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Following the various stages of the technical 
analysis and considering the advisement and 
direction provided as part of the community 
engagement process, the study team began the 
process of developing specific 
recommendations for the City to consider.  
These recommendations are categorized as 
either (1) Policy and Regulation Initiatives or (2) 
Project Recommendations.  

Policy & Regulation Initiatives 
The City of Brookhaven can adopt and put into 
practice policies and initiatives that enable a 
more balanced transportation system that is 
safe and promotes a better quality of life. These 
efforts can help institutionalize multi-modal 
strategies and improve safety beyond the 
project recommendations discussed later in 
this chapter. The following list outlines a 
number of overall topics that should be 
considered:  

• Wayfinding signage sized and positioned to 
inform and encourage bicyclists’ travel, also 
indirectly promotes the City’s support for 
bicyclists to passing vehicles 

• Public Awareness campaign utilizing State 
and regional bicycle groups as well as police 
sensitivity training, which has been well 
received in other cities across the nation  

• Pursue League of American Bicyclists Bike 
Friendly Community status 

• Distribute summary of articles or reports 
regarding trail and positive property value 
findings 

  

Public Works Design and Maintenance Polices 

The Department of Public Works is already 
committed to improving bicycle and pedestrian 
facilities and safety. Solidifying a practice by 
putting it into writing helps elevate its priority. 
Potential policy language to adopt reads as 
follows, “Promote safe and equitable bicycle 
access on all roadways by integrating bicycle 
travel considerations into all roadway planning, 
design, construction and maintenance, as well 
as incorporation of Complete Street standards 
into all Capital improvements. This policy 
should be implemented in accordance with the 
GDOT Design Policy Manual Chapter 9 – 
Complete Streets Design Policy.” Other 
measures to consider include: 

• Adopt the National Association of City 
Transportation Officials (NACTO)’s Urban 
Street Design Guide (2013), which provides 
the most updated principles and practices 
from around the nation. Further design 
details for bicycle facilities, can be found in 
NACTO’s Urban Bikeway Design Guide, 
Second Edition (2014). 

• For City Staff use, compile summary and 
other references of the most updated 
bicycle-friendly traffic calming measures 

• Policies that enable room for bike facility or 
at least wider shoulders (ex: 10 maximum 
lane width for 35mph and less) 

• Formalize re-striping policy for Street 
Maintenance of wide shoulder routes to 
consider striping for bike lanes and other 
improvements  

• Consideration of more solar speed radar 
detectors to encourage driver compliance 
with speed limits on shared use routes 

• Installation of “Stop for Peds” in-crosswalk 
signs 
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Design and Zoning Regulations 

Community Development staff should consider 
potential design and zoning regulation changes 
as part of regulatory updates being developed 
in 2016 including: 

• Consider allowing more Transitional Zones 
in zoning categories to support new trail 
routes 

• Increase bicycle parking requirements in all 
zoning districts, which provides actual 
support to bicyclists and the visual 
awareness helps with a Community 
Awareness campaign.  

• Provide City and Council a summary of 
current State law and local ordinance 
flexibility regarding legality of bicycles on 
sidewalks. 

• Art for Fun and funding which can include 
regulations and considerations for public 
art.   

Additional and specific recommendations to 
consider are indicated below. 

Amend Zoning and Development Guidelines 

Residential Sidewalk Petitioning Program 

It is recommended that the city overturn its 
policy that requires sidewalk construction in 
residential zoning districts to be paid by 
petitioning property owners as assessed by the 
Department of Public Works, and adopt an 
ordinance requiring the construction of 
sidewalks along street frontage in all residential 
zoning districts (as currently required in TND 
(Traditional Neighborhood Development); PC-
1, PC-2, and PC-3 (Pedestrian Community); 
and the Brookhaven-Peachtree Overlay 
District; and new subdivisions within the City). 

Bicycle Parking 

It is recommended that the City adopt an 
ordinance requiring bicycle parking in 
developments within all non-residential zoning 
districts (as currently only required in 
Brookhaven-Peachtree Overlay District). The 
number of bicycle racks to be provided will be 
calculated using the number of vehicular 
parking spaces in the development.  

Transitional Zones 

It is recommended that the zoning code should 
be amended to allow transitional zones in multi-
family residential and commercial zoning 
district requirements to house multi-use trails 
that would connect to public streets. This will 
eliminate a potential barrier to true community 
connectivity. 

