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EXECUTIVE SUMMARY

Purpose

This Bicycle and Pedestrian Plan for the National Capital Regimentifies the capital improvements,

studies, actions, and strategies that the region proposes to carry out by ZDfbr major bicycle and

pedestrian improvements in state, local, and agency planand showshow implementation of hese
improvements, actiors, and strategiesw i | | advance thelongmages of the reg
transportation plan,Visualize 2045 It servesas a resource for planners and the public.

Overview

This plan is an update to the 205 Bicycle and Pedestrian Plan for th&lational Capital Region

The National Capital Region Transportation Planning Board (TPB), composed of governments and
agencies from around metropolitan Washington, has developed this plan with the support of its
Bicycle and Pedestrian Subcommittedheplan incorporates the goaldor walking and bicycling from
the TPB Visior{1998), the currentVisualize 2046 long rangeplan, and other TPB planning
documents and policies.

In addition tothe TPB \&ion, Visualize2045, and its predecessoiplans, the Bicycle and Pedestrian
Plan for the National Capital Regiodraws on and has been shapedy regional federal, and state
guidance on bicycle and pedestriafacilities and a wealth of state and local bicyclegpedestrian, and
trail plans from around the regia.

In contrast to thefiscally constrainedelement of the longrange plan the Bicycle and Pedestrian
Planincludes both funded and unfunded projectsProjects in this plan may not yet have funding
identified to support their implementation.

Planning Context

A number of federal, state, and local activities, as noted above, provide the planning context
(Chapter 1) for this documentAt all levels the trend is to require or strongly encourage the routine
inclusion of pedestrian and bicycle facilities in all transportation, a policy sometimes known as
oCompleteSt r eet s 0.

The TPB has also endorsed an initiative to improve walk and bike access to traasd to builda
connected, regionallongli st ance oONationad Capital Trail Net wor

Jurisdictions and agencies around the region maintain active bicycle and pedestrian planning and

coordination programs. Within this context, the TPB incorporates bieyand pedestrian

considerations into overall regional transportation planninghe bike<to-work components of the

Commuter Connections progranand the TransportationLand Use ConnectionsJransit Within

Reach, and Regional Roadway Safdgchnical assisance programsThee gi onds Access for

Bicycle and Pedestrian Plan for the National Capital Regidi



AdvisoryCommitteeadvises the TPB on issues relating tminority, lowincome, and disalility
communities, which often relate to pedestrian access and safety.

TheTPBand the Metropolitan WashingtonCouncilof Governments(COG}upport bicycling and
walking and their health, community, pollution reduction, and congestion reduction benefits for the
region.

Bicycling and Walking in the National Capital Region

The state of bicycling and walking in the Washington region (Chapter 2) includes success stories,
challenges, and opportunities for improvement. Data from tt2017/2018 Regional TraveSurvey,
the U.S. Census, surveys, and other sources provide an undenstimg of where bicycling and
walking are found throughout the region, as well as who is walking and bicycling. These data may
point to opportunities for increasing these activities and support the need to consider bicycling and
walking in overall roadway ad transit planning and engineering.

Safety

Bicycle and pedestrian safety (Chapter 3) is a key challenge for the region. The plan describes the
scope of the safety problem, its geographic and demographic distribution across the region, and the
legal rights and responsibilities of drivers, pedestrignand bicyclists.

Unfortunately, bicycle and pedestrian safety issues are found throughout the regi®he region and
member agencies are actively pursuing a number of engineering, enforcement, and educational
strategies to reduce deaths and injuries.

Existing Facilities

Themetropolitan Washington region benefits froomumerouspopular bicycle and pedestrian
facilities in place in our communities (Chapter 4
provide access and accommodation of bicyctirand walking to and on their systems. A goal of this

plan is to complement and augment the existing system of facilities.

Recommended Best Practices

Convenient and safe bicycle and pVvisidresdthe Coantii access
of Go v e r n nRegion Bodward 2050plans. To help achieve this, the Bicycle and Pedestrian

Subcommittee developed a set of recommended best practices (Chapgrfor the design and

implementation of bicycle and pedestrian facilities, as well as for the incamation of bicycling and

walking considerations into overall roadway and transit design. Best practices are based upon

national and state laws and guidelines.

Bicycle and Pedestrian Plan for the National Capital Regio2



Planned Bicycle and Pedestrian Facilities and Improvements

Il mprovement s i n elisufiregibnaldicycle dned peqestreampdojects (overview in
Chapter6 and the full listing in Appendix A) were identifiedubmitted, and reviewed by agency
staffs of TPB member jurisdictions

The Bicycle and Pedestrian Plan for the National Capital Region includeg50 bicycle and
pedestrian facility improvement projects from across the regioti.every project in the plan is
implemented, in 2045 the region will have added approximately38 miles of protected bicycle
lanes, 30 miles of buffered bicycle lans, 363 miles of standard bicycle lanesand over 1,700 miles
of shareduse path. The overall network length will increase by approximatelyp00 miles.

