

Buffered bike lane
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Buffered bike lane along a major arterial corridor in San Diego. Green Top: One-way parking protected bike lane (Venice Blvd in Los

paint is used to clarify bicycle traffic across access ramps effectively Angeles’ Mar Vista neighborhood) Above: Two-way protected bike
on even this limited access road. lane with planter separation in Lincoln, NE.
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One-way protected bike lanes would provide a good
east-west facility for users along 3rd and 4th Street.

Low traffic, width, and relatively few interruptions
may make a two-way protected bike lane feasible on
Central Park Avenue’s western leg.
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Table 1.10: Summary of Infrastructure Types

FACILITY TYPE

DESCRIPTION

EXAMPLES IN NETWORK

Multi-use trails

Sidepath

Signed or marked shared routes

Bicycle boulevards

Multi-use shoulders

Advisory bike lanes

Paved shoulders

Conventional bike lanes

Protected bike lanes

Separated trails on exclusive right-of-way. Some segments may be sidepaths adjacent
to roadways.

Paths separated from but generally parallel to roadways and on public right-of-way

Low-volume, low-speed streets identified by signage, wayfinding, shared use lane
pavement markings, but no major infrastructure changes. Often used to connect
network to specific destinations.

Low-volume, mixed traffic streets or groups of streets with direct continuity. May
use special identification and wayfinding signage, traffic calming devices, controlled
major intersections, continuous sidewalks.

Area within a street channel explicitly defined (usually by a white painted line) from
travel lanes. May be used for parking, breakdowns, bicycle access.

Shared roadway that clarify operating positions for bicyclists within shared travel lanes,
typically used on segments that need definition of territory for bikes but are not wide
enough for conventional bike lanes or multi-use shoulders.

Generally on rural section roads (without curb and guttered) an area striped adjacent
to but outside of travel lanes, usable by bikes and pedestrians, but more normally used
for temporarily stopped motor vehicles.

Lanes on a street that are specifically striped and designated for the exclusive use of
bicycles.

Roadways with specific one- or two-way lanes for exclusive use by bicycles, separated
by a buffer from moving travel lanes. Separation is accomplished by painted buffers
often with vertical definition or a raised curb.

Duck Creek Trail, Riverfront Trail,
Goose Creek Trail

Veterans Memorial Parkway, 53rd
Street

12th Street, segments of 46th Street,
Western

Forest Ave, Lombard St

Segments of Marquette, Eastern, 46th

Low-volume park roads, Lorton, South
Concord

Northwest Boulevard, segments of
Fairmount

Marquette, 15th/14th, segments of
46th

3rd/4th, Main Street in Downtown
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VOLUME 1

ROUTE DETAILS

This chapter considers
each of the potential
routes in the proposed
Davenport network in
detail and also presents a
development plan for the
trail system. It provides
guidance on the specific
design of each significant
segment of each route.
Finally, it presents
methods for staging the
system over time.
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ROUTE DETAILS

Duck Creek Tr/'

This chapter divides the Davenport network grid into north-
south and east-west components. Each route displays a strip
map that illustrates each street or pathway segment, key
destinations along the way, intersecting routes, and in some
cases of special note, more detailed maps and character
renderings. These maps are divided into key segments,
corresponding to key dividing points, milestones, or changes
in infrastructure treatment. The number key for each segment
corresponds to a row in the accompanying table. The tables
display:

The endpoints and length of each segment.

The nature of the existing facility. Information also includes
number of lanes and approximate width of the street channel,
based on aerial photography.

General sidewalk coverage While this plan does not present
a detailed sidewalk inventory, the tables display general
aspects of sidewalk coverage by segment. Streets included in
the active network should provide sidewalk continuity on at
least one side.

Recommended infrastructure. This presents the
recommended infrastructure treatment and other ideas for
adapting a segment for safer and more comfortable bicycle
and pedestrian use. On-street treatments like marked routes
and bicycle boulevards typically use pavement markings and
signage. In some cases, path or trail segments fill gaps in
continuity.

)
B et I i
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¢ Planning level opinions of probable costs. While these are
not based on detailed design, they give an idea of relative
costs for planning purposes. Cost factors used for these
estimates are shown in Table 2.1. These costs do not include
contingencies, design and engineering fees, major drainage
structures, or extraordinary grading expenses.

These recommendations should be refined further as
individual projects are implemented. However, they provide

a starting point for the more detailed design process, and
provide guidance in determining priorities and costs of various
improvements.

The chapter continues with a phasing and capital
implementation program that includes:

e Criteria for determining priorities.

* Aninitial network that serves all parts of the city with
strategic routes and path segments. This program includes
statements of probable cost, based on current (2018)
construction costs. The initial network is further divided
into two phases, which may be developed as resources are
available, but probably over a ten-year period.

* An ultimate network, which may be realized within an
additional five to ten year period.




2 Route Details

Table 2.1: Estimated Cost Factors by Infrastructure Type

INFRASTRUCTURE TYPE COST/MILE TYPICAL FEATURES

Marked and signed route

Bicycle boulevard

$17,000

$25,000 for basic
$60,000 for enhanced

Signage, shared lane markings

Basic: Signage, shared lane markings, routine crosswalks, stop sign

modifications

Enhanced: Traffic calming features, enhanced crossings

Multi-use shoulders or virtual | $60,000 Signage, single white line dividing shoulder or parking lane from travel lane or

bike lanes single dashed line in from pavement edge

Bicycle boulevard with multi- $75,000 Bicycle boulevards that also include multi-use shoulders or advisory bike lanes,

use shoulders. appropriate on wider streets

Conventional bike lanes $102,000 Lanes defined by white lines in both directions on a street

Protected bike lanes $64,000 one-way Painted bike lanes with cross-hatched buffer area between bike lane and travel
$115,200 two way lane.

Sidepath $350,000 10 foot paved roadside shared use path without major earthwork or modifications

Trails (or shared use paths) Type 1: $450,000 10-foot paved path on right-of-way separate from roadways. Range reflects various
Type 2: $550,000 levels of construction complexity.
Type 3: $750,000

Trails (gravel) $200,000 Gravel on separated right-of-way or parallel to a roadway

INTERSECTIONS OR BARRIERS (GENERIC COST POINTS)

Type A: Major Intersection $500,000 Major projects such as protected intersections. If used in the Davenport system,
Construction these would typically address bicycle/pedestrian facilities on one side of the street
only to accommodate a sidepath or single-sided shared use path

Type B: Arterial Crossing $200,000 Major intersections but requiring less capital work than protected intersections.
May include improved signalization, improved crosswalks, bump=outs, minor

construction

Type C: Median with HAWK $150,000 Crossing refuge median with hybrid beacon

Type D: Median with flashing $75,000 Crossing refuge median with flashing warning beacons in place of positive red stop
beacon signal

Type E: Enhanced $50,000

High visibility crosswalks, minor construction but normally without signalization

14th Street
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2 Route Details

NORTH-SOUTH

ELMORE/PHEASANT

CREEK

Study Corridar

North

SEGMENT LENGTH SIDEWALK

KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST

'l Elmore, Jersey 0.41 4-lane divided arterial/75 | Both sides Widen sidewalk to sidepath standards on south side $71,750
Ridge to feet including median
Rhythm City
entrance

