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RECOMMENDATIONS

EVERY TIME I SEE AN 
ADULT ON A BICYCLE, 
I NO LONGER DESPAIR 
FOR THE FUTURE OF THE 
HUMAN RACE.

H.G. WELLS--
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RECOMMENDATIONS: PROGRAMS AND POLICY

Introduction
While engineering improvements are 
important to improving walking and 
bicycling conditions in Columbia, 
non-infrastructure improvements are 
equally important for developing a 
culture where walking and bicycling 
for transportation are normal and 
celebrated activities, and support for 
these modes is institutionalized.

Based on a thorough review of 
existing municipal codes, City 
policies, enforcement practices, 
encouragement activities and walking 
and bicycle program evaluation, the 
team developed a number of non-
infrastructure recommendations, 
presented in the following chapter, that 
should be implemented as the City 
continues working towards its walking 
and bicycling goals.

Along with engineering improvements, these recommendations 

follow the nationally successful six “E’s” strategy for better 

walking and bicycling accommodation. This approach 

considers engineering, encouragement, enforcement, 

education and evaluation/planning activities implemented in 

an equitable fashion as part of a holistic approach to walk and 

bicycle-friendly community planning. The six “E’s” approach is 

consistent with the criteria of the Walk- and Bicycle-Friendly 

Community programs, as discussed in the WFC and BFC 

Assessment of this Plan.

Many neighborhoods, like Earlewood, 
are already fairly friendly to pedestrians 

and bicyclists and could be enhanced 
through relatively minor improvements.
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Agencies, Institutions, and Commissions

City of Columbia Planning Commission

City of Columbia Bicycle and Pedestrian Advisory Committee

City of Columbia Police Department 

City of Columbia Parks & Recreation Department

Richland County Recreation Commission

Richland County School District

Richland Library

Local colleges and universities

South Carolina Department of Transportation

South Carolina Department of Health and Environmental 

Control

Nonprofits and Community Coalitions

Palmetto Cycling Coalition

Eat Smart Move More SC (and the Richland County Chapter)

Carolina Cyclers

Midlands SORBA

Healthy Columbia

Palmetto Conservation Foundation

Friends of Harbison State Forest

American Diabetes Association

Sustainable Midlands

The River Alliance

Lexington Greenways Alliance (Community Open Land Trust)

CMRTA Advocacy Coalition

AARP

ABLE SC

Private sector and business support for program development 

and implementation is already evidenced through the 

contributions of Palmetto Health and Abacus Planning to the 

Walk Bike Columbia project and the participation of local 

bicycle shops. The broad participation of business-owners, 

property-owners, and major employers in the stakeholder 

Program Recommendations
Existing Programs and Partners

Columbia has several existing walking and bicycling programs, 

particularly education and encouragement programs that are 

helping to make the city a more bike- and walk-friendly place. 

Below is a description of some of the major program efforts 

that are helping to improve the walking and bicycling culture 

and environment of Columbia. Beyond the major partners 

and programs, bike and walk related activities are continually 

being introduced or reinvented – often under the radar or on a 

small scale – and are an important complement to the broader, 

more formal programs for walking and biking culture. Richland 

County Library system’s bicycle-powered mobile library 

and the University of South Carolina’s Outdoor Recreation 

Program are examples of supportive efforts.

Existing and Potential Partners

Columbia’s existing programs are a reflection of the many 

partners that are already creating a more walk- and bicycle-

friendly Columbia. While the vast majority of infrastructure 

and policy recommendations of Walk Bike Columbia fall 

within the exclusive authority of CMCOG, COATS, or the City, 

many program recommendations can, and should, fall under 

the banner of outside agencies, private sector partners, 

and nonprofit organizations.  A collaborative approach to 

implementing and sustaining bicycling and walking programs 

contributes to the broader vision of fostering a strong 

community and culture for advocating transit, walking, and 

bicycling.  Additionally, the minimal expense associated with 

most programs offers the unique opportunity for multiple, 

varied sectors of the community to contribute to the larger 

bicycle friendly community campaign.  

Beyond the CMCOG, COATS, and City of Columbia, 

organizations that already act as partners in program 

implementation or who may want a role in implementing 

community programs include: 

Introduction 

While improving pedestrian and bicycle infrastructure is 

critical to increasing walking and bicycling rates and safety, 

program efforts play an equally important role in developing a 

more bike- and walk-friendly culture. Programs are generally 

categorized by five of the Six “E”’s of pedestrian and 

bicycle planning (Education, Encouragement, Enforcement, 

Evaluation, and Equity), with engineering recommendations 

playing a complementary role. Program recommendations 

are categorized by the first four of these “E”’s, with the fifth “E,” 

Equity, considered an essential element throughout.  These 

programs raise awareness of pedestrian and bicycle safety, 

help residents access opportunities to walk and bike, and 

provide guidance on why and how to integrate walking and 

bicycling into their everyday lives. In essence, these efforts 

market active transportation to the general public and 

ensure the maximum “return on investment” in the form of 

more residents walking and bicycling and a higher degree of 

safety and awareness. 

The following sections contain information on existing 

programs and partners and new program concepts for 

Columbia to pursue. The recommended program concepts 

include a description of the basic approach and links to 

model programs and resources. Recommendations were 

informed by input from public outreach and local stakeholders, 

feedback from the League of American Bicyclists on the 

City of Columbia’s Bicycle Friendly Community application, 

the objectives of the City’s Bicycle and Pedestrian Advisory 

Committee, and the results of the Columbia BFC/WFC 

Assessment and Safety Analysis included in this plan, as 

well as best practices for successful programs gleaned from 

around the Southeast and the country. The Walk Bike Columbia 

Implementation Plan and BFC and WFC Action Plans provide 

further detail regarding next steps for program development, 

potential funding sources, and a timeline for phased 

implementation.
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• Bicycle Skills Clinic

• Tour de Cure Mayor’s Bike Ride, Family Fun Ride, and Bike 

Rodeo

• Bike to Work Day with pit-stops for bicyclists throughout 

Columbia

• Bike to School Day

• Ride of Silence

Local Rides, Walks, and Bicycling and Walking 
Related Events

Several weekly, annual, and special events provide 

opportunities for Columbia residents to walk and bike, including 

recreational bike rides, family rides, fun runs and races, 

charity rides and walks, parades, and guided trail rides. Some 

highlights include the following:

• Carolina Cyclers weekly rides and events (http://www.

carolinacyclers.org/)

• Handlebar Happy Hour

• Palmetto Half Marathon, 5K, and Fun Run

• Snowman Run 8K Road Race and Youth Fun Run

• National Walk @ Lunch Day

• Self-guided walking tours, historic tours, and guided 

neighborhood tours

• Tour de Cure and similar charity road bicycling events

focus group outreach phase of the Plan is further evidence. 

These groups and others will serve as important partners when 

implementing employer/employee incentive programs, seeking 

sponsorship funds, recruiting volunteers for activities, or 

advocating for the role of walking, bicycling, and transit within 

the City’s and the region’s larger economic development vision.

Safe Streets Save Lives Campaign

The Safe Streets Save Lives Campaign is a long-term strategic 

bicycle safety campaign that was launched statewide in 2010. 

This program is a joint effort of two South Carolina bicycle 

advocacy organizations: the Palmetto Cycling Coalition and 

Bike Law. The Safe Streets Save Lives Campaign provides a 

series of educational materials and events to improve bicycle 

safety in Columbia and South Carolina as a whole: 

• Information on bicyclists’ and motorists’ rights and 

responsibilities on the road

• Educational videos on bicycle safety topics, such as how 

to ride in traffic, proper signaling, and how to drive around 

bicyclists as a motorist

• The Rolling Bike Summit: a bicycle education and 

networking event series for advocates, planners, 

engineers, elected officials, and others in Columbia and 

throughout the state who are interested in improving 

bicycling and walking in their communities

• Safe Streets Ambassadors Training Tour: Educational 

workshops held to train local staff, advocates, and citizens 

to promote bicycle safety and education within their 

communities 

• Active Facebook page with safety education tips, videos, 

and bicycle laws and guidance

Bike Month Events

The City of Columbia has been actively involved in Bike Month 

each May. The Bicycle and Pedestrian Advisory Committee 

(www.columbiasc.net/bikefriendly) and other partners have 

led a variety of activities to promote Bike Month, including the 

following:

Education programs for practitioners 
such as the Columbia innovative 
bikeway design training workshop 
that was conducted in the fall of 
2014 are also an important program 
consideration. The City should continue 
these training efforts for employees 
involved in project relevant to walking 
and biking modes.
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can help to track trends in student walking and bicycling rates 

over time. Columbia police officers have also increased their 

patrol presence around schools during morning arrival and 

afternoon dismissal times to enforce school zone speed limits.

