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Introducttion
The Baltimo
ore City Deparrtment of Tran
nsportation
(BCDOT), att the request of
o the Baltimo
ore Casino
Local Develo
opment Coun
ncil (LDC) and the Mayor’s
Office of Economic and Neighborhood
N
d
Development, developed
d a Complete Streets
S
Plan
for the geog
graphic area known
k
as the South
Baltimore Gateway.
G
The Complete
C
Stre
eets team was
led by the BCDOT
B
Transp
portation Planning Division.
The Plan has three sections: the framew
work plan
ment),the neigh
hborhood cha
apters, and
(this docum
the Resourcce Guide.
The framew
work plan presents best pracctices based
on the BCDOT Complete Streets Policyy and the
national perrspective and includes a compilation of
existing tran
nsportation studies and
recommend
dations relevant to the study area. The
second secttion of the Plan, the neighborhood
chapters, bu
uilds upon the
e framework plan.
p
And
finally the th
hird section, a Resource Guide, provides
information for neighborhoods to movve forward
with the reccommendation
ns of this Plan
n.
The Comple
ete Streets Pla
an is a neighbo
orhooddriven effort, coordinated
d with City age
ency capital
projects and
d infrastructurre investment. The
elements off the Plan were
e developed by
b the
residents an
nd business re
epresentatives of the South
Baltimore Gateway
G
area neighborhood
n
ds. Each
neighborho
ood was engag
ged in a public
involvementt process in 20
015 and 2016 to
understand local issues, determine
d
how
w residents
omplete Streetss Plan Framewo
ork Plan
South Baltimore Gateway Co

use tthe streets witthin the neigh
hborhood and make
conn
nections to adj
djacent neighb
borhoods, iden
ntify
com munity goals, and establish
h neighborhoo
od
n to create Co
omplete Stree
ets for
projeects that begin
each
h neighborhoo
od. The inform
mation was compiled
by BC
CDOT with gu
uidance from other agencie
es as
identtified by BCDO
OT and the LD
DC.
The C
Complete Streeets Plan is structured so th
hat over
time projects can be implementted at the req
quest of
h neighborhoo
od and as app
proved by the LDC.
each
As co
ommunities id
dentify future projects, the p
plan
will b
be updated to
o support conttinued comple
ete
streeets improvemeents througho
out the South
Gateeway area.
A ch apter is provid
ded for each n
d in the
neighborhood
Gateway area. Each chapter reflects
Soutth Baltimore G
exist ing conditions and propose
ed improveme
ents
expreessed by resid
dents and bussiness representatives
in th at neighborho
ood. Neighbo
orhood chapte
ers have
been
n developed fo
or:

•Carrooll-Camden
 Cherry Hill
• Fedeeral Hill
 Lakeland
• Mouunt Winans
 Otterbein
n
• Pigtown/Washinggton VLG
 Riverside
• Shaarp-Leaden haall
• Ridgely’s Delight • Soutth Baltimore
 Westport
• Riveerside


Barre Circcle
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Baltimore
e Complete
e Streets Po
olicy
The purpose
e of Complete
e Streets is to ensure that
all streets fu
unction well fo
or all of their users.
u
Baltimorean
ns from age 8 to 80 and peo
ople of all
abilities sho
ould be safe an
nd feel comfortable using
the City’s streets. And tho
ose streets sho
ould
properly acccommodate people
p
travelin
ng by all
modes: walkking, bicycling
g, riding transiit, and
driving.
Furthermore
e, streets mea
an much more
e to a city
than just tra
ansportation. In
I Baltimore, the
t street
rights of wa
ay make up a large
l
percenta
age of the
City’s land area.
a
This is land that is own
ned by
everyone in Baltimore. Be
ecause that lan
nd is not on
uld extract as much value
the tax rolls, the City shou
ossible. That means
m
streets are much
from it as po
too valuable
e to simply serve as conduitts for cars
and utilities. They must in
nstead serve as
a public
space for th
he City. Streetss are among any
a city’s
most important assets, an
nd they must be treated
as such.
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Recog nizing that fact, Baltimore C
City Council
approvved a Compleete Streets Ressolution (Coun
ncil Bill
09-04333) in 2009. B
BCDOT adopte
ed a Complete
e
Streetss Policy in 20113 to impleme
ent the Resolution
and “to
o combine maany ongoing e
efforts across
BCDO T and strengtthen the City’ss efforts to enh
hance
safety and mobility for all users o
of the City’s
portation systeem.” That policcy is found in
transp
Exhibitt 1.
The pu
urpose of this Complete Strreets Plan is to
o
clearlyy identify the b
benefits of Co
omplete Streetts for
Baltim ore, establish consistent gu
uidelines and
proced
dures for makking the City’s streets more
compl ete, and codiffy an impleme
entation plan for the
South Baltimore Ga teway area to
o make sure th
hat
those improvementts happen. The
e method for
accom
mplishing this iis a series of sstreet types, or a
“typolo
ogy,” delineatted by neighborhood and
influen
nced by input residents and
d other stakeh
holder
group s in each neig
ghborhood.

South Baltimo
ore Gateway Co
omplete Streetss Plan Framewo
ork Plan

EXHIBIT 1 BCDOT
B
Comp
plete Streets Po
olicy
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Complete Streets Plan Principles
BCDOT has focused its efforts since 2010 in
developing best practices for typical street
configurations within Baltimore. The initial focus
was on tracking and reporting. Individual
components of Complete Streets have been
generally described for walking, bicycling,
passenger vehicles, parking, transit, freight and
loading. As projects are developed, the elements of
complete streets are designed for specific corridor
and community goals.
The guiding principle for Baltimore Complete
Streets is to create streets and related infrastructure
that provide safe, convenient, and comfortable
travel for all users. Because Baltimore is a city of
neighborhoods, each Complete Street needs to
reveal the unique characteristics of the
neighborhood the street serves. Where a Complete
Street also serves as a connector or corridor
between neighborhoods, that street may need to
address varying sets of characteristics. Complete
Streets accommodate the needs and expectations
of the travelers who want to access or pass through
the surrounding neighborhood, community, or
region.
Typical elements that make up a Complete Street in
Baltimore include the following.
For walking:











8

Sidewalks
Safe crossings and crosswalks
ADA-compliant curb ramps, accessible
routes, and accessible pedestrian signals
Pedestrian refuge areas across wide streets
including medians and bump outs
Street trees for shade, ornamental trees,
planting beds
Amenities including benches, trash
receptacles, shade structures, and public
art
Pedestrian lighting
Pedestrian signage
Pedestrian signals

For bicycling:





Bicycle lanes
Shared-use paths
Bicycle signals
Bicycle signage and markings

For riding transit
(including bus, rail, and water services):







Designated bus lanes
Bus rapid transit corridors
Safe and accessible transit stops
Transit amenities including benches, trash
receptacles, shade structures, public art)
Pedestrian lighting
Transit signage

For delivering freight:






Designated truck routes
Sufficient travel lane widths and
intersection geometry for through and
turning movements
Safe at grade rail crossings and separated
rail and roadway crossings
Freight signage

For driving:







Appropriate lane configurations, width and
geometry
On-street parking that is safe and
convenient
Appropriate speed limits for street
designations and use
Alternative energy (electric charging
stations)
Traffic signage and markings
Traffic signal infrastructure and supporting
systems

South Baltimore Gateway Complete Streets Plan Framework Plan

Benefits of Complete Streets: A National Perspective
Cities across the United States have seen significant
benefits from the development and implementation
of Complete Streets policies. Baltimore’s Complete
Streets Resolution and Policy begin to outline many
of those benefits.1
A More Livable Baltimore
Most of us think of America as the land of choices.
Yet, in just about any community built in the last 50
years, there is only pretty much one choice for
transportation: the car. The more sprawling our
communities—low density, scattered development
linked by busy, high-speed, multi-lane roadways—
the more we are limited to our cars.
Even where daily destinations are close to home,
incomplete streets too often make them
inaccessible by foot, bicycle, or public
transportation. They are cut off by cul-de-sacs that
increase walking distance, or by high-speed roads
lacking bike lanes, sidewalks, comfortable transit
stations, or safe crossings. While some streets do
provide a safe pedestrian environment, it may not
be a pleasant one; the absence of benches, scarce
landscaping, and storefronts set back from the
sidewalk do little to encourage walking.
The heavy reliance on driving has an impact far
beyond today’s traffic jam. People of color, who are
less likely to own cars and more likely to rely on
public transportation, are particularly affected by
poor development patterns. Working families who
own a car are burdened with associated expenses:
purchase cost, maintenance, registration fees, fuel,
and others.
Streets designed solely for automobile travel also
put people at risk. In 2007, there were 4,654
pedestrian deaths and 70,000 reported pedestrian
injuries –- that’s nearly one every eight minutes. In
a poll of people over 50 years old, 47 percent said it
was unsafe to cross the street near their home. In
neighborhoods where traffic is a nuisance and a
threat, residents both young and old are more
inclined to stay in their homes. This limits much
needed physical activity and social interaction.
1

Source material courtesy of the National Complete
Streets Coalition, www.completestreets.org
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Communities are increasingly embracing smart
growth to meet their residents’ desire for choices in
housing, shopping, recreation, and transportation.
Complete Streets meet the demand for
transportation options, while promoting other
community goals. They provide safe and affordable
access for everyone, whether traveling to school,
work, the doctor, or their favorite restaurant.
More than half of Americans recently surveyed
would like to walk more and drive less. Poor
community design and lack of pedestrian facilities
are the primary reasons people cite for not walking
more. An overwhelming number support policies
intended to make their communities more livable
by reducing traffic speed and creating a safer
pedestrian environment.
Complete streets contribute many benefits to the
surrounding community:


Wide, attractive sidewalks and well-defined bike
routes, where appropriate to community
context, encourage healthy and active lifestyles
among residents of all ages.



