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Demand for new facilities to expand the current network of 

pathways, trails and bike facilities is strong and the network will 

need to keep up with the growing community. Additionally, the need 

to improve connectivity and reduce barriers within the network 

must be addressed. This goal is focused on the facilities and policies 

to connect and grow the active transportation network of shared 

use paths, natural trails, on-street bike boulevards, and sidewalks.

A safer, well-maintained, connected path and trail system provides 

more residents with the option to walk or bicycle as a primary 

means of transportation. Whether for work or accessing goods 

and services, the better the network the more residents will 

choose active transportation as a less expensive, healthier, and 

environmentally friendly option over driving a personal vehicle.

Additionally, how people move to, from, and within parks is 

fundamental to building a healthy community, both in terms of 

providing active options for transportation, but also for providing 

CONNECT and 
experience all that 
Bozeman has to offer. 

Goal 3

equitable means for residents to access park facilities and 

programs. Active communities have improved health, a cleaner 

environment, and are more sustainable and resilient. To maintain 

and improve its status as an active transportation community 

Bozeman must prioritize the construction and maintenance of 

bike and pedestrian infrastructure. Expanding and improving  a 

network of safe, accessible, and efficient paths and trails will make 

active transportation an even more attractive option for everyday 

travel by everyone.

This plan includes recommended strategies and key actions to 

create a connected active transportation network. Together 

with the specifications  outlined in the Design Manual and the 

implementation recommendations, these strategies outline the 

actions to build a seamless network for active transportation. 
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Strategies

3.1. Invest in a City-wide Active 
Transportation Network
Expanding the active transportation network will provide both 

reliable recreation and transportation opportunities throughout 

the community. The proposed network maps identify locations of 

new shared use paths and connector paths that begin to address the 

community needs identified in this plan. This plan, in coordination 

with the county level Triangle Trails Plan, focuses on network 

connectivity. Additional neighborhood trails should be added 

through the private development process to enhance connectivity 

further.

◊ Use this plan as a guide for future public 
infrastructure planning and investment, as 
well as a resource in the private development 
process. 

Proposed facilities in this plan should be incorporated into 

the City’s GIS mapping and other resources to ensure that  

the public and development community has access to the 

proposed network. Proposed pathway alignments shown 

are a ‘planning level’ representation of intended routes, 

which provide connections between destination points and 

desirable pathway experiences for a variety of users. In the 

final implementation of the proposed network, adjustments 

and modifications to the alignments shown are expected. 

Such adjustments may be required to navigate environmental 

features, meet code requirements, accommodate landowner 

desires, and complement future development projects. These 

adjustments should be expected and accommodated, so long as 

the adjustments do not compromise the original intent of the 

planning level alignment.

The proposed new routes represent approximately 137 new 

miles of shared use paths,  36 new miles of connector paths, 

107 new miles of neighborhood trails, and nine miles of bike 

boulevards for a total of 289 miles of new pathways.

Bike Boulevard

Streets that prioritize pedestrian 

and bicycle travel by using signage, 

pavement markings, and lane 

constrictions to limit vehicle traffic.

Connector Path

Connect other bike and pedestrian 

corridors and neighborhood 

destinations with 6 to 8-foot wide 

paved or natural surfaces.

Neighborhood Trail 

Four to six foot wide local, natural 

surface or gravel routes that are 

typically used for recreation

Pathways

A term used to collectively refer to all 

types of active transportation routes.

Shared Use Path

Ten to twelve foot paved paths that 

accommodate higher speed travel 

directly connecting community 

destinations.

Typologies

Figure 4.6  Active Transportation facility typologies
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“A big investment in parks and 

connecting trails would make 

the city much more vibrant and 

livable.” -PRAT Plan Engage 

Bozeman public comment
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Proposed Anchor Routes

Proposed Shared Use Paths

Proposed Connector Paths

Proposed Neighborhood Trails

Proposed Bike Boulevards

Existing Trails

Existing Shared Use Paths

City Boundary

Growth Boundary

Roads

Railroad

Streams

Lakes & Reservoirs

Future Parks

Parks

Proposed AT Network

7th-Front Street 
Connector

Pathway Facilities

Figure 4.7  Proposed Active Transportation network with zoom in 
of 7th-Front St Connector, highlighted in orange.

N1 mile0 0.5
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East/West Connector Frontage Pathway

Figure 4.8  Proposed East-West Connector highlighted in orange Figure 4.9  Proposed Frontage Pathway highlighted in orange

Proposed AT Network
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Bike facility recommendations are included in the 2017 TMP. 