2 Elmore, Rhythm 0.80 5-lane arterial/60 feet Both sides; existing sidepath Existing sidepath $0
City to Cross on south/west side
Creek Apts

3 Elmore, Cross 0.32 5-lane arterial/60 feet Sidewalk east side Sidepath on west side with connection to future Pheasant $112,000
Creek to Creek Trail
Pheasant Creek

4 Elmore, 0.40 5-lane arterial/60 feet Both sides Widen west side sidewalk to sidepath standards $70,000
Pheasant Creek
to 53rd Street

Total 1.93 $253,750




DAVENPORT

NORTH-SOUTH

FOREST BICYCLE
BOULEVARD

North

SEGMENT LENGTH STREET TYPE / SIDEWALK
KEY SEGMENT (MILES) WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
1 Lorton, 53rd to 46th 0.41 2-lane rural section | No sidewalks Signed and marked roadway or advisory bike lanes $24,600
neighborhood
collector/22-28 feet
2 46th jog, Lorton to 0.10 3-lane collector/40 | Both sides Upgrade south side walk to short segment ofsidepath to negotiate $30’000
Forest feet (46th Street) jog, with enhanced crosswalk markings at Lorton
3 Forest, 46th to 32nd 1.10 2-lane collector/40 | Both sides Bicycle boulevard with signage and SLM’s. Well-designed Kimberly $27,500
feet, 28 feet south intersection may be enhanced with bike crossing markings.
of Kimberly
4 32nd/Fernwood to 0,23 2-lane local Both sides Bicycle boulevard with signage and SLM’s. Connection to Duck $13,800
Duck Creek Trail streets/28-30 feet Creek Trail at south terminus of Fernwood. Connection back to
Forest Rd south via path from trail
5 Forest, Duck Creek to 0.80 2-lane local/28 feet Both sides, with gaps in Bicycle boulevard with signage and SLM’s. Crossing markings, and $48,000
Locust, with Locust continuity on west side south | short sidepath segment to negotiate jog. Warning advisories for
jog of Central Park motorists of crossing
6 Forest, Locust to 0.4 2-lane local/25 feet | Both sides Bicycle boulevard with signage and SLM’s. $3,500
Middle Rd
7 Middle Rd, Forest to 0.54 2-lane Both sides Bike lane in uphill (EB) direction, multi-use shoulder in WB with $29,700
Jersey Ridge collector/36-38 feet SLM’s
8 Middle Rd, Forest to 0.70 2-lane Both sides Bike lane in uphill (EB) direction, multi-use shoulder in WB with $38,500
Kimberly/Lincoln collector/36-38 feet SLM’s. Sidepath (0.1 mi) on Kimberly to Lincoln intersection
Total 4.02 $215,600




Route Details

NORTH-SOUTH

JERSEY RIDGE

1
| Study Corridor

1‘f|ﬁ!auﬁi aFIII

nunp! 11|=

North
SEGMENT LENGTH SIDEWALK
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
‘I Jersey Ridge, 53rd to 1.25 4-lane arterial/48 feet Both sides between 46th and Study area for future adaptation for active modes. Sidewalk $0
Kimberly 53rd except for westside from continuity should be provided on one side. Major intersection
46th to 46th PI. No sidewalks redesign for ped access necessary at Kimberly intersection,
from 38th to 46th adapting Forest Road model with directional crosswalks
2 Jersey Ridge, 1.1 3-lane arterial/42-44 feet, | Both sides except no westside Existing bike lanes $0
Kimberly to High tapering to 2-lanes/32 walk between Kimberly and
feet south of Central Park, | 32nd
both with bike lanes,
3 Jersey Ridge, High to 0.60 2-lane arterial/30 feet Both sides Multi-use shoulder on one side (currently west but shift to east $33,000
Middle Rd with SLM’s would allow use for climbing), maintain and enhance SLM’s
with green background
4 Jersey Ridge, Middle 0.20 2-lane arterial/36 feet Both sides Maintain existing with enhanced SLM’s using green $5,000
to 11th with NB bike lane north of background.
Kirkwood, widening to 45
feet with bike lanes in both
directions
Path, 11th-Jersey Ridge 0.17 Shared use path NA Existing path, with clearer definition of bike transition across $0
to River Dr and Mound 11th Street
6 1th/Mound to River 0.20 2-lane collector/36 feet on | Both sides Signed and marked roadway with enhanced SLM’s through $5,000
Drive 11th to 40-feet on Mound Village of East Davenport
7 River Dr intersection to 0.04 2-lane access road/40 feet | None south of River Drive Extend shared use path on east quadrant of River Drive $50,000
Riverfront Trail (Figure at intersection to 32 feet at | intersection intersection. Provide bike directional markings across River
2.0) railroad crossing Drive, with bike lanes to trail
Total 3.32 $93,000







2 // Route Details

NORTH-SOUTH
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SEGMENT LENGTH SIDEWALK
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
'l Eastern, Veterans to 1.10 2-lane rural section Sidepath on west side; segments | Existing sidepath with enhanced crosswalk at 53rd Street Existing
53rd arterial with gravel of sidewalk with many gaps on intersection, leading to sidepath continuation
shoulders/28 feet east side
2 Eastern, 53rd to 46th 0.50 2-lane rural section One-side (west) to Shady Glen Shared use sidepath $175,000
arterial with gravel Dr
shoulders/24 feet
3 Spring/Winding Hill/ 1.40 2-lane local streets/30-32 | Both sides only south of Shared and marked roadway. Short-term route that would $23,800
Belle/38th PI/Spring, feet Dorchester Dr along Belle, 38th | be replaced or complemented by Eldridge Trail between the
46th to Duck Creek Pl and Spring to trail; mostly same endpoints
Trail access absent on north side
4 Eldridge Trail, 46th to 1.15 Existing Canadian Pacific NA Shared use trail. Trail link along 46th Street necessary to Included in trail
Duck Creek Trail Eldridge branch connect to Eastern Ave sidepath funding
5 Eldridge Trail, Duck 0.75 Existing Canadian Pacific NA Shared use trail. Bridge Avenue presents a short-term Included in trail
Creek to Eastern at Eldridge branch alternative to the trail and Eastern Ave funding
Rusholme
6 Eastern, Rusholme to 0.62 2-lane minor arterial/32 Both sides Signed and marked roadway with multi-use shoulder on one $27,900
Kirkwood feet to Locust; local to side. ADT may be too high for comfortable bike environment.
Kirkwood Jersey Ridge bike lanes are an alternate to Village of East
Davenport
7 Bridge Ave, Duck Creek 0.94 2-lane collector to Both sides Alternative to higher traffic Eastern Avenue environment. $23,500
to Kirkwood Locust, minor arterial to Bicycle boulevard
000 Kirkwood/32-36 feet
Total (Long-term excludin
(Long- 9 a2 $226,700
trail cost)
Total (short-term complete) | 3.94 $222,300
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SEGMENT LENGTH STREET TYPE / SIDEWALK

