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Re:  Comments on the Detroit Ave Pedestrian and Bicycle Improvements 
 
We appreciate the opportunity to comment on the Detroit Ave Improvements Plan. We have been 
active in Concord working with residents to help create a thriving, livable City of Concord and look 
forward to Detroit Avenue being a flagship project.  
  
As they currently stand, the plans for Detroit Ave are a great step forward for this corridor and will 
help kick-start a movement towards safer street in Concord.  
 
However we have recommendations, which, without drastically altering the current plan, would 
increase the safety and improve the experience for bicyclists and pedestrians ten-fold. 

Width of traffic lanes 
Bike East Bay recommends against any traffic lanes over 10’. It has been demonstrated that wider 
lanes encourage higher speeds and do not increase safety. Reducing the traffic lane width provides 
more opportunity to widen sidewalks, add buffers, and bike lanes for a calmer and more livable street. 
Please refer to the following studies and articles regarding the drawbacks of traffic lanes 12’ or wider.  

• Effective Utilization of Street Width on Urban Arterials  by the TRB, which found that “… all 
projects evaluated during the course of the study that consisted of lane widths exclusively of 
10 feet or more [rather than 12 feet] resulted in accident rates that were either reduced or 
unchanged.” 

• Relationship of Lane Width to Safety for Urban and Suburban Arterials  by the conservative 
Midwest Research Center. Comparing 10- to 11-foot lanes to 12-foot lanes, it found: “A safety 
evaluation of lane widths for arterial roadway segments found no indication, except in limited 
cases, that the use of narrower lanes increases crash frequencies. The lane widths in the 
analyses conducted were generally either not statistically significant or indicated that narrower 
lanes were associated with lower rather than higher crash frequencies.” 

• The Influence of Lane Widths on Safety and Capacity: A Summary of the Latest Findings cites 
these findings by the Florida DOT: “The measured saturation flow rates are similar for lane 
widths between 10 feet and 12 feet. … Thus, so long as all other geometric and traffic 
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signalization conditions remain constant, there is no measurable decrease in urban street 
capacity when through lane widths are narrowed from 12 feet to 10 feet.” 

Building Better Bike Lanes 
The design of the bike lane should first and foremost encourage bicyclists to ride outside of the door 
zone, and should provide a constant visual reminder for drivers to safely pass bicyclists and to check 
before merging through or crossing bike lane.  Below are design suggestions that will lead towards 
state of the art bikeways that will encourage all levels of riders to use them.  
 

a. Width and Buffers 
The average width of the traveling section of the bike lane on the Detroit plans is 5’, which is the 
minimum recommended by AASHTO.  
 
When the bike lane is by the curb, Bike 
East Bay would like to have the city’s 
assurance that the gutter pan is not being 
counted as part of the bikeway. The gutter 
pan is often at a different level, usually 
amasses detritus and represents a hazard to 
any inexperienced bicyclists. See the picture 
to the right: the gutter pan is included in the 
width of the bike lane, turning this into a less-
than-satisfactory lane.  
 
From the FHWA: “Since bicyclists usually tend to ride a distance of 0.8 meters to 1.1 meters (2.5 feet 
to 3.5 feet) from the curb face, it is very important that the pavement surface in this zone be smooth 
and free of structures. Drain inlets and manholes that extend into this area cause bicyclists to swerve, 
having the effect of reducing the usable width of the lane. Where these structures exist and the 
surface cannot be made smooth, bike lane width should be 
adjusted accordingly. Regular maintenance is critical for bike 
lanes.” 
 
In addition, thanks to on-street research done by Bike 
Concord volunteers, we know that a number of driveways on 
Detroit Avenue present visibility hazards to bicyclists (See 
the data here – includes visibility issues, locations and 
notes). One method for bringing the bike lanes away from 
the curb and increasing driveway visibility is to install a 
second buffer against the curb – see picture on the right. 
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When the bike lane is by on-street parking, there is the issue of the door zone. Often, because of 
the door zone the effective bike lane will likely be less than the physical width of a typical adult 
bicyclist, and the majority of bicyclists will position themselves outside of the effective bike lane. 
Detroit needs bike lanes that are both wide enough to encourage parents to ride with their kids as 
well as designed to guide riders outside of the door zone.  
 
Because of this, we recommend the 
addition of either a buffer on the parking 
side of the bike lane, or the creation of a 
separation between bike lane striping and 
the parking boundary to reduce door zone 
conflicts. See the NACTO Urban Bikeway 
Design Guide’s section on buffered bike 
lanes, and the picture of Adeline Street in 
Oakland on the right.  
 
There are certain sections of Detroit Avenue where this is easily done - Double buffer where possible 
– where there are 13’ wide parking lanes next to 13’ wide traffic lanes. The door zone is four feet 
wide, and bicyclists tend to ride in the center of a bike lane. Therefore if a 5’ wide bike lane is 
positioned next to narrow parking, bicyclists will be riding in the middle of the door zone. This NCHRP 
report states that when adjacent to a narrow parking lane (7 ft) with high turnover, a wider bicycle 
lane (6 to 7 ft) provides more operating space for bicyclists to ride outside of the door zone of parked 
vehicles. We would encourage Concord to install additional buffers adjacent to parking in order to 
encourage riders to steer clear of the door zone.  
 

• See this recent article in Streetsblog on keeping bicyclists out of the door zone. 
• Watch this “hyperlapse” video one of our staff recently filmed riding down new buffered bike 

lanes on Broadway in Oakland. You’ll notice markings to the right of the bike lane, which acts 
as a buffer and guides cars to park closer to 
the curb and ensures that the bike lane is 
outside of the door zone. Concord could one-
up Oakland and put in a full buffer.  

 
b. Green Paint in Conflict Zones 

What is the city’s plan for protecting cyclists in 
sections of the street where large numbers of cars are 
expected to be crossing or merging through the bike 
lane? Bike East Bay suggests using green paint as an 
additional visual reminder for drivers to check for 
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bicyclists before doing so. Often streets narrow at crucial locations making a conflict zone even more 
dangerous. If a bike lane ends right where bicyclists are nearing an intersection, precautions must be 
taken to carry them safely through.  
 
