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The focus of this report is to illustrate ways to make walking and biking more comfortable and 
convenient to proposed Tri-Rail Coastal Link stations.  Creating these conditions will make it safer 
and easier for people of all ages and ability to access jobs, home, and other daily destinations and 
activities in the region.  It will also save people time, create places where people want to invest 
their time and money, and improve community health through increased physical activity and 
opportunities to socialize with others.

Tri-Rail Coast Link is the proposed passenger service along the Florida East Coast (FEC) Railway 
corridor that will connect communities from Jupiter to Miami.  Unlike the existing Tri-Rail service, 
the Tri-Rail Coastal Link will connect major population and employment centers to the most dense 
and walkable areas of South Florida via passenger rail service.

Accessible, safe, and convenient transportation is essential to the region’s quality of life. The 
proposed passenger rail service will expand travel options in a growing region.  Walking and biking 
to and from stations is the critical link between people’s front doors and this new regional transit 
service.  People need to get to stations safely and easily, and this study illustrates how to do it.

The recommendations in this study document how best practices in walking, biking, and transit-
oriented community design can be implemented.  Section I summarizes walking and biking access 
to transit best practices.  Section II illustrates how these best practices can be applied at select 
proposed Tri-Rail Coast Link stations.  Combined, these sections provide policy and design 
guidance to create meaningful connections between train stations and the communities they serve.

INTRODUCTION
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Transportation best practices are evolving rapidly.  As cities and regions compete for economic 
growth, transportation leaders and decision-makers are increasingly looking for innovative ways to 
meet the multi-modal transportation needs of communities today and tomorrow.  Transit service is 
a key resource in expanding mobility options and moving more people effectively in a region.

The topics that are described in this section summarize best practices that make walking and biking 
to transit services safe and meaningful, which ultimately translates to improving quality of life.  
When these topics are present, high-quality networks are created that connect people on foot and 
by bike to transit.
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Transit-Oriented Development (TOD) includes high density residential, commercial, office, and 
retail in close proximity to transit stations.  Development around the stations is designed to create 
a walkable environment that makes walking and biking to daily destinations and transit service 
convenient.  

Short blocks, frequent intersections, and safe streets are the framework that supports transit-
oriented development around a station. These conditions create streets and routes that are 
oriented towards people walking and biking to and from stations. This framework creates 
opportunities for the number of people living, working, or using a station to increase over time, 
sustaining the transit services at stations and the economic opportunity around the stations. 

Specific to Florida, State Statutes provide the following definition of Transit-Oriented 
Development:

 Transit-oriented development” means a project or projects, in areas identified in a local government 
comprehensive plan, that is or will be served by existing or planned transit service. These designated areas 
shall be compact, moderate to high density developments, of mixed-use character, interconnected with 
other land uses, bicycle and pedestrian friendly, and designed to support frequent transit service operating 
through, collectively or separately, rail, fixed guideway, streetcar, or bus systems on dedicated facilities or 
available roadway connections. (Chapter 163.3164 (47), F.S)

Conceptual Regional Transit System

TRANSIT-ORIENTED DEVELOPMENT
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Tri-Rail Coastal Link is a regional passenger 
rail service planned along the FEC railway.  
In addition to the passenger service, the 
project will create opportunities for economic 
development around stations, create jobs, and 
improve regional access and mobility.

The project is a regional collaboration led by 
the South Florida Regional Transportation 
Authority (SFRTA) and the Florida Department 
of Transportation (FDOT) along with agency 
partners at the Miami-Dade Transportation 
Planning Organization (TPO), Broward 
Metropolitan Planning Organization (MPO), 
Palm Beach Transportation Planning Agency 
(TPA), the Southeast Florida Transportation 
Council (SEFTC), the South Florida and 
Treasure Coast Regional Planning Councils, 
as well as the local communities along the 
rail corridor.  Together, all of the partners are 
working together to align federal, state, and 
local funding as well as private investment to 
bring the rail service and development around 
stations to reality.

There are 28 proposed station locations for 
the planned Tri-Rail Coastal Link corridor.  The 
limits of the service to the north is Jupiter and 
to the south Downtown Miami.  In between 
these two end-points, service travels between 
I-95 and the east coast and connects the most 
dense and walkable areas of South Florida.

TRI-RAIL COASTAL LINK
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Station Areas
Successful stations that are convenient to access have two common elements:  proximity and 
density.  Proximity means travel time to a station.  For people walking, this is typically a five-minute 
walk, or a quarter mile.  For people biking, this is typically a five minute bike ride, or half-mile.  
Density means many destinations clustered close to a station.  This type of condition includes multi-
story buildings with a mix of places to live, work, shop, learn, and play.  By combining proximity and 
density with small blocks, the ideal conditions are created to make walking and biking easy and 
convenient travel choices.

1/4 m
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T

T Transit Station

Major Roads
Street Network

STATION AREAS + DESIGN USERS

Station Area

• Five minute walk/Two minute bike ride

• High density of uses and activity

• Short distances between destinations 
with frequent intersections and 
crossings

Transit-Friendly Area

• Ten minute walk/Five minute bike ride

• Moderate density of uses and activity

• Moderate distances between 
destinations with frequent 
intersections and crossings
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Design Users
People Walking

People walking have a variety of needs, 
abilities, and possible impairments, and these 
characteristics influence how people access 
transit services.  Age is a major factor that 
affects walking speed and environmental 
perception.  By example, children have low eye 
height and walk at slower speeds than adults.  
They also perceive the environment different at 
various stages of their cognitive development.  
Older adults walk more slowly and may require 
assistive devices for walking stability, sight, 
and hearing. While tmobility needs vary in the 
community, the transportation system should 
accommodate all ages and abilities so that 
transit services and community destinations 
are accessible to everyone.

People Biking

Making bicycling a regular and normal part of 
everyday life requires the needs of a broader 
set of potential people biking.  To broaden the 
comfort and convenience of bicycling, children, 
seniors, women, people of color, low-income 
riders, and people with disabilities all need to 
be considered when designing streets with 
bikeways.  As a general rule, as speeds and 
volumes increase, so too should the amount 
of dedicated space that separates vehicles 
and people biking increase.  By reducing 
traffic stress, biking can be an easy and safe 
travel choice for a wider range of people in a 
community.
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Complete Streets provide comfortable transportation options for all ages and abilities.

BUS
 

MOTORISTSPASSENGERSCYCLISTS CYCLISTSPEDESTRIANS PEDESTRIANS

Complete streets are streets designed and operated to enable safe access for all users – including 
people walking, biking, riding transit, and driving –and all ages and abilities.  A complete network 
consists of many complete streets connected to one another so people have real transportation 
choices to reach destinations comfortably and conveniently.  

Major streets – roadways with high car speeds and volumes, multiple lanes, and infrequent 
crossings – comprise a large number of road miles in the region and pose significant barriers to 
walking, biking, and riding transit. These streets are consistently the most dangerous for walking 
and biking even as they provide the only access to a large portion of the region’s retail, commercial, 
and residential areas as well as most regional transit routes. By creating complete streets and 
complete networks, the region will be able to make walking, biking, and transit accessible and 
meaningful. 

Complete Streets
A Complete Street safely accommodates all users, whether traveling on foot, by bike, transit, or car.  
They also create livable space for all ages to enjoy, with wide sidewalks, safe crossings, abundant 
bikeways, and easy access to transit.  

Complete Streets policy outlines design guidelines accommodating people who walk, bike, 
ride transit, and drive.  Requirements to accommodate all street users should be included in 
all transportation policies, development standards, and technical specifications.  In order to 
implement a complete street project, a clear vision must be decided with prioritization of space 
that is in context with the surrounding area and meets the needs of all street users, particularly the 
most vulnerable.