KEY SEGMENT (MILES) WIDTH CONDITION INFRASTRUCTURE PROBABLE COST

1 Tremont, Veterans 0.41 3-lane collector No sidewalks Existing bike lanes
to 46th with bike lanes/40

feet
SEGMENT LENGTH STREET TYPE / SIDEWALK

KEY SEGMENT (MILES) WIDTH CONDITION INFRASTRUCTURE PROBABLE COST

2 32nd, Farnam to Valle 0.50 2-lane local/31feet | Both sides Bicycle boulevard, includes local street access on Farnam and $12,500
Vista Tremont/Valle Vista to Duck Creek Trail

3 Grand, 32nd to 10th 1.60 2-lane local/30-36 | Both sides Bicycle boulevard. Enhanced crosswalks and bike crossing $40,000

feet markings at signalized Locust intersection

4 10th/Sylvan/6th, 0.30 2-lane local Both sides Bicycle boulevard $15,000
Grand to Tremont streets/28-30 feet

5 Tremont, 6th to River 0.16 2-lane local/30-40 Both sides Bike lanes with high visibility crosswalks and bike crossing $16,320
Drive feet markings at River Drive

6 River Drive and 0.05 4-lane major Both sides Sidepath on south side of River Drive to marina access. Advisory $17,500
marina access, arterial/48 feet and bike lane on access drive to trail
Tremont to Riverfront access drive
Trail (Figure 2.2)
Total 2.61 $101,320
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Figure 2.2: River Drive and Marina Access, Tremont to Riverfront Trail
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NORTH-SOUTH

MAIN STREET§
BIKEWAY

Tremont

" Sylvan

SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE cosT
1 Brady, Veterans Pkwy 0.52 6-lane divided major No sidewalks Sidepath probably on east side with undercrossing at Goose Creek Trail $182,000
to Goose Creek Trail arterial with additional to west side. Involves probable redesign of 59th Street intersection
frontage roads, probably on
east side /90 feet
2 Brady/Welcome Way, 1.50 3-lane one-way major West side south of 53rd Sidepath on west side with enhanced crossing at 55th, 53rd, and Fair Ave $525,000
Goose Creek to Main arterial/38 feet
3 Main, Kimberly to Fair 0.25 4-lane local/50 feet south West side from Kimberly to | Conventional bike lanes. 4- to 3 lane reallocation on Kimberly to $25,500
to Welcome Way; 2-lane Welcome Way; intermittent | Welcome Way block. Sidewalk continuity desirable on west/south side.
local to Fair/32 feet only elsewhere
4 Fair, Main(37th) to 35th 0.20 2-lane local streets/30 feet | No sidewalk Shared and marked roadway $3,400
5 Duck Creek Greenway, 0.14 by | Duck Creek greenway NA Preferred solution is new creek bridge with new path from Fair Ave stub | $28,560 for
35th to 32nd bridge; to Duck Creek Trail, continuing on existing path to 32nd Street. Interim interim
0.28 by option is bike lanes on 35th to Brady sidewalk, upgrading sidewalk to $205,000
35th sidepath standards along west side of Brady, and returning via Duck for k;ridge
Creek Trail to Fair Ave alignment. option*
6 Fair, 32nd to Central 0.50 2-lane local/30 feet Both sides Bicycle boulevard with enhanced crosswalks and warning signage or $12,500
Park beacon at Central Park crossing
Vander Veer Park, 0.32 2-lane park road/26-30 feet Park paths only Advisory bike lane on park road with short path segment aligned with $19,200
Central; Park to Main St; and/or shared-use path
Lombard
8 Main, Lombard to 0.25 2-lane local/40-42 feet Both sides Advisory bike lanes $12,500
Locust

* Assumes grant of easement for public use easement on private drive aligning with Fair Avenue north of 35th Street.
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Main Street: A Central Corridor support most bicyclist types. Bicycle boulevard treatments along
Fair Avenue utilize shared lane markings, wayfinding signage,
and traffic calming techniques, while dedicated bike lanes and
protected bike lanes along Main Street provide separation from
motor vehicle traffic.

Main Street and Fair Avenue function as a key north-south
corridor providing access to Downtown Davenport and numerous
destinations in the heart of the city. It is especially important
because of its location between the arterial highway pair of
Brady and Harrison, providing a classical quiet street alternative
that serves the community destinations along this spine. This
principal bikeway provides direct connections to Northpark
Mall, the Duck Creek Parkway Trail, Vander Veer Botanical Park,
Central High School, Palmer College of Chiropractic, Downtown
Davenport, LeClaire Park, and the Riverfront Trail. The bikeway
types proposed for this corridor adapt to roadway conditions to
provide a continuous, comfortable bicycling experience that will

SEGMENT LENGTH SIDEWALK

KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
9 Main, Locust to 16th 0.17 3-lane minor arterial/40-42 | Both sides Lane reallocation to two lanes with bike lanes; or lane $9,350
feet restriping to provide northbound (climbing) bike lane and
enhanced SLM’s southbound
10 Main, 16th to 7th 0.63 2-lane minor arterial/40-42 | Both sides Northbound (climbing) bike lane and enhanced SLM’s $34,650
feet southbound. Bike lanes in both directions on 12th to Palmer Dr
block
‘" Main, 7th to River Dr 0.46 3-lane minor arterial/54-56 | Both sides Parking protected bike lanes with lane reduction to two-lanes. $52,992
feet
Total 5.08 $905,652*
* Assumes “interim” option for Duck Creek crossing. Bridge option total is $1,082,092

Main Street at 12th Street: Current conditions.
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Counterclockwise from above: Existing Main Street looking south, cross sections of
climbing lane; rendering or concept

“Sidewalk Parking Lane Climbing " Drivelane  Shared Lane IParking Lane Sidewalk |
5ft 7ft Lane 10ft 10ft 7ft 5-6ft

6ft

9,
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NORTH-SOUTH

MARQUETTE/
WASHINGTON
BIKEWAY

SEGMENT LENGTH SIDEWALK PROBABLE

KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST

1 65th, Brady mainline to 0.19 4-lane collector/50-70 feet | No sidewalks within Sidepath on south side continuing Veterans Memorial Parkway $66,500
Brady frontage road widening at Brady mainline | 250 feet of main Brady sidepath

intersection intersection, both sides
west of that point to
frontage intersection

2 65th, Brady frontage to 0.21 2-lane local/40 feet Continuity on south side; Short-term route. Bicycle boulevard $5,250
Scott north side to Ripley only

3 Scott, 65th to 59th, 0.37 4-lane local/50 feet south Both sides Bicycle boulevard. Ultimate replacement of creek footbridge by $9,250
including Goose Creek to Welcome Way; 2-lane standard width crossing
Bridge local to Fair/32 feet
59th, Goose Creek to 0.20 2-lane local streets/28 feet | Both sides Bicycle boulevard $5,000
Appomattox

5 Appomattox/Brown to 0.92 2-lane local street/ 28-31feet | Both sides Bicycle boulevard $23,000
Slattery Park

6 Slattery Park 0.19 Existing paths Park paths Park paths connecting foot of Brown to 46th, interim $66,500

Marguette/Washington route continues along 46th Street to
Marquette, continuing south on permanent route.