The Step Forward Columbia walking program is one example 

of many initiatives that are encouraging people to walk and 

bike more in their daily lives. Step Forward Columbia promotes 

the physical and mental health benefits of walking and 

encourages Columbia residents to walk more for exercise. The 

6-week encouragement program helps participants create a 

walking team, set individual and team goals, schedule group 

walking activities, and awards participants with prizes. The 

program website (http://www.healthycolumbia.org/exercising) 

provides information on local walking events and fitness 

classes, and participants receive a free walking booklet and 

access to tools to track their progress.

Safe Routes to School Efforts

More than half of all elementary and middle schools 

in Columbia are participating in Safe Routes to School 

programs. School program efforts include developing and 

sending flyers with safety information to students’ homes, 

classroom pedestrian and bicycle safety education, a Walking 

Fridays encouragement program, and school public address 

announcements that educate students on walking and 

bicycling safety. Teachers conduct periodic in-class tallies to 

record how students are traveling to and from school, which 

Physical Activity and Healthy Lifestyle Programs

The goal of increased physical activity and healthier lifestyles 

in Columbia is being propelled locally by a number of agency 

and community initiatives, such as:

• Healthy Columbia’s Step Forward Columbia (walking 

program) and the Healthy Richland Initiative 

• Eat Smart Move More Richland County

• Palmetto Health’s 29203 LiveWell Columbia Community 

Assessment and Healthy Palmetto program 

• Carolina Cyclers promotion of biking and biking-related 

activities 

• Girls on the Run of Columbia running programs that 

empower girls from 3rd to 8th grade for a lifetime of 

healthy living

• City of Columbia’s Bicycle and Pedestrian Advisory 

Committee, which encourages active transportation and 

leads numerous annual community events to promote 

walking and biking

The frames below show images from 
an Elmhurst, IL Safe Routes to School 
safety education campaign.  The 
school district developed a set of tri-
fold brochures to educate pedestrians, 
bicyclists and motorists on safe 
operation when traveling to and from 
school.
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enforcement programs, as well as improved education and 

roadway engineering.

• Crosswalk Enforcement Action Program

• Targeted Enforcement & Speed Feedback Signs

Evaluation and Planning Programs

In the Columbia BFC/WFC Assessment conducted for this 

plan, Evaluation and Planning program efforts were identified 

as the most in need of enhancement. Establishing this plan 

and tracking its implementation is an important first step in the 

evaluation and planning arena. Creating a dedicated pedestrian 

and bicycle coordinator position or selecting an outside 

consultant to perform the duties of coordinator at the City will 

be a critical implementation step in developing and maintaining 

long-term evaluation and planning initiatives within Columbia.  

A series of evaluation programs are described below that can 

help Columbia identify pedestrian and bicycle needs, track 

successes, and make the case for further bicycling and walking 

investments.

• Citywide Pedestrian and Bicycle Counts Program 

•  “Measuring the Street” Pre- and Post-Project Evaluation 

Program

• Walking, Bicycling, and Greenways Report Card

in the existing conditions analysis. The City of Columbia 

should work with local partners to implement the following 

recommendations:

• Commute Trip Reduction and Employer Incentives 

Program

• Walking and Bicycling Programs for Underrepresented 

Groups

• Bicycle Friendly Business Districts

• Open Streets Events

• Walking and Bicycling Map with Online Route Planning 

Tool

• Bicycle Co-op

• Walk, Bike, and Take Transit to Special Events

Enforcement Programs

One of the specific gaps identified in the Columbia BFC/

WFC Assessment and the League of American Bicyclists’ BFC 

Application feedback is a lack of pedestrian- and bicycle-

specific enforcement programs. 39% of Columbia Walk Bike 

Columbia survey respondents believe that law enforcement 

programs targeting drivers, pedestrians, and bicyclists would 

have the greatest impact on improving walking and biking 

in Columbia. These programs can help to raise awareness 

of pedestrians and bicyclists, enforce road user rights and 

responsibilities, and reduce unsafe traffic behavior. 

The Columbia Safety Analysis performed for this plan found 

that traffic enforcement for motorists should focus on speeding 

enforcement and ticketing drivers who fail to yield the right 

of way to pedestrians and bicyclists. Traffic enforcement for 

bicyclists should focus on enforcement for failing to follow traffic 

signs and signals, improper operations on the road, and wrong 

way riding on the road. These issues present the greatest crash 

risks to road users and could be reduced through targeted 

New Programs

In order to build upon the success of existing programs and 

improve the safety, comfort, and enjoyment of walking and 

bicycling in Columbia, this section provides a overview of 

programs that have shown success across the country and 

are recommended for the City of Columbia to pursue. A full, 

detailed list of these recommendations including links to 

additional resources and identified project partners can be 

found in Appendix C. 

Education Programs

Education programs come in a variety of scopes and sizes and 

unique offerings should be developed and targeted towards 

users of all modes, ages and abilities. The most successful 

education programs target specifically identified safety or 

awareness deficiencies. For example, programs that educate 

motorists on safe bicycle passing buffers, educate bicyclists 

on the importance of utilizing bike lights, educate pedestrians 

on how to use pedestrian-oriented traffic signals and provide 

wayfinding information to potential transit users are among 

common programs. The City of Columbia should work with 

local partners to implement the programs recommended here. 

Recommendations are based on observations collected by the 

team through public input, data analysis and field work.

• Expand Media Campaign to Educate Motorists, 

Pedestrians, and Bicyclists

• Walk Bike Ambassador Program and Classes

• Traffic Ticket Diversion Program

• Expand Safe Routes to School Efforts

Encouragement Programs

Encouragement programs seek to target people who are 

“interested but concerned” to try walking, bicycling and transit 

for transportation by providing them with the resources to 

make them feel more comfortable doing so. They also can 

have a secondary function to normalize walking and bicycling, 

especially as a form of transportation, for all roadway users. The 

following programs reflect encouragement needs identified 
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matrix and will ensure that design guidance is integrated into 

development standards for new development. The Complete 

Streets Local Policy Workbook – by the National Complete 

Streets Coalition and Smart Growth America (http://www.

smartgrowthamerica.org/documents/cs-local-policy-workbook.

pdf) is an important resource for developing an effective 

complete streets ordinance.

The Complete Streets Context Sensitive Street Typology will 

serve as a complement to the design guidelines included in 

this Plan. As one example, the Cleveland (OH) Complete and 

Green Streets Typology Manual reclassifies the City’s streets 

into typologies based on transportation function, width, land-

use, and other considerations. Developed in conjunction with 

the passage of a Complete and Green Streets Ordinance, the 

initiative requires implementation of sustainable policies and 

guidelines in all construction projects within the public right of 

way. The City adopted the manual for the explicit purpose of 

creating a walking, biking and public transportation-friendly city 

while reducing environmental impact by incorporating green 

infrastructure. Examples and resources for typology-based 

design manuals include:

• Cleveland Complete and Green Streets Typology Manual: 

http://www.city.cleveland.oh.us/CityofCleveland/Home/

Government/CityAgencies/OfficeOfSustainability/

SustainableMobility 

• Charlotte Urban Street Design Guidelines and related 

development standards: http://charmeck.org/city/charlotte/

transportation/plansprojects/pages/urban%20street%20

design%20guidelines.aspx

• Raleigh Street Design Manual: http://www.raleighnc.gov/

content/extra/Books/PlanDev/StreetDesignManual/#1

• NACTO Urban Street Design Guidelines: http://nacto.org/

usdg/ 

Policy Recommendations
Design Standards

Develop and Codify Complete Streets Design 
Standards

Key strengths of Columbia’s current policy environment is 

the adoption of a Complete Streets Resolution in 2010  , the 

inclusion of SCDOT’s EDM-22 (bicycle facility memo) in the 

City’s Engineering Regulations, and the endorsement of the 

NACTO Urban Bikeway Design Guide in 2013 . While these 

are critical first steps, the City must further codify these policy 

measures to ensure that the design principles within each are 

seamlessly integrated within the City’s Code of Ordinances and 

Engineering Regulations.  This City must ensure that all land 

use regulations, development requirements, or engineering 

standards reflect the NACTO Urban Bikeway Design Guide 

and also further develop standards/guidelines for pedestrian 

facilities to complement those endorsed for bicyclists.

The Design Guidelines developed for this Plan (Appendix I) 

provide the necessary standards for integrating best practices 

in pedestrian and bicycle facility design (including integration 

with transit and ADA accessibility) into the City’s Engineering 

Regulations. This Plan recommends formally adopting the 

Design Guidelines. Beyond adoption, these standards will 

be further institutionalized by developing Complete Streets 

Context-Sensitive Street Typology Guide as part of the 

Engineering Regulations and complementary Complete Streets 

Ordinance (complete streets development standards codified 

through the Code of Ordinances). This recommendation is 

already reflected in the City’s existing Complete Streets Policy, 

which states that the City will prepare draft regulations to 

implement the policy. 

