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To:  Kyle Wagenschutz, City of Memphis   

From:   Anne Conlon and Collin Chesston, Alta Planning + Design 

Date: Drafted October 13, 2014; Finalized March 25, 2015 

Re: Peer City Practices Review  

 

Introduction 
This memorandum presents the key findings of a peer city practices review conducted in June-September 2014, and 
outlines potential actions that may improve sidewalk quality, enhance pedestrian accessibility, help prioritize city 
investments in the sidewalk network, and lead to new funding sources for pedestrian infrastructure in Memphis. 
Information on peer city practices was collected through phone calls and email conversations with local government 
staff in the following five cities identified as appropriate peer cities for Memphis:  Atlanta, Austin, Charlotte, Nashville, 
and New Orleans. These findings were supplemented with web research on the above cities and other communities 
across the country.  

Based on discussions with the City of Memphis engineering department, stakeholder interviews, and the first technical 
advisory committee meeting, a survey of peer cities focused on the following key topics: Processes for sidewalk 
maintenance (including any provisions for low income residents), funding for sidewalks and other pedestrian 
improvements, strategies for minimizing sidewalk damage from tree roots, examples of road diets that included 
enhanced pedestrian crossings, and experiences with relocating utility poles in the pedestrian clear zone of the 
sidewalk. The specific questions emailed to each city (and followed up with a phone call as necessary) are provided 
below: 

 How does your city enforce requirements that property owners repair degraded sidewalks? 

 Does your city have equity-focused practices for sidewalk repair adjacent to low-income property owners? 

 How has your city determined the appropriate budget and funding source for building and maintaining pedestrian 
infrastructure? Please provide details regarding the budget and funding sources if possible. 

 What practices does your city use to minimize sidewalk damage from tree roots? 

 Does your city have any examples of successful road diets on under-capacity roadways? 

 How has your city funded and prioritized utility pole relocation to reduce sidewalk obstructions? 

Perhaps the clearest finding of the peer city review is that there are no one-size-fits-all solutions to the issues that were 
the subject of this review.  The peer cities employ a diverse set of practices related to maintaining and improving the 
sidewalk network, funding pedestrian infrastructure improvements, and managing damage and obstructions due to tree 
roots and utility poles. The only topic area where a common practice has emerged is road diets: all peer cities have 
recently completed road diet projects that included pedestrian crossing treatments in an effort to improve safety 
and accessibility for all road users. 

Non-peer cities throughout the country also have a range of practices for dealing with some of these issues, including 
cost-sharing arrangements, low or no interest loans for sidewalk maintenance, sidewalk improvement districts, and 
implementation of temporary sidewalk improvements. See Table 1 for additional information. 

The next sections provide a summary of findings for each topic area, followed by lessons for Memphis based on 
practices in peer cities. Detailed information is provided in Table 1. 
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Sidewalk Maintenance Policy and Funding Models  
The peer cities that have taken over responsibility of sidewalk maintenance from property owners (Austin, 
Charlotte, and Nashville) reported an improvement in sidewalk conditions and an increase in the rate of new 
sidewalk construction. Austin and Charlotte both have ambitious sidewalk programs funded primarily through voter-
approved bond measures. Austin also uses funds from a Transportation User Fee, which raises approximately $50 
million/year and is included in residential and commercial utility bills. Charlotte supplements bond funding with grants 
from the North Carolina DOT and the city general fund. Metro Nashville uses a mix of federal, state, and local funds for 
sidewalk maintenance and infill, and for the past fifteen years has spent around $8 million/year on sidewalks.  

The city codes of Charlotte and Nashville contain legacy ordinances that technically still assign sidewalk maintenance 
responsibilities to property owners, but they are not enforced. Austin is the only peer city that has formally amended the 
city code to absolve property owners of sidewalk maintenance responsibilities. This indicates that establishing a 
reliable funding stream and action plan for public investments in the sidewalk network is more important than 
a code update that officially transfers maintenance responsibilities from property owners to the City.  