All collector and arterial roadways within Bozeman should 

have some form of bike facility. This plan recommends that 

arterial roadways have separated facilities. This plan also 

recommends that the City and MDT consider upgrading 

existing and proposed on-street bike lanes to separated 

facilities.

◊ Establish an inclusive network of bike 
boulevards that provide low-stress 
connectivity through Bozeman’s core.

Bike Boulevards are streets with low motorized traffic 

volume and speeds. They are designated and designed to 

give pedestrians and bicycles travel priority by using signs, 

pavement markings, and obstacles to limit speed and number 

of vehicles. Bike boulevards feature enhanced crossing 

treatments at major streets to provide improved comfort 

and safety. Bike boulevards are a key component of a low-

stress active transportation network providing connections 

throughout the core of the community.

◊ Annually update the network improvements 
using the prioritization recommendations 
included in the “How Do We Get There” 
chapter. 

The list of proposed new routes and connections exceeds 

the annual investment for active transportation. In order to 

maintain and grow the network, the City should annually 

review and dedicate funds to effectively construct the 

new routes over time and consider requirements in the 

development code for new developments to infill the system as 

they currently do for roads.

connect 
Strategies

Figure 4.10  Bike boulevard

Bike BOulevards
Bike Boulevards are local streets that 
prioritize bicyclists, pedestrians, and rollers 
of all ages and abilities. The goal of a bike 
boulevard is to increase bike and pedestrian 
comfort, safety, and accessibility to provide 
more active transportation opportunities 
through urban settings. Although some 
vehicle traffic is still allowed on these 
boulevards, cars are demoted to secondary 
users. 

Creating successful bike boulevards require 
implementing a variety of strategies 
including traffic-calming mechanisms, 
ample signage and pavement markings, and 
protected crossings. 

Bike boulevards should include a selection 
of (but are not limited to) the following 
design elements:

Signs and pavement markings – 
Essential elements for establishing and 
differentiating a bike boulevard from a local 
street. Signage and markings communicate 
priority for bikers and pedestrians, while 
limiting through traffic and lowering vehicle 
speeds. Signage guides users through the 
active transportation network.

   

Sharrow    Wayfinding   Identification  

 

Speed management strategies – Tools constructed to reduce the speed of vehicles on the 
street, ideally below 20 miles per hour. This can be achieved by vertical deflection mechanisms, 
horizontal deflection mechanisms, or roadway narrowing. Vertical deflections are raised 
sections of the roadway, such as speed humps, that force vehicles to slow down in order to go 
up and over the obstacle in a safe and comfortable manner. Horizontal deflections are 
treatments to the edges or middle of the street, such as chicanes, that require drivers to slow 
their speed to turn and navigate around the obstacles. Finally, physically narrowing the roadway 
leads drivers to slow down due to the reduced space available to operate their vehicle. 

- Speed humps, bumps, tables, and cushions 
- Chicanes 
- Neighborhood traffic circles 
- Median Islands 
- Curb bulb outs 
- Pinch points 

 

   

Speed Hump    Chicane    Median Island 

Figure 4.11  Sharrow pavement markings
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Speed management strategies – Tools constructed to reduce the speed of vehicles on the 
street, ideally below 20 miles per hour. This can be achieved by vertical deflection mechanisms, 
horizontal deflection mechanisms, or roadway narrowing. Vertical deflections are raised 
sections of the roadway, such as speed humps, that force vehicles to slow down in order to go 
up and over the obstacle in a safe and comfortable manner. Horizontal deflections are 
treatments to the edges or middle of the street, such as chicanes, that require drivers to slow 
their speed to turn and navigate around the obstacles. Finally, physically narrowing the roadway 
leads drivers to slow down due to the reduced space available to operate their vehicle. 

- Speed humps, bumps, tables, and cushions 
- Chicanes 
- Neighborhood traffic circles 
- Median Islands 
- Curb bulb outs 
- Pinch points 
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Figure 4.12  Wayfinding Signage
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Speed management strategies – Tools constructed to reduce the speed of vehicles on the 
street, ideally below 20 miles per hour. This can be achieved by vertical deflection mechanisms, 
horizontal deflection mechanisms, or roadway narrowing. Vertical deflections are raised 
sections of the roadway, such as speed humps, that force vehicles to slow down in order to go 
up and over the obstacle in a safe and comfortable manner. Horizontal deflections are 
treatments to the edges or middle of the street, such as chicanes, that require drivers to slow 
their speed to turn and navigate around the obstacles. Finally, physically narrowing the roadway 
leads drivers to slow down due to the reduced space available to operate their vehicle. 

