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CHAPTER 1.  INTRODUCTION AND OVERVIEW 

With a population of 1,817 (US Census 2008 estimates), Victor is the largest city in 
Teton County, Idaho.  According to the US Census, Teton County experienced a growth 
rate of almost 47 percent from 2000 to 2008, due in large part to its proximity to rapidly-
growing Jackson, Wyoming, which is only about 25 miles away over Teton Pass.  While 
growth has slowed considerably during the current economic slump, the City of Victor is 
undertaking a transportation plan to ensure that it is prepared to meet growth and 
changing conditions in the future. 

This report states the goals and objectives of the transportation plan, lists the issues to 
be addressed by the plan, and describes existing conditions on the transportation 
system.  Existing conditions are described for the following system elements: 

• Existing street network connectivity, traffic control, parking, and functional 
classification; 

• Existing traffic volumes, operations, and safety conditions;  and 

• Existing transit services and facilities. 

The complete transportation plan is compiled and described in Chapter 5.  It includes 
sections covering the following topics: 

• Strategies to Address Identified Issues 

• Street Classification 

• Street Design Standards and Cross-Sections 

• Access Management 

• Traffic Management and Intersection Design 

• Downtown Parking 

• Walking and Biking 

• Funding Strategies 

• Actions 

• Projects 
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CHAPTER 2.  PUBLIC INVOLVEMENT 

The City of Victor Transportation Plan was developed through a public involvement 
process involving upwards of 70 participants in two open houses and three stakeholder 
meetings.  This chapter provides a summary of the public involvement process.  More 
complete descriptions of these activities can be found in the appendices to this plan. 

Newsletter 
The project was kicked off with the distribution of a newsletter describing the project’s 
purpose and components, introducing the Envision Victor Project, listing stakeholders, 
and presenting transportation facts about Victor (see newsletter in appendix). 

Stakeholder Committee 
Consisting of representatives from the business community, transit, Idaho 
Transportation Department, and Victor residents and advocacy groups, the stakeholder 
committee met three times.  At their first meeting, they engaged in a process called a 
SWOT; that is, they identified Strengths, Weaknesses, Opportunities and Threats as 
they relate to transportation in the City of Victor. The main areas identified during this 
process – and in more depth during telephone interviews – are listed below: 

• Community 
• Funding 
• Government  
• Transit Services 
• Planning Process 
• Infrastructure-Main Street and Connectivity 

Several key issues were identified through this process: 

• Main Street is too busy and fast with truck and vehicular traffic, and is not friendly 
to pedestrians  

• Lack of connectivity within City of Victor for residents, and outside to other 
communities in the region 

• Lack of funding for needed service and infrastructure improvements 

• City development process is unclear 

Open Houses 
Two open houses were held to seek public input.  Over 20 people attended the first one 
held on October 6, 2008.  Attendees were asked to fill out a questionnaire asking 
questions about transportation issues; 17 questionnaires were filled.  In addition, 40 
surveys were sent out to an email list maintained by then-City Councilor, now Mayor 
Scott Fitzgerald, from which we received an additional 12 surveys.  Not surprisingly, 
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respondents noted that Main Street is the major concern.  Other repeated concerns 
included that traffic travels too fast, it is difficult for pedestrians to safely cross, and 
during peak travel times, vehicles have problems turning onto Main Street from 
sidestreets.  The Appendix presents the full results of that survey.   
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CHAPTER 3.  TRANSPORTATION SYSTEM CONDITIONS 

The existing street system and traffic controls, existing and future traffic volumes, and 
existing transit services and facilities are described in this chapter. 

3.1. Existing Street Network 

The existing street and highway system serving Victor is shown in Figure 3-1.  The city 
street network is built around two state highways – SH-33 (Main Street) and SH-31 
(Center Street, west of SH-33) – and an incomplete 1/2-1-mile grid of county roads 
covering the city’s entire Impact Area.  A tighter grid of local streets exists in the city 
center, and several larger residential subdivisions have their internal network of local 
streets. 

Street Network and Connectivity 
To move traffic effectively in and through a community, there must be a hierarchy of 
streets that provide a range of functions:   

Arterial streets function to move traffic through a community;   
Collector streets provide for circulation within a community and provide a connection 

to arterial streets for traffic gathered from local streets;  and  
Local streets serve the residential and commercial land uses adjacent to them.   

Streets can be further classified based on the adjacent land use; for example; a 
community can have collector and local commercial streets that primarily serve 
businesses.  Except for limited-access highways, any street can be a Complete Street, 
designed to be safe for drivers; bicyclists; transit vehicles and users; and pedestrians of 
all ages and abilities. 

Connectivity refers to the directness of links and the density of connections in a path or 
road network.  A well-connected road, sidewalk or path network has many short links, 
numerous intersections, and minimal dead-ends (cul-de-sacs).  As connectivity 
increases, travel distances decrease and route options increase, allowing more direct 
travel between destinations.  Better connectivity also allows traffic to be evenly 
distributed and prevents excessive use of individual streets.   

A well developed street network will have collector streets spaced no more than 1/2-
mile apart from each other.  Ideally, local streets will have intersections every 300-400 
feet. 

Pedestrian and bicycle connections should be no more than 400 feet apart as well.  This 
should be done by providing facilities on the street;  in some cases additional pathways 
for these other modes should be provided. 
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Figure 3-1:  Existing Street/Highway Network 
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Currently, the City of Victor does not have a complete street network.  As Figure 3-1 
shows, those existing streets that might function as collectors often are spaced one mile 
or more apart from one another.  Moreover, many neighborhoods do not have a well-
connected local street system.  The land use code should require improved connectivity 
and the design standards needed to meet a range of uses. 

In the downtown area many of the blocks are very large and do not create a good 
pedestrian or business service network.  For example, the distances between Dogwood 
and Center and between Main and Beryl are about 700 feet, each.  It will be necessary 
to create alley ways and pedestrian pathways to improve the network in the downtown. 

Existing Street Connectivity and Design Standards 
The City of Victor Code has adopted some standards to encourage well connected 
streets. These are: 

5.1.1  All streets in the subdivision must be platted and developed with a width, 
alignment, and improvements such that the street is adequate to accommodate 
existing and anticipated vehicular and pedestrian traffic and meets City standards. 
Streets shall be aligned in such a manner as to provide through and efficient access 
from and to adjacent developments and properties and shall provide for the 
integration of the proposed streets with the existing pattern 5.1.2  Cul-de-sacs or 
dead end streets shall be allowed only if connectivity is not possible due to 
surrounding topography or existing platted development.  

5.1.2.1  More than one access may be required based on the potential for 
impairment of a single access by vehicle congestion, terrain, climatic conditions, or 
other factors that could limit access. 

5.1.3  Streets shall be laid out so as to intersect as nearly as possible at right angles, 
and no street shall intersect any other street at less than eighty (80) degrees.  
Where possible, four way intersections shall be used.  A recommended distance of 
500 feet, with a maximum of 750 feet, measured from the center line, shall separate 
any intersection. Alternatively, traffic calming measures including but not limited to 
speed dips, speed tables, raised intersections, traffic circles or roundabouts, 
meanderings, chicanes, chokers, and/or neckdowns may be a part of the street 
design.  Alternate traffic calming measures shall be approved with the 
recommendation of the City Engineer and Public Works Department.  Three way 
intersections shall only be permitted where most appropriate or where no other 
configuration is possible.  A minimum distance of 150 feet, measured from the 
center line, shall separate any two three-way intersections. 

5.2.2  The developer shall install all non-vehicular pathways, to City standards, in all 
areas where said pathways are depicted upon the City of Victor Pathways System 
and said area is within or adjacent to the tract or property to be developed  
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5.4.1  The length, width and shape of blocks shall be determined with due regard to 
adequate building sites suitable to the special needs of the type of use 
contemplated, the zoning requirements as to lot size and dimensions, the need for 
convenient access and safe circulation, and the limitations and opportunities of 
topography. 

5.10.5.9.2 The developer shall construct and pave all trails through and abutting 
their developments identified in the City of Victor Pathways Systems. Such trail 
improvements shall be undertaken at the same time as other public improvements 
are installed within the development, (i.e., grading with site grading and paving with 
street or parking lot paving). Deviation from this timing requirement may be allowed 
only when deemed beneficial for the project. 

Performance Standards 7.e.1.  The number of points of access to arterial streets 
shall be minimized. While it is recognized that an exception may be necessary where 
the terrain or pattern of existing development require closer spacing, points of 
access to arterials shall normally be at least 400 feet apart, and greater intervals 
may be required upon the advice of the Idaho Transportation Department 

Chapter 7. Division 3.V Connections.  All developments shall be designed to 
maximize functional connections with adjoining developments, including shared 
access to arterial and collector streets, shared parking and service access, shared 
buffering and open space, and shared pedestrian circulation. 

Appendix E.9 - Protecting Pedestrians in Off-Street Parking and Loading Areas. 
There shall be safe pedestrian access around or through all parking and loading 
areas. 

Findings 

The existing amendments prohibiting cul-de-sacs as well as the ones requiring safe 
pedestrian access and the development of trails identified in the City of Victor Pathways 
System will help the City develop a well connected multi-modal street pattern.  In some 
others instances, regulations recommend or suggest, but do not require an action to be 
taken. For example 500 feet is recommended for a block length, but 750 feet is the 
maximum allowed. Especially in the downtown areas, blocks should be no more than 
400 feet long. This does not mean that the downtown would be replatted but that as 
new development comes in, better connections would be established. Another example 
of this is the regulation that more than one access may be required based on the 
potential for impairment of a single access to a subdivision.  This plan should encourage 
all streets in subdivisions to connect to streets adjacent or abutting the subdivison. Also 
the current emphasis on building streets to meet vehicular and pedestrian traffic may 
lead to wider than needed streets.  
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Traffic Control Inventory 
An inventory of intersection traffic controls in the City of Victor is compiled in Figure 3-2.  
The locations of all-way stop signs, individual stop signs, and yield signs is shown 
(currently there are no traffic signals in Victor). 