7 65th/Hoover/ 0.65 2-lane local/40 feet on 65th South side only on 65th Bicycle boulevard; 65th and Hoover capable of supporting $16,250
Appomattox, Scott to and Hoover, 30 feet on and Hoover; both sides on conventional bike lanes with siongle-side parking
61st Appomattox Appomattox

8 61st, Appomattox to 0.10 Street gap NA Future connection of 61st Street or separate path in advance $70,000

Marquette.

of or instead of street. Path construction could be coordinated
with Goose Creek Trail.
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from the north endpoint at 65th and Brady (connecting to
Veterans Memorial Parkway), using Scott, 59th, Appomattox,
Brown, and 46th to 46th and Marquette Street. A more direct
route requires gap filling at 61st at Goose Creek and Marquette

Marquette/Washington Bikeway

The Marquette/Washington route is a major north-south
connection through the western half of Davenport, but has
significant gaps that require a staged approach. A good

continuous but somewhat circuitous route is currently available

Appomattox Ave intersection at 53rd Street. This street provides a

currently available phase for the Marquette/Washington route

SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST
9 Marquette, 61st to 53rd 0.67 2-lane collector/42 feet Continuity to 53rd Street Multi-use shoulders with striped parking lane/ advisory bike lanes. $66,500
on west side; intermittent
coverage on east side
10 Marquette, 53rd to 0.15 2-lane future collector/24-30 | No sidewalks Shared and marked roadway with a short path section to a $5,250
Northwest Blvd feet current width new Northwest Blvd crossing at or near the existing 51st Street
intersection. If Marquette is connected as a through collector between
46th and Northwest Boulevard, a new street alignment is likely
between 53rd and Northwest. This new street should include bike
lanes and sidewalks.
'" Marquette alignment, 0.31 No existing street NA Future street connection, if built, should include bike lanes. Shared $9,250
Northwest Blvd to 46th use path without a through collector street, on an alignment
developed with property owners or future developer.
12 Marquette, 46th to 35th 0.85 2- to 4-lane collector/variable | Intermittent sidewalks only Conventional bike lanes between Kimberly and 46th. Standardize on $5,000
widths from 42 to 46 feet. between 42nd and 46th. three-lane section between Kimberly and 35th with conventional bike
Four lane sections are south Continuity on west side only | lanes.
of Kimberly between 42nd and 35th;
intermittent on east side
13 35th, Marquette to 0.28 2-lane local/30 feet Both sides Bicycle boulevard. Part of 35th Street crosstown route. $23,000
Washington
14 Washington, 35th to 0.80 2-lane local/30 feet Both sides Bicycle boulevard. Trail connection across Duck Creek corridor to $66,500
Lombard Duck Creek Trail and two ends of Washington Street.
15 Washington, Lombard 0.71 2-lane local/38-40 feet Both sides Bicycle boulevard. Striped parking lane in business district between $16,250
to 12th 17th and 14th
16 Marquette, Duck Creek 1.1 2-lane collector/40 feet Both sides Alternate to Washington route with two travel lanes, conventional $113,220
Trail to 15th Street typical bike lanes, and single-sided parking
17 12th, Washington to 0.28 2-lane local/32-38 feet Both sides Bicycle boulevard. Signalized pedestrian crossing of Marquette 60 $70,000
Marquette feet south of 12th Street intersection.
® 0 0
18 Marquette, 12th to 1.00 3-lane collector with bike Both sides Existing bike lanes Existing
Riverfront Trail lanes/45 feet
Note: Washington and Marquette options are approximately equal in
Total Short-term 3.93 cont ? auereop P ved $262,200
Additional Ultimate 1.88 Additional Cost $160,620
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1 Hillandale Rd, Research 0.31 4-lane divided collector/68 feet | No sidewalks Shared and marked roadway, connection into research park. $5,270
Pkwy to Northwest including median Ultimate sidepath to provide pedestrian and bike access into
Highway development area.
2 Northwest Blvd, 0.75 4-lane arterial with median or None Existing paved shoulders $0
Hillandale to 76th left-turn lane/pavement width
varies from 90 to 140 feet
depending on median condition
3 Northwest Boulevard, 0.82 5-lane arterial/67 feet Both sides Shared-use sidepath on west side, following Pine Street slip $287,000
76th to 63rd lane south north of 63rd Street. Defined bike crossing to bike
lanes south of 63rd
4 Pine, 63rd to 49th 1.10 4-lane collector/45 feet Both sides 4 to 3-lane reallocation with conventional bike lanes $112,200
5 Pine, 49th to Kimberly 0.71 2-3 collector with bike lanes/41 Both sides Existing bike lanes $O
feet. Taper from three to two
lanes south of 46th
6 Pine, Kimberly to Duck 0.38 E2-lane local/30 feet Both sides with short gap Bicycle boulevard $9,500
Creek greenway immediately south of
Kimberly
7 Duck Creek Trail and 0.20 Trail and connecting path. On Paths; on GW Blvd, south Current route using Duck Creek Trail and connecting paths, $5,000 for
G. Washington Blvd G. Washington, 15-17 feet paved side sidewalk with shared and marked roadway on G. Washington requires interim
between ends of Pine surface with gravel parking 1/2 mile misdirection. New trail bridge over Duck Creek to $160,000 for
shoulder connect Pine terminus at GW to Duck Creek Trail maintains L :
: bridge option
directness.
8 Pine, Duck Creek to 0.47 2-lane local/31to 36 feet Both sides to Columbia; Bicycle boulevard $11,750
Hickory Grove segments only between
Columbia and Hickory Grove
$430,720
Total 4.74 $585,720

with Duck Creek
Bridge
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Corridor Overview

The Westside Bikeway is a principal bicycle corridor
spanning nearly nine miles from Credit Island to the
northern city limits near the intersection of Northwest
Boulevard and Interstate 80. The corridor includes
multiple bicycle facility types to maximize user
experience and comfort across a variety of roadway
classifications and characteristics.

The bikeway begins with a connection to the Credit
Island bicycle and pedestrian bridge adjacent to the
Davenport Waste Water Treatment Facility and travels
north on Concord Street as advisory bike lanes. At
West River Drive, the bikeway transitions to a bicycle
boulevard north on Concord Street, Indian Road,

and Clark Street to Telegraph Road. Conventional

bike lanes on Telegraph Road connect to Waverly
Road, at which point the bikeway transitions back

to a bicycle boulevard and continues north along
Waverly Road and Lincoln Avenue to Central Park
Avenue. Conventional bike lanes on Central Park
Avenue and Hickory Grove Road will provide guidance
for bicyclists through these major intersections. At
Pine Street, a bicycle boulevard continues north,
transitioning to conventional bike lanes Kimberly
Avenue. Just south of Northwest Boulevard, the
bikeway transitions to a sidepath and continues
northwest along the south side of Northwest
Boulevard towards Interstate 80.