The Complete Streets Ordinance will provide a “package” 

of code improvements related to bicycling, walking, and 

access to transit as well as standards for context-appropriate 

street design for all modes of transport. This “package” will 

include policy recommendations included within the attached 

Introduction 

Planning and development regulations provide guidelines and 

requirements for most of what is developed in the City and as 

such are fundamental to the area’s walk- and bike-friendliness 

and access to transit. Since most new development in 

Columbia is provided through private investment or investment 

by non-City agencies, the provision of walk- , bike-, and 

transit-friendly development policies and ordinances are 

one of the most cost-effective means that the City has 

to establish walkable and bikeable infrastructure for its 

neighborhoods and districts.

Policy recommendations of Walk Bike Columbia are based on 

a review and assessment of development requirements related 

to pedestrian and bicycle facilities for the City and on policy 

best practices from around the Southeast and the country. 

The review focused on the City’s Code of Ordinances (CO), 

Engineering Regulations, but also included a review of the City 

of Columbia 2010 Complete Streets Resolution.

Appendix C includes matrices of the full policy review and 

item by item policy recommendations. The following provides 

recommended “next steps” for priority improvements to the 

bicycle- and walk-friendliness of local policies.

The provision of walk- , bike-, and 
transit-friendly development policies 
and ordinances are one of the most 
cost-effective means that the City has 
to establish walkable and bikeable 
infrastructure for its neighborhoods and 
districts.
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Develop and Adopt an ADA Transition Plan

Through adoption of Title II of the federal Americans with Disabilities 

Act (ADA) in 1990, all city governments are required to complete a 

self-evaluation of their facilities, programs, policies, and practices. 

As described by the U.S. Department of Justice, Civil Rights 

Division, “the self-evaluation identifies and corrects those policies 

and practices that are inconsistent with Title II’s requirements. 

Self-evaluations should consider all of a city’s programs, activities, 

and services, as well as the policies and practices that a city has 

put in place to implement its various programs and services.” 

(Source: U.S. Department of Justice, Civil Rights Division, Disability 

Rights Section. (October 2008). The ADA and City Governments: 

Common Problems. Retrieved from: http://www.ada.gov/comprob.

htm)  This is a required step and an essential tool for advancing ADA 

accessibility locally that Columbia has not yet taken.

An ADA Transition Plan adopted by the City of Columbia is a policy 

document intended to meet the accessibility needs identified 

as part of the required self-evaluation. For all public facilities 

within the City of Columbia’s jurisdiction, the ADA Transition Plan 

will identify infrastructure or other physical obstacles that limit 

accessibility, establish a strategy for making the facility accessible, 

adopt a timeline for achieving ADA compliance, and assign an 

agency, department, or staff position responsible for implementing 

each of the Plan’s identified improvements. Other elements of 

an ADA Transition Plan, as identified in the Federal Highway 

Administration’s best management practices guide, that are 

essential to an effective Plan are as follows: 

• Ensure that ADA requirements and standards are fully 

integrated into all of the agency’s policy, planning, and 

design handbooks or manuals.

• Ensure that all district planning and engineering staff (and 

not just an ADA coordinator) have the required training. 

Because of evolving ADA standards and employee 

turnover, periodic offerings of training will be necessary. 

• Ensure that ADA improvements can be funded through a 

variety of funding programs/sources. For example, nearly all 

agencies surveyed made ADA improvements through standard 

construction/reconstruction projects. For relatively small 

improvement needs, most agencies used a maintenance budget. 

• In other cases, if an improvement need could not be included 

in a maintenance budget and there was an active construction 

project, several agencies budgeted a separate and distinct 

funding category specifically for ADA improvements. 

(Source: The National Academies, National Academy of Sciences, 

National Cooperative Highway Research Program. (May 2009). 

ADA Transition Plans: A Guide to Best Management Practices. 

NCHRP Project Number 20-7 (232). Retrieved from: http://www.

fhwa.dot.gov/indiv/docs/ada_transition_plans_report.pdf)

Development Ordinances

Bicycle Facilities within New and Redevelopment

Adopting the Design Guidelines developed for this Plan, as 

well as a Complete Streets Ordinance, and Context Sensitive 

Street Typology Guide will provide the basis for advancing 

the pedestrian and bicycle network in future roadway new 

construction and reconstruction. New policies must ensure 

that the network recommendations of Walk Bike Columbia 

are implemented as part of new development and roadway 

maintenance. Additionally, updates to the City’s code should 

include requirements for greenway corridor reservation, 

dedication, or construction in new developments where a 

greenway or trail is shown on an adopted plan or where a 

property connects to an existing or proposed greenway.  

Sidewalks within New and Redevelopment

The existing conditions report identified not only a need for 

closing existing gaps within the sidewalk network, but also for 

establishing policies that require the provision of sidewalks 

ADA transition plans, required by 
the Civil Rights Act of 1990, provide 
a systematic tool to ensure that 
existing facilities are accessible to all 
potential pedestrians and transit users, 
regardless of age and ability. The City 
of Columbia should look to develop an 
ADA transition plan in the near-term.
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sidewalks shall be required on at least one (1) side of all new 

and improved local residential streets in all new and improved. 

No other variances or exceptions are allowed. 

(b) The development director or planning commission may 

require that sidewalks required pursuant to 14-383(a) be 

continued to the nearest major or minor arterial or collector 

street. 

Mt. Pleasant, South Carolina Code of Ordinances sec. 

156-108 (Curb Cuts and Pedestrian Access)

(1) New developments, subdivisions, and remodeling. 

Appropriate pedestrian access shall be provided for all new 

developments, subdivisions, and renovation or remodeling 

equaling 50% of the existing building’s value, either through 

the construction of concrete sidewalks or pedestrian path/

bikeway systems, or a combination of both.

(2) Table of pedestrian access requirements. (see Table 9 on 

the following page)

Bicycle Parking Ordinance

Bicycle parking options in downtown Columbia have increased 

dramatically in the last five years. As referenced in the Bicycle 

Parking Plan, Columbia has installed bicycle corrals, custom-

designed bicycle racks, and standard racks in highly visible 

locations within downtown districts. While the current approach 

has been successful at increasing bicycle parking options, it has 

not met demand or provided the level of geographic coverage 

needed to serve necessity, as well as choice, cyclists. The most 

effective means of addressing this is through a combination 

of City-installed bicycle racks and codified bicycle parking 

requirements.  This Plan recommends that the City adopt general 

bicycle parking requirements that extend to all land uses.  

Just as car trips vary in purpose and duration, so too do bicycle 

trips. Because of the varied nature of bicycle trips, different types 

of bicycle parking should be provided to accommodate these 

needs. These needs can be met by providing both short-term 

and long-term parking. The Association of Pedestrian and Bicycle 

Professionals addresses the distinction between Short/Long-Term 

parking in the Bicycle Parking Guide, 2nd Edition, 2010) (Table 10).

Codified bicycle parking ordinances 
and guidelines ensure the systematic 
and uniform accommodation of short-

term and long-term bicycle parking 
throughout a community. Bicycle 

parking can also be designed to reflect 
local aesthetics or cultures as the image 
to the right from Columbus, OH depicts.

through the development process. This Plan recommends that 

Columbia include and refine regulatory standards in the Zoning 

Ordinance and/or Subdivision Regulations requiring new 

developments to include sidewalks.

Refinement of existing sidewalk requirements in the 

Engineering Regulations will ensure long-term, cost-effective 

improvements to local mobility options and to the overall 

walkability of Columbia.  The City should adopt standards 

requiring sidewalks in specified contexts, based on street 

type, land use, or densities. This should be incorporated into 

the Complete Streets Ordinance and Engineering Regulations. 

Examples can be found in nearby Dekalb County, GA, and the 

City of Mount Pleasant, SC., as cited below: 

Dekalb County Code of Ordinances sec. 14-383 (Streets)

(a) Sidewalks shall be required on all sides of street frontage on 

all new and improved local residential streets in all subdivisions 

and along the street frontage of all new and improved non-

residential developments and as set forth in section 14-190 of 

this article, unless determined by the planning commission to 

be infeasible only due to severe cross-slopes, shallow rock, soil 

or topographic conditions. At a minimum, however, continuous 
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For short-term bicycle parking, as referenced in the policy 

recommendations matrix, the minimum number of parking 

spaces for bicycles will be based on land use, with at least two 

bicycle parking spaces provided for all sites.  For long-term 

bicycle parking, the policy must incentivize or require either 

bike lockers or secure parking areas (SPAs), indoor or in a 

gated outdoor area, specifically designated for bicycle parking. 

