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Preface
In today’s car-dominated society, many people live in communities that lack accessibility,
connectivity, well-maintained pedestrian and bicycle facilities, and accessible public
transportation. To address this issue, a national movement to “complete the streets” is
gaining momentum at the state and local levels. Delaware officially joined this initiative
with an executive order signed by Governor Jack Markell in April 2009 to create a Complete
Streets Policy. The Policy, implemented by DelDOT in December 2009, ensures that new and
modified roads are routinely planned, designed, constructed, operated, and maintained to
allow safe access by all users.
Delaware’s Complete Streets Policy will result in a comprehensive, integrated, connected,
safe, and multimodal transportation network with a variety of transportation options. While
DelDOT is designing and constructing streets with all users in mind, Delaware local
governments have authority for local land-use plans and policies, which may in discord with
state policy. Local government officials can support Delaware’s Complete Streets Policy by
developing land-use plans and policies to provide more balanced transportation systems and
create healthier, active communities.
As the Director of the Institute for Public Administration, I am pleased to provide this
publication—Complete Streets in Delaware: A Guide for Local Governments. The document is intended to help Delaware towns, cities, and counties achieve complete streets by evaluating
the extent to which their community vision, plans, policies, design standards, and facility
maintenance practices are consistent with complete-streets principles, and:
• Create safe and inviting road networks for all users.
• Transform a vision for complete streets into plans, policies, design standards, and
maintenance practices.
• Ensure that transportation facilities are constructed and maintained to ADA standards.
• Visualize how to balance the needs of all roadways users and transform existing roadways
to complete streets.
I hope this resource will inspire Delaware local governments to incorporate complete-streets
principles and concepts within comprehensive plans and policies—i.e., subdivision, unified
development, and zoning codes. Local land-use and policy decisions, which are aligned with
the state’s Complete Streets Policy, will result in communities that are more accessible,
livable, and multimodal for Delaware residents and visitors.
Jerome R. Lewis, Ph.D.
Director, Institute for Public Administration
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Executive
Summary
Walk, bike, take public transit, or drive? Unfortunately,
today many Americans lack choice in transportation modes.
Automobile-oriented transportation planning, segregated land uses, and dispersed development patterns have contributed to a cycle of automobile dependency. After decades of
building car-oriented roadway networks, many streets lack connectivity and do not safely
accommodate pedestrians or bicyclists. In addition, mobility-constrained populations—
including children, elderly, persons with disabilities, zero-car households, and low-income
and minority groups—face substantial challenges and transportation inequities in such a
car-dominated culture.
In recent years, there has been a growing recognition of the need to plan, design, and
construct streets that meet the needs of all roadway users—that is, creating “complete
streets.” The National Complete Streets Coalition has advocated for the adoption and
implementation of state, regional, and local government complete streets policies. While
definitions vary, “complete streets” have been described as:
Roadways designed, built, and maintained to safely accommodate travelers of all ages and
abilities—motorists, pedestrians, bicyclists, and public transit users—including children,
non-drivers, older adults, and persons with disabilities (AARP, 2009).
While “complete streets” is a relatively new term, Delaware has been building toward creating
better pedestrian and bike accessibility for at least two decades. The Delaware Department of
Transportation (DelDOT) has been using established, well-regarded federal documents, policy
1
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statements, and guidelines to plan, design, and operate multimodal facilities, which have
provided a foundation for complete streets. In addition, DelDOT has integrated complete
streets concepts into its policies, master plans, and design manuals to create a comprehensive,
integrated, connected, and multimodal transportation network.
Complete streets became a part of Delaware’s policy agenda with Governor Jack A. Markell’s
issuance of an executive order on April 24, 2009. DelDOT subsequently adopted a Complete
Streets Policy to “promote safe access for all users, including pedestrians, bicyclists, motorists
and [transit] riders of all ages to be able to safely move along and across the streets of
Delaware” (DelDOT, 2009).
DelDOT is unique among states in that it funds and has jurisdiction over 90 percent of its
state’s roads (DelDOT, 2009). With control of a high percentage of roads, DelDOT has the
ability to incorporate complete streets within internal planning, design, and engineering
practices. While DelDOT transportation planners and engineers are designing streets with all
users in mind, Delaware local governments have authority for local plans and policies, which
may not be consistent or compatible with the statewide Complete Streets Policy.
This resource, Complete Streets in Delaware: A Guide for Local Governments, is intended to help
Delaware towns, cities, and counties achieve complete streets in order to provide more
balance transportation systems and to create healthy, livable environments for pedestrians,
bicyclists, and transit riders of all ages and abilities.
The document first explains how complete streets can address an unbalanced transportation
system. Consequences of decentralized and automobile-dependent development patterns
include segregated zoning uses, impacts to community livability, safety problems, issues of
transportation equity, economic degradation, environmental concerns, and disconnected
transportation networks. Next, benefits are cited—including evidence that complete streets
can improve pedestrian safety, community health, air quality, smart growth, and transportation equity. New research indicates that there is a link between walkability and the economic
vitality of a community. Walkability can help revitalize a downtown, increase private investment, bolster property values, promote tourism, and support the development of a good
business climate. In addition, market demand is growing for properties located in walkable,
mixed-use communities that are centrally located and transit accessible.
Complete streets are further characterized within this document as:
• Flexible—considering the existing and future transportation uses, existing and future land
use, adjacent land uses, residential density, topographical constraints, and character of
development
• Accessible—meeting Title II ADA requirements that state and local governments ensure
accessible design, construction, and maintenance of all transportation projects
• Multimodal—providing transportation options that address the needs of people of all ages
and abilities
2
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• Vibrant Centers of Activity—regarding streets as public places that foster mobility,
economic vitality, civic engagement, and active and healthy communities.
• Having Common Features and Design Elements—including speed-control strategies,
traffic-control devices and signage, pedestrian infrastructure and amenities, bicycle
features, transit facilities, and pedestrian-oriented lighting
A history of the complete streets movement is provided—both at the national level and at
the state level in Delaware. Since the adoption of its Complete Streets Policy, Delaware
reinforced its commitment to multimodal transportation through executive orders,
transportation-funding investments, and “Walkable, Bikeable Delaware” legislation.
The heart of this document, chapter 9—How Can Delaware Local Governments Implement
Complete Streets?—explains strategies that Delaware local governments can undertake to
support the state’s policy to provide safe, equitable, and accessible transportation to all users
and modes. The IPA Complete Streets Implementation Checklist serves as a foundation for
local governments to move toward achieving complete streets by evaluating the extent to
which their community vision, plans, policies, design standard, and facility maintenance
practices are consistent with complete-streets principles. This section provides examples of
best practice–implementation strategies, primarily at the national level. In addition,
complete-streets “best practice” strategies are summarized within the IPA Complete Streets
National Best Practices Matrix and Delaware Local Government Complete Streets Implementation
Matrix, both of which are included in the appendix.
A large section of this document focuses on progress being made by Delaware local governments toward implementing complete streets through the comprehensive-planning process
and land use–policy development. Many Delaware local governments have, in fact, begun to
transform a vision for complete streets into plans, policies, design standards, and maintenance
practices. This section focuses extensively on how Delaware local governments have incorporated the state’s Complete Streets Policy principles and concepts within comprehensive plans
and policies—specifically subdivision, unified development, and zoning codes. Examples are
cited, and an analysis is provided, of Delaware local governments that are progressing toward
complete streets. In addition, information is summarized in the Delaware Local Government
Complete Streets Implementation Matrix, included in the appendix.
The final section focuses on the use of IPA’s online Toolkit for a Healthy Delaware: Bringing
Communities and Health Together as an ongoing mechanism for outreach to local government officials. A “Complete Streets” section, www.ipa.udel.edu/healthyDEtoolkit/completestreets,
was added to the Toolkit in July 2011. This section provides an overview of complete-streets
principles, benefits of complete streets, Delaware’s Complete Streets Policy, Delaware local
government complete streets–implementation strategies, and information on technical and
funding assistance. A large portion of this section is devoted to before-and-after visualizations
(conceptual renderings) of ten locations in Delaware, which were devised using Google
SketchUp (Google’s 3D computer-aided-design software).

3
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1-1. Problem Statement
Prior to World War II, traditional towns were built on a human scale and pedestrian-oriented.
Because traditional towns were dense and compact, residents could easily walk from homes
to shops, schools, jobs, and centers of business without the need to drive in a car. Several
factors contributed to the demise of walkable environments in the United States. First,
suburban home ownership became more convenient with Federal Housing Administration–
backed loans coupled with Veterans Administration loan guaranties for veteran’s home
ownership. Second, the passage of more stringent environmental regulations made
development in outlying areas more expedient than urban renewal and redevelopment.
Third, the financing of the interstate highway system promoted sprawling, car-oriented land
use patterns. As a result, there have been fundamental changes in the way that land use is
regulated, communities are designed, and the degree to which built environments are
mobility-friendly and accessible.
In the past 50 years, decentralized
and automobile-dependent
development patterns have become
the norm. While suburbia has
become home for millions of
Americans, it has altered land use–
planning practices, the physical
design of our communities, and
modes of transportation. Many
communities lack connectivity, nonmotorized transportation choices,
and walkable/bikable infrastructure.
Transportation planning, policies,
and investment strategies, have
favored automobiles over other
forms of travel. Compartmentalized, built environments have limited opportunities for
active recreation, transportation options, and access to healthy foods. Inactivity and
sedentary lifestyles have contributed to the rise of chronic obesity and related diseases. Strip
malls and “big box” centers have diminished the economic vitality of many central business
districts (CBDs), once the hub of economic activity. Sprawling development patterns have
become costly and unsustainable.

1-2. Consequences of an Unbalanced Transportation System
Decades of auto-centric transportation investment, auto-oriented land-use policies, and
sprawling development patterns have led to an unbalanced transportation system.
Consequences of an unbalanced transportation system include segregated zoning uses,
impacts to community livability, safety problems, issues of transportation equity, economic
degradation, environmental concerns, and disconnected transportation networks, which are
explored further in this section.
7
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1-2-1. Continued Cycle of Automobile Dependency
Until the mid-20th century, traditional American towns and cities evolved from walkable,
mixed-use neighborhoods that contained homes, stores, and places of employment. In the
age of dominant suburbia, zoning regulations have become the primary strategy to regulate
land use and separate residential uses from incompatible industrial and commercial land
uses. This physical segregation of where people live and work, along with a preference for
low-density suburban development, has created a dependency on the automobile as a
primary means of travel. The below “Cycle of Automobile Dependency” illustrates this
continuous pattern of increased vehicular travel, reduced travel options, and both
transportation- and land-use policies that are more transportation-oriented (Victoria
Transport Policy Institute [VTPI], 2010).

Figure 1: Cycle of Automobile Dependency
Source: Victoria Transport Policy Institute, 2010

In addition to reinforcing automobile-oriented transportation and land use planning,
segregated land-use patterns place a strain on the transportation infrastructure and limit
mobility options for residents. Dispersed suburban-development patterns have increased
automobile ownership and reduced the use of other transportation options (VTPI, 2010).
Because more people are driving to daily destinations that are no longer within walking
distance, many local government land-use plans and policies have been adopted that
unintentionally support an auto-based culture and sprawl. Local ordinances often favor lowdensity development, discourage walkability, and impede the development of transit- and
pedestrian-friendly environments (Maryland Office of Smart Growth, 2005). As a result, this
cycle of automobile dependence has led to a transportation system that is increasingly
unbalanced, costly, and promotes inaccessible and dispersed land-use patterns.
8
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1-2-2. Lack of Transportation Choice
Prior to auto-centric land-use patterns, people had the ability and tendency to walk. However,
after decades of building car-oriented roadway networks, many streets lack connectivity and
do not safely accommodate pedestrians or bicyclists. According to a 2010 Future of National
Transportation survey, the vast majority of American voters polled (82 percent) would like an
expanded and improved transportation system that includes access to public transportation,
safe walking, and biking opportunities. In addition, nearly three-fourths of those polled (73
percent) feel that they have no choice other than driving, and 78 percent of them (57 percent
of all survey respondents) would rather spend less time in a car. Finally, most survey
respondents (59 percent) feel that providing more transportation options will make it easier to
take public transportation, walk, and/or bike—thereby helping to reduce traffic congestion
(Transportation for America, 2010). Developing a balanced transportation system, with a
variety of safe and non-motorized options, can alleviate barriers to transportation choice.

1-2-3. Increasing Prevalence of Obesity
Obesity is both a nationwide issue and a problem affecting the health of the next generation
of Delawareans (Rodriguez, 2009). According to the Centers for Disease Control and Prevention
(CDC), over one-third of the U.S. adult population and 17 percent of American children are
now obese (CDC, n.d.). According to the Delaware Division of Public Health, approximately
36 percent of Delaware adults are overweight, but combined with obesity, about 63.8 percent
of Delaware adults are either overweight or obese. In addition, about 52 percent of adult
Delawareans have insufficient or no physical activity (Rattay 2010, 13). Childhood obesity in
Delaware is on the rise—approximately 37 of Delaware children are obese (Nemours, 2010).
A neglect of community-design principles, lack of walkable or bikable infrastructure, and
compartmentalized built environments have led to less active lifestyles and automobile
dependency.
Lack of walking is contributing to increased risk of obesity (I-Min Lee, 2008). A recent study
suggests that neighborhood socioeconomic conditions and unfavorable built environments
can increase the odds of childhood obesity. Contributing factors that were cited include
unsafe surroundings; poor housing; and no access to sidewalks, parks, and recreation centers
(Singh et al., 2010). Yet another issue is the decline in the numbers of children walking to
school—from 50 percent in 1969 to 13 percent in 2004 (Zick, 2009). Researchers now believe
that efforts to improve aspects of the built environment, including transportation choice,
will positively influence physical activity levels and community livability, which will lessen
obesity.

1-2-3. Unsafe Roadways
The American Association of State Highway and Transportation Officials (AASHTO, 2010)
published its first “Green Book” on roadway design in the late 1930s. With the growth of
America’s interstate highway system, transportation engineers embraced a “bigger is better”
philosophy—equating wider roads with better roadway safety. While the intent of the Green
Book was to provide flexible road-design guidelines, many engineers narrowly interpreted
9
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the document as a manual that set forth rigid national standards for all road widths,
alignments and other traffic safety features (Federal Highway Administration 2004, 27-29).
The lack of safe and convenient travel choices has made roads unsafe for pedestrians and
bicyclists. Developing a pedestrian- and bicycle-friendly environment underscores the need
to design, engineer, operate, and maintain safe infrastructure for non-motorized transportation. According to the National Complete Streets Coalition, “Streets without safe places to
walk, cross, catch a bus, or bicycle put people at risk. Over 5,000 pedestrians and bicyclists
died on U.S. roads in 2008, and more than 120,000 were injured. Pedestrian crashes are more
than twice as likely to occur in places without sidewalks; streets with sidewalks on both sides
have the fewest crashes. While the absolute numbers of bicyclists and pedestrians killed has
been in decline for the decade, experts attribute this in part to a decline in the total number
of people bicycling and walking” (National Complete Streets Coalition, 2010).
According to a Dangerous by Design 2011: Delaware report, 171 pedestrians were killed on
Delaware roadways between 2000 and 2009. Most of these fatalities occurred on roadways
that are dangerous by design—engineered to move more vehicles more quickly with little
regard for the safe transportation of pedestrians, bicyclists, persons with mobility impairments,
or transit users (Transportation for America, 2011). In 2009 pedestrian deaths accounted for
12 percent of all traffic fatalities nationwide. Delaware ranked 15 among states for the
highest percentage of pedestrian fatalities in traffic crashes in 2009—an improvement from
its 8th-place ranking in 2003 (NHTSA, 2009).
Most roadways lack special on-street facilities for bicycling. In addition to conflicts with
drivers, hazardous conditions for bicyclists include poor road maintenance and surface
irregularities, such as drainage grates, railroad tracks, potholes, utility covers, gravel, wet
leaves, and uneven pavement joints (Pedestrian and Bicycle Information Center, n.d.)
Nationwide, bicyclists account for about two percent of all traffic fatalities (NHTSA, 2009).
Delaware’s rate of bicyclist fatalities, unfortunately, is the highest among all 50 states,
Washington, D.C., and Puerto Rico. Pedacyclist fatalities in Delaware accounted for 5.2
percent of all traffic fatalities in 2009 (NHTSA, 2009). Implementation of complete streets
strategies may help to lessen the rate of pedestrian and bicyclist traffic injuries nationwide
and in Delaware.

1-2-4. Lack of Transportation Equity
Nearly one-third of Americans do not drive. This includes 21 percent of Americans over 65
years old, youth under the age of 16, and individuals who do not own cars or are unable to
drive. Mobility-constrained and special-needs populations—including the elderly, those with
disabilities, zero-car households, low-income, minority, and low-literacy—face substantial
challenges and transportation inequities in a car-dominated culture. WILMAPCO’s 2009
Transportation Equity Report notes, “Weak transit and non-motorized funding (in step with
decades of highway-favorable land-use decisions) has resulted in a transportation system that
all too often does not meet the needs of environmental justice residents” (WILMAPCO 2009, 10).
Sidewalk design and maintenance that is not compliant with American with Disabilities Act
10
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of 1990 (ADA), is especially problematic for specialneeds populations, including older adults and
persons with disabilities. Specialized transportation
options, such as paratransit, may be available but are
often costly to operate and/or have service limitations
due to policy constraints. Low-income-household car
owners also face additional financial hardships
because they pay proportionally more for car-related
expenses and maintenance (Littman, 2010).
Transportation-equity issues may be addressed by
developing transportation policies and financing a
balanced transportation system that increase
investment in public transit and non-motorizedtransportation options, and promote land-use
practices that encourage compact, mixed-use development.
Even when multimodal transportation options are available or appropriate infrastructure
exists, poorly maintained transportation infrastructure may also cause transportation-equity
issues. Incomplete, inaccessible, or improperly maintained sidewalks (including curb cuts),
bike lanes, and transit shelters/stops can prevent or limit use by non-motorized travelers.
Overgrown vegetation, uneven surfacing, obstructions, debris, improper snow and ice
removal, and lack of access in construction zones can all limit mobility by pedestrians and
bicyclists.

1-2-5. Poor Air Quality
Scientific evidence points to the emissions of carbon dioxide and other greenhouse gases
(GHG) from human activities as a major cause of environmental problems and global
warming. In the United States alone, 28 percent of GHG emissions are attributed to
motorized transportation (National Complete Streets Coalition, 2010). This number will
continue to rise unless other means of transportation are viable and accessible. Among the
strategies to lower transportation-related emissions is to promote the modal shift away from
short, local car trips to travel by foot, bicycle, or public transit. These environmentally
friendly, alternative modes of transportation could substantially decrease greenhouse gases
and substantially reduce pollution.

1-2-6. Sprawling Development Patterns
Sprawling development is costly and unsustainable. Sprawl is characterized by low-density
development, dispersed land-use patterns, and automobile-dependent travel. Negative
consequences of sprawl include increased travel time, greater travel distances, and more
traffic congestion. According to the 2010 Urban Mobility Report, traffic congestion is a
problem that continues to grow. While the economic recession resulted in a slight two-year
decline in overall traffic congestion, this trend was short-lived. Congestion continued to
increase as the economy improved in 2009. Costs of congestion also continue to grow. In
2009 urban Americans traveled 4.8 billion hours more and wasted 3.9 billion gallons of fuel
11
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sitting in traffic at a congestion cost of $115 billion. Traffic congestion also cost commuters
an average of $808 and over 34 hours in traffic delays. In the Philadelphia metropolitan area
(Pa.-N.J.-Del.-Md.), each commuter in 2009 experienced an average of 39 hours in traffic
delays and wasted 30 gallons of fuel at a congestion cost of $919 (Schrank and Lomax, 2010).
The report recommends several balanced and diversified approaches to reduce congestion.
Among the potential congestion-reducing strategies suggested, which are compatible with
the complete-streets philosophy, are providing greater transportation choices and diversifying
development patterns. The report states that gains in mobility, economic activity, and
quality of life can be achieved in part through “denser developments with a mix of jobs,
shops and homes, so that more people can walk, bike or take transit to more, and closer,
destinations (Schrank and Lomax, 2010, p. 11).

1-2-7. Disconnected Social and Transportation Networks
Healthy, active communities provide built environments that support social interaction and
daily physical activity. The layout and design of streets has a major impact of the walkability
of a community. Traditionally, streets were designed follow a pattern of grids and blocks with
multiple points of entry and connections. Traditional grid street layouts provide short and
convenient walking distances between a point of origin (A) and destination (B), as illustrated
in the left side of the figure below.
The layout of contemporary streets in a typical suburban community is quite different. As
illustrated in the right side of the figure below, contemporary street layouts are often
curvilinear, contain single or very few points of entry, and have dead-end cul-de-sacs. Simple
trips are no longer within walking distance and now require an automobile trip to travel
between a point of origin (A) and destination (B) in a suburban community. The
disconnected, sprawling nature of streets and communities makes walking, biking, and using
public transit inconvenient, inefficient, and impractical. Research suggests that not only does
better roadway connectivity improve accessibility and reduce vehicle travel distances, it also
serves an important predictor of the choice to walk (VTPI, 2011). In addition, a growing
body of health and policy research indicates that street connectivity, along with
neighborhood density, affect walking behavior and degree of physical activity (Oakes et al.,
2007).

Figure 2: Traditional (Grid) vs. Suburban Street Layout
Source: Harvard Business Review
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What are

Complete
Streets

?
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The focal point for most transportation systems is the automobile. Decades of auto-centric
design has left streets as single-purpose transportation systems that marginalize all other
forms of transportation. In recent years, there has been a growing recognition of the need to
plan, design, construct, and maintain streets to meet the needs of all ages and abilities of all
roadway users—that is, creating “complete streets.” In addition to balancing the transportation needs of all users, the design of complete streets must be flexible and context sensitive.
Rather than an “all modes for all roads” approach, the elements of complete streets will vary
based on the existing or future character of the environment—including street classification
and land use (e.g., rural, suburban, or urban landscapes).

What is a “complete street?” America Bikes
first used the term “complete streets” in 2003
in an effort to change federal transportation
law to foster the creation of streets that serve
all users. However, the definition of complete
streets has evolved from federal initiatives
that support the “routine accommodation”
of non-motorized transportation, including
the Americans with Disabilities Act of 1990,
the 1998 Transportation Equity Act of the 21st Century (TEA-21), and policy guidance issued
by the Federal Highway Administration (FHWA) and the U.S. Department of Transportation
(DOT). These laws and regulations called for all transportation agencies to routinely
accommodate bicyclists, pedestrians, and persons with disabilities in all transportation
planning, design, construction, operations, and maintenance activities. In March 2010, the
U.S. DOT issued a new Bicycle and Pedestrian Accommodation Regulations and Recommendations policy statement, which goes beyond routine accommodation. It reaffirms the need
for transportation agencies to “incorporate safe and convenient walking and bicycling
facilities into transportation projects.” This includes (U.S. DOT, 2010):
• Considering walking and bicycling as equals with other transportation modes
• Ensuring that there are transportation choices for people of all ages and abilities, especially
children
• Going beyond minimum bicycling and pedestrian design standards
• Integrating bicycle and pedestrian accommodation on new, rehabilitated, and limitedaccess bridges
• Collecting and analyzing trip data to optimize investments
• Setting mode-share targets for and tracking walking and bicycling over time
• Removing snow from sidewalks and pedestrian facilities
15
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• Improving non-motorized facilities during maintenance projects
While many complete-streets definitions incorporate fundamental principles derived from
federal regulations and guidance, there is not one universal definition of complete streets.
The National Complete Streets Collation definition broadly states, “Complete streets are
designed and operated to enable safe access for all users. Pedestrians, bicyclists, motorists
and transit riders of all ages and abilities must be able to safely move along and across a
complete street” (National Complete Street Coalition, 2010).
Many states and local governments have tailored their definitions of complete streets to
reflect their particular vision, broader transportation goals, planning practices, policy
formulation needs, and capital improvement priorities. The State of Minnesota’s Complete
Streets Law emphasizes the dynamic nature of transportation-improvement initiatives, rather
than a static build-it and forget-it policy. The policy states that:
Complete streets is the planning, scoping, design, implementation, operation, and
maintenance of roads in order to address the safety and accessibility needs of users of all
ages and abilities. Complete streets considers the needs of motorists, pedestrians, transit
users and vehicles, bicyclists, and commercial and emergency vehicles moving along and
across roads, intersections, and crossings in a manner that is sensitive to the local context
and recognizes that the needs vary in urban, suburban, and rural settings (State of
Minnesota, 2010).
AARP provides both a definition and a graphic illustration of complete streets that emphasizes the need for roads to be designed, built, and maintained for all modes of transportation
as well as for all roadway users (AARP, 2008). It states that complete streets are:
…Roadways designed, built, and maintained to safely accommodate travelers of all ages and
abilities—motorists, pedestrians, bicyclists, and public-transit users—including children, nondrivers, older adults, and persons with disabilities (AARP, 2008).

Figure 3: Illustration of Complete Streets
Source: AARP Bulletin
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AARP recognizes that mobility-constrained populations—including children, elderly, persons
with disabilities, zero-car households, and low-income and minority groups—face substantial
challenges and transportation inequities in such a car-dominated culture. A recent AARP
inventory found that while the goal of complete-streets policies is to be inclusive, “less than
one-third of the 80 state and local complete-streets policies explicitly address the needs of
older road users” (Haase and others, 2009, 3). The organization recommends the adoption of
complete street policies, future road investments, and the redesign of highway design
guidelines to balance the needs of all users and enhance engineering practices for older
drivers and pedestrian safety.

2-2. Complete Streets as One Approach to Community
Livability
The concept of complete streets is just one approach to enhancing livability of a community.
Recently, the issue of community livability has come to the forefront of federal transportation
policy and planning. The new vision stresses the need to link transportation and land-use
planning to provide a safe, reliable, and integrated transportation system that serves people
of all ages, abilities, ethnicities, and income levels. Like complete streets, there is not one
consensus definition of community livability. According to the American Institute for
Architects, there are ten principles for livable communities, including (AIA, 2005):
• Design on a human scale (compact, pedestrian-friendly design)
• Provide choices (in housing, shopping, recreation, transportation, employment)
• Encourage mixed-use development
• Preserve urban centers
• Vary transportation options (walking, biking, and using public transit)
• Build vibrant public spaces
• Create a neighborhood identity
• Protect environmental resources
• Conserve landscapes
• Design matters
Livable communities foster active community environments, smarter growth, and pedestrianand transit-friendly design. The Federal Highway Administration (FHWA) also endorses
similar principles through its Interagency Partnership for Sustainable Communities—a
tri-agency initiative of the U.S. DOT, U.S. Environmental Protection Agency (EPA), and U.S.
Department of Housing and Urban Development (FHWA, 2008). Federal livability initiatives
17

Complete Streets in Delaware: A Guide for Local Governments

December 2011

have focused on the need for communities to increase housing and transportation choices,
enhance economic competitiveness, develop and implement revitalization strategies, and
enhance the quality of life in rural, suburban, and urban areas (U.S. EPA, 2010).
While there is not one consensus definition of community livability, walking is a critical
community livability factor. Most organizations, including the AARP, acknowledge that
livable communities provide options for multimodal transportation, access to public transit,
and opportunities for improved mobility. A balanced transportation system, good road
design, and sound land use plans can form the basis of characteristics of a livable community
(AARP, 2008).
In addition, AARP has developed a comprehensive framework that identifies six key
components of a livable community—housing, transportation and mobility, land-use plans,
cooperation and communication, public education and involvement in community
planning, and leadership. The transportation and mobility element of AARP’s livablecommunity agenda focuses on the need to develop multimodal transportation systems that
safely and equitably serve people of all ages, abilities, ethnicities, and incomes.
Complete streets can support and fulfill federal, state, and local community livability
objectives. Strategies for improving community livability, which are consistent with
complete-streets principles, include improving sustainability of land use and development
(e.g., smart growth, transit-oriented design, new urbanism), providing non-motorizedtransportation options, instituting traffic-calming measures, integrating land-use and
transportation planning, and encouraging pedestrian-friendly design and mixed-use
development.
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Complete streets address the need for a comprehensive, integrated, connected transportation
network that balances access, mobility, health, and safety needs of all roadway users. By
planning, funding, designing, constructing, managing, and maintaining a complete and
multimodal network, complete streets can ensure a fully integrated transportation system,
achieve and sustain mobility, and safely accommodate non-motorized transportation. While
difficult to quantify, there are numerous benefits of complete streets.