This is also a solution to increasing the bike lane’s 
visibility through driveways. The City of Oakland’s 
recently release plan for Telegraph Ave (See the 
illustrated plan here - large PDF) includes green paint in 
front of driveways to help reduce conflict zones.  
 

• The NACTO Urban Bikeway Design Guide 
recommends that “Yield to Bikes” signs should be 
used at intersections or driveway crossings to 
reinforce that bicyclists have the right-of-way at 
colored bike lane areas.  

• It also mentions that “color may be applied along a dashed pattern within a dashed bicycle 
lane to indicate merging areas” and that “color may be applied along a corridor, with gaps in 
coloring to denote crossing areas”.  See the Colored Bike Facilities Section for more 
information. Color may also be used at the beginning of each block to discourage drivers from 
entering the buffered bike lane.  

 
c. Specific Plan analysis 

 
• In sections of the street where the traffic lanes are currently 13’ wide, such as between 

Clayton Road and Laguna Street, Bike East Bay recommends redesigning the plans with 6’ 
wide bike lanes and 2’ buffers, or additional space between the bike lanes and parking or the 
curb. 

• At the Laguna Street intersection: the bike lane buffer is removed in favor of a 12’ wide turn 
lane. Fixing the width of both the turning and traffic lanes will provide ample space to create a 
safe and comfortable bike lane.   

• Between Laguna Street and Oakmead Drive, the 11’ wide 
traffic lanes and 10’ parking lane could be reduced in width 
in order to build an additional buffer or separation space 
between the bike lane and parking.  

• Let it be noted that it is right in front of a child care center 
and Meadow Homes elementary that the buffer is dropped 
from one side of the street. This section of the street is a 
great opportunity to reinforce street calming measures by 
removing the center turn lane and reallocating the space on Detroit to families walking and 
biking to school.  
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• At almost every block of Detroit Avenue, there are sections of parking that exceed 9’ of width. 
Add a marked buffer or separation to reduce door zone conflict (see section on bike lanes 
adjacent to on-street parking above). 

• At the intersection with Monument Blvd, there should be sharrows leading bikes in both the 
right turn lane and the no turn lane.  

• Between Vista del Monte and Monument Blvd: East-bound bicyclists will be stranded where 
they need the most visibility, as cars are sorting themselves into three lanes. Use green paint, 
yield signs and additional sharrows to ensure safety, or keep the bike lane up to the 
intersection and remove the right-most lane. West-bound bicyclists should have a buffer; there 
is room to be taken off of the traffic lanes to accommodate one.  

• At the Clayton Road intersection: is there a proven need for dropping the bike lane in favor of 
a second left turn lane? 

• The bike lanes end at Monument Boulevard and Clayton Road. If the city isn’t comfortable 
addressing those intersections for bikes at the moment, we would like to at least see a note on 
the project plans indicating that those areas will be studied further as part of the Bike and 
Pedestrian Master Plan.  

Building Complete Streets 
Walkability and bikeability go hand in hand. Our vision for Detroit Street is that of a model complete 
street, which means a street designed for everyone, designed and operated to enable safe access for 
all users. The Complete Streets policy that Concord has adopted directs the city to design and 
operate the entire right of way in a way to encourage pedestrians, bicyclists, motorists and transit 
riders or all ages and abilities to use the street.  
 
As such, we recommend the following steps be taken to make Detroit Avenue a complete street that 
makes it easy to cross, walk along, and bike along. 
  

a. No Rounded Corners 
The proposed rounded corner intersection design facilitates quick turning movements for vehicles. 
Squaring off the corners to slow cars down as they make turn movements will allow pedestrians and 
bike riders to be more visible and give drivers more time to safely turn. As stated in the NACTO 
Urban Street Design Guide section on corner radii, “Minimizing turning speeds is crucial to pedestrian 
safety, as corners are where drivers are most likely to encounter pedestrians crossing in the 
crosswalk.”  
 

b. Traffic Signals 
After speaking with Monument Impact and other local groups, we have agreed to ask for the removal 
of any additional traffic signals from this stage of the design. If intersection management measures 
are deemed necessary, approaches that are far less expensive could be taken (such as stop signs, 
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traffic circles or in-pavement LED markers). The saved expense could then be directed towards 
additional buffers, physical buffers, green paint, or sidewalk enhancements.  
 

c. No 3-staged Crossings 
The plan contains multiple 3-staged crossings, such as at the 
Detroit Ave and Oakmead Drive, Lynn or Walters Way 
intersections. We recommend against these, as they decrease 
pedestrian accessibility and are often an ignored inconvenience. 
As stated in the NACTO Urban Street Design Guide section on 
crosswalks, “All legs of signalized intersections must have 
marked crosswalks (…) pedestrians are unlikely to comply with 
a 3-stage crossing and may place themselves in a dangerous situation as a result”. In addition we 
recommend adding crosswalks where possible at most intersections so as to decrease the distance 
pedestrians must travel in order to safely cross Detroit Avenue.  
 
 
 
Please let me know if you have any questions about these comments, as I am happy to follow up with 
more details.  
 
Thank you for your consideration of these comments as you prepare the next phase of this plan. We 
look forward to continuing our work together and to building a great Detroit Avenue.  
 
Sincerely,  
 
Cynthia Armour 
Project Manager 
Bike East Bay 
 