In Atlanta, where property owners continue to be responsible for sidewalks maintenance, there has been a more modest 
move toward using public money to improve sidewalk quality and connectivity.  A 2007 regional planning process that 
evaluated latent demand along strategic corridors served as a way to justify new sidewalk construction. In 2012, Atlanta 
City Council responded to successful lawsuits on behalf of injured pedestrians by setting aside funds to repair some of 
the worst sidewalks in the city. Atlanta City Council and the city Utilities Committee are also currently considering a 
proposal that would revise the city’s sidewalk ordinance, absolving property owners of all sidewalk maintenance 
responsibilities. The proposed revision states that “the current practice of relying on property liens as a major source of 
funding is unsustainable and does not address the immediate needs of our crumbling sidewalk infrastructure.”  

New Orleans, a city with a substantial backlog of infrastructure needs, is the only peer city that does not currently 
have a budget for sidewalk maintenance or new construction. New Orleans and Atlanta share the experience of 
Memphis, with many property owners failing to maintain sidewalks adjacent to their property, despite the requirement 
that they do so. 

Sidewalk maintenance in all peer cities is at least partially complaint-driven. In Atlanta, Austin, Charlotte, and 
New Orleans, requests for maintenance fully drive the process of conducting repairs. Nashville uses a set of pre-
determined criteria to prioritize maintenance requests, but the list is initially generated from resident complaints. 

Austin, Nashville, and Atlanta also have programs in place that allow developer investments in sidewalk 
infrastructure to be applied with some flexibility, based on area needs and conditions at the site. If certain criteria are 
met, (i.e., if the site is located on a block where less than 50% of lots have sidewalks) Nashville and Austin allow 
developers to pay into a fund that may be used for capital investments in sidewalk infrastructure, as outlined by adopted 
pedestrian/sidewalk plans. Geographic restrictions apply in both cities. In Atlanta, current policy allows developers to 
forgo constructing a sidewalk directly adjacent to the development, and instead build an equivalent sidewalk nearby, if is 
determined by the City Council person representing that district that there is greater need for new sidewalks elsewhere 
within the council district. 

Lessons for Memphis: 
 Multiple models exist for increasing public investment in, and responsibility for, sidewalk maintenance. There is 

precedent for a complete shift to public responsibility of walkways in the public right-of-way, but cost-sharing 
models and strategic public investments in the sidewalk network allow a third option: for property owners 
and local government agencies to share the cost of maintenance. For example, Tumwater, Washington 
covers 80% of the cost of sidewalk infill if the property owner agrees to pay for the remaining 20% of 
construction costs, and Helena, Montana offers zero interest loans to property owners that replace sidewalks 
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adjacent to their property. In Atlanta, public investments in sidewalks are prioritized based on a data-driven 
analysis conducted at the regional level. 

 Several cities that have decided to take over sidewalk maintenance from property owners have weighed the 
potential costs of lawsuits against the cost of public investment in sidewalk repairs. Reduction of legal risk is 
one of the primary factors driving Atlanta City Council’s consideration of sidewalk maintenance changes as 
well.  Memphis could consider conducting a similar analysis. 

 A program that implements temporary measures such as painting the sidewalks to provide warning notice, 
placing asphalt shims, beveling sidewalk uplifts, or closing sidewalks as needed is one potentially low-cost way 
to improve conditions in the short term and reduce liability when property owners fail to meet their 
responsibilities. 

 Voter-approved bond measures may be more politically palatable to voters than raising taxes. 

 A transportation user fee, currently under consideration in Memphis, is a funding stream model that 
has provided significant revenue for transportation investments in other cities. 

 The experience of peer cities indicates that partnerships and shared funding with utility companies and 
transit agencies may create synergies where the goals of each agency overlap. 

 With dedicated pedestrian funding, having flexible funds available for new sidewalk construction in 
coordination with other projects as they come up (e.g., sewer construction) can lead to significant cost 
savings. 

 Creating a budgetary set aside for pedestrian infrastructure that connects the magnitude of the pedestrian 
safety problem to spending on pedestrian infrastructure, as Georgia DOT and the Nashville MPO have 
done, may be a strategy that helps secure additional funding and increase public support. 