 

Figure 3-2:  Traffic Control Inventory 
 

 

 

Currently, the Main Street (SH-33)/Center Street (SH-31) intersection – the city’s central 
crossroads in the heart of the downtown area – has two-way stop control (TWSC), with 
stop signs placed on Center Street (SH-31), and with Main Street (SH-33) uncontrolled 
(i.e., no stop signs).  The sidestreets and sideroads along the two City’s primary street 
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corridors – SH-33/Main Street and SH-31/Center Street west of Main – are all stop-
controlled.  In addition to the traffic controls on the primary corridors, virtually every 
intersection on the city’s and county’s grid collector street system has some form of stop 
control (all-way stop control, AWSC, or two-way stop control, TWSC). 

Downtown Parking Inventory 
An inventory of on-street and off-street parking in the Main Street corridor through 
downtown Victor is compiled in Figure 3-3.  As shown in the Figure, there is currently a 
total of about 540 on- and off-street public and private parking spaces in the downtown 
area.  The parking total consists of about 355 public spaces and 185 private off street 
spaces.   

There is a total of about 230 marked on-street parking spaces on Main Street in 
downtown Victor, including 53 parallel spaces between Cedron-Aspen and Birch 
Streets; 11 parallel spaces and 41 angle spaces between Birch and Center Streets; 81 
angle spaces between Center and Dogwood Streets; and 45 angle spaces south of 
Dogwood Street. 

There currently is about 100,000 square feet (sf) of commercial development in Victor, 
with about 3.5 parking spaces per 1,000 sf.  There were between 153 and 183 occupied 
public and private spaces on Tuesday afternoon August 12.  This suggests that 
currently the parking occupancy rate for the downtown area is under 2 spaces per 1,000 
sf of commercial development. It may be less than that, as some of the parking is being 
used by commuters who take the bus to Jackson, Wyoming. 

While there is plenty of parking to meet demand at the present time, downtown growth 
will put pressure on the existing parking supply.  One way to address potential future 
parking shortages is for the city to require new development to provide on-site parking.  
However, due to the importance of developing an urban streetscape, especially along 
Main and Center, the city may need to consider strategies that allow development in the 
downtown to provide or finance municipal parking facilities or new on-street parking 
spaces in lieu of providing the necessary spaces on-site.  Such strategies will help 
encourage development of the area, and will create a more favorable environment for 
pedestrians by reducing driveway traffic crossing sidewalks. 

Sidewalk/Crosswalk Inventory 
An inventory of the sidewalks, marked crosswalks, separated pedestrian/bicycle 
pathways, and marked bicycle lanes in Victor is compiled in Figure 3-4. 

As shown in the Figure, sidewalks exist along both sides of Main Street, and on some of 
the sidestreets east of Main.  In addition, the Teton Valley Trail/Path serves as a 
sidewalk where it passes through Victor.  There are no controlled pedestrian crossings 
on Main Street, but there are marked crosswalks at Birch, Depot, Center, and Dogwood. 
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Figure 3-3:  Main Street Downtown Parking Inventory 
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Figure 3-4:  Sidewalk and Crosswalk Inventory 
 
 

 
 

 

Landsman Transportation Planning / Robert Bernstein, P.E. 



Victor Transportation System Plan  Transportation System Conditions 
December, 2009  Page 3-9 

 

Major Trip Attractors 
The location of major trip attractors can guide decisions about priority locations for 
pedestrian and roadway improvements.  The major pedestrian trip generators in the City 
of Victor – schools, parks, and the downtown – are identified in Figure 3-4.  As shown in 
the Figure, a key deficiency in the local pedestrian network is the lack of a sidewalk 
connecting Main Street with the Teton Valley Community School. 

Functional Classification 

The purpose of the Victor street system is to provide safe, convenient access for 
existing and future development throughout the city.  As discussed in the Street 
Connectivity section, in order to provide the necessary access, streets must serve a 
range of functions:  some streets must serve through traffic, some must provide access 
into, out of, and within neighborhoods, and some must provide direct access to adjacent 
properties.  In order for the street system to operate efficiently and effectively, and 
minimize the impacts of traffic on residential areas and businesses, the desirable and 
necessary functions of city streets should be determined and specified in the form of a 
“Functional Classification Plan.”  

A Functional Classification Plan designates streets as arterials, collectors, or local 
streets, which specify the use of streets (carry through traffic, neighborhood traffic, 
and/or local traffic), set use standards for type and volume of traffic, and establish 
roadway design standards (e.g., roadway width, driveway/sidestreet spacing, etc). 

The City of Victor currently does not have a formal Functional Classification Plan.  The 
Teton County Functional Classification Plan makes several systematically incomplete 
designations in the Victor area.  Main Street/SH-33 and Center Street/SH-31 are 
designated as State Highways;  950 S between 200 W and Old Jackson Hwy, 800 S 
west of SH-33, 50 W between 900 S and 950 S, and Baseline Rd between 775 S and 
950 S are designated as Major Collectors;  and 600 S is designated as a Minor 
Collector. 

Although there is no formal Functional Classification Plan, it is clear that Main 
Street/SH-33 and Center Street/SH-31 serve as the City’s primary “arterials,” and that 
the streets lying on the one-half-mile county road grid – plus Agate Street and Old 
Jackson Hwy – serve a “collector” function. 

3.2.  Traffic Conditions 

Existing and future traffic volumes, existing traffic operations, and historical traffic safety 
conditions are compiled and described in this section. 
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Traffic Volumes 

Existing and future daily traffic volumes and seasonal/monthly variations in traffic 
volumes are compiled and described in this section. 

Daily Traffic Volume.  The most recent daily traffic volume counts available at the time 
the existing conditions analysis was being prepared were obtained.  Counts on Main 
Street (SH-33) and on Center Street (SH-31) were acquired from the Idaho 
Transportation Department (ITD), and additional 2007 counts on streets throughout the 
city were acquired from the City of Victor.  The count results are summarized and 
compiled in Figure 3-5. 
Traffic volumes on the two main highways serving Victor – SH-33 and SH-31 – are 
modest, but growing.  In 2007, the annual average daily volume (AADT) was 4,500 on 
SH-33 east of Victor, 6,200 on SH-33 north of Victor, and 1,700 on SH-31 west of 
Victor.  Compared to 2002 volumes, the SH-33 volumes were up 12%, and the SH-31 
volume was up 18%.  In downtown Victor, Main Street/SH-33 AADT was 5,400-6,400, 
and Center Street/SH-31 AADT was 2,500-2,900. 

Seasonal/Monthly Variation.  Average daily traffic volumes on SH-33/Main Street and 
SH-31/Center Street for each month of the year are compiled in Figure 3-6.  Highway 
traffic volumes are significantly higher in the summer.  In the peak month, July, daily 
traffic volume on SH-33 is 6,300, 40% higher than the annual average.  On SH-31 peak 
month daily traffic is 3,150, 58% higher than the annual average. 

Future Traffic Volumes.  With the rapid growth being experienced in Victor, Driggs, and 
Teton County, locally-generated traffic volumes are expected to increase significantly in 
the coming years.  To help address the impacts of such growth on the highway system, 
the Idaho Transportation Department (ITD) in 2008-09 prepared an update of its 2002 
SH-33 Corridor Plan.  This plan update (the SH-33 Corridor Refresh) included the 
preparation of 2027 traffic forecasts, the results of which are compiled in Figure 3-7. 
As shown in the Figure, annual average daily traffic volumes (AADT) on Main 
Street/SH-33 and Center Street/SH-31 are expected to more than double over the 20-
year period from 2007 to 2027, with volumes on Main Street increasing by 95% to 
125%, and volumes on Center Street/SH-31 increasing by 110% to 180%.  Outside of 
downtown, the Design Volumes (i.e., the peak volumes used for design and analysis 
purposes) are double the AADTs. 

Traffic Operations 
The adequacy of street/highway capacity and the smoothness of traffic flow (or lack 
thereof) is described by a measured called “Level of Service” (LOS).  LOS is determined 
for each roadway element (freeway mainline and ramps, highway sections, signalized 
and stop-controlled intersections, etc.).  The Highway Capacity Manual, published by 
the Transportation Research Board and used nationwide, defines LOS as follows: 
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Figure 3-5:  2007 Daily Traffic Volume Counts 
 

(all counts and estimates are the most recent that were available at the time this analysis was prepared) 
 

 
Source:  Idaho Transportation Department (SH-31 and SH-33 counts) and City of Victor (all other 
counts) 
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Figure 3-6:  Monthly Average Daily Traffic Volumes on SH-33 and SH-31 
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Figure 3-7:  2027 Forecasted Daily Traffic Volumes 

 

000 – 2006 Annual Average Daily Volume 
(000) – 2027 Annual Average Daily Volume 
000 – 2027 Design Daily Volumea) 

 
 

 
a) “Peak” volume used for design purposes (= 30th highest hourly volume of the year x 10) 

Source:  SH-33 Corridor Refresh, Idaho Transportation Department, 2009 
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“Level of Service” (LOS) is a quality measure describing operational conditions 
within a traffic stream, generally in terms of such service measures as speed and 
travel time, freedom to maneuver, traffic interruptions, and comfort and 
convenience. 
Six LOS are defined for each type of facility that has analysis procedures 
available.  Letters designate each level, from A to F, with A representing the best 
operating conditions and F the worst.  Each level of service represents a range of 
operating conditions and the driver’s perception of those conditions.  Safety is 
not included in the measures that establish LOS.”1 

LOS is used by planners, engineers, and the lay public alike to assess traffic conditions, 
to identify problems, and to develop improvements and “solutions.”  In addition, local 
governments and other public agencies responsible for transportation use LOS to set 
standards for traffic conditions.   
In addition to traffic volumes, LOS is based on roadway characteristics (numbers and 
configuration of lanes, lane width, roadway grade, etc.) and the types of traffic controls.  
As implied in the definition above and outlined below, LOS is determined differently for 
different types of roadways and intersections.  For all LOS measures, LOS E represents 
capacity, with LOS F representing congested, over-capacity conditions, and LOS D 
indicating that a facility is nearing capacity. 
For the analyses guiding/supporting development of the City of Victor Transportation 
Plan, an LOS measure based on roadway type and daily volumes was employed (see 
Table 3-1).  For existing traffic volumes, all streets and highways in the study area 
currently operate at LOS C or better.  (LOS C conditions are considered to be very 
good:  there is no noticeable congestion, and motorists are not significantly constrained 
by other traffic.) 

