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Presenter Notes
Presentation Notes
Welcome and thank you for joining us today for a joint webinar hosted by the Capital Area Regional Planning Commission and the Greater Madison MPO. We are excited to make the work we do more accessible and useful, and hope that the joint CARPC and MPO webinar series provides valuable opportunities for coordination and communication between our agencies, local communities, and other stakeholders. 
 
A few housekeeping items:
 
Everyone is muted 
This webinar is being recorded
Feel free to introduce yourself in the chat
Please put questions in the Q&A. Staff will monitor the Q&A and answer as many questions live at the end as we can. We will try to answer quick clarifications during the presentation if possible.
The presentation slide deck and a recording of this webinar will be available for review on the CARPC and MPO websites after the event. 
 
When you registered, we asked who you represent so that we could understand a little bit more about the audience today, and here are the results of that poll: 




Tell us a bit about yourself! Choose all that apply. 
You may also share alternative answers in the chat.

• Interested community member
• Local/county elected official
• Local/county government staff
• Local/county 

commission/committee/board 
member

• Federal, state, or other public 
agency staff

• Consultant
• Nonprofit or advocacy 

staff/volunteer
• Business or business 

organization member
• Student or education 

professional
• Media



MISSION 
Lead the collaborative planning 
and funding of a sustainable, 
equitable transportation system 
for the greater Madison region.

VISION 
A sustainable, equitable 
regional transportation system 
that connects people, places, 
and opportunities to achieve an 
exceptional quality of life for all.

ABOUT THE MPO

Presenter Notes
Presentation Notes
A brief background on the Greater Madison MPO for those who may not be familiar with us. As the designated metropolitan planning organization or MPO, we lead the collaborative regional transportation planning process with the adopted mission and vision you see here. The map shows the official planning boundary for the MPO, but we must obviously account for travel in and out of the metro area as well as within the area



Governance Structure
of the Greater Madison MPO

Presenter Notes
Presentation Notes
The MPO is governed by a 14-member policy board with representation as shown here. 



Primary Responsibilities
• What the MPO Does

Brings communities together to prioritize, 
coordinate, and fund transportation 
projects in our region.

Develops a long - range Regional 
Transportation Plan (RTP) that looks 
ahead 20 - 30 years.

Collects data and develops or supports 
special plans and studies.

Approves federal funding for projects.

Manages RoundTripGreaterMadison.org
and promotes sustainable transportation 
options such as bicycling, bus, carpool, 
vanpool and walking.

• What the MPO Does NOT Do
Design, construct or maintain 
roadways or bike paths

Control traffic or enforce traffic 
laws 

Operate public transit service

Plan how land is used

20
50

Presenter Notes
Presentation Notes
This graphic highlights the MPO’s primary responsibilities. In addition to providing a forum for regional transportation decision making and preparing the regional transportation plan, these include leading or supporting other special plans and studies and approving federal funding for projects through adoption of the Transportation Improvement Program. Finally, the MPO manages a program to promote sustainable transportation options. The MPO is strictly a planning and funding agency and does not design and construct projects or operate transit services.  


https://www.roundtripgreatermadison.org/rp2/Home/Home


Poll: How would you rate the quality of 
the Complete Street network in your 
community? (Single choice)

1.High Quality (mostly complete, connected network 
comfortably accommodating all users)

2.Above Average
3.Average
4.Below Average
5.Poor Quality



What are Complete Streets?
• “Complete Streets are streets designed and operated to enable safe 

use and support mobility for all users. Those  include  peop le  of a ll a ges 
a nd  a b ilitie s, rega rd less of whe the r they a re  tra ve lling  a s d rive rs, 
pedestria ns, b icyclists, or pub lic tra nsporta tion ride rs.” USDOT

• “Com ple te  Stree ts is a n a pp roa ch to p la nning , designing , build ing , 
ope ra ting , a nd  m a inta ining  stree ts tha t enables safe access for all 
peoplewho need  to use  them , includ ing  pedestria ns, b icyclists, 
m otorists a nd  tra nsit ride rs of a ll a ges a nd  a b ilitie s.” Sm a rt Growth 
Am erica  a nd  Na tiona l Com ple te  Stree ts Coa lition

Note that Green infrastructure (permeable pavement, rain gardens, bio - swales, etc.) is 
sometimes—and increasingly —considered an element of Complete Streets. This 
presentation will not address this critical component of infrastructure and design; please 
review the MPO/CARPC joint webinar on Green Infrastructure for more information on this 
topic.