In addition to Credit Island, a major destination for
recreational activity, there are numerous destinations
along the corridor, including Nahant Marsh Education
Center (via a trail connection at Concord Street south
of West River Drive), Harbor Road Park, Dohse Pool,
Hayes Elementary School, Duck Creek Greenway,
Green Acres Park, Harry S. Truman Elementary School,
and numerous supermarkets, shops, restaurants, and
employers.

| ZENITH AVE

Bikeway Facility Types

s Bicycle Boulevard < |
. 2 |
Conventional ) ‘
Bike Lanes |
Sidepath ‘, ;
025 05 M W 53RD ST ;
W 49TH ST
[
wn
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Y, a
=
=)
z
NTRAL PARK AVE

Pine Street at Duck Creek Greenway Connection:
Current conditions.

Lincoln Avenue: Current conditions.
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9 Hickory Grove, Pine to 0.08 4-lane minor arterial/42 feet No sidewalks 4 to 3 lane reallocation with bike lanes proposed in $8,160
Central Park widening to 56 feet with left Hickory Grove route. Transition is more successful with
turn lane at Central Park sidepath segment from Pine to Central Park
10 Central Park, Hickory 0.13 4-lane collector with left turn Both sides Conventional bike lanes, with continuation of bikeway $13,260
Grove to Lincoln lanes/55 feet using signalized crossing at Lincoln
'" Lincoln, Central Park to 0.50 2-lane collector/ 36 feet Both sides 2 lanes with conventional bike lanes and no parking; or $50,500
Locust conventional bike lane in a single direction, advisory bike
lane in opposite direction, and single-side parking
12 Lincoln, Locust to Iroquois 0.47 4-lane minor arterial, 36-38 feet | Both sides 4 to 3-lane reallocation with conventional bike lanes $47,940
13 Lincoln, Iroquois to 0.63 2-lane/minor arterial/32 feet Both sides Bicycle boulevard. Intersection of 3rd/4th and Fairmount $15,750
Telegraph routes. SB uses one-way segment of Telegraph to 3td
Street. NB uses 3rd Street eastbound bike lane to Waverly
and one-way NB bike lane on Waverly to Lincoln
14 Telegraph, Lincoln to Clark 0.53 2-lane collector/45 feet Both sides Conventional bike lanes $54,060
15 Clark/Indian/Concord, 1.38 2-lane collectors/variable width, | Both sides Bicycle boulevard. Enhanced crosswalks and defined $34,500
Telegraph to River Dr generally from 30 to 36 feet bicycle track across Rockingham Rd intersection
16 South Concord, River Dr to 0.68 2-lane rural section local/30 feet | No sidewalks Advisory bike lanes $40,800
Credit Island Bridge
17 Credit Island park road loop 2.43 2-lane low-speed park road/22 No sidewalks along road; Advisory bike lanes $145,800
feet park trails
Total 11.57 $841,490
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1 Ridgeview, 76th to 0.65 2-lane local collector/31 feet Sidewalks only at school Bicycle boulevard with sidewalk continuity $16,250
Northwest Blvd on at least one side, probably north to use
existing walk segments and crossing to
Ridgeview Park. Enhanced crosswalk and bike
markings at Northwest Blvd crossing.
2 67th, Northwest Blvd to 0.53 2-lane local/25 feet One short segment only at Bicycle boulevard with sidewalk continuity on $13,250
Hillandale Hillandale north side
3 Hillandale, 67th to 1.08 2-lane local collector/40 feet Both sides Bicycle boulevard $27,000
terminus at 53rd
4 Trail segment, 53rd to 0.45 Creek corridor NA New shared use trail $315,000
49th
5 Trail segment, 49th to 0.2 Creek corridor NA Existing and new shared use trail $210,000
Hillandale terminus north | existing,
of Cresthill Dr 0.3 new
6 Hillandale, terminus to 0.78 2-lane local collector/430 feet Continuity on west side, Bicycle boulevard $19,500
Hickory Grove intermittent on east to Kimberly.
Gaps with better east side
continuity to Hickory Grove
7 Hickory Grove, Fairmount 0.50 2-lane rural section minor arterial to No sidewalks Paved shoulders or upgrade to urban section $337,500
to Duck Creek Hillandale/24 feet plus gravel shoulders; with one-side continuous sidewalk and bike
3-lane with shoulders south of Hillandale lanes
8 Hickory Grove, Duck 1.50 4-lane minor arterial/40 feet Both sides south of Central Park 4- to 3-lane reallocation with bike lanes $153,000
Creek to Locust only
Total 5.99 $1,091,500
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NORTH-SOUTH

FAIRMOUNT

Ly |
North
SEGMENT LENGTH SIDEWALK
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
1 Fairmount, 49th to 0.70 2-lane rural section collector/ Sidewalk continuity on alternate Paved shoulders or conventional bike lane $71,400
Kimberly variable width from 32 to 45 sides with ped crossing north of with no parking. Extension of east side walk to
feet with irregular shoulders 42nd. No sidewalks between 42nd | Kimberly
and Kimberly
2 Fairmount, Kimberly to 0.65 2-lane rural section collector/25 | East side Paved shoulders $438,750
Heatherton feet in travel lanes, 50 feet
including gravel shoulders
3 Fairmount, Heatherton 0.26 2-lane collector with curb and Both sides Bike lane northbound, paved shoulder $104,260
to Garfield gutter on east side, gravel southbound
shoulder on west/27 feet paved
plus 12 foot gravel shoulder on
west side.
Fairmount, Garfield to 0.70 2-lane collect with curb and Both sides Signed and marked street or advisory bike lanes $11,900
Locust gutter/29 feet
5 Fairmount/Waverly, 1.00 2-lane rural section local/25 feet | No sidewalks Paved shoulders $675,000
Locust to bend south of edge of pavement with 12 foot
Schuetzen Lane gravel shoulders
6 Waverly, bend to Lincoln 0.25 2-lane local/40 feet Discontinuous segments on alternate | Advisory bike lane for continuity to Westside $15,000
sides Bikeway.
Total 3.56 $1,316,310
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SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST
1 76th, Silver Creek to 0.47 2-lane local/30 feet No sidewalks Shared marked roadway $7,990
Northwest Blvd
2 76th PI, Northwest Blvd 0.86 2-lane collector and street gap/40 feet | Sidepath Recently completed sidepath NA
to Division
3 76th, Division to 0.40 2-lane rural section collector/23 feet No sidewalks Paved shoulders as conventional bike lanes $270,000
1/2 section line of to pavement edge, 42 feet including
Marquette gravel shoulders
4 76th, Marquette 1.00 3-lane collector/44 feet No sidewalks Conventional bike lanes $102,000
1/2-section to Brady
frontage
5 Brady frontage road, 0.70 2-lane collector/24 feet Sidewalks adjacent to Menards Sidepath; 65th Street segment to Brady includes $245,000
76th to 65th to 65th as part of Marquette/Washington Bikeway
6 Veterans Memorial Pkwy, 3.85 4-lane divided minor arterial/48 feet, Sidepath south side, sidewalk Existing shared use sidepath with completion Existing
65-Brady to Davenport- transitioning to 4-lane divided/65 feet north side except 0.3 mile gap of gap east of Brady. Improved pedestrian and
Bettendorf city line including median immediately east of Brady bicycle crossing markings at Brady.
Total 7.28 $624,990
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1 Northwest Blvd, Pine to 0.60 2-lane minor arterial/22 feet for travel | No sidewalks Existing paved shoulders. Short shared use Existing
Division lanes with 12 foot paved shoulders, 46 sidepath segment from Pine intersection to
feet total Ridgeview
2 Northwest Blvd, 0.75 2-lane minor arterial/22 feet for travel | Intermittent, with best Existing paved shoulders and paving of unpaved $270,000
Division to 53rd lanes with 12 foot shoulders both connectivity on west side segments (about 0.4 miles)
paved and gravel, 46 feet total linking 53rd to school
3 Northwest Blvd, 53rd to 1.07 2-lane minor arterial/22 feet for travel | No sidewalks Paved shoulders, extended to mall entrance with Existing
Northpark entrance lanes with 12 foot gravel shoulders, 46 bike crossing markings to new sidepath (see
feet total below) along Northpark frontage
4 Northwest/Kimberly, 0.37 4-lane (Northwest) to 6-lane Sidewalks on Kimberly, with north | Shared use sidepath $129,500
mall entrance to Main (Kimberly) arterials widening to sidewalk terminating short of the
include protected left turns at intersection
intersection /44 feet
Total 2.79 $399,500
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SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE coSsT
'I 49th, Fairmount to Pine 1.00 2-lane collector/30 feet Both sides Conventional bike lanes, assuming no on-street $102,000
parking on street
2 49th, Pine to Division 0.50 2-lane rural section local/22-26 feet No sidewalks Advisory bike lanes. If upgraded or rebuilt in $30,000
future, incorporate conventional bike lanes
3 49th/Fillmore/46th, 1.05 2-lane local residential collector/28-30 | Both sides Bicycle boulevard with traffic calming $52,500
Division to Northwest feet characteristics on 46th
Blvd
46th, Northwest to 0.73 2-lane collector/40 feet Both sides Bicycle boulevard with traffic calming $36,500
Welcome Way characteristics or conventional bike lanes
5 46th, Welcome Way to 0.82 2- to 3-lane collector/44-56 feet Major gaps, with better continuity | Conventional bike lanes, with intersection Existing
Public Works Center east on north side east of Brady crossing enhancements at Welcome Way and
of Tremont Brady
6 46th gap, Public Works 0.20 No street NA Without a street connection, shared use trail $380,000
Center to Eastern with necessary bridge and access to a future includes bridge
Eldridge Trail as shown. Bike/ped track orbike allowance
lanes and bridge would be incorporated into
future street connection project
7 46th, Eastern to Jersey 0.50 2-lane collector, traffic calming Very scattered Bicycle boulevard. Existing street design is $8,500
Ridge chicane/28 to 40 feet completely compatible with that function.
Sidewalk continuity required
8 46th, Jersey Ridge to 0.90 2- to 3-lane collector/28- to 40-feet Both sides except near EImore Conventional or Advisory Bike Lane. Future $91,800
Elmore connection to Pheasant Creek Trail and possible
|-74 crossing
Total 5.70 $700,800
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46TH STREET
BIKEWAY
(EAST)

