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CORRIDOR STUDIES
In 2016, the City of Charlotte began several multimodal planning studies to enhance pedestrian and bicycle travel
and complete street features on portions of arterials (thoroughfares) in Charlotte. The studies evaluate existing
conditions, identify deficiencies, and make recommendations to improve the safety and ease of walking and biking
along and across busy streets.
These corridors were identified by several criteria including: having four or more lanes, a posted speed limit over
35 mph, top 15 transit ridership routes, no planned street improvements by other projects in the Community
Investment Plan (CIP), and limited pedestrian crossing opportunities.
The corridors currently being studied are:
•
•
•
•
•

South Boulevard
South Tryon Street
Parkwood Ave and The Plaza
West Boulevard
Eastway Drive

This report describes the existing conditions of the Eastway Drive corridor as well as the findings from the study.

Map 1: Corridor Studies in Charlotte
EASTWAY DRIVE
(2017)

PARKWOOD AVE
& THE PLAZA
(2016)

WEST BOULEVARD
(2017)
SOUTH BOULEVARD &
SOUTH TRYON STREET
(2016)
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Eastway Drive at Central Avenue
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EXECUTIVE SUMMARY

•

New traffic signals

•

Pedestrian refuge islands (2)

•

Intersection changes

•

Bike boulevards to enhance existing bicycle
network (12.7 miles)
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In an effort to address issues related to pedestrian
safety and bicycle access along Eastway Drive, the
City of Charlotte and its partners conducted a study
to determine interim and long-term solutions to
improve the corridor for all users. The outcome of the
study proposes long-term “ultimate” cross sections
and interim intersection and road improvements
along the corridor at 19 intersections and midblock
crossings, including the following*:

R
SHAMROCK D

*Note: The number of road improvements described above does
not match the number of intersections due to the fact that some
locations have multiple improvements recommended.

NE DR
KILBOR

The project study area (see right) consists of
approximately 4.25 miles of Eastway Drive, from N
Tryon Street, passing over the future Blue Line Extension
light rail alignment, and extending to Woodland Drive
north of Independence Boulevard.

KILBORNE
PARK

The corridor intersects several other major corridors,
including N Tryon Street, The Plaza, Sugar Creek Road,
Shamrock Drive, Kilborne Drive, and Central Avenue.
It traverses six neighborhoods of Charlotte: PlazaShamrock, Shannon Park, Country Club Heights,
Windsor Park, Markham Village, and Briar Creek.
The study recommends enhancements to 19 crossing
locations (see right), 9 of which have been identified as
priority projects.
The following report includes an analysis of the
corridor’s existing conditions, findings from public
input, study recommendations for priority areas along
the corridor, and visualizations for long-term solutions
at key intersections.

CENTRA
L AVE

LEGEND
Proposed Ped Crossing

WOO
DLAN
D DR

Proposed Signal
Existing Signal
County Owned Property

E INDEPEND
ENCE BLVD
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Public Involvement
This planning project included various public outreach
strategies, traffic analyses, and design solutions to make
Eastway Drive a more complete street. Public input
came from various sources including public meetings,
an online survey, and walking tours along the corridor.
Overall, participants largely favored driving to
destinations along Eastway Drive; many respondents
did not feel comfortable walking or biking along
the corridor due to the lack of designated bicycle
facilities, inconsistency of sidewalks along Eastway
Drive, and safety concerns.
The public input process gave insight to current travel
behavior along Eastway Drive as well as popular
pedestrian destinations and desired crossings along the
corridor. Input helped inform which crossings should
be designated as priority as well as amenities that would
best respond to the needs of its users. During the public
outreach process, visual simulations were presented
to show potential improvements. Below and right are
the existing conditions at Woodland Drive and what a
bicycle boulevard and pedestrian improvements might
look like.

TRAVEL BEHAVIOR ALONG
EASTWAY
71% Do NOT Walk
93% Do NOT Bike
93% Do NOT ride the Bus
93% Drive (63% everyday)
Note: Percentages represent participants in the
project public outreach.

(Right) Existing bus stops at Woodland Dr lack sidewalk access
and a place to sit. (Below) Seating enhances the transit rider
experience; bicycle boulevards connect bicyclists with local
neighborhood destinations on quiet streets.
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TYPICAL INTERIM SOLUTIONS
IMPROVED CROSSINGS
(Above) Existing conditions and site plan for typical interim
solutions shown at Howie Circle. (Below) Interim option for
Howie Circle shown in perspective.

Interim solutions can be implemented within 2-10
years at both new and existing crossings and work
within the right-of-way to make it safer to cross
and travel along Eastway Drive.
Pedestrian-activated signals, such as Pedestrian
Hybrid Beacons, pedestrian refuge islands, and
high-visibility crosswalks allow pedestrians to
cross Eastway Drive more safely, and can be
implemented to create immediate change in the
pedestrian network.

COMPLETE STREET ENHANCEMENTS
Bus shelter improvements and street trees
enhance user comfort and corridor appearance.
Implementing bike boulevards along low-speed,
low-volume streets can connect cyclists more
comfortably with local destinations. Treatments
include wayfinding signage, traffic calming, and
pavement markings.
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TYPICAL ULTIMATE SOLUTIONS
PEDESTRIAN & VEHICULAR NETWORK
IMPROVEMENTS
While interim solutions include new signals and
enhanced user amenities, ultimate solutions include
implementing new left turn lanes with intermittent
planted medians at crossings. Left turn lanes make
traffic flow more smoothly and safely and medians
give refuge to users crossing wide streets (see below).
Widened sidewalks and widened planting strips also
increase safety and comfort for pedestrians along
Eastway Drive. Other improvements include more
frequent and safer crossings, enhanced lighting,
increased tree canopy, and streetscape amenities on
Eastway Drive.

BICYCLE NETWORK IMPROVEMENTS
Ultimate solutions for Eastway Drive include separated
bike lanes, wider planting strips, bus shelter improvements,
and streetscape amenities such as street trees and lighting
(shown above). A Pedestrian Hybrid Beacon, highvisibility crosswalks, and a planted median creates safe
crossings for pedestrians and bicyclists.

One of the long-term goals of this project is to
improve the bicyclist experience. This can be
accomplished by improving existing roadways,
increasing connectivity with bikeways and greenways,
and expanding destination-based bike route
wayfinding along the corridor.

Eastway Dr. Streetscape & Pedestrian Improvement Study
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Currently, pedestrians and cyclists use the existing sidewalks, which are
narrow and lack meaningful planting strips.
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EXISTING CONDITIONS
OVERVIEW
The City of Charlotte intends to implement pedestrian and bicycling improvements on the Eastway Drive
corridor between Tryon Street and Independence Boulevard/US-74. This section summarizes an existing
conditions analysis of the corridor. The analysis identifies needs for all modes along the corridor (including
pedestrians, cyclists, transit riders, and motorists), constraints that will impact design, and opportunities for
the corridor to connect to pedestrian and cycling networks.

CORRIDOR OVERVIEW
The Eastway Drive study corridor is approximately 4.25 miles in length and traverses the Plaza-Shamrock, Shannon
Park, Country Club Heights, Windsor Park, Markham Village, and Briar Creek neighborhoods of Charlotte (see
Figure 1 on the following page). Eastway Drive is a major thoroughfare designated as a “Boulevard” (from Tryon
Street to Shamrock Drive and from Central Avenue to Independence Boulevard) and an “Avenue” (between
Shamrock Drive and Central Avenue) per the Transportation Action Plan’s Urban Street Design Guidelines (USDG)
Street Classification Map, adopted February 2017.
The corridor intersects several other major thoroughfares also designated as Avenues per the plan, including N
Tryon Street, The Plaza, Sugar Creek Road, Shamrock Drive, Kilborne Drive, Central Avenue, and Independence
Boulevard/US-74 (designated a Freeway).
Eastway Drive at Kilborne Drive
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Context
The northern terminus of the study corridor is the intersection of N. Tryon Street. The southern terminus of the
study corridor is at Independence Boulevard/US-74. The corridor passes over the Blue Line Extension light rail
alignment, between Tryon Street and The Plaza.
The corridor includes several park and recreation facilities, including Eastway Park, Methodist Home Recreation
Center, Kilborne District Park, and the Evergreen Nature Preserve. Eastway Park is the site of a regional recreation
center that will attract visitors from the surrounding neighborhoods. Kilborne District Park is a 50-acre recreation
destination including a trail network, playground, and athletic fields.
The southern end of the corridor borders the Evergreen Cemetery – an historic cemetery, which sees informal
use as a location for recreational walking and biking – and the 77-acre Evergreen Nature Preserve. The preserve
is currently being improved to include a parking lot, picnic area, and loop trail, which are likely to attract more
visitors from neighborhoods along the corridor.
Garinger High School, Merry Oaks Elementary School, and Eastway Middle School are also located along the
Eastway Drive corridor. Garinger High School is located at the intersection of Eastway Drive and Sugar Creek
Road. Merry Oaks Elementary is just west of the corridor, between Arnold Drive and Central Avenue. Eastway
Middle School is east of the corridor, between Central Avenue and Woodland Drive. It is across the street from the
Evergreen Nature Preserve, serving students from all the neighborhoods surrounding the corridor.
Commercial and retail destinations are located throughout the corridor. Several major shopping centers exist —
at Tryon Street, The Plaza, and Central Avenue — as well as smaller shopping strips and corner markets at Sugar
Creek Road, Shamrock Drive, and on the north side of Central Avenue.
A number of churches and child care/education centers are also located throughout the corridor.

Attendees at the Summer 2017 public meeting commenting on maps and voting on preference boards.
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FIGURE 1: STUDY AREA CONTEXT
NOTE: ROW is ~100 ft
except where otherwise noted
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Right-of-Way and Property Ownership
The available right-of-way is approximately 100 feet
along most of the corridor, with the following exceptions
(also marked on the map in Figure 1 on previous page):
Approximately 460 feet south of Arnold Drive, the rightof-way constricts to 70 feet. This 70-foot right-of way
continues until approximately 560 feet north of Central
Avenue, where the right-of-way widens to 80 feet and
gradually widens to reach approximately 100 feet again
at the Central Avenue intersection. On the south side
of the Central Avenue intersection, Eastway’s right-ofway widens to 120 feet, but then it tapers down to only
85 feet on the north side of the Eastway Crossing Drive
intersection. The right-of-way then expands to 100 feet
at that same intersection, which continues to just south
of Biscayne Drive where it constricts to 90 feet. This
90-foot right-of-way runs for approximately 280 feet to
Pinecrest Avenue, where the right-of-way expands to
100 feet again. This 100 foot right-of-way carries for the
remaining length of Eastway Drive to the interchange
with Independence Boulevard/US-74.

The majority of adjacent properties along the
corridor are privately owned, with the exception of
Garinger High School property (owned by CharlotteMecklenburg Board of Education), Mecklenburg
County park property north of The Plaza (Eastway
Community Park) and near Hilliard Drive (Methodist
Home Neighborhood Park and future Briar Creek
Greenway), and the U.S. Postal Service property on the
northeast side of the interchange with Independence
Boulevard/US 74.
There are limited opportunities to improve or expand
the pedestrian realm within the existing right-of-way.
In some locations, the current street cross-section
can be expanded, while other sections would require
land acquisition and/or reallocation of existing street
components. The corridor is most constrained south of
Arnold Drive to Central Avenue.

Four lanes of travel along Eastway Drive with additional turn lanes.
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Landscaping and Lighting
Street lighting exists along the extent of the corridor;
however, no pedestrian-scaled lighting is in place.
Lighting at intersections and pedestrian travel paths
should be evaluated further to determine priority
locations for pedestrian-scaled lighting.
Trees provide shade in sections of the corridor but are
not consistent along all sidewalks. Tree cover is most
sparse along Eastway Drive south of Central Avenue
and through the commercial sections of the corridor.
All existing trees are located behind the sidewalk,
except in the following brief sections, where they are
in the buffer zone:

•

on the east side of the corridor between Majeed
Drive and Citiside Drive,

•

at the entrance to the Methodist Home Recreation
Center,

•

between Magnolia Hill Drive and Kilborne Drive,
near Burgin Street; and

•

on the west side between Commercial Avenue and
Sugar Creek Road, and south of Dunlavin Way.

Overhead Utilities and Typical Cross Sections
Overhead utility lines are located on the east side of Eastway Drive from Woodland Drive to Bentley Place and
from Sandhurst Drive to Shamrock Drive. The poles are generally located within the planting strip, but in some
places are directly behind the sidewalk. North of Eastway Crossing Drive, utility poles are also present on the west
side of the corridor and run until just south of Arnold Drive. The utility lines switch to the west side of Eastway
Drive between Bentley Place and Sandhurst Drive, and again north of Shamrock Drive.