Presenter Notes
Presentation Notes
Complete streets, and their definition, vary by community and agency; here are two definitions, one from USDOT and another from the Complete Streets Coalition. Note that both definitions call for enabling safe transportation for all people.

https://www.transportation.gov/mission/health/complete-streets
https://smartgrowthamerica.org/what-are-complete-streets/
https://www.capitalarearpc.org/2021-rpc-mpo-webinar-series-session-5-recap/


Complete Streets are for Everyone

Presenter Notes
Presentation Notes
This graphic from the Complete Streets Coalition contrasts the auto-oriented design typical of American streets with a street designed for all modes of transportation.



Does EVERY street need to be complete?

No
• Not all streets will have transit service
• Some streets will have no provision for modes other than 

automobiles (freeways and limited - access highways, although 
parallel separated paths are highly recommended (see path 
along USH 12 north of Middleton, and Military Ridge Trail along 
USH 18)) – safe and convenient crossings of this type of barrier 
are critical

• Not a ll stree ts will ha ve  sidewa lks (rura l roa ds)



Context is Everything

• Sidewalk on both sides 
(generally)

• No bike lanes
• Minimal transit 

improvements
• Stop- controlled 

intersections

• Sidewalk on both sides
• Bike lanes on major 

routes
• Moderate transit 

improvements
• Stop- or signal-

controlled intersections

• Sidewalk on both sides
• Bike lanes, separated path, or 

cycletrack
• Moderate to extensive transit 

improvements
• Signalized intersections
• Grade -separated crossings
• Pedestrian refuge islands

Local/Residential Residential/ 
Commercial Transition

Major Roads

These are examples, not rules. Every community and every project are different.

Presenter Notes
Presentation Notes
Context is everything. Here we see three examples of complete streets in varying contexts. At the left, a low-volume, low-speed residential street has sidewalks on both sides and no lane markings, but is contextually a complete street. In the center, an intersection that serves as a gateway between a mixed-use area and adjacent residential areas, and through which the Monona Lake Loop passes, is equipped with a sidewalk on one side and a wide sidewalk/shared use path on the other, as well as bike lanes in both directions. On the right, a major road is made complete with the provision of sidewalks, median refuge islands for pedestrian crossings, bike lanes, and grade-separated crossings (the Military Ridge State Trail bridge is just visible beyond USH 18/151).



Think of a Complete Street Network

Collector or Arterial (Major Road)

Transit Route

Bike Route

Local Street

Adjacent streets may be designed for different modes

Local Street

Collector or Arterial (Major Road) with Transit Route

Bike Route

Local Street

Presenter Notes
Presentation Notes
The idealized gridded street network in this example doesn’t exist in most communities, and barriers such as wetlands, open water, steep slopes, railroad tracks, existing development, and limited-access highways will prevent the completion of a fully-connected grid in most communities. For this reason, some roads may need to be designed for all modes where route choices are restricted.



Example: Portland, OR

Presenter Notes
Presentation Notes
For an example of how adjacent streets can be designed for particular modes while establishing a complete street network, let’s turn to Portland, OR. A Platinum-certified Bicycle Friendly Community (as is Madison), much of Portland was developed on a consistent grid system. This slide shows the Frequent Service and MAX Light Rail network. We’ll look to the southeast quadrant of Portland, which is developed with low- and mid-rise inner-ring suburbs and a few denser, mixed-use corridors, primarily running east-west.



Example: Portland, OR

Presenter Notes
Presentation Notes
This slide shows a detail from the Portland By Bicycle web map; the green and blue lines indicate bike routes. The red arrows show the transit routes from the previous slide. Note that in many cases, the transit routes and bike routes are separated from one another by a few blocks; generally, only where unique road patterns such as diagonals, or where topography restricts route choices, do bike facilities and major transit routes use the same street. 



Design Guidance
• National Association of City Transportation 

Officials (NACTO)
• American Association of State Highway and 

Transportation Officials (AASHTO)
• Institute of Transportation Engineers (ITE)

Presenter Notes
Presentation Notes
The organizations listed here are widely considered to be the leaders in facility design guidance, and roadway designers are encouraged to use their resources to help design context-appropriate facilities. AASHTO and ITE publications are generally only available by purchase, but NACTO offers free interactive digital versions of many of their published guides—including the Urban Street Design Guide, screen shots of which are shown at the bottom of the slide. 