3-1. Safety
Complete streets can create infrastructure and a physical roadway environment that
improves safety for pedestrians and bicyclists. Complete-streets principles provide for the safe
accommodation of pedestrians and bicycles for a wide range of street types—from local
residential streets, to neighborhood collectors, to major arterial roadways—within a variety
of land-use contexts.
A review of pedestrian-safety research by the FHWA revealed that, when combined, roadway
engineering, facility design, and educational programs can provide effective countermeasures
to pedestrian crashes. Specific pedestrian facilities cited as effective features include (FHWA,
2004):
• Marked and illuminated crosswalks
• Alternative crossing treatments—including raised medians and
pedestrian refuse islands
• Traffic-control devices, signalization, and signage
• Treatments to assist pedestrians with disabilities
• Careful bus-stop placement
• Measures to enhance safe routes to school
• Traffic-calming measures
• Provision of continuous sidewalks and walkways
Specifically designing, engineering, operating, and maintaining pedestrian facilities are
tactics that are proven to produce pedestrian-friendly environments. Sidewalks provided
along both sides of a roadway reduce pedestrian accidents, prevent mid-block crossing
crashes, and greatly improve pedestrian mobility. Reducing road width is one traffic-calming
measure that also improves roadway safety. A study in Longmont, Colo., showed that there
was a 35- to 50-percent increase in injury accidents for every two-foot increase in street
width (Swift, 2006). This same study revealed “the most significant casual relationships to
injury and accident were found to be street width and street curvature” (Swift, 2006). Trafficcalming measures can effectively improve roadway safety by reducing vehicle speed,
pedestrian crashes, and neighborhood cut-through traffic.
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In addition to improving pedestrian safety, complete streets also encourage the safe design
and engineering of bicycle-friendly and multimodal facilities. A recent study indicates that
“on-road marked bike lanes were found to have a positive safety effect in five studies—
consistently reducing injury rate, collision frequency or crash rates by about 50 percent
compared to unmodified roadways” (Daniels, Brijs, Nuyts & Wets, 2009). Depending upon
the land use and roadway context, the design of safe on-road bicyclist facilities may include
shared lanes, marked shared lanes, paved shoulders, and/or designated bicycle lanes
(AASHTO, 2010).

3-2. Health
Healthy lifestyles are becoming more important in the
face of increasing obesity rates and related illnesses.
Research indicates that there is a clear connection
between the built environment and the health or
livability of a community. A recent study published by
Medicine & Science in Sports & Exercise concludes that
“[i]f everyone in the United States began walking 30 to
60 minutes each day, the benefits would be extensive”
(Powell and Blair, 1994, 851).
In order to increase physical activity and improve the
health of communities, a multi-faceted approach is
required. Building pedestrian- and bicycle-friendly
environments alone will not stem the rising tide of
obesity. Along with improvements to the built environment, public policy changes, health-promotion
activities, and community support is needed to improve
health outcomes (Robert Wood Johnson Foundation,
2007). In addition, eliminating built-environment
barriers to walking or biking can be effective in
influencing both behavior and transportation choice.
According to San Diego State University, “An 11-year study, which followed residents in Seattle
as they moved, found that people shifted some trips to transit, bicycling, and walking as a
result of moving into more walkable neighborhoods.”
Just as people can improve their diet with access to healthy, nutritious food, greater
transportation choices can lead to a more healthy and active lifestyle. Complete streets
provide improved access and opportunities for walking, biking, and physical activity. Builtenvironment features—including land use, recreational resources, availability of sidewalks,
and community environment—are essential to opportunities for physical activity and
positive health impacts.
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3-3. Environment
The EPA recognizes the important relationship between an increase in greenhouses gases and
the degradation of air quality. EPA released their “endangerment finding” in December 2009,
which states that “…the combined emissions of these well-mixed greenhouse gases from new
motor vehicles and new motor-vehicle engines contribute to the greenhouse gas pollution,
which threatens public health and welfare” (EPA, 2009).
The transportation sector accounts for more than 30 percent of all greenhouse-gas emissions
in the United States, with over 88 percent of all trips being made by car (EPA, 2011). When
road design is auto-centric, more unnecessary automobile trips are made. While most shortdistance trips could easily be made on foot or by bike, about 65 percent of trips of less than
one mile are made by the automobile in the United States (Collia, Sharp & Giesbrecht, 2003).
Switching to carbon-neutral transportation modes such as biking or walking can provide significant environmental benefits. If each person switched from automobile travel to walking
or bicycling, an individual’s carbon dioxide emissions could be reduced by 4,800 pounds per
year (National Complete Streets Coalition, 2010). Converting short car trips to travel by
walking, biking, or public transit can decrease the carbon footprint of daily vehicle travel,
minimize the generation of greenhouse gases, and improve air quality.

3-4. Smart Mobility
Complete streets support smart mobility and growth-development patterns. Communities
that embrace smart-growth principles encourage compact building design, mixed-use development, walkable/bikable neighborhoods, an array of transportation choices, and a distinct
sense of place.
There are economic, societal, and environmental benefits of smart growth (Litman, 2011).
Compact, mixed-use development, infill redevelopment, and downtown revitalization are
examples of public investment based on smart-growth principles. Substantial savings of taxpayer dollars can be realized by strategic public investment in existing downtowns and communities. Because infrastructure already exists in the core of a community, reinvestment in
new infrastructure or public services is not required.
In addition, there are higher levels of social capital associated with more walkable communities. Successful public spaces are designed for people, not cars. Great places are easy to access,
convenient to public transit, perceived to be safe and clean, encourage active use, and foster
sociability (Project for Public Spaces, Inc., 2005).
Finally, the redevelopment of and reinvestment in compact, walkable communities protects
the environment and natural resources. Focusing or redirecting development to places where
infrastructure already exists conserves farmland, scenic vistas, historic resources, and natural
assets.
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3-5. Inclusive Physical Environments
3-5-1. Older Adults
In the United States, less than seven percent of Americans over the age of 65 make their trips
on foot or bicycle (Pucher & Dijkstra, 2003). This figure is in stark contrast to many other
places in the world. In Germany, 50-55 percent of people over the age of 65 make trips via
foot or bicycle. This “walking gap” is likely due to auto-centric development and incomplete
streets. AARP, which is part of the National Complete Streets Coalition, reports that “heavy
reliance on automobile travel has contributed to making it difficult to get to places on foot
in many parts of the United States and, in far too many cases, unsafe” (Haase et al., 2009). In
the AARP Public Policy Institute publication, Planning Complete Streets for an Aging America,
transportation planners and engineers are urged to consider the multimodal travel needs of
older adults in roadway design. Changing the design and physical layout of transportation
systems may help older adults, as both drivers and pedestrians, better navigate roadways and
encourage this demographic to use other forms of transportation. The report recommends
refinements to the FHWA’s Design Handbook for Older Drivers and Pedestrians to increase the
safety of older adults. It also recommends that state and local governments adopt national
Complete Streets policies that specifically address the needs of mature citizens (Haase et al.,
2009).

3-5-2. Persons with Disabilities
ADA regulations require that new facilities be
accessible and usable by people with
disabilities. Title II of ADA also prohibits state
and local governments from discriminating
against persons with disabilities with respect to
public accommodations and transportation
(U.S. Department of Justice, 2005). In 2005 a
draft of Public Rights-of-Way Accessibility
Guidelines (PROWAG) was issued to provide
guidance on scoping and technical requirements to ensure that access for persons with
disabilities is provided wherever a pedestrian
way is built or altered (United States Access
Board, 2005). Equitable transportation
policies, compliance with ADA, and access to
transportation facilities by persons with disabilities will be furthered as complete-streets
principles become more widely supported and adopted. Complete-streets practices reinforce
the need for safe access and transportation equity for all—including persons with disabilities.

3-5-3. Children
According to Nemours Health and Prevention Services, approximately 40 percent of
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Delaware’s children and youth are either overweight or obese and at risk for long-term
chronic health problems (Nemours, 2010). While there are a number of factors associated
with rising obesity rates, lack of physical exercise is one factor that can be addressed with
improvements to the built environment.
Nemours Health and Prevention Services is a strong public policy advocate for complete
streets. Nemours points to research indicating that children are more physically active and
dependent when complete streets are present, including built environment changes that
improve pedestrian safety, provide safe routes to school, and remove barriers to walking and
biking. In a policy brief titled “Counties and Municipalities in Delaware Can Develop
Complete Streets to Combat Childhood Obesity,” Nemours urges the support of Delaware’s
Complete Streets Policy by local governments (Nemours, 2009). It notes that local
governments can update comprehensive plans, create bicycle and pedestrian master plans,
and adopt zoning ordinances and public policies that support pedestrian- and bicyclefriendly built environments.
The National Complete Streets Coalition also concurs that complete streets can promote the
physical activity of children. The Coalition’s fact sheet “Complete Streets Helps Keep Kids
Safe!” cites several benefits of designing and operating streets for all users, including
children. It notes that Complete Streets can help to foster increased independence, mobility,
physical activity, and safety of children. Children who live in bikeable and walkable
communities have greater opportunities to be active in a safe environment (National
Complete Streets Coalition, n.d.).

There is growing evidence that walkable
environments can provide positive economic
benefits. Walkability can help revitalize a
downtown, increase private investment, bolster
property values, promote tourism, and support
the development of a good business climate. A
2009 report, Walking the Walk, documents a
positive correlation between the walkability of
cities and home values.
According to the report, homes in neighborhoods that are within walking distance to
destinations related to daily living can command a higher price than homes in similar
neighborhoods that are automobile-dependent. A home in a more walkable community saw
an increased property value premium of $4,000 to $34,000 dollars over homes in
communities that were not very walkable (Cortright, 2009). Housing values are positively
and significantly correlated with walkability in almost all metropolitan markets. Walkability
was also correlated with high housing values in metropolitan areas of different sizes and in
different regions of the country. Walkability was correlated with housing prices both in older,
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denser markets (i.e., Chicago, Ill.) and in faster-growing Sunbelt markets (e.g., Phoenix, Ariz.,
and Jacksonville, Fla.) (Cortright, 2009). In addition, the report found that homes that scored
higher on a “Walk Score” algorithm, which assigns a higher point value to homes that are
closer to typical consumer destinations, generally had increased home values in most
markets (Cortwright, 2009).
In recent decades, there has been a renewed interest in the benefits of urban living and
revitalizing downtown shopping districts and “Main Streets.” A study supported the Federal
Transit Administration (FTA) and National Trust for Historic Preservation (NTHP) reveals that
transit reinvestment and historic preservation, when combined, can be major forces in
community revitalization. Successful revitalization strategies have focused on investing in
resources that promote transit-oriented and transit-supportive development, adaptive reuse
of historic structures, expansion of travel choices, intermodal hubs or centers, and the
renewal of historic downtowns (Costello, 2003). Communities that reinvest in and revitalize
critical public transportation links in their downtowns and surrounding neighborhoods are
more likely to experience overall success in CBD-revitalization efforts (Costello, 2003).
Successful initiatives capitalize on a town’s historic character, transportation enhancements,
and attractive streetscapes that support a pedestrian-, transit-, and business-friendly climate.
For example, North Carolina’s Outer Banks invested approximately $6.7 million in public
funds for bicycle improvements, and over 10 years saw an economic benefit of $60 million
in bicycle-related tourism (North Carolina Department of Transportation, 2010, 33). The
initial investment has paled in comparison to the total economic benefit gained.

3-7. Responds to Housing Market Preferences
In the past decade, there has been a dramatic shift in housing market preferences. More
Americans are seeking to reside in walkable, mixed-use neighborhoods than in sprawling
suburbia. A number of factors have contributed to the change in housing market trends,
including the decreasing size of American households, higher commuting expenses, and
spiraling single-family home-energy costs. These factors, combined with the economic
recession, recent mortgage crisis, and collapse in the housing market have increased the
demand for living in places with convenient access to public transportation, places of
employment, schools, retail shops and restaurants, and residential communities (Renaissance
Downtowns, LLC, 2011).
According to a 2011 Consumer Preference Survey commissioned by the National Association
of Realtors, Americans have a strong preference for walkable, mixed-use, and transit-accessible
neighborhoods. Among those polled, 56 percent of respondents favored smart-growth
communities over neighborhoods that require automobiles to drive to work, home, schools,
and recreation. The survey revealed that when considering a new home purchase, 77 percent
of respondents would prefer neighborhoods with sidewalks and pedestrian-friendly
amenities. Investment in public-transportation improvements is favored over building new
roads by 50 percent of survey respondents. The survey also showed that most Americans
would sacrifice the size or square footage of a new home for the quality of a neighborhood
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and a shorter commute to work (Belden, Russonello & Stewart LLC, 2011).
The National Association of Realtors also notes that demographic trends and changes in
consumer behavior will have a profound influence on the housing market. Demographic
research shows evidence that the future generation of home buyers prefers to live in
neighborhoods in city centers or inner suburbs that are close to jobs, entertainment, retail
establishments, and public transportation. Recent surveys by RCLCO, a leading real estate–
advisory firm, indicate that the future generation of home owners is in tune with smart
growth—including communities that offer a compact, walkable lifestyle with a range of
transportation alternatives (National Association of Realtors, 2010).
Aging baby boomers also have indicated a strong preference to “age in place” in communities
that are livable, safe, and transit-friendly. A 2009 AARP Survey on Community Services in
Delaware revealed that while most respondents are now dependent upon automobiles,
nearly half of the residents surveyed agree they would use public transportation more often
if it was more convenient (AARP, 2009).

27

December 2011

Complete Streets in Delaware: A Guide for Local Governments

4
What Are
Characteristics of

Complete
Streets

?

29

December 2011

Complete Streets in Delaware: A Guide for Local Governments

4-1. Complete Streets Are Flexible
The term “complete streets” is more conceptual than definitive. The accommodation of
various road users will change from place to place depending on the context of the road use
and its setting. Complete streets need to incorporate flexible design and consider the existing
and future transportation context (or roadway type), existing and future land use (e.g.,
urban, surburban, rural/natural), adjacent land uses, residential density, topographical
constraints, and character of development. Depending on the roadway and land-use context,
future improvements may include enhancements to or the addition of ADA-accessible
pedestrian features, bicycle facilities, crosswalks, curbs, traffic-control measures, signage,
transit shelters, and/or streetscaping amenities.
The City of Charlotte, N.C., is using a context-sensitive decision-making method as a new
approach to street design. In applying its Urban Street Design Guidelines, Charlotte considers
land-use context, street function, and the need to balance competing right-of-way uses in
order to select the best street-design option that achieves integrated planning, increased
connectivity, and increased modal choice. The city uses a six-step approach in applying the
street-design guidelines, which will consider stakeholder input, weigh tradeoffs among
competing design elements, and balance often conflicting needs of road users—especially
with respect to retrofit or modification projects. Depending upon the circumstances, the
application of a six-step street-design approach may be either prescriptive or flexible as
follows (Newsome, Steinman, Ewing, 2003, 6-7):
• Step 1 – Define the Land-Use and Design Context—the street design should reflect the
existing and expected future land-use context.
• Step 2 – Define the Transportation Context—the existing and expected future conditions
of the overall transportation network should be considered with respect to proposed streetdesign project.
• Step 3 – Identify Deficiencies—based on the assessment of land-use and transportation
contexts, gaps in connectivity and pedestrian-, bicycle-, and transit-facilities should be
identified and described.
• Step 4 – Describe Future Objectives—an evaluation of what needs to change or remain
the same will serve as the basis for the street classification and design.
• Step 5 – Recommend Street Typology and Test Initial Cross-Section—based on the
previous steps, the plan/design team can recommend the appropriate street typology.
• Step 6 – Describe Tradeoffs and Select Cross Section—the plan/design team will evaluate
tradeoffs are evaluated, propose design alternatives, and present the suggested design
treatments for public input.
The National Complete Streets Coalition avoids the use of the term “context sensitive.” The
Coalition instead stresses that complete streets are necessary but need to have flexible
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application based on land-use and roadway context. The Coalition asserts that the planning,
design, and implementation of complete streets for all roadway users should be compulsory
and dependent upon outcomes of a public-participation process. National Complete Streets
Coalition urges that complete-streets principles be distinguished from context-sensitive
solutions in roadway design, as follows (National Complete Streets Coalition, 2010):
While context-sensitive solutions involve stakeholders in considering a transportation
facility in its entire social, environmental and aesthetic context, complete streets policies are
a reminder that providing for safe travel by users of all modes is the primary function of the
corridor. Under complete streets, basic facilities for bicyclists, pedestrians, transit users, and
disabled travelers are necessities, rather than optional items. Their needs must be included
regardless of their presence or lack thereof at stakeholder meetings. All modes and users are
important on all thoroughfares.
In some instances, there may be a need to go beyond completing a street to safely
accommodate all roadway users. For example, trails and/or shared-use paths may be needed
to supplement complete streets where there is a large volume of motorized traffic traveling at
high rates of speed. Shared-use paths and trails can complement on-road facilities, provide
shorter routes of travel, and/or make connections to public facilities such as parks, schools,
tourist areas, and other popular destinations. Providing shared paths and trails, in addition
to complete streets, may also benefit inexperienced bicyclists, children and older pedestrians,
dog walkers, rollerbladers, and people pushing strollers.

4-2. Complete Streets Are Accessible
The Americans with Disabilities Act of 1990 (ADA) is a civic rights law that is intended to
provide adequate accessibility to all persons. Title II, subtitle A, of the ADA prohibits
discrimination on the basis of disability in all services, programs, and activities provided to
the public by state and local governments. Therefore, complete streets must provide
accessibility for people of all ages and abilities.

4-2-1. Local Government Requirements Under Title II
Under Title II of ADA, state and local governments are required to ensure accessible design,
construction, and maintenance of all transportation projects, regardless of the funding
source. The 28 Code of Federal Regulations (CFR), part 35, implements subtitle A of ADA
Title II. In §35.151, part 35, of 28 CFR, all new construction, reconstruction, and alterations
to existing state and local government pedestrian facilities meet with federal accessibility
standards. Pedestrian facilities include sidewalks, shared-use paths, trails, or other public
walkways. If pedestrian facilities intersect a street, the portion of the street used by pedestrians,
whether marked as a crosswalk or not, is also considered part of the pedestrian facility (ada.gov).
Facilities must also be brought up to current accessibility standards if the scope of a
transportation construction project includes alterations to existing pedestrian facilities. For
example, curb ramps must be installed if a street-resurfacing project alters the sidewalk,
curbs, or street surface in a crosswalk area. If curb ramps already exist but do not meet the
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current accessibility standards, those
ramps must be either reconstructed or
retrofitted to meet the current accessibility standards. Other required
activities, needed to meet ADA
standards as part of a transportationproject alteration, may include
pavement replacement, sidewalk
widening, street resurfacing, traffic- or
pedestrian-signal installation, and/or
change in sidewalk slope or grade
(ada.gov).

4-2-2. ADA Transition Plans
To ensure compliance to Title II of ADA, state and local governments must conduct a selfevaluation to assess the extent to which facilities, programs, and services must be modified
or changed to meet accessibility requirements. Under 28 CFR, part 35, §35.150, public
entities with more than 50 employees must develop an ADA transition plan to describe how
non-compliant facilities, programs, and services will be become ADA-compliant. The plan
must (ada.gov):
• Identify physical obstacles that limit the accessibility of facilities to individuals with
disabilities.
• Describe the methods to be used to make the facilities accessible.
• Provide a schedule for making the access modifications.
• Designate public officials responsible for implementation of the plan.

4-2-3. ADA Maintenance Requirements
ADA requires that to the maximum extent possible, facilities must be accessible to, and
usable by, individuals with disabilities. Under 28 CFR, Part 35, §23.133, all public entities
must maintain “in operable working condition those features of facilities and equipment
that are required to be readily accessible to and usable by persons with disabilities…”
(ada.gov). A good source of information regarding state and local government public
facility–accessibility requirements is the 2010 ADA Standards for Accessible Design (ADAAG)
This document comprises ADA Title II regulations and guidance within the 2004 edition of
ADAAG. Key guidance in this document includes (U.S. Department of Justice, 2010):
• The requirement for state and local governments, under Title II, to address the need for
accessible sidewalks, curb ramps, and street crossings
• The need to adhere to minimum design guidelines, under ADAAG, for accessible routes
including sidewalk width, curb ramps, cross-slopes, detectable warnings, and passing space
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4-3. Complete Streets Provide Multiodal Transportation
Options
Complete streets are the basis of a multimodal transportation system that enhances mobility
and access of all users, fosters options to car travel, and provides connections among travel
destinations and modes. To foster a multimodal network, complete streets must:
• Address the needs of transportation users of all ages and abilities and include facilities that
accommodate pedestrians, bicyclists, transit users (including school buses), emergency
vehicles, motorists, and commercial trucks.
• Recognize the needs of special populations, including households without cars, low-tomoderate-income households that depend on transit, and demographic groups that may
not drive, such as children, older adults, and persons with disabilities.
• Promote viable, efficient, and functional transportation alternatives to automobile travel.
• Balance access, mobility, health, and safety needs of all roadway users.
• Gauge how a road will impact various transportation users
• Consider the functional classification of the roadway—whom it will serve and for what
purposes. Additional factors to consider include adjacent-land uses, context of location,
community character, social and demographic factors, and how existing roadway uses may
evolve over time.

4-4. Complete Streets Are Vibrant Centers of Activity
According to the Project for Public Spaces (PPS), well-designed and -managed transportation
networks can foster mobility, economic vitality, civic engagement, and active and healthy
communities. Successful public spaces have four key qualities—they are accessible, active,
sociable, and comfortable. Moreover, “placemaking capitalizes on a local community’s assets,
inspiration, and potential, ultimately creating good public spaces that promote people’s
health, happiness, and well-being” (PPS, n.d.). In order for complete streets to become
vibrant centers of activity, they must:
• Encourage compact, mixed-use development.
• Improve circulation systems to connect diverse community environments and amenities.
• Instill the importance of pedestrian, bicycle, and transit facilities as essential elements of
healthy communities and components of a multimodal transportation system.
• Create pedestrian-, bicycle-, and transit-friendly environments.
• Recognize that streets can serve as community gathering places and hubs of sociability,
business, and livability.
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4-5. Complete Streets Have Common Features and
Design Elements
While there are common features and design elements, there is not a standard complete
streets template for every street or environment. Again, the application of design elements
must be flexible to recognize differences in future and existing land-use context, road type,
and a community’s vision for a transportation corridor. Common features and design
elements include speed-management strategies, traffic-control devices and signage, pedestrian
infrastructure and amenities, bicycle features, transit facilities, and ideally pedestrianoriented lighting.

4-5-1. Speed-Management Strategies
Speed-management strategies to are
intended to provide more consistent
vehicular speed and decrease the number of
speeders. Research supports the effectiveness
of speed management at decreasing
automobile speeds, reducing vehicle crashes,
moderating noise levels, and promoting
better environments for non-motorized road
users (Huang and Cynecki, 2000, 26-31).
Speed-management strategies include but
also go a step above traffic-calming
measures. Traffic-calming is described by
DelDOT as “changes in street alignment,
installation of barriers, and other physical measures to reduce traffic speeds and/or cutthrough volumes, in the interest of street safety, livability, and other public purposes” (Final
Regulations, 2000, 529). While traffic-calming is site-specific and most effective on local
residential streets, speed-management strategies are appropriate both on residential streets as
well as higher-speed roadways—including major arterial and collector streets (Parham and
Fitzpatrick, 1998, 1-3).
Speed-management strategies are both passive and active. Passive strategies include those
that provide motorists with greater awareness of travel speeds via feedback (e.g., flashing
speed-limit signs) or police enforcement. Active strategies include physical devices, road
design and street alignment changes, and technologies that force drivers to moderate their
vehicle speed (Kimley-Horn and Associates, 2009). Active speed-management strategies (ITE,
2010) include, but are not limited to:
Roadway-Narrowing Treatments
Research indicates that roadway-narrowing treatments (e.g., adding raised medians, curb
extensions, road diets, bike lanes and/or converting travel lanes to parking) can increase
pedestrian safety. A road diet often reduces lanes, and/or lane size, which ultimately slows
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vehicular traffic and produces additional space for other roadway users—including pedestrians
and bicyclists. A Longmont, Colo., report shows that “as street widths widen, per-mile
per-year accidents increase exponentially, and the safest residential-street widths are the
narrowest (curb face)” (Swift, Painter, Goldstein, 2006).
Intersection Design
Intersection design can provide speed management by changing a street’s physical design
and narrowing its cross-section to enhance visibility of motorists and accessibility of
pedestrians. Altering the design of an intersection can narrow a street’s cross-section or
provide visual cues to motorists to travel more slowly while benefiting pedestrians and
bicyclists through shorter crossings and higher visibility. Intersection design primarily has
an impact on the speed of vehicles approaching and traveling through an intersection, and
can improve pedestrian accessibility. Examples of intersection design techniques include
(ITE, 2010):
• Raised intersections or crosswalks
• Curb extensions, or pedestrian bulb-outs to extend the corner of a sidewalk into the street

Roundabouts
According to DelDOT, “a roundabout is
a circular intersection that moves traffic
counterclockwise around a central
island. Often confused with traditional
‘traffic circles,’ one way modern roundabouts differ is that they feature trafficcalming qualities that encourage
drivers to reduce their speed through
the intersection. The design of a roundabout also reduces the need for direct
left turns, which are a major reason for
intersection crashes, thereby increasing
the overall safety aspect of the intersection” (DelDOT, n.d.).
On-Street Parking
On-street parking on both sides of the street can dramatically reduce travel speeds by
creating a visual illusion to drivers that the street is narrower than its actual width. Narrow
streets with high-parking density tend to have the greatest effects on calming traffic and
slowing car speeds. On-street parking also provides a buffer for pedestrians and vehicular
traffic. The buffer created by parked cars prevents traveling vehicles from splashing
pedestrians and provides a sense of comfort to sidewalk users.
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4-5-2. Traffic-Control Devices and Signage
The purpose of traffic-control devices (e.g., signs, pavement markings, and signals) is to
promote highway safety and efficiency by providing for the orderly movement of all road
users. The Manual on Uniform Traffic Control Devices (MUTCD) provides eight warrants for
transportation agencies to install and maintain traffic-control devices on all public streets
(and private roadways open to the public), highways, and bikeways (Smith, Reed, and Baker).
DelDOT’s MUTCD provides additional guidance on design, placement, operation,
maintenance, and uniformity of traffic-control devices in order to provide “reasonable and
prudent road user[s] with the information necessary to reasonably, safely, and lawfully use
the streets, highways, pedestrian facilities, and bikeways” (DelDOT, 2009, 1A-1).
Signage and Pavement Markings
Signs and pavement markings serve to regulate, warn, and guide all road users. Retroreflectivity or nighttime visibility of signs and pavement markings provides critical
information to both motorized and non-motorized travelers, helps drivers navigate the road
during nighttime hours, enhances traffic flow and driver mobility, and promotes safe
roadway conditions. Nighttime visibility is especially critical to the growing population of
older roadway users. FHWA has adopted new traffic-sign retro-reflectivity requirements that
have been incorporated into the most recent version of MUTCD. The new national retroreflectivity standards require transportation agencies or officials to maintain minimum
traffic-sign retro-reflectivity levels. January 2012 is the deadline for agencies to establish and
implement a sign-assessment or management-method to meet the minimum recommended
requirements (FHWA, 2010).
Traffic Signals
Traffic signals are installed to regulate traffic movement,
ensure the orderly flow of traffic, and protect motorized
and non-motorized travelers at busy intersections. Traffic
engineers follow federal guidelines that establish the
minimum conditions under which signal installation
should be considered, including volume of vehicles and
pedestrians, physical environment of the intersection,
adjacent and future development, peak-hour traffic delays,
vehicle speed, and accident data.
Pedestrian Signals
Pedestrian signals are special types of traffic-control devices
that are installed at signalized intersections to create gaps in traffic flow, which allow
pedestrians to cross at busy intersections. They are frequently installed at signalized
intersections when engineering analysis shows that the vehicular signals cannot adequately
accommodate the pedestrians using the intersection. The following pedestrian signals will be
installed by DelDOT as warranted (DelDOT MUTCD, 2008).
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Pedestrian-countdown signals—will be installed at all new or retrofitted signalized
intersections in Delaware over the next several years. The new countdown signals will
display the number of seconds that remain for a pedestrian to safely cross a street, in
addition to the traditional “Walk” and “Steady/Don’t Walk” symbols.
Pedestrian-accessibility signals—audible pedestrian signals will be installed by request to
assist persons with limited vision or visual impairments to safely cross a street. While
accessible-pedestrian signals are installed to meet the needs of pedestrians with visual
impairments, common problems often arise in the installation of ped-buttons and pedestrian
signals. A technical assistance bulletin, issued by the U.S. Access Board, provides guidance on
ways to address deficiencies in the location, operation, and usability of pedestrian-accessibility
signals (see www.access-board.gov/research/pedestrian-signals/bulletin.htm).
Pedestrian-activated high-intensity activated crosswalk (HAWK) crossing signals—will be
installed to address pedestrian crossing needs at high-volume traffic locations that do not
meet the criteria for a traditional traffic signal. For example, in 2010 a HAWK was installed
on State Route (SR) 72 in Newark to meet the road crossing needs of pedestrians with a
minimum disruption to of the traffic flow of SR 72.
Intelligent-transportation technologies (ITS)—may be on the horizon to improve
conditions for pedestrians crossing streets. Examples include in-pavement crosswalk lighting,
mid-block pedestrian-actuated beacons, pedestrian-detector technologies, and advanced
accessible pedestrian signals. Many ITS innovations, however, have not been included in
MUTCD nor endorsed by FHWA (walkinginfo.org).