Utilities and no street trees located in the planting strip along Eastway Drive.
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Traffic Features
There are two travel lanes in each direction along the majority of the corridor, with additional turn lanes at
major intersections (North Park Mall, The Plaza, Citiside Drive, Sugar Creek Road, Michigan Avenue, Shamrock
Drive, Kilborne Drive, Central Avenue, Eastway Crossing Drive, Biscayne Drive, and Woodland Drive). South of
Woodland Drive, a third travel lane is added in each direction. In addition, a 600-foot southbound exclusive right
turn lane is provided to turn onto Independence Boulevard. In the northbound direction on Eastway Drive, a 900foot merging lane is provided for traffic coming off of Independence Boulevard.
The entire Eastway Drive corridor has a posted speed limit of 45 mph, with two exceptions: a “35 mph When
Flashing” School Zone near Garinger High School — starting 300 feet north of Sugar Creek Road and continuing
south to Peace Street; and a 40 mph zone between Arnold Drive and Burgin Street near Merry Oaks Elementary
School.
Traffic volumes vary along the corridor in the range of 18,800 to 34,000. The lightest traffic is south of The Plaza,
and the heaviest is north of Shamrock, near Garringer High School. Traffic is also heavier towards the sound end
of the corridor, as one approaches Independence Blvd/US-74. (See Figure 1 on page 3 for details.)
Figure 2 and Figure 3 illustrate typical cross-sections along the corridor. Actual roadway and right-of-way widths vary.

FIGURE2:EASTWAYDRIVE(N.TRYONSTSOUTHTOCENTRALAVE)

Opportunities and constraints include the following:
•

The existing roadway and sidewalk are well within the available 85’-100’ right-of-way, so the potential for expansion outward is
available.

•

The existing 11’ and 13’ travel lanes present little opportunity to reallocate space within the existing cross-section.
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Eastway Drive at Central Avenue (aerial)

Eastway Drive at Central Avenue

FIGURE3:EASTWAYDR(CENTRALAVESOUTHTOWOODLANDDR)

Opportunities and constraints include the following:
•

The available right-of-way is mostly built out. The sections with 100+ feet of right-of-way have additional travel lanes as Eastway
Drive approaches the Independence Boulevard/US-74 interchange. There are limited opportunities for widening within the right-ofway.

•

Vehicular lane widths are approximately 11’ and 13’, providing some potential opportunity for lane reallocation.

Eastway Dr. Streetscape & Pedestrian Improvement Study
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COMMUNITY PROFILE
The Eastway Drive corridor falls primarily within the 28205 zip code, and partially within the 28215 and 28213 zip
codes. Data on demographics, commute mode share, and disadvantaged or vulnerable communities is included
here and presented in tables comparing the 28205 zip code to the City of Charlotte.

Population
The racial and ethnic makeup of the 28205 zip code is 39.4% white (non-hispanic), 31.9% black, 6.3% Asian,
and 2.4% two or more races. 19.6% identified as Hispanic or Latino (of any race). This compares to the city as
a whole where 44.4% identify as white (non-hispanic), 34.5% black, 5.2% Asian, and 2.1% two or more races. In
Charlotte, 13.3% of the population identifies as Hispanic or Latino (of any race).
The population of the 28205 zip code is skewed toward the middle-age brackets compared to the city as a whole.
7.8% of the population is over the age of 65 and 19.7% are under the age of 14 in zip code 28205, compared to 8.8%
and 21.2% respectively in the City of Charlotte. A significantly higher percentage (12.0%) of residents in the
28205 zip code have a disability, compared to 9.1% in Charlotte.

AGE DISTRIBUTION
CITY OF CHARLOTTE

28205 ZIP CODE
Column1

7.8%
UNDER
AGE 14

19.7%
OVER 65
AGE 15 - 64
72.5%

Column1

8.8%
UNDER
AGE 14

21.2%
OVER 65
AGE 15 - 64
70.0%

English Proficiency
12.5% Limited English Proficiency (28205 Zip Code)
5.5% Limited English Proficiency (City of Charlotte)

More than double the proportion of 28205 households have limited English proficiency compared to Charlotte
households (12.5% vs. 5.5%), indicating higher rates of immigration.
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Population in Poverty
A significant proportion of residents
in 28205 live beneath the poverty
line. 28.8% of residents in the
vicinity of the Eastway Drive
live in poverty, versus 16.8% of
residents in the city. This correlates
to a higher unemployment rate and
a much higher percentage of zerovehicle households (10.0% in 28205
vs. 3.9% in the City of Charlotte).
This indicates limited mobility
choices and the need for alternative
transportation options near Eastway
Drive.

ZERO VEHICLE HOUSEHOLDS
10.0% Zero Vehicle Households
(28205 Zip Code)
3.9% Zero Vehicle Households
(City of Charlotte)

Commute Mode Share
A larger share of residents take
transit (8.6%) and carpool (17.6%)
to work in the 28205 zip code
than the city as a whole (Source:
2015 AVS), while fewer residents
drive alone. However, only 1.2%
of residents walk and only 1.4% of
residents bike/motorcycle/taxi to
commute to jobs. The small number
of people using active transportation
likely reflects the limited walking
facilities and lack of comfortable
biking facilities for all ages near and
along the Eastway Drive corridor, as
well as the lack of major job centers
within comfortable walking or
biking distance of the corridor.

COMMUTE MODE SHARE
28205 ZIP CODE
WALK/
BIKE/
TRANSIT
11.1%

Column1

DRIVE ALONE/
CARPOOL
88.9%%

CITY OF
CHARLOTTE
WALK/
BIKE/
TRANSIT
7.2%

Column1

DRIVE ALONE/
CARPOOL
92.8%
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THE PEDESTRIAN NETWORK
Sidewalks

Curb Ramps

There are complete sidewalks on both sides of Eastway
Drive between Tryon Street and Independence
Boulevard/US-74. These sidewalks are generally 5
feet wide with a 3-ft planting strip, although there
are sections where there is no planting strip and the
sidewalks are at the back of the curb.

Curb ramps are in place at all crossings except at
Weldon Avenue and Commercial Avenue. Where
present, the curb ramps appear to be ADA compliant at
all major intersections, with some exceptions where the
installation of detectable warning panels is required to
meet ADA compliance (see Figure 4 on following page).

Charlotte’s USDGs recommend 6-ft sidewalks and
8-ft planting strips along Avenues & Boulevards; these
street classifications apply to Eastway Drive. Figure 4 on
the following page notes locations where the sidewalks
do not meet the 6-ft width guidelines, as well as other
issues, such as where sidewalks are in disrepair or lack
ADA curb ramp features.

Driveways along the corridor are mostly ADA
compliant. A full field review and detailed assessment
was not performed as part of this project scope.
However, there are a number of driveways that appear
to be non-compliant, especially near the intersection of
Eastway Drive and The Plaza (see Figure 4 on following
page). In general, these non-compliant driveways
occur where the sidewalk is at the back of curb, and no
level surface is provided to avoid the driveway ramp,
which does not appear to be at 2% grade or less. The
difficulty of providing ADA compliant ramps on backof-curb sidewalks is addressed in the Charlotte WALKS
Pedestrian Plan of 2017.

THE BIKEWAY NETWORK
There are no dedicated bicycle facilities on Eastway
Drive. The Charlotte Regional Transportation Planning
Organization evaluated the Bicycle Suitability of
Eastway Drive as “poor” based on the posted speed
limits, average annual daily traffic volume, number
of travel lanes, and the presence/absence of paved
shoulders or bike lanes.

Bicycle Connectivity
There is limited space available for bike facilities within
the existing roadway. Narrow right-of-way, especially
between Arnold Drive and Central Avenue, also limits
the ability to add off-road facilities, such as a shared-use
path, without acquiring additional property.

Proposed greenways in the area, such as the South
Loop alternative alignment of the Cross Charlotte Trail
(XCLT) and Briar Creek Greenway, will provide future
bicycling connections to other existing and proposed
bikeways, such as the bicycle lanes on Central Avenue
and Kilborne Drive and Charlotte Bike Route 8, which
exists near the southern end of the corridor.
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FIGURE 4: PED AND BIKE NETWORK ANALYSIS
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Intersections and Crossings
Pedestrian facilities at signalized intersections include
upgraded ramps and appear to be ADA-compliant
(additional field review for full-compliance would need
to be done to ensure that current ADA standards are
met). Existing pedestrian facilities also include highvisibility crosswalks, and pedestrian signals for each of
the crossing legs.
The signalized intersections include:
•
•
•
•
•
•
•
•

A leading pedestrian interval (LPI) was installed at the
Sugar Creek Road intersection when it was upgraded
recently. Additional LPIs should be considered
for retrofit improvements to other signalized
intersections along the corridor when they are
upgraded as well. For instance, the Shamrock Drive/
Eastway Drive intersections will be part of an upcoming
redesign project. The skewed angle of this intersection
(and others along the corridor — see images, below)
and large turning radii create longer crossing distances
for pedestrians.

North Park Mall Entrance
The Plaza
Sugar Creek Road/Purser Drive
Shamrock Drive
Kilborne Drive
Central Avenue
Eastway Crossing Drive
Woodland Drive

Intersection of Eastway Drive and
The Plaza

Intersection of Eastway Drive and
Shamrock Drive

Intersection of Eastway
Drive and Sugar Creek
Road/Purser Drive
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FIGURE5:DISTANCEBETWEENSIGNALIZED
INTERSECTIONS ALONG EASTWAY
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corridor create an environment that
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limited opportunities to safely cross
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PEDESTRIAN & BICYCLE CONNECTIVITY
While basic pedestrian facilities are in place, there are opportunities to improve the pedestrian
experience at several locations:
Sidewalks along the majority of the corridor are 5 feet wide, and not the minimum 6-ft
sidewalks recommended in the USDGs, nor is the recommended minimum 8-ft planting strip
provided. A consistent planting strip would allow for a more comfortable pedestrian experience.
This is a priority supported by the Charlotte WALKS Pedestrian Plan.
The sidewalks along the majority of Eastway Drive have no tree cover. Shade would greatly
improve the pedestrian experience. Pedestrian-scaled lighting is also needed throughout the
corridor.
Crossing improvements at major intersections and between intersections are necessary to
improve comfort, safety and accessibility. Midblock crossings in key locations would also improve
safe and comfortable pedestrian access across the corridor.
Curb ramps and driveways are generally ADA compliant, but improvements are necessary at
some locations.
Isolated improvements to sidewalks are necessary where narrow sidewalks and uneven surfaces
create uncomfortable pedestrian conditions.
Proposed greenways, such as the South Loop alternative alignment of the Cross Charlotte
Trail (XCLT), Briar Creek Greenway, and improved bike routes will provide an opportunity for
pedestrian and bicycle connectivity.
There are approximately 44 bus stops along the corridor. Ten of these stops have benches,
another five have shelters. Highest ridership occurs at the stops near Central Avenue and Eastway
Drive.
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West Woodland Dr. Existing Conditions:
limited pedestrian connectivity- lack of
sidewalk on one side and at bus stop,
lack of crosswalks.

Howie Circle Existing Conditions
(midblock); challenging crossing
location due to multiple lanes of
traffic, lack of median, and distance
from signalized crossings.

Peace St Existing Conditions;
challenging crossing of Eastway Dr
due to lack of designated intersection
treatments and high-volume traffic.

Eastway Dr. Streetscape & Pedestrian Improvement Study
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OTHER PROJECTS IN THE AREA
Active projects and studies near the study corridor include:
A: Sugar Creek Road Streetscape
The project proposes to provide improved pedestrian and bicycle connectivity along Sugar Creek Road in support
of the planned Blue Line Extension Sugar Creek Station.
B: Shamrock/Plaza/Matheson Intersection Redesign Study
This project will look at various intersection realignment options and costs to better connect the neighborhoods
on either side of The Plaza, creating easier access to shopping along the corridor, NoDa (North Davidson area) and
the CATS Blue Line Extension.
C: Shamrock Drive Street Improvements
This project will upgrade Shamrock Drive from approximately Attaberry Drive to Cardiff Avenue to create a
“complete street” to better serve bicyclists, pedestrians, motorists, and adjacent neighborhoods and businesses.
D: Eastway Regional Rec Center
The center will be located at Eastway Park, and include more than 100,000 sq. ft. of recreational space for a variety
of activities.
E: Eastway/Shamrock Intersection Re-design
This project will re-design the intersection to better serve motorists, bicyclists, pedestrians, and surrounding land
uses.
F: Kilborne Drive Streetscape
With improvements to create a more complete street, Kilborne Drive provides a critical connection between
Central Avenue and Eastway Drive, allowing better access to Kilborne Park and future access to the planned Briar
Creek Greenway where it will cross Eastway Drive.
G: North Independence Area Sidewalk and Bikeway Improvements
This project will provide an east/west shared-use path north of and parallel to Independence Boulevard (US-74)
from the Campbell Creek Greenway to the east to the proposed Edwards Branch and Briar Creek Greenway to the
west.
H: Central/Kilborne/Norland Pedestrian Improvements
This project will include pedestrian and bicycle improvements at the intersection (and approaches) and an upgrade
to the historical public space near the intersection to create community identity.
I: Eastway and Wendover Road Connector
This project provides a pedestrian and bicycle path across Independence Boulevard (US-74) by modifying the
current crossing, which is currently eight lanes wide with narrow sidewalks.
J: Land Acquisition and Street Connections
This project provides infrastructure investment to spur economic growth and facilitate recruitment of high-tech
industries to this area.
In addition to these projects, there are two planned greenways that will connect or cross the study corridor and
provide additional bicycling connections. These include Briar Creek Greenway and the South Loop alternative
route of the Cross Charlotte Trail (XCLT).