Equity-based Policies 
A concern of increasing enforcement of the property owner requirement to maintain their sidewalks is that doing so may 
create a financial hardship for some property owners. Furthermore, cities may be uncomfortable with policies that result 
in the city paying for sidewalk maintenance for some property owners but not others. Peer cities reported a few 
strategies on this equity-related topic. Austin and Nashville currently prioritize sidewalk investments based on equity 
criteria. Austin’s Sidewalk Master Plan includes an “Absent Sidewalk Prioritization Matrix” that includes an equity 
criterion: census tracts that have average incomes at or below the median income receive extra points. This applies only 
to construction of new sidewalks, and the criterion is not weighted heavily relative to other factors. In Nashville, a 
“Pedestrian Generator Index” is used to guide both sidewalk maintenance and new construction, and gives additional 
weight to schools, senior and assisted living facilities, public housing, transit corridors, and hospitals. These trip 
generators help to identify areas where there may be additional need for high quality walking infrastructure. 

Lessons for Memphis: 
 The experiences of peer cities suggest that equity-based policies designed to assist low-income property owners 

with sidewalk maintenance may be politically challenging to implement due to the perception that some 
taxpayers are receiving preferential treatment. 

 Integrating equity criteria into a project prioritization process that includes factors such as demand, density of 
pedestrian attractors, proximity to transit, and household income (based on US Census data) may be met with 
more support. 

Minimizing Tree Root Damage to Sidewalks 
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Charlotte and New Orleans have standard engineering drawings for a sidewalk panel design that ‘bridges’ tree roots 
with rebar and/or wire mesh. Staff in Charlotte report, however, that this design is more expensive to construct and the 
preferred method for preventing sidewalk damage from tree routes is to work with an arborist to select the appropriate 
tree and build the sidewalk an appropriate distance from the trunk. In New Orleans, the “bridge” design is used 
infrequently simply because property owners are not taking the initiative to repair sidewalks adjacent to their properties 
and the city has insufficient resources to conduct enforcement. The City of Atlanta will repair cracked sidewalk panels at 
the cost of the city if the damage is from a city-owned tree. Austin currently has no processes in place to minimize 
damage from tree roots. Schematics of the sidewalk ‘bridge’ design used by peer cities are provided in the final pages of 
this Appendix. 

Lessons for Memphis: 
 ‘Bridged’ or ‘reinforced’ sidewalk panel designs are proven tools to minimize tree roots from damaging 

sidewalks in close proximity to street trees. 

 Working with arborists and/or landscape architects to develop a list of approved street tree species and 
appropriate tree well dimensions can help minimize future damage in new sidewalk construction or property 
redevelopment. 

Road Diets and Crossing Treatments 
The primary issue handled similarly among peer cities is retrofitting under capacity roadways: all peer cities have recently 
completed road diets or road conversions that reduced the number of motor vehicle lanes (which contributes to safer 
roadway environments for motorists and other roadway users), added bikeways, and integrated pedestrian refuge islands.  

Lessons for Memphis: 
 Memphis should consider implementing road diets on roads with excess capacity.  These projects should 

include pedestrian refuges at uncontrolled intersections and mid-block locations, as this practice has 
demonstrated pedestrian safety benefits and cost-saving potential.  

 Where road diets result in wider outside lanes, new on-street parking, and/or bike lanes, such treatments also 
provide pedestrian safety and comfort benefits as the sidewalk zone is further from motor vehicle lanes.  

Utility Pole Relocation 
Utility pole relocation occurs primarily through capital projects and private sector redevelopment in Atlanta and 
Charlotte. The strategy in New Orleans has been to wrap the sidewalk around the back of utility poles when necessary, 
as there is generally sufficient public right-of-way to accomplish this. Austin is unique in that the power company has 
funds available to relocate utility poles in coordination with the Transportation and Public Works Departments. 