COMPLETE STREETS + NETWORKS
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Complete Networks
A complete network consists of many complete streets connected to one another so people have 
real transportation choices to reach destinations.  These networks also draw greater investment 
of people’s time and money by developing the social and economic life that sustains great places.  
Complete networks should connect people to the places they want to go, including transit stops 
and stations.  They should provide continuous and direct routes to destinations such as homes, 
schools, shopping areas, public services, recreational opportunities, and transit.  A complete 
network of on-street walkways and bikeways should also connect seamlessly to off-street trails to 
expand creation and commuting options as well as connections to parks and nature.

 Complete networks ensure trips are safe, meaningful, and direct for everyone.

TRANSIT

BIKING ACCESS SHED: 3 MILE RADIUS

WALKING ACCESS SHED: 1 MILE RADIUS
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Connections and crossings are the means by which people access their destinations.  Too often, major 
streets and intersections are barriers.  Removing these barriers and turning them in to connectors 
means people can have real choices to walk and bike to transit services and other daily destinations.  
These changes can also promote station utilization and make for more enjoyable trip experiences. 

Connections
A connected street network emphasizes accessibility by accommodating more direct travel 
dispersed over more streets.  A connected grid of walkways and bikeways allows people to easily 
find a direct route to a destination with minimal delay.

When stations are integrated into the surrounding community with direct and easy access, short 
blocks, and frequent intersections, the catchment area for transit riders is expanded.  Routes 
should be enhanced to make them interesting, as people feel safer and are more attracted to 
places with other people.  Streets with sidewalk activity, street trees and landscaping, interesting 
architecture, adequate lighting, and dedicated space for people to walk and bike all make streets 
more inviting.  By making streets more inviting, connections to transit stations will become more 
attractive and convenient for people.

CONNECTIONS + CROSSINGS

Complete street policies help government departments and agencies create a transportation system that accommodates all 
modes and ages.
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Regular, safe, and convenient street crossings for people walking and biking can improve access to transit stations and services.

Crossings
Crossing conditions affect everyone, but particularly the most vulnerable in a community such 
as children, the elderly, and those with mobility, sensory, or cognitive impairments. By example, 
people often feel comfortable walking or biking in their neighborhood but won’t leave the 
neighborhood for fear of a busy intersection or street.  The factors that increase traffic stress 
include higher vehicles speeds and volumes, multiple travel lanes, absence of adequate street 
lighting at night, and lack of dedicated and adequate space to accommodate people walking and 
biking comfortably. 

The goal is to make intersections and other street crossings connectors rather than barriers, 
particularly along major streets.  Improving things like traffic signals to provide more time to cross, 
reducing crossing distances, traffic calming, and improving visibility of people walking and biking by 
using pavement marketing, signs, and lighting are all ways to improve crossings.

Lastly, crossings can be at-grade or grade separated.  At-grade crossings are the most convenient 
and desirable type for people walking and biking, as they provide the most direct and intuitive way 
to cross streets.  Where built or natural barriers present challenges for at-grade crossings, grade 
separated crossings, in the form of tunnels or bridges, should be considered.
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Walking and biking should be safe and enjoyable activities everywhere in South Florida. Currently, 
they are often dangerous, particularly in areas where vehicle volumes and speeds are high and 
minimal or no walking and biking infrastructure is available.  Improving the safety and comfort of 
routes to transit services can increase transit ridership by making these trips an easier and more 
desirable choice.

Safety
Routes to transit stations should minimize risk and the perception of injury, danger, and crime.  
People walking and biking are disproportionately threatened by even small increase in vehicle 
speeds.  As vehicle speeds increase, the rates of pedestrian fatalities increases dramatically.

At 25 mph, the risk of death for pedestrians is only about 11%.  At 35 mph, the risk increases to 
about 32%.  At 45 mph, 65% of pedestrians suffer fatal injuries.  The perception and risk of injury is 
real for people walking and biking.

Unsafe vehicle speeds are the result of roadway designs that encourage higher speeds, speed limits 
that are set too high, and people driving faster than set speed limits.  Proven strategies to reduce 
speeds and improve street safety for all users include: narrowing or removing travel lanes, traffic 
calming treatments, signage and markings, diversion treatments to manage speeds and volumes of 
vehicles along a particular route. Strategies may also include reducing the posted and design speed 
of streets.

SAFETY + COMFORT
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Tefft, B. C. Impact speed and a pedestrian's risk of severe injury or death. Accident Analysis & Prevention 50 (2013) 871-878.
Impact speed and a pedestrian’s risk of severe injury or death (Tefft 2011).
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Comfort
In addition to physical safety, user comfort is an important aspect of a multimodal network. The 
network has to appeal to a broad range of ages and abilities, give consideration to user amenities, 
and should not induce traffic stress for any mode of travel.  For people walking, shade trees, street 
furniture, trash receptacles, public art, and pedestrian-scaled lighting are amenities that enhance 
walking comfort.  For people biking, bike parking, wayfinding, and bike repair stations are amenities 
that enhance biking comfort and convenience.  

Thinking of these features as extras, however, underestimates the importance of providing 
relatively basic elements that make walking and biking pleasant, comfortable, interesting, and 
convenient. Therefore, it is better to think of these “amenities” as practical and necessary to 
support walking and biking activity.
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The walking and biking environment should be attractive and enhance community livability.  Good 
design should encourage preservation and construction of art, landscaping, and other features that 
add value to public spaces.  These features include physical spaces like plazas and parks as well as 
amenities like wayfinding signs and public art.  They should also promote a sense of place by giving 
identity to history and culture.

Nature, people, and destinations are the three core elements that create a sense of place. Streets 
are still the most basic and ubiquitous public spaces in communities, but they are often overlooked 
as places devoted to vehicle movement and parking.  Streets have been and can be much more than 
tools for conveyance by serving multiple purposes that contribute to the social and economic life 
in communities. By focusing on sense of place, public spaces can increase social interaction and 
recreation in addition to catalyzing economic opportunity and private investment.

SENSE OF PLACE
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Natural Elements + Landscaping
By thinking of streets as ecosystems, 
communities can be more resilient, sustainable, 
and enjoyable places to live. Shade trees 
can provide relief from the sun and also help 
manage stormwater.  Similarly, bioswales and 
other landscaping can reduce the impacts of 
stormwater runoff while also creating natural 
habitats in urban areas.  People benefit by 
having an enhanced connection to nature.

People
People are attracted to places with people.  
Public spaces should be designed to make 
people linger and chat, and provide spaces for 
conversation and people-watching.  The benefit 
of this approach is more opportunities to 
socialize and connect with other people.

Destinations
Walking, biking and transit environments 
should be inviting and intuitive to use.  Among 
the greatest barriers to greater levels of transit 
use is a lack of information and amenities.  
Transit facilities should include schedule and 
route information, and walking and biking 
infrastructure should include appropriate 
wayfinding.  The benefit of these features is 
easier and more attractive connections to 
destinations near transit stations.
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Projects typically originate at the local level , either through community interest or a locally-
identified need for improvements for walking, biking, and transit trips.  To this end, local 
governments will benefit from a broader range of decision-making tools.  New tools, such 
as FDOT’s complete streets policies, allow more comprehensive evaluation of multi-modal 
transportation outcomes.  

Additionally, having sufficient funds for transportation infrastructure is critical to achieving the 
outcomes of more walkable, bikable, and accessible areas around train stations.  By aligning multi-
modal decision-making with strategic funding strategies, communities can achieve their goals 
walking, biking, and taking transit more easily and frequently.