Complete streets can provide children with
opportunities to reach nearby destinations in a
safe and supportive environment.



A variety of transportation options allow
everyone – particularly people with disabilities
and older adults – to get out and stay
connected to the community.



Multi-modal transportation networks help
communities provide alternatives to sitting in
traffic.



A better integration of land use and
transportation through a Complete Streets
process creates an attractive combination of
buildings – houses, offices, shops – and street
designs.



Designing a street with pedestrians in mind –
sidewalks, raised medians, better bus stop
placement, traffic-calming measures, and
treatments for travelers with disabilities – may
reduce pedestrian risk by as much as 28
percent.

9



A livable community is one that preserves
resources for the next generation: Complete
Streets help reduce carbon emissions and are
an important part of a climate change strategy.

Complete Streets transform the way transportation
serves the American people by creating more
choices, shortening travel times, and encouraging
less carbon-intensive transportation. A community
with a Complete Streets policy values the health,
safety, and comfort of its residents and visitors.
These policies provide opportunities for people of
all ages and abilities to contribute to, and benefit
from, a livable community.
Equity
The pedestrian fatality rate for African Americans is
almost 75 percent higher than for whites, and the
rate for Latinos is over 60 percent higher than the
rate for whites. Despite representing only 12
percent of the U.S. population, African Americans
account for 20 percent of the pedestrian deaths.
Latino children are 40 percent more likely than
white children to be killed while walking, and the
African American pedestrian fatality rate for
children is more than twice that of their white peers.
African American and Latino children riding in cars
are also more likely to be killed than white children
per vehicle mile travelled.
Low-income communities are also
disproportionately affected by unsafe streets. In
counties where more than 20 percent of
households have incomes below the federal
poverty line, the pedestrian fatality rate is over 80
percent higher than the national average.
Older adults of all ethnicities and incomes are at
greater risk, too. Adults over 65 made up 22
percent of all pedestrian fatalities from 2000-2009,
despite being only 13 percent of the population.
Older Latino adults are especially vulnerable, with a
pedestrian fatality rate that is 173 percent higher
than that of older white adults. Designing streets for
the needs of our aging population can address
many of these problems.
Death and injury from traffic accidents aren’t the
only health dangers of incomplete streets. Air
pollution from traffic is linked with leukemia, lung
cancer, heart disease, respiratory illness, and
10

premature death. Children of color are at least 20
percent more likely than their white peers to live in
neighborhoods that exceed air quality standards for
ozone, and are more likely than white children to
suffer from asthma.
When streets are incomplete, it is more difficult for
people walk or bicycle for exercise or for
transportation. Adult African Americans and Latinos
are less likely than white adults to get enough daily
physical activity, and are more likely to be obese.
Low-income children and adults are also more likely
than their middle- or high-income peers to be
obese. Yet, when neighborhoods have sidewalks,
adults living there are more physically active than
are those living in communities without pedestrian
facilities. Ensuring that low-income and minority
communities have safe places to walk is critical for
improving these communities’ health.
Many roads are designed with only cars in mind,
but at least one-third of Americans do not drive,
including children, adolescents, many older adults,
people with disabilities, and low-income individuals.
Latino and African American households are much
more likely to not have access to a vehicle, and
people of color who are also low-income are even
more likely not to have a car. Of those Americans
who don’t have access to car, 700,000 don’t have
access to public transportation. Providing
transportation options is essential in ensuring that
all people have access to education, employment,
religious and cultural institutions, and friends and
family.
With or without a car, the costs of transportation
are a burden for many. This is especially true for
low-income families, since people in the lowest 20
percent income bracket spend an average of 42
percent of their annual income on transportation,
compared to 22 percent for middle-income
households. The burden extends to the middle class
as well: when taking transportation costs into
account along with housing costs, only 28 percent
of American communities are affordable for typical
households in the region. Making our streets safe
and convenient for walking, riding a bike or taking
transit can help families save money on
transportation and relieve strained budgets.

South Baltimore Gateway Complete Streets Plan Framework Plan

Since many people of color are less likely to own
cars than whites, it’s not surprising that on average
they walk for more trips, are four times more likely
than whites to commute by transit, and place more
importance on street design features that support
multimodal travel in surveys of physical activity.
People of color also took up bicycling at a faster
rate than white Americans from 2000 to 2009. Lowincome Americans are more likely to take transit
than their middle-income peers and more likely to
bike for transportation, and low-income children in
urban areas are more likely to walk or bike to
school. Transportation policy that treats facilities for
these users as an optional extra perpetuates the
inequalities and ignores major segments of the
country’s population.
Children
When streets are designed only for cars, they
become barriers for children, who cannot safely
walk or bicycle along or across them. Unfortunately
these safety fears are well founded – pedestrian
injury is a leading cause of unintentional, injuryrelated death among children, age 5 to 14.
As a result, many children end up in the back seat
of the car, missing out on opportunities for
independence and physical activity. One recent
survey found that, while 71% of adults walked or
rode their bicycles to school as a child, a mere 17%
of their own children currently do so. While
“stranger danger” is often cited as a primary factor,
a CDC survey found that trafﬁc-related danger is a
more common reason children did not walk to
school. Limited physical activity is a factor in the
obesity epidemic among children. The number of
overweight or obese American children nearly
tripled between 1980 and 2004.
Complete Streets provide children with
opportunities to walk, bike and play in a safe
environment. More children are likely to walk or
bike to school when sidewalks or footpaths are
present, when there are safe street crossings, and
when school zones enforce a reduced vehicle
speed. Streets that provide dedicated space for
bicycling and walking help kids get physical activity
and gain independence.
Through this Plan, Baltimore will consider the needs
of children every time a transportation investment
South Baltimore Gateway Complete Streets Plan Framework Plan

decision is made. Roads near schools and in
residential neighborhoods are designed and altered
to allow children, the most vulnerable users of our
streets, to travel safely.
People with Disabilities
Baltimore’s streets must allow safe and comfortable
travel for everyone, including people with
disabilities. Yet, can often be difficult to navigate for
people who use wheelchairs, have diminished
vision, can’t hear well, or for people who move
more slowly. Nearly one in five Americans face at
least one of these challenges.
Incomplete streets do not provide for pedestrians
of all abilities and are thus a constant source of
frustration and danger for people with disabilities.
Along incomplete streets, unpaved surfaces and
disconnected, narrow, or deteriorated sidewalks
discourage wheelchair travel – and the lack of a
curb ramp can force a pedestrian into the street.
Wide intersections designed to quickly move
motorized traffic may not provide enough time for
someone with a disability to cross safely. Pedestrian
signals that use only visual cues can lead to
dangerous situations for those with low vision. A
recent study found that blind pedestrians waited
three times longer to cross the street, and made
many more dangerous crossings than sighted
pedestrians.
Planting a bus stop sign in a patch of grass may not
trigger other site improvements, but without
sidewalks and necessary curb cuts, these stops are
inaccessible and an uncomfortable place to wait for
everyone. Many people with disabilities may prefer
to use fixed route transit, but a street network that
does not account for their needs forces them to use
more costly paratransit service.
Streets that are truly “complete” provide all of us
with a choice of mobility options. They allow
everyone to travel to and from work, school, and
other destinations with the same level of safety and
convenience, whether or not they have mobility,
vision, or cognitive disabilities. Complete Streets
also help people who are coping with temporary
disabilities as well as those pushing strollers, pulling
wheeled luggage, or managing large packages.
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Complete Streets policies provide flexibility to
transportation professionals and give them room to
be creative in developing solutions that promote
accessible travel. Operating under a policy can
prompt a deeper analysis and encourage them to
work with community members with disabilities. In
roadway design, Complete Streets means attention
to details at intersections, such as installing curb
ramps, audible or tactile signals for blind
pedestrians, and/or providing longer crossing
times; along pedestrian routes by providing smooth
sidewalks free of obstacles, with usable benches;
and at transit stops with ample space to approach,
wait, and board safely.
Complete Streets policies remove barriers to
independent travel by considering the needs of all
users at the outset of every transportation project.
Providing transportation choices for everyone,
including those with disabilities, improves livability
by connecting citizens to their community and by
reducing dependence on more costly alternatives,
such as paratransit or private transportation service.

deadly results: In 2008, older pedestrians were
overrepresented in fatalities; while comprising 13%
of the population, they accounted for 18% of the
fatalities.
These incomplete streets limit safe mobility and can
breed isolation. As people age, some will stop or
limit their driving. More than 50% of older
Americans who do not drive stay home on a given
day because they lack transportation options. Older
Americans make just 6% of their trips on foot or
bike – far less than in some European countries,
where adults over the age of 65 use these active
modes for about half of all trips. Non-driving
seniors make 65% fewer trips to visit family, friends
or go to church; many report they do not like to ask
for rides.