4-5-3. Pedestrian Facilities and Amenities
Accessible Sidewalks and Shared-Use Paths
Complete streets must have accessible sidewalks and/or shared-use paths to create a safe,
pedestrian-friendly environment. Newly constructed or altered sidewalks, shared-use paths,
curb ramps, street crossings, and other pedestrian features must meet or exceed accessible
design criteria in order to comply with ADA Title II requirements for state and local
governments. ADA, ADAAG, PROWAG, FHWA, and U.S. DOT are excellent resources that
provide technical assistance and design guidance on pedestrian and bicycle facilities that can
meet accessibility standards while achieving complete streets. Again, context sensitivity and
the application of engineering judgment is recommended when designing pedestrian
facilities.
Suggested treatments for residential, collector (low- to moderate-capacity), and arterial
(moderate- to high-capacity) roadways include a minimum of five-foot-wide sidewalks on
both sides of a street, with a planting strip two feet wide on residential and collector streets
(FHWA, 2010). Sidewalks in commercial- and central-business districts should be at least ten
feet wide, with a six-foot-wide obstruction-free area for pedestrians, in order to meet level-ofservice criteria and AASHTO’s “Green Book” recommendations (U.S. Architectural and
Transportation Barriers Compliance Board).
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Generally, good sidewalk design incorporates a sidewalk-zone system. Four zones—the curb
zone, furniture zone, pedestrian zone, and frontage zone—are used to determine the total
width of a sidewalk and the minimum width for the pedestrian zone that is free from
obstacles, obstructions, and that meets ADA guidelines (FHWA, 2010). Creating buffer zones
between vehicular traffic is important so that pedestrians experience more secure and safe
environment for walking. Buffers can come in multiple forms. On-street parking,
landscaping, and street furniture are some of the basic options that can safely shield
pedestrians. Additionally, sidewalks should be continuously connected, free of dead-ends,
obstructions, and burdensome physical defects (i.e., surfaces that are uneven or in disrepair).
Curb ramps and crosswalks must be installed to meet ADA requirements for accessibility. In
addition, routine sidewalk maintenance—including snow removal—and repair is required.
Curb Ramps
Curb ramps are one of the most basic of
ADA requirements. To meet recommendations of ADAAG (4.29.2), all curb ramps
must be designed to include detectable
warnings, with raised-truncated domes, to
take into consideration the needs of
pedestrians who have mobility or visual
impairments. These minimum guidelines
should be used as a starting point, not a
final design requirement (U.S. Access Board,
2002).
Crosswalks
Crosswalks that have clear pavement markings are essential to separate pedestrian movement
from automobile traffic. Simple pavement markings can come in the form of white striping
that clearly defines a pedestrian crosswalk. In other high-traffic areas, textured or highvisibility pavement markings may help drivers anticipate pedestrians crossing busy roadways.
Advance stop lines that require vehicles to stop before the crosswalk lines are also helpful in
bringing visibility to pedestrians. Depending on the context of the roadway, crosswalks can
be installed at frequent intervals or at busy pedestrian corridors in order to promote accessibility. Complete streets also utilize all corners of an intersection for crossing, versus making
pedestrians take extra-long paths to cross a street. In environments where pedestrians need
additional points of crossing, a midblock crossing may be another option to enhance
pedestrian accessibility. In order to enhance the usability of transit systems, crosswalks
should be placed near transit stops. Successful pedestrian- to transit-user transitions should
easily facilitate accessibility.
Pedestrian Islands/Medians
Pedestrian islands can be used to promote pedestrian safety and accessibility. Pedestrian
medians can also serve the purpose of providing roadway beautification and local identity,
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when thoughtfully landscaped. Pedestrian islands allow a pedestrian to make one trip to the
center of the road, while focusing on one direction of traffic. Before they continue their trip,
pedestrians can stop, rest, and focus on the second flow of traffic separately. At signalized
intersections these pedestrian islands can break up longer crosswalks, splitting the time to
cross a street into more manageable pieces.
Streetscaping Amenities
The National Complete Streets Coalition recognizes the need and advocates for streetscaping
improvements as an essential component of complete streets. The Coalition reports that the
American Society of Landscape Architects (ASLA) are forerunners in implementing
streetscape-design strategies that attractively integrate bicycle and pedestrian infrastructure,
transit shelters, public places, trails, parks and recreation facilities, street furniture and
amenities, and tree canopies, which all form the building blocks of complete streets. In 2010
ASLA urged federal legislators to adopt a resolution to make the fourth week in April
“National Streetscaping Week.” The proposed resolution called for “promot[ing] the
development of safe, attractive, and environmentally sustainable communities by urging
federal, state, regional, and local policy-makers to fund and support streetscape improvement
projects” (National Complete Streets Coalition, 2010).
Mixed-Use Development
Mixed-use development supports complete streets by enhancing community livability with a
more pedestrian-, bicycle-, and transit-friendly environment. According to the American
Planning Association (APA), mixed-use development “blends residential, commercial,
cultural, institutional, and, where appropriate, industrial uses.” Mixed-use development
(APA, n.d.):
• fosters more housing variety and density
• shrinks distances between housing, workplaces, retail businesses, and other destinations
• encourages more compact
development
• promotes a sense of place and
community identity

4-5-4. Bicycle Facilities
Safer transportation infrastructure for
bicyclists can promote a greater shift to
that mode from automobile travel. As
bicycling is integrated into the transportation mainstream, transportation
agencies are recognizing the need to
provide policy and design guidelines to
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construct new bicycle facilities and retrofit existing transportation infrastructure for bicycle
travel. In 2008 the U.S. DOT issued a policy statement to provide bicycle and pedestrian
facility–design guidance. The statement recognizes the need to balance pedestrian and
bicyclist needs in all transportation projects. It also advises transportation agencies to
incorporate flexibility in roadway design and apply engineering judgment in tailoring
designs to specific roadway needs and uses in order to balance competing transportation
needs (FHWA, 2008).
DelDOT’s Delaware Bicycle Facility Master Plan also provides design guidance to better accommodate bicyclists on the statewide roadway network. Within the plan, a bikeway is defined
under bicycle policy (PI# D-06) as “any road, street, path or way which in some manner is
specifically designated for bicycle travel, regardless of whether such facilities are to be shared
with other transportation modes” (DelDOT, 2005, 11).
The plan establishes a continuous network with a hierarchy of bicycle routes—statewide
routes, regional routes, recreational connectors, feeder routes, and undesignated bikeways.
For each type of bicycle route, a series of bicycle-facility features are recommended (e.g.,
warning and regulatory signage). The location, placement, and design of bikeways should be
context-sensitive. DelDOT guidance suggests that separate bicycle lanes may be appropriate
on roadways within urban and suburban settings, while bicycle travel on shoulders is more
appropriate on rural roads. In addition, amenities such as bicycle racks or storage areas are
important. Placing bicycle parking near transit hubs, areas of commerce, and places of work
enhances bikeability.
Bicycle Lanes
The Delaware Bicycle Facility Master Plan provides a description of
and design guidance for bikeways that may be installed on within
the hierarchy of bicycle routes. The three types of conventional
bikeways described in the master plan—bike lanes, shared
shoulders, or outside travel lane—are defined below (DelDOT,
2005, 11):
• Bike lane—is a dedicated bicycle lane of travel with minimum
five-foot width that is designated by pavement striping, bike
symbols, route designation, as well as warning and regulatory
signage.
• Shared shoulder—provides a separate bicycle lane for travel
within a paved shoulder of a roadway. With a minimum five-foot width, a shared shoulder
includes some signage and bicycle symbols, maintains use for motorist breakdowns or
emergencies, and prohibits parking.
• Outside travel lane—is described as a 14-foot-wide outside-travel lane to be shared by
motorists and bicyclists. The lane provides warning and regulatory signage, but no
pavement striping.
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An Urban Bikeway Design Guide was recently published by the National Association of City
Transportation Officials (NACTO). It describes other options to conventional bikeways,
which may be considered in certain urban-roadway contexts, to provide attractive city streets
that accommodate and encourage bicycling (NACTO, 2011). These urban bikeway
alternatives include:
• Buffered bike lanes—are described as conventional bicycle lanes that are separated from
an adjacent motor-vehicle travel lane and/or a parking lane by a designated, and
pavement-marked buffer space.
• Contra-flow bike lanes—enable bicyclists to ride in the opposite direction of motor
vehicle traffic by allowing two-way bike along a one-way road. Yellow center-lane striping
separates contra-flow bike lanes from traffic lanes.
• Left-side bike lanes—allow for the placement of conventional bike lanes on the left side
of one-way streets or two-way median divided streets. This is a feasible option in busy
urban centers where conflicts with transit, delivery vehicles, or pull-outs by parked cars
could be problematic.
Pavement Markings and Signage
Pavement markings and signage can help create awareness and identify the presence of a
bicycle facility. Bicycle-route signage, regulatory signage, and warning signage all heighten
awareness of cyclists and provide route navigation information. Pavement markings clearly
designate bikeways and travel paths for both motorists and bicyclists. All pavement
markings, symbols, and/or arrows must be retro-reflective to enhance visibility and meet
recommended pavement-marking standards, two of which are described below (MUTCD,
2009).
• Bicycle detector pavement marking—is a pavement marking that denotes a bike lane
and the direction of travel of bicyclists.
• Sharrows—or shared lane markings may be used as a traffic-control device on roadways
with vehicular speed under 35 miles per hour. MUTCD indicates that a sharrow may be
used as a pavement marking where vehicular and bicycle traffic share a travel lane that is
too narrow for side-by-side travel. Sharrows can assist bicyclists with lateral positioning in
urban environments with on-street parallel parking. When on-street parking is being used,
it may not be possible to have designated bicycle lanes. In these situations, sharrows can
direct a bicyclist to the appropriate position on a street to reduce the likelihood of a
bicyclist being injured by the opening of a parked-vehicle door. Sharrows also alert
motorists to the presence of bicyclists sharing a road lane, encourage safe passing of
bicyclists by motorists, and minimize the occurrence of wrong-way bicycling (FHWA, 2009,
p.810). DelDOT has recently provided interim policy guidance with regard to sharrows
that substantially conforms to the MUTCD guidance (Weber 2010).
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Bicycle Parking and Storage
Adequate bicycle parking and storage can promote biking as a viable transportation mode.
Local governments may consider ordinances to address the need for bike parking in
commercial areas; transit stations, park-n-ride facilities, and commuter parking areas; places
of employment; public facilities; and mixed-use and/or residential buildings. The
International Bicycle Fund (IBF) provides guidance for local jurisdictions that are considering
regulations that govern bicycle parking as well as placement of bike racks, lockers, and
storage systems (IBF, n.d.).

4-5-5. Transit Facilities
In communities served by public transportation, complete streets are needed to provide
access to transit. The Journey-to-Work portion of the 2000 U.S. Census reports that the
percentage of work trips made by public transit fell from 12.6 percent in 1960 to only 4.7
percent in 2000 (U.S. Census Bureau, 2000). According to a 2001 National Household Travel
Survey, most Americans are located within two miles of a transit stop—potentially within
walking or biking distance. Studies also show that most public transit use begins with
walking. However, if streets are not designed to be pedestrian-friendly, there can be a
disconnect between the availability of transit and the use of this mode.
Streets that lack connectivity, well-maintained transit shelters, adequate lighting, and
pedestrian/bicycle amenities can discourage use of public transit as a transportation mode
(National Complete Streets Coalition, 2010). Pedestrian- and bicycle-friendly infrastructure
needs to be designed, built, and maintained to promote accessibility to and from a transit
stop or shelter. Transit stops/shelters should be designed to provide a safe and secure
environment for passengers waiting to board. Weather can make using public transportation
an inhospitable experience. Transit facilities must be cleared of snow, ice, and debris to
provide all-weather use and to meet ADA requirements. Because most people walk to a
transit site, pedestrian facilities such as sidewalks, crosswalks, and curb ramps should also be
snow- and ice-free. In addition, amenities such as benches, bike racks, and on-site and
on-bus bike storage can promote use of transit by pedestrians and bicyclists.
photo by Ed Rybczynski Photography

4-5-6. Pedestrian-Oriented Lighting
According to Delaware’s Office of
Highway Safety, three of four factors
that contribute to pedestrian fatalities in
the state are pedestrians crossing outside
of crosswalks, crossing the road at night
wearing dark clothing, and walking in
the roadway. Most pedestrian deaths in
Delaware occur at night—82 percent of
fatalities occurred between 6 p.m. and
midnight in 2008 (DelDOT, 2007).
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While Delaware state law establishes the “rules of the road” that focus on pedestrians’
right-of-way in crosswalks and other pedestrian-safety requirements, the fact is that motorists
simply do not see pedestrians, even if weather or visibility is good. In order to enhance
pedestrian safety and accessibility, illumination of pedestrian spaces is essential. Walkway
illumination should be focused on the pedestrian, not just serve as a byproduct of other
auto-centric, roadway lighting.
Good street lighting should be incorporated in street design to improve the visibility,
comfort, and security of pedestrians. In urban areas, street lighting is recommended for
intersections, pedestrian crossing areas, and areas of high pedestrian activity. The key to
developing a good plan is to relate lighting to the context of the land use, evening functions
of the public space, and the nighttime use of the street use by pedestrians and motorists. A
better balance of pedestrian and other uses may be achieved by installing new or replacing
existing standard overhead street lights with smaller-scale, pedestrian-oriented light fixtures
(Cityscape Institute, 2009). To learn more about how enhanced lighting can encourage a safe
and secure atmosphere for pedestrians and cyclists, please review the IPA working paper
Pedestrian Lighting Options and Roles of Responsibility Within Unincorporated Delaware Communities,
which is available on IPA’s website at www.ipa.udel.edu/publications/transportation.html.

4-6. Summary
Complete streets are roadways designed and operated to enable safe, attractive, and
comfortable access and travel for all users. Pedestrians, bicyclists, motorists, and publictransportation users of all ages and abilities can benefit from improved safety, access, and
mobility. Complete streets are characterized as flexible, multimodal, accessible, and vibrant
centers of activity with common features and design elements. Complete streets can augment
community livability to enhance the quality of life in rural, suburban, and urban areas.
Complete Streets are flexible, adapting to the physical environment, adjacent land uses, and
roadway context. Depending on the setting, a complete street may include common features
and design elements such as speed-management strategies; traffic-control devices and signage;
pedestrian- , bicycle-, and public- transit facilities; and pedestrian-oriented lighting.
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What Is the
History of

Complete
Streets

?
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5-1. National Complete Streets Movement
The National Complete Streets Coalition evolved
from a task force that united behind a basic idea
that streets should accommodate all users—
pedestrians, bicyclists, transit users, motorists, senior
citizens, children, and persons with disabilities. The
group lobbied for inclusion of a complete streets
policy in the 2005 federal authorization of Safe,
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU).
Unfortunately, while the passage of SAFETEA-LU in 2005 did not include a complete streets
policy, it strengthened the national movement. The National Complete Streets Coalition
continues to advocate for the adoption of complete-streets policies and procedures at the
federal, state, and local government levels (McCann and Rynne, 2010).
Members of the National Complete Streets Coalition include practitioners from the Institute
of Transportation Engineers (ITE), the American Planning Association (APA), American Public
Transportation Association, and special-interest groups such as AARP, America Walks,
America Bikes, Smart Growth America, and Association of Pedestrian and Bicycle Professionals
(McCann and Rynne, 2010). More recently, the public health community has garnered
support for the complete streets movement. The Centers for Disease Control and Prevention
(CDC), American Academy of Pediatrics, and the Robert Wood Johnson Foundation are
proponents of active communities and policy strategies designed to address the nation’s
obesity epidemic.
In a recently released report, Complete Streets Policy Analysis 2010: A Story of Growing Strength,
the rapid growth of state and local complete-streets policies is documented. It reports that
the number of state and local complete-streets policies has doubled over the past three years.
Almost half of all states (23) states, including Delaware, have adopted complete-streets
policies. More surprisingly, small suburban communities with populations under 30,000 are
taking the lead in policy adoption. Within 47 states, more than 200 regional and local
jurisdictions have adopted complete-streets policies in the forms of resolutions, ordinances,
internal policies, and planning documents. Top-scoring local government policies include
county council–approved policies in Florida and the Mountain West and city ordinances and
municipal-design guidelines in the Pacific Northwest and Northeast (Complete Streets
Coalition, 2011).
There is no master blueprint for a complete-streets policy. However, the National Complete
Streets Coalition has identified ten elements that should be part of an ideal, comprehensive
complete-streets policy. A model federal, state, or local government policy (National
Complete Streets Coalition, 2010):
• Includes a vision for how and why the community wants to “complete” its streets
• Specifies that “all users” includes pedestrians, bicyclists, and transit passengers of all ages
and abilities, in addition to trucks, buses and automobiles
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• Encourages street connectivity and aims to create a comprehensive, integrated, connected
network for all modes
• Is adoptable by all agencies to cover all roads
• Applies to new and retrofit projects, including design, planning, maintenance, and
operations, for the entire right of way
• Makes any exceptions specific and sets a clear procedure that requires high-level approval
of exceptions
• Directs the use of the latest and best design criteria and guidelines while recognizing the
need for flexibility in balancing user needs
• Directs that complete-streets solutions will complement the context of the community
• Establishes performance standards with measurable outcomes
• Includes specific next steps for implementation of the policy

5-2. Federal Role in Completing the Streets
To date, the federal government has not adopted a complete-streets policy. In May 2011, the
“Safe and Complete Streets Act of 2011” (HR 1780) was introduced to require state DOTs and
metropolitan planning organizations (MPOs) to consider “safety and convenience” of all
roadway users when planning for and developing transportation projects (govtrack.us). A Senate companion bill, the Complete Streets Act of 2011(S 1056) was subsequently
introduced later in May. While similar to HR 1780, the Senate bill also requires agencies to
consider cyclists, pedestrians, and public transit when building roads with federal funds
(govtrack.us). As of fall 2011, neither bill has made it out of committee review phase.

5-2-1. National and Federal Agency Publications
Although the federal government has not yet adopted a complete-streets policy, the premise
to provide “routine accommodation” can be found in national and federal agency guidelines,
manuals, policy statements, and publications. Many transportation documents provide a
foundation for complete streets. These include, but are not limited to the following
organizations’ publications:
American Association of State Highway and Transportation Officials (AASHTO)
Geometric Design of Highways and Streets (AASHTO’s Green Book)
Guide for the Planning, Design, and Operation of Pedestrian Facilities
Guide for the Development of Bicycle Facilities
Context Sensitive Design for Integrating Highway and Street Projects within the Community and
Environment
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Federal Highway Administration (FHWA)
Manual on Uniform Traffic Control Devices (MUTCD)
Highway Design Handbook for Older Drivers and Pedestrians
Flexibility in Highway Design Manual
Transportation Research Board (TRB)
Highway Capacity Manual
Special Report 214, Designing Safer Roads
Institute of Transportation Engineers (ITE)
Traffic Calming: State of the Practice
United States Access Board
Americans with Disabilities Act Accessibility Guidelines (ADAAG)
Revised Draft Public Rights-of-Way Accessibility Guidelines (PROWAG)
United States Department of Justice
2010 ADA Standards for Accessible Design
Revised ADA Regulations Implementing Title II and III

5-2-2. Federal Agency Policy Statements and Guidance
During the 1990s, the federal government began to fund the development of a more
balanced transportation system with passage of the Intermodal Surface Transportation
Efficiency Act in 1991 and the Transportation Equity Act for the 21st Century (TEA-21) in
1998. With the passage of TEA-21, the U.S. Department of Transportation (U.S. DOT) issued a
series of policy statements to support the integration of bicycling and walking into the
transportation mainstream.
Accommodating Bicycle and Pedestrian Travel: A Recommended Approach – This U.S.
DOT policy statement has become the basis of many initial complete-streets policies
nationally. It states that bicycle and pedestrian accommodations are to be included in new
construction and reconstruction projects in all urbanized areas except under three
conditions—on roadways with laws prohibiting bicycles and pedestrians, where costs are
excessive, and where there is an absence of need. The policy statement also calls for paved
shoulders on rural roads and accessible designs so all pedestrians, including people with
disabilities, can travel safely and independently (FHWA, 2008).
Policy Statement on Integrating Bicycle and Walking into Transportation Infrastructure
– This policy statement was issued by FHWA in 2000 to provide guidance on accommodating
bicyclists and pedestrians in the design of new and improved transportation facilities.
ADA Standards for Transportation Facilities – In 2006 the U.S. DOT adopted new standards,
based on U.S. Access Board guidelines, for transportation facilities covered under ADA. The
standards apply to bus stops, bus and rail stations, equivalent accommodation, accessible
routes, curb ramps as well as other transportation facilities constructed or altered after 2006.
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These measures are intended to improve accessibility for persons with disabilities while
facilitating compliance (U.S. Access Board).
Updated Guidance on Bicycle and Pedestrian Provisions of Federal Transportation
Legislation – A revised statement was made by FHWA in 2008 to reinforce the need to fully
integrate bicycling and walking as travel modes into transportation planning, design, and
operations. This guidance affirmed in all federally funded transportation projects and
programs that non‐motorized users need to be safely accommodated and considered during
the planning, development, and construction phases. In addition, transportationimprovement projects should plan for the presence of bicyclists and pedestrians on all
highways and transportation facilities. The guidance stressed that, “improving conditions
and safety for bicycling and walking embodies the spirit and intent of federal surface
transportation law and policy to create an integrated, intermodal transportation system
[that] provides travelers with a real choice of transportation modes…” (FHWA, 2008).
Updated Bicycle and Pedestrian Accommodation Regulations and Recommendations –
This update of the U.S. DOT policy statement was issued in March 2010. It stresses that every
transportation agency has the obligation “to improve conditions and opportunities for
walking and bicycling and to integrate walking and bicycling into their transportation
systems.” The statement advises state DOTs to (U.S. DOT, 2010):
• Treat walking and bicycling as equals with other transportation modes.
• Ensure convenient access for people of all ages and abilities.
• Go beyond minimum design standards.
• Collect data on walking and biking trips.
• Set a mode-share target for walking and bicycling.
• Protect sidewalks and shared-use paths the same way roadways are protected.
• Improve non-motorized facilities during maintenance projects.

5-3. State Leadership Role in Complete Streets
While policy approaches differ, all states share an important role in developing policies and
designing multimodal transportation systems that serve users of all ages and abilities.
According to a recent report, Complete Streets Policy Analysis 2010: A Story of Growing Strength,
states should provide leadership and guidance to local governments on complete streets.
State DOTs can explain technical aspects of the need for multimodal design of complete
streets. In terms of state policy leadership, several states, including Minnesota, Michigan, and
California, have adopted laws that now require inclusion of complete-street principles in
general (comprehensive) plan updates by local governments (National Complete Streets
Coalition, 2011).
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In addition to the previously mentioned federal policy statements, there are two specific
federal directives that require state DOTs to address the need for non-motorized transportation.
First, states are required to use a portion of federal funds to hire a state bicycle and pedestrian
coordinator under Federal Statute 23 USC 217. Second, the Code of Federal Regulations
(CFR) states that DOTs, in cooperation with metropolitan planning organizations (MPOs),
must develop and adopt multimodal transportation plans with non-motorized and public
transportation components (FHWA, 2008).
Complete-streets policies at the state level take many forms, including policy directives,
resolutions, state legislation, funding appropriations, design guidelines, and/or executive
orders. Effective state implementation strategies for a complete-streets policy include
(McCann and LaPlante, 2009):
• Institutionalizing complete-streets policies by revising state DOT policy and procedures to
serve all modes
• Using complete-streets principles as the basis for revising state DOT design manuals
• Retraining state DOT planners and engineers on how to implement complete-streets
policies through implementation strategies and decision-making tools such as checklists,
scoping procedures, and design directives
• Developing and implementing performance-based measures for complete-streets projects
to ensure roadway networks serve all users
Educating and partnering with other state agencies, advocacy groups, MPOs, and local
governments can also advance a state’s complete-streets policy. State DOTs can collaborate
with partner agencies and jurisdictions to actively adopt complete-streets policies, encourage
local governments to develop comprehensive plans that support active and healthy
community initiatives, and adopt policies and practices that contribute to smart growth and
a safe environment for non-motorized transportation alternatives.

5-4. Metropolitan Planning Organizations (MPOs) and
Complete Streets
As federally mandated and funded transportation-policymaking organizations, MPOs are
charged with planning and coordinating the investment of federal transportation dollars.
MPOs provide a federally required public forum for transportation decision-making to ensure
that expenditures of federal transportation funds result from a continuing, cooperative, and
comprehensive (3-C) planning process. MPOs have taken an active role in assimilating
complete-streets principles when planning transportation projects and in coordinating
transportation policy (FHWA, 2008). FHWA has clearly outlined the role of MPOs in
implementing complete-streets principles to include (Smith, Reed, and Baker, 2010):
• Developing land-use, economic-development, and transportation (or other infrastructure)
plans in a coordinated manner, with all elements supporting a common vision
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• Facilitating alternative-transportation modes through land-use goals and design standards
• Connecting transportation projects and programs to public and private investments so
they complement each other and support broader community goals
• Accommodating the flow of freight while avoiding or minimizing negative impacts on
residential areas, city centers, and other users of the transportation system
• Considering a range of strategies, tools, and modal options to support complete streets and
similar livability goals and activities

5-5. Local Governments and Complete Streets
While transportation planners and engineers are now directed to design streets with all users
in mind, towns and cities have authority for local plans and policies, and they may not be
totally in sync. Local jurisdictions need to incorporate complete-streets principles within
comprehensive plans, regulatory policies, community-design guidelines, and facilitymaintenance practices. In addition, local government policies should be consistent with
state policies, address community needs and transportation-related issues, and include
common policy elements recommended by the National Complete Streets Coalition.
Successful local government complete-streets policies need strong political and community
advocacy, partnerships among and between other agencies and organizations, local
government leadership and staff support, and a demonstrated need for change in the
transportation environment.
According the National Complete Streets Coalition’s Complete Streets Policy Analysis report,
the strongest policies address the need for (National Complete Streets Coalition, 2011):
• A clear vision—to create a safe- and well-balanced transportation system that promotes
community livability
• A strong statement of intent—to articulate the goal that all street and road projects will
be designed, planned, reconstructed, rehabilitated, maintained, and operated to meet the
needs of all users
• Accommodation of all users and modes—to specify that the transportation system will
fully integrate, equitably accommodate, and safely facilitate all users (i.e., ages and
abilities) and modes (i.e., bicyclists, pedestrians, transit riders, motorists, emergency
responders, and freight carriers).
• A connected, integrated network—to recognize that an integrated approach to streetnetwork development is needed
• Partnerships—to ensure continuity of connected, integrated roadway networks across
jurisdictional lines or boundaries
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• Phased continuation—to integrate complete-streets planning into all future phases of
road-improvement projects
• A process that provides exceptions—to clearly state when a policy exemption will be
granted and under what circumstances
• Guidance on design standards—to support the design of a transportation network that is
flexible and follows generally accepted or adopted design standards
• Context sensitivity—to recognize that complete-streets principles are flexible and
consider the type of roadway and context of existing and future land use
• Performance measures—to evaluate the success of a complete-streets policy
• Policy implementation—to provide clear direction on how plans will be accomplished
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6-1. History
While “complete streets” is a relatively new term, Delaware has been building toward
creating better pedestrian and bike accessibility for at least two decades. Informally,
complete-streets principals have been included in DelDOT’s design manual and development
process for some time. DelDOT has been using established, well-regarded federal documents
and guidance on planning, designing, and operating pedestrian and bicycle facilities to
provide a foundation for complete streets.