Sidewalks and Multi-Use Paths 

According to the Georgia Department of 
Transportation (GDOT) and the City of 
Brookhaven, a sidewalk cannot be less than 5’ 
wide. The City does not allow bicyclists on 
sidewalks less than 8’ wide. The City also has 
larger minimum sidewalk widths in its PC-2 
zoning district (9’) and Brookhaven-Peachtree 
Overlay District (6’, 10’, or 15’ depending on the 
street). 

Multi-use paths are becoming popular options 
for cities wishing to build both pedestrian and 
bicycle infrastructure, but have limited space 
for both. Developers designing and building 
such paths have a bad habit of “squishing” 
bikes onto slightly wider sidewalks, which 
cannot safely or comfortably accommodate 
both cyclists and pedestrians.  

GDOT acknowledges the American Association 
of State Highway and Transportation 
Association’s (AASHTO) multi-use path 
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minimum width of 10’, and recommended width 
of 12’. This means that sidewalks wider than 
10-12’ can, legally, be considered a multi-use 
path. 

The City of Brookhaven should adopt an 
ordinance regarding multi-use paths 
constructed within city limits. It is suggested 
that the city adopt AASHTO’s definition, and 
recommend that all designated multi-use paths 
be at least 12’, with 10’ being the absolute legal 
minimum width for specific constrained 
portions of the trail. This will clarify the 
difference between a sidewalk and a multi-use 
path to prevent both cyclists and pedestrians 
from being cramped on to too narrow paths. 

Smart Bike Policies 

Complete Streets Approach 

Complete streets are public right-of-ways that 
include infrastructure for travelers utilizing 
different modes of transportation, including 
bicycle, pedestrian, cars, and transit. The 
Georgia Department of Transportation (GDOT) 
created its first version of a Complete Streets 
policy in 2012 as a means to incorporate the 
consideration of bicycle, pedestrian, and transit 
accommodations into roadway construction 
and reconstruction projects. The Manual 
includes both standards, recommendations, 
and helpful resources for municipalities looking 
to include Complete Streets as part of their 
development regulations. The benefits of 
Complete Streets include economic 
development, more equitable options of travel 
for all users, better urban design, the reduction 
of bicycle and pedestrian crashes, and 
encourages higher levels of walking, biking, and 
transit use in communities. Complete Street 
policies can also act as Streetscape Standards 
for communities looking to implement them. 

It is recommended that the City of Brookhaven 
create and adopt a Complete Streets policy per 
Chapter 9 of GDOT’s most recent edition of 
their Design Policy Manual.  

Maintenance 

The infrastructure that we construct for cyclists 
and pedestrians are always great long-term 
investments, but those investments lose their 
worth if they are not regularly maintained. In 
many municipalities, vehicle road maintenance 
is often prioritized over maintenance for bicycle 
and pedestrian infrastructure. As a result, this 
leads to roads that are pleasant for driving, but 
sidewalks, bike shoulders, and bike lanes that 
are not easily traversable. This is not the vision 
of any good bicycle and pedestrian planning 
effort. Moreover, there are wide, paved 
shoulders within the City that present 
opportunities for repaving to create bicycle 
infrastructure.  

In examining the city’s latest Comprehensive 
Transportation Plan and that of DeKalb County, 
there are no policies or recommendations that 
specifically direct the maintenance of bicycle 
and pedestrian infrastructure. It is 
recommended that the City of Brookhaven 
pledge part of its transportation dollars 
designated for bicycle and pedestrian 
infrastructure projects to the maintenance of 
current and future projects. It is also 
recommended that the City research and apply 
for federal, state, and regional funds to enhance 
its maintenance budget.  

Lawful Cycling on Sidewalks 

Section 40-6-144 of the Georgia Code requires 
that “No person shall drive any vehicle upon a 
sidewalk or sidewalk area except upon a 
permanent or duly authorized driveway”. The 
Georgia Code defines bicycles as vehicles; 
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therefore, this law applies to motor vehicles and 
bicycles. Excluding designated multi-use 
paths, sidewalks are designed for pedestrian 
travel only. In 2009, the Georgia Code was 
amended to allow local municipalities to 
authorize the operation of bicycles on 
sidewalks by persons under the age of 12.  

Currently, the City of Brookhaven’s code of 
ordinances does not include a provision 
allowing children to ride on the sidewalk. If the 
City wishes to foster a bicycle culture among its 
citizens, then they should concentrate some 
efforts onto their children. It is recommended 
that the City of Brookhaven adopt an ordinance 
allowing children under 12 to ride bicycles on 
sidewalks, as well as up to one (1) supervising 
adult per child.  