16								

FIGURE 6: ACTIVE PROJECTS NEAR EASTWAY CORRIDOR
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Safety Issues
Table 1 summarizes the available crash data for the corridor, which covers the years 2012–2016. A total of 1,346
crashes took place over those five years, 54% of which occurred at five intersections (Tryon Street, The Plaza,
Sugar Creek Road, Shamrock Drive, and Central Avenue). Nine fatalities and 622 injuries occurred during the
observed period. The majority of crashes (818) led to property damage only.
Included in the vehicular crashes were pedestrian- and bicycle- involved crashes. There were 18 pedestrianinvolved crashes and 7 bicycle-involved crashes reported during the period of 2012 through 2016, which is
the most recent available data from Charlotte’s Department of Transportation. One of the pedestrian crashes
was a fatality. This represents 25% of all crash-related fatalities on the corridor. The severity of the 25 bicycle and
pedestrian crashes are detailed in Table 2 below. Maps on the following page (Figure 7 and 8) show the locations
of pedestrian and bicycle crashes for 2012 to 2016.

Table 1: Vehicular Crashes along Eastway Drive (2012-2016)
Location

Eastway Drive at The Plaza
Eastway Drive at Central Avenue
Eastway Drive at N Tryon Street
Eastway Drive at Shamrock Drive
Eastway Drive at Sugar Creek Road
Eastway Drive at Kilborne Drive
Eastway Drive at Eastway Crossing Dr
Eastway Drive at Curtiswood Drive
Eastway Drive at Woodland Drive
Eastway Drive at Citiside Drive
Eastway Drive at Michigan Avenue
Eastway Drive at Audrey Street
Eastway Drive at Arnold Drive
Eastway Drive at Dunlavin Way (S.)
Eastway Drive at Bentley Place
Eastway Drive at Biscayne Drive
Eastway Drive at Medford Drive

Vehicular
Crashes
188
169
150
140
79
62
42
39
36
35
32
32
31
30
29
29
25

Ped
Crashes
3
2

Bike
Crashes
2
2

3
2
1

2

1
3

1

1

Location

Eastway Drive at Finchley Drive
Eastway Drive at Dunlavin Way (N.)
Eastway Drive at Hilliard Drive
Eastway Drive at Commercial Avenue
Eastway Drive at Howie Circle (S.)
Eastway Drive at Howie Circle (N.)
Eastway Drive at Burgin Street
Eastway Drive at Peace Street
Eastway Drive at Townsend Avenue
Eastway Drive at Springway Drive
Eastway Drive at Sandhurst Drive
Eastway Drive at Magnolia Hill Drive
Eastway Drive at Dinglewood Avenue
Eastway Drive at Majeed Drive
Eastway Drive at Argus Lane
Eastway Drive at Pinecrest Avenue
Eastway Drive at Goodwin Avenue

Total

Table 2: Pedestrian and Bicyclist
Involved Crashes along Eastway
Drive (2012-2016)
Crash Severity

Fatality
Injury
Possible Injury
No/Unknown Injury

Total

Pedestrian
Crashes

Bicycle
Crashes

18

7

1
7
7
3

0
3
3
1
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Vehicular
Crashes
22
20
18
17
16
14
13
12
9
8
7
7
7
7
5
5
3

1346

Ped
Crashes

Bike
Crashes

1

1

18

7

FIGURE7:PEDESTRIANINVOLVEDCRASHES
ALONG EASTWAY (2012-2016)
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FIGURE 8: BICYCLIST INVOLVED CRASHES
ALONG EASTWAY (2012-2016)
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Transit Access
The Eastway Drive corridor is a CATS transit route — Route 39 runs along Eastway Drive from The Plaza to
Central Avenue, and Route 17 runs from Central Avenue to Woodland Drive. Several routes also intersect the
corridor: Route 3 along The Plaza, Route 23 along Shamrock Drive, and Route 9 along Central Avenue. All of
these routes connect the eastern neighborhoods to the Charlotte Transportation Center. Bus stops for Routes 39
and 17 are located at regular intervals along the entire corridor (see Figure 9, right).
There are approximately 44 bus stops along the corridor. Ten of these stops have benches, another five have
shelters. Ridership at the stops with the highest on-and-off-boardings are summarized in the table below:

Stop Description
Central Ave & Medford Dr
Eastway Dr & Weldon Ave
Eastway Dr & Central Ave
Central Ave & Eastway Dr
Eastway Dr @ Eastway Shopping
Center
Eastway Dr & Shamrock Dr
Eastway Dr & Kilborne Dr
Eastway Dr & Central Ave
Eastway Dr & Bentley Pl
Shamrock Dr & Finchley Rd
Eastway Dr & Arnold Dr
Eastway Dr & Sandhurst Dr
Tryon St & Eastway Dr
Eastway Dr & Arnold Dr
Eastway Dr & Biscayne Dr
Shamrock Dr & Eastway Dr
Woodland Dr & Eastway Dr
Eastway Dr & Audrey St
Central Ave & Eastway Dr
Eastway Dr & Central Ave
Eastway Dr @ 1908
The Plaza & Eastway Dr
Eastway Dr & Bentley Pl
Eastway Dr & Shamrock Dr
Eastway Dr & Central Ave
Eastway Dr & Sandhurst Dr
Eastway Dr & Kilborne Dr
Shamrock Dr & Eastway Dr
Eastway Dr & Arnold Dr
Eastway Dr & Burgin St
Eastway Dr & Audrey St

Boardings
On
Off
56.6
36.2
35.4
31.6
31.0

37.0
13.0
21.6
53.0
10.6

30.0
28.0
28.0
26.4
25.6
20.8
18.6
18.4
17.2
17.0
16.6
14.2
9.6
9.4
9.2
9.0
6.6
6.6
6.0
5.0
1.2
5.8
3.4
3.8
3.4
1.8

3.6
2.8
24.2
4.8
15.6
2.8
2.0
10.2
4.4
26.8
13.4
2.0
0.2
66.8
23.6
0.0
48.8
34.4
25.2
21.2
18.8
16.8
16.4
15.4
12.2
11.0

Table 3: CATS bus on-boardings
and off-boardings (2015), listed
highest-to-lowest on-boardings (top
5 off-boardings in black)
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FIGURE 9: TRANSIT NETWORK
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Neighborhood residents providing feedback at the Garinger High
School public meeting.
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PUBLIC INPUT

PUBLIC INPUT SUMMARY
Public input for the Eastway Drive was gathered from multiple sources, including public meetings, online
surveys, and walking tours along the corridor. From these various forums, we received detailed feedback on the
pedestrian and bicycling experience along Eastway Dr. The following is a summary of the public input findings.
Respondents to the various public input forums represented 18 different neighborhoods in the area:
•
•
•
•
•
•

Bridlewood
Citiside
Commonwealth Park
Commonwealth Morningside
Country Club Heights
Eastway Park

•
•
•
•
•
•

Eastway Sheffield
Elizabeth
Highland Creek
Kilborne Acres
Markham Village
Medford Acres

•
•
•
•
•
•

Merry Oaks
Shamrock
Shamrock Hills
Verndale Farms
Windsor Park
Winterfield

There were 17 survey responses. The following are summary statistics regarding travel mode and top pedestrian
destinations:

TOP PEDESTRIAN
DESTINATIONS
56.3% Restaurants

TRAVEL BEHAVIOR ALONG
EASTWAY
71% Do NOT Walk

37.5% Eastway Park

93% Do NOT Bike

37.5% Blue Line Light Rail

93% Do NOT ride the Bus

31.3% Kilborne Park

93% Drive (63% everyday)

25.0% Shopping/Grocery
18.8% Methodist Home Rec Center
12.3% CATS Bus Stops
12.3% Eastway Reg. Rec Center
6.3% School
6.3% Work

Eastway Dr. Streetscape & Pedestrian Improvement Study
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Walking

71%
Top Reasons for Not
Walking
•

Safety/dangerous traffic
conditions

•

Uninviting/uncomfortable
streetscape

•

Challenging crossings

of survey respondents
do NOT walk along
Eastway Drive.

WHERE PEOPLE
CURRENTLY
CROSS

WHERE PEOPLE
WANT TO CROSS

•
•
•
•
•
•
•
•
•

•
•
•
•
•
•
•
•

Arnold Drive
Central Avenue
Citiside Drive
Garinger H.S. driveway
The Plaza
Shamrock Drive
Shell Station at Shamrock
Sugar Creek Rd./Purser Dr.
Woodland Drive

Arnold Drive
Central Avenue
Citiside Drive
Kilborne Drive
Medford Drive
The Plaza
Shamrock Drive
Sugar Creek Rd./
Purser Dr.
• Woodland Drive

(Note: There is some overlap between the current crossing locations and
“desired” crossing locations (purple text), which is reflective of different
thresholds of comfort and safety and/or necessity in crossing at certain
locations.)

WHAT’S NEEDED TO MAKE WALKING EXPERIENCE BETTER?
Buffer between sidewalk and traffic (6)

Trash bins, less litter (2)

Pedestrian crossings (5)

Traffic signaling (1)

Shade trees, streetscaping (3)

Wheelchair access (1)

Landscaped median (3)

Points of interest/art (1)

Wider sidewalks (2)

Better sidewalk maintenance (1)

Traffic calming (2)

Bike lanes (1)

Lighting (2)
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FIGURE 10: PUBLIC INPUT: CROSSINGS
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Biking

93%
Top Reasons for Not
Biking
•

Safety: both traffic related and
personal safety from crime/
harassment

•

No bike lanes; sidewalks not
suitable
for biking
Top Biking
Destinations:

•

Kilborne
Park
Don’t• own
a bike/don’t
ride
•
Restaurants
bike for transport

of survey respondents
do NOT bike along
Eastway Drive.

91%

would prefer a side
street route instead
of Eastway Drive

DESIRED BIKING DESTINATIONS:
•
•
•
•
•
•

Kilborne Park
Eastway Park
Restaurants
Shopping/Grocery
Blue Line Light Rail
Schools

(Note: The overlap (purple text) between the current biking destinations and
“desired” biking destinations is reflective of different levels of comfort and safety
for biking in the area.)

WHAT’S NEEDED TO MAKE BIKING ALONG EASTWAY BETTER?
“Sidewalks”, bike lanes, and “bike trails” (5)
Separation from traffic, protected bike lanes (4)
Slower traffic (2)
Signage (1)
Refuge islands (1)
Buffer between sidewalk and traffic (1)
Shade Trees (1)
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Transit

93%
86%

of survey respondents
do NOT ride the bus
along Eastway Drive.

would like to ride
the bus along
Eastway Drive.

WHAT’S NEEDED TO
INCREASE INTEREST IN
RIDING THE BUS ALONG
EASTWAY?
•
•
•
•
•

Better bus stops/shelters
Better signage
Better lighting
Better CATS app
Better crosswalks/access
to stops

Driving

93%

of survey respondents drive
along Eastway Drive.

WHAT’S NEEDED TO MAKE THE DRIVING
EXPERIENCE ALONG EASTWAY BETTER?
•
•
•
•
•
•
•

Better intersections
Traffic calming
Lighting
Better left turn on Belcross/Eastway
Public art
Landscaping, streetscaping
Attractive walkways (with landscaped planting strips)

1X/WEEK
8%

3-5X/WEEK
31%

EVERYDAY
61%

RESPONDENTS’ FREQUENCY OF
DRIVING ON EASTWAY DRIVE

Eastway Dr. Streetscape & Pedestrian Improvement Study
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Intersections
Through mapping exercises, survey questions, and field notes from the walking tours, participants reported the
following concerns related to intersections (and midblock sections) that are difficult to cross under existing
conditions:
• Arnold Drive — Right turn only onto Eastway
Drive leads to illegal left turns or immediate
U-turns on Eastway Drive at the church parking lot
south of Arnold Drive.
• Central Avenue
»» Right turning drivers heading south on Eastway
Drive do not yield to pedestrians.
»» The pedestrian signal is not long enough for safe/
comfortable crossing; two electric wheelchairbound residents cross here frequently.
• Citiside Drive to Weldon Avenue
»» There is no crossing signal or light and the
nearest crossings are too far for wheelchair/
disabled residents (many of whom live in the
Citiside residence).

• Howie Circle — The walking conditions here are
not comfortable or inviting due to sidewalks being
narrow and in poor condition and the lack of
sufficient buffer between pedestrians and car traffic.
• Shamrock Drive
»» Crossing on the west side of Eastway Drive
requires two crossings and a “pork chop”
median. Many pedestrians are crossing west of
the intersection where there is a more direct line
across Shamrock Drive, but even there they have
to contend with significant traffic levels across
four travel lanes and a slip lane turning right off
of Eastway Drive.
»» Crossing on the east side of Eastway Drive is
difficult due to queuing cars at the light, but
pedestrians cross in this location to travel
between convenience stores on either side of
Shamrock Drive.

»» The are no curb cuts at the Weldon Avenue/
Eastway Drive intersection.
• Curtiswood Drive (and ½ mile to the north and
south)
• Eastway Drive Crossing — Pedestrians do not use
the crosswalk, but rather cross midblock to get to
the McDonalds or the bus stop in front of Church’s
Chicken.
• Eastway Drive in front of Garinger High School
— Buses drop off midblock. There is no safe
crossing nearby. Students have to walk over 600 feet
to Sugar Creek Road to cross from the bus stop.
• Finchley Drive (midblock west of Mirabar Dr.)
• The Plaza
»» Drivers do not obey the speed limit, and
their behavior does not create a comfortable
environment for pedestrians.