- Speed humps, bumps, tables, and cushions 
- Chicanes 
- Neighborhood traffic circles 
- Median Islands 
- Curb bulb outs 
- Pinch points 
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Figure 4.13  Identification Signage
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Vehicle volume management strategies 
– Established to reduce vehicle through-
traffic. Diversions can be either regulatory 
or physical. Regulatory treatments include 
signs that post written street restrictions, 
such as banning turns or entry onto a street 
during specific times of day or only allowing 

Crossings – Protected intersections and 
crossings allow for continuous and safe 
travel of bikes and pedestrians along 
the bike boulevard corridor. Adequate 
protection at intersections should ensure 
that intersecting car traffic is highly aware 
of crossing pedestrians and bicyclists, 
while establishing a comfortable crossing 
experience for users. 

   

Signage    Partial Closer    Right-In, Right-Out 

 

Median Diverter 

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the neighborhood greenway corridor. Adequate protection at 
intersections should ensure that intersecting car traffic is blatantly aware of crossing pedestrians 
and bikers as well as establish comfortable crossing infrastructure for users.  

- Crossing signage 
- Pedestrian signals (RRFBs, HAWKS, etc) 
- Median refuge islands 
- Curb bulb outs 
 

  

Median Refuge Island     RRFB 

 

 

Figure 4.20  Median diverter

   

Signage    Partial Closer    Right-In, Right-Out 

 

Median Diverter 

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the neighborhood greenway corridor. Adequate protection at 
intersections should ensure that intersecting car traffic is blatantly aware of crossing pedestrians 
and bikers as well as establish comfortable crossing infrastructure for users.  

- Crossing signage 
- Pedestrian signals (RRFBs, HAWKS, etc) 
- Median refuge islands 
- Curb bulb outs 
 

  

Median Refuge Island     RRFB 

 

 

Figure 4.21  Median refuge island and  RRFB

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the bike boulevard corridor. Adequate protection at intersections should 
ensure that intersecting car traffic is highly aware of crossing pedestrians and bicyclists, while 
establishing a comfortable crossing experience for users.  

  

Median Refuge Island     RRFB 

  

Curb Bulb Out     HAWKS Crossing 

 

Figure 4.22  Curb bulb out

Vehicle speed management strategies – 
Physical improvements to the streets that 
reduce vehicle speeds to a maximum of 15 
to 20 miles per hour. Vertical deflections, 
such as raised speed humps, horizontal 
deflections, such as chicanes, and street 
narrowing, all create streets designed for 
slow driving.  
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Speed management strategies – Tools constructed to reduce the speed of vehicles on the 
street, ideally below 20 miles per hour. This can be achieved by vertical deflection mechanisms, 
horizontal deflection mechanisms, or roadway narrowing. Vertical deflections are raised 
sections of the roadway, such as speed humps, that force vehicles to slow down in order to go 
up and over the obstacle in a safe and comfortable manner. Horizontal deflections are 
treatments to the edges or middle of the street, such as chicanes, that require drivers to slow 
their speed to turn and navigate around the obstacles. Finally, physically narrowing the roadway 
leads drivers to slow down due to the reduced space available to operate their vehicle. 

- Speed humps, bumps, tables, and cushions 
- Chicanes 
- Neighborhood traffic circles 
- Median Islands 
- Curb bulb outs 
- Pinch points 
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Figure 4.14  Chicane

Bike Boulevards 
 

Bike Boulevards are local streets that prioritize bicyclists, pedestrians, and rollers of all ages and 
abilities. The goal of a bike boulevard is to increase bike and pedestrian comfort, safety, and 
accessibility to provide more active transportation opportunities through urban settings. 
Although some vehicle traffic is still allowed on these boulevards, cars are demoted to 
secondary users.  

Creating successful bike boulevards require implementing a variety of strategies including traffic-
calming mechanisms, ample signage and pavement markings, and protected crossings.  

Bike boulevards should include a selection of (but are not limited to) the following design 
elements: 

Signs and pavement markings – Essential elements for establishing and differentiating a bike 
boulevard from a local street. Signage and markings communicate priority for bikers and 
pedestrians, while limiting through traffic and lowering vehicle speeds. Signage guides users 
through the active transportation network. 