IMPLEMENTATION  + FUNDING

Implementation
One of the most common challenges communities 
face in implementing bikeways and walkways is 
how to balance the many transportation needs 
in existing rights-of-way, nearly all of which are 
constrained by physical, political, or cost-based 
factors. While there may be opportunities to 
add facilities for non-motorized users that have 
no impact on other users of a street, there are 
typically other challenging examples of potential 
projects that might require reduction of travel 
lanes or balancing high speed corridors with the 
needs of more vulnerable users in limited space.

The following questions offer a series of decision-
making steps that can guide communities in 
developing street projects that accommodate 
people walking, biking, and using transit.  
Answering these questions will help communities 
scope projects that meet local needs, identify 
implementable projects, and make efficient use of 
public resources.

• What is the walking, biking, and transit 
need of the area?

• What kinds of constraints do existing and 
potential corridors face?

• How would the project affect person-
travel on a corridor?

• Are there alternative designs or 
alignments for the project?

Step 1 
UNDERSTAND NEED

Step 2 
IDENTIFY CONSTRAINTS

Step 3 
GAUGE EFFECTIVENESS

Step 3 
CONSIDER ALTERNATIVES

PROJECT CONCEPT
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Funding
Communities that are successful in expanding their walking, biking, and transit systems leverage 
funds from a variety of sources and are consistent, year over year, with making investments in 
capital and maintenance projects.  Additionally, no two projects are alike and each may require 
one or more funding sources to be completed.  The funding selection matrix provides an overview 
of different funding strategies and potential funding sources based on the size and time frame for 
project delivery.

Short term Project < 2 years Long term Project > 2 years
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Neighborhood associations

Community Redevelopment 
Agencies

Crowdsourcing

Non-profit grants

Impact fees

Infrastructure bonds

Governor’s Office of Highway 
Safety

Local taxes

Local health departments

Foundation grants

Federal Transportation Funds

Capital improvement budget funds

MPO programs

State programs:

Florida Department of 
Transportation (FDOT)

Recreational Trails Program  
(Dept. of Environmental Protection)

Community Development  
Block Grant (CDBG)
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Foundation grants

Individual donors

Community Redevelopment 
Agencies

Public-private partnerships

Infrastructure bonds

Local taxes 

 
Federal transportation funds

Congressional earmarks 
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Part II:
STATION AREAS
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INTRODUCTION

This chapter illustrates how best practices for access to transit by bike or foot can be applied to real-world 
conditions. The four case study stations are Delray Beach, Wilton Manors, North Miami Beach, and Hollywood.  
The case studies summarize existing conditions related to walking, biking, and transit conditions.  They also 
highlight some of the needs and opportunities related to walking and biking as noted from field observations.  
Lastly and most importantly, the recommendations illustrate different ways best practices can be applied to 
improve walking, biking, and transit use within each study area.

DELRAY BEACH
Page 23

WILTON MANORS
Page 31

HOLLYWOOD
Page 57

NORTH MIAMI BEACH
Page 43
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Delray Beach



PART II: Station Area Case Studies | 23

INTRODUCTION

Delray Beach is located between Boynton Beach and Boca Raton in Palm Beach County.  The City has experienced 
rapid commercial and residential growth over the past decade, especially along Atlantic Avenue, Delray’s “Main 
Street.”

The proposed station location is at the intersection of the FEC railway and Atlantic Avenue.  The station area is 
less than one mile from the beach and in the heart of the restaurant, retail, and arts scene along Atlantic Avenue.  
Surrounding the “Main Street” area are historic neighborhoods, parks, and other cultural and civic destinations. 
This proximity to culture, shopping activity, and residential areas makes the station area an attractive place to visit, 
live, and work.

KEY GOALS

• Connect neighborhoods surrounding the 
downtown commercial area to the proposed 
station via a low-stress, all ages and abilities 
bikeway

• Create a bicycle boulevard along NE and SE 2nd 
Street that connects directly to the station via NE 
2nd Avenue

• Place pedestrian and bicycle-scaled wayfinding 
around the station to direct people to the station 
and other important destinations

EXISTING CONDITION

DELRAY BEACH

NE 2nd Avenue looking north between SE 2nd Street and Atlantic Avenue.

PROPOSED CONDITION



24 | TRI-RAIL COASTAL LINK: Walking + Biking Access Study

EXISTING CONDITIONS

STREET GRID DESTINATIONS

The street grid is 
well connected 
and includes 
many railway 
crossings

Most institutional, 
historical 
and cultural 
destinations are 
west of proposed 
station area

HIGH VEHICLE SPEEDS KEY TRANSIT ACCESS CORRIDORS

Most of the high 
speed streets in 
the station area 
are north-south 
corridors

Transit is located 
throughout 
Delray Beach, 
including most of 
the higher speed 
corridors

PEDESTRIAN + BICYCLE COLLISIONS BICYCLE CONNECTIONS

A high 
concentration of 
crashes involving 
people walking 
and bicycling 
have occurred 
on Atlantic 
Avenue with 
other crashes 
occurring in the 
surrounding area

Bike lanes 
currently exist 
on 5th and 6th 
avenue

Crash
Serious Crash

5 Minute Bike Ride

10 Minute Walk
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NEEDS AND OPPORTUNITIES
The transportation network surrounding Delray Beach’s proposed station includes a combination of low-volume, 
low-speed streets that extend into surrounding neighborhoods and a few higher speed and higher volume streets, 
such as SE 5th and 6th Avenues.  Mixed-use commercial, residential, and retail development are immediately 
around the proposed station.  Major civic destinations, including City Hall and schools, are located west of the 
station area with restaurants, galleries, and beach-oriented residential development each of the station.  Atlantic 
Avenue, SE 5th Avenue, and SE 6th Avenue, are the streets in the station area with the most bicycle and pedestrian 
crashes.  These streets also have the highest vehicles speeds and volumes in the study area.  Reducing traffic stress 
along these major streets can improve the walkability and station accessibility for people walking and biking.

SAFETY AND COMFORT
• Walking and biking in the station area is generally 

uncomfortable

• Traffic stress along major streets, narrow 
walkways, and no dedicated bikeways creates an 
unpleasant walking and biking experience in the 
station area

• Creating an all ages and abilities network of 
walkways and bikeways that provide adequate 
width and separation from vehicles will improve 
comfort, safety, and convenience for people 
walking and biking in the area

CONNECTIONS + CROSSINGS
• Most of the signalized intersections near the 

proposed station are stressful to navigate because 
of narrow sidewalk and crosswalk conditions

• Mid-block crossings and signalized intersection 
enhancements in the station area will improve the 
walking and biking experience in the station area

• There are no east-west bikeways in the station area

SENSE OF PLACE
• A strong sense of place is found in the station area 

and in the adjacent historic neighborhoods

• Public art, cultural activities, and a thriving 
restaurant scene create a strong sense of identity 
around Atlantic Avenue
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Neighborhood Greenways 

Low-volume, low-speed streets modified to enhance 
bicyclist comfort with treatments such as signage, 
pavement markings, traffic calming, volume 
management, and intersection modifications. 

Commercial Greenways  

Similar to neighborhood greenways, but are compatible 
with higher volumes roadways featuring more diverse 
activity. They are typically applied on neighborhood 
commercial streets and town center main streets.

Bike Boulevards
Not all bikeways need to have dedicated space to create a low level of traffic stress and accommodate all ages 
and abilities. Along lower speed residential and commercial streets, bike boulevards are often used to provide 
marked routes to connect people to important destinations.  Also called neighborhood greenways or commercial 
greenways, these bikeways use a combination of wayfinding, pavement markings and traffic calming treatments to 
create conditions that are comfortable fora wide range of users. 