Speed/Safety  

Safety is a key concern with cyclists and 
pedestrians utilizing on-road facilities. Safety is 
connected to both speed and design. Some 
cities have adopted policies to lower the speed 
limit on busy streets to decrease crash 
incidents on high-speed, high-volume streets, 
while others have turned to traffic-calming 
design measures to increase safety. It is 
recommended that the City continue to 
research strategies to increase cyclist and 
pedestrian safety along corridors that are 
otherwise perceived to be dangerous. 

Brookhaven Transit-Oriented Development 

The Transit Oriented Development (TOD) plan 
needs to highlight connections to the greater 
bicycle and pedestrian network in order to 
maximize interoperability with other modes. 
This can be done through wayfinding, the 
design of the development, and network 
development.  

Wayfinding 

Clear signs showing the direction and proximity 
of the MARTA station from bicycle and 
pedestrian trails, and the direction and 
proximity of city destinations from MARTA will 
be needed to aid trail and transit users to and 
from the TOD. 

Design 

The design of the TOD needs to be easy to 
navigate both on foot and by bike. Design 
elements should include: 

• Avoid stairs when possible and provide 
‘runnels’ so that cyclists can wheel bikes up 
and down stairs when they are neccessary  

• ADA accessible ramps for both cyclists and 
wheelchairs 

• Designated bike parking that is both 
convenient and easily accessible. 

There should be clear sight lines throughout the 
development. The MARTA station should stand 
out amongst all other structures throughout the 
TOD, with no other structures blocking from 
view. Pedestrians and cyclists utilizing the city’s 
trail network should be able to visually locate 
the MARTA station as they arrive to the TOD. 
On the other hand, visitors accessing the site 
via MARTA should be able to see the 
connecting trails as they leave the station and 
move around the TOD. 

Network Development 

Many facilities in the bicycle and pedestrian 
plan will lead directly to MARTA, or connect to 
the paths that do. In order to promote multi-
modal connectivity, a policy that any new 
bicycle and pedestrian infrastructure planned 
and built must be connected to one or more 
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trails in the greater system should be put in 
place. 

TOD-specific zoning district 

For TODs to be successful, they need to have 
the right level of density (both population and 
employment), an urban form that is appropriate 
to the size and scale of the development, and a 
strong land use mix. However, this kind of 
development doesn’t happen without some 
form of regulation. It is recommended that the 
City of Brookhaven adopt a new zoning district 
that will regulate: 

 • Density 

• Land Uses 

• Building Height 

• Bike Parking 

• Vehicle Parking 

• Sidewalks, Bike Lanes, and Multi-Use Paths 

• Architectural Design 

• Streetscape Design 

• Landscaping 

The geographic boundaries of the TOD zoning 
district should be clear in the interest of creating 
a well-designed public realm.  

 

Bikeshare Interoperability 

A city-wide bikeshare program will be launched 
in Atlanta by summer 2016. This program does 
not extend past City of Atlanta boundaries, but 
there is an opportunity and stated demand for 
bikeshare to expand. There are many benefits 
to bikeshare, including providing first and last-
mile connectivity to transit and as a marketing 
and branding catalyst for economic 

development. In order for cross-regional 
bikeshare program to be successful, there 
needs to be a coordinated discussion and 
understanding of interoperability objectives. 
Therefore, the City of Brookhaven will likely 
need to understand interoperability factors, 
such as title sponsorship, branding and 
marketing, membership reciprocity, technology 
of reciprocal docks, a unified fare structure and 
data sharing.  Assuming at some point in the 
future bikeshare is likely, the Brookhaven TOD’s 
design team should consider the general 
location and site-specific criteria that will need 
to be met to maximize the benefits. 

Public Art  

Design regulations can also set the context for 
public art including indicating intent (using 
public art to engage pedestrians and bicyclists), 
placement (ensuring adequate space for 
efficient pedestrian movements), height and 
size requirements, and regulations related to 
locating on public property.  

Safe Routes to School Zones 

Safe routes to school zones can be developed 
to improve and construct pedestrian and 
bicycle connections within a half-mile walking 
distance of public elementary schools.  These 
zones are further identified in the following 
Project Recommendations section. 
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Project Recommendations 
Specific project recommendations were 
developed through the feasibility review of 
target corridors (discussed previously in 
Chapter 4Chapter 4Chapter 4Chapter 4) and additional guidance through the 
community engagement process.      