Traffic Accidents/Safety 
Traffic safety conditions in Victor were evaluated by compiling and analyzing accident 
records for SH-33 (Main St) and SH-31 (Center St) for the three-year period from 2005 
through 2007.  The accident records are summarized and compiled in Figure 3-8.  The 
records indicate that there have been a limited number of accidents – e.g., only five in 
three years at the Main/Center intersection – and that there are no high-accident 
locations in the study area. 
As shown in the Figure, the types of accidents that are prevalent in urban settings 
(intersection-related accidents and multiple-vehicle accidents) occur far more frequently 
on the segments of SH-33 and SH-31 in and near downtown Victor.  Similarly, the types 
of accidents that are prevalent on rural highways (single-vehicle accidents) occur far 
more frequently outside the city limits.  As urbanization of the Victor area continues, the 
traffic safety conditions on SH-33 north and south of town and on SH-31 west of town 
will become similar to the conditions that exist through town today.   
                                                           
1 Highway Capacity Manual (HCM2000), Transportation Research Board, National Research Council, 2000, p. 2-2 
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Table 3-1:  Level of Service for Long-Range Planning and Development Review 
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Figure 3-8:  Reported Traffic Accidents, 2005-2007 
 

(accident data are the most recent that were available at the time this analysis was prepared) 
 

 
Source:  Idaho Transportation Department 
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It also should be noted that despite the lack of accidents in recent years, the potential 
for safety problems exist at many downtown intersections, driveways, and crosswalks.  
These potential safety problems will become real problems with increasing traffic 
volumes, and both real and perceived safety problems will discourage and constrain 
downtown pedestrian circulation. 

3.3. Existing Transit 
Two transit agencies provide services to the City of Victor: Targhee Regional Public 
Transportation Authority (TRPTA) and Southern Teton Area Rapid Transit (START).  
TRPTA offers demand response service to people traveling in or between Driggs, Victor 
and Tetonia.  Service operates Monday through Friday from 7 AM to 4 PM and is open 
to the general public.  Cost is $3 for a one way trip between these communities.  It will 
also take people to Rexburg for $12.  It is unclear how often residents of Victor take 
advantage of TRPTA. 

START provides two trips from Victor to Jackson in the morning and two trips back in 
the late afternoon.  These trips are designed to meet commuter needs.  In April, 2008, 
there were over 1,500 riders, and while this service goes to both Victor and Driggs, 
START staff estimate that about 60-70 percent of riders are from Victor.  A one way trip 
costs $8 although discounts are offered for seniors and children and for month passes.  
START is hoping to add a round trip between Jackson and Victor/Driggs in 2010.  While 
no one uses the bus to travel between Victor and Driggs, a one way ticket is available 
for $3. 
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CHAPTER 4.  GOALS, OBJECTIVES, AND ISSUES ADDRESSED 
This chapter presents goals and objectives to guide the City of Victor Transportation 
Plan. They are based on the input of the stakeholder committee and the community. 
This chapter also presents a list of key issues to be addressed 

Goals and Objectives 

GOAL: The primary goal of the Victor Transportation Plan is to create an 
efficient, safe and attractive multi-modal transportation network. 

OBJECTIVE: Ensure that Victor develops as a walkable community with a safe, 
efficient, and attractive network of streets, sidewalks, pathways and 
trails. 

• Maintain and update as needed the official pathways plan that shows the 
connections between neighborhoods, schools parks and shopping districts 

• Adopt a street functional classification system. 
• Update standards for streets, trails, pathways, sidewalks and crosswalks. 
• Require all new development to provide and maintain bicycle and pedestrian 

routes and connections that conform to the adopted pathways plan and 
standards; 

• Require new commercial developments to provide safe and efficient 
pedestrian access to building entrances; 

• Require new residential developments to provide sidewalks on both sides of 
the street; 

• Develop safe routes to school programs 
• Develop funding strategies to maintain sidewalks and pathways 
• Adopt a Complete Streets Policy 
• Ensure compliance with Americans with Disabilities Act (ADA) pedestrian and 

parking access standards by providing (1) sidewalks that meet width and 
ramp standards for people with disabilities, and (2) on- and off street 
handicapped parking spaces. 

OBJECTIVE: Ensure that the transportation system supports a vibrant and 
pedestrian-friendly downtown while protecting the capacity of the 
city’s arterial routes (SH-33 and Center Street) for safely and 
efficiently moving traffic through Victor. 

• Improve the downtown pedestrian environment 
• Develop safe pedestrian crossings on Main and Center Streets 
• Develop  access ways and pathways in the downtown area to improve 

connections 
• Provide for more enforcement of speed limit laws 
• Adopt a Transportation Access Plan Agreement with the Idaho Transportation 

Department to require new highway accesses to conform to a regular spacing 
standard and to be consolidated with other accesses wherever possible; 
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• Produce a detailed SH 33 and SH 31 corridor master plan that depicts 
desired connections and development patterns adjacent to SH33 and 31; 

• Adopt land use policies and regulations that allow and encourage mixed-use 
centers and discourage auto-dependent sprawl along arterial routes. 

• Bury water lines deep enough so that sidewalks may be plowed. 
• Adopt a maintenance agreement with ITD for Highways 31 and 33. 

OBJECTIVE: Ensure that the provision of adequate vehicle parking, while 
minimizing the impacts associated with on and off-street parking. 

• Develop an in-lieu-of option for parking downtown  
• Revise parking requirements for downtown developments to reflect the 

principle of parking as a public utility in this area. 
• Provide ADA-required handicapped parking spaces in parking lots and on-

street near intersections and key attractions 

OBJECTIVE: Provide public transportation services for those who choose to use it 
or must depend on it. 

• Participate in regional transit partnerships to develop transit solutions and 
promote transit ridership 

• Participate in the ITD IMAP program 
• Establish a transit stop and park and ride facility at Pioneer Park 

OBJECTIVE: Maintain and improve the existing transportation infrastructure with 
maximum efficiency. 

• Adopt the Victor Transportation Plan and implement its recommendations; 
• Apply for state, federal and other grants to fund transportation network 

improvements; 
• Require developers of large residential developments or commercial 

developments to provide a traffic impact study to mitigate impacts on the 
transportation network by constructing connections, turn lanes, or other 
improvements necessitated by the development. 

Issues to be Addressed 
City staff and the public have identified a number of key issues and problems that 
should be addressed by the Transportation Plan: 

• Speeding on Main Street 
• Difficulty crossing Main Street for pedestrians 
• Main Street/Center Street intersection difficult for everyone 
• Difficulty turning onto Main Street from side streets during rush hour 
• Lack of connectivity for all modes throughout the city 
• Lack of funding 
• Public transportation connections 
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CHAPTER 5.  TRANSPORTATION PLAN 

Once it is adopted, this chapter will act as the City of Victor Transportation Plan and will 
guide the development of the City’s transportation system as the city grows. This Plan 
has the following sections: 

1. Strategies to Address Identified Issues 

2. Street Classification 

3. Street Design Standards and Cross-Sections 

4. Access Management 

5. Traffic Management and Intersection Design 

6. Downtown Parking 

7. Walking and Biking 

8. Funding Strategies 

9. Actions 

10. Projects 

5.1. Strategies to Address Identified Issues 
Issue:  Speeding on Main Street 
Strategies: 
• Reduce speed limits 
• Enforce speed limits 
• Street trees/streetscape 
• Develop and implement speed reduction and traffic smoothing strategies 
• Prepare Conceptual Design Plan for all Main St improvements 

Issue: Pedestrian safety crossing Main Street 
Strategies: 
• Improve traffic control in the near term 
• Improve pedestrian crossings in the near term 
• Prepare Conceptual Design Plan for all Main St improvements 

Issue: Main St/Center St intersection dangerous for pedestrians and drivers 
Strategies: 
• Improve traffic control in the near term 
• Improve channelization in the near term 
• Prepare Conceptual Design Plan for all Main St improvements 
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Issue: Difficulty entering Main Street from side streets during peak hours 
Strategies: 
• Improve traffic control in the near term 
• Prepare Conceptual Design Plan for all Main St improvements 

Issue: Lack of connectivity for all modes throughout City 
Strategies: 
• Develop and adopt street functional classifications and design standards 
• Develop and adopt code requirements for developers 
• Prepare and adopt Accessway Plan for downtown 
• Prepare and adopt Pathway Plan for downtown 
• Develop and implement traffic calming strategies  
• Build/widen sidewalks 
• Build collector streets 
• Develop and adopt a Complete Streets Ordinance 
• Develop and implement Safe Routes to School program 

Issue: Would like public transit connection to Driggs and more service to Jackson 
WY 

Strategies: 
• Work with TRPTA and START 
• Stay involved in IMAP process 

Issue: Lack of funding 
Strategies: 
• Develop and adopt transportation plan to compete for federal programs 
• Develop and implement Traffic Impact Study requirements 
• Develop and implement an Impact Fee program 
• Create a Downtown Urban Renewal District 
• Explore other options 

5.2.  Street Classifications 

Functional Classification is the grouping of roads, streets, and highways in a hierarchy 
based on the type of roadway service they provide. Streets and highways do not 
operate independently.  They are part of an interconnected network, and each one 
performs a service in moving traffic throughout the system.  Generally, streets and 
highways perform two types of service – traffic mobility and property access – and they 
can be categorized according to the proportion of each type of service they perform. 