Active Transportation

Every trip begins and ends as a pedestrian
• Free or relatively inexpensive
• Best for shorter trips (1- 3 miles)
• Available 24/7
• Accessible facilities required (ADA) 
• Promotes mental and physical health
• Builds community
• “Vulnerable Road Users” in need of 

accommodation
• Dedicated federal and county funding 

sources for construction

Walking & Bicycling

And now for something completely different:

Presenter Notes
Presentation Notes
It is important to recognize that every trip begins and ends as a pedestrian, whether walking to a car, a bus stop, or a bike rack. For purposes of transportation planning, walking includes the use of wheelchairs and adaptive devices that are appropriate for use on sidewalks; bicycling includes the use of devices that travel at higher speeds and are not appropriate for use on sidewalks but are generally not appropriate for use in faster or higher-volume vehicle traffic.



Pedestrian 
Network



Pedestrian 
Network

https://cityofmadison.maps.arcgis.com/apps/webappviewer/index.html?id=054c8e1fc0754301909c7536b8f84dd9

Presenter Notes
Presentation Notes
This is a screenshot of the pedestrian network geodatabase which the MPO has built that can be accessed through the City of Madison Open Data Portal for use by local staff and the public.  It includes the locations of sidewalks, crosswalks, accessible curb ramps, and pedestrian paths throughout Dane County. The MPO recommends local communities complete plans to identify and prioritize needed improvements to the pedestrian network to make it ADA accessible – something that is required by law, but which few communities have done. 


https://cityofmadison.maps.arcgis.com/apps/webappviewer/index.html?id=054c8e1fc0754301909c7536b8f84dd9


Pedestrian Network

Presenter Notes
Presentation Notes
This is a screen shot of the same pedestrian facility map, but zoomed in to show the accessibility status of curb cuts, curbs, and steps that are barriers to access. 



Inaccessible 
Sidewalks 
and Persons 
Aged 60 or 
Older

Presenter Notes
Presentation Notes
Reliable data on disabled populations is not available at a reasonable geographic scale through the Census or ACS, so in this map we used the population over age 60 as a proxy for the population with mobility impairments, and display that population per acre with inaccessible curbs and stairs. This helps to identify and prioritize areas that require improvements to become accessible.



Barriers & 
Intersection 
Density

Presenter Notes
Presentation Notes
This map shows the intersection density for the MPO’s Planning Area, as well as identified pedestrian barriers such as major roadways and railroads that significantly inhibit pedestrian travel, and identified existing, deficient, and planned or needed barrier crossings. The image at left shows a pedestrian crossing E Washington Ave at Melvin Ct/Rethke Ave, which is identified as a deficient crossing. Intersection density is an indicator of network connectivity, which we will come back to later in the presentation.



Provide a safe place to wait in the 
m id d le  of a  crossing ; a llows 

p ed estria ns a nd  cyclists to focus on 
one  d irection of tra ffic a t a  tim e

Refuge Islands
Recta ng ula r Ra p id  Fla shing  

Bea cons im p rove  stop  com p lia nce  
by m otorists; m ost e ffective  on 

sing le - la ne  roa d s

RRFBs

Pedestrian Facilities

See the MPO’s Pedestrian Facilities Toolbox (Connect Greater Madison 2050 Regional Transportation Plan Appendix G) for additional facilities

https://www.greatermadisonmpo.org/planning/documents/Appendix-G-RTP-PedFacilities.pdf


Bicycle Network



Level of 
Traffic Stress

MPO efforts are focused on 
building out the low -stress 
network.

Presenter Notes
Presentation Notes
The MPO uses a Level of Traffic Stress methodology based on traffic volumes, speeds, number of lanes, presence of a median or on-street parking, and the type of bicycle facility. This slide shows a screen shot of the MPO’s Low Stress Bike Route Finder.



Bicycle Network & Traffic Stress

LTS 1 – Strong separation from all except low speed, low volume traffic. Simple - to- use 
crossings. Suitable for children.
LTS 2 – Except in low speed / low volume traffic situations, cyclists have their own place 
to ride. Limits traffic stress to what the mainstream adult population can tolerate. 
LTS 3 – Involves interaction with moderate speed or multilane traffic, or close proximity 
to higher speed traffic. Acceptable to the “enthused and confident.”
LTS 4 – Involves being forced to mix with moderate speed traffic or close proximity to 
high-speed traffic. Acceptable only to the “strong and fearless.”