Bicycle parking design, installation, and location are critical 

elements of a bicycle parking policy, as well. The policy will 

need to reference to the bicycle parking guidelines included 

within the Design Guidelines of this Plan. Additional resources 

related to the design, installation and location of bicycle parking 

standards include:

Unit of Measurement for Bicycle Parking

The new APBP Bicycle Parking Guidelines recommend 

uncoupling bike parking supply from car parking supply. The 

reason for this is that a percentage of car parking supply is 

not necessarily a good measure of the number of cyclists 

who would be expected to travel to a particular destination, 

especially in densely urbanized areas or where multiple travel 

options exist. We recommend a land use-based approach with 

location-specific measures of supply such as parking spaces 

per square footage of retail or percentage of transit boardings. 

See the resources below for model ordinance examples:

• Association of Bicycle and Pedestrian Professionals 

Bicycle Parking Guidelines (2nd Edition): http://www.apbp.

org/?page=publications 

• Bicycle Parking Model Ordinance, Change Lab Solutions: 

http://changelabsolutions.org/publications/bike-parking 

Land Use/Road Classification Minimum Requirement

Commercial and industrial (new streets) Sidewalk both sides

Commercial and industrial (new development on existing 

street)

Sidewalk one side if specified on Road Improvement/

Transportation Plan

Major arterial Sidewalk both sides

Residential collector (including boulevards, parkways, 

and spine roads)

Sidewalk one side on streets having direct access to lots

Local residential streets

Greater than 3.5 units per acre Sidewalk both sides

Between 3.5 and 1.1 units per acre Sidewalk one side

Less than or equal to 1.0 units per acre Pedestrian path/bikeway

Between neighborhoods, commercial developments, 

schools, parks, community areas and the like

Whenever possible, a pedestrian access path, bike trail, 

or crosswalk shall be provided between existing and 

proposed new subdivisions and other pedestrian- oriented 

destinations

Criteria Short-term Long-term

Parking Duration Less than two hours (shoppers and other short 

term visitors)

More than two hours (e.g., students, employees, 

residents)

Fixture Type Simple bicycle racks Lockers, racks in secured area or room 

Weather 

Protection

Unsheltered (but can also be sheltered for 

protection from sun and rain)  

Sheltered or enclosed

Secured, active surveillance

Security Unsecured, passive surveillance Unsupervised

“Individual-secure” such as bicycle lockers

“Shared-secure” such as bicycle room or cage

Supervised

Valet bicycle parking

Paid area of transit station

Typical land uses Commercial or retail, medical/healthcare, parks 

and recreation areas, community centers, and 

public buildings

Residential, workplace, schools, transit centers

TABLE 9 – MT. PLEASANT TABLE OF PEDESTRIAN ACCESS REQUIREMENTS

TABLE 10 – APBP SHORT AND LONG-TERM PARKING BEST PRACTICES
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RECOMMENDATIONS: PEDESTRIAN AND BICYCLE NETWORK

Introduction
A growing concept in the non-motorized 
transportation field is the idea of “8 to 
80” cities – where the vast majority 
of the population has a safe option 
of either walking or biking safely and 
comfortably for their transportation 
needs. 8 to 80 cities are resilient, safer 
and more livable cities; where not only 
the most strong and resilient, or those 
who do it out of need walk and bike, but 
rather people of all ages and abilities 
do so by choice – because it’s a safe, 
convenient and pleasant transportation 
option. 

Among other things, 8 to 80 cities give children the option 

of walking or biking to school, relieving traffic congestion at 

peak hours and giving parents extra time for other activities. 

They also provide seniors with options to live independently 

without the use of a car, saving them money and making 

roadways safer. A comprehensive 8 to 80’s approach to 

pedestrian and bicycle planning includes strong development 

policy, infrastructure and non-infrastructure support programs 

that work in tandem to create an urban environment where 

walking and bicycling are appealing to a wide variety of users. 

This section looks specifically at the transportation network 

in Columbia and how systematic infrastructure improvements 

can be made that support the goal of Columbia becoming an 

8 to 80 city. A resilient city is one that balances the needs of 

different transportation users and offers multiple transportation 

options - network recommendations presented in this section 

reflect this concept.

A Columbia resident, likely a college 
student, bicycles to the ATM in the Five 

Points area. An 8-80’s walking, bicycling 
and transit network would support 

users of all ages and abilities in easily 
accomplishing daily errands like going 

to the bank or ATM car-free.  
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In order to create this balance in the transportation network, 

roadways will have varying priorities. For example, roadways 

that serve important motor-vehicle or freight connections will 

prioritize motor-vehicle and freight users. Corridors that provide 

connections to important walking, biking or transit destinations 

such as schools, job centers, retail centers and neighborhoods 

will prioritize walking, biking, and transit users. Some corridors 

provide important connectivity for all roadway users, therefore 

designing the roadway to balance user considerations or 

providing an equal, parallel connection while maintaining 

good walking and biking access along the main corridor is 

recommended.

The following sections discuss the needs of pedestrian 

and bicycle users of all ages and abilities, and present 

comprehensive network recommendations that address 

these needs. Network recommendations are intended to 

be implementable and meet user needs by reflecting best 

practices for walking and bicycling. The Team considered 

several factors in the development of these recommendations 

including (but not limited to):

• Existing roadway design and pedestrian/bicycle 

accommodations

• Roadway jurisdiction and applicable design policies and 

practices

• Existing and projected traffic volumes

• Traffic speed

• Public and stakeholder input

• Transit connectivity

• Trip origins and destinations and likely user types

• Freight traffic

• Accident reports

• National best practices in roadway design for pedestrians, 

bicyclists and transit users

All recommendations are feasible based on the information 

the team had available during Plan development and reflect 

national best practices in urban roadway design. These 

recommended practices have been proven in numerous cities 

across the US and should be followed to create a roadway 

network that best fulfills multiple user needs. However, due 

to a host of possible constraints, it may not possible for 

these recommendations to be followed in all instances. If a 

facility cannot be implemented as recommended, the City 

of Columbia should strive to implement the next best facility 

type for the roadway. For example, if cycle tracks are not 

possible at present on a roadway, buffered bike lanes should 

be considered as the next best alternative, with cycle tracks 

being the long-term desired facility-type. Also, network 

recommendations should be applied in tandem with other 

improvements for pedestrian and bicycle users such as 

enacting policies that support more walk and bike-friendly 

development city-wide and implementing programs that 

educate citizens on how to use these facilities and encourage 

them to do so safely. This, and other implementation 

considerations will be discussed in later sections of the Plan.

“8-80” is a term coined by Gil Penalosa, 
the former Commissioner of Parks 
for the City of Bogota, Colombia and 
head of the Canadian-based non-profit 
“8-80 Cities.” To learn more about the 
organization, and access the walking, 
bicycling and transit-support resources 
that they offer, visit their website: 
www.8-80cities.org/
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Introduction

A variety of on and off-street pedestrian and bicycle facilities 

are recommended due to 1) the range of abilities and comfort 

levels of pedestrians and bicyclists; 2) the range of conditions 

for walking and bicycling on different roadway environments; 

and 3) local preferences identified through the public input 

process. This section presents an overview of these facility types 

in order to orient the reader to the network recommendations 

presented in the following sections. In addition, the project team 

is developed a set of Complete Street design guidelines specific 

to the policies and roadway conditions unique to the City of 

Columbia. This Guide, found in Appendix I will present specific 

information on the design of the facility types presented here, 

as well as guidelines on other spot improvements such as traffic 

calming, intersection treatments, bicycle parking, transit stops, 

and other bicycle and walking appurtenances.  

The recommended pedestrian and bicycle network 

substantially increases access to transit and is made up of the 

following core types of pedestrian and bicycle facilities: 

On-road facilities

Cycle tracks

Buffered Bicycle Lanes

Bicycle lanes

Paved shoulders 

Neighborhood Greenways/Bicycle Boulevards

Shared lane markings 

Signed Bicycle routes

Off-road facilities

Shared use paths (also known as greenways and multi-use 

paths)

Sidepaths

Pedestrian facilities

Sidewalks 

Signalized Intersection Improvements

Un-signalized Mid-block Crossing Improvements

The recommended strategies for implementing the proposed 

facilities include road widening, lane narrowing, lane 

reconfiguration, parking reduction, adding markings/signage, and 

new construction. In addition, strategic speed limit reductions and 

intersection improvements should be considered for improved 

pedestrian and bicycle safety and comfort throughout the City.

Pedestrian Facility Types

Pedestrian facility types recommended as a part of this planning 

effort fall into four categories: sidewalk improvements, signalized 

intersection improvements, unsignalized/mid-block crossing 

improvements, and off-road trails or paths. The first three of the 

four occur as part of the street network.  An overview of what 

these improvement categories entail is provided below. 