The City of Victor street classifications are described in Table 5-1 and illustrated in 
Figure 5-1 and Figure 5-2. 
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Table 5-1:  City of Victor Street Classifications 
 

Street Type Street Function 
Arterial • Primary traffic access routes into, out of, and thru the City 

• Connects the City street system with the state/regional highway 
system 

Arterial 
Main Street* 

• same as Arterial 
• Provides access to adjacent commercial properties 

Connector/ Collector • Collects and distributes traffic to/from neighborhoods 
• Provides connections between local streets and the arterial system 

and between neighborhoods. 
Connector 
Commercial 

• same as Collector 
• Provides access to adjacent commercial properties 

Local • Provides access to adjacent properties 
Local 
Commercial 

• same as Local 
• Provides access to adjacent commercial properties 

Local 
downtown access 

• same as Local 
• Provides access to adjacent commercial properties 

Accessway • Provides access to adjacent properties 
Pedestrianway • Provides access to streets, paths, and adjacent properties 

Equivalency to Teton County Functional Classifications: 
Victor Arterial = Teton County State Hwy and Major Collector 
Victor Collector = Teton County Minor Collector 
 

“Arterials” include those classes of streets and highways 
emphasizing a high level of mobility for the through movement 
of traffic.  Land access is subordinate to this primary function. 
Generally, travel speeds and distances are greater on these 
facilities compared to the other classes.  The highest classes 
of arterials, interstates and freeways, are limited-access to 
allow the free flow of traffic. 

Collectors collect traffic from the local streets and distribute it 
to the arterials.  Collectors provide both mobility and land 
access.  Generally, trip lengths, speeds, and volumes are less 
than those on the arterials. 

 

The primary function of Local streets and roads is to provide 
property access.  Travel speeds, distances, and volumes are 
generally low, and through traffic is usually discouraged. 
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Figure 5-1:  Arterial and Collector Street Classifications 
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Figure 5-2:  Downtown Local Streets and Accessways 
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5.3. Street Design Standards and Cross-Sections 

Recommended street design standards are outlined below and tabulated in Table 5-2.  
Cross-sections are defined in Figure 5-3. 

• Continue to prohibit cul-de-sacs unless necessitated by topography or existing 
development. 

• Require all new subdivisions to connect to all adjacent local and collector streets 
unless topography or existing development prevent it.  This requirement is not meant 
to prevent innovative street network design if development can show it maintains at 
least the same level of connectivity with another street design plan. 

• Limit Street Length:  Block lengths in downtown shall not exceed 400 feet (measured 
along the street centerline from intersection centerline to intersection centerline) 
unless prevented by topography or existing development.  Streets should be local 
commercial streets or above (i.e., collector or arterial). However, if this is not 
possible, the planning director may approve use of a downtown connector such as a 
pedestrianway, accessway or downtown local connector. 

• Within low density residential areas, street spacing may be up to 600 feet, but there 
must be pedestrian connections no more than 300 feet apart. The spacing of local 
street connections to connector/collectors also must be no more than 600 feet, with 
pedestrian connections no more than 300 feet apart.   

• All connections to arterials should be limited to a minimum spacing of 1/4 mile, or, in 
the case of SH-33 (Main St) and SH-31 (Center St west of Main), as defined by a 
joint Idaho Transportation Department/City of Victor Access Management Plan. 

• Require subdivision street plans to show potential roadway and pedestrian 
connections to neighboring subdivisions. These connecting streets should be no 
more than 600 feet apart. 

• Require construction of clearly marked pathways from the sidewalk to buildings in 
commercial developments. 

Emergency Access 
It should be noted that the proposed local street standard of 30 feet curb-to-curb with 
parking on both sides does not meet the Teton County Fire District standard of 24 feet 
for the traveled way.  This local standard is 4 feet more than the national standard of 20 
feet.  The proposed cross section would meet that standard with no parking zones every 
150 feet.  This standard, or an even narrower standard, has been adopted in cities 
throughout the county and has been accepted by their fire departments.  These narrow 
streets have more street connections and fewer cul-de-sacs, thereby allowing easier 
emergency access than in the subdivisions built over the last 20-40 years with wider 
streets.   
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Table 5-2:  Street Design Standards 

Street 
Type  Function

Daily 
Traffic 
Volume 

Right-of-Way: 
Width, Lanes, 

Lane width Sidewalks Curb 

On-
Street 

Parking 
Bike 

Lanes 
Access 

Management 
Arterial • Primary traffic access routes into, 

out of, and thru the City 
• Connects the City street system 

with the state/regional highway 
system 

 • > 80’ r-o-w 
• 3 – 4 lanes 
• 11’ width 

6’ sidewalk 
 with buffer 

Yes Yes both sides public streets only 
where private access necessary, 
maximum one access for each 
property;  maximum width 40 ft 

Arterial 
Main Street* 

• same as Arterial 
• Provides access to adjacent 

commercial properties 

 same as Arterial 10’ min sidewalk Yes Yes both sides same as Arterial 

Connector/ 
Collector 

• Collects and distributes traffic 
to/from neighborhoods 

• Provides connections between 
local streets and the arterial 
system and between 
neighborhoods. 

< 6,000 • 74’ r-o-w 
• 2 lanes 
• 11’ width 

6’ sidewalk 
6 ’planting strip 

Yes  8’
both sides 

6’ 
both sides 

public streets only 
where private access necessary, 
maximum one access for each 
property;  maximum width 20 ft 

Connector 
Commercial 

• same as Collector 
• Provides access to adjacent 

commercial properties 

< 6,000 • 72’ r-o-w 
• 2 lanes 
• 10’ width 

12’ sidewalk 
with tree wells 

Yes  8’
both sides 

6’ 
both sides 

same as Collector 

Local • Provides access to adjacent 
properties 

< 500 • 42’ r-o-w 
• 30’ pvmt width 

6’ sidewalk Optional both sides No maximum one access for each 
property 

Local 
Commercial 

• same as Local 
• Provides access to adjacent 

commercial properties 

< 1,500 • 56’ r-o-w 
• 2 lanes 
• 10’ width 

10’ sidewalk 
with tree wells 

Yes  8’
both sides 

No same as Local 

Local 
downtown access 

• same as Local 
• Provides access to adjacent 

commercial properties 

< 1,500 • 26’ r-o-w 
• 16’ pvmt width 

(for bikes, motor 
vehicles) 

8’ sidewalk 
one side 

No   No shared No access

Accessway • Provides access to adjacent 
properties 

 • 20’ r-o-w 
• 15’ pvmt width 

No     No No No No access

Pedestrianway • Provides access to streets, paths, 
and adjacent properties 

 • 13’-15’ r-o-w 8’-10’ pathway No No No Pedestrians only; 
no vehicular access 
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Figure 5-3a:  Connector/Collector Cross-Section 

 

 
 
 

Figure 5-3b:  Commercial Connector/Collector Cross-Section 
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Figure 5-3c:  Local Street Cross-Section 

 

 
 
 

Figure 5-3d:  Local Commercial Street Cross-Section 
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Figure 5-3e:  Local Downtown Access Street Cross-Section 
 

 
 
 
 

 Figure 5-3f:  Accessway Cross-Section Figure 5-3g:  Pedestrianway Cross-Section  
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In his publication Street Design Standards for Healthy Neighborhoods (Center for 
Livable Communities 2002), Dan Burton states: 

This 20 foot requirement might be necessary on a cul-de-sac street where there is 
only one access point.   However in a traditional neighborhood this need is addressed 
in at least three ways 
1. Occasional driveways or light on street parking characteristics of most light to 

moderate density neighborhoods 
2. Multiple access to each block provided by a grid system of streets, and 
3. Third points of access offered through alleys 

He goes on to state: 
“Misunderstanding of the national fire code and insurance carrier requirements is 
widespread.  It is frequently argued that streets must be kept wide to accommodate 
two fire trucks coming into neighborhoods from two directions at once and either 
passing one another or setting extension legs with engines sitting side-by-side.  This 
assertion is not correct. 
When responding to fires, fire trucks can come from different directions and extend 
truck legs into grassy areas, when needed. Aerial ladders are rarely needed for single-
family residences and thus the legs often are not extended.  It has also been argued 
that fire trucks have no reverse gears.  While true for some early fire trucks, this 
design flaw was soon corrected and today’s fire trucks are able to use reverse gears.” 

Narrow streets in residential areas play an important role in safety by decreasing 
speeds and reducing accidents.  Serious house fires involving multiple trucks happen, 
thankfully, infrequently.  One study in Denton, Texas, indicated that such a fire happens 
once every 27 years.  This will, of course, be different in different communities;  
however, fire department access needs must be considered in terms of overall 
neighborhood safety. 

Snow Removal 
Snow removal in Victor is an important issue.  Strategy options include: 

• Not plowing alleys in winter 
• Not allowing parking on local streets during the winter 
• Using the greenbelt/landscaped area on local streets for snow storage 
• Storing snow on arterials in a median area 
• Burying utility wires deep enough to allow sidewalk plowing 

5.4.  Access Management 
The primary purpose of access management in the City of Victor is to facilitate safe and 
convenient access and circulation for vehicular traffic, pedestrians, and bicycles within 
the city.  As such, the purpose of access management in the city is different from, but 
not necessarily in conflict with, the purpose of access management on the regional 
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(State) highway system and on the rural (County) road system, where the speedy and 
efficient movement of larger volumes of traffic over longer distances is of greater 
importance. 

The City of Victor Access Management Guidelines are designed to recognize and 
balance the sometimes-conflicting needs of property access, smooth traffic flow, and 
pedestrian and bicycle safety.  This is accomplished by providing for the best property 
access possible while minimizing vehicular conflicts and locating conflict points (i.e., 
driveways) in such a way as to reduce hazards and maximize safety.  The Access 
Management Guidelines are related directly to street type. 

SH-33 (Main Street) and SH-31 (Center Street west of Main) 
In the City of Victor, Main Street and Center Street west of Main are State Highways 
(SH-33 and SH-31, respectively), and access is controlled by the Idaho Transportation 
Department (ITD).  In recent years ITD has worked with SH-33 corridor cities and 
counties to develop specific access management plans for SH-33 within those 
jurisdictions that define and stipulate the standards by which State Highway access is to 
be governed.  The City of Victor should work with ITD to develop such an access 
management plan for SH-33 and SH-31 in Victor, as recommended in ITD’s 2008 SH-
33 Corridor Refresh (Section 4.2.5). 