   

Sharrow Pavement Markings  Wayfinding Signage  Identification Signage  

 

Vehicle speed management strategies – Physical improvements to the streets that reduce 
vehicle speeds to a maximum of 15 to 20 miles per hour. Vertical deflections, such as raised 
speed humps, horizontal deflections, such as chicanes, and street narrowing, all create streets 
designed for slow driving.   
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Figure 4.15  Speed hump
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Speed management strategies – Tools constructed to reduce the speed of vehicles on the 
street, ideally below 20 miles per hour. This can be achieved by vertical deflection mechanisms, 
horizontal deflection mechanisms, or roadway narrowing. Vertical deflections are raised 
sections of the roadway, such as speed humps, that force vehicles to slow down in order to go 
up and over the obstacle in a safe and comfortable manner. Horizontal deflections are 
treatments to the edges or middle of the street, such as chicanes, that require drivers to slow 
their speed to turn and navigate around the obstacles. Finally, physically narrowing the roadway 
leads drivers to slow down due to the reduced space available to operate their vehicle. 

- Speed humps, bumps, tables, and cushions 
- Chicanes 
- Neighborhood traffic circles 
- Median Islands 
- Curb bulb outs 
- Pinch points 
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Figure 4.16  Median island

  

Neighborhood Traffic Circle      Curb Bulb Outs 

 

Pinch Point 

Volume management strategies – Established to reduce vehicle through-traffic by 
discouraging drivers to use neighborhood greenways as transportation routes for cars or 
actually forcing drivers to take alternative route. Diversions can be either physical or 
regulatory. Regulatory, or “soft”, treatments include signs that post written street restrictions, 
such as banning turns or entry onto a street during specific times of day or only allowing 
residents to drive on the greenway. These are considered “soft” barriers as they can technically 
be disregarded by drivers with the risk of be ticketed. Physical, or “hard”, treatments are 
constructed barriers that prevent certain vehicle traffic from entering the neighborhood 
greenway. These are considered “hard” as vehicles are physically forced to reroute to a 
different street. 

- Regulatory signage 
- Partial physical closer 
- Full physical closer 
- Channelized Right-in, Right-Out 
- Diagonal or Median diverter 

 

connect 
Strategies
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Pinch Point 

Volume management strategies – Established to reduce vehicle through-traffic by 
discouraging drivers to use neighborhood greenways as transportation routes for cars or 
actually forcing drivers to take alternative route. Diversions can be either physical or 
regulatory. Regulatory, or “soft”, treatments include signs that post written street restrictions, 
such as banning turns or entry onto a street during specific times of day or only allowing 
residents to drive on the greenway. These are considered “soft” barriers as they can technically 
be disregarded by drivers with the risk of be ticketed. Physical, or “hard”, treatments are 
constructed barriers that prevent certain vehicle traffic from entering the neighborhood 
greenway. These are considered “hard” as vehicles are physically forced to reroute to a 
different street. 

- Regulatory signage 
- Partial physical closer 
- Full physical closer 
- Channelized Right-in, Right-Out 
- Diagonal or Median diverter 

 

Figure 4.17  Neighborhood traffic circle

Figure 4.18  Pinch point

Figure 4.19  Curb bulb outs

  

Neighborhood Traffic Circle      Curb Bulb Outs 

 

Pinch Point 

Volume management strategies – Established to reduce vehicle through-traffic by 
discouraging drivers to use neighborhood greenways as transportation routes for cars or 
actually forcing drivers to take alternative route. Diversions can be either physical or 
regulatory. Regulatory, or “soft”, treatments include signs that post written street restrictions, 
such as banning turns or entry onto a street during specific times of day or only allowing 
residents to drive on the greenway. These are considered “soft” barriers as they can technically 
be disregarded by drivers with the risk of be ticketed. Physical, or “hard”, treatments are 
constructed barriers that prevent certain vehicle traffic from entering the neighborhood 
greenway. These are considered “hard” as vehicles are physically forced to reroute to a 
different street. 

- Regulatory signage 
- Partial physical closer 
- Full physical closer 
- Channelized Right-in, Right-Out 
- Diagonal or Median diverter 

 

Figure 4.23  Signage/ Partial closure

   

Signage    Partial Closer    Right-In, Right-Out 

 

Median Diverter 

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the neighborhood greenway corridor. Adequate protection at 
intersections should ensure that intersecting car traffic is blatantly aware of crossing pedestrians 
and bikers as well as establish comfortable crossing infrastructure for users.  