By 2045 the region will have approxnately 3,600 miles of bike lanes andshared use pathsif it
implements the projects in this plafi overthree times the current total.

The Washington regioiis a national leader indesign and servicesTreatments such as protected

bike lanes, protected iersections, Hgh-Intensity Activated CrossWalk (HAW&iynals, and floating
bus stops were developedr refined here.The Washington region has also been a national leader in
micromobility, including Capital Bikeshare and numerousseooter ande-bike rental services.

Costs

Total estimated cost of projects in the draft plan is about3sbillion (2021 dollars). Total plan cost
was imputed based on planneddcility mileage and project typesProjectlevel cost estimates if
provided,should be considered as ordeof-magnitude planning estimates and in most cases do not
reflect engineeringlevel estimates.

Project Infotrak

Development of theBicycle and Pedestan Plan for the National Capital Regiohas benefited from
a recently developedn-line project database Project Infotrak a resource separate from the printed
document. Agency staffare able to view, enter, and edit their project listings aline in the database
Project Infotrak willfacilitate keeping the regional list accurate and ufp-date, and it eliminates the
duplication of recordsand that formerly existed between the rfRnsportation Improvement Program
and bike-ped project databases.

A publicaccess version of the list of bicycle and pedestrian projects, aad interactivemap of those
projects, will be made available on the COG web site.

Outlook

For over 20 years successive regional plans haealled for convenient, safe bicycle and pedestrian
access, walkability in regional activity centers and the urban core, reduced reliance on the

Bicycle and Pedestrian Plan for the National Capital Regioi3



automobile, increased walking and bicycling, inclusion of bitg@nd pedestrian facilities in new

transportation projects and improvements, and implementation of a regional bicycle and pedestrian

plan, developingspecific strategies to make it happenToday the region is well on its way to making

that vision a realiyy. TheBicycle and Pedestrian Plan for the National Capital Regiprovides a

blueprint for providing bicycle and pedestrian access to virtually allofh e r egi onds devel op

Bicycle and Pedestrian Plan for the National Capital Regiod



INTRODUCTION

This sectionbriefly describesthe role of walkingaml bi cycl i ng wi thin the
systemand transportation planning It also provides a summary of the development and organization
of this Bicycle and Pedestrian Plan for the National Capital Region.

Bicycling and Walking in the NationalCapital Region

The Washington region is nationally known
for the quality, beauty, and extent of its
bicycle paths.lts walkable core
neighborhoods attract residents and visitors
alike. The region has a strong foundation of
walking and bicycling facilies to build upon.

Taken together, bicycling and walking are a
significant and growing mode of
transportation in the Washington region.
According to theTransportation Planning

B 0 a r2015 2018 Regional Travel Survey
walking and bicycling account for 11% of all
trips in the Washington region, up from 9% in St
2008. Bicycling to Work in the District of Figure 1: Green Bike Lane/TPB/Michael Farrell
Columbia tripled in ten years, from 1.6% in

2008 to 5.3%in 2018.

|
'i.

Recent years have seeprogress for bicyclists and pedestriansSeveral

major new trails and bridges have opened, andost local governments ~ Walking and
have adopted bicycle, pedestrian, ad/or trail plans. Most of the transit bicycling account
agencies in the region have added bike racks to their buseBicycle or for 11% of all trips
pedestrian coordinators and trail planners are now found at most levels in the region

of government.In accordance with federal guidance and state and local

Complete Streetgolicies, pedestrian and bicycle facilities are routinely

provided as part of larger transportation project&£mployers are

investing in bike facilities at work sites, and deslopers are including

paths in new constructionCapital Bikeshare which launched in

September 2010, has been a dramatic success, and now features over

5,000 bicycles at over 600 stations.

Bicycle and Pedestrian Plan for the National Capital Regid®
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The NOMA/GallaudetMetro Station
incorporates a shareduse path and
| ~ bicycle parking

Bicycling and walking could reach a
greater potential in the Washington region
however. Many trips currently taken by
automobile could be taken by bicyclélhe
median work trip length forauto
commutersin the Washington
Metropolitan Statistical Areds nine

miles.! But for nonwork trips, whichare
more than % of all trips, the media
distance is only 3.1 miles.

Figure 2: NOMA/Gallaudet Metro Station and Many people who live far from their jobs,
Metropolitan Branch Trail/TPB/Michael Farrell but closer to transit or acarpoollocation,

could walk or bike to transit or the carpool
instead of driving.

Destinations such asschools, shoppingand recreational facilitiesare often close enough to walk or
bicycle Bicycling and walking have considerable potential to displace automobile trips if suitable
transportation, design, safety, parking, school siting, and land development policies are followed.