Arterials 
The primary function of Arterials is to carry traffic (vehicular, pedestrian, and bicycle) 
into, out of, and through the City.  The Access Management Guidelines are designed to 
support this function by minimizing property access and minimizing the number of 
access points: 
• Access to Arterials shall be provided at intersections with public streets only. 
• Where direct private property access to an Arterial is necessary, there shall be a 

maximum of one access point for each property.  Private property accesses shall be 
combined and consolidated to the extent possible.  Full-frontage access is 
prohibited. 

Connector/Collector 
The primary function of Connectors/Collectors is to carry traffic (vehicular, pedestrian, 
and bicycle) into, out of, and through individual neighborhoods.  The Access 
Management Guidelines are designed to support this function and to enhance the 
residential environment by minimizing property access and minimizing the number of 
access points. 
• Access to Collectors shall be provided at intersections with public streets only. 
• Where direct private property access to a Collector is necessary, there shall be a 

maximum of one access point for each property.  Private property accesses shall be 
combined and consolidated to the extent possible.  Full-frontage access is 
prohibited. 
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Local Streets 
The primary function of Local Streets is to provide access to adjacent properties.  The 
Access Management Guidelines are designed to support this function and to enhance 
the residential or commercial community environment by minimizing property access 
and minimizing the number of access points. 

Accordingly, there shall be a maximum of one access point for each property.  Private 
property accesses shall be combined and consolidated to the extent possible.  Full-
frontage access is prohibited. 

5.5.  Traffic Management and Intersection Design 

Traffic Calming 
According to the Federal Highway Administration, traffic calming is the combination of 
mainly physical measures that reduce the negative effects of motor vehicle use, alter 
driver behavior and improve conditions for non-motorized street users.  In essence, 
traffic calming slows traffic to improve safety for walkers, bikers and other users of the 
street.  Traffic calming is best when it is part of the original street design, but it can be 
retrofitted on to an existing street.  Appropriate traffic calming techniques vary 
depending on what its goal and type of street.  The two major functions of traffic calming 
are controlling speed and diverting traffic.  It should be noted that on Arterial and 
Collector Streets the major function of traffic calming is controlling speed.  The 
measures listed below can be used on all street classification types unless otherwise 
noted: 

Speed Control Measures 
One of the most effective ways to slow traffic on any type of street is to either to narrow 
the street or part of it or make it appear narrow. Such techniques include: 

• Narrow lanes: This plan calls for 11 foot wide collector streets.  In some densely 
populated urban areas with high traffic volumes, lane width can be as narrow as 10 
feet.  However, in Victor where there are many larger vehicles and less busy 
collector streets, 11-foot lanes are more appropriate; 

• Tree plantings along the street to frame it; 

• Curb extensions (also known as “bulb outs” or “curb bulbs”) placed at intersections 
on streets that have on street parking-this is also a pedestrian improvement that 
shortens crossing distances for pedestrians; 

• Keeping turning radii narrow so that drivers have to slow down when they turn.  The 
actual degree of the intersection will depend on the number of trucks it serves and 
where it is located. Keeping turning radii narrow is most important in the downtown. 
Historically, downtown turning radii were at right angles in the commercial sections 
of cities; 
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• Painting the interior area of bike lanes, in addition to striping them, will create the 
illusion that the street is narrower than it actually is. This is appropriate for collector 
and arterial streets.  Bike lanes on local streets do not need to be marked as they 
share the space with motorized vehicles; 

• On street parking; 

• Traffic circles:  raised islands, placed in intersections, around which traffic circulates. 
They are sometimes called intersection islands.  They are usually circular in shape 
and landscaped in their center islands, though not always.  They are typically 
controlled by YIELD signs on all approaches.  Large vehicles may not be able to turn 
around small-radius curves.  One solution is to make circles partially or wholly 
mountable by adding outer rings (called truck aprons), building conical-shaped 
center islands (with “lips”), or paving over the tops of islands with concrete or 
asphalt.  Alternatively, center islands can be designed with cutouts for buses and 
trucks with wide turning radii.  Traffic circles are generally not appropriate for 
Arterials; 

• Chicanes: curb extensions that alternate from one side of the street to the other, 
forming S-shaped curves.  They are also referred to as deviations, serpentines, 
reversing curves, or twists.  They are less common than circles, partly because of 
the high costs of curb realignment and landscaping.  Also, unless well-designed, 
chicanes may still permit speeding by drivers cutting straight paths across the center 
line or testing their skills on the curves.  A chicane-like effect can be achieved, at a 
fraction of the cost, by alternating on-street parking from one side of the street to the 
other.  Parallel parking, angled parking, or a combination may be used.  This 
treatment can be as simple as restriping to delineate parking bays, or it can include 
landscaped curb extensions to beautify the street, screen unsightly parking, and 
create protected parking bays.  Chicanes are appropriate only on local streets; 

• Speed bumps or humps:  rounded raised areas placed across the road.  Institute of 
Transportation Engineers (ITE) has a recommended practice for the design and 
application of speed humps.  Its guidelines specify a speed hump that is 12 feet long 
(in the direction of travel), 3 to 4 inches high, and parabolic in shape, and that has a 
design speed of 15 to 20 mph.  It is usually constructed with a taper on each side to 
allow unimpeded drainage between the hump and curb.  This space is typically kept 
narrow to discourage motorists from crossing a hump with one wheel on the hump 
and the other in the gutter.  The 12-foot length guarantees that a passenger vehicle 
cannot straddle a hump, thereby reducing the likelihood of bottoming out. While 
humps as short as 6 to 8 feet have been tested, they tend to function more like 
speed bumps.  Bumps produce their greatest driver discomfort at relatively low 
speeds.  At higher speeds, the suspension quickly absorbs all impact before the 
vehicle body has time to react.  Also at higher speeds, damage to the suspension or 
loss of control can result.  Speed humps are not appropriate on high volume streets, 
and are appropriate only on local streets; 

• Gateway treatments announce that the driver has arrived at a special area such as a 
downtown or a neighborhood. A gateway treatment may consist of one or more 
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features such as an architectural feature, plantings, special signage and a change in 
sidewalk treatments;  and 

• Center island narrowings:  raised islands located along the centerline of a street that 
narrow the travel lanes at that location.  They are also called midblock medians, 
median slow points, or median chokers.  These center islands often are placed at 
the entrance to a neighborhood, and are combined with textured pavement, 
monument signs, and nice landscaping to provide visual amenity and neighborhood 
identity. 

Truck Traffic Control Measures 
Most truck traffic through Victor uses the state highways, SH-33/Main Street and SH-
31/Center Street (west of Main).  Because there are no feasible alternate through-
routes – and because there are no major truck traffic generators within the city – these 
streets will remain the primary truck routes.  To reduce the disturbance and impact of 
trucks on Main and Center, particularly through the downtown, strategies that can be 
employed include: 

• Require by city ordinance that commercial vehicles keep their loads securely 
covered 

• Prohibit by city ordinance the use of compression braking within the city limits. 

• Redesign Main Street and Center Street to foster reduced speeds and to buffer 
sidewalks and businesses from truck noise and dirt. 

If in the future the county road network adds other through routes attractive to trucks, or 
truck traffic generators develop along other routes, the City should identify designated 
truck routes on collector streets that will be designed to sustain and support trucks with 
appropriate curb turning radii and 12 foot lanes. There are several strategies that can be 
employed to encourage trucks to use the designated truck routes: 

• Prohibit trucks on certain roads all the time or at certain hours of the day (only when 
there are other routes available for them) 

• Post lower truck speeds on other streets. 

Intersection Traffic Control Guidelines 
There are three basic types of intersection traffic controls that provide active control:  
traffic signals, stop signs, and roundabouts.  (Yield signs and traffic right-of-way rules 
provide passive control in the absence of active controls.)  In addition to providing 
capacity – and being the primary determinant of the street system’s overall capacity – 
intersection traffic controls also set priorities among the various traffic flows approaching 
intersections, they can be used to calm traffic calming and control speeds, and they can 
be urban design features. 
A summary of intersection traffic control features and characteristics, and guidelines for 
their use in the City of Victor, are provided below. 
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Traffic Signals 
Traffic signals provide the greatest capacity and highest level of control at intersections.  
Signal phasing and timing maximizes capacity by giving priority (i.e., more green time) 
to higher-volume movements over lower-volume movements.  Installation and 
maintenance costs are significant.  Traffic signals are appropriate for intersections 
where traffic volumes dictate the need for a greater level of capacity and/or control. 
A set of warrants for the installation of traffic signals is defined in the Manual on Uniform 
Traffic Control Devices (MUTCD), which is published by the Federal Highway 
Administration (FHWA), and is established by law as a national standard.  There are 
eight warrants: (1) Eight-Hour Vehicular Volume, (2) Four-Hour Vehicular Volume, 
(3) Peak Hour [vehicular volume], (4) Pedestrian [crossing] Volume, (5) School 
Crossing, (6) Coordinated Signal System, (7) Crash Experience, and (8) Roadway 
Network.  Satisfaction of one or more of these Warrants justifies the installation of a 
traffic signal, but does not require that a signal be installed. 

Guidelines for Use of Signal Control: 

• Installation of traffic signals may be considered at all Arterial/Arterial and 
Arterial/Collector intersections. 

• Installation of traffic signals at intersections on Main Street and on Center Street 
west of Main should be considered as a means of calming regional through traffic 
by alerting motorists to the urban conditions that prevail in the City of Victor. 

• Signals may be appropriate at some Collector/Collector intersections. 

• Signals cannot be installed until warrants are met. 