- Crossing signage 
- Pedestrian signals (RRFBs, HAWKS, etc) 
- Median refuge islands 
- Curb bulb outs 
 

  

Median Refuge Island     RRFB 

 

 

Figure 4.24  Right-in, right-out

   

Signage    Partial Closer    Right-In, Right-Out 

 

Median Diverter 

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the neighborhood greenway corridor. Adequate protection at 
intersections should ensure that intersecting car traffic is blatantly aware of crossing pedestrians 
and bikers as well as establish comfortable crossing infrastructure for users.  

- Crossing signage 
- Pedestrian signals (RRFBs, HAWKS, etc) 
- Median refuge islands 
- Curb bulb outs 
 

  

Median Refuge Island     RRFB 
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Median Diverter 

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the neighborhood greenway corridor. Adequate protection at 
intersections should ensure that intersecting car traffic is blatantly aware of crossing pedestrians 
and bikers as well as establish comfortable crossing infrastructure for users.  

- Crossing signage 
- Pedestrian signals (RRFBs, HAWKS, etc) 
- Median refuge islands 
- Curb bulb outs 
 

  

Median Refuge Island     RRFB 

 

 

Figure 4.25  HAWKS crossing

Crossings – Protected intersections and crossings allow for continuous and safe travel of bikes 
and pedestrians along the bike boulevard corridor. Adequate protection at intersections should 
ensure that intersecting car traffic is highly aware of crossing pedestrians and bicyclists, while 
establishing a comfortable crossing experience for users.  

  

Median Refuge Island     RRFB 

  

Curb Bulb Out     HAWKS Crossing 

 

residents to drive on the bike boulevard. 
Physical treatments are constructed 
barriers that prevent certain vehicle traffic 
from entering the bike boulevard.
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◊ Plan for robust maintenance of Anchor Routes 
to ensure year-round use and a high level of 
accessibility.

A complete set of maintenance recommendations are provided 

in the Design Manual.

3.3. Create an interconnected network of 
pedestrian and bicycle facilities by closing 
existing network gaps. 
This plan identifies areas of Bozeman that lack adequate access to 

the network and neighborhoods where facilities are isolated due 

to a lack of connectivity. New shared use paths and connectors are 

proposed in these areas to close network gaps and increase overall 

connectivity.

◊ Prioritize construction of network segments 
to close key connectivity gaps.

This plan includes a project prioritization matrix located in 

the “How Do We Get There” chapter, which suggests a variety 

of recommended criteria including mobility equity and park 

accessibility. High priority projects should be added to the 

City’s CIP or funded with an allocation from the City’s street 

construction budget.

◊ Ensure new private development is required to 
construct any adjacent active transportation 
facility identified in this plan.

As Bozeman continues to grow, private development has 

and will continue to be a primary vehicle for building out the 

active transportation network. The UDC should be reviewed to 

ensure this is clearly required and best practices from other 

communities should be adapted for Bozeman.

"Traffic Calming on Babcock 

is critical as promoting access 

to Valley West park. Bike 

lane on Babcock is a step, but 

decreasing the width of the 

road and more trees close to the 

street edge would slow traffic 

more naturally on this corridor 

and improve multimodality." 

-PRAT Plan Engage Bozeman 

public comment
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3.2. Identify and develop a network of Anchor 
Routes that serve as key travel corridors.
Anchor Routes are the backbone of the active transportation 

network. Existing pathway corridors, like the Gallagator Trail, as 

well as new major corridors were identified as Anchor Routes. These 

primary routes will serve as longer-distance, lower-stress, and 

comfortable thoroughfares that anchor the active transportation 

network. Anchor routes provide a highly visible system enhanced by 

the wayfinding plan.

These primary routes strive to maximize connectivity between 

key community locations. They are chosen because they provide 

cohesion within the system (sufficient spacing and connection to the 

supporting grid) and directness in terms of distance and travel time 

and they will be the focus of investment for improvements to safety, 

comfort and enjoyment for all ages and abilities. At times, Anchor 

Routes will be primarily part of a street cross-section that ties 

together lively civic spaces. At other times, Anchor Routes will fall 

entirely within a park or a parklike space. 

◊ Identify key needs for land acquisition, 
easements, and coordination opportunities 
with land development projects to secure 
Anchor Route corridors.

Developing a network of anchor routes will require a long-

term vision and a comprehensive strategy to aggregate the 

necessary land or legal access.