Older Adults

Complete Streets policies offer the opportunity to
improve travel options of people of all ages.
Planning, designing, and building roads with all
users in mind will provide older adults a variety of
options for getting around, whether walking, taking
public transportation, or sharing rides with family
and friends.

Central to the creation of a more livable Baltimore
is the ability for everyone, regardless of age or
ability, to travel safely. Yet, many of our nation’s
roads do little to meet the needs of the growing
population of older Americans. The U.S. Census
Bureau projects that by 2025, nearly one in five
Americans will be over the age of 65, totaling 62
million Americans. Many older adults will continue
to drive for most of their trips, but some will face
physical and cognitive challenges that must be
addressed to enable their continued mobility and
independence.

A majority of people aged 50 or older support
Complete Streets policies. More than half (54%) of
older adults who reported an inhospitable walking,
bicycling, and transit environment outside their
homes would walk, bicycle, and take transit more if
those problems were fixed. Eight of ten of older
Americans surveyed consider that “for many
seniors, public transportation is a better alternative
to driving alone, particularly at night.” Complete
Streets also create safe space for older adults to
walk or bike as exercise, helping them achieve a
healthier lifestyle.

A transportation system that prioritized fast
automobile travel has created roads that are
difficult to navigate or unsafe to travel by foot, bike,
or public transportation. Crossings are long,
intersections are expansive, sidewalks are absent,
and transit stops offer no place to sit. These roads
are especially trying for older adults, even when
behind the wheel. Almost 40% of Americans over
the age of 50 say their neighborhoods lack
adequate sidewalks, 55% report inadequate bike
lanes or paths, and 48% have no comfortable place
to wait for the bus. These incomplete streets have

A community with a Complete Streets policy
considers the needs of older residents every time a
transportation investment decision is made.
Following a Complete Streets process will balance
the sometimes-competing needs of older drivers
and older pedestrians by slowing vehicles down
where necessary, creating an easily navigated
multimodal network of streets, and improving
visibility. Proven methods to create Complete
Streets for aging pedestrians include retiming
signals to account for slower walking speed,
constructing median refuges or sidewalk bulb-outs

12
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to shorten crossing distances, and installing curb
ramps, sidewalk seating, and bus shelters with
seating. Improved lighting, signage, and pavement
markings are among the measures that benefit
drivers of any age, particularly older drivers.
Economic Revitalization
Making it easier for residents and visitors to take
transit, walk, or bike to their destinations can help
stimulate the local economy. The total savings from
biking, walking, or taking transit instead of driving
can really add up across a city, ranging from $2.3
billion in Chicago to an astounding $19 billion a
year in New York City. This “green dividend” means
that residents can spend that money in other ways,
such as housing, restaurants, and entertainment
that keep money circulating in the local economy.
Local businesses see many benefits in improving
access to people traveling by foot or bicycle. When
a bike lane was added along Valencia Street in San
Francisco’s Mission district, nearby businesses saw
sales increase by 60 percent, which merchants
attributed to increased pedestrian and bicycle
activity. Similarly, a study in Toronto showed that
nearly three-quarters of merchants along Bloor
Street expected that better bicycle and pedestrian
facilities would improve business.
Implementing Complete Streets policies can have
economic benefits even before the projects are
finished. Road improvement projects that include
bike and pedestrian facilities create more jobs
during construction than those that are only
designed for vehicles, per dollar spent. Adding or
improving transit facilities is good for jobs, too.
During the recent economic downturn, each
stimulus dollar invested in a public transportation
project created twice as many jobs as one spent on
a highway project. Better bicycle infrastructure can
also create jobs directly, through increased tourism,
bicycle manufacturing, sales and repair, bike tours,
and other activities.
The investment that communities make in
implementing Complete Streets policies can
stimulate far greater private investment, especially
in retail districts and downtowns where pedestrians
and cyclists feel unwelcome. In Washington, D.C.,
design improvements along a three-quarter mile
corridor in Barracks Row, including new patterned
South Baltimore Gateway Complete Streets Plan Framework Plan

sidewalks and traffic signals, helped attract 44 new
businesses and 200 new jobs, along with increases
in sales and foot traffic. Lancaster, California added
pedestrian safety features as part of a downtown
revitalization effort, including a pedestrian-only
plaza, wider sidewalks, landscaping and traffic
calming. The project spurred $125 million in private
investment, a 26% increase in sales tax revenue,
and 800 new jobs, after a public investment of $10.6
million. And in Mountain View, California, the
addition of space for sidewalk cafes and a redesign
of the street for pedestrians were followed by
private investment of $150 million, including
residential, retail and offices, resulting in a vibrant
downtown destination.
Complete Streets policies lead to networks of
streets that are safe and accessible for people on
foot or riding bikes, which in turn raises property
values. In a survey of 15 real estate markets
nationwide, a one-point increase in the walkability
of a neighborhood as measured by WalkScore.com
increased home values by $700 to $3,000. This
increase is amplified when walkable neighborhoods
are near each other, demonstrating the value of
networks of Complete Streets connected
throughout a community.
The preference for walkable neighborhoods is likely
to increase in coming decades, too, as today’s
young college graduates flock to downtowns and
close-in suburbs. The population of collegeeducated 25 to 34 year olds in these walkable
neighborhoods has increased by 26% in the last
decade, creating a workforce that can further add
to economic growth in these communities. And it’s
not just sidewalks: bike paths add value to
neighboring properties as well. Even design
elements like street trees can raise property values.
Even with higher housing prices, walkable
neighborhoods are good for working families.
People living in communities that give them the
option to walk, bike or take transit to their
destinations often pay less in total housing and
transportation costs than those who live in areas
with lower housing prices that are more autodependent. When coupled with programs to
maintain access to affordable housing, families of
all incomes can realize the economic benefits of
Complete Streets.
13

Lower Transportation Costs
Transportation is the second largest expense for
American households, costing more than food,
clothing, and health care. Even before the recent
run-up in gasoline prices, Americans spent an
average of 18 cents of every dollar on
transportation, with the poorest fifth of families
spending more than double that figure. The vast
majority of this money, nearly 98 percent, is for the
purchase, operation, and maintenance of
automobiles. Drivers spent $186 billion on fuel last
year, and without improvements to fuel economy,
Americans will spend an estimated $260 billion in
2020 on gasoline.
This high cost is unavoidable for those who live in
areas that lack sidewalks, bike lanes, and convenient
public transit. Incomplete streets leave many
commuters with no alternatives. Families living in
auto-reliant environments spend an even larger
percentage of their household income on
transportation, about 20 percent. In communities
with more transportation options, costs are as low
as 14 percent.
Most families spend far more on transportation
than on food, and transportation costs continue to
rise. When gas prices rose to $3.00 a gallon, the
Brookings Institution estimated this would result in
an increase in the average household’s
transportation spending of 14% per year. With
higher energy costs, this means families are cutting
back on weekend outings, restaurant meals, and
long-distance travel.
Transportation expenses can be reduced if local
infrastructure encourages active transportation,
which helps families replace car trips with bicycling,
walking, or taking public transit. Transit use soared
across the country as people sought alternatives to
high gas prices and has sustained at high levels.
Nevertheless, many users may be discouraged by
long waits at inadequate bus stops or by dangerous
street crossings.
Households that locate near public transportation
drive an average of 16 fewer miles per day
compared to a similar household without access to
public transportation, which results in hundreds of
14