Stop Signs 
The primary purpose of stop sign control is to establish a hierarchy of active controls 
where intersection volumes are too great to operate safely with only passive controls.  
There are two types of stop sign control:  (1) Two-Way Stop Control (TWSC) allows 
traffic on major approaches to flow freely and stops traffic on minor approaches, and 
(2) All-Way Stop Control (AWSC) stops traffic on all approaches.  TWSC gives priority 
to the major approaches, while AWSC gives equal priority to all approaches.  Stop 
control does not provide as much capacity as signal control, and is appropriate for 
intersections with limited traffic volumes. 

Guidelines for Use of Stop Control: 

• All-Way Stop Control (AWSC) may be considered at Arterial/Collector and 
Collector/Collector intersections.   

• AWSC should not be used at Local Street intersections. 

• At minimum, Two-Way Stop Control (TWSC) shall be applied to Collectors at 
Arterial/Collector intersections, and to Local Streets at Collector/Local and 
Arterial/Local intersections. 
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Roundabouts 
Roundabouts control intersection traffic by merging approaching traffic onto a freely-
flowing circle.  Depending on size and design, roundabouts can provide a wide range of 
capacities, making them appropriate for use on Arterials, Collectors and Local Streets.  
Roundabouts can have a traffic calming effect by slowing the approaching traffic flows, 
and like AWSC, roundabouts inherently give equal priority to traffic on all intersection 
approaches. 
Due to the size of their footprint, roundabouts require more right-of-way than a typical 
intersection.  In addition, because pedestrians (and bicycles) must go around the 
periphery of the roundabout, crossing the approach legs at least a car length from the 
roundabout itself, roundabouts make for longer walking distances. 
Unlike the other intersection control types, however, roundabouts can be significant 
urban design and/or landscaping amenities/features (e.g., a roundabout can be used to 
help define a “gateway” to a particular area).   

Guidelines for Use of Roundabouts: 

• Installation of roundabouts may be considered at any intersection in the City.  

• In addition to traffic capacity and operations issues, the property/right-of-way 
requirements of the roundabout should be a primary consideration from the 
outset.  

5.6.  Downtown Parking 

Downtown parking is an important component of the city infrastructure.  It is essential to 
provide the right amount. Too much parking takes valuable land away from commercial 
and other uses that make the downtown vital; too little parking discourages shoppers, 
diners, and other visitors from coming to the downtown. On-street parking is an 
important component of the downtown; it slows traffic and helps create a good 
pedestrian environment by buffering walkers from the moving traffic.   

However, as the downtown grows to support both tourism and increased population, the 
need for parking will increase. It will not increase at a rate constant with the amount of 
additional development.  This is because people who come downtown usually make 
several stops. They may go for lunch, to the post office, and the drug store in one trip. 
Therefore, this plan recommends: 

• To create a vital pedestrian oriented area and to encourage development in the area 
zoned CBD, the City should allow developers to pay an in-lieu parking fee based on 
2 spaces per 1,000 sf of commercial development in the downtown core after the 
first 2,000 sf. 
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• If downtown developers choose to provide on-site parking, it should be at the rate of 
2 spaces per 1,000 SF of development after the first 2,000 SF which is met by 
existing on-street parking 

• The city should provide these spaces for the most part in new on street parking or in 
municipal parking areas 

• To do this the City should move commuter parkers out of the city core. Work with 
START to provide the facilities this parking area will need 

• If developers choose to provide on site parking, efforts should be made to have 
these facilities’ driveways off Main Street and buildings set close to Main Street. 
Parking lots on Main Street must connect to adjacent parking lots if there are any or 
another street in addition to or instead of Main Street. 

• Shared parking would be allowed to be used to set the required number of spaces 
that would be covered by impact or in-lieu fees. 

• Loading spaces should be designated as needed 
• Parking for RVs off Main Street should be designated. 
• Handicapped spaces are required in parking lots and should be placed at key 

locations on street. 

5.7.  Walking and Biking 
To ensure a vibrant, active downtown and safe neighborhoods, the City of Victor has 
adopted a Pathway Plan (see Figure 5-4), and requires developers to construct the 
path sections that are on or adjacent to their property.  This pathway plan must be 
supported by a well-connected street system; safe, well-marked crosswalks; and 
intersections, sidewalks, and pathways that are comfortable, safe, and attractive.   
This plan requires that all arterial and collector street improvements and new 
construction include bicycle lanes.  While the design standards show bike lanes 
adjacent to the travel lane, this plan encourages the use of other designs if and where 
appropriate.  For example, the City may choose to install a physically separated bike 
lane1 on Main Street in lieu of a bike lane adjacent to traffic.  This design is now being 
used in many cities (where adequate right-of-way is available) to improve safety. 

                                                           
1 A physically separated bike lane is located between the sidewalk and the on-street parking area. 
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Figure 5-4:  Victor Pathways Plan 
source:  Teton Valley Trails and Pathways 
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Streets must be well connected with individual blocks short enough so as to allow 
walkers to get to their destination without having to travel out-of-direction.  This Plan 
recommends block lengths of no more than 400 feet.  In low-density residential areas, 
street connections may be as much as 600 feet apart if there are pathway connections 
every 300 feet.  All pathways must be well-lit and feel safe, or they will not attract 
walkers. 

Sidewalks also should be well connected to the buildings adjacent to them.  This means 
that commercial buildings should have pathways that connect to the sidewalk in the 
most direct way possible.  Ideally, these sidewalk connections should be raised or 
separated from parking lots.   

Good sidewalks are a key component of a good walking environment.  Sidewalks must 
be wide enough to easily accommodate walkers.  The street design standards 
presented in this chapter require sidewalks of different widths depending on their use.  
Sidewalks should also have good lighting at a pedestrian-friendly height of around 12 to 
14 feet, depending on the type of fixture.  On Collectors and Arterials, sidewalks should 
be buffered from traffic by a planting strip or by street trees planted along the sidewalk.  
Finally, on busy streets, on-street parking helps create a safety zone for pedestrians. 

A third, equally important component of a walkable community is safe street crossings.  
Neglecting street crossings in the development of a community can weaken the success 
of a pedestrian environment.  Good crosswalks should be well-marked, either with paint, 
street pavers, or in-ground lights.  If there is on-street parking, streets should have bulb-
outs that decrease the pedestrian walking distance across the street. 

Midblock crossing can be a safe part of the pedestrian network if they are well marked 
and signed.  Using pavers for definition could be considered at such crossings. 

Victor residents have strongly voiced the desire for a well-connected system of bicycle 
lanes for both recreation and transportation.  The City works closely with Teton Valley 
Trails and Pathways, a non-profit group dedicated to developing multi-use pathways 
within Victor and all of Teton County.  This Transportation Plan calls for the provision of 
bicycle lanes on new collector streets.  Bicycle lanes are not required on residential 
local streets because vehicular traffic is traveling slowly enough that they cars and 
bicycles can safely share the travel lane.  

In addition to bicycle lanes, amenities to support bicycles are important. The City should 
require that new businesses provide secure bicycle parking on the street.  Municipal 
parking facilities also should include bicycle parking. 

5.8. Complete Streets Ordinance 
A Complete Streets ordinance codifies a city’s intention to design and construct streets 
in a way that accommodates the needs of all users.  A street that meets Complete 
Streets standards will safely accommodate motorists, pedestrians, bicyclists, and transit 
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riders of all ages and abilities.  It should be noted that a Complete Streets ordinance 
need not require modification and retrofitting of existing streets;  rather the primary 
purpose is to ensure that any improvements on existing streets and all new construction 
are designed and built to meet Complete Streets standards and requirements. 

Planning for this diverse user group requires consideration of many of the following 
elements: 
1. Appropriately sized travel lanes for cars, trucks, and delivery/emergency service 

vehicles; 
2. Sidewalk space for pedestrians; 
3. Bike lanes or bike routes; 
4. Transit facilities and routes; 
5. On-street parking; 
6. Median use for traffic flow, safety, and pedestrian refuge; 
7. Adequate buffer areas for pedestrian safety, utility placement, and possible 

landscaping; 
8. Visually appealing landscaping or hardscaping to provide shade and pedestrian 

protection and; 
9. Land uses that generate and warrant such treatments. 

The Appendix presents the complete streets ordinance adopted by Coeur D’Alene ID. 

5.9 Funding Strategies 

The City of Victor is eligible for state and federal transportation funds and has certain 
tools to raise funds locally.  Currently ITD has scheduled about $3.5 million for Main 
Street improvements in 2013. The City has also been notified that it has been awarded 
federal stimulus dollars to build a park and ride facility.  With Teton Valley Trails and 
Pathways, Victor has received Safe Routes to School funding to collect data on 
children's and parents' walking, biking and driving patterns.  These data are helping  
Victor to inform and educate future planning needs as they relate to safe walking and 
biking paths to schools.  The City is eligible to seek funding to help construct safe 
pathways to school. 

Local Funding Sources 

Impact Fees 

Idaho Code (Title 67, Chapter 82) allows local governments to establish development 
impact fees as a means of funding public works infrastructure needed for new local 
development. These fees are meant to ensure that adequate public facilities, including 
the local transportation system, are available to serve new growth and development and 
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that those who benefit from this development pay a proportionate share of the cost of 
new public facilities needed to serve the development.   The statute allows impact fees 
for such things as roads, streets and bridges, including rights-of-way, traffic signals,  
landscaping and any local components of state or federal highways;  parks, open space 
and recreation areas, and related capital  improvements; and  public safety facilities, 
including law enforcement, fire, emergency  medical and rescue and street lighting 
facilities. 

An impact fee must be based on an existing level of service. For example, if the city has 
1 mile of sidewalk per 1,000 residents, this is its sidewalk existing level of service and it 
can charge new development a fee to maintain that level.  The city could charge an 
impact fee for sidewalks or collector streets based on a rate of what it currently has.  It 
is not clear if impact fees could be used for stand-alone parking facilities, but they could 
be used for on-street parking as part of street construction. 