Lessons for Memphis: 
 Opportunities for utility pole relocation include strategic partnerships with Memphis Light Gas & Water 

(MLGW), policy language that requires MLGW to relocate utility poles during roadway reconstruction if the 
existing location of utility poles creates ADA non-compliance issues, increased flexibility regarding wrapping 
sidewalks around utility poles, and mandatory relocation during private sector redevelopment. 
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Table 1 - Summary of peer city practices 

 

 

 

Topic Atlanta Austin Charlotte Nashville New Orleans Other Cities 

Walk Friendly 
Community 
Status 

Bronze Bronze Bronze Not recognized Bronze  

Staffing  
Full-Time Equivalent 
staff working on 
pedestrian planning 
issues 

 Accurate data unavailable, but at 
least one full time person that does 
planning for new sidewalk 
construction. Bicycle and Pedestrian 
coordinator position is currently 
vacant. 

 5 FTE staff at the City of Austin  2 FTE staff at the City of Charlotte   3 FTE staff working on pedestrian 
issues in the Metro region 
(consolidated city/county 
government), but the pedestrian 
program is managed by a 
consultant 

 1.5 FTE  staff at the City of New 
Orleans 

 2.5 FTE staff at the Regional Planning 
Council  

 

Sidewalk 
Maintenance 
Issues and 
Policy 
Models 

 Sidewalk maintenance is the 
responsibility of the property owner. 

 If property owners neglect to repair 
sidewalk and a complaint is filed, the 
city will send a crew to repair the 
sidewalk and bill property owner. 
However, staff report that many 
sidewalks are in poor condition and 
that the current system is not 
functioning well. 

 Public works department estimated in 
2012 that 25% of the city’s sidewalks 
and curbs need to be replaced or 
repaired at a cost of over $150 million.  

 The city paid out over $4 million in 
lawsuits to just two injured pedestrians 
in 2011 and 2012. 

 The city maintains sidewalks in the 
public right of way. 

 The condition of sidewalks has 
improved significantly since the City 
assumed responsibility for 
maintenance in the early 1990s. 

 The decision to take a proactive 
stance on sidewalks was motivated 
by a cost-benefit analysis of 
potential for lawsuits vs. city 
investment.  

 Austin estimates total cost of 
necessary sidewalk repairs to be 
about $120 million. 

 The City repairs, on average, about 
5.7 miles of damaged sidewalk per 
year.  

 The city maintains the sidewalks in 
the public right of way. 

 Residents are required to maintain 
any vegetation along the sidewalk. 
The city’s Public Service and Code 
Enforcement staff addresses any 
issues where lawns are overgrown or 
trees/shrubs are obstructing the 
sidewalk. 

 The City repairs, on average, about 
4 miles of damaged sidewalk per 
year. 

 Metro Nashville (city and Davidson 
County) maintains the sidewalk in 
the public right of way. 

 Sidewalk maintenance is the 
responsibility of the property owner. 

 Due to a lack of resources and time, 
the city does not currently have the 
capacity to enforce property owner 
maintenance responsibilities.  

 Property owners may be required to 
repair sidewalks if they apply for a 
building permit to redevelop. 

 Sidewalks in the city are in fair shape 
overall – generally they are 
walkable but not up to ADA 
standards. 

 Clayton, MO: The city decided to 
take on responsibility for sidewalk 
maintenance and developed a 
program with dedicated funding.  

 Wilmington, NC: City shoulders 
responsibility for sidewalk repair and 
budgets for the program every year. 
Separate line item for repair. 

 Seattle, WA: Implements temporary 
measures such as painted warning 
notices, placing asphalt shims, 
beveling sidewalk uplifts, or closing 
sidewalks as needed.  

 Syracuse, NY:  If repairs not made by 
property owner within allotted time 
frame, city will make repairs and 
assess cost to property tax bill. 

Equity-
Focused 
Policies 

 City does not have a policy or 
prioritization scheme for helping 
economically distressed property 
owners maintain sidewalks. 

 The Atlanta Region Bicycle 
Transportation and Pedestrian 
Walkways Plan conducted a 
Pedestrian Latent Demand Analysis 
along strategic corridors to prioritize 
sidewalk investments (both 
maintenance and new construction). 

 Prioritization is focused on access to 
transit and overall demand. Rationale: 
Difficult to justify using public money 
to fix sidewalks property to property, 
but when the focus is on a corridor 
that is well used it becomes strategic 
and defensible. 