• Sugar Creek Road/Purser Drive
»» Skewed angles, lead turning signals, and slip
lanes create too many turning movements for a
safe/comfortable pedestrian crossing.
»» Pedestrian crossing signals are too short and
pedestrians get stranded on the median.
»» Many pedestrians choose to cut through the Auto
Bell driveway.
• Woodland Drive — “The “walk” signal needs to be
longer.

»» Frequent jaywalking occurs between Rose’s and
Harvey’s shopping centers.
»» Difficult crossing at intersection of Eastway Drive
due to turning vehicles and U-turns.
»» The crossing distance is not comfortable for
pedestrians, and the signal does not give enough
time for safe/comfortable crossing.
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Preference Surveys
The following charts reflect the results of preference surveys conducted at the public meeting. Approximately 13
people participated.

PEDESTRIAN & BIKE
INFRASTRUCTURE
PREFERENCES
Improved Sidewalks (11)
Buffered Bike Lanes (10)
Shared-Use Paths (7)
Protected/Separated Bike Lanes (6)
Bicycle Boulevards (3)
Bicycle Lanes (3)

CROSSING PREFERENCES
Additional Signalized Intersections (7)
Improved Accessibility (7)
Raised Medians/Crossing Islands (6)
Pedestrian Hybrid Beacons (5)
Improve existing signalized intersections (4)
Bike Friendly Crossing/Pavement (4)
Limiting Unsafe Turning Movements (3)
Bicycle Detection (0)

STREETSCAPE PREFERENCES
Lighting (12)
Trees (7)
Benches + Trash (6)
Bus Shelters (5)
Wayfinding Signs (4)
Bike Racks (3)

Attendees at the public meeting commenting on maps
and voting on preference boards.

Eastway Dr. Streetscape & Pedestrian Improvement Study
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PHASE 2 OUTREACH SUMMARY
After completing the draft report with study recommendations (summarized in the recommendations chapter,
see page 31), additional public input was gathered online and in the field along the corridor to receive feedback
on the proposed recommendations. Respondents were asked to evaluate the interim and long-term draft
recommendations outlined in the Eastway Drive Streetscape and Pedestrian Improvement Study presentation,
an abridged summary of this report, which was featured on the City’s website. Responses were measured by 2
multiple choice questions and 3 open-response questions.

Online Survey
64 people responded to the online survey over the course of two weeks, February 5 to February 19, 2018. The
following is a summary of responses received online.

Other Notable Comments
about Proposed Crossings
•

2 respondents felt that short-term
“Option A” improvements are not
enough to improve pedestrian safety

•

1 respondent mentioned that a divided
road with a separate turn lane is
necessary along Eastway

•

Some commented that Bentley
Place should be “higher on the list;”
indicating some misunderstanding
about the order of priority projects in
the presentation (projects were listed
in order of location, north to south,
rather than order of need)

91%

agree or strongly agree that the
recomendations reflect the needs of
Eastway Drive and its users.

2 people

disagreed that the priority projects
reflect the needs of the corridor.

SHOULD THE STUDY CONSIDER
ANY ADDITIONAL CROSSING OR
INTERSECTION IMPROVEMENTS?
•
•
•
•
•
•
•

Sharon Amity
Between Monroe and Wendover
Kilborne
Eastway and Woodland
Dunlavin
Eastway and The Plaza
Eastway and Central

(Note: Purple text indicates that the additional improvements mentioned
are already being considered within the corridor study.)

Although other improvements were suggested by respondents, none felt that the current recommendations
were inappropriate or unnecessary at the proposed locations. The majority of respondents seemed to be
looking forward to improvements along the corridor. Many currently feel unsafe walking along Eastway and
expressed strong positive support for intersection/crossing and amenity improvements that would reduce traffic
speed and improve walk-and-bike-ability in the area.
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excitement about the
improvements to the bicycle
network, including bike lanes along Eastway and implementing
Some people expressed

a boulevard along Arnold Dr.
Some commented that bike lanes along the corridor were unnecessary and unsafe next to speeding traffic.

SHOULD THE STUDY CONSIDER
ANY ADDITIONAL BIKE
FACILITIES, OR IMPROVEMENTS?
• Raised lanes
• Painted buffer lanes
• Cyclist bridges
• Bike service stations

SHOULD THE STUDY
CONSIDER ANY
ADDITIONAL PEDESTRIAN
AMENITIES?
• Pedestrian bridges
• Bus shelters

• Bike racks at shopping centers
• Bike boxes at intersections
• Increased network connectivity to local parks, new
housing developments, and shopping centers

•
•
•
•

Roundabouts
Lighting
Trash receptacles
Shade trees

• Speed enforcement

Priority Improvements
•

Improvements to landscaping, litter, and pedestrian amenities were considered priority to respondents,
including wide medians and safer crossings

•

Many respondents mentioned the need for curb appeal, “beautification” and “cleanliness” along the
corridor

Field Survey
On February 16, 2018, 4 members of the design and engineering team (including 2 CDOT staff and 2 Alta staff)
walked along Eastway Drive in the afternoon to reach transit riders and pedestrians in the area and get their
feedback on draft recommendations. Respondents were shown the online presentation and given the same 5
questions to respond to. The team received feedback from 8 residents along Eastway Drive.
• Overall, all 8 respondents agreed that the draft recommendations and priority projects reflect the needs of the
corridor and its users.
• Respondents requested some additional pedestrian refuge medians or improved crossings to be considered,
especially at bus stops, including locations such as Bentley Place bus stop, Albermarle Road, Monroe, and the
Eastway/Commonwealth intersection.
• Some current proposed crossings were noted by respondents as priority: crossing at Garinger High School,
Howie Circle, Eastway and Central, and Bentley Place
• Other comments include bus stop improvements and stop spacing, wide medians, increased curb cuts for
cyclists, increased sight distance, and lighting.

Eastway Dr. Streetscape & Pedestrian Improvement Study
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Proposed bike boulevard along Arnold Drive. A Pedestrian Hybrid Beacon,
high-visibility crosswalks, and planted median refuge increase comfort and
safety for bicyclists and pedestrians.
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RECOMMENDATIONS
OVERVIEW
The Eastway corridor recommendations are intended to be supportive of the long-term vision for a balanced
mobility system that sets walking, biking, and transit use on par with automobile use. The recommended
projects can stand alone as independent projects or implemented together to form a more cohesive complete
street network.
This chapter includes the following elements:
• Recommended Cross Sections
• Crossings
• Bicycle Boulevards
• Streetscape and Transit Amenities
While the ultimate cross sections form the long-term (10+ years) vision for the corridor, there are numerous
opportunities to improve the pedestrian and cycling environment in the short and mid-term.
• Interim crossing enhancements can be completed in the next 2-10 years to make it easier and safer to cross
Eastway Drive.
• Bicycle boulevards can provide alternate routes for bicycle travel in the next few years until Eastway Drive has
dedicated bicycle facilities.
• Streetscape amenities, such as pedestrian-scale street lights, street furnishings, and public art can improve
the safety, aesthetics, character, and function of the street environment.
• All transit users are also pedestrians, and some are also even cyclists. Improving transit amenities (such as
shelters, wayfinding, and benches) and connections to transit stops make riding transit more comfortable and
for all users.
Recommendations within this plan should reference the following design guidelines:
• NCDOT Complete Streets Planning and Design Guide
• City of Charlotte Urban Street Design Guide (USDG)
• Charlotte BIKES Bicycle Plan
• Charlotte WALKS Pedestrian Plan
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RECOMMENDED CROSS SECTIONS
Overview
Before investing time in short-term projects, it is important to understand the longer-term vision for the
corridors. The cross-sections in this study are intended to represent the long-term build out for the entire
corridor. These are considered to be options for the typical conditions when a future NCDOT project occurs or
when build-out has occurred through development and/or redevelopment.
The corridor can be broken down into two primary sections: North Tryon Street to Central Avenue (existing
four lane cross section) and Central Avenue to Woodland Drive (existing six lane cross section). All cross
sections should include improvements to bus stops, streetscape amenities, pedestrian-scale street lights, and
signalized and unsignalized crossings.

Section 1: North Tryon Street to Central Avenue

EXISTING:
The existing cross section along Eastway Drive is four travel lanes, with intermittent turn lanes and concrete
medians. Sidewalks exist along the corridor are often separated from the travel lanes by a narrow planting strip.

FIGURE 11: EASTWAY DRIVE SECTION 1 EXISTING SECTION
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OPTION A:
Improvements are limited to the ROW outside of the existing curb and gutter. The proposed Option A includes an
8-ft planting strip (which can accommodate large maturing street trees in areas without overhead utility lines) and
a 6-ft sidewalk. While this cross section does not add dedicated bike facilities, it is a lower cost solution to improve
the pedestrian environment.

FIGURE 12: EASTWAY DRIVE SECTION 1 (OPTION A)

OPTION B:
Assuming a future NCDOT widening project, this proposed cross section includes new left turn lanes with
intermittent medians, buffered bicycle lanes, an 8-ft planting strip (which can accommodate street trees in areas
without overhead utility lines) and a 6-ft sidewalk.

FIGURE 13: EASTWAY DRIVE SECTION 1 (OPTION B)
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OPTION C:
Assuming a future NCDOT widening project, the proposed cross section includes new left turn lanes with intermittent medians, an 8-ft planting strip (which can accommodate street trees in areas without overhead utility
lines), 6- or 7-ft raised/separated bicycle lanes, and a 6-ft sidewalk. A raised bike lane is a facility that is vertically
separated from motor vehicle traffic. The raised bike lane and sidewalk should remain raised at all driveway crossings, where possible.

FIGURE14:EASTWAYDRSECTION1PROPOSEDSECTION(OPTIONC)

OPTION D:
Assuming a future NCDOT widening project, the proposed cross section includes new left turn lanes with intermittent medians, 7-ft raised/separated bicycle lanes, an 8-ft planting strip (which can accommodate street trees in
areas without overhead utility lines), and a 6-ft sidewalk. A raised bike lane vertically separates cyclists from motor
vehicle traffic. A mountable curb can be used to allow entry and exit from the bicycle lane. A vertical curb can be
used where cyclists would not be expected to enter or exit the facility midblock. The raised bike lane and sidewalk
should remain raised at all driveway crossings, where possible.

FIGURE15:EASTWAYDRSECTION1PROPOSEDSECTION(OPTIOND)

36								

Figure 16: Eastway Drive Section 1 (N Tryon St to Central Ave)
Proposed Option B, 7-ft buffered bike lane with 8-ft planting strip
and 6-ft sidewalk. (Left) Existing conditions at same intersection.

Figure 17: Eastway Drive Section 1 (N Tryon St to Central Ave)
Proposed Option C, an 8-ft planting strip, 6-ft or 7-ft raised bike
lane with and a 6-ft sidewalk. (Left) Existing conditions at same
intersection.
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Figure 18: Eastway Drive Section 1 (N Tryon St to Central
Ave) Proposed Option D, 7-ft raised/separated bike lane with a
mountable curb, 8-ft planting strip and 6-ft sidewalk. (Left) Existing
conditions at same intersection.

Section 2: Central Avenue to Woodland Avenue

EXISTING:
The existing cross section along Eastway Drive is six travel lanes, with intermittent turn lanes and concrete medians. Sidewalks exist along the entire corridor, often separated from the travel lanes by a narrow planting strip.

FIGURE 19: EASTWAY DRIVE SECTION 2 EXISTING SECTION
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OPTION A:
Improvements are limited to the ROW outside of the existing curb and gutter. The proposed Option A includes an
8-ft planting strip (which can accommodate street trees in areas without overhead utility lines) and a 6-ft sidewalk.
While this cross section does not add dedicated bike facilities, it is a lower cost solution to improve the pedestrian
environment.

FIGURE 20:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIONA)

OPTION B:
Maintaining the existing curb and gutter, the proposed cross section reallocates the existing outside travel lanes
to create space for buffered bike lanes. Like Option A, Option B also includes an 8-ft planting strip (which can accommodate street trees in areas without overhead utility lines) and a 6-ft sidewalk.

FIGURE 21:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIONB)
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OPTION C:
Assuming a future NCDOT widening project and well as approval for the reduction of travel lanes, the proposed
cross section includes new left turn lanes with intermittent medians, an 8-ft planting strip (which can accommodate street trees in areas without overhead utility lines), 6- or 7-ft raised/separated bicycle lanes, and a 6-ft sidewalk. A raised bike lane is a facility that is vertically separated from motor vehicle traffic. The raised bike lane and
sidewalk should remain raised at all driveway crossings, where possible.

FIGURE 22:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIONC)

OPTION D:
Assuming a future NCDOT widening project as well as approval for the reduction of travel lanes, the proposed
cross section includes new left turn lanes with intermittent medians, 7-ft raised/separated bicycle lanes, an 8-ft
planting strip (can accommodate street trees in areas without overhead utility lines), and a 6-ft sidewalk. A raised
bike lane vertically separates from motor vehicle traffic. Mountable curbs can be used to allow entry and exit from
the bicycle lane for passing other bicyclists. Vertical curbs can be used where bicyclists would not be expected to
enter or exit the facility midblock. The raised bike lane and sidewalk should remain raised at all driveway crossings,
where possible.