Level of Traffic Stress (LTS)

Presenter Notes
Presentation Notes
As is shown in the graphic at the bottom center, current bicycle planning is based on the concept that there are four stages of bicycling comfort. Providing low traffic stress routes encourages the “Interested but Concerned” cyclists who make up more than half the population to use bicycles for recreation or utilitarian trips. The image at left shows a “strong and fearless” rider in traffic on Fish Hatchery Road (LTS 4); the image at right shows rollerbladers and adults and children bicycling on the Capital City Path (LTS 1). Note that with adequately maintained facilities, there are many users of this low-stress facility even on a winter day.



Low  Stress Bicycle Network Report
Areas of Opportunity

Presenter Notes
Presentation Notes
This map shows the percent of additional metro-area jobs that are available within 30 minutes via the Low Traffic Stress (LTS) Bicycle Network compared to the metro-area jobs (2016 data) that are available via the total network. Red and Orange areas would have improved job access if high-stress facilities were replaced with low-stress facilities. Note that many Environmental Justice areas, especially those in south Madison and north Fitchburg (bottom of map), have limited access to jobs via the LTS. 

https://www.greatermadisonmpo.org/planning/documents/LTSRReportFinal.pdf


Priority 
Missing 
Links

Prioritize 
development of 
connected, low stress 
network, filling in 
missing links.

Regional 
Transportation 
Plan Draft 
Recommendation:

Presenter Notes
Presentation Notes
While the region’s bikeway network is well developed compared to peer metro areas, there are still gaps. In order to substantially increase bicycling levels a connected, low stress network must be developed. The map shows key missing links in that network. These are locations where high-stress roads or intersections interrupt key bike routes, or where gaps in the low-stress road and path network force bicyclists to take overly circuitous routes. Building out this connected, low stress network should be a priority for bicycle facility investments.



Bicycle Network

68%

49%

91%

67%

13%

22%

4%

14%

19%
29%

5%

19%

0%

10%

20%

30%

40%

50%

60%

70%

80%

90%

100%

Primary Secondary Primary Secondary

Low Moderate High

Current FutureCurrent and 
Future LTS on 
Regional Routes

Planned 
improvements 
are expected to 
substantially 
reduce LTS on 
the regional 
network.

Presenter Notes
Presentation Notes
Planned bike network improvements in the MPO’s Connect Greater Madison 2050 Regional Transportation Plan will increase the percentage of the primary regional network that is low stress to 91% and the percentage of the secondary network that is low stress to 67%. Much of the future network that is high stress consists of rural roadways, which due to high speeds are by definition high stress.



Bike lanes should continue through 
inte rsections, with conflict zones for 

turning  vehicles clea rly id entified

Continuous Bike Lanes

Provid e  p hysica l sep a ra tion 
b e tween b icyclists a nd  m otorists

Protected Bike Lanes

Bicycle Facilities



Provide additional space between 
b icycle  a nd  a utom ob ile  tra ve l la nes

Buffered Bike Lanes
Secure , convenient b icycle  p a rking  is 

need ed  a t hom e , work, shop p ing , a nd  
othe r d estina tions (trees, ra iling s, a nd  

sig n p osts d on’t count)

Parking

Bicycle Facilities

Presenter Notes
Presentation Notes
The bicycle parking shown is an example of how important it is to provide thoughtfully-placed and designed bicycle parking, as people will lock their bikes to just about anything if proper racks are not available. The trees to which the bicycles are locked in the photo have since been removed, so there is nowhere to lock a bicycle at the front of this apartment building any more. There appear to be bicycle racks behind the building now. (8/23/22)



Provide clearly delineated waiting area 
for b icycle s where  they a re  visib le  a nd  
ca n clea r the  inte rsection b efore  a utos 

Bike Boxes
Provid e  visua l rem ind er of conflict 

zones

Green Lanes

Bicycle Facilities



Sensor- controlled  sig na l p ha se  for 
b ikes

Bike Detector
Two-wa y fa cility sep a ra ted  from  

tra ffic a nd  d e linea ted  from  sid ewa lk

Cycle Track

Bicycle Facilities



Transit 
Facilities



Metro 
Transit 

Network 
(June 2023)
• New stops on new routes

• Accessible
• Multi-modal 

connections
• Dedicated bus lanes
• Transit Signal Priority 

(TSP)
• New local Sun Prairie 

service (not shown)
• Potential new Monona 

and Cottage Grove routes 
(not shown)

Presenter Notes
Presentation Notes
This is the adopted Metro transit network plan that is scheduled to begin service in June of 2023. 