Sidewalks

Sidewalks are the most fundamental element of the walking 

network, as they provide an area for pedestrian travel that is 

separated from vehicle traffic. Sidewalks are typically 

constructed out of concrete and are separated from the 

roadway by a curb or gutter and sometimes a landscaped 

planting strip area. Sidewalks are a common application in both 

urban and suburban environments.

Attributes of well-designed sidewalks include the following:

• Accessibility: A network of sidewalks should be accessible 

to all users.

• Adequate width: Two people should be able to walk side-

by-side and pass a third comfortably. Different walking 

speeds should be possible. In areas of intense pedestrian 

use, sidewalks should accommodate the high volume of 

walkers.

• Safety: Design features of the sidewalk should allow 

pedestrians to have a sense of security and predictability. 

Sidewalk users should not feel they are at risk due to the 

presence of adjacent traffic.

• Continuity: Walking routes should be obvious and 

should not require pedestrians to travel out of their way 

unnecessarily.

• Landscaping: Plantings and street trees should contribute 

to the overall psychological and visual comfort of sidewalk 

users, and be designed in a manner that contributes to the 

safety of people. 

• Drainage: Sidewalks should be well graded to minimize 

standing water.

• Social space: There should be places for standing, visiting, 

and sitting. The sidewalk area should be a place where 

adults and children can safely participate in public life. 

• Quality of place: Sidewalks should contribute to the 

character of neighborhoods and business districts. 

While South Carolina laws do not dictate whether cyclists are 

allowed on sidewalks, Columbia disallows sidewalk riding in 

the central business district. In most cases, adult bicycle use on 

sidewalks is considered unsafe, and the use of bicycles should 

be limited to roadways and shared use paths.

Pedestrian and Bicycle Infrastructure Types
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On-road Bicycle Facilities

On-road bikeway types are used typically on arterial, collector, 

and subcollector roadways where motor vehicle traffic volumes 

or speeds are relatively high. They are ordered hierarchically 

from greatest degree of bicycle/motor vehicle separation to 

lowest. In general, higher order facilities are preferable on 

higher-order roadways streets and vice versa. 

Intersection Treatments

There are a variety of intersection treatments that can be 

applied to make a safer and more comfortable crossing 

environment for bicyclists. As seen in the example above, 

green paint delineates the preferred  path of travel for the 

bicyclist through the intersection and indicates a potential 

conflict to motorists. A full set of potential intersection 

improvements can be viewed in the Design Guidelines found in 

Appendix I.

Unsignalized & Midblock Crossings

A marked/unsignalized crossing typically consists of a marked 

crossing area, signage and other markings to slow or stop 

traffic. This can occur at an unsignalized intersection or mid-

block, where no intersection exists. The approach to designing 

crossings at unsignalized locations depends on an evaluation 

of vehicular traffic, line of sight, pathway traffic, use patterns, 

vehicle speed, road type, road width, and other safety issues 

such as proximity to major attractions.

When space is available, using a median refuge island can 

improve user safety by providing pedestrians and bicyclists 

space to perform the safe crossing of one side of the street at 

a time.

Active Warning Beacons (RRFB) and Hybrid Warning Beacons 

(HAWK) can also be used to enhance visibility at unsignalized 

crossings locations.

Signalized Intersection Improvements

Signalized intersections are typically preferred crossing 

locations for pedestrians since traffic is typically stopped 

in one direction and motorists generally expect pedestrian 

crossing. However, vehicular turning speed, visibility, crossing 

distance and signal timing can be great barriers for pedestrians 

on roadways that are designed to primarily accommodate 

vehicular traffic.

Treatments such as high-visibility crosswalks, bulb-outs/

curb extensions, roadway geometry improvements, adding 

pedestrian signals, lengthened/leading pedestrian crossing 

intervals and pedestrian median refuges can improve new or 

existing intersections for pedestrian users.  
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Bicycle Lanes

A bicycle lane is a portion of the roadway that has been 

designated by striping, signing, and pavement markings for 

the preferential and exclusive use of bicyclists. Bicycle lanes 

are always located on both sides of the road (except one way 

streets), and carry bicyclists in the same direction as adjacent 

motor vehicle traffic. The minimum width for a bicycle lane is 

four feet; five- and six-foot bike lanes are typical for collector 

and arterial roads.

Where bicycle lanes are recommended in this plan, speed limit 

reduction should be strongly considered.

Buffered Bicycle Lanes

Buffered bike lanes are conventional bicycle lanes paired with 

a designated buffer space, separating the bicycle lane from the 

adjacent motor vehicle travel lane and/or parking lane. Buffered 

bike lanes follow general guidance for buffered preferential 

vehicle lanes as per MUTCD guidelines.

Buffered bike lanes are designed to increase the space 

between the bike lane and the travel lane and/or parked cars, 

providing more comfortable conditions for bicyclists. This 

treatment is appropriate for bike lanes on roadways with high 

motor vehicle traffic volumes and speed, adjacent to parking 

lanes, or a high volume of truck or oversized vehicle traffic. 

Cycle tracks

A cycle track is an exclusive bike facility that combines the user 

experience of a separated path with the on-street infrastructure 

of a conventional bike lane. A cycle track is physically 

separated from motor traffic and distinct from the sidewalk. 

Cycle tracks have different forms but all share common 

elements—they provide space that is intended to be exclusively 

or primarily used by bicycles, and are separated from motor 

vehicle travel lanes, parking lanes, and sidewalks. In situations 

where on-street parking is allowed, cycle tracks are located to 

the curb-side of the parking (in contrast to bike lanes). 

Cycle tracks may be one-way or two-way, and may be at street 

level, sidewalk level or at an intermediate level. If at sidewalk 

level, a curb or median separates them from motor traffic, while 

different pavement color/texture separates the cycle track 

from the sidewalk. If at street level, they can be separated from 

motor traffic by raised medians, on-street parking or bollards. 

By separating bicyclists from motor traffic, cycle tracks can offer 

a higher level of comfort than bike lanes and are attractive to 

a wider spectrum of the public. Intersections and approaches 

must be carefully designed to promote safety and facilitate left-

turns from the right side of the street.
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Marked, Shared Roadways

A marked shared roadway is a general purpose travel lane 

marked with shared lane markings (SLM) used to encourage 

bicycle travel and proper positioning within the lane. Placed 

in a linear pattern along a corridor (typically every 100-250 

feet), shared lane markings make motorists more aware of 

the potential presence of cyclists; direct cyclists to ride in the 

proper direction; and remind cyclists to ride further from parked 

cars to avoid “dooring” collisions.

In constrained conditions, the SLMs are placed in the middle 

of the lane. On a wide outside lane, the SLMs can be used 

to promote bicycle travel to the right of motor vehicles. In all 

conditions, SLMs should be placed outside of the door zone of 

parked cars and used on roadways with speed limits of 35 mph 

or less (below 30 mph preferred).

Neighborhood Greenways/Bicycle Boulevards

Neighborhood greenways are low-volume, low-speed streets 

modified to enhance bicyclist comfort and safety by using 

treatments such as signage, pavement markings, traffic 

calming and/or traffic reduction, and intersection modifications. 

Pedestrian and bicycle cut-throughs (recommended in the 

following section) can also be integrated into the neighborhood 

greenways network to allow for continuous bike travel off 

of major corridors. These treatments allow through bicycle 

movements while discouraging motorized through-traffic. 

Jurisdictions throughout the country use a wide variety of 

strategies to determine where specific treatments are applied. 

While no federal guidelines exist, several best practices have 

emerged. At a minimum, neighborhood greenways should 

include distinctive pavement markings and wayfinding signs. 

They can also use combinations of traffic calming, traffic 

diversion, and intersection treatments to improve the bicycling 

environment. The appropriate level of treatment to apply is 

dependent on roadway conditions, particularly motor vehicle 

speeds and volumes.

Traffic conditions on neighborhood greenways should 

be monitored to provide guidance on when and where 

treatments should be implemented. When motor vehicle 

speeds and volumes or bicyclist delay exceed the preferred 

limits, additional treatments should be considered for the 

neighborhood greenway.

Paved Shoulders

Typically found in less dense areas, shoulder bikeways are 

roadways with paved, striped shoulders. While there is no 

minimum width for paved shoulders, 4’ or greater is preferred 

for cyclists. In addition to the safety and comfort benefits for 

cyclists, paved shoulders also reduce roadway maintenance, 

improve roadway drainage, provide a stable walking surface 

for pedestrians when sidewalks cannot be provided, reduce 

vehicular crashes, and provide emergency stopping space for 

broken-down vehicles. 