FIGURE 23:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIOND)
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OPTION E:
Assuming a future NCDOT widening project and maintaining all existing travel lanes, the proposed cross section
includes new left turn lanes with intermittent medians, buffered bicycle lanes, an 8-ft planting strip (which can
accommodate street trees in areas without overhead utility lines) and a 6-ft sidewalk.

FIGURE 24:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIONE)

OPTION F:
Assuming a future NCDOT widening project and maintaining all existing travel lanes, the proposed cross section
includes new left turn lanes with intermittent medians, an 8-ft planting strip (which can accommodate street trees
in areas without overhead utility lines), 6- or 7-ft raised/separated bicycle lanes, and a 6-ft sidewalk. A raised bike
lane is a facility that is vertically separated from motor vehicle traffic. The raised bike lane and sidewalk should
remain raised at all driveway crossings, where possible.

FIGURE 25:EASTWAYDRSECTION2PROPOSEDSECTION(OPTIONF)
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CROSSINGS
Through input from the public, on-site observation, and analysis of crashes along the corridor, multiple locations
were identified that need crossing improvements, particularly for pedestrians. Crossing recommendations
are categorized by improvements to existing signalized intersection, proposed signalized intersections (traffic
signals), proposed pedestrian crossings (Pedestrian Hybrid Beacons and pedestrian refuge islands), and
intersection changes.

Crossing locations include:
1. North Tryon St (existing signal)
2. Northpark Mall (existing signal)
3. Eastway Park/Future Regional Recreation Center (includes future XCLT southern loop)
4. Howie Circle *
5. The Plaza (existing signal)
6. Weldon Ave/Citiside Dr (proposed signal)
7. Sugar Creek (existing signal)
8. Garinger High School (near Peace St/Audrey St) **
9. Shamrock Dr (existing signal) *
10. Hillard Dr/Dunlavin Way (midblock, includes future Briar Creek Greenway)
11. Kilborne Dr (existing signal)
12. Bentley Pl
13. Arnold Dr (proposed signal) *
14. Burgin St
15. Central Ave (existing signal)
16. Medford Dr *
17. Eastway Crossing (existing signal)
18. Biscayne Dr *
19. Woodland Dr (existing signal)
*Note: Green text denotes priority project
**Note: Indicates priority project that is also an ongoing/funded City/County project
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FIGURE 26: PROPOSED CROSSINGS
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Within the 4.25 mile corridor, there are currently 9 signalized crossings where pedestrians can cross Eastway
Drive. On average, that is a crossing every 0.43 mile. The proposed network of new 19 crossings creates a safer
pedestrian environment with crossing on average every .21 mile. For reference, a pedestrian can typically walk
0.25 (1/4) mile in approximately 5 minutes.
The “toolbox” (Table 4, on following page) outlines specific improvements to be made over time to intersections
along Eastway Drive. The improvements are shown on the corresponding maps (Figure 29) on the following
pages.

Refer to Appendix A for additional design considerations for crossing
treatments.

Figure 27: A pedestrian-activated HAWK traffic signal, highvisibility crosswalks, and a median refuge island could be
implemented at Garinger High School (between Peace St/
Audrey St) to allow pedestrians and bicyclists to cross Eastway
Drive safely. (Left) Existing conditions at same intersection.
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Table 4: Eastway Drive “Toolbox”

Improvement

Applicable Location(s)

Begin
Project

Description

North Tryon St

Enhancements include some or all of the
following:

Northpark Mall

•

Leading Pedestrian Intervals (LPIs)
that give pedestrians a few seconds
headstart to cross a street before
stopped traffic begins moving

•

Protected left turn signals that
eliminate left turn traffic conflicts with
peds

•

Bicycle detection

•

High-visibility crosswalks

The Plaza
Signalized
Intersection
Enhancements

Shamrock Dr
Kilborne Dr

>2 years

Central Ave
Eastway Crossing
Woodland Dr

Eastway Park/Future Regional
Recreation Center (includes
future XCLT southern loop)
Garinger High School (near
Pedestrian Hybrid Peace St/Audrey St)
Beacons (aka
Hillard Dr/Dunlavin Way
HAWK)
(includes future Briar Creek
Greenway)

Pedestrian activated signals that stop
traffic and allow pedestrians to cross the
street
1-3 years

Arnold Dr*

•

Include high-visibility crosswalks

•

Can include median refuge island

•

*Traffic signal is also an option for
Arnold Dr (long-term)

Biscayne Dr
New Traffic
Signals

Weldon Ave/Citiside Dr

Pedestrian Refuge
Islands

Howie Circle

Intersection
Changes

Arnold Dr**

Medford Dr

Shamrock Dr

>5 years

**Pedestrian Hybrid Beacon is also an
option for Arnold Dr (short-term)

<3 years

Benefits include improved safety and
comfort for pedestrians crossing wide
streets. Can be landscaped with grass or
street trees.

>3 years

The Shamrock Dr intersection project will
likely include road realignment and/or
other major infrastructure changes.

Eastway Dr. Streetscape & Pedestrian Improvement Study

45

BICYCLE BOULEVARDS
Overview

Bicycle boulevards are low-volume, low-speed streets modified to enhance bicyclist comfort by using treatments
such as signage, pavement markings, traffic calming and/or traffic reduction, and intersection modifications.
These treatments allow through movements of bicyclists while discouraging similar through-trips by non-local
motorized traffic.
Table 4: Eastway Drive “Toolbox” (Continued from Page 41)

Improvement

Applicable Location(s)

Begin
Project

Description
•

Provide a safe network of slow speed
streets for bicycle use. New signage
and pavement treatments will raise
awareness and enhance safety for
bicyclists

•

Wayfinding signs and pavement
markings

•

Speed management measures that
encourage slow (e.g. 20 mph) travel
speeds. Potential measures include
traffic circles, chicanes, or pinch
points. Horizontal deflection is
preferred over vertical deflection.

Arnold Dr/Markham Ct
Woodland Dr
Bicycle Boulevards

Redwood Ave/Trembeth Dr/
Dinglewood Ave
Roseview Ln/Dunlavin Way/
Country Club Dr

>3 years

Arlie St/Eastwood Dr/
Anderson St

Figure 28: A bike boulevard
could be implemented along
Woodland Ave to connect
the bicycle network to
Evergreen Nature Preserve.
Bus stop improvements and
wayfinding signage enhance
pedestrian and bicyclist
experience. (Above) Existing
conditions along Woodland
Ave, facing west.
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FIGURE 29: PROPOSED BIKE BOULEVARDS
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Discussion
Bicycle boulevard retrofits to local streets are typically
located on streets without existing signalized
accommodation at crossings of collector and arterial
roadways. Without treatments for bicyclists, these
intersections can become major barriers along the
bicycle boulevard and compromise safety.
Traffic calming treatments can deter motorists
from driving on a street. The City should anticipate
and monitor vehicle volumes on adjacent streets to
determine whether traffic calming on target streets
results in inappropriate volumes on nearby streets.
Traffic calming can be implemented on a trial basis.

Refer to Appendix B for additional
design guidelines and traffic calming
elements for bicycle boulevards.
Enhanced Crossings use
signals, beacons, and road
geometry to increase safety
at major intersections.
Partial Closures and other
volume management tools
limit the number of cars
traveling on the bicycle
boulevard.

Guidance
•

Signs and pavement markings are the
minimum treatments necessary to designate a
street as a bicycle boulevard.

•

Bicycle boulevards should have a maximum
posted speed of 25 mph. Use traffic calming
to maintain an 85th percentile speed below 22
mph.

•

Implement volume control treatments based
on the context of the bicycle boulevard, using
engineering judgement. Target motor vehicle
volumes range from 1,000 to 3,000 vehicles per
day.

•

Intersection crossings should be designed
to enhance safety and minimize delay for
bicyclists.

Signs and Pavement Markings
identify the street as a bicycle
priority route.

Speed Humps
manage driver
speed.

Figure 30: Design guidelines for Bicycle Boulevards. Source: Alta Planning + Design
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Curb Extensions shorten
pedestrian crossing
distance.
Mini Traffic
Circles slow drivers
in advance of
intersections.

Figure 31: A bicycle boulevard with a traffic circle,
instead of a 4-way stop sign, could be implemented along
Woodland Dr to slow vehicular traffic and increase safety
for pedestrians and bicyclists. (Right) Existing conditions
at the Woodland Dr/Kilborne Dr intersection (facing
north).
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STREETSCAPE AND TRANSIT AMENITIES
Bike Racks

By providing parking for cyclists, bike racks increase a
street’s functionality for users other than the motorist.
Bike parking is most effective when located close to
destinations (i.e. commercial districts, public transit
stops, parks) and when it is easily accessible and visible.
Bike racks should be carefully located to not obstruct
the sidewalk. With special attention to design, bike
racks can be not only functional but also add to the
aesthetics of the walking and biking environment.

Enhanced Pavement
Using a paving material other than concrete or asphalt
helps to better define and increase visibility for bicycle
and pedestrian areas and public spaces in general.
Paving alternatives include cobblestone, brick, stamped
or colored concrete, and pavers. While serving as an
aesthetic and place making enhancement, there are
a variety of factors that determine type, location and
design of enhanced pavement including accommodating
all potential users (strollers, wheel chairs, etc.), weather,
construction and maintenance costs, and need for
visibility during the day and at night.

Landscaping
The addition of landscaping along street corridors helps
establish a sense of place by creating a welcoming,
comfortable and attractive space for people to walk,
bike and recreate. Landscaping not only enhances
a roadway’s aesthetic by softening the street and
surrounding built environment but also can serve a
functional purpose of alleviating storm water runoff
and providing shade for pedestrians. Sight distances
should be taken into consideration when deciding the
type and location of landscaping.
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Lighting
Lighting is a critical streetscape element to enhance
visibility, comfort, and safety for both cyclists and
pedestrians. Street lighting specifically refers to
illuminating a street’s travel lane, which is important
for cyclists traveling on the roadway. Pedestrian scale
lighting specifically illuminates the sidewalk, which
helps to define and enhance a walking environment.
Pedestrian scale lighting is typically no more than 12
feet in height and should be provided near transit stops,
commercial areas, pedestrian crossings, and other areas
where night-time pedestrian activity is likely.

Pedestrian Countdown Signals
Pedestrian countdown signals communicate to the
pedestrian the amount of time to cross a street. This
can increase roadway safety by deterring pedestrian
crossings near the end of the countdown. Pedestrian
countdown signals also increase pedestrian visibility
reminding motorists to be aware of pedestrians at
an intersection. Pedestrian signals should be clearly
visible to the pedestrian at all times and located where
pedestrians wait to cross on a flat surface. Push-buttons
on the signals should be placed so that they are within
reach for pedestrians in wheelchairs. Audible cues
are also recommended for pedestrians with visible
impairments.

Seating
Public seating creates a functional environment for
the pedestrian by allowing opportunities for people to
rest and socialize. Seating also adds eyes to the street,
increasing security while also defining a pedestrian
oriented environment. Seating should be placed so that
it does not obstruct the walking space for pedestrians
and in an area that is accessible and visible. Seating
placement should take into consideration other
pedestrian amenities and features as well as pedestrian
focal points and intermodal connections.
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Planting Strip/Sidewalk Buffer
A planting strip is an unpaved area within the rightof-way that separates the street from the sidewalk,
which is also known as a type of sidewalk buffer. This
separation between pedestrians and traffic contributes
to an increased sense of safety as well as comfort. With
landscaping and trees, planting strips can reduce storm
water runoff as well as provide shade for pedestrians.
When designed appropriately, planting strips can
enhance a street’s aesthetic, creating a more pleasant
and welcoming environment for all users. Typically, the
width of the planting strip will determine the size and
type of landscaping materials. Additionally, placement
of landscaping and trees needs to ensure an acceptable
sight distance and when there is a limited right-of-way,
the planting strip may have to be considered against the
need for other design elements.

Transit Stops
Intermodal connectivity and accessibility is important
for all users, especially transit riders. Direct sidewalk
connections, safe street crossings, and bike racks are
critical elements to incorporate into a transit stop
to enhance intermodal connectivity. Additionally,
safety and comfort also need to be considered with
transit stops. Street and pedestrian scale lighting,
shelters, seating, and landscaping are all elements
that can enhance transit stops to be more welcoming
and comfortable while riders wait. Other amenities to
consider include wayfinding maps and transit maps to
orient riders of the area and routes.

Trash Receptacles
Providing adequate and appropriately located trash
receptacles can greatly enhance the functionality and
aesthetic of the streetscape by discouraging litter. Trash
receptacles should be placed so that they do not obstruct
the sidewalk nor increase visual clutter. Even though
utilitarian, trash receptacles can be designed to enhance
the pedestrian environment and add to a sense of place.
The placement of trash receptacles should take into
consideration the location of other streetscape elements
such as signs and street trees as well as pedestrian focal
points.
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Truncated Domes
Truncated domes provide a detectable warning of
potential hazards for visually impaired pedestrians.
Serving as an essential tactile cue, truncated domes
are a critical part of the streetscape fabric. Truncated
domes should be placed 6 to 10 inches from the bottom
of the curb ramp and across the full width of the ramp.
Additionally, smooth surfaces should be provided
around the truncated domes to maximize contrast.