dollars in savings each year. In fact, a two-person
adult household that uses public transportation
saves an average of $6,251 annually compared to a
household with two cars and no public
transportation accessibility.
When residents have the opportunity to walk, bike,
or take transit, they have more control over their
expenses. Because of these individual savings,
additional money is invested in the economy.
Households in auto-dependent communities
devote 20% more to transportation than
communities with Complete Streets, which hinders
potential economic growth.
When roads are re-designed and maintained to
attract pedestrians, the local economy improves
and diversifies from increased buyers, which creates
job growth and increased investment in the area,
including surrounding property values. One study
found that people were willing to pay $20,000 more
for homes in pedestrian-friendly communities. In
the Chicago area, homes within a half-mile of a
suburban rail station on average sell for $36,000
more than houses located farther away. Complete
Streets create attractive streets, enticing people of
all ages and to spend time in communities with
active transportation choices.
Safety
Streets without safe places to walk, cross, catch a
bus, or bicycle put people at risk. Over 5,000
pedestrians and bicyclists died on U.S. roads in
2008, and more than 120,000 were injured.
Pedestrian crashes are more than twice as likely to
occur in places without sidewalks; streets with
sidewalks on both sides have the fewest crashes.
While the absolute numbers of bicyclists and
pedestrians killed has been in decline for the
decade, experts attribute this in part to a decline in
the total number of people bicycling and walking.
Of pedestrians killed in 2007 and 2008, more than
50% died on arterial roadways, typically designed to
be wide and fast. Roads like these are built to move
cars and too often do not have meet the needs of
pedestrian or bicyclist safety. More than 40% of
pedestrian fatalities occurred where no crosswalk
was available.
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A recent study comparing the United States with
Germany and the Netherlands, where Complete
Streets are common, found that when compared
per kilometer traveled, bicyclist and pedestrian
death rates are two to six times higher in the United
States. Complete Streets therefore improve safety
indirectly, by encouraging non-motorized travel
and increasing the number of people bicycling and
walking. According to an international study, as the
number and portion of people bicycling and
walking increases, deaths and injuries decline. This
is known as the safety in numbers hypothesis: more
people walking and biking reduce the risk per trip.
Complete Streets reduce crashes through
comprehensive safety improvements. A Federal
Highway Administration review of the effectiveness
of a wide variety of measures to improve pedestrian
safety found that simply painting crosswalks on
wide high-speed roads does not reduce pedestrian
crashes. But measures that design the street with
pedestrians in mind – sidewalks, raised medians,
better bus stop placement, traffic-calming
measures, and treatments for disabled travelers – all
improve pedestrian safety. Some features, such as
medians, improve safety for all users: they enable
pedestrians to cross busy roads in two stages, and
reduce left-turning motorist crashes to zero, a type
of crash that also endangers bicyclists.

well-designed bicycle-specific infrastructure tends
to reduce injury and crash risk. On-road bicycle
lanes reduced these rates by about 50%.
Public Health
When streets are designed only for cars, they deny
people the opportunity to choose more active ways
to get around, such as walking and biking. Even
where sidewalks exist, large intersections and
speeding traffic may make walking unpleasant or
even unsafe – discouraging any non-motorized
travel.
Obesity in America has reached epidemic
proportions in recent years. The latest data show
that 32% of adults are obese, the number of
overweight or obese American children nearly
tripled between 1980 and 2004. Health experts
agree that a big factor is inactivity – 55 percent of
the U.S. adult population falls short of
recommended activity guidelines, and
approximately 25 percent report being completely
inactive. Inactivity is a factor in many other diseases,
including diabetes, heart disease, and stroke.
Incomplete streets mean many people lack
opportunities to be active as part of daily life. The
health impacts are clear — one study found that,
on a daily basis, each additional hour spent driving
is associated with a 6% increase in the likelihood of
obesity, while each additional kilometer walked is
associated with a 5% reduction in this likelihood.

One study found that designing for pedestrian
travel by installing raised medians and redesigning
intersections and sidewalks reduced pedestrian risk
by 28 percent. Speed reduction has a dramatic
impact on pedestrian fatalities. Eighty percent of
pedestrians struck by a car going 40 mph will die; at
30 mph the likelihood of death is 40 percent. At 20
mph, the fatality rate drops to just 5 percent.
Roadway design and engineering approaches
commonly found in Complete Streets create longlasting speed reduction. Such methods include
enlarging sidewalks, installing medians, and adding
bike lanes. All road users – motorists, pedestrians
and bicyclists – benefit from slower speeds.

Complete Streets provide opportunities for
increased physical activity by incorporating features
that promote regular walking, cycling and transit
use into just about every street. A report prepared
by the National Conference of State Legislators
found that the most effective policy avenue for
encouraging bicycling and walking is incorporating
sidewalks and bike lanes into community design –
essentially, creating Complete Streets. The
continuous network of safe sidewalks and bikeways
provided by a Complete Streets policy is important
for encouraging active travel.

Complete Streets encourage safer bicycling
behavior. Sidewalk bicycle riding, especially against
the flow of adjacent traffic, is more dangerous than
riding in the road due to unexpected conflicts at
driveways and intersections. A recent review of
bicyclist safety studies found that the addition of

A recent comprehensive assessment by public
health researchers of actions to encourage more
physical activity recommended building more
sidewalks, improving transit service, and shifting
highway funds to create bike lanes. One study
found that 43% of people with safe places to walk
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within 10 minutes of home met recommended
activity levels; among those without safe places to
walk just 27% met the recommendation. Residents
are 65% more likely to walk in a neighborhood with
sidewalks.
Walkability has a direct and specific relation to the
health of residents. A comprehensive study of
walkability has found that people in walkable
neighborhoods did about 35-45 more minutes of
moderate intensity physical activity per week and
were substantially less likely to be overweight or
obese than similar people living in low-walkable
neighborhoods.
Easy access to transit can also contribute to healthy
physical activity. Nearly one third of transit users
meet the Surgeon General’s recommendations for
minimum daily exercise through their daily travels.
A community with a Complete Streets policy
ensures streets are designed and altered to make it
easy for people to get physical activity as part of
their daily routine, helping them stay trim, avoid
heart disease, and receive the many other benefits
of physical activity.
Public Transportation
In too many cases, road design is out of sync with
the needs of the people who are riding buses,
trains, and light rail. Poor design slows transit
service and discourages people from using public
transportation.
Even though Baltimore is relatively well served by
public transportation, incomplete streets may
discourage residents from fully using the service.
Many users – pedestrians, older Americans,
disabled people, and others – are unable to get to
transit stops in a safe and convenient manner.
Nearly every transit trip begins as a walking trip –
but the disconnect between transit and road
planning means transit riders are often left to wait
at bus stops marked by a lone post in the grass –
no sidewalk, curb ramp or bench. Crossing the
street to catch the bus may be hazardous. Even
where sidewalks and safe roadway crossings exist,
often the placement of driveways or other barriers
force bus stops to be located some distance from
the intersection, increasing walk times and
encouraging unsafe jay walking. A lack of sidewalks
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or pedestrian paths linking the entire catchment
area of a transit stop form a barrier to transit use by
all members of the community – young and old,
with or without disabilities.
Buses get stuck in traffic, and their progress is
further slowed by the constant need to merge back
into the flow of traffic after pulling over to pick up
passengers. Stop-and-go bus service discourages
use, increasing traffic congestion by those who
choose to drive instead. While solutions exist that
can help speed service, transit agencies often don’t
have much say in tweaking road design for bus use.
Some communities have begun to prioritize
creating streets that work well for public transit
vehicles and their riders. They see that buses and
trains carry more people at a lower cost than
automobiles, and help ease congestion and air
pollution. Streets that are well designed for transit
can encourage more people to get out of their cars
and onto the bus. Such streets provide accessible
bus stops and assist buses in moving through
traffic.
Improving access to transit also reduces
dependence on more costly alternatives, such as
paratransit or private transportation services. A
calculation by the Maryland Transit Administration
found that providing paratransit for a daily
commuter costs about $38,500 a year. Basic
improvements to a transit stop costs $7,000, the
equivalent of just two months’ worth of that service
for a single rider. More extensive improvements,
such as adding a lighted shelter and bench and
replacing the sidewalk leading to the stop, costs
about $58,000 – just 33% more than providing a
single year of paratransit service for one person.
Transit systems have also discovered that bicycling
and transit go well together. Most transit agencies
now provide bicycle parking at bus and rail stops,
and more than 100 transit systems in the US now
carry passengers’ bicycles on buses and trains. This
extends the range that customers can travel to
reach transit — assuming the roads to the transit
stop are bicycle-friendly. Some transit agencies are
working in partnership with departments of
transportation to improve bicycle facilities in areas
surrounding transit stops and stations.
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A community with a Complete Streets policy
ensures safe and convenient access to public transit
for all users. Complete Streets policies help create
the safe and comfortable bus stops and smooth
predictable transit trips that help make public
transportation an attractive option.
Climate Change
The transportation sector is the fastest growing
carbon dioxide source in the United States with
emission rates rising 2% per year. Projections show
that more efficient fuels and ‘clean’ vehicles won’t
be enough to offset the projected 59 percent
increase in driving between now and 2030. Even
with expected improvements in vehicle and fuel
economy, carbon emissions from transportation
would be 41 percent above today’s levels by 2030 if
driving is not curbed.
The IPCC recommends modal shifts from driving to
walking, bicycling, and transit as a key mitigation
strategy. Yet the transportation infrastructure in the
United States is not diverse enough to
accommodate an increase in pedestrians, bicyclists,
and transit users. Many trips are made by
automobile because of incomplete streets that
make it dangerous or unpleasant to walk, bicycle, or
take transit. In fact, a national survey found that
bike lanes were available for less than five percent
of bicycle trips, and more than one-quarter of
pedestrian trips were taking place on roads with
neither sidewalks nor shoulders. Other surveys have
found that a lack of sidewalks and safe places to
bike are a primary reason people give when asked
why they don’t walk or bicycle more. Streets need
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to be completed to include places for people to
walk, bicycle, and safely reach transit stops.
Walking and bicycling are zero-emission
transportation modes, and transit is a loweremissions mode – using transit can help a solo
commuter who switches from driving to transit to
reduce carbon dioxide emissions by 20 pounds per
day, or more than 4,800 pounds in a year.
Complete Streets are essential in order to make it
possible for Americans to drive less and use our
streets to get around more easily on foot, bike, and
public transit. The potential to shift trips to lowercarbon modes is undeniable: The 2001 National
Household Transportation Survey finds that 50% of
all trips in metropolitan areas are three miles or less
and 28% of all metropolitan trips are one mile or
less – distances easily traversed by foot or bicycle.
Yet 65 percent of trips under one mile are now
made by automobile, in part because of incomplete
streets that make it dangerous or unpleasant to
walk, bicycle, or take transit. Complete Streets
would help convert many of these short automobile
trips to multi-modal travel. Other studies have
calculated that 5-10% of urban automobile trips can
reasonably be shifted to non-motorized
transportation. Places that are giving people
options are seeing a reduction in their emissions.
Complete Streets policies aren’t just a worthy end in
themselves. They’re also an important means to
help reduce heat-trapping pollution and should be
an element of every jurisdiction’s climate change
toolbox.
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Relationship to Other Planning Efforts