◊ Prioritize funding to build, connect, and 
maintain Anchor Routes.

The City should add prioritized shared use path and connector 

path projects to the Capital Improvements Plan (CIP). 

Likewise, an annual portion of the City’s street construction 

budget should be allocated to build shared use paths and 

critical connector paths. In areas of key park connectivity 

benefit and where severe barriers exist, cash-in-lieu of 

parkland money can be used to close gaps. Routes not likely to 

be completed with adjacent development should be prioritized.

"I would love to ride my bike 

from Bozeman to Belgrade 

and Four Corners without 

traveling along a high vehicle 

traffic route." -PRAT Plan 

Engage Bozeman public 

comment

What is an “Anchor 
Route”?

Visionary

Highly visible

All-ages and abilities

Uninterrupted 

All-season

Anchor Routes are Shared 

Use Paths, with a minimum 

with of 12-feet, are intended 

to establish unbroken routes 

linking neighborhoods to 

parks and commercial areas. 

They connect to neighborhood 

trails and connector pathways 

to provide a unified network.



88 89

connect 
Strategies

3.4: Improve east-west connections that 
prioritize active transportation 
Most of Bozeman’s primary active transportation corridors run 

north-south, and this isn’t a coincidence. Many of the current 

corridors align with creeks or other waterways that flow through the 

city and generally run south to north. Thus, there are currently very 

few continuous path and trail corridors in Bozeman that run east-

west resulting in serious connectivity and access issues. A priority 

was placed on proposing east- and west-running routes to address 

this network inadequacy.

Figure 4.28  At locations where active transportation facilities cross a major street, a variety of 
treatments can improve visibility and safety for bicyclists and pedestrians

19th & Lincoln Pedestrian Crossing

Mid Block Crossing on Oak St (View 1)

Kagy & MSU Stadium

Mid Block Crossing at Oak & Ferguson  (View 2)

mid-block crossings

Mid-block crossings are often needed due to off-street 

active transportation routes intersecting the street 

network away from existing street  intersections. These 

are ideal for connecting neighborhood trails to nearby 

services and the greater active transportation network. 

An effective mid-block crossing consists 

of a marked crosswalk, appropriate 

pavement markings, warning signage, 

and other treatments to slow or stop 

traffic such as curb extensions, median 

refuges, beacons, rectangular rapid 

flashing beacons (RRFBs), hybrid 

beacons, and  HAWK signals. Designing 

crossings at mid-block locations depends 

on an evaluation of motor vehicle traffic 

volumes, sight distance, pedestrian traffic 

volumes, land use patterns, vehicle speed, 

and road type and width.

Mid-block crossings should be provided 

where pedestrian and bicycle desire lines 

clearly exist such as along trails that do 

not conveniently connect to an existing 

intersection. Experience in Bozeman 

shows that diverting these users to nearby 

intersections is not effective or practical 

and will not dissuade many users from 

crossing at the most obvious location. 

On collector or arterial streets with center 

turn lanes, mid-block crossings should 

be paired with pedestrian refuge islands 

to shorten the crossing and break it into 

two stages. Mid-block crossings vastly 

simplify the number of potential conflicts 

and decisions that need to be made by both 

trail users and motorists over intersection 

locations.

Figure 4.26  Conflict diagram showing that mid-block crossings have 
fewer conflicts with vehicles.

Figure 4.27  The Gallagator trail at Graf Street  where trail has 
been cut for road extension. Snow tracks after a few hours of use 
show that the sign routing users to a crosswalk 160 feet away is 
not effective.
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Figure 4.29  Critical intersection and midblock crossings for safe crossing investments.
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◊ Prioritize construction of east-west network 
facilities.

◊ Improve safety of pedestrian and bicycle 
crossings for east-west routes.

There are numerous north-south arterial streets that act 

as major barriers to any east-west active transportation 

routes. Therefore, as the recommended east-west routes are 

implemented, safe crossings must be included.

3.5. Improve crossings for pedestrians and 
bicyclists to overcome major barriers.
Addressing network barriers created by Bozeman’s arterial roadways 

is a priority to ensure that the active transportation system is no 

longer fragmented by busy streets. Strategies have been established 

for various safe and intuitive pedestrian and bike crossings across 

large roads, such as 7th Avenue, 19th Avenue, Oak Street, and Huffine 

Lane, which prevent continuous low-stress active transportation 

connectivity across the city. Critical locations for these crossings 

were identified by assessing pedestrian-bicycle-vehicle conflict 

points and desire lines along major arterials.