Figure 32: Buffered bike lane along Eastway Drive between Peace Street and Audrey Street (Option B). Streetscape amenities such as
pedestrian-scale lighting, truncated domes, improved bus shelters, planting strips, and street trees increase comfort and safety for
all users.
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Bicycle boulevards and traffic circles could be implemented along Woodland Dr to
enhance the bicycle network, provide traffic calming, and improve connectivity to
neighborhood destinations, including Kilborne Park.
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IMPLEMENTATION
OVERVIEW
This implementation chapter includes the
following elements:
• Priority Project Cut Sheets
• Ongoing City/County Projects

PRIORITY PROJECTS
Each recommended project has been evaluated based on its relative costs, public feedback, and observed need.
Through this analysis, 9 projects were identified as priority projects that could be implemented in a short time
period, while providing maximum impact to existing pedestrians in the Eastway Drive corridor.

PRIORITY PROJECTS INCLUDE:
1. Howie Circle Pedestrian Crossing
2. The Plaza Crossing
3. Weldon Ave/Citiside Dr Crossing
4. Garinger High School (near Peace St/Audrey St) Pedestrian Crossing
5. Arnold Dr Crossing/Intersection Enhancements
6. Arnold Dr/Markham Ct Bicycle Boulevard
7. Central Avenue Crossing
8. Medford Drive Pedestrian Crossing
9. Biscayne Drive Pedestrian Crossing
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1. Howie Circle Pedestrian Crossing

FIGURE 33: PROJECT LOCATION
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Figure 34: (Below) High-visibility crosswalks with a planted
median refuge island could be implemented on Eastway Dr near
Howie Circle to allow pedestrians and bicyclists to cross the road
safely. Bus stop improvements and street trees enhance the user
experience.
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Figure 35: Plan View of Proposed Improvements for Howie Circle

Table 5: Estimated Project Cost

Base Cost

Low
Estimate: $321,000.00

Optional Items
Bus Stop Shelter
Bus Stop Bench
Bus Stop Signage

Quantity Low Unit Price High Unit Price
2
2
2

$2,500.00
$1,000.00
$150.00

$5,000.00
$2,500.00
$250.00

High
$419,000.00
Low Cost
$5,000.00
$2,000.00
$300.00

High Cost
$10,000.00
$5,000.00
$500.00

*Note: Cost estimates are conceptual and based on 2017
construction unit prices.
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2. The Plaza Crossing

FIGURE 36: PROJECT LOCATION
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high-speed, high-volume traffic making it difficult
for users to cross the wide roadway. The proposed
enhancements for this intersection include curb extensions at each corner to increase visibility and reduce
crossing distance. Reducing the number of lanes,
extending medians, and implementing truck aprons
slow vehicular speeds and increase safety for all users.
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Figure 37: Plan View of Proposed Improvements for The Plaza
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3. Weldon Ave/Citiside Dr Crossing

FIGURE 38: PROJECT LOCATION
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Table 7: Estimated Project Cost

Base Cost
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The intersection of Weldon Avenue and Citiside Drive
is an unsignalized crossing, about halfway between
The Plaza and Sugar Creek Rd. With a significant
amount of foot traffic coming out of the Citiside
neighborhood and the second busiest bus stop along
the corridor, it is recommended that a traffic signal be
installed. High visibility crosswalks and ADA compatible ramps and landings are also proposed to increase
safe travel and access to the bus stop.

Estimate: $409,000.00 $557,000.00
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Figure 39: Plan View of Proposed Improvements for Weldon Ave./Citiside Dr. intersection
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4. Garinger High School (near Peace St/Audrey St) Pedestrian Crossing

FIGURE 40: PROJECT LOCATION
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Figure 41: (Below) A pedestrian-activated HAWK traffic signal
and high visibility crosswalks could be implemented on Eastway
Dr to allow pedestrians and bicyclists to cross the road safely.
Bus shelter improvements and street trees enhance the user
experience in the interim.
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The Eastway Drive corridor between Sugar Creek
Road and Shamrock Drive was identified by the public
as a key area where pedestrians, particularly children
and teens, cross Eastway Drive at unsignalized
locations. Currently being designed by the City of
Charlotte, the proposed Pedestrian Hybrid Beacon
will provide a safer crossing for Garinger High School
students, as well as residents in the area utilizing
transit.
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Figure 42: Long-term solutions near Garinger High School include separated/raised bike facilities, pedestrian-scale
lighting, and landscaped medians that give refuge to pedestrians crossing the wide roadway.

Table 8: Estimated Cost for Short-Term Project

Base Cost

Low
Estimate: $305,000.00

Optional Items
Bus Stop Shelter
Bus Stop Bench
Bus Stop Signage

Quantity Low Unit Price High Unit Price
2
2
2

$2,500.00
$1,000.00
$150.00

$5,000.00
$2,500.00
$250.00

High
$380,000.00
Low Cost
$5,000.00
$2,000.00
$300.00

High Cost
$10,000.00
$5,000.00
$500.00

*Note: Cost estimates ar conceptual and based on 2017
construction unit prices.
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5. Arnold Dr Crossing/Intersection Enhancements

FIGURE 43: PROJECT LOCATION
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Arnold Drive is located between the longest gap
in existing signalized crossings on Eastway Drive.
The proposed enhancement should either include
a Pedestrian Hybrid Beacon or new traffic signal,
depending on project funding. While a Pedestrian
Hybrid Beacon can provide a shorter-term and
necessary signalized crossing for pedestrians and
cyclists, a full traffic signal can also benefit drivers as
well. To implement a full traffic signal, the intersection
will need to be redesigned to include left turn lanes
from Eastway Drive to both sides of Arnold Drive.
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Figure 44: Plan View of Proposed Interim Intersection
Improvements for Arnold Dr
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Figure 45: Plan View of Proposed Long-term Intersection Improvements for Arnold Dr

Table 9: Estimated Project Cost

Base Cost

Low
Short Term Estimate: $201,000.00
Long Term Estimate: $373,000.00

Optional Items
Bus Stop Shelter
Bus Stop Bench
Bus Stop Signage

Quantity Low Unit Price High Unit Price
2
2
2

$2,500.00
$1,000.00
$150.00

$5,000.00
$2,500.00
$250.00

High
$231,000.00
$419,000.00
Low Cost
$5,000.00
$2,000.00
$300.00

High Cost
$10,000.00
$5,000.00
$500.00

*Note: Cost estimates are conceptual and based on 2017
construction unit prices.

Eastway Dr. Streetscape & Pedestrian Improvement Study

63

6. Arnold Dr/Markham Ct Bicycle Boulevard

FIGURE 46: PROJECT LOCATION
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While the entire network of bicycle boulevards will
enhance connectivity for residents along the Eastway
Drive corridor, the proposed Arnold Drive/Markham
Court Bicycle Boulevard is proposed to be the first
implemented project in the area. This section of
bicycle boulevard connects the existing shared use
paths (Briar Creek Greenway) near Central Avenue
and Masonic Drive to Kilborne Park and the existing
Kilborne Drive bike lanes. Proposed improvements
should include destination-based wayfinding signs,
high-visibility pavement markings, and traffic
calming elements such as neighborhood traffic circles,
chicanes, and speed tables. This bicycle boulevard is
dependent on the implementation of the Arnold Dr
Crossing/Intersection Enhancements.
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Figure 47: A pedestrian-activated HAWK traffic signal and high-visibility
crosswalks could be implemented at the Arnold Dr/Eastway Dr intersection to
allow pedestrians and bicyclists to cross the road safely. Bike boulevards and
wayfinding signs along Arnold Dr connect users with Kilborne Park.
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Table 10: Estimated Project Cost

Base Cost

Low
Estimate: $203,200.00

Optional Items
Landscape Chicane
Traffic Circle

Quantity Low Unit Price High Unit Price
1
1

$15,000.00
$20,000.00

$25,000.00
$30,000.00

High
$210,200.00
Low Cost

High Cost

$15,000.00
$20,000.00

$25,000.00
$30,000.00

*Note: Cost estimates are conceptual and based on 2017
construction unit prices.
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7. Central Avenue Crossing

FIGURE 49: PROJECT LOCATION
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The Central Ave/Eastway Dr intersection is a major
junction of two high-volume thoroughfares. Curb
extensions should be implemented at all four corners
of the intersection to reduce vehicular speeds and
crossing distance for pedestrians and increase their
visibility. Green conflict markings in the bicycle lane
of the intersection should be implemented to increase
safety for bicyclists crossing the corridor.
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Table 11: Estimated Project Cost

Optional Items

Qty.

Bus Stop Shelter 2
Bus Stop Bench
2
Bust Stop Signage 2

High Unit
Cost
$5,000.00
$2,500.00
$250.00

ZA

Low Cost

SHAMROCK DR

$5,000.00
$2,000.00
$300.00

NE DR

Optional Items

2
2
2

Low Unit
Cost
$2,500.00
$1,000.00
$150.00

$518,000.00
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Qty.
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Estimate: $467,000.00
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High Cost
$10,000.00
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*Note: Cost estimates are conceptual and based on 2017
construction unit prices.
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Figure 50: Plan View of Proposed Improvements for Central Avenue
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8. Medford Dr Pedestrian Crossing
This area (between Central Avenue and Eastway
Crossing) was identified by the public as a key area
where pedestrians cross Eastway Drive at unsignalized
locations. The proposed pedestrian refuge island will
provide a safer crossing for residents, specifically
residents in the area trying to access transit.

ION

High
ZA

GARINGER
HIGH SCHOOL

TH

EP

LA

$300,000.00

THE PLAZA

Low Cost

SHAMROCK DR

$5,000.00
$2,000.00
$300.00

NE DR

Bus Stop Shelter 2
Bus Stop Bench
2
Bust Stop Signage 2

High Unit
Cost
$5,000.00
$2,500.00
$250.00

E E X T EN S

KILBOR

Qty.

D

Optional Items

2
2
2

Low Unit
Cost
$2,500.00
$1,000.00
$150.00

EASTWAY
PARK

EK R

Bus Stop Shelter
Bus Stop Bench
Bus Stop Signage

Qty.

T

C RE

Optional Items

S
YON

G AR

Estimate: $256,000.00

E SU

Low

N TR

BLUE LIN

Table 12: Estimated Project Cost

Base Cost

FIGURE 51: PROJECT LOCATION

High Cost
$10,000.00
$5,000.00
$500.00

*Note: Cost estimates are conceptual and based on 2017
construction unit prices.
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Figure 52: Plan View of Proposed Improvements for Medford Dr
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9. Biscayne Dr Pedestrian Crossing
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Table 13: Estimated Project Cost

Optional Items

Qty.

Bus Stop Shelter 2
Bus Stop Bench
2
Bust Stop Signage 2

High Unit
Cost
$5,000.00
$2,500.00
$250.00

ZA

SHAMROCK DR

Low Cost
$5,000.00
$2,000.00
$300.00

NE DR

Optional Items

2
2
2

Low Unit
Cost
$2,500.00
$1,000.00
$150.00
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Bus Stop Shelter
Bus Stop Bench
Bus Stop Signage

Qty.

$505,000.00
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The Eastway Drive corridor between Eastway Drive
Crossing and Woodland Drive was identified by the
public as a key area where pedestrians cross Eastway
Drive at unsignalized locations, most often at locations
adjacent to the existing bus stops. The proposed
Pedestrian Hybrid Beacon will provide a safer crossing
for residents, specifically residents in the area trying to
access transit.
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*Note: Cost estimates are conceptual and based on 2017
construction unit prices.
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FIGURE 54: PLAN VIEW OF PROPOSED IMPROVEMENTS FOR BISCAYNE DR
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ONGOING CITY/COUNTY PROJECTS
There are numerous ongoing City and County projects that will help implement the recommended network of
pedestrian and bicycle facilities on and adjacent to Eastway Drive. The projects that will have significant impact
on the Eastway Drive Streetscape project include:

Table 14: Ongoing City/County Projects near Eastway Drive

Improvement

Applicable Location(s)

Time to
Implement

Description

Garinger High School
Pedestrian Crossing

Near Peace St and
Audrey St

1-2 years

Pedestrian Hybrid Beacons (aka Hawk)

Shamrock/Eastway
Intersection

Shamrock/Eastway
Intersection

>3 years

The Shamrock Dr project will likely
include road realignment and/or other
major infrastructure changes.

1-3 years

This project will provide an east/west
shared-use path north of and parallel
to Independence Blvd (US-74) from the
Campbell Creek Greenway to the east, to
the proposed Edwards Branch and Briar
Creek Greenways to the west.

>4 years

The center will be located at Eastway
Park, and include more than 100,000 sq.
ft. of recreational space for a variety of
activities.

N Independence Blvd
Sidewalk and Bikeway
Improvements

Eastway Regional
Recreation Center

Cross Charlotte Trail
(XCLT)

Woodland Dr

Eastway Park

South of the Blue Line
Extension

5-10 years

The City of Charlotte is partnering with
Mecklenburg County to create a 30+
mile trail and greenway facility that will
stretch from the City of Pineville through
Center City, and on to the UNC Charlotte
campus and Cabarrus County line. XCLT
intersects Eastway Dr south of N Tryon
St and runs through Eastway Park.
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APPENDIX A: CROSSING DESIGN GUIDANCE
CROSSING TREATMENT SELECTION
The specific type of treatment at a crossing may range from a simple marked crosswalk to full traffic signals
or grade separated crossings. Crosswalk lines should not be used indiscriminately. Before a marked crosswalk
is installed, an engineering study should be performed to evaluate crossing treatment options and ensure
appropriate crossing treatments are selected. The engineering study should consider the number of lanes, the
presence of a median, the distance from adjacent signalized intersections, the pedestrian volumes and delays,
the average daily traffic (ADT), the posted or statutory speed limit or 85th-percentile speed, the geometry of
the location, the possible consolidation of multiple crossing points, the availability of street lighting, and other
appropriate factors.