 Austin’s Sidewalk Master Plan has an 
Absent Sidewalk Prioritization Matrix 
that includes an equity criterion: 
census tracts that have average 
incomes at or below the median 
income receive extra points. This 
applies only to construction of new 
sidewalks. 

 Sidewalk maintenance is complaint-
driven. The City sends an inspector 
to determine if conditions create a 
tripping hazard. If so, a temporary 
patch is applied and that location is 
added to the repair list. Spending 
has a geographic equity 
component but is not based on 
residential income. 

 Sidewalk repair requests are added 
to the queue of work, but there are 
no specific policies for low-income 
areas. 
 

 Sidewalk investments are guided by 
the ‘Pedestrian Generator Index’ 
and ‘Sidewalk Project Decision 
Matrix’ contained with the Strategic 
Plan for Sidewalks and Bikeways. 
Primary criteria are pedestrian 
demand, trip generators, and 
current and future land use. Schools, 
senior and assisted living facilities, 
public housing, transit corridors, and 
hospitals are given additional 
weight as trip generators.  

 The ‘Pedestrian Generator Index’ 
and ‘Sidewalk Project Decision 
Matrix’ apply to both maintenance 
and new construction. The decision 
matrix explicitly states sidewalk gaps 
will, as a rule, be prioritized over 
improving quality of existing 
sidewalks. 

 Strategies to assist low-income 
property owners have been 
discussed at the staff level and have 
been brought up by advocates, but 
elected officials have yet to 
embrace such a policy.  

 The reluctance appears to be due 
to the fact that it is politically sticky 
to explain why the city or regional 
government would repair sidewalks 
in one area or for one group of 
people, while others would be 
required to make the repair without 
government support.  

 Seattle, WA: Prioritizes sidewalk repair 
locations based on set of predefined 
criteria, one of which is ‘geographic 
and social justice distribution.’ 

 Tumwater, WA: The city covers 80% 
or the cost of sidewalk infill if the 
property owner provides the 
remaining 20%.  

 Syracuse, NY: City-sponsored 
financing program allows property 
owners to take advantage of low 
interest rates (7% over a period of 10 
years) to repair or construct 
sidewalks.  

 Helena, MT: Offers zero-interest loans 
to property owners for sidewalk 
replacement. 
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Topic Atlanta Austin Charlotte Nashville New Orleans Other Cities 
Funding  A pedestrian advocacy group, PEDS, 

has pushed the Atlanta City Council 
to include a line item in the city 
budget for sidewalk maintenance.  

 The city put aside about $500,000 to fix 
the “worst” sidewalks in 2012.  

 The City has proposed a $250 million 
bond referendum for infrastructure 
maintenance. The project list 
allocates $40 million to replace 
broken sidewalks and $35 million to 
repair and install curb ramps. 

 City is currently considering raising the 
fee it charges for sidewalk installation 
to better reflect the true cost. 

 Georgia DOT has committed to spend 
13% of STIP money on pedestrian 
infrastructure, since pedestrians make 
up 13% of crashes. 

 
 

 The two primary funding sources for 
both sidewalk repair and new 
sidewalk construction are voter-
approved bond funding and the city 
transportation user fee, which is 
included in residential and 
commercial electric bills. 

 Austin has fairly strict rules regarding 
requirements for developers to install 
sidewalks on new and renovated 
properties. 

 Austin spends about $3.8 million 
annually on sidewalk repair and 
maintenance. 

 Austin spends about $3.6 million 
annually on new sidewalk 
construction. 

 The city builds, on average, about 
5.5 miles of new sidewalk per year.  

 Austin spends an additional $5-7 
million annually on ADA 
improvements. 

 See the City of Austin Public Works 
Department 2013 annual report for 
more information on funding and 
spending on pedestrian and ADA 
improvements. 

 Cap Metro is the local transit 
agency and its goal is to make all 
bus stops accessible, including in 
some cases some small portion of 
sidewalk to connect the bus stop. 

 Austin has 2,568 miles of existing 
sidewalks and 3,325 miles of 
identified sidewalk gaps. 