Urban Renewal Agency 

Idaho Code (Title 50, Chapter 20) establishes the Idaho Urban Renewal Law and a 
process for the creation of urban renewal agencies to address “deteriorated” and 
“deteriorating” areas within a jurisdiction. In relation to transportation, these degraded 
areas are seen as potentially contributing to traffic problems and the general inefficiency 
of the transportation system, and are therefore the proper subject of attention for urban 
renewal agencies. An urban renewal district is allowed to use tax increment financing; 
that is, new property taxes from the district are not put into the general fund but are put 
towards improvement projects within the urban renewal district.  The City of Victor 
should consider making the downtown an urban renewal district; it could use revenues 
for sidewalk and parking improvements. 

Local Improvement District 

Idaho Code (Title 50, Chapter 17) allows cities, counties, and highway districts to form 
local improvement districts (LIDs) to construct public improvements. LIDs are most often 
used by cities to construct local projects, such as streets, sidewalks, or bikeways. 
Jurisdictions that use LIDs are required to have a local LID ordinance that provides a 
process for district formation and payback provisions. Through the LID process, the cost 
of local improvements is generally spread out among a group of property owners along 
a public street or within a specified area. The cost of improvements is paid for by special 
assessments on those properties that benefit from the improvements. LIDs are funded 
through the sale of special assessment bonds. Because the bonds sold for financing 
improvements are public, they can be sold as tax exempt, so the cost to property 
owners is generally less than private bond funding. LIDs could be used to fund 
improvement in the downtown as well as collector streets in other parts of the city. 
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5.9. Implementation Plan 
This section lays out actions and projects the city should undertake to implement the 
goals and objectives of this plan.   
The Actions subsection defines plan and code amendments the city should adopt and 
actions city staff should perform. 
The Projects subsection defines capital projects the city should undertake, suggests a 
timeframe for each (short term or long term), and provides a list of strategies that will 
help the city get these projects done. 

Implementation Plan:  Actions 

Roadway System Plan 

1. The City should adopt the Street Classification Plan and Street Design Standards 
Matrix into its comprehensive plan and planning/subdivision code. 

2. The City should define and adopt a set of specific traffic impact analysis 
requirements for development and redevelopment projects. 

3. The City should amend its code to: 

• Require all new subdivision local streets to connect to adjacent local and 
collector streets unless prevented by existing development or topography, or if 
another street design can provide equivalent or better access.  Require local 
street block lengths in the downtown area not to exceed 400 feet as measured 
along the street centerline from centerline intersection to centerline intersection 
unless topography or existing development prevents this. 

• Allow streets up to 600 feet in low density residential areas, as long as there is a 
pedestrian walkway connection between blocks no more than 300 to 400 feet 
apart. 

• Require subdivision street plans to show potential roadway and pedestrian 
connections to neighboring subdivisions. 

• Require developers to build clearly marked pathways from the sidewalk to 
buildings in commercial developments. 

• Require developers to prepare a formal Traffic Impact Analysis (TIA) to 
accompany development applications. 

4. The City should pass an ordinance lowering the speed on Main Street to 25 miles an 
hour 

5. The City should encourage the use of traffic calming techniques as listed in this Plan 
to slow traffic on arterial, collector, and local streets as appropriate. 

6. The City should install gateway treatments on Main Street at the entrances to the 
downtown area. 
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Intersection Traffic Control 
As part of the Main Street Conceptual Design Plan, determine an intersection traffic 
control plan for SH-33 that includes assessing the need for signals at all intersections 
and the affect this will have on traffic flow, local access and circulation, and pedestrian 
and bicycle safety. 

Downtown Parking 
The City should require 2 parking spaces per 1,000 SF of commercial development in 
the central business district after the first 2,000 SF for which no parking would be 
required. Allow the parking requirement to be met through an in lieu parking fee 

Sidewalks and Bike Lanes 
The City should require new businesses to provide secure bike racks in which to park 
bicycles. 

Funding Strategies 
The City should explore passing a collector street impact fee based on the number of 
miles of collector currently in the city.   
The City should explore implementing an Urban Renewal District in the downtown area 
to support street and other improvements  

Public Transit 
The City should work with TRPTA to explore the provision of transit connections 
between Victor and Driggs. 

Implementation Plan:  Projects 

The City’s transportation improvement program should include the projects listed in this 
section (see Figure 5-5), subject to the availability of funding.  To increase the 
likelihood of obtaining funding the city should take the following actions: 

• Formally include the projects in the City Transportation Plan and the City’s 
Capital Improvements Program; 

• Work with the Idaho Transportation Department to ensure that projects are 
included in the State Transportation Improvement Program (STIP); 

• Meet with State and Congressional elected officials to promote projects; 

• Actively seek grants and other funding sources from ITD and other agencies as 
appropriate. 

 

Landsman Transportation Planning / Robert Bernstein, P.E. 



Victor Transportation System Plan  Transportation Plan 
December, 2009  Page 5-25 

 

 

Figure 5-5:  Transportation Plan Projects 
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Projects List 

1. Downtown Victor SH-33 Conceptual Design Plan 
• Concept layout plan and design guidelines that specify and illustrate the 

details of a recommended SH-33/SH-31 (Main St/Center St) improvement 
program, including conceptual design of street geometry and intersection 
improvements (lane configuration and channelization), traffic control and 
signalization, pedestrian crossings, and sidewalks and streetscape.  

• Implementation plan for the recommended SH-33/SH-31Main Street 
improvements that defines a feasible, efficient process for prioritizing and 
staging all the various elements of the improvement plans. 

• Provide direction for ITD’s Victor Main St/SH-33 Improvements Project 
(ITD Expansion Program Project No. 9560;  FY2013, $3.478M) 

2. Immediate SH-33/SH-31 (Main St/Center St) Intersection Improvements 
Immediate SH-33/Main St Traffic Control Improvements 
• Immediate channelization, traffic control, and pedestrian crossing 

improvements. 

• Needed to address existing traffic control and pedestrian safety deficiencies. 

• Would serve until Victor Main St/SH-33 Improvements Project can be 
constructed. 

3. Construct or improve arterial and collector streets 
3a. Reconstruct Center St (Main to Crystal) to Arterial standards 
3b. Pave and reconstruct Baseline Rd to Connector/Collector standards; 

improve intersections at SH-33 and at Agate to better accommodate truck 
traffic 

3c. Reconstruct Calderwood Rd (50 W) to Connector/Collector standards 
3d. Replace substandard Crystal Ave (100 W) bridge over Trail Creek 

(add sidewalks, bike lanes) 
3e. Construct Agate St to extend north from Aspen St to Larkspur St 
3f. Identify and construct collector street segments that are needed prior to 

development 

4. Safety, traffic calming, and parking improvements 
4a. Widen and/or reconfigure non-arterial downtown streets to maximize on-

street parking within one block of Main Street 
4b. Identify and install intersection safety improvements at Cedron Rd/Crystal 

Ave (100 W) 
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4c. Add turn lanes on SH-33 at Calderwood Rd (50 W) 
4d. Add turn lanes on SH-31 at 900 S and Pole Canyon Rd (100 W) 
4e. Install all-way stop control at Beryl/Dogwood/Trail Creek intersection 
4f. Identify and install other needed improvements and calming/control 

measures 

5. Sidewalk and pathway improvements 
5a. Install sidewalks on all connections between public parking areas and the 

downtown business district. 
5b. Install other sidewalk segments important to downtown circulation that are 

needed before development/redevelopment can provide them. 
5c. Construct pathway underpass under SH-31 at/near Pole Canyon Rd 
5d. Construct sidewalks on Elm St between Main St and Agate St 
5e. Implement City of Victor Pathways Plan 
5f. Install curb ramps at intersections on existing sidewalks 

6. Park-and-ride lots and transit facilities 
6a. Construct Pioneer Park park-and-ride lot 

7. Maintenance and Management 
7a. Repave and maintain all existing and planned city streets as needed. 
7b. Maintain and improve all bridges as needed. 
7c. Install and maintain Asset Management software 

Projects Timeframe 

Near-term Projects 
1. Downtown Victor SH-33 Conceptual Design Plan 
2. Immediate SH-33/SH-31 (Main St/Center St) Intersection Improvements 

Immediate SH-33/Main St Traffic Control Improvements 
3b. Improve Baseline intersections at SH-33 and at Agate 
4b. Identify and install intersection safety improvements at Cedron Rd/Crystal Ave 
4c. Add turn lanes on SH-33 at Calderwood Rd 
4d. Add turn lanes on SH-31 at 900 S and Pole Canyon Rd 
4e. Install all-way stop control at Beryl/Dogwood/Trail Creek intersection 
5d. Construct sidewalks on Elm St between Main St and Agate St 
6a. Construct Pioneer Park park-and-ride lot 
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Long-term Projects 
1. Downtown Victor SH-33 Improvements (ITD) 
3a. Reconstruct Center St (Main to Crystal) to Arterial standards 
3b. Pave and reconstruct Baseline Rd to Connector/Collector standards 
3c. Reconstruct Calderwood Rd (50 W) to Connector/Collector standards 
3d. Replace substandard Crystal Ave (100 W) bridge over Trail Creek 
3e. Construct Agate St to extend north from Aspen St to Larkspur St 
5c. Construct pathway underpass under SH-31 at/near Pole Canyon Rd 

On-going Projects and Programs 
4a. Widen and/or reconfigure non-arterial downtown streets to maximize on-street 

parking within one block of Main Street 
3f. Identify and construct collector street segments that are needed prior to 

development 
4f. Identify and install other needed street improvements and calming/control 

measures 
5a. Install sidewalks on all connections between public parking areas and the 

downtown business district. 
5b. Install other sidewalk segments important to downtown circulation that are 

needed before development/redevelopment can provide them. 
5e. Implement City of Victor Pathways Plan 
5f. Install curb ramps at intersections on existing sidewalks 
7a. Repave and maintain all existing and planned city streets as needed. 
7b. Maintain and improve all bridges as needed. 
7c. Install and maintain Asset Management software 
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CITY OF VICTOR TRANSPORTATION PLAN 
QUESTIONNAIRE 

 
What do you like best about the City of Victor? 
 
 
Have you ever had difficulty getting where you needed to go? Yes___No____ 
If yes, why? 
 