Baltimore City benefits from a rich planning
tradition. Thus, the Complete Streets Plan must
dovetail with other plans. The Plan was developed
in consideration of the documents noted below.
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South Baltimore Gateway Master Plan
(2015)
Casino Area Master Plan
Casino Transportation Action Plan (TAP)
Casino Traffic Impact Study
Middle Branch Transportation Plan
Southeast Baltimore Complete Streets Plan
Urban Renewal Plan for Annapolis Road



NDC Plan for Westport and Annapolis
Road
Baltimore Bicycle Master Plan
Pigtown Strategic Plan (2014)
Sharp-Leadenhall Master Plan (2004)
Westport-Mt Winans-Lakeland Master Plan
(2005)
Key Highway Study (2008)

As implementation proceeds, continued
coordination will be needed to ensure that the
principles and specific actions contained in this Plan
are reflected in other planning efforts.
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Overview of the Complete Streets Plan
Study Area

Land Use

As shown in Exhibit 2, the study area for the South
Baltimore Gateway Complete Streets Plan includes
the 13 neighborhoods of Barre Circle, Ridgely’s
Delight, Otterbein, Federal Hill, Riverside, South
Baltimore, Sharp-Leadenhall, Pigtown/Washington
Village, Carroll-Camden, Westport, Mount Winans,
Lakeland, and Cherry Hill. The study area also
includes the industrial areas of St. Paul, Spring
Garden, and Port Covington as well as major parks,
i.e. Carroll Park, Middle Branch Park, and Reedbird
Park. The Complete Streets Plan recognizes that
land use in the Port Covington area is currently in
the process of changing to a mixed use
development that has the potential to positively
impact the study area. However, due to the timing
of the South Baltimore Gateway Complete Streets
Plan by BCDOT and the development schedule for
Port Covington, this plan does not include details
for the multimodal infrastructure proposed for Port
Covington. The Plan can be updated once the Port
Covington infrastructure is approved for
construction by the City.

The composite land use map shown in Exhibit 3 was
prepared using GIS data files provided by the
Baltimore City Department of Planning. The analysis
of the land use in the study area can be described
as a central spine of industrial and commercial land
uses surrounded by residential land uses.

The study area currently represents a diverse
population of over 36,200 people according to the
2010 U.S. Census. The study area provides nine
percent of jobs in the City of Baltimore, employing
over 30,000 people. There are approximately 1,200
businesses in the study area today, representing six
percent of the City’s total businesses.

It should be noted that the new Zoning Code—
called Transform—is currently in the City Council
process for adoption. The land use categories and
mapping will be updated once Transform is
approved by City Council.
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The industrial land use is generally adjacent to
highways, arterials, and freight rail infrastructure.
Institutional and residential land use designations
are typically clustered along the perimeter of the
industrial uses and high volume highway
infrastructure. The exceptions are the communities
of Westport, Lakeland, Mt. Winans, and Cherry Hill
which are somewhat isolated because they are
surrounded by industrial land use, highway and
freight rail transportation infrastructure.
Park and recreation land use are located in strategic
destinations including the Middle Branch where
access to water is desirable as well as anchor parks
of Carroll Park; Solo Gibbs, Federal Hill, and
Riverside Park.
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Street Typology
Streets throughout the study area have been
classified into a set of types, or a “typology,”
according to a set of observed characteristics
including speed, traffic volume, roadway width,
number of lanes, and surrounding land use. The
different street types can be used as a framework
for understanding the function of the street and
setting the guidelines for various design elements
that are appropriate and may be used to foster
more Complete Streets.
The study area map in Exhibit 4 shows the
classification of each street segment according to
the typology.
Exhibit 5 shows the Complete Streets typology
framework in the form of a table, including the
individual characteristics and design elements
associated with each type.
Note that the street types in this report are closely
aligned with the types presented in the Baltimore
City Bike Master Plan (2013), from which the
descriptions in Exhibit 5 are derived. The
“Community Collector” category in this Complete
Streets Plan comprises both the “Community
Collector” and “Community Main Street” categories
from the Bike Master Plan. The types used in the
Complete Streets Plan also relate to the Federal
Highway Administration’s functional classification
system. This system is used when the City is
developing capital improvement projects seeking
federal funding.
An analysis of the street types in the study area
reveal that this area of Baltimore attracts residents,
commuters, visitors, employers, and businesses
because the network of limited access highways (I95, MD 295, and I-395) connects Maryland and the
Mid-Atlantic region directly to the central business
district, Inner Harbor, and the Port of Baltimore. The
neighborhoods can take advantage of this network
for employment, travel, and recreation.
Urban arterial corridors are located along the
perimeter of the study area. These include West
Patapsco Avenue, Hanover Street (south of I-95),
Potee Street, Monroe Street, Russell Street, Martin
Luther King, Jr. Boulevard, and Key Highway. The
arterials serve to connect limited access highways
to city employment centers and services. Arterials
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act as transitions between highways and
neighborhood streets; they also introduce multiple
modes of transportation throughout the city and its
neighborhoods.
Community collectors serve to connect commercial
areas to residential areas as well as providing interneighborhood connections for multimodal travel.
The important community collectors east of the
Stadium Area include Hanover Street, Charles
Street, Light Street, Fort Avenue, Ostend Street,
West Henrietta Street, and East Randall Street. West
of the Stadium Area important community
collectors include Washington Boulevard, Bayard
Street, Bush Street, South Carey, Street and
Wicomico Street. The network of these streets
interconnects the neighborhoods of Riverside,
Federal Hill, Otterbein, Sharp-Leadenhall,
Pigtown/Washington Village, and Carroll-Camden.
Hollins Ferry Road and Annapolis Road are the
community collectors that link the above
neighborhoods to Westport, Mount Winans, and
Lakeland and vice versa. The neighborhood of
Cherry Hill is linked to the rest of the study area by
Waterview Avenue and Cherry Hill Road.
Furthermore, the Hanover Street Bridge links Cherry
Hill directly to the neighborhoods on the South
Baltimore peninsula.
The neighborhood street, pedestrian street, and
service street types are designed to create cohesive
neighborhoods that allow all modes of travel to be
accomplished safely and efficiently throughout the
neighborhood. These are the street types that
provide the greatest travel choice for residents.
Correspondingly, they directly affect the livability of
a neighborhood and the quality of life of its
residents.
Identifying the type of each street within the study
area is an important tool in the planning and
implementation of a Complete Street to maximize
the choice of elements to add or enhance on a
specific street and minimize incompatible elements.
The typology, along with neighborhood goals
discussed in individual neighborhood chapters, will
be used by BCDOT and other City agencies to
guide the development of capital improvement
projects, private investment, and State
improvements to street, highway, transit, and port
projects.
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e Streets Typologies and Eleements
EXHIBIT 5 Complete
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if any, are addre
essed within eeach neighborrhood chapter.
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Truck Routes

Bicycle Facilities

BCDOT has designated certain streets as truck
routes. The Baltimore City Official Truck Route Map
is included as Exhibits 6 and 7 in this section
because freight movement is important to the
economic sustainability and growth of Baltimore
City.

As shown in Exhibit 8, a variety of bicycle facilities
exist including trails, on-street bicycle lanes, and
shared-use pavement markings, or “sharrows.” The
Gwynns Falls Trail and Jones Falls Trail connect
residents and visitors from the Inner Harbor to
Carroll Park and to the Middle Branch and Reedbird
Parks. They also connect to the West Side and are
favorites of people walking, running, and cycling
longer distances.