◊ Prioritize improvements to critical safe 
crossing locations.

This plan identifies the locations of important crossings that 

need safety improvements.

◊ Implement ‘best practice’ safe crossing 
configurations and technology.

The safest crossing design alternatives will likely not be the 

least expensive. The critical importance of providing the safest 

crossings and the long-term health and air quality benefits 

of increased ridership requires committing the necessary 

funding.

connect 
Strategies Critical Intersections and Midblock Crossings
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3.6. Implement a comprehensive wayfinding 
system.
A comprehensive wayfinding system is a mandatory element of 

Bozeman’s active transportation network. Effective wayfinding 

signage is a cost-effective way to improve the overall use and 

accessibility of the system. Comprehensive wayfinding helps people 

traveling throughout the network and directs them to community 

destinations. 

A coordinated and well-designed signage system improves the 

coherency of the network and can provide a greater sense of user 

security and comfort, as users receive confirmation that they are on 

the correct route and are aware of how far they must travel to reach 

their destination. 

◊ Enhance users’ ability to navigate Bozeman’s 
network and find key destinations.

The wayfinding system should give clear guidance to users 

to ensure their experience is safe and that they understand 

any accessibility considerations related to that particular 

pathway, crossing, or facility.

◊ Provide information such as destinations, 
direction, distance, and travel time.

Detailed and accurate wayfinding information will increase 

user confidence, improve travel efficiency, and ultimately 

increase overall network utilization.

◊ Support and promote Bozeman’s identity.

Future wayfinding should reinforce the unique identity of 

the City in the colors, textures and fonts used in signage. 

To ensure that the wayfinding identity is communicated 

comprehensively, implementation of the system should happen 

Figure 4.30  Oak street trail

within phases over ten years and include parks and buildings 

that tie into the active transportation system.

◊ Build community voice into the wayfinding 
strategy process and raise visitor awareness 
of the overall network.

The wayfinding strategy should look back to community 

feedback to the PRAT Plan related to access and safety in order 

to ensure increased awareness of the final result. 

3.7: Install path imporovements along active 
transportation routes.
Certain associated improvements adjacent to pathways are essential 

for the success of a functional and safe active transportation 

network. Others are not critical for network function but enhance the 

user experience, safety, and cleanliness, and are often greatly desired 

by the community and are particularly necessary when trying to 

effect mode shift toward bicycling.

Shared Use Paths Connector Paths Neighborhood Trails

Required 

Improvements

Wayfinding

Lighting

Benches

Bike racks

Bike stations

Trash Receptacles

Wayfinding

Bike racks

Benches

Wayfinding

Dog Waste Stations

Optional 

Improvements

Picnic tables

Water fountains

Dog waste stations

Lighting

Bike stations

Water fountains

Dog Waste Stations

Lighting

Water fountains

Trash Receptacles

Benches

Pathway Improvements Classification

Case Study
High Line Canal Vision 
Plan

Denver Region, CO

2018 Gold National 
Planning Achievement 
Award For Public 
Outreach 

The plan proposed a 

comprehensive signage and 

wayfinding system as a kit 

of parts to unify the Canal’s 

identity and visitor orientation. 

The guidelines provided 

guidance about design direction 

and location placement for 

signage and wayfinding. 

Consistent identity for trails 

and pedestrian routes easily 

and safely guide users to and 

from the Canal as well as nearby 

landmarks, facilities, and 

community services.
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◊ Commit to installing the recommended 
required improvements.

As discussed further in Design Manual, certain supporting 

facilities like wayfinding and lighting are essential to a highly 

functioning active transportation network and therefore are 

mandatory.

◊ Prioritize installation of recommended optional 
improvements to enhance user experience.

Optional mprovements not only improve resident’s experience 

but encourage higher utilization of the active transportation 

network. These include strategically located benches, bike 

racks, and water fountains.

3.8: Better utilize linear parks and 
watercourses to connect the active 
transportation network with parks and open 
spaces.
Many of the existing network gaps and new routes identified in 

this plan could be implemented by allowing more flexible use of 

linear parks and watercourse setbacks. In order to do so the Unified 

Development Code must be revised as recommended in the Policy 

Considerations section, within the “How Do We Get There” chapter.

◊ Allow all active transportation typologies to be 
located within watercourse setbacks.