46th Street Bikeway Overview

The 46th Street/49th Street Bikeway
functions as a vital east-west principal route
through northern Davenport, stretching
nearly the entire length of the city from
North Fairmount Street eastward to EImore
Avenue. Because of the varying roadway
contexts and characteristics throughout e
the corridor, multiple bikeway types will be
utilized to provide a comfortable, welcoming
environment for bicyclists of all ages and
abilities, from conventional bike lanes to
advisory bike lanes to a bicycle boulevard.

— /

Rt o
: y = ’
49th Street east of Pine Street: Current ~ 46th Street at Brady Street: Current con- ~ 49th Street west of Pine
conditions. ditions. Source: Google Maps.
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35TH STREET
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SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST
1 36th, Pine to Division 0.50 2-lane local/30 feet Both sides Bicycle boulevard $12,500
2 36th/Sturdevant/35th, 0.56 2-lane local/ 30 feet Both sides Bicycle boulevard. Signed connection to Duck $14,000
Division to Marquette Creek Trail via Washington Street
3 35th, Marquette to 1.15 4-lane collector/40 feet Intermittent, with no continuity | Lane reallocation to 2 or 3 lanes and bike lanes, $117,300
Brady and major lengths with no Sidewalk continuity should be provided on north
sidewalk side; south side would duplicate Duck Creek
Trail. Brady crossing with existing signals and
improved crossing markings.
Brady, 35th to 36th 0.14 4-lane 1-way NB major arterial, 48 feet | Short segment from Brady to Sidepath $49,000
parking lot adjacent to stadium
5 36th, Brady to Kimberly 0.52 2-lane local/30 feet Major gaps, with better continuity | Conventional bike lanes, with intersection $53,040
Downs on north side east of Brady crossing enhancements at Kimberly Downs and
Brady
6 Kimberly Downs/33rd, 0.53 2-lane local/28-30 feet Both sides Bicycle boulevard. Access to Eldridge Trail. $13,250
36th to Eastern Sidepath transition on west side of Eastern to
32nd Street, with upgraded pedestrian and
bicycle crossing markings
7 32nd, Eastern to 1.40 2-lane local/28 feet Very scattered Bicycle boulevard. Future links on Kimberly $35,000
Kimberly north to Pheasant Creek Trail to south to Duck
Creek Trail. Connection to Duck Creek Trail
existing at Spring St
Total 4.8 $294,090
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EAST-WEST

Lombard Bicycle Boulevard Overview

From Emeis Park to Duck Creek Park, this principal bikeway corridor
provides a vital east-west thoroughfare for bicycle transportation.
The 5.7-mile corridor begins at Emeis Park Drive in the form of
conventional bike lanes on West Central Park Avenue. It then

Creek Greenway. At the west end of the corridor, shared lane markings
along Lombard Street and a bicycle boulevard on Lincoln Avenue provide
an alternative connection to West Central Park Avenue and destinations
to the south. Lincoln Avenue is part of the Westside Bikeway north-south
principal corridor. Destinations along the corridor include Genesis Medical
Center (West Central Park), St. Ambrose University, Vander Veer Botanical

LOMBARD
BICYCLE
BOULEVARD

continues southeast along Hickory Grove Road, transitioning to

a bicycle boulevard on Lombard Street. The bicycle boulevard
continues eastward with several short jogs to Rusholme Street and
Elm Street before connecting to the proposed principal bikeway
on Forest Road, which connects to Duck Creek Park and the Duck

v .
@

transportation network.