Freight moved by truck to its final destination is
referred to as the first/last mile of delivery.
Currently over 25 percent of the economy in
Baltimore City is industrial, consisting of
manufacturing, warehousing, shipping, and similar
activities. An understanding of the truck route
network is important for planning and
implementation of Complete Streets elements.
There are a limited number of streets designated as
truck routes. Of particular importance are Key
Highway, Russell Street, Waterview Avenue,
Hanover Street (south of I-95), Potee Street, and
West Patapsco Avenue. These routes are
designated as through truck routes allowing freight
movement 24 hours a day, 7 days a week. There are
local truck routes that provide access for deliveries
into neighborhoods including portions of
Washington Boulevard, Annapolis Road, Fort
Avenue, Lawrence Street, and Ostend Street. One
route, South Hanover Street between West Ostend
Street and I-95, is a restricted route where truck
movements are not permitted between 7:00 PM
and 7:00 AM.
Exhibit 6 identified the designated truck routes
within the study area. Exhibit 7 shows the entire city
truck route for context to show how the routes in
the study area relate to the entire city.
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The neighborhoods of Pigtown/Washington Village,
Barre Circle, Ridgely’s Delight, Lakeland, and Mount
Winans do not currently have existing bicycle
facilities. In the 2015 Bicycle Master Plan, all of the
neighborhoods have planned bicycle facilities.
Exhibit 9 Planned Bicycle Facilities combines the
existing and proposed bicycle facilities to reflect the
future interconnected bicycle network for residents
and visitors to the area. The Complete Streets Plan
Neighborhood Chapters identify proposed bicycle
facilities that are priorities for the residents.
In 2015, BCDOT inventoried the storm drains along
existing on-street bicycle facilities to identify grates
that are not bike friendly. These grates have been
prioritized for replacement with bike friendly grates.
New bicycle infrastructure is required to have bike
friendly grates for existing storm grates and new
storm grates. Complete Streets projects identified in
each neighborhood chapter that includes bicycle
infrastructure will require upgrading storm grates to
make them compatible.
On October 28, 2016 the City launched its bike
share program. BCDOT is currently identifying the
initial locations for bike share stations within the
study area, which will be added to the existing
facilities mapping after they have been confirmed
and vetted for implementation. The bicycle
facilities—existing and proposed—will provide
additional travel choices for residents in the study
area.
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EXHIBIT 9 Planned Bicycle Facilities

30

South Baltimo
ore Gateway Co
omplete Streetss Plan Framewo
ork Plan

Transit
Transit in Baltimore City—including the study
area—is currently accomplished through public and
private partnerships. The City operates a transit
circulator called the Charm City Circulator (CCC).
The CCC Banner Route and Purple Route serve
neighborhoods along Key Highway, Light Street,
and Charles Street.
The City also operates a water transit service for
commuters called the Harbor Connector (HC) with
stops along the Inner Harbor waterfront. Both the
CCC and HC, shown in Exhibit 10, are fare free.
There is also a water taxi service that residents and
visitors can use for travel along the Inner Harbor for
a small fare.
The Maryland Transit Administration (MTA)
provides transit service to all the neighborhoods in
the study area. In addition to extensive bus service,
MTA provides light rail service along a north-south
passenger rail line with stops at Camden Yards,
M&T Bank Stadium, Westport, and Cherry Hill. The
light rail provides transit services from Hunt Valley
in Baltimore County to BWI Airport in Anne Arundel
County. MARC commuter rail provides service from
Baltimore to Washington, DC with a stop at
Camden Yards. Exhibit 10 shows MTA transit service
as it exists in fall 2016.
The MTA BaltimoreLink plan was announced in 2015
and planning has begun. This multi-phase plan will
create an interconnected transit system including
the redesign of the entire local and express bus
systems throughout Baltimore. The effort will add
12 new high-frequency, color-coded bus routes that
improve connections to jobs and other transit
modes.
The BaltimoreLink system will deliver a unified
transit network and includes renaming existing MTA
modes—LocalLink (Local Bus), Light RailLink, Metro
SubwayLink and MobilityLink—to create an
interconnected transit system. Other key elements
of the BaltimoreLink system include transit ways,
transit hubs, and transit signal priority.
BCDOT is coordinating with MTA and advocating
for the needs of residents and transit users in area
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neighborhoods. MTA will be implementing the
BaltimoreLink system by June 30, 2017. The
Waterfront Partnership completed the Inner Harbor
Master Plan 2.0 in 2015 and is working on
implementation of the plan.
BaltimoreLink 2.0 is MTA’s second version of the
complete overhaul and rebranding of the core
transit operating system operating within the city
and throughout the greater Baltimore region.
BaltimoreLink 2.0 has incorporated the feedback
from public workshops that took place in the winter
of 2015/2016.
The South Baltimore Gateway Complete Streets
Plan is being released without analysis of
BaltimoreLink. BCDOT is committed to coordinating
with MTA BaltimoreLink and will advocate for transit
routing and service levels to meet the
transportation goals and needs of residents and
employers in the study area.
Private transit services, including employee shuttles
and student shuttles, also operate in the study area.
Uber and taxi service are also available to residents.
Pedestrian Facilities
Sidewalks are generally located throughout the
study area. Curb ramps are also present but may
not be fully compliant with current Americans with
Disabilities Act (ADA) standards. BCDOT is currently
performing a citywide ADA self-evaluation. Over
the next five fiscal years, the self-evaluation will
identify all facilities (curb ramps, sidewalks, etc.) in
the right of way that do not meet current ADA
standards. BCDOT has an ADA Transition Plan that
is a strategic guide prioritizing required
improvements to bring pedestrian facilities up to
current standards.
Maintaining sidewalks in the city is a shared
responsibility between the City government and
property owners. Property owners and residents are
responsible for keeping sidewalks free from snow
and ice and repairing sidewalks that are cracked
and damaged. The City repairs and replaces
sidewalks damaged by trees planted in the right of
way or by public utilities.

31

EXHIBIT 10
0 Transit Servicces

32

South Baltimo
ore Gateway Co
omplete Streetss Plan Framewo
ork Plan

A key comp
ponent of crea
ating Complete Streets is to
o
ensure that they are walkkable. The side
ewalk map in
alks exist, but
Exhibit 11 indicates areas where sidewa
more imporrtantly where sidewalks are missing or
are less than
n three feet wide
w
as compared to the
city standard of five feet. Although the majority of
the study arrea has adequ
uate sidewalks, each
neighborho
ood does have
e identified sid
dewalks
needing upgrade to meet city standard
ds. Updating
pedestrian facilities
f
also includes pedestrian signals

at alll signalized intersections, crrosswalks, and
d
pedeestrian signage. Trees, utility poles, and other
infra structure on o
or adjacent to
o sidewalks need be
careffully located to ensure an u
unobstructed
sidew
walk as a traveel choice. BCD
DOT and resid
dents
may use the sidew
walk map as a guide for enssuring
that a complete siidewalk netwo
ork provides
conn
nections betweeen neighborhoods and rettail,
emp loyment, transit, and recreaation destinations.

Sample Pedestrian
n Signal & Cro
osswalk
Image
e Source: DDO
OTDISH.com

Sam
mple ADA Com
mpliant curb ramp
r
omplete Streetss Plan Framewo
ork Plan
South Baltimore Gateway Co

33

EXHIBIT 11 Sidewalks
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Community Connections
The overall Complete Streets Plan for the South
Baltimore Gateway study area focuses on
neighborhood connectivity. The plan was
developed through analysis of the inventory,
roadway typology, and land use of the study area.
As shown in Exhibit 12, the Complete Streets Plan
identifies corridors that provide continuous
connectivity between neighborhood and within
neighborhoods. It also identifies corridors vital for
connecting residents to the city center,
employment, recreation, and health opportunities
as well as to surrounding jurisdictions. The plan
looks at the modes of travel needed and/or likely to
be used to categorize the corridors. The corridors
identified on Exhibit 12 Community Connections are
priority corridors for transportation projects for
complete streets.
For Walking
Sidewalks are common within each neighborhood
and in most cases connect between
neighborhoods. These sidewalk connections also
provide access to other modes of travel provided
by the City, MTA, and private transportation
operators. DOT recognizes that upgrades to the
sidewalk network and pedestrian facilities are
needed for ADA compliance and for
implementation of more complete streets within the
study area. A citywide ADA self-evaluation is
currently underway and will identify pedestrian
facilities that need to be made ADA compliant. The
ADA self-evaluation information is included in the
neighborhood chapters as pedestrian facilities are a
priority for residents, businesses, and the BCDOT.
All streets within the study area are designated
pedestrian connectors. The other identified
corridors with travel mode designations will include
pedestrian facility priorities in order to achieve
more complete streets within the study area.
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For Bicycling
The Jones Falls Trail and Gwynns Falls Trail provide
access throughout the city for bicycling. The Jones
Falls Trail connects to the Inner Harbor. As more
bicycle facilities are implemented, residents will
have an interconnected bicycle system that
provides both on-street and off-street choices. The
Complete Streets Plan identifies corridors for
priority for bicycle facilities. In Lakeland a proposed
east-west bicycle facility will connect Annapolis
Road to West Patapsco Avenue along Wegworth
Lane to Nieman Avenue. This proposed corridor
provides connectivity for students to the Lakeland
Elementary/Middle School, the Patapsco Plaza
Shopping Center, and surrounding neighborhoods
and the County. Cherry Hill Road is a proposed
bicycle corridor to connect the Cherry Hill Light Rail
Station to Waterview Avenue, Middle Branch Park,
and Potee and South Hanover Streets. An
alternative bicycling route from the neighborhoods
at the southern portion of the study area has also
been identified along Hollins Ferry Road connecting
Lakeland to Mount Winans. BCDOT has identified
the at-grade railroad crossing on Hollins Ferry Road
in Lakeland as a critical need to provide bicycle and
pedestrian connectivity throughout the study area.
There is an opportunity to implement an off-street
trail adjacent to the railroad rights of way that
border Mount Winans to the south and west,
eventually connecting to the Middle Branch Trail
and Gwynns Falls Trail at Bush Street. The route
would use Paca Street Park, Hollins Ferry and B&O
Park, Hollins Ferry Road, Maisel Court, Florence
Cummings Park, Maisel Street (including the
pedestrian bridge across MD 295), Cedley Street,
Manokin Street, and Annapolis Road. This proposed
corridor creates a continuous bicycle connection