6-1-1. Building Toward a Complete-Streets Policy in Delaware
Delaware has been a proponent of non-vehicular modes of transportation and pedestrianfriendly design for decades. Delaware transportation facilities have been designed and
constructed using best practices and guidance (as previously discussed) from FHWA, U.S.
DOT, AASHTO, TRB, ADAAG, PROWAG, as well as DelDOT publications, manuals, and
policies detailed below.
Focus on Pedestrian
Needs
Sidewalk improvements
have been required by the
Delaware Code since 1973
(17 Del.C. §132 (f)). The
Code states, “whenever
[DelDOT] widens, constructs, or reconstructs any
major arterial, minor arterial, collector road or proposed road in an urbanized
area of this State, the Department shall incorporate within such plans, layout, widening,
construction or reconstruction the construction of sidewalks….” DelDOT is charged with the
responsibility of determining the need for a sidewalk, in consultation with other state
agencies and local governments, and the Code requires the cost of sidewalk construction to
be included in the total capital-improvement project (17 Del.C. §132 (f)).
DelDOT issued additional guidance on sidewalk construction with a sidewalk policy in 1995
(DelDOT, 2007). Revised manuals and policies since the initial Delaware Code provision have
promoted more sidewalk connectivity and construction (DelDOT, 2010) and support a
Delaware livability goal to, “promote mobility for people and goods through a balanced
system of transportation options” (DelDOT, 2009). Subsequent DelDOT publications, such as
its 2000 Traffic Calming Manual, its 2004 Road Design Manual, and a 2006 Design Memorandum,
reinforce the need to be consistent, yet context-sensitive, in the application of design
guidelines; shift from an auto-centric design focus; and provide a safe, efficient, and
multimodal transportation system.
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DelDOT appointed its first bicycle/pedestrian coordinator in 2001 to address transportation
issues of non-motorized users. In 2006 the state of Delaware formed an Advisory Council on
Walkability and Pedestrian Awareness to assist DelDOT with the development of a Statewide
Pedestrian Action Plan. Phase I of the Statewide Pedestrian Action Plan involved the research
and analysis of policies, regulations, and practices at the federal, state, and local government
levels. The plan assessed key issues and concerns regarding state legislation, design standards
and guidelines, accessibility, and maintenance for pedestrian infrastructure. Key recommendations included promoting the concept of complete streets, conducting a Pedestrian Facility
Inventory and Needs Study, and dedicating DelDOT personnel to address needs of
pedestrians, bicyclists, and ADA compliance (DelDOT, 2007).
In August 2011, Governor Jack Markell approved Senate Bill 269, known as the “Vulnerable
User’s Law.” The law’s intent is to protect vulnerable road users, including pedestrians, road
construction or utility crews, cyclists, skateboarders, rollerbladers, as well as people riding
scooters, mopeds, motorcycles, farm vehicles, and animals. According to a press release,
Delaware is only the second state in the nation to adopt such a law. While roadway safety for
vulnerable users is paramount, the law also imposes penalties if a motorist who kills or
injures a vulnerable user is found guilty of inattentive driving (State of Delaware, 2011).
Focus on Bicyclists Needs
Bicyclist advocacy groups have been
informally working towards completestreets philosophies in Delaware since
the early 1990s. In 1990 the Delaware
Bicycle Council was established to
“consider, review, and work on matters
pertaining to bicycling, bicycle safety,
bicycle safety education, and to make
recommendations to various state
agencies” (DelDOT, 2010). For
bicyclists, the Delaware Bicycle Council
accomplished improving access and
safety by working on changes to the DelDOT Road Design Manual and other design directives.
While the idea of complete streets was not mentioned for almost another decade, Delaware
was already increasing access for non-motorized transportation with work by the Delaware
Bicycle Council and the strong influence of other bicycle advocacy groups such as Bike
Delaware.
In 1995 a Statewide Bicycle Facilities Master Plan was adopted that authorized DelDOT to
plan and establish bikeways across the state for the use, enjoyment, and participation of the
public in non-motorized transportation. The overall purpose of the plan was, “to recognize
bicycling as an integral part of the transportation system and provide for suitable accommodations for bicycles on the statewide roadway network” (DelDOT, 2005). Implementation of
a Delaware Bicycle Policy in December 2000 reinforced the state’s intent to explore
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“appropriate accommodations for bicyclists…as a part of the project development and
scoping process for all plans and/or projects…in order to improve the suitability of
Delaware’s transportation system for bicyclists” (Delaware Bicycle Council, 2010).

6-1-2. Context-Sensitive Transportation Solutions in Delaware
In recent years, there has been greater recognition of the need for independent interpretation
of AASHTO guidelines and more flexible roadway design that fits with the context of the
road use and setting. Traffic-calming measures can be incorporated in roadway design or
retrofitting to minimize the adverse effects of motor-vehicle use, change driver behavior, and
improve conditions for users of non-motorized transportation. DelDOT’s Traffic Calming
Design Manual provides a framework for engineers to develop and apply traffic-calming
measures based on the use and classification of a roadway. Volume- and speed-control
measures, roundabouts and traffic circles, narrowing streets, curb extensions, realigned
intersections, and pedestrian crosswalk improvements, and signage are all cited as examples
of traffic-calming measures that may be appropriate in some settings (DelDOT, 2000).
DelDOT has embraced the need for flexibility and has developed road-design guidelines that
will help deliver a context-sensitive design (DelDOT, Miscellaneous Design, 2010, 10-1).

6-2. Delaware’s Complete Streets Policy
On April 24, 2009, Governor Jack A. Markell issued Executive Order No. 6 to create a
Complete Streets Policy for the State of Delaware (Markell). The intent of this order is for
“the Delaware Department of Transportation (DelDOT) [to] enhance its multimodal
initiative by creating a Complete Streets Policy that will promote safe access for all users,
including pedestrians, bicyclists, motorists and [transit] riders of all ages to be able to safely
move along and across the streets of Delaware.” Governor Markell’s Executive Order is
included in this document (Appendix A).
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6-2-1. DelDOT’s Adoption of Complete Streets Policy
DelDOT adopted a formal Complete Streets Policy on January 6, 2010, in response to
Governor Markell’s Executive Order (DelDOT, 2010). The purpose of the policy is to provide
a “[transportation] system for all users that is comprehensive, integrated, connected, safe,
and efficient—allowing users to choose among different transportation modes, both
motorized and non-motorized” (DelDOT, 2010). Under the policy, DelDOT is charged with
creating a formal process to implement complete-streets principles and design standards that
consider all modes of transportation. The policy focuses on implementation during the
development or scoping phase of a transportation project to ensure that all users are
considered in planning, designing, building, operating, and maintaining Delaware roadways.
The Complete Streets Policy also defines the applicability, roles and responsibilities, and an
exemption and waiver process to be administered by DelDOT. Delaware’s Complete Streets
Policy is intended to (Aglio, 2010):
• Provide a comprehensive, integrated, and connected transportation network allowing
choice.
• Accommodate non-vehicular modes of transportation.
• Consider all users in planning, designing, operating, and maintaining roadways.
• Balance user needs to ensure solutions that enhance the community.
• Apply the policy to all new and retrofit projects.
• Provide for an exemption and waiver process.
• Utilize the latest and best design standards.

6-2-2. Implementation of Delaware’s Complete Streets Policy
DelDOT is utilizing a six-step process to define the correct street classification, cross-sections,
and design components for vehicular and non-vehicular components. The process (DelDOT,
2010):
• Defines the existing and future land-use and landscape context (e.g., urban, suburban,
rural/natural).
• Defines the existing and future transportation context or roadway type.
• Identifies the need for non-vehicular improvements and deficiencies. In other words, what
generators exist?
• Describes future objectives.
• Recommends street classifications and potential cross-sections.

60

December 2011

Complete Streets in Delaware: A Guide for Local Governments

• Describes tradeoffs and selected cross-sections. For example, historically streets have been
designed from the centerline out, but tradeoffs are needed to accommodate other modes of
transportation on the same roadway.
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DelDOT’s complete streets–implementation priorities include a focus on connectivity, access
to transit stops, and execution in “Level 1” areas or urban/urbanizing growth areas as defined
by the 2010 update of the Delaware Strategies for State Policies and Spending (DelDOT, 2010).
DelDOT strives to utilize and make connections among existing multi-modal corridors, trail
systems, and pedestrian infrastructure. Moreover, linking land-use and transportation
planning is a critical implementation strategy. DelDOT, however, acknowledges that
implementation of the Complete Streets Policy will pose several planning and engineering
challenges (DelDOT, 2010). These challenges include the need to:
• Integrate often competing transportation modes.
• Address issues of less space and resources.
• Accommodate growing traffic volumes.
• Address segregated land uses.
• Consider the realities of mode travel options with respect to long travel distances.
• Deal with commercial activities in auto-dominated transportation corridors.

6-3. Walkable, Bikable Delaware
In April 2011, Governor Jack Markell signed Executive Order
26 to approve an update of Delaware Strategies for State Policies
and Spending that was originally produced in 1999 and last
updated in 2004. Among the list of identified state transportation spending priorities is, “link[ing] cities and towns by a
network of off-alignment multi-use paths that can be used by
commuters in addition to recreational pedestrians and
bicyclists” (State of Delaware, 2010).
The Delaware General Assembly followed up Executive Order
26 in May 2011 by unanimously passing the “Walkable,
Bikable Delaware” Resolution. This calls for Delaware to strategically invest in biking and
walking connectivity—to build, maintain, and link non-motorized transportation networks
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While DelDOT faces several Complete Streets Policy implementation challenges, it is also
unique from other states, as DelDOT funds and has jurisdiction over 90 percent of roads in
the state (DelDOT, 2009). With control of a high percentage of roads, DelDOT has the ability
to incorporate Complete Streets within internal planning, design, and engineering practices.
Governor Markell’s Executive Order states that DelDOT should, “direct the use of the latest
and best design standards as they apply to bicycle, pedestrian, transit and highway facilities”
(Markell, 2009). DelDOT’s role in implementing the Complete Streets Policy includes
updating design practices, which include subdivision regulations, design manuals, design
memoranda, and policies (DelDOT, 2010).
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In cooperation with local governments, MPOs, and
other state agencies, DelDOT will lead the initiative
to plan for and construct multi-use pathways on independent rights-of-way other than those of existing roadways. The resolution provides legislative
direction for DelDOT to fund strategic investments
in walkway and bikeway networks, separate from
funded roadway projects. These networks will have
“a special focus on connecting centers of population
with destinations such as workplaces, schools, residences, businesses, recreation areas, and other community activity centers in order to provide safe, convenient, cost-effective, and healthy
mobility via walking and biking” (Delaware General Assembly, 2011).
In June 2011, the Delaware General Assembly fulfilled its
pledge of the “Walkable, Bikable Delaware” Resolution by
passing Senate Bill 130, a bond and capital-improvements
act for the state of Delaware. The Bill dedicates $5 million
in FY12 capital-improvement program (CIP) bond funding
for state bicycle routes (Delaware General Assembly, 2011).
With substantial support from Delaware’s Congressional
Delegation, the Wilmington Area Planning Council
(WILMAPCO), Bike Delaware, New Castle County, and
other stakeholders, DelDOT Secretary Shailen Bhatt submitted a request to WILMAPCO for federal funding for a
bicycle greenway. In August 2011, the Council approved
DelDOT’s request for $480,000 in FY 2012 federal Congestion Mitigation and Air Quality
(CMAQ) funding to complete the final portion of the Wilmington-to-New Castle Industrial
Greenway. This proposed funding will close a one-mile gap to provide a continuous, nonmotorized route between the Wilmington Riverfront and the city of New Castle (Bike
Delaware, 2011).
At the October 2011 Delaware Bike Summit, DelDOT Secretary Shailen Bhatt and Delaware
Department of Natural Resources and Environmental Control (DNREC) Secretary Collin
O’Mara signed a memorandum of agreement (MOA) to develop and execute Governor
Markell’s vision for a First State Trails and Pathways Plan. The MOA indicates that the
departments will collaborate to “develop a Statewide Trail and Pathway Plan that outlines a
network of bicycle and pedestrian systems that will serve both recreational and alternative
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both within and among Delaware communities. The resolution specifically directs DelDOT
to expand its efforts to “create contiguous systems or networks of walkways and bikeways
within and between cities and towns in Delaware in order to provide travelers with the
opportunity for safe, convenient, cost-effective and healthy transportation via walking and
bicycling” (Delaware General Assembly, 2011).
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transportation goals that builds on today’s existing trails and pathways, and, that creates
community connections” (delaware.gov, 2011). DelDOT subsequently submitted a
Transportation Investment Generating Economic Recovery (TIGER III) grant on October 31,
2011, to fund ten bikeway projects in Delaware.

6-4. Funding Assistance for Complete Streets Projects
State DOTs, including DelDOT, are responsible for creating and providing guidance on design
standards for state maintained roads. While some local governments in Delaware have
established their own design guidelines for roads under local jurisdiction, most Delaware
communities use DelDOT’s design guidelines, manuals, and other standards. In addition to
design guidance, DelDOT provides funding assistance to local governments to improve
existing surface-transportation infrastructure at the local government level.

6-4-1. Federal Transportation Enhancements (TE) Program
One source of pass-through funding to DelDOT is the federal Transportation Enhancements
(TE) program. The TE program provides funding for non-traditional, transportation-related
projects that support development of a more balanced, multimodal approach to mobility
and accessibility. Transportation Enhancements are defined as (National Transportation
Enhancements Clearinghouse):
Projects that include providing bicycle and pedestrian facilities, converting abandoned
railroad rights-of-way into trails, preserving historic transportation sites; acquiring scenic
easements, mitigating the negative impacts of a project on a community by providing
additional benefits, and other projects.
DelDOT has been providing TE funds for local governments and community surface
transportation–improvement projects since FY 1992. From FY 1992 to FY 2009, DelDOT
distributed over $33 million in TE funds for pedestrian and bicycle facilities and approximately $1.3 million in TE funds for landscaping and scenic beautification (Delaware
Department of Transportation, 2009). The TE program may be ideally suited for implementing
complete streets at the local level for eligible activities. Local communities can be creative in
their projects, as long as requirements for activity eligibility and funding are met. Among the
activities that are eligible for TE projects and can be used to create multimodal street
environments are (National Transportation Enhancements Clearinghouse):
• Pedestrian and bicycle facilities—including installation of sidewalks, walkways, or curb
ramps; bike-lane striping, wide paved shoulders, bike parking and bus racks; off-road trails;
bike and pedestrian bridges and underpasses.
• Landscaping and scenic beautification—improvements such as street furniture, lighting,
public art, and landscaping along travel corridors.
• Acquisition of railroad rights-of-way—including planning, design, and construction of
multi-use trails and rail-with-trail projects.
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Continued funding of the TE program is dependent on passage of federal transportation bills,
or reauthorization of transportation funding. An explanation of how DelDOT administers
the TE program is explained further on its website and in the appendix of this document
(Appendix B).

6-4-2. Safe Routes to School Program
In September 2002, the Delaware General Assembly
passed Senate Bill 353 to authorize DelDOT to establish and administer a “Safe Routes to School” (SRTS)
program to encourage children to walk and bike to
school safely. The bill directs DelDOT to “use federal
funds for bicycle and pedestrian safety and trafficcalming measures” (Delaware General Assembly,
2002). It also authorizes DelDOT to provide grants on
a competitive funding basis to Delaware schools and
school districts that meet eligibility requirements. Applicants must demonstrate need, the
potential to reduce child injuries and accidents, the potential to increase walking or biking to
school, and community involvement.
Under SRTS, each participating school or school district must develop a comprehensive plan
that identifies safety hazards, potential route improvements, and activities that incorporate
five elements—engineering, education, enforcement, encouragement, and evaluation. SRTS
grant funding may be used for either infrastructure or non-infrastructure costs. Infrastructure
projects may focus on sidewalk and walking-path improvements, traffic calming and/or
diversion, installation of signage and/or signals, route improvements, bicycle facilities, and
crosswalk improvements. Examples of non-infrastructure improvements include developing
SRTS plans, education and promotional activities, traffic and safety enforcement, and
funding support to hire SRTS program coordinators (DelDOT, 2010).

6-4-3. Federal Congestion Mitigation and Air Quality Funds (CMAQ)
Each year, CMAQ funding is distributed to states for congestion mitigation projects that also
provide air quality benefits. In order for a project or program to be considered for federal
funding, it must be reviewed and approved by the metropolitan planning organization
(MPO) that is charged with developing the long-range transportation plans and programming
federal transportation funds for the region. WILMAPCO, the MPO for the New Castle, Del.–
Cecil County, Md., region, recently approved its FY 2012–2015 Transportation Improvement
Program (TIP).
Within its list of approved TIP projects, slated for CMAQ funding, is the DelDOT submission
for a Phase III New Castle County Industrial Track bikeway project, totaling $480,000
(WILMPCO, 2011). WILMAPCO’s approval of this request is historic, as it is the first proposed
use of CMAQ funds for a bikeway, greenway, or trail project in Delaware (Bike Delaware,
2011). It is also significant because, with the Delaware General Assembly’s 2011 passage of
Senate Bill 130, it will enable the leveraging of state funds with federal CMAQ funding.
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Delaware local governments can support the state’s Complete Streets Policy to provide safe,
equitable, and accessible transportation to all users and modes. The IPA Complete Streets
Implementation Checklist (displayed below and in Appendix C) can provide a foundation for
local governments in Delaware, and elsewhere, to achieve complete streets by evaluating the
extent to which their community vision, plans, policies, design standards, and facility
maintenance practices are consistent with complete-streets principles. This section provides
examples of best practice implementation strategies. In addition, complete-streets strategies
are summarized within an IPA Complete Streets National Best Practices Matrix (Appendix D)
and a Delaware Local Government Complete Streets Implementation Matrix (Appendix E).
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7-1. Community Vision
Complete streets are both a process and an outcome. The process for successful policy
development at the local government level will be different for each jurisdiction, but it
generally comprises the following steps (McCann and Rynne, 2010):
• Define the problem.
• Gather data to support the need for change.
• Identify stakeholders.
• Develop strategic partnerships.
• Form a task force, advisory board, or coalition to lead the initiative and advise elected
officials on policy change.
• Mobilize community members and build public support to catalyze change.
• Facilitate community workshops and forums to engage and educate the public, elected
officials, partners, staff members, and local leaders.
• Develop, with public input, a comprehensive complete-streets strategy that includes
National Complete Streets Coalition policy elements.
City of Chicago, Ill. – In Chicago, the vision for complete streets began in 2006 with a
comprehensive initiative to increase pedestrian safety. A collaboration among three city
departments—Police Department, Department of Transportation, and Office of Emergency
Management and Communications—established a “Safe Streets Chicago” initiative to reduce
pedestrian accidents and enhance traffic-law enforcement. Other outcomes of the initiative
resulted in a pedestrian-awareness campaign and established a Mayor’s Pedestrian Advisory
Council. The Council has been instrumental in developing policies and design standards,
including the October 2006 adoption of the City’s Complete Streets policy, which is
intended to routinely design roadways for all users (Safe Streets for Chicago, 2010).
Chicago’s Pedestrian Advisory Council, with support of a nonprofit advocacy group called
the Active Transportation Alliance, has developed a comprehensive process to implement the
city’s Pedestrian Plan, which includes a focus on the Complete Streets Policy. The
comprehensive approach includes the following steps (Active Transportation Alliance and
Hernandez):
• Develop a vision statement.
• Create a pedestrian philosophy.
• Propose a system of pedestrian policies.
• Identify implementation and funding strategies.
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• Create an extensive public-awareness campaign.
• Develop demonstration projects and propose streetscape improvements.

7-2. Local Government Plans
7-2-1. Comprehensive Plans
For many communities, development patterns may reflect auto-centric design. A comprehensive plan is intended to serve as a guide for local officials in their decisions concerning land
use, future development and growth, expansion (or development) of community facilities,
and the establishment of community-related services. Comprehensive plans should clearly
reflect an overall vision and specific strategies within the document’s elements (e.g.,
transportation) to achieve an equitable transportation network.
As the visioning and guiding document for communities, a comprehensive plan serves a vital
role in shaping communities. Comprehensive planning allows a community to reflect on its
past, understand current conditions in the community, and ultimately provide instructions
for future development. In Delaware, comprehensive planning is required by Delaware Code
in order to enable “the most appropriate uses of physical and fiscal resources of the municipality and the coordination of municipal growth, development, and infrastructure investment
action with those of other municipalities, counties, and the state […]” (Delaware Code, Title
22: §702,c). With the backing of the Delaware Code, comprehensive plans have the legal
capacity to serve as a framework or blueprint for future growth and development. In addition
to guiding growth and development, a carefully crafted and publicly vetted comprehensive
plan serves as a foundation for all land use decisions—from broad policy formulation to
specific ordinance changes and/or detailed design standards (Delaware Code, Title 22:§702, b).
NPLAN Model Comprehensive Plan Language – Communities that seek to develop
inclusive transportation networks need to evaluate how well their comprehensive plan
facilitates complete streets. The National Policy and Legal Analysis Network to Prevent
Childhood Obesity (NPLAN) has developed Model Comprehensive Plan Language on
Complete Streets, a document to assist local governments incorporate complete streets
concepts into a comprehensive plan (NPLAN, 2010). For NPLAN’s model comprehensive
plan language, see www.nplanonline.org/sites/phlpnet.org/files/nplan/CompleteStreets_
ComprehensivePlan_FINAL_20100223.pdf.
IPA’s Healthy Communities Comprehensive Plan Assessment Tool – The University of
Delaware’s Institute for Public Administration developed a Healthy Communities Comprehensive Plan Assessment Tool that is geared for use specifically by Delaware local governments.
The Assessment Tool is a downloadable document and checklist that is intended to guide
cities and towns in Delaware to write more health-focused comprehensive plans or plan
updates. It provides information about what makes communities healthier places to live and
includes an easy-to-use checklist that shows officials what healthy-community principles
should be included in their comprehensive plans.
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The Assessment Tool stresses that while good pedestrian facilities and connectivity are basic
elements of an active community, healthy communities are about more than just sidewalks
and walkability. The Assessment Tool outlines strategies to promote changes in community
design, public policies, and land use that cultivate active community environments within the
comprehensive-planning process. The five principles of planning for a healthy community
during the comprehensive-planning process are described in the next section of this
document and online (www.ipa.udel.edu/healthyDEtoolkit/docs/CompPlanAssessmentTool.pdf).

7-2-2. Official Map
While the comprehensive plan guides a community’s vision, goals, and objectives, an official
map is a visual depiction of community’s current conditions and future land-use plans.
While goals and objectives can be detailed and extensive, planning map(s) can reinforce the
narrative within a comprehensive-plan component by illustrating where and how future
development is intended. Official maps are also an easy way to show future investment and
improvements to landowners and developers.
Official maps provide the details of a community’s transportation networks by showing
trails, transportation plans, sidewalks, shared-used trails and other pedestrian facilities.
Additionally, future facilities and infrastructure should be forecasted on the official map
(Chester County Planning Commission 2007, 43).

7-2-3. Capital-Improvement Program (CIP)
Much like a comprehensive plan serves as a local government’s blueprint for growth and
development, a capital-improvement program (CIP) plans for a community’s capital
expenditures. A CIP comprises community planning, financial capacity, and physical
development. A CIP consists of two parts—a capital-improvement plan and a capital budget.
A capital plan forecasts major long-term capital needs for projects that are generally over a
set dollar amount and useful life or project duration (e.g., over $10,000 and a useful life/
duration of over five years). The first year of the plan is considered the capital budget (Vogt,
2004). It should be noted that while not all local governments in Delaware have developed
CIPs, most could incorporate capital planning and a capital budget for major transportation
project expenditures within the general operating budget.
CIPs should be consistent with local government goals and policies and should guide the
funding and future capital improvements, such as transportation networks. In order to end
the cyclical nature of auto-centric design in infrastructure investments, CIPs should be
updated to include complete streets elements in long-term transportation projects. Again,
while DelDOT funds the engineering, construction, and maintenance of most state
roadways, Delaware local governments can develop CIPs to finance sidewalk expansion,
streetscape improvements, construction of trail systems, curb ramps, and other ADA
infrastructure improvements, and upgrades to street signs and crosswalks. Capital project
funds can also be used to provide a match to project funding under the Transportation
Enhancements Program, which is administered by DelDOT.
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Marin County, Calif. – The local Marin County Bicycle Coalition (MCBC) has inventoried
all of the CIP plans in the county to see if pedestrian and bicycle elements can be added
(Marin County Bicycle Coalition, n.d.). When complete-streets elements were missing, the
Coalition met with local officials to plan for the financing of complete-streets components
within the CIP. Local governments can take a similar initiative to evaluate their own CIPs for
inclusive and multimodal projects. By making incremental changes to projects over time,
local governments can facilitate a more inclusive transportation network.
City of Rockville, Md. – Complete streets do not have to be a dedicated “project” within a
CIP. Instead, complete streets could be an inclusive factor of all transportation-related CIP
projects. The City of Rockville has clearly identified the need for complete streets and funding of elements within roadway projects within its jurisdiction’s CIP (Rockville, 2009).
New construction and re-construction roadway projects in the City shall accommodate users
of all ages and abilities including pedestrians, bicyclists, transit users, motorists and
adjacent land users….
Roadway projects shall be funded through the City’s Capital Improvements Program,
through developer projects and contributions, through federal and state grants, and through
revenues generated through the City’s speed camera program.
Essentially, Rockville has created a complete streets ecosystem that not only delineates the
complete-streets elements but also connects complete-streets concepts to other planning
documents.

7-3-4. Specific Plans
In addition to a local government’s comprehensive plan, specific plans can be prepared as a
comprehensive-plan amendment or a stand-alone document. These supplemental plans
support long-range goals, specific community objectives, or address the need for transportation
or other public facilities. Downtown revitalization and/or streetscape, bicycle, trail, and
circulation master plans should clearly identify equal access for all users and modes of
transportation, and support complete-streets principles.
Downtown Revitalization and Streetscape Plans
Since the decline of downtowns in the 1950s and ’60s, many communities have focused
redevelopment efforts in downtown and urban areas. Many of these efforts include
complete-streets principles. Incorporating streetscape elements, which reflect a community’s
character and heritage but also cater to the needs of all road users, can help provide a
business-friendly and inviting environment for patrons. Appealing streetscape features
include street trees, sidewalk and curb improvements, pedestrian lighting, upgraded
crosswalks, wayfinding signage, street furniture, gateway features, transit-friendly amenities,
and public gathering places—all of which should be ADA-compliant.