The proposed bikeway concept for the proposed Delray Beach station is to provide a low-stress bikeway that 
will connect neighborhoods west, north, and south to the station. Converting NE and SE 2nd Streets (west of NE 
2nd Avenue) to neighborhood greenways will allow people biking to utilize residential, lower volume streets to 
access the major destinations west of the station area as well as popular destinations along Atlantic Avenue.  NE 
2nd  Street will be a key connector to these proposed neighborhood greenways.  The street is similar in width 
and volume of vehicles, but the commercial context requires some different treatments to match the context and 
function of the street. 

By connecting these bikeways, a complete bikeway network can be created that connects people in the 
neighborhoods to Downtown Delray destinations and the proposed station. This strategy will increase comfort 
and ease of biking to the station and make biking a real and meaningful travel option for a wider range of people.

PROPOSED CONCEPTS
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The following diagram demonstrates the key elements of the proposed bike boulevard network along SE 2nd 
Street, NE 2nd Street, and NE 2nd Avenue. The concept provides example locations of neighborhood greenway 
and commercial greenway features.  See the key below and the descriptions of each proposed feature on the 
subsequent pages.
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Signage

Traffic Calming

Shared Lane Markings

Volume Management

Wayfinding signage serves three purposes:

• confirmation signs assure bicyclists they are on the 
right route

• turn signs mark where a bicycle route turns

• decision signs mark the junction of two or more 
bikeways

Bicycle boulevards should have a maximum posted 
speed of 25 mph. Use traffic calming to maintain an 
85th percentile speed below 22 mph. Speed tables 
should be placed no more than 350’ apart.

Shared lane markings support the wayfinding signage 
in confirming the street as a bike route, and reminding 
drivers to expect bicyclists on the street. Shared 
lane markings should be placed immediately after 
intersections and no more than 250’ apart. 

Partial closures and other volume management tools 
limit the number of cars traveling on the bicycle 
boulevard.

NEIGHBORHOOD AND COMMERCIAL GREENWAY DESIGN 
GUIDANCE
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Turn Markings

Textured paving with Green-
backed shared lane markings

Stop signs on cross streets

Neighborhood and commercial greenways may need 
to use multiple streets to piece together a longer route. 
Where these turns occur, shared lane markings can 
be modified by rotating the chevron arrows to guide 
bicyclists through the turn. 

Strips of textured pavers aligned with car tire paths are 
designed to slow traffic and remain compatible with 
bus service. Bicyclists can utilize the smooth paved 
surface in between the textured pavers. Green-back 
shared lane markings between the pavers helps to 
reinforce the bike route. 

At minor street crossings, the goal is to minimize delay 
for people biking. Stop signs should be placed on the 
cross streets, but not along the bike route, to reduce 
bicyclist delay and reinforce that this is a bicycle-
priority street. 

All Images Sourced from: NACTO 
Urban Bikeway Design Guide
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Wilton Manors
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INTRODUCTION

The City of Wilton Manors boarders Oakland Park and Fort Lauderdale and is in Broward County.  The proposed 
station location is at the intersection of NE 26th Street and the FEC railway. While currently a mix of single-family 
neighborhoods and low-density commercial and civic corridors, new development and redevelopment is occurring 
in the community.  Combined with a strong LGBQ identity and community, Wilton Manors is experiencing 
increased demand for more dense, walkable, and vibrant quality of life. 

While neighborhood streets in the station area a calm and walkable, the conditions along the major corridors 
that pass through Wilton Manors provide minimal conditions for walking and biking comfort.  As the City grows, 
enhancing the major corridors that connect the station will improve the comfort, safety, and convenience of 
walking and biking to the proposed station or other community destinations.

KEY GOALS

• Reconfigure Five Points intersection to better 
serve people walking, biking, driving, and using 
transit

• Build a complete network of walkways and 
bikeways along streets that connect to the Five 
Points intersection

• Enhance streets with street trees, wayfinding, and 
other street amenities that benefit people walking 
and biking as well as the businesses and residents 
along the streets

N 0 25 50 FT

P P

NE 26TH ST

N 
DI

XI
E 

HW
Y

WILTO
N DR

WILTON MANORS

EXISTING CONDITION

PROPOSED CONDITION
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STREET GRID DESTINATIONS

Waterways 
and some 
major streets 
interfere with the 
street grid, but 
neighborhood 
and commercial 
accessways 
provide some 
walking and 
bicycling access

Places of interest 
and institutions 
are found 
throughout the 
area but generally 
are off of major 
streets 

HIGH VEHICLE SPEEDS KEY TRANSIT ACCESS CORRIDORS

High speed 
streets are not 
immediately 
adjacent to the 
station area, but 
are nearby

The station is 
within walking 
and bicycling 
distance from 
most transit stops

PEDESTRIAN + BICYCLE COLLISIONS BICYCLE CONNECTIONS

Most crashes 
involving people 
walking or 
bicycling have 
occurred on 
major streets

Little dedicated 
bicycling 
connections 
are made in the 
surrounding areas 
or provided on 
major streets

EXISTING CONDITIONS

Crash
Serious Crash

5 Minute Bike Ride

10 Minute Walk
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NEEDS AND OPPORTUNITIES
The station area is home to a bustling number of bars and restaurants, museums, schools, as well as new 
residential and commercial developments.  The convergence of major streets and daily activity is at the Five Points 
intersection in Wilton Manors.

The major streets that converge at the Five Points intersection have higher volumes of vehicles, higher vehicles 
speeds, and multiple travel lanes.  These conditions make crossing streets more difficult and stressful, particularly 
at complex intersections like Five Points.  The local street grid around the station area is well connected and 
provides multiple connection points to these major corridors and the proposed station.  By improving the quality 
of the network of walkways and bikeways around the proposed station, particularly along the major streets, the 
area will become more accessible by foot and bike.

SAFETY AND COMFORT
• Walking and biking in the station area has 

improved with recent street projects, but gaps and 
substandard facilities still define the walkway and 
bikeway network

• Walking and biking along major streets and 
intersections does not feel safe or comfortable in 
the station area

SENSE OF PLACE
• Wilton Manors has a strong character, but it is 

often not reflected in the street infrastructure

• Public art and the arts community has helped 
define the City’s sense of place

• Streets and public spaces, such as the part at the 
Five Points Intersection, present opportunities to 
enhance the area’s sense of place and identity

CONNECTIONS + CROSSINGS
• Connectivity between neighborhoods and 

community destinations along major corridors is 
good, but routes often lack character and comfort

• The Five Points intersection causes delay for 
people walking and biking by requiring the use of 
multiple light cycles to cross the streets



34 | TRI-RAIL COASTAL LINK: Walking + Biking Access Study

1 4N Dixie HWY / SR 811 (North of 26th) NE 26th Ave (East of RR Xing)

52 NE 6th Ave NE 24th St

63 Five Points N Dixie HWY / SR 811 (South of 26th)

6

1

3

2

4

5

N
 D

ix
ie

 H
w

y/
Sr

 8
11

NE 26th St

Wilton Dr/SR 811

NE 24th St

Complete Streets + Complete Networks
This study area has many opportunities to improve walking and biking connections to the proposed station.  Five 
street concepts and one intersection concept illustrate how a complete network of walkways and bikeways can be 
created around the proposed station.