Transit service is not provided on the majority of roads in any community, and routes are usually separated by at least ½ mile when they run parallel to each other. Only the streets with existing or planned transit service need to have transit facilities, but it is critical to provide accessible pedestrian and bicycle network connections to the transit network. In addition to sidewalks and accessible curbs and loading platforms, connections to and from transit are facilitated by the provision of bicycle storage (preferably covered) and other facilities such as bike-share, car-share, or park-and-ride lots. 



Lanes restricted to use by buses, 
b ikes, a nd  turning  vehicles

Bus And Turn (BAT) 
Lanes

Leve l concre te  b oa rd ing  a rea  
rea ched  via  a n a ccessib le  route ; 

stop s with m a ny b oa rd ing s (30 or 
m ore / d a y) m a y wa rra nt she lte rs

Accessible Stops & 
Shelters

Transit Facilities

See the MPO’s Bus Stop Amenities Study for more information on when transit stop amenities are appropriate

https://www.greatermadisonmpo.org/planning/documents/BusStopAmenitiesStudy.pdf


Pedestrian/ Bicycle 
Facilities, Policies, and
Street Standards

Review of Community 
Requirements in the Greater 
Madison
MPO Planning Area and 
Recommended Best Practices

Presenter Notes
Presentation Notes
This report was originally intended to compile design standards such as curb radii and local street widths adopted by area communities, and to list recommendations from nationally-recognized authorities. During its development, it grew from a three-page table to an 80-plus page report on current standards and best practices. We will now examine a few of the standards in that report that are relevant to Complete Streets.

https://www.greatermadisonmpo.org/planning/documents/PedestrianFacilityRequirementsandPoliciesandStreetStandards_FINAL_5_25_21.pdf


Block Length and Street Connectivity

Mid-block crossings should be considered on any block longer than 400 
feet; less in more intensive urban areas. - ITE

Presenter Notes
Presentation Notes
Block length and street connectivity form the foundation of overall network connectivity. Blocks that are overly long force out-of-direction travel, increase the risk of speeding due to infrequent controlled intersections, and limit the route options available to travelers. In the small graphic at bottom of the slide, the low connectivity neighborhood (left), with its “loops and lollipops” or “dead worm” network configuration, forces travelers to take a more circuitous route, involving higher-traffic streets. The high connectivity neighborhood (right) allows travelers to take a much more direct path, often on lower-traffic streets. This is why intersection density is considered an indicator of network connectivity, as was shown earlier in the presentation. In the larger image at top right, you can see both of these development patterns evident in the small gridded downtown of Verona, while more recent development around downtown follows the typical auto-centric post-WWII development pattern of dead-ends and circuitous routes. 




Relationship 
between Street 

Width and 
Vehicle Speeds

Presenter Notes
Presentation Notes
The report sought to not only document existing community standards and national best practices, but to also provide information supporting those recommendations and to explain their importance in safe street design. Here are some example figures from the section on speed and its relationship to street width.



Curb Radii, 
Crossing Distance,
and Vehicle Speeds

Presenter Notes
Presentation Notes
This slide shows example figures from the section on curb radii on intersecting local streets. All area communities, with the exception of the Village of Oregon, require curb radii larger than the maximum recommended radii. This results in longer crossing distances for pedestrians, as well as allowing vehicles to corner at higher speeds. 



Sidewalks and 
HOLC –

Legacies of 
Disinvestment

Presenter Notes
Presentation Notes
During research and development of the report, we added an Equity Considerations section that covers inequity in safety, impacts of historical disinvestment, impacts of various funding strategies for sidewalk retrofits, preventing gentrification and displacement, and the MPO’s project selection metrics. This map shows the existing sidewalk network and historic Home Owners’ Loan Corporation (HOLC) Residential Security maps (commonly known as “Redlining Maps”), clearly showing continued disinvestment in previously red-lined areas. The photo at left is from the Eastmoreland neighborhood (yellow); the right photo is from Worthington Park (red). 



How do we get to 
Complete Streets?



Elements of 
a Complete 

Streets 
Policy

1. Establishes commitment and vision:
How and why does the community want to 
complete its streets? This specifies a clear 
statement of intent to create a complete, 
connected network and consider the needs of all 
users.