73

Complete Streets in Delaware: A Guide for Local Governments

December 2011

According to the University of Richmond’s Pew Partnership for Civic Change, “maintaining
and developing genuine public spaces,” as well “focusing on developing the unique qualities
of downtowns” are important steps to revitalizing downtowns (University of Richmond). It
further details these strategies by stating:
Downtowns should also improve pedestrian walkways through installation of attractive
lights, benches, and flowers in order to draw shoppers and other traffic. Careful planning
through widening sidewalks, encouraging mass transit, and landscaping can
encourage “on-street” activities such as commerce and dining and widen the public sphere,
promoting community (University of Richmond).
City of Dubuque, Iowa – The city initiated a complete-streets pilot program in conjunction
with an economic-development master plan to revitalize its historic downtown (Millwork)
district. The plan calls for a mixed-use redevelopment of 300,000 square feet of retail/
commercial space and 700 housing units to encourage residents to live and work near the
city center. This expansion is expected to result in 900 new jobs and an increase in the tax
base by $77 million. Consistent with complete-streets principles, streets will be designed to
promote use by drivers, transit vehicles, pedestrians, bicyclists, older adults, children, and
persons with disabilities (City of Dubuque, 2010). Combining plans for economicdevelopment revitalization with the redesign of existing streets is the perfect opportunity to
utilize both complete-streets and transit-oriented-design philosophies to build a better
transportation and business environment. The city identifies complete streets as a crucial
element of its revitalization plan (City of Dubuque, 2010):
A key component of the Millwork District revitalization plan is to redevelop the area street
network using the Complete Streets model. The Complete Streets model will produce a more
livable environment by creating an area that is easy to use for pedestrians, bicyclists, transit
riders, older people and families.
Bicycle Plans
Bicycle plans can be developed as part of the transportation component of a new, or update
to a, comprehensive plan or developed as a separate master plan that is consistent with local
land-use plans. In all instances a bicycle plan should be part of a comprehensive, multimodal
transportation system that provides connectivity and linkages to key destination points, and
ensures accessible, convenient, healthy, safe, efficient, and cost-effective travel. A bicycle
plan should seek to establish programs and facilities to foster a integrated, multimodal
transportation system.
Town of Elkton, Md. – The Town of Elkton formed a bicycle plan advisory committee to
develop a bicycle network that connects the Cecil County and East Coast Greenway, local
neighborhoods, central business district, parks, and transit stations. The proposed plan seeks
to enhance the existing transportation system, support economic development, and improve
quality of life and the health or area residents and visitors. The plan will focus on improving
the built infrastructure, signage, education, and enforcement strategies to promote bicycling
as a viable transportation mode in the Elkton and Cecil County, Md., area (WILMAPCO, 2010).
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Trail Feasibility Studies
Trail feasibility studies are conducted to determine what opportunities and constraints exist
for constructing a facility to connect towns or destination points, which may serve both
transportation and recreational purposes. Abandoned railways, utility corridors, floodplain
corridors, power-line corridors and extra rights-of-way, can be utilized as trails. Trail studies
can identify these available spaces and opportunities for trails in a community. In areas where
trail networks are built or being considered, they should be integrated into existing transportation networks. Connecting a trail network to existing sidewalks and/or bicycle lanes
allows users safe transitions to and from trail networks to traditional street networks. On highvolume/high-speed thoroughfares, trails may be an optimal alternative to sidewalks and
bicycle lanes on the main road. Trails can offer an inclusive network near these streets while
protecting users from the hazards of automobile movement. By using context-sensitive design,
trails can be utilized as alternative-transportation corridors for pedestrians and bicyclists.
Multi-use trails can be designed to accommodate all users. The U.S. Forest Service has issued
a Forest Service Outdoor Recreation Accessibility Guide (FSORAG) that addresses slopes, surfaces,
and other considerations of making trails accessible. Local governments can use FSORAG as a
guideline for developing trail systems.
Circulation Plans
In the past, many circulation plans focused strictly on traffic and the movement of vehicles.
Circulation plans are now being developed by local jurisdictions and MPOs to provide an
in-depth study and long-range improvements to the street network; trail system(s); vehicular,
bus, pedestrian, and bicycle circulation; and on- and off-street parking. These 20- to 30-year
plans provide guidance on future capital improvements as it relates to implementing a longterm vision for providing multimodal transportation.
City of Wilmington, Del. – The city recently completed a Downtown Circulation Study
following extensive public outreach, data collection, and traffic analysis. The purpose of the
plan was to provide recommendations for improving the transportation network in downtown Wilmington. Recommendations include plans for bus route and schedule changes; a
downtown transit center; streetscape, pedestrian, and bicycle improvements; reconfiguration
of traffic movement on some streets; turn-lane changes; and designation of an on-street
shared bicycle route with signage, pavement markings (sharrows), and bike-parking facilities
(WILMAPCO, 2010).
Grand Traverse Commons, the City of Traverse City, and Charter Township of Garfield,
Mich. – These cities have made pedestrian and bicycle movement an important part of their
circulation plan. The introduction to the plan states:
The Circulation Plan is a plan for pedestrian, bicycle and vehicular movement. An effective
circulation system will be essential in maintaining and enhancing the overall health, safety,
accessibility, and quality-of-life of the Grand Traverse Commons (City of Traverse City
and Charter Township of Garfield, 2009).
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Recognizing the entire circulation of a community is not just “vehicle-based” is an important
step toward complete-streets principles. By making circulation plans forecast pedestrian as
well as bicycle connections, these circulation plans will eventually filter down into future developments and improvements.
ADA Transition Plans
As previously discussed, state and local governments that have responsibility or authority
over streets, roads, or walkways must develop a transition plan to ensure that public and
transportation facilities are accessible and brought up to ADA standards. Under 28 CFR, part
35, §35.150, public entities with more than 50 employees must develop an ADA transition
plan to describe how non-compliant facilities, programs, and services will be become ADAcompliant (ada.gov).
The publication, ADA Transition Plans: A Guide to Best Management Practices, provides a “SelfEvaluation Checklist” (see Appendix F) and outlines seven steps to compliance for state and
local governments by preparing an ADA transition plan. These steps include (Jacobs
Engineering Group, 2009):
• Designating an ADA Coordinator
• Providing notice to the public about ADA requirements
• Establishing a grievance procedure
• Developing internal design standards, specifications, and details
• Assigning personnel for the development and completion of a transition plan
• Adopting a schedule and budget for the transition plan
• Monitoring the progress on the plan’s implementation

7-3. Local Government Policies
While DelDOT is responsible for nearly 90 percent of roadways in the state of Delaware, local
governments have responsibility for land-use policies that impact and influence transportation
networks. Local policymakers have direct control over decisions that shape land-use and
development patterns, street interconnectivity, multimodal transportation options, the
extent to which the built environment is bike-, pedestrian-, and transit-friendly, and the
degree to which a community environment is healthy and active. As previously discussed,
local government policies should be consistent with those at the federal and state level, be
context-sensitive, address community-identified transportation-related issues, and include
common policy elements recommended by the National Complete Streets Coalition.
Title II of ADA requires state and local governments to make public facilities, programs, and
services accessible to persons with disabilities. Under 28 CFR, §35.130(b)(7), which
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implements ADA Title II, local governments are required to make “reasonable modifications”
to policies, practices, or procedures to prevent discrimination to persons with disabilities.
Reasonable modifications may include amendments to local laws, ordinances, and
regulations that unintentionally, but negatively, impact people with disabilities (ada.gov).

7-3-2. Local Government Resolutions
In many instances, the first formal step by a local government toward complete streets is the
adoption of a complete-streets resolution. The process of implementing complete streets may
begin with a resolution that states a community’s desire for an inclusive and equitable
roadway system.
National Policy and Legal Analysis Network to Prevent Childhood Obesity (NPLAN) –
This organization has created model resolutions for use by communities, which can align a
local complete-streets plan or program with a state policy. The models include an “Introduction Version” for a broad resolution, and an “Advanced Version” for a more direct approach
to complete streets. These resolutions can also serve to align a community’s complete-streets
initiatives with state and federal policies (NPLAN, 2010). For NPLAN’s model resolution, see
www.nplanonline.org/nplan/products/model-complete-streets-laws-and-resolutions.
City of Independence, Minn. – In this jurisdiction, a complete-streets resolution directed
the city’s administrative staff to draft a policy for review and approval. “…The Council
directs City staff to develop a City Complete Streets policy and accompanying implementation procedures…” (City of Independence, 2010). Once adopted by city council, city staff is
responsible for the development and implementation of subsequent policies that support the
spirit of the resolution.
City of Las Cruces, N.M. – This community took a more direct or “advanced” complete
streets–resolution approach. Elected officials adopted a resolution to include “Complete
Streets Guiding Principles” (City of Las Cruces, 2009). These principles require that roadways
and the maintenance of roadways comply with the complete-streets principles. Additionally,
the Las Cruces resolution outlines strategies for complete-streets implementation that
includes a requirement to update “city plans, manuals, rules, regulations and programs, as
appropriate” (City of Las Cruces, 2009).

7-3-3. Local Government Subdivision Ordinances
Subdivision ordinances are a cornerstone to developing future multimodal and accessible
transportation networks. The importance of a well-written subdivision ordinance cannot be
overstated. While many complete-streets projects require incremental retrofitting,
subdivision ordinances can make sure that communities’ expanding transportation networks
are built to consider and address the needs of all users and modes of transportation.
Most Delaware local governments use DelDOT street-design standards that comply with
federal requirements for roads. DelDOT’s 2010-adopted Standards and Regulations for
Subdivision Streets and State Highway Access manual provides guidance and regulations that
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support complete-streets principles and the state’s policy. In addition, local governments can
develop more stringent subdivision regulations and design standards to enhance various
modes of travel, connectivity, bicycle and pedestrian circulation, and installation of
sidewalks. Communities may establish enhanced design standards, which also conform to
state and federal standards, to create a unique streetscape that provides a sense of place and
local character (e.g., historic and cultural).
NPLAN – This organization has developed a model subdivision ordinance that may be
adapted for use by local governments, see: www.nplanonline.org/sites/phlpnet.org/files/nplan/
CompleteStreets_LocalOrdinance_FINAL_20100223.pdf. This model ordinance encourages
flexibility and explains on how varying ordinance language will influence the outcome of
regulations. Additionally, NPLAN’s model ordinances include language that keeps
communities in compliance with federal and state policies. While communities should not
adopt a cookie-cutter approach to complete-streets design, model ordinances provide a
starting point and guidance on how to best draft subdivision ordinances that support the
design of complete streets.
City of North Myrtle Beach, S.C. – This municipality adopted complete-streets principles as
a minimum requirement of its subdivision ordinance. This ordinance clearly shows the
intentions of “complete streets” in the development of subdivisions. The subdivision
ordinance states:
All streets shall be designed and operated to enable safe access for all users. Pedestrians,
bicyclists, motorists and transit riders of all ages and abilities must be able to safely move
along and across a “complete street” (City of North Myrtle Beach, 2009).
The city’s subdivision regulations specifically address the need for pedestrian improvements
in certain contexts, such as bulb-outs and median refuges. Additionally, bicyclists are clearly
supported with by ordinance language that states:
(9) Bicycle accommodation: Any vaults, covers, castings, and drainage grates must be
designed to accommodate bicycle travel. Bicycle lanes or separated path/trail may be
required, with construction standards and width determined by street type (City of North
Myrtle Beach, 2009).
Not all communities will use the term “complete streets” within subdivision ordinances.
Instead, communities may adopt complete-streets principles within subdivision regulations
that are inclusive of all users and modes of transportation. Requiring sidewalks, pedestrian,
and bicycle amenities, as well as connected streets, are just a few ways to incorporate complete streets in a subdivision ordinance.

7-3-4. Local Government Zoning Codes
Local government zoning codes, which are consistent with a comprehensive plan, are an
important regulatory tool regarding the built environment (Hoch, 2007, 343). Delaware
specifically permits a zoning code “in accordance with a comprehensive plan and designed
78

December 2011

Complete Streets in Delaware: A Guide for Local Governments

to lessen congestion in the streets, to secure safety from fire, panic and other dangers, to
promote health and the general welfare…” (Delaware Code, Title 22: §303). Pedestrian and
bicycle infrastructure promote health and the general welfare, which the Delaware Code
supports within municipal zoning ordinances. Local governments should evaluate zoning
ordinances to see if local laws support pedestrian and bicycle infrastructure.
Traditional zoning separates land uses into residential, commercial, industrial, and agricultural uses. A new alternative to conventional zoning provides a regulatory approach that is
more flexible and context sensitive. Form-based codes focuses less on land use and more on
physical form—such as compact, mixed-use development and pedestrian-friendly design.
While most municipalities will not undertake a comprehensive zoning code re-write,
conventional zoning codes can be amended, or new form-based codes can be adopted to add
complete-streets elements. Amendments to zoning ordinances must be consistent with the
visions of a community and recommendations of its comprehensive plan. Without
connecting the vision of complete streets from a comprehensive plan to zoning ordinances,
the harmony of these documents may be questioned.
Local government officials can make public policy decisions to support smart growth
strategies and zoning for new developments that enhance walkability, use of transit, and
multiple modes of transportation. Zoning ordinances can be revised to implement policies
that support compact and mixed-use development, transit-oriented development, urban
infill, and walkable/bikable street design. Form-based coding can be adopted as a regulatory
device to change the hierarchy of traditional zoning to emphasize form over use.
City of Seattle, Wash. – The City of Seattle and the Seattle DOT have devised several plans
and policy documents that address pedestrian issues. Seattle’s Land Use Code (Title 23)
replaces a conventional zoning code, which was retired in 1995. It conveys the city’s
ongoing attempts and long-term commitment to create a safe, walkable pedestrian environment that supports—and is supported by—compact and mixed-use patterns of development.
The Land Use Code establishes patterns of development (rather than strict zoning districts)
that strengthen pedestrian areas, promote transit, encourage infill, and protect single family
land use. Land uses provide an emphasis on mixed use, pedestrian- and transit-supportive
environments, which are the hallmarks of complete streets (City of Seattle, Wash.).

7-3-5. Local Government Unified Development Codes
More local governments are adopting unified development codes (UDCs), which update and
combine a local government’s existing zoning and subdivision regulations into one cohesive
document. Many UDCs incorporate design principles and development codes to create
sustainable and healthy neighborhoods, walkable communities, incentives for infill
development, mixed-use districts, improved street connectivity, and innovative urban design.
New Castle County, Del. – The county has adopted a UDC with subdivision design standards
that reflect complete-streets principles. Chapter 40, Article 20, “Subdivision and Land Development Design Principles,” provides principles for the layout and design of subdivisions and
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land developments. The intent of the design principles is to ensure that all new developments
are consistent with the county’s vision for planned community character. The UDC requires
all subdivision plans to be reviewed against specific design standards. One of the six planreview standards, stated within §40.20.110, highlights the need to provide for circulation
patterns that are interconnected and address the needs of motorists, pedestrians, and
bicyclists:
All street and circulation patterns shall provide for the safe, efficient, and convenient
movement of vehicular and pedestrian traffic. Vehicular travel lanes, pedestrian movement
systems, and parking should be separated. Within the context of overall community
development, the internal circulation system should promote and encourage the increased
use of pedestrian and bicycle movement among residential, local shopping, schools, and
other areas. Road connections shall seek to avoid external automobile trips through the
employment of superblocks, stub streets, connecting open space, bicycle-pedestrian ways,
and other design techniques and devices (New Castle County, 2010).
City of Dubuque, Iowa – This municipality received an American Planning Association
(APA) Iowa Chapter award for the development and adoption of its UDC in 2009. Dubuque’s
UDC incorporates into a single code all zoning, subdivision, site-development, historicpreservation, and sign regulations. The UDC updated Dubuque’s subdivision and sitedevelopment regulations to promote sustainable design, require street connectivity, provide
development-design guidelines, and require street-network access by pedestrians, bicyclists,
and public-transit riders. A specific section on Complete Streets is to be developed and has
been noted within the document as a future section of the UDC. The Land Subdivision
Section of the UDC states that pedestrian infrastructure, separate bicycle paths, bicycle lanes,
and/or shared-use lanes are required—based on the context of the roadway and in accordance
with the city’s comprehensive plan. In addition, the Subdivision Design Standards section
addresses the need for street connectivity:
All streets, sidewalks, and bike/hike trails shall connect to other streets, sidewalks and
bike/hike trails within the subdivision, and to the property lines, to provide for their
extension to adjacent properties. Each subdivision shall connect to the existing and planned
street network of the City to ensure connectivity between properties, distribution of traffic,
and access for public and emergency services (City of Dubuque, 2009, p. 184).
U.S. Environmental Protection Agency (EPA) – The agency published Essential Smart
Growth Fixes for Urban and Suburban Zoning Codes to help local governments modify or revise
existing regulations to create building blocks for smart growth, complete streets, and
sustainable development. Essential “fixes” include ways to modify codes to mix land uses,
encourage compact development patterns, increase transit- and pedestrian-friendly
development, and enact standards to modernize streets and foster walkable places (EPA 2009).

7-4. Design Standards
Most Delaware local governments use street-design standards that comply with federal and
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state requirements for roads that will be dedicated to DelDOT. DelDOT’s 2010-adopted
Standards and Regulations for Subdivision Streets and State Highway Access manual also provides
guidance and regulations that support complete-streets principles and the state’s policy. In
addition, local governments can develop more stringent subdivision regulations and design
standards to enhance various modes of travel, connectivity, bicycle and pedestrian circulation, streetscapes, trails and shared-use paths, and pedestrian/bicycle features and amenities.
Communities make take on the responsibility of creating their own design standards (while
in compliance with DelDOT and federal standards) for creating unique identities that
provide a sense of place and local character.

7-4-1. Local Government Design Standards Based on Established National Guidelines
Delaware local governments can use established guidelines to ensure complete streets and a
well-planned and designed transportation system. Federal agency guidelines and manuals,
DelDOT design guidelines and publications, as well as ADAAG and PROWAG can all be cited
to make sure that a municipality’s design standards meet recognized national design
guidelines.
Prince George’s County, Md. – The Countywide Master Plan of Transportation (MPOT) is a
master plan that addresses the strategic transportation issues for all modes in Prince George’s
County. Within Chapter IV, “Trails, Bikeways, and Pedestrian Mobility,” is a listing of ten
complete-streets principles that will be integrated within master planning strategies. One of
the ten principles, “Ensure Universal Accessibility,” references national design standards and
guidelines that will be used to accommodate all ages and groups along sidewalks and
intersections. It states:
All street crossings should include ADA-compliant curb cuts and ramps, and all pedestrian
signal buttons should be handicap accessible. Implementation of accessibility features
should also include truncated domes for the visually impaired on access ramps and
increased crossing times that are sufficient for elderly, disabled, or slower pedestrians. To
the extent feasible and practical, all pedestrian connections (sidewalks, trails, plazas, etc.,
should comply with the U.S. Access Board’s proposed Trail Accessibility Guidelines
(currently under review), the ADA Accessibility Guidelines (ADAAG), and the Federal
Highway Administration’s Guide for Accessible Sidewalks and Trails” (Prince George’s
County, 2008, 31).

7-4-2. Local Government Design Guidelines
Local governments can also develop jurisdiction-specific design guidelines to convey a vision
for an accessible, livable, and multimodal community. The examples below illustrate how
several cities have developed street-design guidelines to incorporate complete-streets
elements when roads are being planned, constructed, retrofitted, upgraded, or modified.
City of New Haven, Conn. – The Board of Aldermen directed a Complete Streets Steering
Committee to guide the development of a process to implement a vision for complete
streets. The process includes a policy document, design manual, public process, educational
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campaign and traffic enforcement. The City of New Haven Complete Streets Design Manual
provides guidance on building, repairing, and rehabilitating city streets to balance the needs
of all users while respecting the social and economic fabric of the community. The manual
formalizes a public-participation process for street re-design that incorporates engineering
principles, a variety of context-sensitive design treatments, methods of evaluation, and
funding strategies (City of New Haven, 2010).
City of Charlotte, N.C. – The City adopted Urban Street Design Guidelines (USDG) in 2007 as
a supporting component of its Transportation Action Plan (TAP). The USDG include
“methodologies and recommendations for implementing key aspects of the TAP—increasing
the quantity and quality of streets, enhancing the integration of land-use and transportation
decisions (sometimes on a block-by-block basis), and providing ‘complete’ streets for
residents, property owners, and all types of travelers.” The design guidelines embrace a
philosophy that assumes that the safety, convenience, and comfort of cyclists, pedestrians,
transit users, motorists, and the surrounding community will all be considered equally when
planning and designing streets—including street retrofits and modifications. To achieve a
complete street network, guiding principles include (City of Charlotte, 2007):
• Streets are a critical component of public space.
• Streets play a major role in establishing the image and identity of a city.
• Streets provide the critical framework for current and future development.
• Charlotte’s streets will be designed to provide mobility and support livability and
economic development goals.
• The safety, convenience, and comfort of motorists, cyclists, pedestrians, transit riders, and
neighborhood residents will be considered when planning and designing Charlotte’s
streets.
• Planning and designing streets must be a collaborative process, to ensure that a variety of
perspectives are considered.
City of Tacoma, Wash. – In 2009 City Council adopted a resolution to endorse the creation
and ongoing development of Complete Streets Design Guidelines. The resolution directed
the city manager to prepare and implement comprehensive design guidelines for mixed-use
centers and residential complete streets. The objective is to “provide a framework and costeffective tools to support street designs that safely, comfortably, and appropriately accommodate all users and transportation modes; foster a sense of place in the public realm; and,
reduce environmental impacts” (City of Tacoma, 2009).
City of Louisville, Ken. – The Louisville Metro Complete Streets Manual provides a
comprehensive approach to advancing the Mobility and Comprehensive Form goals of its
comprehensive plan. The manual addresses streetscape design in context with the existing
character of the community. In addition to providing a design framework for complete
streets, it recognizes the need for user-oriented transportation facilities, appropriate
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complete-streets facilities based on functional classification of the roadway/thoroughfare
type, and streetscape design. One section of the document is a “Streetscape Master Plan
Manual,” which will be used to guide future roadway corridor future development and a plan
for appropriate bicycle and pedestrian facilities, access management and connectivity, street
trees, and unified streetscape amenities.

7-5. Facility Maintenance
As previously stated under 28 CFR, Part 35, §23.133 (which implements Title II of ADA), all
ADA-designated public facilities and features must be maintained “in operable working
condition” for use by persons with disabilities (ada.gov). Accessible designs are useless if
public facilities are subject to maintenance practices that negatively affect safety, security,
and/or mobility of persons of all ages and abilities.

7-5-1. Common Maintenance Issues
While a facility may have been constructed to ADA standards, some common maintenance
issues that impact accessibility (on pedestrian, bicycle, and transit facilities) include (Carter,
2011):
• Drainage issues (e.g., ponding of water at the base of curb ramps)
• Objects protruding into an access route (e.g., trees, vegetation, banners, awnings,
temporary signs, trash cans, parked vehicles)
• Access-route blockages (e.g., temporary signs)
• Poor pedestrian management in construction zones (including sidewalks)
• Pavement buckling caused by tree root intrusion
• Accumulation of snow and/or ice
• Lack of sweeping and debris removal
• Lack of routine maintenance and repairs
• Gaps in pedestrian facilities and intermodal connections

7-5-2. Maintenance Needs
Maintaining sidewalks, bikeways, multi-use paths, trail systems, transit stations and shelters
facilities, and other accessible pedestrian/bicycle facilities is important to ensure the
following attributes.
Safety—Protect the public welfare, minimize user conflicts, and address dangerous
conditions such as cracked or loose concrete, holes, step separation, depressions, tree-root
damage, vegetation overgrowth, other physical obstacles and/or the aftermath of inclement
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weather (e.g., accumulation of snow and/or ice). Local governments should develop a
winter mainteance plan/policy document to address responsibilities, timeframes, and
priorities for clearing pedestrian/bikeway infrastructure.
Universal access—Provide accessible facilities that are maintained to ADA standards.
Universal access enables all citizens to travel using public transportation facilities and is
defined as “a synthesis of universal design, good engineering practices, and constitutional
law” (Project Universal Access, n.d.). In addition to accessible design, transportation facilities
need to be maintained in a safe and usable condition to achieve universal access, transportation equity, and mobility for users of all ages and abilities. Wherever possible, publictransportation facilities and infrastructure must be designed and maintained to allow safe
travel by children, older adults, and persons with disabilities.
Multimodal mobility—Recognize that maintenance of sidewalks, bikeways, multi-use paths,
trail systems, and transit facilities is essential to the proper functioning of the overall transportation system. The issue of maintenance on public-transportation facilities also extends to
roadway components such as sidewalks, crosswalks, intersections, curb ramps, bike lanes,
and bus stops/transit shelters that are used by pedestrians, bicyclists, transit users, and
persons with disabilities.
A safeguard of public assets—Provide routine maintenance, regular inspections of public
transportation facilities, and regularly scheduled repairs. Maintenance strategies should be
incorporated in the planning and design of new public-transportation facilities. In addition,
local governments should develop an overall preventive-maintenance program to protect
public investment, extend the useful life, and delay repairs of public facilities.
Control of risk—Minimize hazardous conditions that may expose a local government to a
potential lawsuit. In recent years, states and local governments have been exposed to civil
liability and precedent-setting case law due to instances of ADA non-compliance. To reduce
injuries and minimize exposure to liability, local governments must maintain accessible
transportation facilities and features (e.g., sidewalks, curb ramps, crosswalks, shared-use
paths, on-road bicycle facilities, bikeways, and transit stops/shelters). To prevent and/or
minimize lawsuits and exposure, good maintenance practices should be adopted, such as
periodic street/sidewalk sweeping, surface repairs, tree pruning, trash removal, litter pick-up,
re-painting of pavement markings, and snow and ice removal. To ensure that public
transportation facilities are well maintained, accessible, and safe, local governments should:
• Develop an ADA transition plan.
• Determine repair and replacement criteria for ADA-designated transportation facilities.
• Develop a preventive maintenance plan, with scheduled inspections of ADA-designated
transportation facilities (including pedestrian, bicycle, and transit infrastructure).
• Implement a winter maintenance–management plan that addresses pedestrian facilities.
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• Adopt a policy to establish and define responsibilities and procedures for routine maintenance, emergency repairs, and winter weather operations (i.e., snow and ice removal).
• Prioritize and budget for maintenance activities.
• Keep inspection records.
• Develop a complaint policy system to record and track problems and their respective
resolution.

7-5-3. Maintenance Responsibilities
Often, confusion exists over which entity (e.g., state government, local government, public
agency, transit agency, school district, employers/businesses, or private commercial or
residential property owner) is responsible for the maintenance of ADA-designated
transportation facilities. Delaware local governments should review “Municipal Maintenance
Agreements” and establish internal policies that clarify roles and responsibilities of
maintenance of accessibility-specific transportation facilities and features.
Municipal Maintenance Agreements
DelDOT is responsible for planning, designing, building, and managing Delaware’s statewide
transportation system. In addition, DelDOT is responsible for maintaining about 90 percent
of the over 13,500 lane miles of roads in Delaware (DelDOT, 2009). When a road constructed
by DelDOT within a municipal boundary is completed, the jurisdiction and DelDOT
generally enter into a “Municipal Maintenance Agreement.” Delaware local governments
should be aware that there is no standard municipal maintenance agreement for a statemaintained road within a municipality. Maintenance agreements vary among municipalities,
or even among state-maintained roads within a given municipality.
Local governments should review, to the extent feasible, each specific municipal
maintenance agreement to determine the limits of DelDOT maintenance on a statemaintained road within the town boundaries. Generally, DelDOT will conduct “curb-tocurb” maintenance on a state-maintained road within a municipality. Accessiblity-specific
transportation facilities, such as pedestrian facilities that are outside a curb, will fall under
the maintenance responsibility of a municipality (Carter, 2011). DelDOT will generally plow
snow on all state-maintained roads within a municipality with the exception of the cities of
Wilmington, Newark, and Dover (Racca and Condliffe, 2002).
Municipal Maintenance
Delaware municipalities are responsible for maintenance of all municipal roads—including
all roadway pavement, curbs, sidewalks, crosswalks, signs, traffic-control devices, shoulders,
lighting, and street furniture. Local governments are also responsible for snow removal on
municipal roads that are not maintained by the state.
Municipal ordinances may be adopted to require property owners to maintain transportation
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facilities and infrastructure that comply with ADA standards. Local ordinances can be
prescriptive and specify detailed maintenance requirements (e.g., clearing snow and ice,
maintaining an accessible route, prohibiting route blocking, trimming overgrown vegetation).
Another option is for local ordinances to make reference to and/or adopt federal (e.g., ADAAG
and PROWAG) and state standards (DelDOT) by reference. For example, a municipality can
incorporate PROWAG §R209 in a sidewalk-maintenance ordinance to specify “no protruding
or overhanging objects in access route.”
City of Newark, Del. – The city’s Municipal Code, Chapter 26 (Streets), Article III (Sidewalks),
§26-25 states that it is the “duty of abutting [property] owner to maintain sidewalks in safe
condition.” The ordinance states (Newark, Delaware Code of Ordinances):
Every property owner shall maintain any sidewalk abutting his property in a safe and
useable condition including compliance with Americans with Disabilities Act (ADA)
guidelines. Sidewalks which are not continuously even or which collect rain water on any
part of the walking surface, or which do not meet ADA guidelines, shall not be considered
safe and useable.
Snow Removal from Pedestrian Facilities
Many local government ordinances require property owners to remove snow/ice from an
abutting sidewalk after a winter storm. These regulations should be incorporated or cited
within a winter maintenance–management plan when delineating responsibilities of the
municipality, residents, and other responsible entities. Local governments need to clearly
communicate to property owners the purpose, requirements, timeframe, and enforcement of
a sidewalk-snow-removal ordinance to ensure its effectiveness.
Generally, municipal public works departments also have winter emergency–operations
plans, policies, and/or practices that govern roads. However, most plans focus on how an
agency will implement plowing of roads in response to a major event and stress the need to
keep roads clear to ensure the safety of motorists, emergency responders, and a free flow of
commerce.
Still, most winter emergency–operations plans fail to address the ADA requirement to
maintain accessibility-specific pedestrian facilities “in working order” once installed. Local
governments need to be responsible for clearing snow and ice from these pedestrian facilities
on all municipal-maintained roads within corporate boundaries. If covered under a
municipal maintenance agreement with DelDOT, a local government must also remove snow
and ice from ADA-related pedestrian features (such as sidewalks beyond a curb) on
state-maintained roads within a municipality.
Local governments should consider the development and adoption of a winter maintenance–
management plan, or amend existing winter-operations plans, to address the need to clear all
transportation facilities (e.g., roads, sidewalks, bikeways, transit stops/shelters) after a major
storm. The ideal plan will be developed in collaboration with multiple agencies and
stakeholders, address snow and ice removal responsibilities, determine snow/ice removal
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priorities, establish
levels or response
and response time(s),
cite the legal basis
for the plan, and be
communicated to all
stakeholders.