PROPOSED CONCEPTS
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N Dixie Highway / SR 811 (North of 26th)
The street is a state highway extending north to Oakland Park and south to Ft. 
Lauderdale. Development along the corridor is primarily commercial with frequent 
driveways and parking lots fronting the street.  The recommended cross section will 
restore the human scale of the corridor and increase the comfort along the street 
by providing physical separation between people walking and biking and passing 
vehicles.

1

4½’ 6’ 2’ 11’10½’11’4’ 11½’ 10½’ 5½’ 3½’

N DIXIE HWY / SR 811 (NORTH OF 26TH) 
EXISTING

80’ RIGHT OF WAY

N

7’ 6’ 6½’12’3’6½’ 11’ 12’ 3’ 6’ 7’

N DIXIE HWY / SR 811 (NORTH OF 26TH) 
PROPOSED: LANE ELIMINATION, SIDEWALK 
WIDENING, AND SEPARATED BIKE LANES

80’ RIGHT OF WAY

N

Existing

Proposed: Lane Elimination, Sidewalk Widening, and Separated Bike Lanes

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY
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NE 6th Avenue
NE 6th Avenue is a residential corridor with a narrow shoulder and sidewalk 
separated from the road by a grass buffer.  The current speed limit is 30 mph, 
frequent residential driveways, and the use of the corridor as a connection to 
commercial destinations on Wilton Drive and E Oakland Park Boulevard make it 
uncomfortable for people biking.  Many of the people biking along the corridor 
use the sidewalk for increased protection from traffic, but this poses in increase 
risk for people walking and people driving using driveways. A complete street 
concept with bike lanes and wider sidewalks would increase the safety, comfort, 
and accessibility for neighborhood residents and people passing through the area.

2

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

Proposed: Wider Sidewalks and Bike Lanes

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY
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Five Points Intersection
The Five Points intersection is complicated and difficult to navigate for everyone.  
Currently, there is no dedicated space for people to bike through the intersection.  
Additionally, minimal sidewalks and long signal phases make walking through the 
intersection uncomfortable and inconvenient.

The proposed intersection concept illustrates how changes to all of the intersection 
streets can be implemented to improve safety for people walking, biking, and 
driving through the intersection.  The concept shortens crossing distances,creates 
opportunities for more direct and simple turning movements, and improves visibility 
and protection for people walking and biking.  Further study is required to test traffic 
operations including signal timing, lane reductions, and vehicle turning movements. 

3

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY
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5’ 5’ 7’ 5’11’ 11’ 11’ 7’ 5’

NE 26TH ST (EAST OF RR XING)
PROPOSED: LANE ELIMINATION AND SEPARATED 
BIKE LANES

70’ RIGHT OF WAY

N

NE 26th Street (East of FEC Railway)
NE 26th Street is a five-lane high capacity road that passes east/west through the 
study area.  The recommendation is to reduce the number of travel lanes from five 
to three.  In doing so, space can be used to create dedicated bikeways, opportunities 
for shade trees along sidewalks, and wider sidewalks.  These changes will make 
it more comfortable and safer to walk, bike, and drive along the street.  It will 
also support higher-density mixed use development opportunities and improve 
connections to the proposed station.

4

Proposed: Lane Elimination and Separated Bike Lanes

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY
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NE 24th Street
NE 24th Street is a low-volume two-way street that crosses the FEC railway and 
connects N Dixie Highway to NE 15th Avenue.  East of the railway the street 
context is residential while west of the railway there are commercial businesses.  
Short-term recommendations east of the railway include advisory bike lanes to 
create shared space for people walking and biking without reconstructing the 
street.  Long-term, east of the railway recommendations include widening the 
street to build sidewalks, bike lanes, and on-street parking along the north side of 
the street.  West of the railway, recommendations include widening the street to 
building sidewalks and bike lanes.

5

N

10’5’ 5’

NE 24TH ST (EAST OF RR XING) 
PROPOSED [NEAR TERM]: 
ADVISORY SHOULDERS

28-30’ RIGHT OF WAY

N

10’ 10’5’8’6’ 5’ 5’

NE 24TH ST (EAST OF RR XING) 
PROPOSED [LONG TERM]: 
ADVISORY SHOULDERS

51’ RIGHT OF WAY (31-33’ EXPANSION)

N

10’ 10’6’4’8’ 6’ 4’ 5’

NE 24TH ST (WEST OF RR XING) 
PROPOSED [LONG TERM]: BIKE 
LANES AND SIDEWALKS

53’ RIGHT OF WAY (28’ EXPANSION)

Proposed (Short-Term): 

Advisory Shoulder/Bike Lane

East of Railway

Proposed (Long Term): 

Bike Lanes + Sidewalks + On-Street Parking

West of FEC Railway

Proposed (Long Term): Bike Lanes + Sidewalks

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

East of FEC Railway
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6’ 6’ 6’ 6’3’ 3’8’ 8’11’ 11’

N DIXIE HWY / SR 811 (SOUTH OF 26TH) 
PROPOSED B: SIDEWALK WIDENING, 
PARKING-SEPARATED BIKE LANES

70’ RIGHT OF WAY (18’ EXPANSION)

N

P P

Proposed B: Sidewalk Widening, Parking-Separated Bike Lanes

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY

N Dixie Highway (south of Five Points intersection)
Along N Dixie Highway, there are businesses that are currently using part of the right-
of-way for head-in parking.  The bike lanes and sidewalks are narrow, and the parked 
vehicles often encroach into the sidewalk and bike lane.  More space is needed to 
create comfortable and safe conditions for everyone using the street.  Two concepts 
are developed for this corridor.  Option A uses the existing right-of-way to preserve 
two-travel lanes and build a curb protected bike lane and a wider sidewalk.  This option 
requires the removal of existing on-street parking.  Option B expands the right-of-way 
by 18 feet to accommodate parallel on-street parking on both sides of the street.  The 
additional right-of-way could be acquired as part of redevelopment along the corridor.

6

6’ 6’ 6’ 6’2’ 2’11’ 11’

N DIXIE HWY / SR 811 (SOUTH OF 26TH) 
PROPOSED A: SIDEWALK WIDENING, 
SEPARATED BIKE LANES

52’ RIGHT OF WAY

N

Along N Dixie Hwy, there are businesses that 
are currently using part of the right of way for 
head-in parking. This proposed concept adds 
curb between the travel lanes, bike lanes, and 
sidewalk which will require reconfiguration of 
the head-in parking, and likely loss of parking. 
The concept on the following page shows 
another concept that replaces the head-in 
parking with parallel parking, while still 
improving the bicycle and pedestrian facilities. 

Proposed A: Sidewalk Widening, Separated Bike Lanes

Note: Assumes no 
additional right-of-way 
is needed.

Note: Requires 18’ of 
additional right-of-way.  New 
setbacks can be negotiated 
as part of redevelopment of 
property along the corridor 
to create opportunities for 
“Main Street” conditions as 
proposed.

N

10’ 10’6’3’7’ 6’ 3’ 7’

6TH AVE 
PROPOSED: WIDER SIDEWALKS 
AND BIKE LANES

50’ RIGHT OF WAY



PAGE INTENTIONALLY LEFT BLANK



42 | TRI-RAIL COASTAL LINK: Walking + Biking Access Study

North Miami Beach
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INTRODUCTION

North Miami Beach is located in northern Miami-Dade County and extends from the intracoastal waterway to I-95.  
Development and redevelopment is occurring through the City, particularly in areas near the proposed train station.

The proposed station location is at 163rd Street and the FEC railway.  Station locations include areas north and south 
of this intersection.

Around the station, major streets are high stress barriers between neighborhoods, parks, and commercial 
destinations.  The proposed network of complete streets and trails can remove these barriers to expand recreation 
and travel options.