Shoulder bikeways often, but not always, include signage 

alerting motorists to expect bicycle travel along the roadway. 

Shoulder bikeways should be considered a temporary or rural 

treatment, with full bike lanes planned for construction if the 

roadway is widened or completed with curb and gutter.

Because some rural and neighborhood streets feature lower 

traffic volume and lower speeds, they travel. Bicycle travel on 

these roads is typically not separated from motor vehicle traffic.
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Sidepaths

Shared Use Paths along roadways, also called Sidepaths, are a 

type of path that run adjacent to a street. Because of 

operational concerns it is generally preferable to place paths 

within independent rights-of-way away from roadways. 

However, there are situations where existing roads provide the 

only corridors available. When designed correctly, these 

facilities have the ability to provide a high level of comfort for 

pedestrians and bicyclists. However, the AASHTO Guide for 

the Development of Bicycle Facilities cautions practitioners of 

the use of two-way sidepaths on urban or suburban streets with 

many driveways and street crossings. Where implemented, 

sidepaths should be coupled with strict access management 

regulations or improvements. 

Off-Road Pedestrian & Bicycle Facilities

Off-road bikeways are intended to create completely separated 

spaces for pedestrians and bicyclists. These are the preferred 

facility for novice and average bicyclists. Special consideration 

must be given to environmental conditions and for all roadway 

crossings.

Shared Use Paths

A shared use path allows for two-way, off-street bicycle use and 

also may be used by pedestrians, skaters, wheelchair users, 

joggers and other non-motorized users. These facilities are 

frequently found in parks, along rivers, beaches, and in 

greenbelts or utility corridors where there are few conflicts with 

motorized vehicles. Path facilities can also include amenities 

such as lighting, signage, and fencing (where appropriate).  Key 

features of shared use paths include:

• Frequent access points from the local road network.

• Directional signs to direct users to and from the path.

• A limited number of at-grade crossings with streets or 

driveways.

• Terminating the path where it is easily accessible to and 

from the street system.

• Separate treads for pedestrians and bicyclists when heavy 

use is expected.

Signed Bike Routes or “Bike Friendly Roadways”

These routes are recommended on existing low-volume, bike-

friendly roadways where bikeway signage and markings are 

used to guide bicyclists to popular destinations. Typically, these 

routes are recommended in locations that serve as alternate 

routes for roadways that are less comfortable for cycling due 

to higher motor vehicle volumes and/or speeds. They were 

chosen as part of the network because of the importance of 

overall system connectivity and connectivity to destinations 

such as parks and schools, but offer shorter connections than 

do neighborhood greenways or bicycle boulevards. Shared 

lane markings may be utilized to supplement wayfinding 

signage.
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Introduction

The following sections present the pedestrian and bicycle 

network recommendations for the City of Columbia. The intent of 

these recommendations is to present a long-term vision for the 

walking and bicycling network, ensuring accessibility for potential 

pedestrians, bicyclists, and transit users in communities across the 

City and potential future areas of growth around Columbia.

The recommendations presented in the maps on the following 

pages directly reflect the information collected and presented 

in the Existing Conditions Analysis related to existing planning 

efforts, demand, equity, safety, public input, best practices and 

the City of Columbia’s high aspirations for becoming a premiere 

walk and bike-friendly community.

Pedestrian and Bicycle Project 
Development

Two distinct approaches are used in Walk Bike Columbia to 

develop the pedestrian and bicycle recommendations. The 

pedestrian recommendations reflect a more localized analysis 

of block-by-block infrastructure gaps and deficiencies along 

with specific generators of pedestrian travel demand, like 

transit stops. The bicycle recommendations reflect a city-wide 

and regional perspective of throughways and access routes.

Pedestrian Project Development

Sidewalk Project List Methodology

The universe of potential pedestrian sidewalk projects begins 

with the full roadway network, except limited access highways. 

This universe is first filtered by the following criteria:

• Demand – Any segment with a maximum demand score 

in the lowest two categories is removed (as shown in the 

Pedestrian Suitability Analysis).

• Supply – Any segment with a Level of Service of 1 or 2 

(high comfort) is removed. In addition, roadways with a 

higher posted speed (over 40 mph) and more than 2 lanes 

is removed where they meet a level of service of 3, since 

this is the best possible score for these roads. The best 

possible level of service is higher (indicating lower comfort) 

for higher-speed, multi-lane roads since those roads will 

never be as comfortable as local roads with well-designed 

pedestrian infrastructure. 

In some cases, pedestrian improvements are recommended 

along roadways that already contain sidewalks on both sides. 

In these cases, a buffer is recommended. 

Signalized Intersection Project List Methodology

The universe of potential signalized intersection improvement 

projects begins with all signalized intersections along major 

roadways. This universe is first filtered by the following criteria:

• Demand – Any intersection with a demand score in 

the lowest two categories is removed (as shown in the 

Pedestrian Suitability Analysis).

• Supply – Any intersection with a Level of Service of 1, 2 or 

3 as shown on the Pedestrian Intersection Level of Service 

map is removed. In addition, any intersection with a higher 

posted speed (over 40 mph) and more than 2 lanes is 

removed where it meets a level of service of 4, since this 

is the best possible score for these intersections. The best 

possible level of service is higher (indicating lower comfort) 

for intersections on higher-speed, multi-lane roads since 

these roads are never as comfortable to cross as local 

roads with well-designed crossing infrastructure.

The resulting intersections are recommended for a variety 

of improvements. These may include installation of curb 

ramps, additional marked crosswalks, high-visibility marked 

crosswalks, or curb line adjustments to reduce crossing 

distances for pedestrians. 

Pedestrian and Bicycle Network Recommendations
Unsignalized/Midblock Crossing Project List 
Methodology

The universe of possible unsignalized/mid-block crossings 

begins with all arterials and collectors. While these major 

roadways are difficult for pedestrians to cross safely between 

signalized intersections, the mobility needs of all modes along 

these roadways must be balanced with the desire to create 

safe crossings regularly for pedestrian travel. The following 

selection of roadways for possible unsignalized/mid-block 

Recommended pedestrian and bicycle 
connections will comfortably and 

safely link Columbia neighborhoods to 
important local destinations such as 

schools, workplaces, food centers, retail 
destinations and recreation centers 
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Nature of Recommendations

Recommended facilities for pedestrians and bicyclists strive to 

create a safe and comfortable walking or bicycling environment 

for users of all ages and abilities and reflect national best 

practices in considering conditions such as traffic volumes, 

traffic speeds, available roadway rights-of-way, and distances 

between crossing locations. Recommendations are considered 

planning-level, meaning that they should be used as a guide 

when implementing recommendations. In many cases, more 

detailed design studies will be required to examine specific 

site conditions and develop specific designs that reflect local 

conditions and constraints. In addition, these maps reflect 

the long-term vision for the network and implementation 

will not happen overnight. However, this Plan also contains 

an Implementation Plan, seen in the following sections, that 

provide a roadmap for implementing recommendations in a 

logical manner. The Implementation Plan prioritizes the most 

feasible projects that provide the greatest return in terms of 

need, safety improvement, and costs. The Implementation Plan 

also projects costs, develops a timeline for implementation and 

provides resources for project funding.

TABLE 11 - PEDESTRIAN PRIORITIZATION CRITERIA AND WEIGHTS

Criteria Definition Input Score

Demand Does the project promote walking by providing facilities in an 

area with high demand?

Pedestrian Suitability Analysis  demand category: includes where people live, 

work, learn, play, and access transit

2 – 4 points (Higher points 

for higher demand score)

Supply Does the project improve conditions on a segment with low 

quality pedestrian infrastructure?

Pedestrian level of service 1 – 4 points (Higher points 

for lower supply score)

Equity Does the project benefit underserved communities?  Equity composite measure : includes 1) families living near or below the poverty 

line, 2) households with no vehicle available, 3) non-white populations, and 4) 

households with a limitation on English speaking ability

1 – 4 points (Higher points 

for higher equity score)

Previously Proposed 

Projects

Does the project have direct support expressed by inclusion in 

an adopted planning document?

2006 CMCOG Bicycle & Pedestrian Plan, Penny sales tax pedestrian project, 25 

miles of planned sidewalks

3 points

Promote Safety Does the project improve a location with a recorded safety concern? Pedestrian collisions, 2010-2014 3 points

Public Input Does the public support this project as a priority? Online public input map 2 point

Project Identification

The final step in the pedestrian project development 

methodology requires filtering each the three project lists 

based on a set of ranking criteria shown in Table 11 on the 

next page. Through this final weighted scoring process, the 

pedestrian projects most suited to meet the goals and needs 

of the City of Columbia in the near term rise to the top as a 

targeted list of citywide priority projects.