Park, Genesis Medical Center (East Rusholme Street) and neighborhood
parks like Glen Armil Park and Peterson Park. There are also numerous
planned and existing bikeways traversing the corridor, which add to the
importance of this corridor as a key component in the citywide bicycle

TN
=5
EETE
= il
North
SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE cosT
1 Central Park, Emeis 1.50 4-lane collector/40 feet North side only, Emeis park to 4- to 3-lane reallocation with conventional bike $153,000
Park to Hickory Grove Zenith, both sides east of Zenith [ lanes; Lombard/Lincoln quiet street alternative
2 Lombard, Emeis Park 1.40 2-lane local/30 feet Both sides from 500 feet west Bicycle boulevard alternative to Central Park $35,000
Road to Lincoln of Zenith Ave to Hickory Grove Ave. Connection to Emeis Park using Blanchard
and path out of High Court, Connection back to
Central Park via Lincoln Ave.
3 Hickory Grove, Central 0.37 4-lane collector/40 feet Both sides 4-to 3-lane reallocation as part of Hickory $37,740
Park to Lombard Grove route. Include pedestrian refuge median
in TWTL
4 Lombard, Hickory 1.56 2-lane local/25-28 feet west of Both sides Bicycle boulevard. Transition to Rusholme $78,000
Grove to Brady Washington, 30-36 feet east across Brady includes short path segment along
Vander Veer Park to Rusholme and ped/bike
signalized crossing across Brady.
5 Rusholme, Brady to 1.05 2-lane local/28-37 feet Both sides Bicycle boulevard. Traffic calming in place $26,250
Mississippi through Genesis campus
Mississippi/EIm to Forest 1.09 2-lane local/25-28 feet west of Eastern Both sides Bicycle boulevard. Enhanced crossings of $27,250
Ave, 31 feet east Eastern and Jersey Ridge
Total 6.97 $357,240
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LOMBARD
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BOULEVARD

4-lane section of Central Park Lombard Street at Washington Lombard Street at Harrison Street: Rusholme at St. Paul’s

Avenue between Emeis Park and Current conditions. Source: Google
Hickory Grove Maps.
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Range of bicycle boulevard design elements
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EAST-WEST

KIRKWOOD
BIKEWAY

Corridor Overview

Extending from the intersection of several routes at Waverly and
Telegraph Road to the Village of East Davenport, this principal
bikeway corridor combines conventional bike lanes and bicycle
boulevard treatments to provide a comfortable, high quality
bicycling experience for people of all ages and abilities. The
western section of this corridor includes a pair of one-way bike
lanes on 14th and 15th Streets between Washington Street

and Perry Street, one block east of Brady Street. From Perry
Street, the bikeway travels eastward along Kirkwood Boulevard
in the form of a bicycle boulevard. Kirkwood Boulevard,

with its wide medians, on-street parking, and single lanes of
traffic in each direction, will receive minor improvements to
create a more comfortable experience for bicyclists. These
improvements include a combination of wayfinding signage,
shared lane markings, traffic calming elements, and intersection
improvements.

To assist with implementation, a conceptual striping plans for the
offset intersections at Brady and Harrison Streets are provided
on the following page. These striping plans provide detailed
guidance for safely directing bicyclists through these challenging
intersections through clear striping and pavement markings

and green paint to highlight the appropriate positioning of both
bicyclists and motor vehicles.

Left: Divided boulevard section of Kirkwood Boulevard.
Above: 14th Street
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SEGMENT LENGTH SIDEWALK PROBABLE

KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST

1 Telegraph Rd, Waverly 0.68 2-lane collector/26 feet Both sides Lincoln to Cedar, Signed and marked shared roadway $11,560
to Fejervary Park Road south side only east of Cedar

2 Fejervary Park Road to 0.67 Park road/20-24 feet No sidewalks. Some paths Advisory bike lanes. Short sidepath segment $40,200
Division within park along west side of Division to line up with 12th St

3 12th, Division to 0.50 2-lane local/31-36 feet Both sides Signed and marked shared roadway. Crossing $8,500
Marquette markings and potential pedestrian HAWK signal

at Division crossing. A crossing refuge median
could be provided on the north quadrant of
the intersection by restriping Division to 11
foot lanes. Transition to 14th/15th pair uses
Marqguette bike lanes.

4 14th/15th one-way pair, 1.50 Paired 1-way streets with 1 Both sides Restriping to provide conventional bike lane and $153,000
Marquette to Harrison unobstructed lane because of 2-sided striped parking lanes on both sides of street
parking use/30 feet
5 14th/15th, Harrison to 0.50 2-lane 1-way pair/30 feet. Block on 15th Both sides Restriping to provide 1through lane and bike $51,000
Perry from Brady to Perry increases to 40 feet lane, with two lanes where required for turning

movements. Intersection markings to guide
bicycle movement across offset intersection.

(See detail)
6 Perry, 14th to Kirkwood 0.4 2-lane local/30 feet Both sides Bicycle boulevard $3,500
Kirkwood, Perry to 1.70 2-lane divided residential boulevard/60 | Both sides Bicycle boulevard. $42,500

Jersey Ridge feet with 20-foot channels and median

Total 5.69 $310,260
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at offset Harrison and Brady
intersections.
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SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST
1 6th, Telegraph Rd, 0.25 2-lane local/32 feet Both sides Bicycle boulevard $6,250
Waverly to Howell
2 Tunnel and path, Howell 0.13 Existing pedestrian width path/5-6 NA Upgrade of path width to 8 feet where possible $45,500
to 6th and Wilkes feet
3 6th, Wilkes to Harrison 1.40 2-lane local/31 feet Both sides Bicycle boulevard with improved crossing $35,000
markings at Division, Marquette, and Gaines
4 6th, Harrison to Brady 0.15 2-lane local/36 feet Both sides Bicycle boulevard with improved crossing $7,500
markings at Harrison and Brady intersections
5 6th, Brady to Tremont 0.70 2-lane local/31 feet Both sides Bicycle boulevard. Access to Riverfront Trail on $17,500
Tremont with Grand Route.
Total 2.63 $111,750

6th Street tunnel near Smart School and
. approach sidewalk from the east
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3RD/4TH STREET
BIKEWAY

3rd/4th Street Bikeway Overview

3rd and 4th Streets serve as a principal east-west corridor for
bicycle transportation, providing access to Downtown Davenport
and connecting with multiple existing and planned bikeways. The
corridor begins at Telegraph Road and extends eastward through
Downtown Davenport, continuing to the Arsenal Bridge through
Bechtel Park and continuing on in the future to First Bridge, the
surrounding development area and the new Davenport YMCA.
Directional bike lanes will be provided on each of the one-way
streets. In most cases, the streets are sufficiently wide to maintain
three travel lanes, parking, and protected bike lanes. The
separation of bike lanes from travel lanes, in most cases by both
a buffer and parking, provide a high level of comfort to users. In
many cases around the country, these facilities have increased
the appeal of corridors and generated significant commercial and
residential growth.

On the east side of the corridor, several options exist for
connecting the route to First Bridge. These include a new cycle
track (or two-way protected bike lane) along 4th Street to the
bridge. Alternatively, a shared use path adjacent to River Drive
could connect the two directional bike lanes and connect to First
Bridge. The preferred concept will depend on the final design of
the bridge and the design of the YMCA site and surrounding area.

Some discussion has centered around converting 3rd and 4th
Streets to two-way circulation. If that occurs, the character of 4th
Street is more conducive to arterial traffic movement, with 3rd
Street becoming more appropriate for alternative transportation.
This would include a two-way separated bike lane on 3rd Street
rather than one-way pairs on 3rd and 4th Streets. An additional
possibility is development of a downtown circulator cycle track
loop that would include 2nd and 3rd as its east-west legs.