KEY GOALS

• Create a network of on-street bikeways and 
walkways that connect the proposed station to 
neighborhoods, parks, and other daily destinations

• Close trail gaps and create seamless transitions 
between the Snake Creek Trail and destinations 
along Dixie Highway

• Enhance bridge crossing at Snake Creek Canal and 
Dixie Highway with dedicated space for people to 
walk and bike over the bridge

NORTH MIAMI BEACH

Old Dixie Highway looking north between 165th Street and Snake Creek Canal.

EXISTING CONDITION

PROPOSED CONDITION
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 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

EXISTING CONDITIONS

STREET GRID DESTINATIONS

 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

Most of the 
streets near 
the station area 
are west of the 
railway with the 
eastern side being 
home to parks, 
wetlands and 
water, or high-
density mixed-use 
developments

Most of the 
cultural or 
institutional 
places of interest 
are located west 
of the railway

 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

HIGH VEHICLE SPEEDS KEY TRANSIT ACCESS CORRIDORS

 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

The proposed 
station area 
is located 
immediately 
near high speed 
streets

Transit 
immediately 
services the 
proposed station 
area

PEDESTRIAN + BICYCLE COLLISIONS BICYCLE CONNECTIONS

 Source: Esri, DigitalGlobe, GeoEye, Earthstar Geographics, CNES/Airbus DS, USDA, USGS, AeroGRID,
IGN, and the GIS User Community

Crashes, including 
fatalities and 
severe injuries 
have occurred 
immediately 
outside the 
proposed station 
area

The station is 
not immediately 
served by 
bicycling 
infrastructure, 
but a local trail 
is located on NE 
165th St. 

Crash
Serious Crash
Fatality

5 Minute Bike Ride

10 Minute Walk
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NEEDS AND OPPORTUNITIES
The streets and neighborhoods around the proposed station all have different character.  North of the station 
are older, single-family neighborhoods.  West of the station area is the City’s “Main Street” along 164th and the 
commercial corridor along 163rd Street.  South of the station area is a mix of commercial and industrial areas.  East 
of the station is a mix of natural areas, high-rise development, and suburban strip malls.  The area is experiencing 
significant growth and development interest along major corridors and while these same corridors are experiencing 
significant increases in traffic due to regional growth.  Growth and safety will need to be balanced to create 
meaningful connections between places where people live, work, play, shop, and learn.

CONNECTIONS + CROSSINGS
• Crossings along major corridors are infrequent and 

have minimal treatments for people walking when 
they are present

• West of the railway, the street network provides 
multiple route options to travel to destinations

• East of the railway, the street network is limited, 
creating longer distances and providing less route 
options for people walking and biking

SAFETY AND COMFORT
• Sidewalks are typically narrow with minimal or no 

buffer between the sidewalk and roadway

• Bikeways are narrow or do not exist along streets 
that connect to the proposed station 

• 163rd Street and Biscayne Boulevard are unsafe and 
uncomfortable for everyone due to the high vehicle 
speeds, volumes, and number of travel lanes

• Neighborhood streets near the station are more 
comfortable to walk, but biking is still a challenge no 
matter what type of street you are in the station area

SENSE OF PLACE

• Cultural destinations, like the Ancient Spanish 
Monastery, are historic and within walking distance 
of the proposed station

• Several regional recreation destinations are within 
walking and biking distance of the proposed 
station, including the Snake Creek Trail and Oleta 
River State Park

• New street designs and redevelopment, like what 
is occurring along 164th Street, are creating a new 
sense of identity for North Miami Beach
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PROPOSED CONCEPTS

1 4W Dixie Hwy at NE 170th St W Dixie Hwy (South of Snake Creek Bridge)

52 W Dixie Hwy at St Bernard De Clairvaux Northside of Snake Creek

63 W Dixie Hwy (Snake Creek Bridge) Southside of Snake Creek
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Snake Creek

 Trails and Complete Streets to Transit and Parks
The proposed recommendations illustrate how new multi-modal connections can be made to areas north, south, 
and west of the proposed station.  The recommendations along W Dixie Highway target on-street improvements 
for walkways and bikeways, with a particular attention given to Snake Creek Bridge upgrades.  The concepts also 
illustrate how the Snake Creek Trail can be enhanced to intersect with W Dixie Highway.
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10’ 7’ 7’11’5’ 10’ 10’ 5’ 12’ 22’

OLD DIXIE @ MONASTERY 
PROPOSED: SEPARATED BIKE LANES WITH WIDER SOUTHEAST SIDEWALK

97’ RIGHT OF WAY

N

W Dixie Highway at NE 170th Street
This section of the corridor has a mix of commercial and residential development.  
There is a sidewalk along the west side of the road that is separated from the roadway 
by a wide landscape buffer.  There are no bikeways along the street. The proposed 
interim strategy include the construction of a wide shared-use path along the east 
side of the street, which will connect the park to the Snake Creek River Trail. The long-
term strategy includes the addition of on-street bikeways and improvements to the 
sidewalk along the west side of the street.

7’ 13’ 11’18’ 13’

97’ right of way

35’

EXISTING

N

1

Existing

Proposed: Shared Use Path (Interim Strategy)
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W Dixie Highway at St Bernard De Clairvaux
The section of the corridor has a mix of residential properties, parks, and civic uses.  
Similar to areas along the corridor to the north, the street has a sidewalk along the 
west side of the street with no bikeways. The proposed concept includes a wider 
sidewalk along the west side of the street, a shared-use path along the east side of 
the street, a separated on-street bike lane, and street trees.

10’ 7’ 7’11’5’ 10’ 10’ 5’ 12’ 22’

PROPOSED: SEPARATED BIKE LANES WITH WIDER SOUTHEAST SIDEWALK

97’ right of way

N

7’ 12’ 11’26’ 10’

75’ right of way

9’

EXISTING

N

2

Existing

Proposed: Separated Bike Lanes with Wider Southeast Sidewalk
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P

P

Reconstruct intersection as 
roundabout with continuous 
sidewalks and bike lanes 
(requires right-of-way 
acquisiton)

If bridge reconstruction is 
deemed unecessary, two 
new bridges could be 
installed to facilate walking 
and biking across the creek.

Current traffic 
counts support a 
5-to-3 road diet
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NE 167TH ST

N50’0’

Rectangular Rapid 
Flashing Beacons 
(RRFBs) & median 
refuge islands at Old 
Dixie crossings

N50’0’

Snake Creek Bridge at 167th Street
The bridge recommendations are a key component of the W 
Dixie Highway corridor concept. It illustrates in plan view how 
the bridge and near-by intersections can be re-designed to 
accommodate people walking and biking, improve crossings, 
enhance traffic follow, and manage vehicle speeds through the 
area.  At the intersection of 167th Street and W Dixie Highway, a 
roundabout is proposed.  It provides dedicated space for people 
walking and biking around the entire intersection, provides clear 
movement patterns to improve safety for everyone using the 
intersection, minimizes mixing of people walking, biking, and 
driving.  The concept also includes placemaking opportunities in 
the center of the roundabout and along the edges of the street.  
These features may include street trees and public art.

3
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P

P

Current traffic 
counts support a 
5-to-3 road diet
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Snake Creek Bridge -  
Snake Creek Canal to 167th Street
This section between the proposed roundabout and the bridge 
transfers roadway space from vehicle travel lanes to protected 
bicycle lanes and sidewalks on both sides of the street.  There 
is also an at-grade street crossing where the Snake Creek River 
Trail intersects with W Dixie Highway.