City of Dover, Del. –
The city’s 2010/2011
Public Services
Emergency Plan is an
excellent example of
a comprehensive
plan that is devised
to consider the need
to ensure mobility
and access by
pedestrians and transit users. The plan provides a list of operations for snow and debris
removal—including Delaware Transit Corporation transit routes, bus transfer areas,
crosswalks and main intersections, and sidewalks along city property (City of Dover, 2011).
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How Are Delaware
Local Governments
Progressing Toward

Complete
Streets

?
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8-1. Delaware Local Government Support of State Policy
Consistent with the state’s Complete Streets Policy, Delaware local governments have the
opportunity to offer safe, equitable, and accessible transportation to all users and modes of
transportation on roads within their jurisdiction. In order to address both existing
inadequacies with auto-centric transportation networks and create better transportation
networks in the future, Delaware local governments can address transportation planning
through their comprehensive-planning process and land-use policy development.
As part of the research on complete-streets implementation by Delaware local governments,
IPA solicited information directly from local government officials. A flyer was developed and
distributed to Delaware local governments at IPA-affiliated events over a six-month time
period including the 22nd Delaware Institute for Local Government Leaders (October 22,
2010) and IPA’s Delaware Planning Education training series, which included the Planning
209 session on Complete Streets (June 9, 2011). The flyer (in Appendix G) asked, “Has your
organization…”
• …passed a resolution supporting Complete Streets?
• …included Complete Streets provisions within a comprehensive plan or plan update?
• …included Complete Streets requirements/guidelines in ordinances, code amendments, or
other regulatory tools?
Many Delaware local governments have, in fact, begun to transform a vision for complete
streets into plans, policies, design standards, and maintenance practices. This section focuses
extensively on how Delaware local governments have incorporated complete-streets
principles and concepts within comprehensive plans and policies—specifically subdivision,
unified development, and zoning codes. Examples are cited, and an analysis provided, of
Delaware local governments that are progressing toward complete streets. In addition, a
Delaware Local Government Complete Streets Implementation Matrix is included in
Appendix E.

8-2. Delaware Local Government Comprehensive Plans
and Complete Streets
8-2-1. Complete Streets as a Foundation for Complete Communities
Local government comprehensive plans, which serve as the overarching policy document at
the local level, should support and enhance the goals and strategies of complete streets
implementation in the municipal context. In addition to supporting multimodal transportation goals, local government comprehensive plans also address issues such as land use,
housing, parks and recreation, and economic development, all of which can contribute to
the development of more “complete communities.”
According to Gary Pivo, professor of urban planning at the University of Arizona, the
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objective of complete communities is “to use less land and reduce the separation of land uses
in order to achieve a variety of values including open-space protection, community vitality,
affordable housing, air quality, transit use, and more walkable places” (2005). Delaware’s
Office of State Planning Coordination has cited the concepts and values of complete
communities in the recent update of the Delaware Strategies for State Policies and Spending
document. Moving forward, Delaware local governments should strive to include specific
complete-streets terminology as well as more broadly defined complete streets and
complete-communities principles within their comprehensive plans.

8-2-2. Complete Streets and Healthy Communities

Comprehensive plans can also be instrumental in fostering more healthy and vibrant communities through appropriately directed land-use and transportation recommendations. Five
overarching principles of planning for a healthy community help guide the kinds of goals
and recommendations that should be included in comprehensive plans, including (Beck,
2010):
• Bicycle and pedestrian accessibility
• Parks and open spaces
• Compact and mixed-use development
• Convenient access to healthy food
• Complete-streets principles
IPA has developed a Healthy Communities: Comprehensive Plan Assessment Tool to assist
Delaware cities and towns to write more health-focused comprehensive plans or plan updates.
To learn how a community can integrate all of these principles into a comprehensive plan
and a local government’s development and regulatory agenda, please see www.ipa.udel.edu/
healthyDEtoolkit/docs/CompPlanAssessmentTool.pdf. The Comprehensive Plan Healthy-Community
Checklist is also provided in Appendix H, and illustrated on the next page:
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8-2-3. Assessment of Complete Streets Within Delaware Comprehensive Plans
IPA conducted an assessment to determine the extent to which
Delaware municipalities have integrated complete-streets concepts
within comprehensive plans. Delaware has 57 municipalities and three
counties. For the purpose of the assessment, IPA reviewed only existing
comprehensive plans of Delaware municipalities that were accessible
online. Based on this criteria, IPA staff obtained information from 47
out of 57 municipalities.
To conduct the assessment, content from each of the comprehensive
plans was reviewed first to determine whether the term “complete
streets” was specifically used. Next, an analysis was conducted to
determine the extent to which several categories (or levels) of support
for complete-streets principles were identified within each comprehensive plan. The analysis focused on whether complete-streets concepts or
principles were included within the general goals and transportation
sections of comprehensive plans. Finally, each of the 47 comprehensive
plans reviewed was evaluated for the presence of the following completestreets principles: complete-streets language, multi-modal goals/
recommendations, inclusion of transit, inclusion of all ages and abilities.
The results of this analysis are included in the IPA Complete Streets Comprehensive Plan
Assessment Matrix (Appendix I). If an element is present in a comprehensive plan, the page
number of the qualifying text is provided in the matrix. If the matrix cell is empty, then that
particular element is not included in the comprehensive plan. The web link to each comprehensive plan document is also included in this matrix, so that the exact wording and context
of these complete-streets principles can be found within the document.
While the definition of complete streets technically includes all modes and all ages and
abilities, the categories above were formed as separate matrix elements in order to capture
the trends of existing Delaware comprehensive plans. As the matrix exhibits, most comprehensive plans in Delaware include goals or recommendations to increase bicycle and
pedestrian infrastructure. Accommodation of special-transportation populations and
increased transit service, however, are much less commonly featured in comprehensive
plans. The IPA Complete Streets Comprehensive Plan Assessment Matrix illustrates the areas
in which Delaware comprehensive plans need to improve in order to support complete
streets. An in-depth analysis of each aspect of the assessment is provided below.

8-2-4. Complete Streets Terminology Within Comprehensive Plans
Complete streets terminology and concepts are not highly common in the comprehensive
plans of Delaware local governments, perhaps due to the relative youth of the completestreets movement. Four Delaware municipalities use the exact term “complete streets” in
their comprehensive plans. The following excerpts include the sentence(s) in which
complete streets is mentioned, as well as the surrounding contextual sentences if needed.
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Excerpt from 2010 Town of Elsmere Comprehensive Plan
Recommendation One: Revise the Elsmere Code to require sidewalks in all new residential
and nonresidential development and redevelopment. This would help enhance safe,
walkable complete streets, a sense of community, and would be in line with Elsmere’s
vision (Town of Elsmere 2010, p. 51).
Excerpts from Rehoboth Beach 2010 Comprehensive Development Plan
Adopt a ‘Complete Streets’ policy consistent with the State’s policy to assure that as
opportunities to revamp its streets occur such streets are designed and operated to enable
safe access for all users and connected in a City-wide integrated network (City of
Rehoboth Beach 2010, p. 57).
Instead of focusing on how fast a large number of cars can move through a particular place
(mobility), we must begin thinking about how easy it is to reach destinations (access)—by
foot, by bike, by transit, and…..by car. To begin this change and to avoid conflict over the
nature of new streets and sidewalks in future development and the addition or replacement
of streets and sidewalks in areas of repair or revitalization, the City will devise design and
engineering standards based on the “Complete Streets” program of the National Complete
Streets Coalition and the recent Executive Order of Delaware’s Governor regarding Complete
Streets (p. 69).
Rehoboth will follow Delaware’s Complete Streets policies and prepare for the implementation by identifying the City’s chief travelways for pedestrians and bicyclists; discovering
opportunities for integrated and separate bike lanes; determining if there are streets that can
be turned over to pedestrians, bicyclists, and resident/tenant-only cars; locating new
crosswalks; designing a wayfinding sign system; and locating opportunities for traffic
calming… (p.69).
Excerpt from Wilmington 2003 City-Wide Plan of Land Use
Continue to expand on transportation opportunities through the Wilmington Initiatives
partnership with DelDOT and WILMAPCO. The City may take into consideration
participation in programs like the “Walkable Communities Initiative” and “Complete
Streets” that promote multi-modal transportation that identifies ways to increase bike and
pedestrian traffic (City of Wilmington 2003, p. 45).
Excerpt from 2010 Town of Wyoming Comprehensive Plan
With the adoption of its Land Use and Development Code, the town achieved several,
noteworthy, regulatory goals. The code requires street and sidewalk connections to existing
or proposed adjoining subdivisions. It requires five-foot-wide sidewalks (where practicable)
on both sides of any new streets. Also, it requires the dedication of open space, or payment
of a fee in lieu of dedication, and includes provisions requiring landscaping. This
document’s goals and regulations make parallel recommendations only to make sure such
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accomplishments are not lost in future land-use code updates. These standards, and the
goals and recommendations put forth in this document, are very much in keeping with the
Complete Streets concept. The Town is aware of the State’s Complete Streets policy
(executive order), enacted late 2009, and has tailored its land use and development code
and this plan in hopes of continuing to make strides in that direction (Town of Wyoming
2010, p. 26).

8-2-5. Analysis of Complete-Streets Concepts Within Comprehensive Plans
“Complete streets” is a term, concept, and movement that emphasizes the importance of
accommodating all users of the transportation system in every road construction or maintenance project. According to the National Complete Streets Coalition, complete streets are
“designed and operated to enable safe access for all users. Pedestrians, bicyclists, motorists,
and transit riders of all ages and abilities must be able to safely move along and across a
complete street” (www.completestreets.org). The term complete streets is more conceptual
than definitive, as the accommodation of different road users will vary from place to place
depending on the context.
Contextual considerations that will affect the specific attributes of a “complete street”
include the status of the existing transportation system, adjacent land uses, residential density,
topographical constraints, and the neighborhood character. Thus, complete streets cannot
necessarily rely on a set of specific road standards or community-design guidelines. As the
American Planning Association explains, “The complete streets movement is in some ways
the simple expression of a variety of converging trends,” including traffic calming, ADA
compliance, Project for Public Spaces, Smart Growth, and Safe Routes to School (McCann
and Rynne, 2009, p.2). The complete-streets movement, then, is an attempt to combine the
principles of several recent progressive transportation and urban development concepts into
a formalized policy guiding every project undertaken by a developer, municipality, or state.
In order to develop a measure of complete-streets concepts in Delaware’s existing
comprehensive plans, several categories (or levels) of support for complete-streets principles
were identified. In the interest of time, only the general goals and transportation sections of
comprehensive plans were reviewed for inclusion of complete-streets terminology. Each
comprehensive plan was evaluated for the presence of the following complete-streets
principles:
• Complete-streets language—defined as the presence of the term “complete streets” in the
comprehensive plan
• Mention of all modes in goals or recommendations—defined as any goals or
recommendations related to increased bicycle and pedestrian accommodation (inventory
of existing facilities does not count)
• Inclusion of transit—defined as any goals or recommendations related to increased transit
accommodation (inventory of existing services does not count)
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• Inclusion of all ages and abilities—defined as any mention of the accommodation of
special populations with regard to transportation services and facilities (mention of paratransit service does not count)

8-2-6. Complete-Streets Principles Within Comprehensive Plans
Complete-streets principles can often be present in local government documents even when
explicit language is not included. The complete-streets movement is, in essence, a combination of several other progressive transportation and land-use movements, and, thus, there are
several types of concepts and recommendations in comprehensive plans that can be
considered supportive of complete streets principles. To demonstrate the breadth of concepts,
goals, strategies, and recommendations that can be supportive of complete streets, four
Delaware municipal comprehensive plans are reviewed in more detail below. These four
plans are from the only municipalities identified in the above matrix that include the term
“complete streets” in their comprehensive plan documents. The principles associated with
“complete communities” are included in this analysis.
2010 Town of Elsmere Comprehensive Plan
The Town of Elsmere has as one of its main goals to
“be known as a walkable town, including walking
trails and the shopping district” (Town of Elsmere
2010, p. 4). In order to become this type of town,
Elsmere addresses throughout its comprehensive plan
strategies to create an identifiable and walkable “main
street” area along Kirkwood Highway as well as
maintaining and enhancing an interconnected system
of parks and open spaces. As a small suburb of
Wilmington, Elsmere’s support of complete-streets
principles is largely driven by its desire to develop the
town as a distinct place differentiated from Wilmington and support economic development by creating
“a desirable and healthful environment in which to
live and work” (p. 3). In other words, the Town of
Elsmere recognizes that supporting complete streets
principles and developing a complete community are
necessary in order to attract and maintain residents
and businesses.
Transportation Section – This section of Elsmere’s comprehensive plan starts out by noting
that the town has a relatively large proportion of households without a car (11 percent) and
a lower percentage of residents who commute to work by single-occupant vehicle than the
rest of Delaware and the United States (p. 44). The beginning of this section also states that
the concept of complete streets is interwoven throughout the analysis and recommendations
in the chapter (p. 44). This is followed by an explanation of Delaware’s complete-streets
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policy and its intentions. Throughout the remainder of the transportation section, particular
attention is paid to the needs of pedestrians and transit riders in the town, noting that
Elsmere has a relatively complete system of sidewalks and some existing pedestrian-trip
generators. However, the plan notes that various barriers to mobility are present for the
young, elderly, and disabled. Specific recommendations addressed in this section include
ADA accessibility, sidewalk maintenance, striped crosswalks and bus shelters (pp. 45-51). This
section also recommends that the Elsmere code be revised to require sidewalks in all new
developments as well as redevelopment, which is an important first regulatory step towards
more complete streets.
The transportation section also emphasizes “placemaking” and safety improvements
regarding Kirkwood Highway, which is an important thoroughfare that bisects the town. The
concept of placemaking uses a multi-faceted approached to plan and design cities that are
oriented toward people (not just cars) and focuses on transforming public spaces (e.g., parks,
plazas, public squares, streets, and/or sidewalks) into vibrant community places (Project for
Public Spaces). Elsmere would like to encourage a pedestrian-friendly “main street”
atmosphere along Kirkwood highway by reducing the speed limit to 25 miles per hour,
implementing streetscaping features such as landscaping and lighting, and installing signage
and gateways at the entrances to the town (p. 48). The transportation section also addresses
the need to provide interconnectivity between parks and recreational facilities. This section
specifically suggests the pursuit of a greenway trail along the existing rail line that would
connect two of the town’s important parks, noting that this would improve the town’s
walkability and possibly property values (p. 51).
Community Facilities Section – Complete-streets and complete-communities principles are
supported throughout other sections of Elsmere’s comprehensive plan, including the
Community Facilities section. This piece concentrates on the town’s “re-greening” efforts to
maintain, enhance, and expand its existing parks and open spaces. The Town recommends
creating an official re-greening program that will encourage physical activity and increase
the quality of life among its residents (p. 42). These efforts include focusing on connectivity
among parks, public facilities, and residential neighborhoods. This re-greening program is
also mentioned in the section on land use, saying that such a program would “(1) help to
differentiate Elsmere from surrounding communities, (2) make the town more visually
appealing, (3) attract businesses and residents to the area, and (4) may increase property
values” (p. 65). The Elsmere plan for parks and recreational facilities recognizes the impact
they can have on economic development, the town’s image, and the health of residents.
Land Use Section – The concept of placemaking in the Kirkwood Highway area is addressed
again outside of the transportation section. The Land Use section states that converting
Elsmere’s portion of Kirkwood Highway into a main street, and making the area easily
accessible by foot as well as car, is part of the town’s economic development strategy. The
plan explains:
A developed Main Street will serve as a symbol of community pride, a gathering place for
local residents, an incubator for new and developing businesses, and a way to increase the
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tax base of the town. The town’s challenge is to attain a distinct positive identity for
Elsmere that separates it from the surrounding communities (p. 60).
A revamping of the bus stops and shelters along Kirkwood Highway is also encouraged in the
plan, as a more pedestrian- and transit-friendly main street would encourage increased use of
transit for trips in and out of the town (p. 51).
Housing Section – Three other issues are mentioned in Elsmere’s plan, which are less
directly related to complete streets. First, the Housing section of the plan recommends a
review and revision of the town’s zoning code that would foster a more complete and
compact community. The plan states:
Changes to the zoning code should be considered that encourage affordable housing activities such as allowing accessory dwellings, infill developments, mixed land uses, and easing
parking requirements. These changes could be directed to areas where growth is desired,
such as Kirkwood Highway, which the town plans to develop into a Main Street commercial
center (p. 31).
Encouraging more compact development of mixed uses in the town’s core would contribute
to the ability of residents and visitors to use non-automotive forms of travel for short daily
utilitarian and leisure trips.
The housing section also recommends taking “steps to allow the disabled or senior citizens to
continue to live in their homes” (p. 31). This is a necessary complement to building streets
that accommodate users of all ages and abilities, so that these populations can safely and
conveniently move in and around their own neighborhoods.
Environmental Resources Section – The issue of air quality is raised in the Environmental
Resources section of Elsmere’s plan. This section recommends encouragement of walking,
biking, and use of public transit in order to reduce air pollution caused by combustion
engines (p. 56).
In sum, Elsmere’s comprehensive plan supports complete-streets principles in three major
arenas—within the roadway environment (transportation projects), in the layout of the town
(land use), and throughout the community (housing, recreation, and economic
development).
Analysis – One way in which Elsmere’s plan could be more supportive of complete streets is
to more clearly enumerate how complete streets will be implemented. The plan mentions
that Elsmere’s development is affected by the activities of Wilmington, New Castle County,
and WILMAPCO, and that town officials need to be aware of and coordinate with these
activities. However, it would be beneficial for the comprehensive plan to lay out how other
municipal planning documents, such as a capital improvements or parks and recreation
plans, are supportive of the steps that need to be taken in order to implement the
complete-streets improvements laid out in the comprehensive plan.
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Rehoboth Beach 2010 Comprehensive
Development Plan
The City of Rehoboth Beach’s Comprehensive
Development Plan is notably visionary overall, and it is
especially bold in terms of its transportation goals.
From the very beginning of the plan, one of
Rehoboth Beach’s visions states, “The car, bus, and
truck are accommodated, but the balance is ‘tilted’ to
the pedestrian, the bicyclist, and quick, convenient
non-auto access to the city” (City of Rehoboth Beach
2010, p. 30).
Vision – The City of Rehoboth Beach clearly believes
that a radical change in the status quo of transportation planning and engineering can take place within
the city and that this change should occur if it is to
become a preeminent beach community for residents
and visitors alike. This sentiment is summed up in this
excerpt from the plan’s Executive Summary section:
Can we develop some visionary goals regarding Rehoboth as a special place for walking and
cycling in terms of its street designs, its external and internal connections, and its non-auto
preferences? Can we make sure that our roads and walks take people where they actually
want to go?...Yes, we can take over the streets…A walkable downtown Rehoboth and
pedestrian-oriented neighborhoods will quickly become magnets for enhanced public life
and economic expansion that will enrich our community in several ways at the same time
(pp. 14-15).
The Rehoboth Beach Comprehensive Development Plan contains many specific goals and
recommendations designed to help the City “take over the streets” and improve the
liveability of the community. The majority of these goals and recommendations are
contained within the Transportation and Parks and Landscapes sections of the plan.
Transportation Section – First and foremost, one of the city’s priority actions listed in the
Transportation Section is to adopt a complete-streets policy that is consistent with the
statewide policy. While a municipal complete-streets policy may seem redundant where the
state of Delaware controls the majority of roads, Rehoboth Beach realizes that it must work
with DelDOT in order to develop a well-planned and integrated system of complete streets.
The plan states that a municipal complete-streets policy will help “assure that as opportunities
to revamp its streets occur such streets are designed and operated to enable safe access for all
users and connected in a City-wide integrated network” (p. 57). Furthermore, the City plans
to develop design and engineering standards for the municipality in order to ensure
compliance with national complete-streets principles (p. 69). The City intends to prepare for
the implementation of the state’s Complete Streets Policy by identifying opportunities for
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complete-streets improvements that will already be planned and agreed-upon when the
proper funding situation arises. This section even mentions that a new transportation
population, those using mopeds and scooters, will need to be investigated and
accommodated on Rehoboth’s streets (p. 69).
Besides addressing the complete streets policy directly, the Transportation section starts by
listing the city’s transportation goals:
Adopt a Traffic Management System [that] will reduce traffic congestion at peak periods;
[r]educe conflicts between pedestrians, bicycles, and cars; [i]mprove circulation throughout
the city for pedestrians and bicyclists by planning a connected system of key destinations
and enhanced maintenance of sidewalks; [e]nsure that Emergency Response Plans are
adopted, implemented, and the public informed (p. 56).
Specific actions are proposed throughout the Transportation section to implement these
goals, and they include—working with DelDOT and local businesses to increase transit
service (including park and ride shuttles), adoption of a city-wide “Yield to Pedestrians”
policy, pursuit of the “Bicycle Friendly Community” designation from the League of
American Bicyclists, extension of bikeways and greenways to create connectivity, intersection
pedestrian-crossing improvements, completion and implementation of the city’s ADA
Transition Plan, and stronger code language to enforce sidewalk installation and
maintenance. This section of Rehoboth’s plan also points out that community participation
is key to achieving the city’s goals, explaining that improved pedestrian, bicycle, and transit
facilities and connections will only be successful if the City helps to increase public
knowledge and acceptance of these transportation options (p. 57).
Parks and Landscapes Section – This section of Rehoboth Beach’s plan also includes
recommendations that are supportive of complete streets and complete communities. The
landscape, or visual appeal of the city, is very important for Rehoboth Beach because of its
status as a beach resort destination. As part of the effort to create a positive image for the
city, Rehoboth Beach has a goal to “plant and maintain curbside trees on all side-walked
streets” (p. 45). The City also maintains a number of parks and recreational facilities that are
beneficial both for residents and seasonal visitors. The Parks and Landscapes section
recommends that the City prepare a long-range plan for the development, renovation, and
maintenance of its park facilities. This document should help ensure that the city’s parks
remain attractive and useful throughout time. This section also focuses on the need to create
connectivity between the city’s parks and recreational facilities, noting that bicycle and
pedestrian pathways between facilities can also provide opportunities for active recreation.
To help plan for this type of interconnectivity, Rehoboth Beach’s Comprehensive Development
Plan includes a schematic drawing of a possible network scenario for better connecting the
city’s park facilities (p. 51).
Analysis – Rehoboth Beach’s Comprehensive Development Plan does a good job recognizing
that plans, actions, and decisions from other jurisdictions as well as various departments
within the city play an important role in the city’s development. Rehoboth Beach is
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impacted by the land-use and transportation decisions that occur in Sussex County, nearby
towns, and especially along the State Route 1 Corridor (pp. 22-24). In response to these
outside forces, Rehoboth Beach plans to establish a cooperative planning agreement with the
help of Sussex County and other beach communities (p. 93). To address the implementation
of good planning practices within the limits of the city, Rehoboth Beach is also in the process
of developing a capital-improvement plan (CIP). This plan is based on the recommendations
included in the Comprehensive Development Plan and will detail the community priorities
and financing options as they relate to these recommendations. The fact that the CIP is
based on the comprehensive plan means that the city’s goals and recommendations will be
more easily translated into actionable steps. Rehoboth Beach’s Comprehensive Development
Plan sets an ambitious vision for a liveable, successful, and complete beach community. With
careful implementation and oversight of the plan’s goals, Rehoboth Beach will become a
community built not for cars, but for all people.
Wilmington 2003 Citywide Plan of Land Use
The structure of the comprehensive plan for the City
of Wilmington differs from most other municipalities
in Delaware due to the size of the city and the
diversity of its areas and neighborhoods. Wilmington
has a Citywide Plan of Land Use, which will be
addressed here, but the City also produces a number
of separate plans for defined neighborhoods that
include more detailed plans and strategies.
Nonetheless, issues of transportation and land-use
planning that affect the city as a whole are addressed
in the Citywide Plan. The Wilmington plan begins by
describing its citywide planning and development
initiatives, one of which addresses transportationrelated infrastructure through coordination among
the City, WILMAPCO, and DelDOT. The city’s
transportation initiatives include neighborhood and
downtown circulation plans to improve the pedestrian
environment, improvements to bus service, and train
station renovations (City of Wilmington 2003, p. 14).
Thoroughfare and Transportation Plan – This plan tends to focus on automobile
accommodation, but improvements for bicyclists, pedestrians, and transit riders are also
addressed in this section. Wilmington hosts and is planning an eventual section of the East
Coast Greenway, which will be a long-distance, multimodal transportation facility
encouraging active transportation. The City is also in the process of developing a citywide
bike network plan that will focus on intermodal connections in order to provide multimodal
transportation options throughout the city (p. 25). The transportation plan includes goals
that emphasize the desire to provide equitable transportation access to all citizens of the
Wilmington area. These goals include, “Provide transportation opportunity and choice” and
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“Promote accessibility, mobility, and transportation alternatives” (p. 30). Wilmington’s
transportation goals also address economic development, pointing out that transportation
investments should enhance the economic attractiveness and competitiveness of the city as
well as meeting the transportation needs of visitors in cars, on bicycles, or on foot (p. 31).
Vision – Wilmington’s Citywide Plan makes references to the respective visions included in
the individual neighborhood development plans. Many of these visions focus on
improvements to parks and open spaces that will help revitalize neighborhoods and provide
a sense of unique identity (p. 33). The neighborhood plans also address the need for traffic
calming and providing pedestrian connections from neighborhoods to specific destinations
such as parks, the downtown, and the Riverfront areas. Additional improvements to enhance
and revitalize neighborhoods include streetscaping improvements such as lighting, tree care,
façade improvement, and landscaping (pp. 33-34).
Climate Change Initiative Section – The only explicit reference to “complete streets” in
Wilmington’s plan occurs in the Climate Change Initiative section. This mention comes in
the form of a strategy to expand transportation opportunities through collaboration. This
section states, “The City may take into consideration participation in programs like the
‘Walkable Communities Initiative’ and ‘Complete Streets’ that promote multimodal
transportation that identifies ways to increase bike and pedestrian traffic” (p. 46). While this
statement does not necessarily communicate definite support for complete streets, this plan
was written before the adoption of Delaware’s statewide policy, and many complete-streets
principles are supported in the goals and initiatives that are addressed in other sections this
plan.
As part of Wilmington’s climate-change initiative, the City has created an outreach program
to educate citizens about climate change and what they can do to help (p. 42). This
education campaign includes suggestions that residents decrease their “carbon footprint” by
engaging in more walking, biking, and mass-transit use. The climate change initiative also
includes strong support for streetscaping enhancements and tree planting along public
rights-of-way. Some of the strategies introduced in this climate-change section include
reviewing the city codes and regulation to better encourage green design and reintroducing a
city car-sharing program to reduce the demand for car ownership among residents and
employees (pp. 44-46).
Analysis – Wilmington’s Citywide Plan of Land Use presents a moderate amount of support
for complete-streets principles. Since this document is only one piece of Wilmington’s
comprehensive-development-plan package, it is difficult to gauge the amount of complete
streets support present in the totality of the city’s planning documents. It will be interesting
to see, however, if future planning documents and initiatives from Wilmington address
and/or expand upon the statewide Complete Streets Policy.
2010 Town of Wyoming Comprehensive Plan
The Town of Wyoming Comprehensive Plan contains many goals and recommendations
supportive of complete-streets principles and, like Rehoboth Beach’s document, also makes
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direct reference to Delaware’s Complete Streets Policy.
Throughout the plan, the town’s newly adopted Land
Use and Development Code is referenced. As it relates
to transportation, this new municipal code succeeded
in implementing more strict sidewalk and connectivity
requirements as well as regulations addressing
open-space dedication and landscaping.
Vision – Complete streets and complete-communities
concepts are mentioned and supported in a variety of
sections throughout Wyoming’s comprehensive plan.
The plan begins by listing a number of overall goals
developed through community participation. Several of
these goals are related to complete streets and complete
communities (pp. 10-11):
• Preserve and encourage neighborhood commercial
uses to serve the needs of the community without
detracting from its architectural character.
• Require that any properties proposed for potential annexation provide pedestrian, auto,
and bicycle connections to the adjacent transportation infrastructure and plan for and
preserve similar linkages to neighboring parcels.
• Consider the creation of a “Waterfront District,” in the event parcels bordering Wyoming
Lake are annexed, to ensure adequate open space, a mix of uses, and public access to the
shore.
• Provide safe and reliable circulation for all road users within town, including roads,
sidewalks, and bike paths.
• Plan for and require street and sidewalk linkages between neighboring subdivisions.
• Work toward a network of interconnected open spaces, parks, and trails.
• Discourage the development of strip-commercial or isolated office/commercial parks.
This set of goals clearly shows that Wyoming is poised to address the interconnected issues
of land use, commercial and residential development, parks planning, and transportation
infrastructure.
Transportation Section – Wyoming’s comprehensive plan serves to reinforce and strengthen
the principles in the town’s code, as the Transportation section states:
This document’s goals and regulations make parallel recommendations [to the Code] only
to make sure such accomplishments are not lost in future land-use code updates. These
standards, and the goals and recommendations put forth in this document, are very much
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in keeping with the Complete Streets concept. The Town is aware of the State’s Complete
Streets policy (executive order), enacted late 2009, and has tailored its land use and
development code and this plan in hopes of continuing to make strides in that direction
(Town of Wyoming, 2010, p. 26).
In addition to supporting Delaware’s Complete Streets Policy and updating the town’s codes,
the transportation section of Wyoming’s plan addresses the current state of the town’s
transportation system and specific recommendations to improve it. As a result of a study for
the University of Delaware’s Healthy/Walkable Communities Initiative, it has been
documented that the town has a decent amount of sidewalk infrastructure, desirable
destinations, and connectivity. Thus, the plan recommends that this type of interconnected
street–network pattern and sidewalk development be continued. This section also
recommends that the town make efforts to increase non-motorized access to two of its most
popular destinations, the Mill property and the orchard/farmers’ market (p. 29). Additional
recommendations in the transportation section include plans to retain rights-of-way that
could eventually provide bicycle or pedestrian connections, collaboration with transportation agencies in order to improve bus service, improved bicycle and pedestrian facilities in
certain locations, and requirements for developers to provide pedestrian and bicycle
connections in subdivision plans (p. 30).
Land Use Section – Complete streets and complete-communities principles are also
supported in other sections of Wyoming’s plan. The Land Use section addresses the need to
continue requiring development of open spaces and parklands as part of subdivisions, so that
eventually an overall town-park system will be created (p. 38). This section also proposes
exploring the possibility of a mixed-use district within the town in an area that could be
developed as a waterfront area. This area, also discussed in the Economic Development
section, is envisioned as a unique community gateway between the town and Dover that will
include commercial and limited residential uses (p. 45).
Analysis – Throughout the comprehensive plan for the Town of Wyoming, complete streets
and complete communities are supported through goals, recommendations, and existing
policies. The fact that Wyoming’s land-use and development codes are constructed in order
to support the goals of the comprehensive plan bodes well for the actual implementation of
the town’s visions. Wyoming expresses the desire to support and emulate the state’s
Complete Streets Policy, and it appears that the town’s planning and policy documents are
already setting the stage for the coordinated development of a community with complete
streets.