Bikeway Project Development

Bikeway network development utilized a number of different 

analyses, described in the Existing Conditions section of this 

plan, and planning judgement to determine what project types 

are warranted along roadways throughout Columbia. These 

recommendations also include some new off-street bicycle 

accommodation recommendations where they serve a major 

connectivity function in the network. The ultimate goal of the 

bikeway network is providing connectivity to destinations 

such as retail centers, job centers, schools and recreation 

opportunities for all residents.

crossings was chosen to balance those needs. The universe of 

arterials and collectors will be filtered by the following criteria:

• Demand – Any segment with a maximum demand score 

in the lowest three categories is removed (as shown in the 

Pedestrian Suitability Analysis).

• Supply – Any segment with a midblock crossing Level 

of Service of 1 or 2, as shown on the Midblock Crossing 

Analysis Map, is removed.

• Destinations – Any segment without a mapped destination 

(hospital, shopping center, school, or library) within a 

quarter mile is removed. 

The resulting list of segments should be examined for 

possible crossing needs midblock or at unsignalized 

intersections. A crossing may not be appropriate for all of 

these segments.
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Type Miles

Greenway 53

Sidepath 101

Cycle Track (1-way) 28

Cycle Track (2-way) 9

Buffered Bike Lanes 26

Bike Lanes 68

Paved Shoulders 11

Bike Boulevard 64

Shared Lane 
Markings

5

Signed Route 2

Infill Street 3

Type Miles

Total Roadway Miles 740

Bike Lanes 19

Shared Lane 
Markings

0.5

Bike Routes 20

Category Priority Score Count

High 15 - 18 3

Medium High 13 - 14 4

Medium 11 - 12 8

Medium Low 9 - 10 11

Low 6 - 8 6

Category Priority Score Miles

High 15 - 19 10

Medium High 13 - 14 38

Medium 11 - 12 69

Medium Low 9 - 10 221

Low 4 - 8 301

Category Priority Score Number

High 13 - 17 11

Medium High 11 - 12 34

Medium 9 - 10 84

Medium Low 7 - 8 161

Low 4 - 6 99

TABLE 17 – SUMMARY OF MILEAGES FOR RECOMMENDED 

BIKEWAY FACILITIES

TABLE 14 – SUMMARY OF PEDESTRIAN INTERSECTION 

IMPROVEMENTS BY PRIORITY SCORE

TABLE 18 – SUMMARY OF BICYCLE SPOT IMPROVEMENTS

TABLE 12 – EXISTING MILES OF COLUMBIA SIDEWALKS 

AND TRAILS

TABLE 13 – EXISTING MILES OF COLUMBIA BIKEWAYS

Type Miles

Total Roadway Miles 740

Sidewalks 391

Paved Shared Use 
Path

20

Natural Surface Path 30

Singletrack trail 25 TABLE 15 – SUMMARY OF MILEAGES FOR RECOMMENDED 

SIDEWALKS BY PRIORITY LEVEL

TABLE 16 – SUMMARY OF PEDESTRIAN INTERSECTION 

IMPROVEMENTS BY PRIORITY SCORE

Existing Facilities Recommended Pedestrian Facilities Recommended Bicycle Facilities

Recommendations Overview

Tables 12-18 below provide a summary of improvements 

shown in Figures 19-33 on the following pages broken down 

by miles for linear facilities, or number of locations for spot 

improvements. Refer to the previous section for an overview of 

the different recommended improvement types.

Type Number

Pedestrian/Bicycle 
Cut-through

6

Intersection 
Improvements

12
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FIGURE 19 - COLUMBIA SIDEWALK RECOMMENDATIONS AND PRIORITIES (OVERVIEW)
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FIGURE 20 – COLUMBIA RECOMMENDED SIGNALIZED INTERSECTION AND MID-BLOCK CROSSING IMPROVEMENTS (OVERVIEW)
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FIGURE 21 - COLUMBIA SIDEWALK RECOMMENDATIONS AND PRIORITIES (CITY CENTER)
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FIGURE 22 – COLUMBIA RECOMMENDED SIGNALIZED INTERSECTION AND MID-BLOCK CROSSING IMPROVEMENTS (CITY CENTER)
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FIGURE 23 - COLUMBIA SIDEWALK RECOMMENDATIONS AND PRIORITIES (NORTHEAST)
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FIGURE 24 – COLUMBIA RECOMMENDED SIGNALIZED INTERSECTION AND MID-BLOCK CROSSING IMPROVEMENTS (NORTHEAST)
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FIGURE 25 - COLUMBIA SIDEWALK RECOMMENDATIONS AND PRIORITIES (NORTHWEST)
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FIGURE 26 – COLUMBIA RECOMMENDED SIGNALIZED INTERSECTION AND MID-BLOCK CROSSING IMPROVEMENTS (NORTHWEST)
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FIGURE 27 - COLUMBIA SIDEWALK RECOMMENDATIONS AND PRIORITIES (SOUTHWEST)
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FIGURE 28 – COLUMBIA RECOMMENDED SIGNALIZED INTERSECTION AND MID-BLOCK CROSSING IMPROVEMENTS (SOUTHWEST)
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FIGURE 29 - COLUMBIA BICYCLE NETWORK AND SPOT RECOMMENDATIONS (OVERVIEW)



86   | PEDESTRIAN AND BICYCLE MASTER PLAN

FIGURE 30 – COLUMBIA BICYCLE NETWORK AND SPOT RECOMMENDATIONS (CITY CENTER)
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FIGURE 31 - COLUMBIA BICYCLE NETWORK AND SPOT RECOMMENDATIONS (NORTHEAST)
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FIGURE 32 – COLUMBIA BICYCLE NETWORK AND SPOT RECOMMENDATIONS (NORTHWEST)
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FIGURE 33 - COLUMBIA BICYCLE NETWORK AND SPOT RECOMMENDATIONS (SOUTHWEST)
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Introduction

This section provides an assessment of current bicycle 

parking conditions in the City of Columbia followed by 

recommendations. Bicyclists expect a safe, convenient place 

to secure their bicycle when they reach their destination. This 

may be short-term parking of two hours or less, or long-term 

parking for employees, students, residents, and commuters. By 

providing a variety of convenient bicycle parking options that 

meet the needs of everyday bicyclists, Columbia will send the 

message that bicyclists are welcome throughout the City and 

improve the viability of bicycling for transportation.

The following is a brief summary of bicycle parking facilities 

that are referenced throughout this section. Note that the 

Design Guidelines appendix of this master plan provide further 

detail of facility types.

Short-Term Bicycle Parking

Bicycle Racks: This generally refers to short-term bicycle 

parking meant to accommodate visitors, customers, and others 

expected to depart within two hours. 

On-Street Bicycle Corral: These consist of bicycle racks 

grouped together in a common area within the street 

traditionally used for automobile parking. Bicycle corrals 

are reserved exclusively for bicycle parking and provide a 

relatively inexpensive solution to providing high-volume bicycle 

parking.

Long-Term Bicycle Parking

Bicycle Lockers: Bicycle lockers are intended to provide 

long-term bicycle storage for employees, students, residents, 

commuters, and others expected to park more than two hours. 

Long-term facilities protect the entire bicycle, its components 

and accessories against theft and against inclement weather, 

including snow and wind-driven rain. Bicycle lockers provide 

space to store a few accessories or rain gear in addition to 

containing the bicycle. 

Secure Parking Areas (SPA): A Secure Parking Area for 

bicycles, also known as a Bike SPA or Bike & Ride (when 

located at transit stations), is a semi-enclosed space that offers 

a higher level of security than ordinary bike racks. Accessible 

via key-card, combination locks, or keys, Bike SPAs provide 

high capacity parking for 10 to 100 or more bicycles. Increased 

security measures create an additional transportation option 

for those whose biggest concern is theft and vulnerability. Bike 

SPAs may occur as one component of a larger Bike Station 

or Bike Hub that provides multiple amenities for commuting 

cyclists, such as lockers, showers, bike maintenance services, 

and retail.

Bicycle Parking Assessment and Recommendations
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Types and Locations

City of Columbia bicycle parking initiative: Bicycle racks 

and several on-street bicycle corrals are found in the City of 

Columbia. A bicycle parking initiative launched by the City 

of Columbia’s BikeColumbia Task Force, the Bicycle and 

Pedestrian Advisory Committee (BPAC), independent bicycle 

groups, and advocacy groups in 2013 has led to the installation 

of 34 bicycle racks (as of October 2014) and counting. Most 

of these locations include two-capacity bicycle racks. Four 

of these locations consist of on-street bicycle corrals with a 

capacity of 12 bicycles. Local bicycle rack manufacturer, Cycle 

Stops, has produced the custom-made racks which include a 

palmetto tree and bicycle within the diamond-shaped frame. 