3
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P

P

Reconstruct intersection as 
roundabout with continuous 
sidewalks and bike lanes 
(requires right-of-way 
acquisiton)

If bridge reconstruction is 
deemed unecessary, two 
new bridges could be 
installed to facilate walking 
and biking across the creek.

Current traffic 
counts support a 
5-to-3 road diet
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NE 167TH ST

N50’0’

N50’0’

Rectangular Rapid 
Flashing Beacons 
(RRFBs) & median 
refuge islands at Old 
Dixie crossings

Snake Creek Bridge -  
Snake Creek Canal to 164th Street 
The southern extent of the Snake Creek Bridge concept includes 
connections to the proposed trail along the Snake Creek Canal 
and to the proposed train station near the intersection of the FEC 
railway and 163rd Street.  The bridge improvements include wide 
pathways on both sides of the bridge to accommodate people 
walking and biking.  These improvements can be done as separate 
bridge spans if the existing bridge is maintained for vehicles or 
integrated into a new bridge if the existing bridge is replaced.  

The bridge concept also includes two at-grade crossings for people using the Snake Creek 
River Trail.  The crossings provide a safe and direct way to cross W Dixie Highway. 

Lastly, the on-street bikeway and wider sidewalks are extended south along W Dixie Highway 
to provide ease and comfortable walking and biking access to the proposed train station.

3
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W Dixie Highway (South of Snake Creek Bridge)
The corridor character south of the bridge is a mix of commercial, industrial, and 
retail development.  Currently, there are multiple travel lanes, on-street parking, 
narrow sidewalks, and no bikeways.  The proposed concept eliminates two travel 
lanes and on-street parking.  In their place are wider sidewalks, protected bikeways, 
and street trees.  These changes will improve walking and biking access between 
the station and community destinations, and make walking and biking more 
comfortable for a wider range of ages and abilities.

5’ 9’ 7’11’11’ 11’ 11’ 11’ 19’ 5’

EXISTING

76’ right of way

P

N

10’ 7’ 7’11’5’ 10’ 10’ 5’ 10’

PROPOSED: SEPARATED BIKE LANES

75’ right of way

N

4

Existing

Proposed: Separated Bike Lanes
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Northside of Snake Creek Trail between 20th and 21st 
Avenue 
Currently, there is undeveloped right-of-way along the north side of the Snake Creek 
Canal.  The proposed concept for the multi-use path is for a cantilevered boardwalk.  
The boardwalk is proposed because of the width of available right-of-way and slope 
of the bank of the canal.  When implemented, the trail will provide a recreational 
amenity as well as a transportation connection to neighborhood destinations.  
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SNAKE CREEK GREENWAY (20TH TO 21ST) 
PROPOSED

234’ RIGHT OF WAY

N

Existing

Proposed
Note: Difference between existing and proposed right-of-way is five 
feet.  The additional five feet is assumed to come from private property 
along the south side of the canal.  The additional ROW can be achieved 
as part of redevelopment and requirement for buildings to be setback 
five feet.  The additional 5’ feet creates space for street trees along the 
sidewalk between the sidewalk and roadway.  If the additional setback 
is not possible, the street trees can not be installed and the sidewalk 
will be adjacent to the travel lane.

See cross section on subsequent page for details.



54 | TRI-RAIL COASTAL LINK: Walking + Biking Access Study

Southside of Snake Creek Trail between 20th and 21st 
Avenue
The southside of the canal will use existing right-of-way to develop a separated 15’ 
shared use path.  It will be between the canal and 165th Street.  The sidewalk along 
165th will also be widened and street trees will line the street.  To accommodate 
these changes, 165th Street will be converted from a two-way street to an east-bound 
one-way street.  The trail will link the station area to major destinations including 
Snake Creek Park, North Miami Beach Library, Mishkon Park, pedestrian path to Nova 
Southeastern University buildings and the many residential areas along the corridor.
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five feet.  The additional five feet is assumed to come from private 
property along the south side of the canal.  The additional ROW 
can be achieved as part of redevelopment and requirement for 
buildings to be setback five feet.  The additional 5’ feet creates 
space for street trees along the sidewalk between the sidewalk and 
roadway.  If the additional setback is not possible, the street trees 
can not be installed and the sidewalk will be adjacent to the travel 
lane.
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Hollywood
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INTRODUCTION

The City of Hollywood is located immediately south of Ft Lauderdale Florida in Broward County and it is surrounded 
by several cities.  The proposed station is located near the intersection of Hollywood Boulevard and the FEC railway.  
Along the S Dixie Highway/21st corridor is a mix of industrial, retail, and commercial uses.  To the west of the railway 
are residential neighborhoods, schools, and parks. To the east of the railway is Downtown Hollywood and residential 
neighborhoods.  

Around the station, major streets present barriers between neighborhoods. Additionally, the railway has infrequent 
crossings and where they do exist, dedicated bikeways are not provided and minimal walkways are available. The 
proposed improvements to the intersection of Hollywood Boulevard and S Dixie Highway/21st Avenue will improve 
safety for everyone at the intersection and lower traffic stress, particularly for people walking and biking.  These 
improvements will improve the ease and comfort of accessing the proposed station by foot or on bike.

KEY GOALS

• Connect areas east and west of the railway with 
a convenient, safe, and low-stress walkway and 
bikeway network

• Calm traffic and improve conditions that support 
people walking and biking as well as adjacent 
businesses along S Dixie Highway/21st Avenue

• Illustrate how proposed changes along Hollywood 
Boulevard, S Dixie Highway, and 21st Avenue 
connect in a seamless, intuitive, and safe way at the 
FEC railway

HOLLYWOOD

EXISTING CONDITION

PROPOSED CONDITION
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STREET GRID DESTINATIONS

The area west 
of the Railway 
has longer 
block lengths 
while the east 
side has a more 
conventional grid

Most destinations 
in Hollywood 
are located 
along Hollywood 
Boulevard 
immediately west 
of the station are 
within a half mile 
in the Central 
Business District

HIGH VEHICLE SPEEDS KEY TRANSIT ACCESS CORRIDORS

The station 
area is bounded 
by high speed 
streets which are 
intimidating to 
people walking 
and bicycling 
or people with 
transportation 
disadvantages

Transit is found 
throughout the 
station area and 
connects at the 
proposed station

PEDESTRIAN + BICYCLE COLLISIONS BICYCLE CONNECTIONS

More crashes 
involving people 
walking or 
bicycling occur 
east of the 
railway on many 
streets

There is no 
dedicated 
infrastructure 
for people 
bicycling near the 
proposed station

EXISTING CONDITIONS

Crash
Serious Crash

5 Minute Bike Ride

10 Minute Walk
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NEEDS AND OPPORTUNITIES
The proposed station area is bordered by S Dixie Highway, 21st Avenue and Hollywood Boulevard.  The one-way 
pair of Dixie and 21st are high speed, high volume multi-lane streets.  They parallel the FEC railway going north 
(21st) and south (Dixie) with three travel lanes in each direction, minimal sidewalks, and no bikeways.  Hollywood 
Boulevard is a four-lane street and is considered the “Main Street” of Hollywood with many restaurants, 
businesses, and hotels, particularly east of the FEC railway.  

Because of these conditions, walking and biking safety and comfort in the area is low.  To improve walking and 
biking access to the station, intersections and streets need to have dedicated bikeways, wide sidewalks, and other 
features that improve the comfort and convenience of walking to and from the station.