Midblock Crossings

Midblock crossings are an important street design element for pedestrians. They can provide a legal crossing at
locations where pedestrians want to travel, and can be safer than crossings at intersections because traffic is only
moving in two directions. Locations where midblock crossings should be considered include:
•

Long blocks (longer than 600 feet) with destinations on both sides of the street.

•

Locations with heavy pedestrian traffic, such as schools, shopping centers.

•

Midblock transit stops, where transit riders must cross the street on one leg of their journey.

PEDESTRIAN CROSSING
CONTEXTUAL GUIDANCE

At unsignalized locations

FACILITY TYPE

Local Streets
15-25 mph
2 lane 3 lane

Collector Streets
25-30 mph
2 lane with
median
2 lane refuge 3 lane

Arterial Streets
30-45 mph
2 lane with
median
2 lane refuge 3 lane

4 lane with
median
4 lane refuge
5 lane

6 lane with
median
6 lane
refuge

1

Crosswalk Only
(high visibility)





EJ

EJ

X

EJ

EJ

X

X

X

X

X

X

2

Crosswalk with warning
signage and yield lines

EJ









EJ

EJ

EJ

X

X

X

X

X

3

Active Warning Beacon
(RRFB)

X

EJ













X



X

X

X

4

Hybrid Beacon

X

X

EJ

EJ

EJ

EJ















5

Full Traffic Signal

X

X

EJ

EJ

EJ

EJ

EJ

EJ











6

Grade separation

X

X

EJ

EJ

EJ

X

EJ

EJ

EJ

EJ

EJ





LEGEND

Most Desirable
Engineering Judgement
Not Recommended


EJ
X

Source: Alta Planning + Design
Note: The number of lanes, presence of a median, and traffic
speeds can help determine the appropriate crossing type.
However, locations should be individually evaluated by an
engineer
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Marked Crosswalks
A marked crosswalk signals to motorists that they
must stop for pedestrians and encourages pedestrians
to cross at designated locations. Installing crosswalks
alone will not necessarily make crossings safer especially on multi-lane roadways.
At midblock locations, crosswalks can be marked
where there is a demand for crossing and there are no
nearby marked crosswalks.
Continental crosswalk markings should be used
at crossings with high pedestrian use or where
vulnerable pedestrians are expected, including: school
crossings, across arterial streets for pedestrian-only
signals, at midblock crosswalks, and at intersections
where there is expected high pedestrian use and the
crossing is not controlled by signals or stop signs.
See intersection signalization for a discussion of
enhancing pedestrian crossings.
Continental markings provide
additional visibility

The crosswalk should be located
to align as closely as possible with
the through pedestrian zone of the
sidewalk corridor

Guidance
At signalized intersections, all crosswalks should be
marked. At unsignalized intersections, crosswalks
may be marked under the following conditions:
•

At a complex intersection, to orient
pedestrians in finding their way across.

•

At an offset intersection, to show pedestrians
the shortest route across traffic with the
least exposure to vehicular traffic and traffic
conflicts.

•

At an intersection with visibility constraints,
to position pedestrians where they can best be
seen by oncoming traffic.

•

At an intersection within a school zone on a
walking route.

Source: Alta Planning + Design

Parallel markings are
the most basic crosswalk
marking type
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Raised Crosswalks
A raised crosswalk or intersection can eliminate grade
changes from the pedestrian path and give pedestrians
greater prominence as they cross the street. Raised
crosswalks should be used only in very limited cases
where a special emphasis on pedestrians is desired;
review on case-by-case basis. Like a speed hump,
raised crosswalks have a traffic slowing effect which
may be unsuitable on emergency response routes.

Guidance
•

Use detectable warnings at the curb edges to
alert vision-impaired pedestrians that they are
entering the roadway.

•

Approaches to the raised crosswalk may be
designed to be similar to speed humps.

•

Raised crosswalks can also be used as a traffic
calming treatment.

A tactile warning device
should be used at the curb edge

Source: Alta Planning + Design
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No grade change with
sidewalk level

Active Warning Beacons
Active warning beacons are user actuated illuminated
devices designed to increase motor vehicle yielding
compliance at crossings of multi lane or high volume
roadways.
Types of active warning beacons include conventional
circular yellow flashing beacons, in-roadway warning
lights, or Rectangular Rapid Flash Beacons (RRFB).
Rectangular rapid flash beacons have the most
increased compliance of all the warning beacon
enhancement options.
A study of the effectiveness of going from a no-beacon
arrangement to a two-beacon RRFB installation
increased yielding from 18 percent to 81 percent.
A four-beacon arrangement raised compliance
to 88 percent. Additional studies over long-term
installations show little to no decrease in yielding
behavior over time.
Providing secondary
installations of RRFBs on
median islands improves
driver yielding behavior.

Guidance
•

Warning beacons shall not be used at crosswalks controlled by YIELD signs, STOP signs,
or traffic signals.

•

Warning beacons shall initiate operation based
on pedestrian or bicyclist actuation and shall
cease operation at a predetermined time after
actuation or, with passive detection, after the
pedestrian or bicyclist clears the crosswalk.

Rectangular Rapid
Flash Beacons (RRFB)
dramatically increase
compliance over
conventional warning
beacons.

W11-15,
W16-7P

Source: Alta Planning + Design
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Hybrid Beacon for Midblock Crossing
Hybrid beacons are used to improve non-motorized
crossings of major streets. A hybrid beacon consists of
a signal-head with two red lenses over a single yellow
lens on the major street, and a pedestrian signal head
for the crosswalk.
Hybrid beacon signals are normally activated by
push buttons, but may also be triggered by infrared,
microwave or video detectors. The maximum delay for
activation of the signal should be two minutes, with
minimum crossing times determined by the width of
the street.
Each crossing, regardless of traffic speed or volume,
requires additional review by a registered engineer
to identify sight lines, potential impacts on traffic
progression, timing with adjacent signals, capacity,
and safety.

Guidance
Hybrid beacons may be installed without meeting
traffic signal control warrants if roadway speed
and volumes are excessive for comfortable pedestrian crossings.
•

If installed within a signal system, signal
engineers should evaluate the need for the
hybrid signal to be coordinated with other
signals.

•

Parking and other sight obstructions should
be prohibited for at least 100 feet in advance of
and at least 20 feet beyond the marked crosswalk to provide adequate sight distance.

Hybrid Beacon

Push button
actuation

W11-15

Source: Alta Planning + Design
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Should be installed at least 100 feet
from side streets or driveways that are
controlled by STOP or YIELD signs

Pedestrians at Intersections

ATTRIBUTES OF PEDESTRIANFRIENDLY INTERSECTION
DESIGN
Clear Space
Corners should be clear of obstructions. They should
also have enough room for curb ramps, for transit
stops where appropriate, and for street conversations
where pedestrians might congregate.

Marked Crosswalks

Visibility
It is critical that pedestrians on the corner have a
good view of vehicle travel lanes and that motorists in
the travel lanes can easily see waiting pedestrians.
Legibility
Symbols, markings, and signs used at corners should
clearly indicate what actions the pedestrian should
take.

Raised Crosswalks

Accessibility
All corner features, such as curb ramps, landings,
call buttons, signs, symbols, markings, and textures,
should meet accessibility standards and follow
universal design principles.
Separation from Traffic

Median Refuge Islands

Corner design and construction should be effective
in discouraging turning vehicles from driving over
the pedestrian area. Crossing distances should be
minimized.
Lighting
Adequate lighting is an important aspect of visibility,
legibility, and accessibility.

Curb Extensions

These attributes will vary with context but should
be considered in all design processes. For example,
suburban and rural intersections may have limited or
no signing. However, legibility regarding appropriate
pedestrian movements should still be taken into
account during design.
Parking Control
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Signal Enhancements
Pedestrian-vehicle conflicts can occur when drivers
performing turning movements across the crosswalk
do not see or yield to pedestrians who have the rightof-way. Pedestrians may also arrive at an intersection
late, or may not have any indication of how much time
they have to safely cross the intersection. Pedestrian
traffic signal enhancements can be made to provide
pedestrians with a head start, called a Leading
Pedestrian Interval (LPI), or extend the walk time to
allow them to safely and comfortably cross the street.
When pedestrians have to wait an entire cycle for the
next walk phase, a higher incidence of non-compliance
or unpredictable behavior may occur. This behavior
also applies to side path crossings for people on foot
and bike. Signal enhancements facilitate safer, more
predictable, and conspicuous crossing conditions.
The LPI and walk time extensions provide additional
time for pedestrians who may need more time to
cross the street such as wheelchair users, people with
disabilities, the elderly, and children.

Leading Pedestrian Indicators
LPIs are used to reduce right turn and permissive left
turn vehicle and pedestrian conflicts. The through
pedestrian interval is initiated first, in advance of
the concurrent through/right/permissive left turn
interval. The LPI minimizes vehicle-pedestrian
conflicts because it gives pedestrians a 3–10 second
head start into the intersection, thereby making them
more visible to motorists, and reducing crossing
exposure time. Accessible Pedestrian Signals (APS) are
recommended with an LPI. LPIs are recommended for
intersections where large volumes of pedestrians are
present or anticipated. Additionally, LPIs should be
evaluated for use at side path crossings through major
arterial intersections.

Leading Pedestrian Interval

Push buttons can be configured to provide additional
crossing time when pedestrians arrive at the crossing
during the flashing do not walk interval. The MUTCD
requires signage indicating the walk time extension at
or adjacent to the push button (R10-32P).

Passive Pedestrian Detection
Passive pedestrian detection devices save pedestrians
the trouble of having to locate a push button. They
are also capable of tracking pedestrians as they cross
the intersection, and can be configured to extend the
walk/flashing don’t walk interval when pedestrians are
still in the intersection, and/or not dedicate walk time
in the absence of pedestrians.

Passive Infrared Pedestrian Detector
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Left Turn Signal Phasing
People on foot and bike are most vulnerable on the
permissive left turn interval, where motorists trying to
make a left turn are focused on the traffic signal head
and potential gaps in on-coming traffic. Drivers may
not see pedestrians or cyclists before they accelerate
to clear the intersection, and may collide with people
entering the crosswalk.

Guidance
•

PPLT typically requires the use of a fivesection signal display. A four-section signal
display can be used if the circular green
display and green arrow display end at the
same time (when combined with circular
displays) or if a flashing yellow arrow is used
(when separate left turn signal head is used).

•

The use of PPLT should not be considered at
intersections where there are a high incidence
of pedestrian collisions, poor visibility and
sight lines, or unusual roadway

Protected Left Turns and
Protected-Permissive Left Turns
Protected left turns and Protected-Permissive Left
Turns (PPLT) are two traffic signal phasing options
that offer more protection for pedestrians.
Protected left turns eliminate the left turn conflict
altogether and provide pedestrians with the most
protection. The trade-off is often a longer signal cycle
length and increased vehicle delay.
PPLT functions as a combination of the two phasing
options, balancing the safety benefits of protected
left turns and the efficiency benefits of permissive
left turns. Motorists have left turn right-of-way with
a protected green arrow, and a permissive left turn
on a circular green display or flashing yellow arrow.
Traffic speed or volume, requires additional review by
a registered engineer to identify sight lines, potential
impacts on traffic progression, timing with adjacent
signals, capacity, and safety.

“Do Not Walk”
Pedestrian signal
intervals during
Protected Left Turn
phase

5-section signal display with
concurrent protected left turn and
through movements

Source: Alta Planning + Design
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APPENDIX B: BIKE BLVD DESIGN GUIDANCE
Traffic Calming Elements
Identification and Wayfinding
Signs and pavement markings are the minimum
treatments necessary to designate a street as a bicycle
boulevard. Together, they visibly designate a roadway
to both bicyclists and motorists. Signs, and in some
cases pavement markings, provide wayfinding to help
bicyclists remain on the designated route.

Shared Lane Markings
Shared lane markings are the standard marking for
shared roadway operations. The MUTCD lists specific
design criteria for SLMs (MUTCD, 2009).

Bike Routes Signs
Bike route signs may be used to further identify the
bicycle boulevard routes. Decision and confirmation
signs may be used in concert to help bicyclists identify
critical connections and route options to destinations.

Vertical Traffic Calming
Sign Vertical speed control measures are composed of
slight rises in the pavement, on which motorists and
bicyclists must reduce speed to cross.

Speed Humps
Speed humps are one of the most effective speed
reduction measures. (Ewing, 2009)

Speed Cushions
Speed cushions are a variation of speed humps that are
designed to allow unimpeded passage by emergency
vehicles and transit vehicles.