Shared use paths, connector paths, and neighborhood trails 

should be permitted within Zone 2 of watercourse setbacks 

regardless of surface types in areas where infill pathways are 

needed or where lot constraints prevent additional setback.

◊ Allow certain active transportation corridors 
to be designated as linear parks that meet 
parkland requirements.

In many cases corridors that incorporate pathways and adjacent 

open space should be recognized as both active transportation 

routes and parkland. 

connect 
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“I would like to see the city plan 

for a connecting network of trails 

that allow bike and ped access 

throughout the city, even to 

Belgrade and Bridger Bowl, etc.” 

-PRAT Plan Engage Bozeman public 

comment

3.9: Ensure inclusive and equitable access to 
and within parks.
To develop an inclusive active transportation network, pathways 

must be designed and maintained to engage communities of varying 

incomes, and feel safe and accessible to all age groups, modes of 

travel, and ability levels. The network should consist of a variety 

of facility types that promote walking, biking, and micromobility 

as both recreation activities and transportation options. Finally, 

the network of shared use and connector paths should meet the 

minimum standards for accessibility to create a variety of accessible 

active transportation and recreation opportunities for those with 

mobility challenges.

what is micromobility?

Micromobility is an umbrella term encompassing 

a variety of small, generally low-speed vehicles 

and conveyances that can be electric or human-

powered and privately owned or part of shared 

fleets. Micromobility devices include most small, 

predominantly one-person vehicles that operate 

at low speeds and are not gas-powered. Most 

micromobility devices fit within a standard bike 

lane or sidewalk and weigh less than 100 pounds. 

Although the term applies to everything from 

skateboards to wheelchairs, the term, coined by 

Horace Dediu, gained popularity when fleets of bikes 

and scooters flooded city streets in the 2010s, kicking 

off a revolutionary trend that has altered the way 

planners and policymakers think about and regulate 

street space in many cities. 

When supported by safe and accessible 

infrastructure, micromobility devices can bridge 

the gap between public transit options, replace 

cars for short trips, and complement larger delivery 

vehicles by providing last-mile services in dense 

neighborhoods. Shared fleets can eliminate the 

cost of private ownership and the hassle of bringing 

devices onto public transit while connecting urban 

residents to their destinations.

Source: What Is Micromobility? | Planetizen Planopedia
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◊ Develop policies to allow for the use of e-bikes, 
e-scooters, and similar modes of assisted 
mobility on active transportation routes. 

Electric assisted modes of micromobility encourage and 

allow more people to engage in active transportation. 

Comprehensive policies that include education and 

enforcement components can effectively incorporate all modes 

and minimize user conflicts. Enforcement starts with good 

design.

◊ Develop a toolkit to evaluate and prioritize 
projects.

Use adopted City plans (Strategic Plan, Community 

Plan, Climate Action Plan, Transportation Master Plan), 

key network connections, and equitable access goals as 

prioritization criteria.

3.10: Revise network typology classifications 
and comprehensive design and maintenance 
standards.
Clearly defined typologies for active transportation routes is 

critical to identifying which facilities best serve which users. The 

recommended typologies are intended to not only provide common 

nomenclature for this plan and future plans, but also to establish 

corresponding design standards. A more comprehensive analysis of 

these typologies and standards is included in the Design Manual.

◊ Redefine and simplify off-street active 
transportation typologies.

This plan recommends a revised structural hierarchy of 

pathway typologies that loosely mimics Bozeman’s roadway 

classifications of arterial, collector, and local streets. The 

three recommended pathway typologies are  shared use paths, 

connector paths, and neighborhood trails. 

◊ Create standards for bike boulevards.

Bike boulevards create low-stress routes within existing 

neighborhoods by increasing awareness and safety of 

pedestrians and bicycles, by ensuring vehicle speeds are 

reduced. Major street crossings will have treatments 

designed to enhance safety and comfort.

Winter 
maintenance, like 

removing snow 
from shared use 

paths, is critical to 
year-round active 

transportation

Street Network
Active Transportation 

Network

Local Neighborhood

Collector Connector

Arterial Shared Use

Urban Route Anchor Route

Comparative Typologies

◊ Establish comprehensive standards 
and specifications for construction and 
maintenance.

Standards for the design and construction of all active 

transportation typologies is critical to successful 

implementation of the PRAT Plan. Maintenance standards 

for  construction, surface preservation, repairs, safety 

precautions, and managing adjacent landscaping should 

be developed for and consistently applied to all network 

typologies.