2. Prioritizes diverse users:
It prioritizes serving the most vulnerable users and 
the most underinvested and underserved 
communities, improving equity.

3. Applies to all projects and phases:
Instead of a limited set of projects, it applies to all 
new, retrofit/reconstruction, maintenance, and 
ongoing projects.

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/

Presenter Notes
Presentation Notes
The first step in building out a complete street network is at the policy level. Developing and adopting a complete streets policy at the local level ensures that the policy is the “right fit” for the community, and there are many resources, including policy templates and adopted policies, that communities can draw from when developing their policy. This and the next two slides list the 10 ideal elements of a complete streets policy. 

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/


Elements of 
a Complete 

Streets 
Policy

4. Allows only clear exceptions: 
Any exceptions must be specific, with a clear 
procedure that requires high-level approval and 
public notice prior to exceptions being granted.

5. Mandates coordination
Requires private developers to comply, and 
interagency coordination between government 
departments and partner agencies.

6. Adopts excellent design guidance
Directs agencies to use the latest and best design 
criteria and guidelines, and sets a time frame for 
implementing this guidance.

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/


Elements of 
a Complete 

Streets 
Policy

7. Requires proactive land-use planning
Considers every project’s greater context, as well as the 
surrounding community’s current and expected land-
use and transportation needs.

8. Measures progress
Establishes specific performance measures that match 
the goals of the broader vision, measurably improve 
disparities, and are regularly reported to the public.

9. Sets criteria for choosing projects
Creates or updates the criteria for choosing 
transportation projects so that Complete Streets 
projects are prioritized.

10. Creates a plan for implementation
A formal commitment to the Complete Streets 
approach is only the beginning. It must include specific 
steps for implementing the policy in ways that will make 
a measurable impact on what gets built and where.

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/

https://smartgrowthamerica.org/resources/elements-complete-streets-policy/


Trivia Quiz: How many communities and 
agencies of government have adopted 
Complete Streets policies in Wisconsin?

(Single Choice)

• 6
• 10
• 15
• 22



Trivia Quiz: How many communities and 
agencies of government have adopted 
Complete Streets policies in Wisconsin?

• 6
• 10
• 15 (12 communities & 3 MPOs/RPCs)
• 22

(Single Choice)



Example 
Complete 

Streets 
Policies

..\ Transp Planning - Reports, Resources\ Street Design\ Complete Streets Policies, Legis, Manual etc \ Best- Complete-Streets-Policies- of- 2018.pdf

Presenter Notes
Presentation Notes
While each community’s Complete Streets policy should reflect the circumstances and needs of that community, there is no need to reinvent the wheel when developing a local policy. Looking to other communities with strong policies for guidance will facilitate the process as well as improve the end product. Although the last report on the best new policies was published in 2019, Smart Growth America and the National Complete Streets Coalition are updating their metrics and plan to publish a best of 2023 report.



Top Three 
Complete 

Streets 
Policies of 

2018

..\ Transp Planning - Reports, Resources\ Street Design\ Complete Streets Policies, Legis, Manual etc\ Best- Complete-Streets-Policies- of- 2018.pdf

Presenter Notes
Presentation Notes
Some highlights of the top three policies of 2018 include an emphasis on equity, a process that was inclusive and built consensus, context sensitivity, and a plan for implementation.



Poll: How would you rate the quality of 
the Complete Street network in your 
community? (Single choice)

1.High Quality (mostly complete, connected network 
comfortably accommodating all users)

2.Above Average
3.Average
4.Below Average
5.Poor Quality



ADA 
Transition 

Planning

Required to be developed by every public 
entity with 50 or more employees by 1992

2010 ADA Standards for Accessible Design 
include new facility types (swimming pools, 
fishing piers, golf courses, play areas, etc.)

Presenter Notes
Presentation Notes
Although adopting a complete streets policy or not is up to each community, developing a Transition Plan is required by law (ADA) for any public entity with 50 or more employees. Even communities that did complete a transition plan by the 1992 deadline, or that have completed one subsequently, should consider updating their transition plan. Not only has substantial development occurred since 1992, the standards for accessible design were also updated in 2010 to include facility types that were not covered originally. Additionally, the Public Rights-of-Way Accessibility Guidelines that have been “proposed” for over a decade are anticipated to be issued in final form late in 2022. In jurisdictions where there is not political will to pursue adoption of a Complete Streets Policy, updating the ADA Transition Plan may be a more realistic step towards developing a complete and accessible sidewalk network. 