 
Are there specific intersections that are unsafe to cross?  Yes___No___ 
Where? 
 
 
Are there places that need sidewalk or other pedestrian improvements? 
Yes____No____ 
Where? 
 
 
Are there places that need improved bike lanes or other improvements 
Yes____No____ 
Where and what? 
 
 
Are there places where speeding is a problem? Yes____No____ 
Where? 
 
 
Have you ever used public transportation services in Victor 
Yes_____No 
 
Would you like to see more public transportation services? Yes____No____ 
What? 
 
 
Are there other transportation improvements you would like to see in Victor ? 
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Transportation Plan Questionnaire Summary of Responses 

What Do You Like About Victor 
When asked what they like about Victor most people said either the small town 
environment or the beautiful setting. Other answers receiving a couple of responses 
each are the people and the city services. 

Difficulty Getting Around Victor 
When asked if they had difficulty getting around five people said no.  People who said 
yes identified the following issues.  Some people identified more than one issue. 

• Crossing Main Street (8 responses) 
• Getting onto Main Street from side streets during rush hour (3 responses) 
• Lack of pedestrian or bike connectivity (3 responses) 
• Speeding (3 responses) 
• Winter snow makes it difficult to walk on sidewalks (3 responses) 
• Can’t make turn from SH-31 to SH-33 (2 responses) 

Unsafe Intersections 
The following intersections were identified as unsafe. 

• SH-31/SH-33 (8 responses) 
• Main Street/Dogwood (3 responses) 
• Main Street/all side streets (3 responses) 
• SH-31/Crystal (2 responses) 
• Main/Aspen/Cedron (1 response) 
• Baseline/SH-33 (1 response) 
• Baseline/SH-31 (1 response) 
• Crystal/Cedron (1 response) 
• Dogwood/Beryl (1 response) 

Pedestrian Improvements 
The following locations were identified as needing pedestrian improvements: 

• Traffic calming on SH-33 (11 responses) 
• SH-33 (4 responses) 
• Agate (2 responses) 
• Willowcreek (2 responses) 
• Intersection of SH-33/SH-31 (1 response) 
• Dogwood at Main (1 response) 
• Crystal (1 response) 
• Cedron (1 response) 
• Centerline/Main (1 response) 
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Bicycle Improvements 
When asked about bicycle improvements, again Main and Center were the two 
responses most frequently given. Other specific locations include Cedron, Old Jackson 
Highway for which there was concern that the roadway should not be striped again 
because after the yellow line went in it became unsafe for bicyclists; and Trail Creek. 
Others noted that all streets or most of town needed bike improvements and one 
respondent identified the need to continue the bike path through Victor. 

Speeding 
Not surprisingly the most frequently identified location for speeding is Main Street (25 
responses), followed by Center Street (6 responses).  Other locations identified include: 

• Old Jackson Highway (3 responses) 
• Agate (3 responses) 
• Cedron (3 responses) 
• Crystal (1 response) 
• 100W (1 response) 
• Willowcreek (1 response) 
• Baseline (1 response) 
• 900S (1 response) 

Public Transportation  
When asked if they use transit, slightly more than half said they did. Most commute to 
Jackson on START, but several have used services to get to Idaho Falls or Salt Lake 
City.  Only three respondents said that Victor does not need additional transit service. 
Seven respondents said they want more runs to Jackson; the same number asked for a 
shuttle connecting Victor and Jackson.  Three are interested in service to Grand 
Targhee. 

Other Transportation Improvements 
When asked about other transportation improvements, ten people identified 
improving/slowing traffic on Main and Center Streets. Two each identified connectivity 
improvements and turn lanes and one person identified pathway improvements. 
 
The second open house was held on April 10, 2009 in coordination with Envision Victor. 
Key concerns raised at that meeting include: 

• Bike path missing in certain places 
• Speed limit/ enforcement 
• More pathways needed 
• Concerned with walkability, handicapped access 
• Dangerous intersection described, perhaps reduce lanes or create a turn lane? 
• Streets too wide for safe pedestrian crossing 
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• Speed is too high on “shared roadway” of Old Jackson Highway 
• Non-perpendicular intersections are dangerous 
• Concern over where commuters will go if main highway speeds get reduced  
• Lack of bike racks 
• Need to plow the sidewalks for walkability 
• Traffic light needed at Center and Main 
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CITY OF COEUR D’ALENE COMPLETE STREETS POLICY 

Introduction 

A “complete” street addresses the needs of all users. Motorists, pedestrians, bicyclists, 
and transit riders of all ages and abilities can be safely accommodated within the overall 
street network.  Planning for this diverse user group requires consideration of many of 
the following elements: 

1. Appropriately sized travel lanes for cars, trucks, and delivery/emergency service 
vehicles; 

2. Sidewalk space for pedestrians; 

3. Bike lanes or bike routes; 

4. Transit facilities and routes; 

5. On-street parking; 

6. Median use for traffic flow, safety, and pedestrian refuge; 

7. Adequate buffer areas for pedestrian safety, utility placement, and possible 
landscaping; 

8. Visually appealing landscaping or hardscaping adding shade and pedestrian 
protection and; 

9. Land uses that generate and warrant such treatments. 

The City of Coeur d’Alene recognizes that all streets are different, and not all streets will 
incorporate every element described above. Future streets within the City will be 
designed to balance user needs and incorporate elements that match the land use 
context.  Through context sensitive design a “complete” street can accomplish greater 
public benefits, improve safety, increase transportation options, strengthen the overall 
benefit of transportation investments and enhance air quality. 

The City of Coeur d’Alene is committed to carrying out the charge of “complete” streets.  
With future funding for roadway construction becoming scarce it is in the best interest of 
the public and private sectors to plan and construct streets that address the needs of 
the community as a whole.  The inclusion of all needed facilities in the early planning 
phases of roadway construction in both residential and commercial development 
reduces the complexity and costs of attempting to retrofit years later.  The City 
encourages and supports the creation of “complete” streets by providing the following 
policy. 

 

Landsman Transportation Planning / Robert Bernstein, P.E. 



Victor Transportation System Plan  Appendix 
December, 2009  Page A-6 

 

COMPLETE STREETS POLICY 

Guiding Principle 

Streets, bridges and transit stops within Coeur d’Alene should be designed, 
constructed, operated and maintained so that pedestrians, bicyclists, transit riders, 
motorists and people with disabilities can travel safely and independently. 

Policy Statements 

1. Bicycle and pedestrian ways should be established in new construction and 
reconstruction projects in all urbanized areas unless one or more of the following 
conditions are met: 

a. Bicyclists and pedestrians are prohibited by law from using the roadway (e.g., 
interstate highways). In this instance, it may be necessary to accommodate 
bicyclists and pedestrians elsewhere within the right of way or within a close 
transportation corridor. 

b. Significant safety or other challenges exist that make bicycle and pedestrian 
facilities dangerous to potential users.  Where a determination is made that 
providing pedestrian and/or bicycle facilities would be unsafe, alternative 
considerations should be analyzed and planned to offset any deficiencies. 

c. The cost of establishing bikeways or walkways would be excessively 
disproportionate to the need or probable future use.  

d. Where current and projected future population is sparsely forecasted or other 
factors indicate an absence of need. 

2. In rural areas, paved shoulders should be included in all new construction and 
reconstruction projects on roadways used by more than 1,000 vehicles per day.  
Paved shoulders have safety and operational advantages for all road users in 
addition to providing a place for bicyclists and pedestrians.  Shoulders should not be 
chipped sealed as a part of maintenance. 

3. All pedestrian facilities including sidewalks, shared use paths, street crossings 
(including over and under�crossings), pedestrian signals, signs, transit facilities, and 
all connections should be designed, constructed, operated and maintained so that 
children, the elderly and people with disabilities have safe access. 

4. The design and development of the transportation infrastructure should improve 
conditions for all likely users through the following steps: 

a. Plan projects for the long term.  Transportation facilities are long-term 
investments that remain in place for many years. The design and construction of 
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new facilities should anticipate likely future demand for bicycling, walking, and 
transit facilities and not preclude the provision of future improvements except as 
outlined in Section 1. 

b. Coordinate with transit agencies to ensure that transit services and facilities are 
reasonably accommodated within the street network.  Linking multiple forms of 
transportation provides users with more travel options and creates an overall 
transportation system that is more responsive to the needs of the public.  
Indentifying transit corridors and optimizing multi�modal opportunities requires 
close coordination between transit agencies, municipalities and the City in all 
phases of design and development. Installation and maintenance of transit 
facilities would be funded through cooperative cost sharing agreements between 
the City and the applicable municipality or transit provider. 

c. Coordinate with adjacent municipalities to provide regional connectivity. Future 
pedestrian, bicycle and transit facilities should provide connectivity to pedestrian, 
bicycle and transit facilities in adjacent municipalities to provide regional 
connectivity. 

d. Address the need for bicyclists and pedestrians to cross corridors as well as 
travel along them. Even where bicyclists and pedestrians may not commonly use 
a particular travel corridor that is being improved or constructed, they will likely 
need to be able to cross that corridor safely and conveniently. Therefore, the 
design of intersections, interchanges and overpasses should accommodate 
bicyclists and pedestrians in a manner that is safe, accessible and convenient.  

e. Consider enhancements such as landscaped medians and buffer areas, 
pedestrian lighting, and on-street parking in new construction and reconstruction 
projects.  Landscaping, on street parking, and the other features mentioned will 
not be appropriate for all streets and corridors. These features should be 
considered when supported by adjacent land uses and funding for installation 
and maintenance is available through cooperative cost sharing agreements 
between the City and the applicable municipality. Safety concerns and access for 
people with disabilities should be carefully considered in areas where 
landscaping, parking, or other enhancements are placed within or near the 
pedestrian way. 

f. Design facilities based on recognized standards. Published standards such as 
those from the City of Coeur d’Alene, the American Association of State Highway 
and Transportation Officials and the Manual on Uniform Traffic Control Devices 
should be used in the design of pedestrian,  
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