SAFETY AND COMFORT
• With the exception of a few blocks in Downtown 

Hollywood, most of the streets in the station area are 
uncomfortable to walk and bike along

• The high traffic stress is the result of long block lengths 
(infrequent opportunities to cross streets), high vehicle 
speeds and volumes, and narrow or missing walkways 
and bikeways

• Most intersections require enhancements to create a 
safer and enjoyable walking and biking experience

• Some streets have street trees that provide shade and 
comfort for people walking, but most do not

SENSE OF PLACE
• Hollywood has a strong public art and mural scene, 

creating a unique identity that is visually attractive

• Wayfinding can direct people to major destinations and 
also be used to create a branded identity around the 
proposed transit station

CONNECTIONS + CROSSINGS
• Enhanced intersections, especially along major 

streets, should be improved with wider walkways and 
dedicated space for bikeways through intersections

• Currently, there are no bikeways within the station 
area

• Complete networks of walkways and bikeways for all 
ages and abilities will encourage more people to walk 
and bike, particularly to the proposed station

• Enhanced railway crossings will improve safety and 
convenience for people walking and biking
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PROTECTED INTERSECTION GUIDELINES

Davis, CA - The protected intersection connects buffered bike lanes and conventional 
bike lanes.

A protected intersection uses a collection of intersection design elements designed to maximize user comfort 
within the intersection and promote a high rate of yielding to through bicyclists. The design is based on a setback 
bikeway crossing using physical separation within the intersection to define the turning paths of motor vehicles, 
slow motor-vehicle turning speed, and offer a comfortable refuge for bicyclists waiting within the intersection at a 
red signal.

Salt Lake City, UT - The 
protected intersection is used to 
improve safety and circulation 
at an intersection where two 
protected bike lanes cross.
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SIDEWALK AT RAILROAD CROSSING GUIDELINES

GUIDANCE

• Bells or other audible warning devices may be 
included in the flashing-light signal assembly to 
provide additional warning for pedestrians and 
bicyclists. 

• Pedestrians need clear communication and 
warning to know that they may encounter a train 
and when a train is coming. Provide clear definition 
of where the safest place to cross is.

• The crossing should be as close as practical to 
perpendicular with tracks.   Ensure clear lines of 
sign and good visibility so that pedestrians can see 
approaching trains

• The crossing must be level and flush with the top of 
the rail at the outer edge and between the rails.

• Flangeway gaps should not exceed 2.5 in (3.0 in for 
tracks that carry freight.)

DESCRIPTION

Locations where sidewalks must cross railroad tracks 
are problematic for pedestrians, particularly for those 
with mobility or vision impairments. 

Wheelchair and scooter casters can easily get caught 
in the flangeway gap, and slippery surfaces, degraded 
rough materials, or elevated track height can cause 
tripping hazards for all pedestrians.

Angled track crossings also limit sight triangles, 
impacting the ability to see oncoming trains.

Concrete or rubber is the best 
material for pedestrian railroad 
crossings.

Pedestrian automatic 
gate arms or manually 
operated swing gates may  
help control pedestrian 
movements.

Barriers and swing 
arm gates may 
be appropriate to 
channelize pedestrian 
crossings.

DISCUSSION

Crossing design and implementation is a collaboration 
between the railroad company and highway agency. 
The railroad company is responsible for the crossbucks, 
flashing lights and gate mechanisms, and the highway 
agency is responsible for advance warning markings 
and signs. Warning devices should be recommended 
for each specific situation by a qualified engineer based 
on various factors including train frequency and speed, 
path and trail usage and sight distances.
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PROPOSED CONCEPTS
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 Protected Intersection + Enhanced Railroad Crossing
Recommendations for the Hollywood station focus on improvements at the intersection Hollywood Boulevard, 
S Dixie Highway, and 21st Avenue.  The concept multiple best practices with previously proposed concepts or 
improvements that are under construction, such as the Hollywood Boulevard improvements west of S Dixie 
Highway.  The proposed improvements illustrate how traffic stress can be reduced for people walking and biking, 
and safety can be improved for everyone using the intersection including people walking, biking, and driving.  The 
improvements will also provide a critical link to the proposed station and better connect neighborhoods east and 
west of the FEC railway.
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Hollywood Boulevard crossing at the 
FEC railway
This railway crossing concept includes adding a north/
south crosswalk on the western side of the intersection 
of Hollywood Boulevard and 21st Avenue.  Adding 
this crosswalk reduces the delay for people walking 
to get to and from the proposed station along 21st 
Avenue.  Additionally, on-street buffered bike lanes 
and wider sidewalks are provided across the railway 
to reduce traffic stress and improve safety. To create 
the westbound bike lane and improve the alignment of 
westbound travel lanes, one westbound travel lane is 
eliminated across the railway and the median width at 
the railway is reduced.
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Separated bike lane with 
on-street parking and 3’ 
raised median to accomo-
date people loading/un-
loading from vehicles

Reduce to one 
recieving lane to 
accomodate pro-
tected intersection 
at NW corner

Hollywood Boulevard at North Dixie 
Highway
N Dixie Highway will see one travel lane converted 
to parallel on-street parking and a 3’ raised median 
separating the parking lane from the bikeway. The 
northwest corner of the intersection will have a 
protected intersection treatment, reducing traffic 
stress for people biking at the intersections.  The 
proposed bikeways along Dixie Highway intersection 
with the bikeways along Hollywood Boulevard.
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Hollywood Boulevard at South Dixie 
Highway
South Dixie Highway will see one travel lane converted 
to parallel on-street parking and a 3’ raised median 
separating the parking lane from the bikeway.  The 
southwest corner of the intersection will have green 
pavement parking and a two-stage turn box to facilitate 
southbound left turns for people biking south along 
Dixie Highway.  Because of the eastbound dedicated 
right-turn lane for vehicles, a protected intersection at 
this corner can not be created.  A protected intersection 
can be created if the dedicated right-turn lane is 
removed and the eastbound through lane is changes to a 
through/right-turn lane.  
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Reconstruct curb 
extension to acco-
modate street-level 
bike lane

Hollywood Boulevard at N 21st Avenue 
Along N 21st Avenue, the diagonal on-street parking along 
the west side of the roadway will be converted to parallel 
on-street parking.  This change creates space to construct a 
sidewalk along the westside of the street, which will provide 
a safe walkway for people existing their vehicles and a more 
direct walking route to the proposed station. Along the east 
side of the N 21st Avenue, the on-street parking is shifted 
away from the existing curb to create space for a parking-
protected bike lane.

At the SE and NE corners of the intersection, a protected 
intersection is created to provide space for people biking 
through the intersection to wait comfortably.  It also separates 
people walking and biking to reduce conflicts between the 
two users.  The street configuration and streetscape along 
Hollywood Boulevard east of 21st Avenue is preserved.
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Protected inter-
section designed 
for 20’ curb radii

Bend bike lane 
around existing 
tree well

Hollywood Boulevard at S 21st Avenue
Along S 21st Avenue, the diagonal on-street parking along the west 
side of the roadway will be converted to parallel on-street parking.  
This change creates space to construct a sidewalk along the westside 
of the street, which will provide a safe walkway for people existing 
their vehicles and a more direct walking route to the proposed station. 
Along the east side of the S 21st Avenue, the on-street parking is 
shifted away from the existing curb to create space for a parking-
protected bike lane. Lastly, the northbound dedicated right-turn lane 
is removed to create space for the protected bike lane, protected 
intersection, and additional parallel on-street parking spaces.

At the SE and NE corners of the intersection, a protected intersection 
is created to provide space for people biking through the intersection 
to wait comfortably.  It also separates people walking and biking to 
reduce conflicts between the two users.  The street configuration 
and streetscape along Hollywood Boulevard east of 21st Avenue is 
preserved.