ADA 
Transition 

Planning

A transition plan consists of:
• A list of the physical barriers that limit the 

accessibility of programs, activities, or 
services.

• The methods to remove the barriers and 
make the facilities accessible.

• The schedule to get the work completed.
• The name of the official(s) responsible for 

the plan's implementation.

Transition Plans must also include a schedule 
for providing curb ramps

Presenter Notes
Presentation Notes
Beginning in 2023, the MPO will have dedicated staff time for supporting the development of new or updated local Transition Plans in the Madison area. Please reach out to me if you are interested in learning more about what the MPO can offer in support of these efforts.



Resources

Pedestrian / Bicycle Facilities, Policies, 
and
Street Standards and October 2021 
Addendum
Pedestrian Facilities Toolbox (Connect 
Greater Madison 2050 Regional 
Transportation Plan Append ix G)
Low Stress Bike Route Finder
Pedestrian Facilities Web Map 
Application
Bus Stop Amenities Study

Greater Madison MPO

Presenter Notes
Presentation Notes
The hyperlinks on this slide and the next will take you to various resources referred to in this presentation, and a few that were not referenced but may be useful to local staff, policy makers, designers, and advocates. The image at top right is a draft page from the MPO’s Pedestrian Facilities Toolbox, Appendix G of the Connect Greater Madison 2050 Regional Transportation Plan; the image at bottom right is from the Bus Stop Amenities Study.

https://www.greatermadisonmpo.org/planning/documents/PedestrianFacilityRequirementsandPoliciesandStreetStandards_FINAL_5_25_21.pdf
https://www.greatermadisonmpo.org/planning/documents/PedestrianandBicycleFacilityRequirements_AddendumOct2021.pdf
https://www.greatermadisonmpo.org/planning/RegionalTransportationPlan2050.cfm
https://cityofmadison.maps.arcgis.com/apps/webappviewer/index.html?id=cb7a2e78477044c19bf6a5eaa1820e38
https://cityofmadison.maps.arcgis.com/apps/webappviewer/index.html?id=054c8e1fc0754301909c7536b8f84dd9
https://www.greatermadisonmpo.org/planning/documents/BusStopAmenitiesStudy.pdf


Resources
• Complete Streets
• Dangerous by Design 2022
• Benefits of Complete Streets Toolkit
• Safe System Strategies for Bicyclists and Pedestrians 

Toolkit
• US DOT Transportation Planning Capacity Building 
• Designing for All Ages and Abilities: Contextual Guidance 

for High-Comfort Bicycle Facilities
• Designing Walkable Urban Thoroughfares: A Context 

Sensitive Approach
• Don't Give Up at the Intersection
• Urban Street Design Guide
• Planning and Design for Alterations
• (Proposed) Public Rights-of-Way Accessibility Guidelines
• ITE Complete Streets
• Improving Safety for Pedestrians and Bicyclists Accessing 

Transit

Presenter Notes
Presentation Notes
The image at top right is from Dangerous by Design 2022, and shows the upward trend in U.S. pedestrian fatalities year-after-year. The image at bottom right is a screen shot of part of the Safe System Strategies for Bicyclists and Pedestrians Toolkit.

https://smartgrowthamerica.org/what-are-complete-streets/
https://benefits.completestreets.org/
https://benefits.completestreets.org/
https://safetrec.berkeley.edu/sites/default/files/cpbst_safesystem_toolkit_070522.pdf
https://www.planning.dot.gov/planning/topic_complete_streets.aspx
https://nacto.org/wp-content/uploads/2017/12/NACTO_Designing-for-All-Ages-Abilities.pdf
https://www.ite.org/pub/?id=E1CFF43C-2354-D714-51D9-D82B39D4DBAD
https://nacto.org/publication/dont-give-up-at-the-intersection/
https://nacto.org/publication/urban-street-design-guide/
https://www.access-board.gov/prowag/planning-and-design-for-alterations/chapter5/
https://www.access-board.gov/prowag/
https://www.ite.org/technical-resources/topics/complete-streets/
https://safety.fhwa.dot.gov/ped_bike/ped_transit/fhwasa21130_PedBike_Access_to_transit.pdf


Thank You!

Ben Lyman, Transportation Planner
blyman@cityofmadison.com
608-243-0182

mailto:blyman@cityofmadison.com
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