Parking protected bike lane concept for 3rd Street.
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SEGMENT LENGTH SIDEWALK PROBABLE
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE COST
1 Telegraph/3rd/Waverly 0.33 Telegraph: 2-lane one-way minor Both sides New protected bike lane and travel lane $21,120
Triangle arterial/25 feet markings on three legs of triangle (see detail
Waverly: 2-lane minor arterial/44 feet page). Parking protected bike lane on 3rd Street
3rd: 3-lane one-way minor arterial with leg
EB bike lane/44 feet
2 3rd Street, Waverly to 1.22 3-lane one-way EB minor arterial with | Both sides Upgrade to parking protected EB bike lane. $78,080
Marquette EB bike lane/55 feet
3 3rd Street, Marquette 1.10 3-lane one-way EB minor arterial with | Both sides Upgrade to parking protected EB bike lane. $70,400
to lowa EB bike lane/55-60 feet
4 4th Street, Lincoln to 1.15 3-lane one-way WB minor arterial with | Both sides Upgrade to parking protected WB bike lane. $73,600
Marquette EB bike lane/55 feet
5 4th Street, Marquette to 110 3-lane one-way EB minor arterial with | Both sides Upgrade to parking protected WB bike lane. $70,400
lowa EB bike lane/55-60 feet
6 lowa, Bechtel Park to 4th 0.23 2-lane local with some turn lanes/56 feet | Both sides Protected bike lanes $26,496
Street
7 4th Street, lowa to future 0.30 3-lane one-way minor arterial/55 feet Both sides Protected two-way bike lane, coordinated $34,560
First Bridge with First Bridge development and new YMCA
construction; or shared use sidepath along River
Drive
Total 5.43 $374,656
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Bike Lane Striping Concept for 3rd & 4th Streets at the
Telegraph/Waverly/3rd Triangle
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SEGMENT LENGTH SIDEWALK
KEY SEGMENT (MILES) STREET TYPE /WIDTH CONDITION INFRASTRUCTURE PROBABLE COST
1 West Lake Park Road, 0.90 2-lane park road/23 feet No sidewalks Advisory bike lanes $54,000
Y48 to Beach Area
2 Y48, park entrance to 0.50 2-lane collector with both paved and No sidewalks Existing shoulders. Possible future Existing
Locust gravel shoulders/32 feet to pavement consideration to widening paved shoulders
edge, 48 feet to edge of gravel within roadway
shoulders
3 Locust, Y48 to 1-280 0.68 2-lane minor arterial/24 feet to No sidewalks Paved shoulders $459,000
pavement edge, 48 feet to edge of
gravel shoulders
4 Locust, 1-280 to 1.31 2-lane minor arterial with central No sidewalks Paved shoulders $884,250
Wisconsin median/48 feet to pavement edge,
including median; 72 feet to edge of
gravel shoulders
Total 3.39 $1,397,250
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COMMUNITY WAYFINDING

Installation of a wayfinding systemis a relatively inexpensive
way to implement a major part of the bike network ahead of
major capital expenditures, especially on streets like shared
and marked routes or bicycle boulevards that do not require
extensive infrastructure. Davenport has already installed
MUTCD compliant wayfinding signs to guide bicyclists
between Emeis Park and Credit Island.

While signs and sign clutter should always be minimized, a
carefully designed identification and directional graphics
system can greatly increase users’ comfort and ease of
navigating the street system. The graphic system may
have individual features, but should generally follow the
guidelines of the Manual of Uniform Traffic Control Devices
(MUTCD). Types of signs in the system include:

* The D1l-1c Bike Route Guide Sign, identifying a street
or trail as a bike route and describing the route’s end
point or a landmark destination along the way. These
are sometimes used in conjunction with arrows (M6-1
through M6-7) that indicate changes in direction of the
route. These are located periodically along the route to
both reassure cyclists and advise motorists.

e Aversion of the D1 family of destination signs (D1-1c, D1-2c,
or D1-3¢), identifying the direction and distance to specific
destinations. Sometimes these signs include a time to
destination, based on a standard speed, typically 9 miles
per hour). These are typically located at intersections of
routes or at a short directional connection to a nearby
destination.

* On bicycle boulevards, a special street sign can be used
to help provide additional notification to motorists and
wayfinding information to bicyclists.

* Motorist advisory signs. The R4-11 Bicycles May Use Full
Lane is usually the preferred sign on shared routes.

The graphic system should be modular to provide maximum
flexibility and efficiency in fabrication. Signs should also use
reflective material for night visibility.

e oy

Wayfinding concepts for Davenport. DIl-Ic (@bove) and
Di-3c (top right) basic wayfinding signs

Middle right: Bicycle boulevard street sign in Topeka, KS.
Bottom right: Bismarck, ND trail gateway sign.

o Emeis Park 1 =»
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PRIORITIES AND IMPLEMENTATION

The proposed Davenport active network will be implemented in
phases, and will almost certainly evolve over time. However, this plan

Table 2.2: Probable Cost for Proposed Trails

OPINION OF

NAME : PRIORITY PROBABLE COST

LENGTH TRAIL TYPE

establishes a basic system to be completed in two phases that range
. I ) WEST LOOP
from 7 to 10 years each, depending on availability of funding, and a
concept for how the network emerges more comprehensively from Locust 0.5 Sidepath $175,000
that foundation. The sequencing of phases and specific trails and _ _ _
routes proposed here follows these criteria and principles: Wisconsin 1.39 Trail Type 1 $695,000
* Response to demands. In every phase, high priority routes Sunderbruch Trail 1.2 Existing $0
should address existing demand patterns, and serve destinations Ricker Hill on Sidepath $38,500
that are valuable to users and appropriate endpoints for bicycle _ '
transportation. The survey results summarized in Chapter 5 provide John Fell 0.91 Street conversion to bikeway | $54,600
valuable information on the importance of various destinations. Total 411 $963,100
* Route integrity. High priority routes and projects should provide SILVER CREEK
continuity between valid endpoints, like destinations and trails.
When developed incrementally, routes should not leave users at 76th-53rd 1.76 Trail Type 2 $1,232,000
loose ends. )
) o . _ 53rd-49th 0.45 Trail Type 2 $315,000
* Extensions of existing facilities. Projects that make use of and o _ . _
extend the reach of key existing facilities that need attention. End of existing trail to Hillandale | 0.3 Trail Type 2 $210,000
* Gaps. Small projects that fill gaps in current facilities or tie relatively Total 2.51 $1,757,000
remote neighborhoods to the overall system can be especially useful
at early stages n the system’s development. GOOSE CREEK
* Opportunities. The implementation sequence should take Ridgeview to Goose Creek Park 1.15 Trail 1 $805,000
advantage of street projects, resurfacing and street rehabilitation Park to Brady Und 0.83 c . 1.000.000
projects, and other infrastructure projects. ark to Brady Underpass ' urrent estimate $1, ’
 Safety enhancement. High priority projects should increase safety ~ Brady to end of existing trail 0.5 Current estimate $1,400,000
and reduce user discomfort for people of all ages. Total 2.48 $3,205,000
* Demographic equity. Projects should provide bicycle and
pedestrian access to underserved populations and connect people MARQUETTE GAP
and households without access to a motor vehicle to destinations  Northwest Blvd to 46th 0.31 Trail Type 2 $217,000
important to their lives and livelihood.
* Service to key destinations. These include parks, scho