 The Transportation Action Plan calls 
for the city to build over 375 miles of 
new sidewalk by 2035. City Council 
funds this work through bond 
referenda every two years, and 
funding is allocated annually to 
construct and maintain sidewalks.  

 Sidewalk Construction: Sidewalk & 
Pedestrian Safety Program funded at 
$7.5 million/year. 

 Sidewalk Maintenance: ~$1.8 
million/year.  

 All other transportation-related 
capital projects build or replace 
sidewalks to match current design 
guidelines, and funding for those 
projects varies from year to year. 

 The city builds, on average, 15 miles 
of sidewalk per year through all 
capital programs. 

 Charlotte has 2,024 miles of existing 
sidewalks and an estimated 1,745 
miles of roadways without 
sidewalks. 

 The Strategic Plan for Sidewalks and 
Bikeways recommends a combined 
sidewalk maintenance and new 
construction budget of $20 million 
per year beginning in 2003, and 
increasing by 1.5% annually to 
account for inflation. 

 For the past 15 years, Metro 
Nashville has spent roughly $8 
million per year on sidewalk 
maintenance and new construction. 

 The City has a small budget for 
access ramps as part of ADA 
transition plan.   

 New Orleans has a massive backlog 
of infrastructure needs, and Public 
Works does not currently build new 
sidewalks or repair existing 
sidewalks.  There is no sidewalk 
budget.  

 In the past the regional government 
has used Transportation 
Enhancement funds for pedestrian 
projects, but there is no dedicated 
funding stream at the regional level 
either. 

 

 Wilmington, NC: Line item for new 
sidewalk construction allows city to 
take advantage of opportunities to 
leverage transportation dollars with 
other infrastructure projects like 
sewers when such a project lines up 
with pedestrian master plan.  

 Seattle, WA: Voter-approved tax levy 
approved in 2006 created the 
Sidewalk Repair Program. Average 
funding level of just under $2 million 
per year. Will expire in 2015. 

 Greensboro, NC:  Funds sidewalk infill 
program through a combination of 
the general fund, funds from STP and 
CMAQ grants (obtained through the 
MPO), and voter approved bonds.  

 Ithaca, NY: Created sidewalk 
improvement districts. Property 
owners pay an annual fee and funds 
may only be used within a given 
district for sidewalk maintenance or 
infill. 

Minimizing 
Damage to 
Sidewalks 
from Tree 
Roots 

 If damage to sidewalk is due to tree 
roots or other “naturally occurring” 
damage, the city will repair at its cost. 

 Currently no strategies in place for 
minimizing tree root damage. 

 Project teams work with the City 
Arborist on sidewalk designs in order 
to minimize damage from trees. The 
first priority is to design sidewalks to 
meander around trees. This type of 
design is beneficial to both the 
sidewalk and the tree by minimizing 
damage to its root system.  

 New sidewalks that must be 
constructed in close proximity to 
trees are constructed using a 
technique called ‘bridging’ where 
concrete panels are reinforced with 
rebar. This design allows the 
sidewalk to ‘bridge’ over the roots 
with minimal impact to the tree. 

 Currently no strategies in place to 
for minimizing tree root damage – 
staff report that it has not been a 
large issue. 

 New Orleans has thousands of Live 
Oaks that are notorious for 
destroying sidewalks.  

 The city has a standard detail to 
bridge tree roots, but even if it is a 
city tree – which includes all trees in 
public right of way - the 
responsibility falls on the property 
owner to complete the repair, and 
most property owners are not 
motivated to do so. 

 Seattle, WA: If sidewalk damage is 
caused by city infrastructure such as 
a city-owned tree or sewer line, the 
city will take responsibility for making 
repairs. If damage is due to property 
owner tree, a Seattle Department of 
Transportation arborist will arrange to 
meet on site to evaluate the tree for 
root pruning potential.  

 Wilmington, NC: Standard detail for 
‘reinforced sidewalk’ features 
welded wire mesh over roots. 

 Sacramento, CA: Standards allow for 
sidewalks to be wrapped around 
tree into parking or travel lane. 