35

EXHIBIT 12 Community Connections

36

South Baltimo
ore Gateway Co
omplete Streetss Plan Framewo
ork Plan

throughout much of the study area. From the
Middle Branch Trail people traveling by bicycle have
access to the peninsula neighborhoods, Inner
Harbor, and Jones Falls Trail.
The bicycle master plan has identified the need for
a bicycle trail connecting Westport and Cherry Hill
on the west side of the railroad right-of-way
between West Patapsco Avenue and Kloman Street.
This trail connection has the potential to provide
access to the MTA Cherry Hill Light Rail Station,
MTA park and ride on West Patapsco Avenue, and
Annapolis Road.
Along Martin Luther King, Jr. Boulevard (MLK) in the
stadium area, Pigtown/Washington Village, Barre
Circle and Ridgely’s Delight, the MLK Sidepath has
been identified as a bicycle infrastructure priority. In
2016 BCDOT received a grant to prepare
preliminary engineering documents for the MLK
Sidepath. BCDOT will use the preliminary
engineering documents to submit a grant
application in 2017 for the construction of the MLK
Sidepath.
The identified bicycle corridor includes upgrading
the section between Washington Boulevard and
West Hamburg Street. This section provides access
for people walking and bicycling to the Russell
Street and Hamburg Street corridors as well as
neighborhoods to the south and east using the
existing Gwynns Falls Trail and Jones Falls Trail. The
intersection of West Hamburg Street at Solo Gibbs
Park has been identified as a critical connection to
linking the Jones Falls Trail and Gwynns Falls Trail.
Completing the Gwynns Falls Trail by installing an
on-street bicycle facility on Bush Street between
Russell Street and Ridgely Street was identified as
well.
William Street and Battery Avenue have been
identified as bicycle corridors connecting the Inner
Harbor and Jones Falls Trail to the Fort Avenue bike
lane through the neighborhoods of Federal Hill and
Riverside. A bicycle corridor along East Wells Street,
along the adjacent railroad right-of-way, and across
Leone Riverside Park to Webster Street and Boyle
Street provides connections and access between
the neighborhoods of South Baltimore and
Riverside. This corridor also has the potential of
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connecting to a proposed bicycle facility at Port
Covington.
The Inner Harbor bicycle promenade connection at
the Museum of Industry provides a critical link
between the Fort Avenue bike lane and the Jones
Falls Trail. This connection provides an off-street
trail along the waterfront for residents and visitors
alike.
BCDOT recently published the 2015 Bicycle Master
Plan update and is actively implementing bicycle
infrastructure city-wide. In October 2016, BCDOT
will launch a bike share program providing
additional bicycling options for residents and
visitors. BCDOT will work with the study area
neighborhoods on implementing bike share and
bicycle infrastructure to connect more people to
employment, recreation, and services city-wide.
Bicycle infrastructure is currently in the CIP with
funding of over two million dollars every two fiscal
years committed to expanding bicycling as a travel
choice. The bicycling corridors identified will be
prioritized, designed, and developed by the Bicycle
Planning Section of BCDOT.
For Transit and Passenger Vehicles
Roadways along commercial corridors serve both
cars and transit vehicles. Commercial corridors that
provide amenities for transit and passenger vehicles
provide needed capacity to direct people into and
through neighborhoods. Traffic operations along
these same corridors can provide for the
progression of vehicles that lessen the impacts of
traffic on residential streets. The plan identified a
series of corridors that connect all the
neighborhoods within the study area. Light Street
and Charles Street connect the study area
neighborhoods through Downtown Baltimore to
Charles Village and Baltimore County. Hanover
Street connects Cherry Hill directly to the peninsula
neighborhoods and through the city to Baltimore
County and Anne Arundel County as well.
Waterview Avenue connects Hanover Street to
Annapolis Road and Hollins Ferry Road linking the
neighborhoods of South Baltimore and Cherry Hill
to Westport and Mount Winans. Hollins Ferry Road
connects Lakeland to Mount Winans and CarrollCamden via Washington Boulevard and to
Pigtown/Washington Village, Ridgely’s Delight, and
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Barre Circle. The Russell Street and Annapolis Road
corridors connect Ridgely’s Delight, the Stadium
Area, Carroll-Camden, Westport, Lakeland and
Cherry Hill as well as Anne Arundel County and
downtown. Ostend Street connects
Pigtown/Washington Village to Sharp-Leadenhall,
Federal Hill, South Baltimore, and Riverside. Fort
Avenue and Randall Street provide connections
east-west connections between South Baltimore
and Riverside.
Designated transit and passenger vehicle corridors
under the Complete Streets Plan will be prioritized
for improvements that provide safe and
comfortable access for multiple uses of the street
including people walking, bicycling, riding transit,
and driving. Street and pedestrian lighting, transit
stop amenities, pedestrian signals and crosswalks,
street furniture, and plant material attract people to
use these corridors for daily activities. Comfortable
and convenient transportation options contribute to
the economic development of the area for
residents, businesses, and employers.
BCDOT is coordinating transit amenities with MTA
as the state agency rolls out the MTA BaltimoreLink
program in June 2017 on designed transit corridors.
BCDOT will design corridor enhancements in the
study area through the CIP when these corridors
are resurfaced or reconstructed or when
streetscape improvements are installed. In the short
term, BCDOT will work with the neighborhoods and
LDC on spot project enhancements. Transit stop
improvements that can begin to move forward are
identified in the neighborhood chapters.
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For Freight
The Baltimore City truck map identifies designated
truck routes throughout the City and within the
study area. There are several important freight
corridors identified in the plan. Key Highway
provides freight access connecting I-95 to the
downtown and I-83. The Russell Street corridor
provides freight access from I-95 to Carroll-Camden
and the downtown. Monroe Street connects I-95 to
Washington Boulevard and into the West Baltimore
area. West Patapsco Avenue connects the study
area along the southern boundary of the City and
County connecting to I-95 and I-895. South
Hanover Street from I-95 to Potee Street connects
freight across the Hanover Street Bridge to I-695.
These freight corridors provide strategic
connections to the interstate system along study
area and neighborhood boundaries while limiting
designations within and through neighborhoods.
The designated freight corridors under the
Complete Streets Plan will be prioritized for
improvements that provide safe and efficient freight
access including pavement section, traffic signals,
intersection geometry, lighting, and signing. These
corridors will be required to serve additional modes
of travel and include upgrades and amenities for
walking, bicycling, and riding transit. Commuters
often use freight corridors as primary ingress and
egress to employment and city services. Welldesigned freight corridors benefit passenger vehicle
travel and can lessen congestion on neighborhood
streets. Actual design of the freight corridors in the
study area will be developed through the agency’s
CIP when these corridors are reconstructed.
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Neighborhood Complete Streets Inventory
The Complete Streets inventory is a physical
inventory of the right of way. The right of way is the
area between private property boundaries, which
includes all above ground and underground
infrastructure controlled by the City of Baltimore.
BCDOT conducted the inventory phase of the
Complete Streets Plan between October 2015 and
March 2016. The inventory captured key features of
the street for each block, including:












Presence and width of sidewalks on each side
of the street
Presence of a planting strip / buffer between
sidewalk and street on each side of the street
Presence and width of parking on each side
of the street
Presence, type, and width of bicycle facilities
on each side of the street
Number of vehicle travel and turn lanes and
their total width on each side of the street
Presence, type, and width of median
Street width (curb-to-curb)
Total width of the individual components
between the outer edges of sidewalks (back
of sidewalk to back of sidewalk).
Total number of tree planting spaces on each
side of the street
Total number of trees on each side of street
of the street

The complete list of streets and their associated
inventory data are provided in a CD with the
Resource Guide and are viewable at the City of
Baltimore’s GIS page. The CD also contains
photographs of each block in the study area.
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Street Tree Inventory
As part of the Complete Streets inventory process,
basic information about the presence of street tree
planting spaces and street trees was collected and
catalogued in a geodatabase during the spring of
2016. The inventory and corresponding map are
representative of trees in the right of way. Trees
that are located in adjacent property, such as a
public park or private yard, are not included. This
information was collected on a block-by-block basis
to coincide with the City’s street centerline GIS file.
The map in Exhibit 13 intentionally shows street tree
data for all areas inventoried within the view extent,
not just the neighborhood of interest, in
acknowledgement of the importance of continuity
of tree canopy when evaluating the urban forest.
The data provide a point of reference regarding the
streetscape and street tree canopy along each
street segment within the study area. The dataset is
intended to enable preliminary identification of
where additional trees may be needed/desired.
Because conditions change over time, this
information should be supplemented with up-todate field verification as implementation proceeds.
Note: the map does not show information for
streets classified as “service/alleyway,” “inactive,” or
“limited access highway,” which generally are not
suitable for street trees. However, there are some
cases where trees or tree planting spaces exist on
streets of those types.
The full set of data collected is available in GIS
format through the City’s GIS system.
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Lighting

Capital Improvement Projects

There are two types of lighting located in the right
of way: street lighting and pedestrian lighting.
Street lighting provides illumination of the roadway
and intersections for motor vehicles and bicycles.
Pedestrian lighting provides illumination for people
along sidewalks. Light poles owned by Baltimore
City can have multiple functions within the right of
way. The street lighting map in Exhibit 14 shows the
light poles throughout the study area. The red
street lights are owned by BGE, the blue by the City
of Baltimore.