8-3. DelDOT Standards Provide Guidance for Local
Government Complete-Streets Policies
In the state of Delaware, a large majority of roads that are built as part of residential and
commercial subdivision developments will be dedicated to DelDOT. Any roads dedicated to
DelDOT must conform to the agency’s standards, and, thus, the established subdivision
street standards are a very important part of the implementation of complete streets in new
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developments. In instances where local governments maintain their own city streets or
developments with private roads, the subdivision code for that municipality or county will
be the primary source of street standards and guidelines that influence complete streets
development. Overall, the number of streets and roads built for new developments that do
not conform to DelDOT’s standards and regulations will be very low. The subdivision and
zoning codes of individual municipalities and counties is still important, however, as there
are factors outside of the actual roadway environment that affect the accessibility and
comfort level of an area to pedestrians, bicyclists, and transit users. The following sections
will address each of these areas individually—DelDOT subdivision street standards, local
government street standards found in subdivision codes, and additional important code
elements found in zoning codes.

8-3-1. DelDOT Standards and Regulations for Subdivision Streets
DelDOT’s document, Standards and Regulations for Subdivision Streets
and State Highway Access, provides guidance and regulations that
are highly supportive of complete streets principles and the state’s
Complete Streets Policy. This set of regulations applies to new
subdivision and land development, changed or expanded
subdivision and land development, any new access onto a statemaintained road, and modifications to an existing access point
(DelDOT 2009, p.1-1).
As previously noted, DelDOT is currently responsible for the maintenance of over 90 percent
of the roads in the state of Delaware. Thus, the majority of new road construction and
modifications to existing roads in the state are subject to the regulations set forth by
DelDOT. DelDOT’s subdivision street standards set regulations that address street connectivity,
block length, sidewalk placement and width requirements, bicycle accommodation, street
width, bus- stop accommodations, and bicycle and pedestrian connections. It is important to
look at these regulations in light of how well they do or do not force developers to
accommodate all modes of travel.
DelDOT’s regulations are fairly stringent on the requirements to accommodate bicycle and
pedestrian travel within subdivision developments.
Bicycle Accommodations
Section 5.3 of DelDOT regulations states that bicycles shall be accommodated on all
subdivision and higher order roads, as follows:
Suitable accommodations for bicyclists shall be required for all subdivision and commercial
site plans…All new roadways, except those where bicyclists shall be legally prohibited,
should be designed and constructed to encourage use of bicycles as a form of transportation
(DelDOT, 2009).
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Pedestrian Accommodations
DelDOT’s regulations also address pedestrian accommodations by stating that sidewalks shall
be installed along all arterial, collector, and local roadway frontages by the owner or
applicant of the development (2009, p. 3-8). Additionally, the regulations state that
developers shall install marked crosswalks at all signalized intersections, key areas where a
sidewalk intersects an arterial or collector street, or between important destinations such as
parks, playgrounds, or schools. Language such as this ensures that developers will
accommodate bicyclists and pedestrians in their street design and construction.
There is no specific exception stated in DelDOT’s regulations that would relieve developers of
the responsibility to accommodate bicycles, as the standards for bicycle accommodation are
contained within AASHTO’s Design Guidelines for Bicycles. Regarding sidewalk installation,
the DelDOT regulations require sidewalks on one or both sides of the street based on
residential density and connection to transit; however, developments in rural areas are not
required to install sidewalks at all (2009, p. 3-8). However, in places where DelDOT does not
require sidewalk installation, the regulations stipulate that that the developer/owner must
provide permanent sidewalk easements to DelDOT for the possibility of future sidewalk
installation. This set of sidewalk regulations effectively ensures that the majority of residential
developments will be required to install sidewalks on at least one side of the road, and even
in places that are exempt from this requirement, sufficient right-of-way must be set aside for
future sidewalk accommodation.
Transit Accommodations
DelDOT’s subdivision street regulations also set requirements for transit accommodation as
well as pedestrian access to transit stops. For industrial, office, institutional, or retail-use
developments larger than 150,000 square feet, DelDOT requires that the developer provide a
transit stop on or adjacent to the site or a pedestrian connection to an existing transit stop in
the vicinity. Furthermore, if the development is deemed a good candidate for transit service,
DelDOT and the Delaware Transit Corporation (DTC) have the right to require certain
improvements to the site to accommodate transit service, including passenger shelters,
landing pads, and walkways (2009, p. 3-11). In residential developments involving more
than 50 dwelling units, the developer is required to designate and reserve locations for
transit and school bus access as directed by DelDOT and the DTC. Additionally, DelDOT
suggests more intense transit accommodation within mixed-use centers and requires that
transit easements be provided throughout the center as stipulated by DTC.

8-3-2. Site Street Plans
DelDOT’s subdivision street regulations address additional complete-streets concepts through
elements that are required within a site street plan (SSP). The objectives that must be
addressed within the SSP include street connectivity that encourages bicycle and pedestrian
travel, provision of bicycle and pedestrian access ways where full street connections are not
feasible, narrow street design alternatives that include sidewalks with wide buffer strips, and
limited use of cul-de-sac and closed street systems (2009, p. 3-5). Some elements of the SSP
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include more strict requirements than others. For example, new sidewalks must be at least
five feet wide, but the provision of a buffer between the sidewalk and curb is only a
recommended consideration. In terms of connectivity, which is arguably a vague concept,
DelDOT’s regulations do set maximum street-spacing requirements as well as minimum
“connectivity ratio” requirements (2009, p. 3-13). The regulations should serve to provide an
adequate number of connections within and between developments for motor vehicles, but,
more importantly, they ensure that pedestrians and bicyclists have adequate street
connections with which to choose the shortest routes available.

8-4. Delaware Local Government Policies and Complete
Streets
8-4-1. Policies as a Key Local Government Complete Streets–Implementation Practice
The American Planning Association’s “Best Policy and Implementation Practices” for
complete streets identifies five key points of intervention where complete-streets principles
must be enacted. These areas include (McCann and Rynne, 2009, p.35):
• Long-range community visioning and goal-setting
• Plan-making
• Standards, policies, and incentives
• Development work
• Public investment
Zoning and subdivision codes fall into the category of “standards, policies, and incentives,”
and the APA recommends that these tools should be used to implement the goals and ideas
put forward in plans (p. 39). One example of such an implementation practice would be to
amend the subdivision code to require private developers to provide sidewalks and bikeways
in accordance with the town’s pedestrian and bikeway plan. In this way, the municipality’s
code can ensure that well-planned infrastructure is built in all future developments. Another
code requirement that would help to implement complete streets would be the inclusion of
bicycle and pedestrian facilities in the “adequate public facilities” section of the land-use
code. This type of language would position bicycle and pedestrian infrastructure and support
as public services that are just as important as roads are for automobiles and water and sewer
are for buildings.

8-4-2. Delaware Local Government Subdivision Codes and Complete Streets
The subdivision regulation portion of municipal or county codes sets the baseline framework
of requirements for any subdivision and consequent development of land. These subdivision
regulations should spell out the basic requirements for street layout and road design
standards for commercial or residential major and minor subdivisions. While the zoning
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code will provide more detailed information regarding transportation enhancements and
community-design patterns for each zone or district, the subdivision code should apply to
every development throughout the county or municipality. For this reason the subdivision
regulations are an important venue for ensuring the implementation of complete-streets
principles throughout the entire affected jurisdiction. The subdivision regulations should, at
a minimum, require that subdivision applicants must consider all modes in the design and
layout of streets within their development and make it difficult to gain approval without
providing sufficient multimodal facilities. Strict requirements will be especially important in
areas with municipal and/or private streets that may not be subject to DelDOT’s standards.
To determine the extent to which Delaware local governments are establishing completestreets policies within subdivision codes, IPA conducted an analysis of existing subdivision
regulations for three municipalities—City of Dover, City of Lewes, and Town of Ocean
View—and New Castle County. An in-depth evaluation for each jurisdiction is provided
below and summarized in a Complete Streets Subdivision Evaluation Matrix (Appendix J).
City of Dover
Pedestrian Facilities – The City of Dover’s subdivision regulations are relatively strict in
their treatment of pedestrian facilities but do not mention accommodation of bicycles and
transit. Regarding general street layout, Article VI of the Dover Code states:
The layout of proposed streets shall furthermore be arranged in a manner acceptable to the
commission so that vehicle safety, pedestrian convenience, emergency vehicle access, and
ease of traffic flow for private vehicles and public service delivery vehicles is accomplished
(Dover, Delaware, Municipal Code art. VI, § A-2, 2010).
Thus, the City of Dover requires that
subdivision street–layout proposals must
accommodate various modes of travel,
including pedestrian circulation and
emergency vehicle access. The city’s
planning commission must also approve
any street-layout proposals, perhaps
further ensuring that the intentions of
the subdivision code are enacted. The
municipal code also mentions that
minor streets should be designed so as
to discourage through-traffic (Art. VI, §
A-2). This can often mean the implementation of shorter block sizes and
narrower road widths, which are generally more safe and convenient for pedestrians and
bicyclists. The code also discourages the use of dead-end streets and cul-de-sacs, and this
prohibition can have a positive impact on street layout for non-motorized transportation.
Sidewalks – The City of Dover builds and maintains some of its own city sidewalks, and,
thus, the code provides width and location regulations for these city sidewalks. The code
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imposes specific width requirements for sidewalks located along specified roadways in the
city (such as “no less than 6 feet wide on State Street”), but city sidewalks located anywhere
other than the specified locations must be at least five feet wide. Regarding the location of
sidewalks, Dover’s Code provides guidelines about the distance between the sidewalk and the
curb line (a buffer area) depending on the distance available between the building line and
the curb line (art. IV, § 98-131).
In terms of where sidewalk installation may or may not be required, Dover’s subdivision
code is not extremely clear. It states that, in major subdivisions, sidewalks are a required
improvement along with street lighting and shade trees. This section of the code does not
specify what sidewalk widths are required in subdivisions, nor does it say whether sidewalks
are required on one or both sides of the road (art. VI, § G-1). In many cases, though, the
subdivision streets in major residential subdivisions will likely be DelDOT-dedicated roads,
meaning that the sidewalk requirements in these locations will default to DelDOT’s
standards.
Connectivity – With regard to street connectivity, Dover’s subdivision code is less stringent
than the connectivity requirements set forth by DelDOT. The code states:
The creation of interconnected streets will be encouraged wherever the commission finds
that such layout will not interfere with traffic convenience and safety. The commission
shall determine the number of connections of streets in the proposed subdivision with
existing streets (art. VI, § A-8).
It is interesting to note that Dover’s subdivision code does not mention interconnected
streets in relation to bicycle and pedestrian circulation. Instead, this part of the code seems
more focused on the convenience and safety of motorized traffic. Additionally, interconnected streets are merely “encouraged,” rather than required, giving this element of the
subdivision street requirements relatively little importance.
While the street interconnectivity requirements are not specifically oriented toward nonmotorized-transportation options, the Code’s block-length requirements do specifically
address pedestrian accommodation. City of Dover block lengths cannot exceed 1,200 feet, or
about one quarter of a mile. Additionally, the code states that block length, width, and shape
should be designed with consideration for the “control, safety and convenience of pedestrians
and vehicular traffic” (art. VI, § D-1 through D-3). Furthermore, this section includes a
provision whereby the planning commission can require the installation of pedestrian
walkways, separate from the roadway, between important pedestrian destinations such as
schools, playgrounds, shopping centers, and other community facilities.
Analysis – In general, the City of Dover’s subdivision code seems to provide a medium
amount of support for complete-streets principles. The accommodation of pedestrian travel
is mentioned in a few locations, but bicycle and transit considerations are completely absent
from the subdivision code. In order to be more supportive of complete-streets principles,
Dover’s subdivision code should be revised to include the consideration and accommodation
of all modes, ages, and abilities in its transportation system. Especially in locations where the
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roadways and sidewalks will be under the purview of the city rather than DelDOT, Dover’s
code will need to be more specific in what it requires and what types of development are
envisioned.
City of Lewes
Pedestrian Facilities – The City of
Lewes maintains responsibility for the
roads and sidewalks within its
boundaries, and, therefore, the city’s
subdivision code addresses standards
and regulations for streets and sidewalks
not under the jurisdiction of DelDOT.
The City of Lewes generally requires
sidewalks on both sides of the street, but
specific sidewalk requirements are at the
discretion of the City Planning Commission (Lewes, Delaware, Municipal
Code Chap. 170, Art. IV, § 21, 2010). The code further stipulates that sidewalks and
curb ramps are to be constructed in accordance with applicable DelDOT manuals and the
ADA handbook. The code additionally grants the Planning Commission the right to
determine where crosswalks (including midblock locations) should be placed in order to
ensure pedestrian safety and access to important destinations (chap. 183, art. IX, § 28.9).
Thus, it appears that the Lewes Planning Commission has the power to require sidewalks and
crosswalks in any locations that it deems necessary or desirable.
Subdivision Street Standards – The City of Lewes’ general policy toward subdivision streets
focuses on the safe and convenient accommodation of vehicular and pedestrian traffic and
also stresses that these modes should be functionally separated to the extent possible. The
general street standards also go on to address the overall purpose of the city’s transportation
networks:
Within the context of overall community development, the internal circulation should
promote and encourage the increased use of pedestrian and bicycle movement among
residential, local shopping, schools and other areas, through the employment of connecting
open space, bicycle/pedestrian ways and other design techniques and devices. (chap. 170,
art. IV, § 21, 2010).
This statement showcases Lewes’s desire to reduce the number of unnecessary internal
automobile trips in the city by facilitating convenient non-motorized transportation.
Lewes’ code also states that residential streets should be laid out in a way that discourages
their use as through-streets. The code additionally discourages the development of cul-desacs, saying that cul-de-sacs will not be permitted wherever a through-street would be
possible. Like Dover, the Lewes code also limits block lengths to 1,200 feet or about onequarter of a mile (chap. 170, art. III, § 18).
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Analysis – All of these provisions should influence street development to be fairly connected
within and between developments. However, interconnectivity is not explicitly mentioned
in the Lewes code even though, as DelDOT’s regulations show, street interconnectivity is an
important aspect for efficient circulation of pedestrians and bicyclists. The Lewes code also
does not give sufficient consideration to the accommodation of transit riders and special
transportation populations. Updates to the city’s code should focus on including all road
users in order to better support complete-streets development.
Town of Ocean View
Pedestrian Accommodation – The Town of Ocean View’s subdivision code is perhaps the
most lacking in complete-streets principles of the five codes reviewed. One of the only
mentions of pedestrian accommodation in Ocean View’s code occurs in the introduction to
the subdivision code section, which enumerates several general intentions of the regulations:
To provide the most beneficial relationship between land uses and buildings and the
circulation of traffic throughout the municipality with particular attention paid to the
avoidance of congestion in the streets and highways, and the pedestrian traffic movements
appropriate to the various uses of land and buildings, and to provide for the proper location
and width of streets, and building lines (Ocean View, Delaware, Municipal Code, chap.
190, § G, 2010).
This general land-use and transportation
statement makes only an oblique
reference to pedestrian accommodation
while somewhat implying that
pedestrians only need to be considered
in certain locations. Furthermore, the
“street improvements” and “street
design standards” sections of the
subdivision code make no mention at all
of pedestrian facilities. These sections
also include language that would make
it relatively easy for developers to build
street layouts that include cul-de-sacs
and disconnected street patterns (chap. 190, art. III, § 20).
Sidewalks – Ocean View’s code does include a small section addressing sidewalks. It states
that sidewalks, “when provided by the subdivider or deemed necessary by the Zoning
Commission,” should be five feet wide in residential subdivisions, and the width should be
from curb to property line in commercial and industrial subdivisions (chap. 190, art. III, §
25). This language suggests that the town has no specific rules regarding where sidewalk
installation is required, but the Zoning Commission has the responsibility to decide where
sidewalks are necessary.
Analysis – While Ocean View’s subdivision code gives little to no attention to pedestrian,
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bicycle, and transit accommodation, it appears that the town’s street standards defer to
DelDOT’s regulations. The Ocean View “street improvements” section states, “all streets shall
be constructed to meet the standards and specifications of the State of Delaware Division of
Highways and the Town of Ocean View” (chap. 190, art. III, § 20-O). This statement does not
make it clear that entire subdivision street plans, including connectivity and transit
accommodations, would be subject to DelDOT standards. If the streets themselves will be
dedicated to the Town of Ocean View rather than DelDOT, then the street plans may only be
subject to DelDOT street construction standards but not pedestrian, bicycle, and transit
standards. Ocean View’s code should make its relationship to DelDOT standards clearer and
include more language in the code itself that references all possible modes of transportation
throughout the town.
New Castle County
The New Castle County (NCCo) Unified
Development Code (UDC), a chapter
within the Code of New Castle County,
combines the subdivision code, zoning
codes, and other regulations for the
entire county into one unified
document. NCCo’s UDC includes many
elements that are supportive of
complete-streets principles.
Subdivision Design–Review Process –
Division 40, Section 20 of NCCo’s code
is dedicated to guiding the layout and design of subdivisions and land developments. The
overall intent of this section includes the insurance that “the street, road, and pedestrian
system is created in a manner that is safe and provides the best overall layout for the
community” (New Castle County, Delaware, Unified Development Code, Division 40, §
20.000, 2010). The UDC’s general subdivision-design-review process calls for street layout
and circulation patterns that not only provide for the safe movement of pedestrians and
vehicles but also encourage pedestrian and bicycle travel. The street system is supposed to
prioritize pedestrian and bicycle movement between important destinations through internal
circulation systems that discourage reliance on automobile travel (Division 40, § 20.110.E).
The only specific block-size and layout provisions provided in NCCo’s general subdivision
code are related to the Traditional Neighborhood Districts, one of the county’s urban-type
zoning districts. In these districts, the code states that grid-style development is encouraged
with open spaces integrated into the block design (Division 40, § 20.210.D). With regard to
open space, NCCo’s code requires the provision of community area open space in all
residential developments and further stipulates that these open spaces should be connected
to other area parks and greenways as much as possible. The code encourages the provision of
pedestrian walkways and connections to these community recreation areas (Division 40, §
20.225).
113

Complete Streets in Delaware: A Guide for Local Governments

December 2011

Multimodal Facilities – In reference to street and sidewalk requirements, NCCo’s UDC
generally defers to DelDOT’s requirements (Division 40, § 20.230). Because the majority of
streets and roads in subdivisions that fall under the purview of New Castle County will be
dedicated to DelDOT, these plans must conform to the street connectivity, sidewalk, bicycle,
and transit accommodation regulations addressed above in the DelDOT section. The code
states that private streets are only allowed in a small number of zoning districts, and the code
does not lay out any particular requirements for these private streets (Division 40, §
20.230.7). The New Castle County UDC does not go much beyond DelDOT subdivision
street regulations, but it does include a section that addresses school-bus access in residential
developments. This section states that, in addition to bus vehicular access, “a system of safe,
internal pedestrian pathways connecting homes to the designated school bus route is
recommended to minimize the intrusion of the bus into the neighborhoods” (Division 40, §
21.131).
The NCCo UDC does go beyond the requirements set forth by DelDOT in reference to
sidewalks. The county code states, “Subdivision and land developments shall contain
sidewalks along both sides of the interior streets and accessways. Such interior sidewalks shall
connect to existing or proposed sidewalks fronting their sites” (Division 40, § 21.162). The
use of the word shall in this context is important in that it emphasizes the absolute
requirement for installation of sidewalks. Exceptions to this requirement are allowed in
locations where the sidewalks would result in adverse environmental impacts or in
developments where lots are one acre or larger and also have low traffic volumes.
However, similar to the language included in Dover’s code, the NCCo code reserves the right
of the county planning department to require sidewalks anywhere else where they would be
necessary to facilitate access to schools and other important destinations (Division 40, §
21.162.3). The planning department also reserves the right to require additional bicycle and
pedestrian pathways (other than sidewalks) where enhanced non-motorized access is deemed
appropriate. Like the DelDOT subdivision requirements, NCCo requires sidewalks to be at
least five feet wide in most locations, but the UDC also requires a five-foot-wide planting or
landscape buffer strip between the sidewalk and road on all arterial and collector streets
(Division 40, § 21.163.1). This lateral separation from motorized traffic is very important for
pedestrian comfort and safety on those roadways with higher speeds and traffic volumes.
NCCo’s UDC also provides parking lot–design guidelines that affect pedestrians and
bicyclists. Parking lot designs must facilitate safe and convenient pedestrian circulation to all
parking spaces. The code also specifies that bicycle parking must be provided in parking
facilities with ten or more spaces (at a rate of about one bicycle space per ten vehicle spaces).
These bicycle parking facilities must be highly visible from the roadway or building entrance
and be safely separated from vehicle traffic that may damage bicycles (Division 40, § 22.611).
The UDC also provides guidance regarding the location of parking lot entrances and exits,
which are specific to each transect zone (Division 40, § 25.137). In general, however, it is
recommended that parking in most transects be accessed from rear alleys or lanes when
possible, which would cause less disruption to pedestrian movement than parking entrances
that interrupt the main roadway.
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Analysis – Overall, the NCCo subdivision code lays a good foundation for the implementation
of complete streets in land-development projects. The vast majority of roads and streets built
under the regulations of the code will be DelDOT-dedicated, since by definition the
jurisdiction of the county does not include any incorporated municipalities that may
maintain their own streets. Nonetheless, the NCCo UDC makes it clear that, beyond the
specific regulations set forth by DelDOT, developments within New Castle County should be
designed and built with full consideration of the safety and convenience of bicycle and
pedestrian circulation. The complete streets categories that are not fully addressed by NCCo’s
UDC are accommodations of transit and special transportation populations. Updates to New
Castle County’s subdivision code should ideally include language about the consideration of
all users in land developments, including transit riders, the elderly, the disabled, and
children.