The resulting list of recommended projects 
represents an ambitious but comprehensive 
plan for the City to consider as part of future 
development and planning initiatives.  The plan 
includes a balancing of pragmatic initiatives 
(such as sharrows which can be implemented 
with relative low-cost and with ease) with 
longer-term visionary improvements (such as 
trails along major corridors throughout the 
community).  Overall, implementation of this 
plan would result in: 

• 20.4 miles of new sharrows 

• 6.9 miles of new bicycle lanes or cycle tracks 

• 31.6 miles of new sidewalks 

• 38.7 miles of new multi-use trails 

As the result of a planning process, these 
recommendations will likely need further vetting 
and refinement as they move into design 
stages.  However, the intent of this plan is to 
provide a ‘blueprint’ for the City to follow for 
implementation. 

Likewise, with several projects initiatives 
identified, it was necessary to develop a 
scheme to prioritize and determine the phasing 
in which projects can be implemented.  
Likewise, ‘ball-park’ cost estimates for each of 
the project initiatives were identified to help 
with future budgeting.  The detailed results of 
this process are provided in Appendix JAppendix JAppendix JAppendix J while 
the overall recommendations are summarized 
in Table Table Table Table 5555.1.1.1.1.... Figures Figures Figures Figures 5555.1.1.1.1 through 5555....3333 indicate 
the projects by the proposed phasing and 
implementation schedule while Figures 5.4Figures 5.4Figures 5.4Figures 5.4 

through 5.65.65.65.6 identify the projects as either part 
of the bicycle plan, pedestrian plan, or trail plan.  
These maps also identify the ‘safe route to 
school’ zones discussed in the previous section 
where additional implementation is 
recommended as appropriate.  Finally, 
conceptual drawings of select corridors are 
provided in Appendix KAppendix KAppendix KAppendix K. 

Phasing 

In general, phasing refers to the likely timeframe 
in which a project can be implemented given 
the complexity of the project (need for in-depth 
engineering and design), costs, and general 
impacts to the community.  All projects were 
identified as being either ShortShortShortShort----TermTermTermTerm (possible 
to implement in the next 5-10 years), MidMidMidMid----TermTermTermTerm 
(likely to implement in the next 10-20 years), or 
LongLongLongLong----TermTermTermTerm (likely to implement in 20+ years) 
though future changes in community 
preferences and specific desires for individual 
projects will likely require ongoing refinement. 

Prioritization 

In contrast, prioritization refers specifically to 
the process of determining each individual 
project’s relative merits through the life of the 
plan.  On a scale of 100, this process 
considered five different factors, each worth up 
to 20 points.   The scores for individual projects 
are provided in Appendix JAppendix JAppendix JAppendix J. 

Corridor Suitability 

This criteria was based on the suitability 
analysis described in Chapter 4Chapter 4Chapter 4Chapter 4 and assigned 
a relative score for each project. 
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Consistency with Community Vision 

This criteria was used to ‘reward’ projects that 
tied into the overall community vision of a 
‘spine’ with ‘loops’ developed through the 
community engagement process.  Projects that 
would form the ‘spine’ received 20 points and 
project that would constitute a ‘loop’ received 
10 points. 

General Connectivity 

This criteria was broadly applied to 
acknowledge each project’s ability to connect 
neighborhoods and points of interest. 

Ease of Implementation 

This criteria is comprised of two considerations: 
construction costs (worth up to 10 points with 
less expensive projects being awarded more) 
and right-of-way costs (also worth up to 10 
points with less expensive projects being 
awarded more). 

Community Support 

This criteria was used to award projects based 
on specific and continued support registered 
through the community engagement process. 

 

 

 

 

 

 

 

 

 

 

Costs 

Planning-level cost estimates were developed 
utilizing per-mile costs and other assumptions 
developed as part of the ARC cost estimating 
tool.  Assumptions include: 

Preliminary Engineering Cost Assumptions 
30% of construction costs 
Right-of-Way Cost Assumptions  
(Cost per acre) 
Residential Properties  $500,000 
Commercial Properties  $2,000,000 
Industrial Properties $1,167,000 
Construction Cost Assumptions  
(Cost per linear mile) 
Sidewalks (per side) $260,000 
Striping for Bike lanes or  Sharrows $30,000 
Widening for Bike Lanes  $2,057,000 
Multi-use Trails $580,000 
Contingency 
10% of construction costs 

 

Based on these cost estimates, implementation 
of the plan would include the following 
expenditures (in 2015 dollars): 

• $12.0 million dollars in the Short-Term phase 

• $22.7 million dollars in the Mid-Term phase 

• $32.0 million dollars in the Long-Term phase 
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Figure 5.1 
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Figure 5.2 
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Figure 5.3 
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Figure 5.4 
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Figure 5.5 
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Figure 5.6 
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