BCDOT programs capital improvements on a six
year budget cycle referred to as the Capital
Improvement Program (CIP). The current CIP
projects located within the study area are listed by
project in Exhibit 15 and are mapped in Exhibit 16.
The table and map are designed to provide
residents with information on the capital
investments currently underway in their
neighborhoods. It also can be used to identify
adjacent project opportunities to maximize
investments in Complete Streets. During the
planning phase of a capital improvement project,
resident input is needed and can directly influence
the overall project. Once the capital improvement
project enters the engineering and construction
phase there is less flexibility in altering the defined
project. However, there may be opportunities to
implement adjacent projects that, when completed,
create a more holistic final product.

Street lighting covers residential areas and is
designed to meet City minimum light levels.
BCDOT, in cooperation with the Police Department
and BGE, identified the top 15 areas within the city
that had high crime rates and the lowest light
levels. The Cherry Hill neighborhood is the only
study area neighborhood that is part of the top 15
areas. BCDOT is implementing a lighting initiative to
study the outcome on crime for changing existing
light fixtures with high output lighting. In the Cherry
Hill neighborhood, the light fixtures are being
upgraded.
The City of Baltimore allows, with permission,
banners to be placed on City owned light poles.
This may be important for a Complete Street as it
provides opportunities for neighborhood identity,
branding, and art. There are opportunities
throughout the study area to enhance the street
experience through the BCDOT Banner Program.
More detail on the Banner Program is located in the
resource guide for reference.
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EXHIBIT 15 Capital Improvement Program Projects
Map
No.

Neighborhood

Type

Description

Status

1

Pigtown/
Washington
Village

Resurfacing

Carey Street from Nanticoke to
Lexington Street

Completed 2016

2

Saint Paul

Resurfacing

3

Cherry Hill

Resurfacing

4

Federal Hill

Resurfacing

5

Riverside

Resurfacing

6

Riverside

Resurfacing

7

Riverside

Resurfacing

8

South Baltimore

Resurfacing

Severn Street from Hollins Ferry
Road to dead end
Giles Road from Cherry Hill Road
to Shelbank Road
Marshall Street from West Street
to Ostend Street
Cross Street from Williams Street
to Riverside Avenue
Grindall St from Riverside Ave to
Covington St
Henry Street from Fort Avenue to
Gittings Street
Hanover Street from Heath Street
to Hamburg Street

Completed 2016
Scheduled for October
2016
Scheduled for October
2016
Fall 2016/Spring 2017
Fall 2016/Spring 2017
Completed in 2016
Expected start FY17/FY18
Pending until a
Department of Public
Works sanitary sewer
project is completed in
2018
Pending until a
Department of Public
Works sanitary sewer
project is completed in
2018

9

South Baltimore

Resurfacing

Brickhead Street from Light
Street to Marshall Street

10

South Baltimore

Resurfacing

Gittings Street from Marshall
Street to Charles Street

11

South Baltimore

Resurfacing

12

South Baltimore

Resurfacing

13

Pigtown/
Washington
Village

Resurfacing

Sargeant Street from Cross Street
to Bayard Street

Scheduled for 2017

14

Lakeland

Resurfacing

Patapsco Ave from Gable Avenue
to Annapolis Road

Expected completion 2020

15

Federal Hill

Intersection
reconstruction

Key Highway‐Light Street

Expected advertisement
10/21/2016

16

Westport

Bridge repair

17

Westport

Bridge repair

18

Cherry Hill

Bridge repair

Olive Street from Fort Avenue to
Clement Street
Patapsco Street from Fort
Avenue to Ostend Street

Waterview, Annapolis, and
Maisel Street Bridges over MD
295
Russell Street pavement
rehabilitation from Russell Street
viaduct to Waterview Avenue
Hanover Street Bridge re‐decking
over Middle Branch
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Completed in 2016
Scheduled for October
2016

Expected advertisement
12/23/2016
Expected construction
start in fiscal year 2017
Expected completion 2021
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Moving Forward
The South Baltimore Gateway Complete Streets Plan is designed to be a tool for implementing elements of
complete streets design to create a comprehensive multi-modal transportation system for residents, visitors, and
employees within the area. The plan also provides for the repurposing of right-of-way to transform this public
space. Advancing the South Baltimore Gateway Complete Streets plan into implementation requires a
partnership between the Department of Transportation and the LDC as well as collaboration between
neighborhoods, City Agencies, private development, and nonprofit organizations. Keeping Tract of progress,
project funding, and project development are key components to moving from a plan to implementation of
complete streets.

Keeping Track of Progress
What gets measured gets done. To ensure that Baltimore’s streets become more complete, it is necessary to
measure progress regularly.
City-wide, Council Bill 09-0433, Section 5 “requires that the annual report incorporate performance measures
established to gauge how well streets are serving all users and include information such as crash data, uses of
new projects by mode, complaints, the linear feet of sidewalk built, the number of ADA compliant ramps built,
how many miles of bike lanes have been created, the number of exemptions from the application of complete
streets principles that have been granted, and the number of, and yearly change in, overall paved lane miles.”
BCDOT CitiStat reporting tracks data for Complete Streets efforts by the agency. Implementation of projects
within the South Baltimore Gateway Complete Streets area will be included in the annual report to the City
Council.
BCDOT uses current inter-agency tracking mechanisms for all projects in the right of way. Primavera Project
Tracking is used to coordinate construction and repair with City agencies and utility providers so that work
efforts within the right of way are jointly coordinated.
BCDOT also reports what percentage of the City’s capital funding for streets is directed to Complete Streets
projects. BCDOT annually prepares a year-end summary of work by the agency and within each of its divisions.
This summary includes Complete Street initiatives, projects, and accomplishments.
Specific to the projects in the South Baltimore Gateway Complete Streets catchment area, BCDOT will report to
the LDC each quarter on projects proposed, authorized, and funded for implementation. BCDOT has developed
a tracking tool for this tracking and has included it with the quarterly report to the LDC.

Complete Streets Funding
The Framework plan identified community connections throughout the study area that advance the multimodal
transportation system within the area toward robust complete streets. The neighborhood Chapters identify
individual project priorities for complete streets elements.
Project funding is necessary for implementation. No one project source is available to fund all projects
identified in this plan. City Agencies are responsible for providing services throughout the entire City. Complete
Streets projects that are identified early have the potential the maximize investments when shared with City
Agencies early.
During the project development process, identification of funding requirements will assist City Agencies, the
LDC, and private partners in advancing projects to implementation.
Projects implemented by City Agencies are required to follow the City procurement process as established by
the Department of Finance, Office of Purchasing. The goal of the procurement process is to provide superior
customer service while obtaining the best value for the commodities and services that the City of Baltimore needs to
South Baltimore Gateway Complete Streets Plan Framework Plan
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function efficiently. Purchasing defines the “best value” according to public procurement best practices: delivering the
right good or service, at the right time, to the right place, from the right source, and at the right price.

Project Development
Project development for transportation projects under the South Baltimore Gateway Complete Streets Plan will
be done in conjunction with the Baltimore City Agency partners, the LDC, the neighborhoods, and businesses.
The goal is to maximize investment within the South Baltimore Gateway area through cooperation, early
planning, and effective execution for projects developed on behalf of the LDC.

BCDOT has established a Design/ Engineering/ Construction Team (DECT) to evaluate and advance complete
streets projects. BCBCDOT will follow the City procurement process for requested projects in the right-of-way
(ROW). The DECT will refer large and/or complicated projects to the BCBCDOT Senior Management for
evaluation as a capital project. When cross-agency design and implementation is needed for a proposed
project, the appropriate City Agency will be included in the DECT.
The South Baltimore Gateway Complete Streets Resource Guide will be used to identify and advance complete
streets projects. Tracking of project progress, implementation, and on-going maintenance is part of the project
development process. Once investment is made to implement the project, routine maintenance provides for
life-cycle enjoyment of the project and will assist in creating a comprehensive interconnected livable
transportation network for the South Baltimore gateway communities.
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