8-4-3. Delaware Local Government Zoning Codes and Complete Streets
Local government zoning codes contribute to the support of complete streets principles by
regulating both the character and intensity of land use. Zoning districts do not usually
directly address the form of the transportation system within the district, but they do give
specific guidance regarding building height, bulk, density, allowable uses, and parking
requirements. The U.S. Environmental Protection Agency (EPA) published a report that
suggests both major and minor modifications that can be made to zoning codes in order to
support “smart growth” (EPA, 2009). While smart growth is arguably a broader concept than
complete streets, a number of the recommendations from this report are applicable to the
support of complete streets. These EPA recommendations provide a good framework for
examining the Delaware example codes in this report. The relevant recommendations from
the EPA report include (U.S. EPA, 2009):
• Allow or require mixed-use zones
• Use urban dimensions in urban places
• Fix parking requirements
• Increase density and intensity in centers
• Enact standards to foster walkable places
Zoning code provisions for the four Delaware local governments examined in this report—
City of Dover, City of Lewes, Town of Ocean View, and New Castle County—were assessed to
determine the extent to which each smart growth aspect is present and supports completestreets principles. The results of the assessment are detailed below.
Allow or Require Mixed-Use Zones
As the EPA report explains, historical separation of land uses has resulted in long distances
between residences, jobs, and activity centers that force automobile dependency. Allowing
areas of mixed uses in a municipality or county can help drive development in a more
115

Complete Streets in Delaware: A Guide for Local Governments

December 2011

sustainable and pedestrian-friendly way. Mixed uses can be achieved through horizontal
mixes (residential and commercial allowed in the same areas) as well as vertical mixes
(residential and commercial allowed in the same building structure). As a modest adjustment,
desired mixed-use areas can be identified in comprehensive plans or other official plans; for a
more major adjustment, zoning codes can define districts that are mixed use “by-right” that
do not require any special re-zoning or extra review actions (EPA 2009, p. 5). The zoning
codes of all four jurisdictions allow mix of uses in various ways and to various extents.
Town of Ocean View – allows minor instances of mixed uses, though the zoning code’s
support for this type of development is relatively weak. The code encourages a mix of
residential and commercial uses within its Residential Planned Community District (Ocean
View, Delaware, Municipal Code, Chap. 222, Art. VIII, § 45-A-1 (2010)). Ocean View also
allows a mix of commercial and residential uses within the General Business District, though
this is only allowed as a conditional use (chap. 222, art. V, § 16-E-1).
City of Lewes – strongly encourages mixed uses throughout its zoning code and clearly
communicates that development in the city should allow residents to walk or bicycle to
commercial and institutional services to meet their daily needs. Lewes’ zoning code includes
two districts that explicitly allow and encourage a mix of commercial and residential uses:
the Commercial Core/Business District and the Commercial/Residential District (Lewes,
Delaware, Municipal Code, chap. 197, art. V, § 20 and 22, 2010).
City of Dover – its zoning code is notably supportive of mixed uses. Mixes of residential,
commercial, and institutional uses are allowed in the following zoning districts: General
Residence and Office Zone; Central Commercial Zone (including mixed uses in single
structures); Limited Central Commercial Zone; and the Traditional Neighborhood Design
Zone (Dover, Delaware, Municipal Code Appendix B, § 9, 13, 14, and 28, 2010). In the
General Residence/Office and Traditional Neighborhood Design Zones specifically, the intent
of the mixed uses is to provide convenient access to services within a mostly residential area.
In the commercial zones, limited residential uses are allowed in the upper floors of
commercial developments. In all of these cases, the mix of uses is allowed by-right, which
allows for easy approval of mixed-use developments within Dover.
New Castle County – zoning districts within NCCo’s UDC are generally single-use oriented,
but a mixture of uses is explicitly allowed in the Traditional Neighborhood and Commercial
Regional districts (New Castle County, Delaware, County Code, Table 40.04.110A). However,
the UDC allows for special design standards and criteria within designated hamlet and
village areas. These usually occur in existing older communities, and their designation
within the zoning code is intended to encourage the continued viability of these mixed-use
and distinctive places (Division 40, § 25.100).
Use Urban Dimensions and Fix Parking Requirements
The EPA document also includes two zoning-code fixes directly related to dimensional
standards: “use urban dimensions in urban places” and “fix parking requirements” (2009, p.
1). Using urban dimensions means writing zoning-code dimensions—such as lot sizes, floor
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area ratios, and setbacks—that result in more compact development and less sprawling
land-use patterns (EPA 2009, p. 7). Fixing parking requirements usually requires reforming
parking supply minimums and allowing for the possibility of shared parking credits, so that
the municipality or county does not end up with an over-supply of surface parking that
disperses land use and creates barriers for pedestrians and bicyclists (EPA 2009, pp. 14-15). By
properly regulating lot and building dimensions as well as parking requirements,
jurisdictions can develop more compact and vibrant areas that are conducive to walking,
biking, and transit.
City of Lewes – uses dimensional standards to achieve a pedestrian-friendly environment by
requiring shallow setbacks in the Old Town Residential District (chap. 197, art. V, § 16).
Lewes also allows for joint use of parking facilities in situations where businesses or
institutions have differing peak demand times, such as an office and a movie theater (chap.
197, art. V, § 33).
City of Dover – the municipality’s zoning code uses building dimensions and parking
requirements to promote infill development in the city’s downtown/historical areas. In
certain locations, the zone bulk and parking regulations can be waived in order to
accommodate appropriate development (Appendix B, § 9-14-b-vi). Parking location is
additionally regulated in Dover’s Corridor Overlay Zone so that parking lots cannot be
located between the right-of-way line and the building (Appendix B § 27-63-a). This
restriction allows for more pedestrian-oriented development with less vehicle conflicts. The
Traditional Neighborhood Design (TND) zone in Dover allows for the greatest flexibility in
bulk and parking requirements because of its intent as a vibrant and pedestrian-oriented
district. In this zone, the developer is charged with creating district bulk and parking
requirements that fulfill the zone’s intent, and the regulations must be approved by the
Planning Commission (Appendix B § 28-72). For neighborhood commercial development
within the TND zone, off-street parking must be shared between adjacent uses, which will
minimize the amount of surface parking in the district.
New Castle County – within its UDC, the Traditional Neighborhood District (TND) is
intended to achieve more urban dimensions through minimum setback lines and reduced
parking requirements (Division 40, § 02.211). Additionally, the Commercial, Neighborhood
District employs dimensional requirements that avoid strip-commercial and highwayoriented development (Division 40, § 02.231). The location of parking lots and parking
entrances are governed in the UDC according to transect zones (ranging from rural to
urban), and these regulations encourage parking located and accessed to the rear or sides of
buildings in the more urban transect zones (Division 40, § 25.137). The UDC generally uses
the Smart Code approach to regulate bulk and parking standards according to transect zones,
which essentially results in “urban dimensions” in areas that are intended for urban
development (Table 14).
Increase Density and Intensity in Centers
The EPA report stresses that density can take many forms and should be implemented in a
context-sensitive manner. Nonetheless, jurisdictions should work to identify areas, especially
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activity centers, where more dense development would be appropriate and desirable (2009,
p. 18). The designation of increased density districts should be carried out in comprehensive
plans as well as codes, and the implementation of this density can be achieved by setting
minimum instead of maximum densities in zoning codes as well as reforming district
dimensional requirements, as discussed in the previous section (2009, p. 20).
The majority of areas in the four jurisdictions examined in this report are not intended to
accommodate high-density, urban-type development. Nonetheless, relatively higher densities
are encouraged in certain locations in some of the zoning codes examined. There are several
examples where higher densities are encouraged in Delaware jurisdictions to achieve a sense
of place, encourage multimodal transportation, and promote mixed-use development.
City of Lewes – within the Old Town Residential District, higher densities are allowed for
and encouraged in order to have “compact, urban, residential areas with convenient
commercial and public services available to many residents by walking or bicycling” (chap.
197, art. V, § 16).
City of Dover – allows increased density in the Planned Neighborhood Design Option
through “density bonuses” for developers who provide superior improvements to the
development (Appendix B, § 24-7). Higher residential densities are also allowed in the
Traditional Neighborhood Design Zone as approved by Dover’s Planning Commission. Part
of the intent of this zone is to allow residents to live closer to where they work, and higher
development density is a key factor in achieving this goal (Appendix B, § 28-1).
New Castle County – allows higher densities in the Suburban Transition (ST) and Traditional
Neighborhood (TN) Districts as well as designated Hamlets and Villages (Table 40.04.110).
High intensity of land use is also encouraged in the Business Park (BP), Regional Office (OR)
and Regional Commercial (CR) districts in New Castle County (Division 40, § 02.224-226).
Enact Standards to Foster Walkable Places
Many of the regulatory changes needed to foster more walkability provisions occur in
jurisdictional subdivision regulations as well as comprehensive or neighborhood development
plans. However, EPA’s report suggests that one way to create more walkable places with
zoning codes is to designate one or more pedestrian districts or zoning overlays in which
pedestrian comfort and safety are primary concerns (2009, p. 28).
New Castle County and the City of Dover – Both jurisdictions have taken steps in their
zoning codes to designate pedestrian-priority areas. The “Traditional Neighborhood” districts
in New Castle County and Dover are both intended to be pedestrian-friendly and encourage
pedestrian activity (New Castle County Division 40, § 02.11 and Dover Appendix B, § 28).
Additionally, areas designated as Hamlets and Villages in New Castle County are designed
around “pedestrian sheds” and encourage compact, walkable neighborhoods oriented
around the pedestrian mode (Division 40, § 25.100).
City of Lewes – Its Old Town Residential District is especially oriented toward accommodating
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and promoting pedestrian activity (chap. 197, art. V, § 16). While none of the zoning
districts in any of these jurisdictions employ a deliberate “pedestrian zone” naming scheme,
there are clearly efforts underway to create zones and districts that prioritize the pedestrian.

8-4-4. Conclusion
This initial exploration of a sample of Delaware’s local government codes shows that
regulatory support for complete-streets principles in Delaware is lacking. While DelDOT has
a Complete Streets Policy and accompanying regulations that will shape the future
development of more complete streets in Delaware, local government codes should
strengthen multimodal language and tighten regulations in order to support the state policy.
As the American Planning Association points out, “For complete-streets policies to yield
successful results, they must be integrated into the plans, regulations, and standards that
communities use in the planning and development process” (McCann and Rynne, 2009, p.
35). DelDOT should not be alone in carrying the burden of implementing complete streets
across the state. Accompanying this document is an IPA Complete Streets Subdivision Code
Evaluation Matrix that represents regulatory responsibility (in subdivision codes) for
complete-streets elements in the jurisdictions examined in this report (Appendix J). As the
matrix illustrates, much of the responsibility falls on DelDOT only and is not supported by
the municipality or county. Moving forward, the complete-streets elements supported by
DelDOT, as well as the additional elements represented in this matrix, should be integrated
into the subdivision and zoning codes (or unified development code) of every jurisdiction in
the state of Delaware.
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Local Governments
Learn More About
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9-1. IPA’s Professional Development and Training for
Local Governments
To meet the needs of local governments, the University of Delaware’s Institute for Public
Administration (IPA) offers several training programs for Delaware local government public
officials (www.ipa.udel.edu/localgovt/training). On October 22, 2010, the 22nd Annual
Delaware Institute for Local Government Leaders focused on “Building Healthy, Sustainable
& Connected Communities in Delaware.” Topics included:
• Economic Benefits of Walkability and IPA’s Healthy-Communities Initiative (IPA)
• Toolkit for a Healthy Delaware (IPA)
• Walkability and Comprehensive Plan Assessment Tools
(IPA)
• Implementing Complete Streets Policy at the Local
Government Level (DelDOT)
• Showcasing Delaware’s Healthy Communities:
Breakthrough Strategies in Newark, Lewes, Dover, and
Milford (City of Newark, Village of Five Points, City of
Dover, and City of Milford)
• Transportation Project Planning: Technical Assistance
Available to Delaware Municipalities (Delaware Center
for Transportation’s T2 Center)
The Delaware Planning Education Program is a voluntary
certificate program comprising an organized series of
educational courses designed to meet the responsibilities
of municipalities as partners in planning Delaware’s
future. The program is offered in partnership with the Office of State Planning Coordination
and the Delaware Chapter of the American Planning Association. For example, several of the
training programs (see www.ipa.udel.edu/localgovt/ training/planning-ed_topics.html) provide
local government officials with a basic understanding of the legal context of planning in
Delaware, the comprehensive-planning process, community design, and mobility-friendly
design. A session on “Planning Complete Streets in Delaware” (Planning 209) was offered on
June 9, 2011, at the University of Delaware Paradee Center in Dover. Training on completestreets concepts was provided by IPA in collaboration with Nemours Health and Prevention
Services, DelDOT, and the Delaware Center for Transportation’s T2 Center (see Appendix K).

9-2. IPA’s Toolkit for a Healthy Delaware
In June 2010, IPA launched the website Toolkit for a Healthy Delaware: Bringing
Communities and Health Together (www.ipa.udel.edu/healthyDEtoolkit). The online healthy123

Complete Streets in Delaware: A Guide for Local Governments

December 2011

communities toolkit was created with Delaware local governments in mind. The toolkit is
based on IPA’s Healthy Communities: A Resource Guide for Delaware Municipalities, originally
published both in hard copy and as an online document, and is intended to help local
government officials foster a culture of wellness within their communities.
The toolkit provides Delaware local
governments with easy access to information on improving the built environment, enhancing community design,
and developing public policies and plans
to support active-living initiatives. Several
web-based assessment tools are available
to help local governments evaluate
community walkability, ensure that a
community’s comprehensive plan
supports livability, and use health-impact
assessment as a framework to ensure that
planning and policy decisions favorably
impact public health.
A “Complete Streets” section (www.ipa.udel.edu/healthyDEtoolkit/completestreets) was added to
the Toolkit for a Healthy Delaware in July 2011. This section provides information, policy
briefs, summaries of presentations, and links to other resources on:
• Benefits of Complete Streets—including transportation equity, safer streets, improved
health (featuring a policy brief and presentation by Nemours Health and Prevention
Services), greener environment, and community livability
• State of Delaware Complete Streets Policy—summarizing and providing links to
Governor Markell’s Executive Order and DelDOT’s Complete Streets Policy
• Local Government Implementation Strategies—including a downloadable IPA Complete
Streets Implementation Checklist and an overview of how local governments may use
plans, policies, design standards, and facilities-maintenance practices to implement a
vision for complete streets
• Technical and Funding Assistance—highlighting resources offered by the Delaware
Center for Transportation’s T2 Center, including its presentation on “Americans with
Disabilities Act: Transition Plans and Complete Streets,” as well as funding opportunities
under the Transportation Enhancement Program.
• Complete Streets Before-and-After Visualizations—showcasing ten locations in Delaware
that were selected for developing initial visualizations (conceptual renderings) of completestreets improvements using SketchUp, a 3D-modeling program marketed by Google. The
visualizations are the focus of the next section of this document.
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9-3. Complete Streets Section of Toolkit for a Healthy
Delaware
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9-4. Before-and-After Visualizations
9-4-1. Introduction
An IPA research team conducted a series of field visits and took photographs of various land
use, landscape, and roadway contexts throughout New Castle, Kent, and Sussex Counties in
Delaware. Ten locations in Delaware were selected for developing visualizations of completestreets improvements. Each before-and-after scenario is a conceptual rendering, which is
based on an original photograph of the location and is not an actual “engineered” design.
IPA graduate research assistant Brandon Rabidou utilized SketchUp, a 3D-modeling utility
owned by Google, to explore complete-streets design options for nine of the locations.
The conceptual renderings for the Assawoman Canal Trail System in Ocean View, Sussex
County, are courtesy of Denise Husband, R.L.A., Environmental Design LLC. In 2009 the
Division of Parks and Recreation of Delaware’s Department of Natural Resources and
Environmental Control (DNREC), formed a working group to determine the feasibility of a
trail along the Assawoman Canal, which would serve both recreation and transportation
needs. The working group’s vision for the trail’s potential recreational, bicycle, pedestrian,
and water activities was conveyed in an Assawoman Canal Trail System Concept Plan in
September 2011 (DNREC, 2011). If the plan is accepted by the Division and the public, the
next step is to begin trail design and engineering.

9-4-2. Incorporation of Visualizations Within Toolkit for a Healthy Delaware
All ten conceptual renderings were incorporated into the Complete Streets Before-and-After
Visualizations section of IPA’s online Toolkit for a Healthy Delaware (see www.ipa.udel.edu/
healthyDEtoolkit/completestreets/visualizations.html). The visualizations are intended to serve
several purposes.
First, it shows how the complete-streets concept can safely anticipate and accommodate the
travel needs of motorists, pedestrians, bicyclists, and transit users—regardless of age or
ability. The complete-streets concept recognizes that vibrant public spaces, with multimodal
transportation opportunities, foster community livability.
Second, the visualizations show Delaware local government officials that there is not one
design prescription for a complete street. Conceptual street designs should match the context
of the surrounding (existing and planned) land uses. When incorporated into a local
government’s framework of plans, policies, and design standards, complete streets can help a
community move from an auto-dominated development pattern to one that is more
multimodal, efficient, and sustainable.
Finally, by providing visual/graphic representations, local decision-makers can learn how
existing transportation infrastructure can be retrofitted to become a complete street during a
future paving or reconstruction project. Depending on the roadway and land-use context,
features may include sidewalks, bike lanes, accessible transit stops, enhanced crosswalks, curb
improvements, traffic-control measures, and streetscaping amenities.
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9-4-3. Delaware Complete Streets Visualizations
On the Delaware map at right, each green circle
indicates a location for which a complete-streets
before-and-after visualization was created. Each
of the pages shows an image of the existing
infrastructure and a visualization after adding
complete-streets features. It should be noted, as
stated within the Delaware Complete Streets
Visualization section of the Toolkit for a Healthy
Delaware, that these are conceptual renderings,
not actual “engineered” designs.
Location 1: James Street & Coastal Highway,
Fenwick Island, Sussex County
Walkability matters! Walkable community spaces
can help keep residents physically active and
healthy. In addition, better walkability can
revitalize commercial areas, increase private
investment, increase property values, promote
tourism, and support the development of a good
business climate.

The “before” photo shows a section of Coastal Highway in Fenwick Island that is a prime
tourism destination yet is uninviting to pedestrians and cyclists. In addition, the wide
roadway with fast-moving traffic may be perceived as unsafe and may discourage tourists and
local residents from walking. The “after” visualization depicts modest changes in the design
and physical roadway environment to provide for safer accommodation of pedestrians and
bicyclists. The depicted changes include improved pedestrian and bicycle facilities—
including the installation of sidewalks, curb ramps, pedestrian crosswalks, bike-lane striping,
volume and speed-control measures, and landscaping and scenic beautification.
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Location 2: Town Road & Atlantic Ave, Ocean View, Sussex County, Delaware
The term “complete streets” is more conceptual than definitive. The accommodation of
various road users will change from place to place depending on the context of the road use
and its setting. Complete streets need to incorporate flexible design and consider the existing
and future transportation context (or roadway type), existing and future land use (e.g.,
urban, surburban, rural/natural), adjacent land uses, residential density, topographical
constraints, and character of development.
The “before” photo shows the existing transportation/roadway and land use context for a
portion of Ocean View along Delaware State Route (SR) 26 (Atlantic Avenue) that is neither
pedestrian or bicycle friendly. The “after” visualization shows how local government plans,
policies, and design standards may provide a foundation to shape the future transportation
and land use context—specifically a vision for complete streets.

In this case, the conceptual rendering focuses on transforming this segment of Delaware SR
26 into a vibrant community place that encourages walking, biking, and access by people of
all ages and abilities. The schematic shows a future vision of mixed-use (residential and
commercial) development, streetscaping amenities, traffic-calming measures, pedestriansafety improvements (such as marked crosswalks and wide walkways), bicycle facilities, and
ADA improvements to improve access by persons with disabilities.
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Location 3: SR 26 West of Tyler Drive, Ocean View, Sussex County, Delaware
Destination-oriented places such as retail shops, local attractions, public spaces, parks, and
residential neighborhoods can generate pedestrian activity and demand for a multimodal
environment.
The “before” photo shows commercial development along Delaware SR 26 that is within
proximity to local destinations such as tourist attractions, recreational areas, beaches, retail
establishments, and restaurants. The “after” photo shows how a complete street can promote
a vibrant multimodal environment that creates appeal for walkers and cyclists, connections
to destinations, linkages to transit, and attractive streetscapes.
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Location 4: SR 26 just East of Road 361, Ocean View, Sussex County, Delaware
While the “before” photo shows a sidewalk along one side of Delaware SR 26, it lacks an
inviting, walkable pedestrian environment. The sidewalk is in poor repair, has utility-pole
obstructions, and does not accommodate pedestrians on both sides of the roadway. The
“after” photo shows a complete street with modest built-environment improvements that
provide accessible design, traffic-calming measures, and balances competing needs of users.

Specific improvements include a lower posted speed limit, continuous sidewalks on both
sides of the roadway, a landscaped buffer with tree canopy, on-street parking that serves as an
additional barrier from traffic, and the addition of a shared-lane marking or sharrow to safely
integrate cycling with motorized transportation.
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Location 5: Assawoman Canal Trail System Northern Trailhead, Ocean View,
Sussex County, Delaware
The Assawoman Canal is a blueway, or water trail, that provides an important connection
between the Indian River Bay and Little Assawoman Bay. It is also an important greenway
that can provide not only additional recreational uses to encourage healthy lifestyles, but
also a safe and alternative means of transportation between the communities surrounding
the canal.
The plan is to create a linear multimodal trail within the existing canal greenway shown in
the “before” photo of the northern trailhead. Trailheads can provide safe and convenient
trail access for pedestrians and cyclists as well as water access for canoeists and kayakers. As
shown in the “after” photo, amenities such as a pavilion, wayfinding kiosk, benches and
other amenities enhance the trail experience for the variety of users.

The “before” photo of SR 26 (Atlantic Avenue) is located on the bridge spanning the
Assawoman Canal. In order to provide safe linkage for the proposed trail system, an at-grade
crossing must be designed across the roadway. The “after” photo conceptualizes how a safe
crossing could be accomplished using a marked crosswalk, signage and textured ramps.
photos and visualization by Denise Husband, RLA, ASLA, courtesy of Environmental Design, LLC
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Location 6: Buck Road and Ardleigh Drive, Greenville, New Castle County, Delaware
In this series of visualizations, the “before” (initial) photo shows a roadway that lacks a
pedestrian- and bicycle-friendly environment. The series shows how incremental
improvements could be made to the existing roadway through a lower-cost future repaving
project rather than a costly reconstruction project. The series of small changes focus on
traffic-calming measures such as narrower travel lanes, a new center median, and landscaped
buffers. The addition of sidewalks, marked crosswalks, curb ramps, bicycle lanes, signage, and
pedestrian lighting provides a safer and more attractive walking and biking environment.
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Location 7: Gender Road and Breezewood Turn, New Castle County, Delaware
The “before” photo shows a two-lane residential/collector street with an auto-oriented design
that decreases opportunities for walking and cycling. The “after” visualization depicts how
the roadway could be retrofitted to accommodate the needs of all roadway users.

Sidewalks on both sides of the road, a marked bike lane, marked crosswalk with signage,
pedestrian lighting, and textured ramps can foster active transportation and strengthen other
modes with better cycling and walking connections.
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Location 8: State Route (SR) East of Brownleaf Road, Newark, New Castle County,
Delaware
The “before” photo depicts existing commercial strip development that is poorly designed
and fails to provide a safe place for people to walk along a very busy public right-of-way. The
“after” photo shows how a public right-of-way may be retrofitted in the future to integrate
walking into the transportation infrastructure.

Sidewalk improvements enhance safety and mobility for pedestrians, allow continuity for
walking, and provide the appropriate width to meet Americans with Disabilities Act (ADA)
guidelines. A green buffer between the sidewalk and motor-vehicle traffic provides a greater
level of comfort, security, and safety for pedestrians. In addition, the landscaped buffer
protects pedestrians from vehicle splashes, serves as a storage area for snow cleared from
sidewalks, and provides space for poles, signs, and other possible sidewalk obstructions.
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Location 9: Duck Creek Road and Road 47, Smyrna, New Castle County, Delaware
Many streets, such as the one depicted in the “before” photo have been designed and
engineered to maximize motor vehicle–traffic flow to the exclusion of other roadway users.
Complete Streets balance out a transportation system to provide more travel options. The
visualization shows how the roadway may be improved during a future rehabilitation project
to retain rural character, yet provide basic multimodal facilities for other roadway users.
Accommodations for nonmotorized travelers may be
accomplished through a
reduction in roadway
width, marked crosswalks
with signage, curb ramps,
walkways, and restriping to
accommodate bike lanes.
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Location 10: West Glenwood Avenue, Smyrna, Kent County, Delaware
In the past, conventional transportation planning focused primarily on designing transportation infrastructure to facilitate automobile travel ("before" photo). A newer multimodal
transportation–planning approach recognizes the need to plan, design, construct, and
retrofit facilities to ensure the safety and mobility of all users of the transportation system.
The enhanced photo demonstrates that well-designed transportation infrastructure considers
the needs of all public right-of-way users, provides design flexibility based on land-use
context, and recognizes that each roadway and surrounding area is unique.
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Appendix A. Delaware Executive Order Number Six Creating a Complete Streets Policy
April 24, 2009
TO: Heads of All State Departments and Agencies
RE: Creating a Complete Streets Policy

WHEREAS, walking is the most fundamental mode of physical transportation; and
WHEREAS, bicycling promotes healthier lifestyles; and
WHEREAS, walking and bicycling are simple fitness activities that can prevent disease,
improve physical health and assist in fostering mental well-being; and
WHEREAS, by walking and bicycling you help to reduce greenhouse gas emission by
reducing the time you spend in your car; and
WHEREAS, my administration, along with the Delaware Department of Transportation,
promotes the walkability and bicycle friendliness of communities through principles such as
context sensitive design, mobility-friendly design, mixed-use and infill developments; and
WHEREAS, the Delaware Department of Transportation has developed user friendly design
standards for pedestrian, bicycle, and transit facilities; and
WHEREAS, the Delaware Department of Transportation has the opportunity to create and
improve transportation facilities for all users by implementing these principles and standards
through its projects; and
WHEREAS, the Advisory Council on Pedestrian Awareness and Walkability and the Delaware
Bicycle Council serve as advisors to the Delaware Department of Transportation; and
WHEREAS, a Complete Streets Policy means deliberately planning, designing, building, and
maintaining streets for all modes of transportation;
NOW, THEREFORE, I, JACK A. MARKELL, by virtue of the authority vested in me as
Governor of the State of Delaware, do hereby declare and order the following:
1. The Delaware Department of Transportation (“DelDOT”) shall enhance its multi-modal
initiative by creating a Complete Streets Policy that will promote safe access for all users,
including pedestrians, bicyclists, motorists and bus riders of all ages to be able to safely move
along and across the streets of Delaware;
2. The Delaware Bicycle Council, the Advisory Council on Pedestrian Awareness and
Walkability, and the Elderly & Disabled Transit Advisory Council shall assist DelDOT with
this endeavor;
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3. A Complete Streets Policy should:
(1) Solidify DelDOT’s objective of creating a comprehensive, integrated, connected
transportation network that allows users to choose between different modes of
transportation;
(2) Establish that any time DelDOT builds or maintains a roadway or bridge, the agency
must whenever possible accommodate other methods of transportation.
(3) Focus not just on individual roads, but changing the decision-making and design
process so that all users are considered in planning, designing, building, operating and
maintaining all roadways;
(4) Recognize that all streets are different and user needs should be balanced in order to
ensure that the solution will enhance the community;
(5) Apply to both new and retrofit projects, including planning, design, maintenance,
and operations for the entire right-of-way;
(6) Ensure that any exemption to the Complete Streets Policy is specific and documented
with supporting data that indicates the basis for the decision;
(7) Direct the use of the latest and best design standards as they apply to bicycle,
pedestrian, transit and highway facilities;
4. DelDOT, with the assistance of the advisory councils, shall create the Policy and deliver it
the Governor for consideration no later than September 30, 2009.

Source: governor.delaware.gov/orders/exec_order_06.shtml

139

Complete Streets in Delaware: A Guide for Local Governments

December 2011

Appendix B. Transportation Enhancements Program

140

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix C. Complete Streets Implementation Matrix

141

Complete Streets in Delaware: A Guide for Local Governments

December 2011

Appendix D. IPA Complete Streets National Best
Practices Matrix

A work product of the University of Delaware’s Institute for Public Administration

142

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix D.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

143

Complete Streets in Delaware: A Guide for Local Governments

Appendix D.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

144

December 2011

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix D.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

145

Complete Streets in Delaware: A Guide for Local Governments

Appendix D.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

146

December 2011

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix E. Delaware Local Government Complete
Streets Implementation Matrix

A work product of the University of Delaware’s Institute for Public Administration

147

Complete Streets in Delaware: A Guide for Local Governments

Appendix E.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

148

December 2011

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix E.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

149

Complete Streets in Delaware: A Guide for Local Governments

Appendix E.

(continued)

A work product of the University of Delaware’s Institute for Public Administration

150

December 2011

December 2011

Complete Streets in Delaware: A Guide for Local Governments

Appendix F. ADA Transition Plan Self-Evaluation
Checklist

Source: National Academy of Sciences and National Cooperative Highway Research Program, 2009
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Appendix H. The Comprehensive Plan HealthyCommunity Checklist
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Appendix J. Complete Streets Subdivision Evaluation
Matrix
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