The racks can be sponsored for as little as $225 for one bike 

rack. Below is a map from the Cycle Stops website showing 

specific locations for most of the recent installations. 

Bicycle Parking Assessment

Overview

Bicycle parking is abundant on the campus of the University 

of South Carolina, and the current bicycle parking initiative 

by the City of Columbia is improving city-wide availability. It 

is understood that some existing bicycle racks pre-date the 

current City of Columbia bicycle parking initiative and may not 

be reflected within the map and data shown below. Future 

data collection efforts should identify all bicycle rack locations 

and provide an assessment of upgrades need to the type or 

placement of older bicycle racks. 

This assessment and subsequent recommendations focus on 

recently created data as part of the city-wide bicycle parking 

initiative as well as bicycle parking locations found on the 

University of South Carolina campus bicycle parking map. This 

section provides an assessment of current bicycle parking 

conditions, including the following:

• Existing Bicycle Rack Data

• Types and Locations

• Public Input

• Summary

TABLE 19 - EXISTING RACK COUNTS IN COLUMBIA

Managing Entity Count - Rack 

Locations

Data Link

City of Columbia 34 Cycle Stops 

Bicycle Rack 

Locations

University of South 

Carolina

53 USC Bicycle 

Parking Information 

Total 87

 

City of Columbia bicycle racks: Image from Cycle Stops website:  
https://www.cyclestops.com/locations.html 
 

 

City of Columbia bicycle rack locations: Image from Cycle Stops website: - 
https://mapsengine.google.com/map/u/0/viewer?mid=zw0BlmTe7Uxg.kz_4-IuO3TUw 
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recommended to include racks that can accommodate three 

bicycles.

Beyond the provision of on-bus bicycle racks, however, the 

COMET system offers little to no bicycle parking at transit 

stops. In the image below, a bicycle is parked along a fence at 

the downtown transit center.

Public Input

The public input process included several steering committee 

meetings, public workshops, stakeholder focus groups, and 

an online project website, survey (and hardcopy survey) and 

interactive map. Bicycle parking was highlighted several times 

through public comment, touching on the following general 

needs and desires:

Bus system

• Install or increase the number of bicycles that can be 

accommodated by the city and campus buses.

University of South Carolina campus bicycle parking: Bicycle 

racks are found frequently across the campus of the University 

of South Carolina. A total of 53 locations throughout campus 

have bicycle racks. Most of these consist of multi-capacity 

wave racks, which do not meet basic standards for bike rack 

design and often result in unstable bikes, as shown in the 

image below:

A map from the University of South Carolina’s website shows 

the location of all bicycle racks on campus (represented by 

yellow circles) at bottom right.

The COMET buses (City of Columbia) and Carolina Shuttle 

(University of South Carolina): All of the COMET buses in 

the City of Columbia bus system have bicycle racks that 

accommodate two bicycles on a first-come first-serve basis. 

Future upgrades will include bus racks that can accommodate 

three bicycles. 

The University of South Carolina’s campus bus system, Carolina 

Shuttle, does not have bus racks, but future procurements are 

Bicycle racks are generally found in the following types of 

locations in Columbia:

Commercial/Entertainment areas:

• Five Points area

• Abundant in the center of Five Points

• Several along Devine Street

• Rosewood Drive 

Downtown Central Business District

• Main Street north of the statehouse

• Gervais Street west of the statehouse

Other tourist areas

• Robert Mills historic neighborhood northeast of downtown

 

Bicycle rack in front of the Russell House University Union:  
Image from Google Street View 
 

 

University of South Carolina bicycle racks: Image from a link on the USC Vehicle Management & Parking Services 
website: - http://www.sc.edu/vmps/cycle.html 
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further in the following ‘Bicycle Parking Recommendations’ 

section.

• Program recommendation – Organize bike-on-bus 

demonstration at the downtown transit center to teach 

riders how to use a bus bike rack.

City-wide standards and policies – Develop city-wide 

bicycle parking standards and placement policies to ensure 

the addition of functional bicycle parking in downtown, 

neighborhoods, and at popular destinations around the city.

Wayfinding – Develop wayfinding signage that directs 

bicyclists around town and to bicycle parking areas.

Locations in need of bicycle parking – Survey participants 

were asked to list up to three locations where they would like to 

have bicycle parking. The most common locations cited were:

• Gervais Street

• The Vista

• Parks

• Trenholm Plaza

• Five Points

• Main Street

• Rosewood Drive

• Downtown

• Grocery stores and shopping centers 

Summary

While the existing data shows extensive efforts in providing 

bicycle parking across USC campus and the City of Columbia, 

there is much room for improvement. The City currently lacks 

a bicycle parking ordinance that would complement existing 

bicycle parking initiatives. The City has done well to implement 

several on-street bicycle parking corrals to increase the volume 

of bicycle parking availability, but currently, no long-term 

bicycle parking exists in the City (in the form of bicycle lockers 

or SPAs). Specific locations and improvements are discussed 

Above: parking garages often provide 
the space and user demand to bike 
parking SPAs.

Below: Increasing bicycle parking at 
transit hubs was also identified as 
a priority in Columbia. This topic is 
discussed on the following page.
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Bike Hub: Implement long-term bicycle parking in highest 

demand areas

A growing number of cities across the United States are 

incorporating Bike SPAs into a larger Bike Hub operation. 

Columbia has the opportunity to implement the first of this type 

of bicycle parking in the southeast region of the United States. 

The nearest example is the BikeStation ® in Washington, DC 

that houses over 100 bicycles in 1,600 sq. ft. of free-standing 

ultra-modern glass and steel design. A variety of business 

models can be used to develop this type of facility, such as the 

Indy Bike Hub in Indianapolis, which is operated in partnership 

with the local YMCA. 

Existing research suggests that capital costs of Bike Hubs 

total $3,000 to $5,000 per bicycle parking space, though 

costs differ significantly based on the breadth of services 

provided at the facility and design features. Annual operating 

costs can range from $30,000 to $200,000, but often total 

about $50,000.  Though no universal formula exists, Bike Hub operators can often cover 40 percent of annual operating costs with 

revenues from fees services.

Transit: Expand Bicycle Parking

Currently all of the COMET buses have two-capacity bicycle racks mounted on the front of the bus with plans to upgrade to three. 

Bicycle parking is needed at transfer stations and stops. While USC buses (Carolina Shuttle) do not carry bicycle racks, future 

procurements are recommended to include three-bike racks. USC should continue to include bicycle parking at all bus stops. 

Central transfer stations should also include long-term parking. A bike-on bus demonstration should be incorporated into other 

encouragement/education programs (such as open streets events) to teach riders how to use a bus bike rack.  

Providing bicycle storage at transit stops and stations allows commuters to combine their trips with greater convenience. The 

COMET’s Downtown Transit Center (and Greyhound stop) and the Amtrak passenger rail should include both short-term and long-

term parking facilities located near loading zones and, when possible, in view of station attendants. Additionally, short-term bicycle 

parking should be available at key high-demand transit stops along the COMET routes. Future commuter and intercity rail systems 

should include bicycle carry-ons and long-term parking. These recommendations are based on the Intermodal Transit Analysis of this 

Plan.

Bicycle Parking Recommendations

While bicycle parking on the University of South Carolina 

campus is widely available and the recent bicycle parking 

initiative by the City of Columbia has increased bicycle parking 

city-wide, several improvements are needed to the system. 

This section includes recommendations for priority action steps 

to strengthen bicycle parking throughout Columbia.

Priority Action Steps

The following action steps specific to bicycle parking are key 

near-term and on-going efforts in which the City and local 

partners can lead. These recommendations include long- and 

short-term facility development along with formal requirements 

to serve as a multi-faceted approach serving bicycle parking 

needs more effectively and efficiently.

Bicycle Parking Requirements: Codify

Policy recommendations in this plan include that the City adopt 

general bicycle parking requirements that extend to all land 

uses and accommodate short-term and long-term bicycle 

parking. Combining codified bicycle parking requirements and 

the City’s bicycle rack initiative with local partners will serve 

bicycle parking needs most efficiently and should serve as a 

high priority. Please reference the policy recommendations of 

this plan for further detail.

Security Parking Area (SPA): Implement long-term bicycle 

parking in highest demand areas

Security Parking Areas or ‘SPA’s are a version of long-term 

bicycle parking most suitable for major employers and highly 

centralized areas of activity such as transit bike ‘n’ ride areas 

or downtown commuter parking garages. The City of Columbia 

should assess downtown parking garage opportunities and 

work with landlords of high-occupancy downtown buildings to 

implement up to three Bike SPAs that offer access-controlled, 

long-term bicycle storage. 

Formalizing temporary bike parking for 
city events is a great encouragement 
tool, especially if it is a free offering.
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