 Santa Barbara, CA: Bad experience 
with root pruning: Pruned only on the 
sidewalk side to prioritize pedestrian 
access. Unfortunately in some cases 
this led to tree falling down. In other 
cases it created uplift on the 
roadway side, severe enough to 
take a travel lane out of service.  
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Topic Atlanta Austin Charlotte Nashville New Orleans Other Cities 
Road Diets 
and Crossing 
Treatments 

 Recent road diet example: Ponce de 
Leon Ave.  Removed two travel lanes 
and installed buffered bike lanes and 
a center left turn lane to prepare it for 
refuge islands in the future.   

 Georgia DOT is currently installing a 
series of midblock crossings with 
refuge islands along Buford Rd. Some 
crossings also feature two-stage 
HAWK signals. Considering dedicating 
outside lanes to Bus Rapid Transit.  

 Local pedestrian safety advocacy 
group developed a safety toolbox. It 
is focused on the lowest-cost 
solutions. One finding was that bus 
stops were often placed without 
regard to existing crossings and that 
the lowest cost solution was often to 
relocate the bus stops. 

 Austin has completed several road 
diets recently, including the 
conversion of Cameron Lane from a 
4-lane (two in each direction) road 
to a 3-lane (one in each direction 
with a center left turn lane) road 
with bus pullout areas, bike lanes, 
and sidewalks. 

 Charlotte has completed over 20 
‘road conversions’ (City does not 
like the term ‘road diet’).   

 Most conversions are 4-lane to 3-
lane with bike lanes, created 
through re-striping the pavement 
during re-surfacing, working within 
the existing curb lines.   

 The City has completed several 
conversions that include 
streetscape and curb line changes 
to achieve a better sidewalk and 
planting strip. 

 Midblock pedestrian refuges have 
been included in several 
conversions. 

 

 Nashville has completed several 
road diet projects recently. 

 Examples include Hillsboro Circle 
from Hobbs Rd to Abbott Martin Rd 
and Cleghorn Avenue/Crestmoor 
Road from Abbott Martin Rd to 
Hillsboro Pk. 
 

 New Orleans has implemented 
several lane width reduction 
projects and also several road diets 
from 4 to 2 lanes with bike lanes.  

 Most of these roadways have been 
under capacity. Sometimes existing 
lanes are very narrow and it makes 
more sense to provide one 11 or 12 
foot lane plus bike lanes compared 
to having two 9.5 ft. lanes in the 
existing configuration.  

 Sometimes these projects are driven 
by neighborhood complaints about 
speeding.  

 The city has installed midblock 
pedestrian refuge islands in at least 
one project: reduced lane widths 
on North Peters between Canal and 
St Louis and added pedestrian 
refuges at certain locations.  

 

Utility Pole 
Relocation 

 Renegotiated utility franchise 
agreement to include specific 
requirements about utility pole 
location and ADA standards.  

 For transportation projects, the utility 
company is required to pay for pole 
relocation because ADA is a public 
good. 

 Policy allows sidewalk to extend into 
roadway if necessary and 
appropriate. 

 Austin Energy is the local power 
company and it is owned and 
operated by the city. Austin energy 
provides approximately $100,000 
annually to the sidewalk program to 
relocate or modify sidewalks and 
separately funds pole relocation if 
required. 
 

 Utility poles are relocated (or 
sidewalks are reconstructed) as part 
of capital projects (excluding the 
Sidewalk & Pedestrian Safety 
Program) or as a requirement of 
private sector land development 
projects. 
 

 Metro Nashville works with utility 
companies to move their poles 
when necessary to create a path of 
travel. 

 Rare to find utility poles obstructing 
sidewalks in New Orleans, but it 
does occur in some locations.  

 The city usually builds sidewalks 
around the back of utility poles, 
because there is typically a couple 
feet of publically-owned Right Of 
Way available. 
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Standard Details for Street Trees 
Standard detail for street trees: New Orleans, LA 
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Reinforced Concrete Sidewalk (Bridging tree roots): 
Charlotte, NC 
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Reinforced Sidewalk: Wilmington, NC 

 