Raised Crosswalks
Raised crosswalk speed tables are longer than speed
humps and flat-topped. Raised crosswalks are speed
tables that are marked and signed for a pedestrian
crossing.
For all vertical traffic calming, slopes should not
exceed 1:10 or be less steep than 1:25. Tapers should
be no greater than 1:6 to reduce the risk of bicyclists
losing their balance. Any vertical lip should be eliminated, or no more than a 1/4” high (NACTO Urban
Street Design Guide, 2013).
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Wayfinding

Speed Hump

Raised
Crosswalk

Temporary
Speed
Cushion

Offset Speed Hump
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Traffic Calming Elements (Cont.)
Horizontal Traffic Calming
Horizontal traffic calming devices cause drivers to
slow down by constricting the roadway space or by
requiring careful maneuvering.
Mini Traffic Circle

Mini Traffic Circles
Mini traffic circles are raised or delineated islands
placed at intersections that reduce vehicle speeds by
narrowing turning radii and the travel lane. Traffic
circles can also include a paved apron to accommodate
the turning radii of larger vehicles like fire trucks or
school buses.

Chicanes
Chicanes are a series of raised or delineated curb
extensions, edge islands, or parking bays on alternating
sides of the road forming an “S”-shaped curb, which
reduce vehicle speeds by requiring motorists to shift
laterally through narrowed travel lanes (AASHTO
Pedestrian Guide, 2004, p. 43).
For all vertical traffic calming, slopes should not
exceed 1:10 or be less steep than 1:25. Tapers should
be no greater than 1:6 to reduce the risk of bicyclists
losing their balance. Any vertical lip should be
eliminated, or no more than a 1/4” high (NACTO
Urban Street Design Guide, 2013).

Choker or
Neckdown

Chicanes
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Temporary
Curb Extension

Intersection Design

MINOR CROSSINGS
Treatments at minor roadway intersections are designed to offer priority for bicyclists, improve the visibility
of users along the bicycle boulevard, raise awareness of motorists on the cross-street that they are likely to
encounter bicyclists, and enhance safety for all road users.
•

Stops signs should be oriented to favor the bicycle boulevard.

•

Mini traffic circles or median islands can be used to slow traffic through intersection areas.

•

At stop controlled locations along the route, curb extensions located in the cross street shoulder or parking
lane may be used to increase visibility of crossing bicyclists and pedestrians.

Stop Signs on Cross-Street

Curb Extension

Minor Crossing Treatment Option Diagrams

Source: Alta Planning + Design
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Intersection Design

MAJOR CROSSINGS
The quality of treatments at major street crossings can
significantly affect a bicyclist’s choice to use a bicycle
boulevard, as opposed to another road that provides a
crossing treatment.
•

Median diverters restrict through motor vehicle
movements while providing a refuge for bicyclists
to cross in two stages.

•

Median islands provided at uncontrolled intersections of bicycle boulevards and major streets allow
bicyclists to cross one direction of traffic at a time
as gaps in traffic occur.

•

Hybrid beacons, active warning beacons and
bicycle signals can facilitate bicyclists crossing a
busy street on which cross-traffic does not stop.

Median Diverter

Hybrid Beacon

Major Crossing Treatment Option Diagrams

Rectangular Rapid Flash Beacon (RRFB)

Source: Alta Planning + Design
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Case Studies

DURHAM, NC BICYCLE BOULEVARDS PILOT PROGRAM
The Durham Bicycle Boulevards began as a kickstarter
campaign in January to raise money for affordable and
effective safety improvements on residential streets.
Durham Bicycle Boulevards is now an organization
focused on establishing 15 miles of priority bicycle
routes within one year using low-speed streets that
connect to major destinations.
The organization is promoting the project through a
partnership with a local bike shop, Bullseye Bicycle,
which is offering free tune-ups and bicycle discounts
to people who pledge at least $75 to support the
boulevards.

ARCATA, CA BICYCLE BOULEVARD PROJECT
The City of Arcata implemented Bicycle Boulevards
on roads that paralleled major high-volume arterials
but had fewer than 2,000 cars per day. The boulevards
provide a safe, low-stress network that connect
major destinations in Arcata such as the high school,
downtown, and the Intermodal Transit Facility.
For all Bicycle Boulevards, the city focused on
improving the safety of intersections by adding minitraffic circles, which slow vehicle traffic and allow for
free-flow bicycle traffic. The traffic circles also allowed
for landscaping and the placement of public art, which
provided additional traffic calming.
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APPENDIX C: FUNDING
FEDERAL FUNDING
Fixing America’s Surface Transportation Act (FAST)
The FAST Act was signed into law in 2015 providing long-term funding certainty for surface transportation
infrastructure planning and investment from 2016 to 2020. Under the FAST Act are the following funding
opportunities:

Surface Transportation Block Grant
Program
The former Transportation Alternatives Program
(TAP) was replaced with set-aside funds under the
Surface Transportation Block Grant Program. The
Federal Highway Administration refers to these funds
as Transportation Alternatives – Set Aside (TA-Set
Aside). This funding is for programs and projects
defined as transportation alternatives, which includes:
• On- and off-road pedestrian and bike facilities
• Infrastructure projects for improved non-driver
access to public transportation and enhanced
mobility
• Community improvement activities (i.e.
historic preservation, vegetation management,
environmental mitigation related to stormwater
and habitat connectivity
• Recreational trails
• Safe Routes to School
• Boulevards and other roadways largely in the right
of way of former divided highways

Highway Safety Improvements Program
(HSIP)
This program aims to achieve a significant reduction
in traffic fatalities and serious injuries on all public
roads. The HSIP requires a data drive, strategic
approach to improving highway safety on all public
roads that focuses on performance. The term “highway
safety improvement project,” as defined in 23 U.S.C.
148(a)(4), means strategies, activities, and projects on
a public road that are consistent with a SHSP and:
• Correct or improve a hazardous road location or
feature; or
• Address a highway safety problem

Additionally, the FAST Act specifically identifies the
following activities on the inclusions list:
• Installation of vehicle-to-infrastructure
communication equipment
• Pedestrian-hybrid beacons
• Roadway improvements that provide separation
between pedestrians and motor vehicles, including
medians and pedestrian crossing islands
• Other physical infrastructure projects not
specifically enumerated in the list of eligible
projects

Congestion Mitigation and Air Quality
Improvement Program (CMAQ)
The CMAQ Program is a flexible funding source
to State and local governments for transportation
projects and programs to help meet the requirements
of the Clean Air Act. Funds may be used for a
transportation project or program that is likely to
contribute to the attainment or maintenance of a
national ambient air quality standard, with a high
level of effectiveness in reducing air pollution,
and that is induced in the metropolitan planning
organization’s (MPO’s) current transportation plan
and transportation improvement program (TIP) or
the current state transportation improvement program
(STIP) in areas without an MPO.

Buses and Bus Facilities Infrastructure
Investment Program
This program makes Federal resources available to
States and designated recipients to replace, rehabilitate
and purchase buses and related equipment and to
construct bus-related facilities. Funding is provided
through formula allocations and competitive grants.
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Eligible recipients include designated recipients
that operate fixed route bus service or that allocate
funding to fixed route bus operators; state or local
governmental entities; and federally recognized Indian
tribes that operate fixed route bus service that are
eligible to receive direct grants under 5307 and 5311.

for low- and moderate-income persons. Funds may
be used for the construction of public facilities and
improvements, such as water and sewer facilities,
streets, neighborhood centers, and the conversion of
school buildings for eligible purposes.

Ride to Wellness Initiative

Spot Safety Project

The FAST Act included a pilot program for
innovative coordinated access and mobility to help
finance innovative projects for the transportation
disadvantaged that improve the coordination of
transportation services and non-emergency medical
transportation services. This program is a 5-year pilot
and funds projects that include:
• The deployment of coordination technology
• Projects that create or increase access to
community
• One-call/one-click centers

Safe Routes to School
As a community based program, Safe Routes to School
programs work to make walking and biking to school
safer and encourage more students and families to
use those modes. SRTS was founded in 2006 and
federal funding was provided to all State Departments
of Transportation. Now with the FAST Act, there
are not specific funds for SRTS projects but projects
that improve walking and biking are still supported
and funded through the TA – Set Aside funds of the
Surface Transportation Program.

Community Development Block
Grant Entitlement Program
The Community Development Block Grant (CDBG)
program under the Department of Housing and Urban
Development is a flexible program that provides
communities with resources to address a wide range
of unique community development needs. The
CDBG Entitlement Program provides annual grants
on a formula basis to entitled cities and counties
to develop viable urban communities by providing
decent housing and a suitable living environment, and
by expanding economic opportunities, principally

STATE FUNDING
The Spot Safety Program is used to develop smaller
improvement projects to address safety, potential
safety, and operational issues. The program is funded
with state funds and currently receives approximately
$9 million per state fiscal year. Other monetary
sources (such as Small Construction or Contingency
funds) can assist in funding Spot Safety projects,
however, the maximum allowable contribution of
Spot Safety funds per project is $250,000. A Safety
Oversight Committee (SOC) reviews and recommends
Spot Safety projects to the Board of Transportation
(BOT) for approval and funding. Criteria used by the
SOC to select projects for recommendation to the
BOT include, but are not limited to, the frequency
of correctable crashes, severity of crashes, delay,
congestion, number of signal warrants met, effect on
pedestrians and schools, division and region priorities,
and public interest.

Powell Bill
The N.C. Department of Transportation annually
appropriates out of the Highway Fund to active and
qualifying municipalities primarily for the resurfacing
of streets within the corporate municipality
limits. Funds may also be used for the purpose of
maintaining, repairing, constructing, reconstructing
or widening of any street or public thoroughfare
including bridges, drainage, curb and gutter, and other
necessary appurtenances within the corporate limits
of the municipality, or for the planning, construction,
and maintenance of bikeways, greenways, and
sidewalks. Funds may also be spent for traffic control
devices and regulatory signs and for the payment of
principal and interest on municipal Street bonds, and
as shown on the Powell Bill Expenditure Guidance
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North Carolina Strategic Transportation Investments (STIP)
The Strategic Transportation Investments law was passed in 2013 for the NC Department of Transportation to
use its funding more efficiently and effectively to enhance the state’s infrastructure, while supporting economic
growth, job creation and a higher quality of life. STI establishes the Strategic Mobility Formula, which allocates
available revenues based on data driven scoring and local input. This formula is used to develop NCDOT’s State
Transportation Improvement Program, which identifies the transportation projects that will receive funding
during a specified 10-year period. NCDOT updates the State Transportation Improvement Program every two
years to ensure it accurately reflects the state’s current financial situation.
The Strategic Mobility Formula funds projects in three categories: Division Needs, Regional Impact and
Statewide Mobility. Bicycle and pedestrian projects are only eligible within the Division Needs category.
Metropolitan Planning Organizations (MPOs), Rural Planning Organizations (RPOs), and NCDOT Divisions
may submit projects through the prioritization process. In August 2017, the N.C. Board of Transportation
approved the 2018-2027 State Transportation Improvement Program, which identifies transportation projects
that will receive funding. Working is currently underway to update the STIP for 2020-2029.

NCDOT Contingency Fund
The statewide Contingency Fund is a $10 million fund administered by the Secretary of Transportation. Requests
can come from municipalities, counties, businesses, schools, citizens, legislative members and NCDOT staff.
The appeals are reviewed on their merits by the Contingency and Small Urban Funds Committee, which makes
recommendations for funding to the secretary. Written requests must provide technical information such as
justification, location, improvements being requested, timing, etc., for thorough review.

Streetscape amenities.
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LOCAL FUNDING

Community Investment Plan
The Community Investment Plan (CIP) is a long-range capital investment program designed to meet the current
and future needs of our growing community. Initially approved in 2013, the current CIP consists of more than
$880 million in proposed community improvements to be planned, designed and implemented over the next
several years. Funding for the current CIP is proposed to occur over four bond cycles; previous voter-approved
bonds in 2014 and 2016 and future bonds in 2018 and 2020.
Funded through the voter approved CIP bonds, the Comprehensive Neighborhood Investment Program (CNIP)
makes strategic investments in larger, multi-neighborhood geographies to more comprehensively address a
broad array of community needs. CNIP aims to connect neighborhoods to major employment, institutional
and retail areas through a network of streets, sidewalks, greenways and bike lanes, creating a comprehensive
approach to placemaking. The Central/Albemarle/Shamrock CNIP area includes neighborhoods to the east of
Uptown, from Eastway Drive at The Plaza, to Central Avenue, and out along Albemarle Road. The proposed
funding schedule shows that CNIP will continue to be allowed funds from bonds if passed in 2018 and 2020.
Additionally, the Neighborhood Transportation Program is also a CIP bond funded program of the City. The
Neighborhood Transportation Program allows the City the flexibility to respond to community transportation
issues and opportunities. Through its projects, the program can positively impact traffic safety, traffic congestion,
bicycle safety and mobility, and traffic calming both in neighborhoods and on thoroughfares. Projects are
identified through data collection, field observation, residents’ requests, and City-wide community engagement
efforts.
The Neighborhood Transportation Program also enables the City to partner with other public and private
entities to produce a project that serves all transportation modes – cars, pedestrian, and bicyclists. This is
accomplished by leveraging opportunities with private development to create an enhanced transportation
network beyond the basic developer required improvements, and participate on State funded projects ensuring a
final project consistent with City design standards.

General Fund
The City of Charlotte’s General Fund (supported by general City tax revenues) support departments and projects
that provide direct services to the citizens of Charlotte, which includes transportation. These funds provide road
maintenance services, provide new and replacement pavement markings and signs, pedestrian and traffic safety
measures, traffic calming measures, and planning and management for capital programs.
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