Bicycling,Walking andthe Transportation Planning Board

TheNational Capital Region TransportatioRlanning Board(TPB)

has long recognized the benefits of bicycling and walking in the The region has a growing
r e gi o n-thadal ramdpdrtation systemThe Transportation network of shareduse

Pl anni n dgrraBspoaatiah &ision for the 2% Centry, paths

adopted in 1998, emphasizes bicycles and pedestrians in its

goals,objectives,and strategies.

Since then the TPB has adopted a regioridrails plan, known as the National Capital Trail Netwark

prioritized pedestrian,and bicycleinitiatives in is longrange transportation plan, and promoted the
adoption of oComplete Streetso6 policies, which ha
bicycle accommodations in nearly every new transportation project

12017-2018 Regional Travel Survey,

Bicycle and Pedestrian Plan for the National Capital Regio6
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Complete Streets in
Action: The
Woodrow Wilson
Bridge Trail opened
in 2009

Figure 3: Woodrow Wilson Bridge/TPB/Michael Farrell

COMPLETE STREETS

The National Capital Region Transportation Planning Board adopte@amplete Streetgolicy in
May 2012. The policy defined a&complete street as one that safely anddequately accommodates
motorized and nonmotorized users, including pedestrians, bicyclists, motorists, freight vehicles,
emergency vehicles, and transit riders of all ages and abilities, in a manner appropriate to the
function and context of the facilityThe TPB endorsed the concept of Complete Streets and
encouraged its member governmentsf they hadnot already done so, to adopt a Complete Streets

policy.

All three States and 91% of the local governments in the Washington Al three states and

region now have Complete Streets policies. 91% of local
governments have a

Complete Streets
] ] Policy
Plan Development and Organization

This plan is intended to help fulfill the goals dfisualize2045 and the TPB Visiorfor bicyclists and
pedestrians.It includes performance measures that will show progress towardsgional goals.

This plan has been prepared by the National Capital Region Transportation Planning Board, the
federally designated Metropolitan Plannin@rganization (MPO) for the Washington regiorhe TPB is
composed of representatives from the 24 cities and counties, including the District of Columbia, that
are members of the Metropolitan Washington Council of Governments (COG), the three déaiel
transportation agencies, the Washington Metropolitan Area Transit Authority (WMATA), the

Bicycle and Pedestrian Plan for the National Capital Regid@
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Metropolitan Washington Airports Authority (MWAA), four federal agencies, the General Assemblies
of Maryland and Virginia, and private transportation service providers.

This document presents the longange Bicycle and Pedestrian Plan for the Washington Region
through the year 204%. Theplan includes alist of regionalprojects identified bythe TPBmember
jurisdictions, accompaniel by recommended bespracticesand a description of existing facilities
and regional trends for bicycling and walkin@:his plan includes both funded and unfunded projects.
It recommends referring tostate and rational designguidelines for bicycle and pdestrian facilities.

This update of theBicycle and Pedestrian Plan for the National Capital Regisaeks to reflect the
goals,objectives,and strategies of the 1998TPB VisionVisualize 2045,and the approvedNational
Capital Trail Networkyhile building oninformation from previous plans

Pedestrian access and safetyeceiveenhancedattention in this update, reflecting increased
involvement in transportation safety planning by the TPBhough pedestrian planning takes place
primarily atthe county, city and neighbortood level there isa role for regional pedestrian planning
in safety, public education, and connections to transit and between juristons. This plan
documents howthe planned projects will serveactivity centers,selected high-capacitytransit
stations, andlow income and minority areas.

PROJECT INFOTRAK

Development of theBicycle and Pedestrian Plan for the National Capital Regibas benefited from
a recently developed odine plan project database, Project Infotrak, a resourceeparate from the
printed document.Agency staff areable to view, enter, and edit their project listings elime in the
database.Projects that can be mapped have associated GIS laye@&S mapping enables better
analysis of how the network of planned pjects will serve regional goals

Project Infotrak will facilitate keeping the regional list accurate ang to dateand eliminates the
duplication of records that formerly existed between the Transportation Improvement Progr@rt)
and bicycle and pedestian project databases.New TIP projects that include bicycle and pedestrian
accommodation are automatically added to thést of bicycle and pedestrian projects.

A public access version of the list of bicycle and pedestrian projects, and an interaetivap of those
projects, will be made available on the COG web site.

Bicycle and Pedestrian Plan for the National Capital Regioi®



CHAPTERL: PLANNING CONTEXT

There are numerous planspolicies,and goalsin the regionthat both affect and are affected by the
level of walking and bicyclingThis sectiondescribesthe role of walking and bicyclingn regional,
federal, state, and localplanning and policies.

Regional Planning

THE VISION OF THRANSPORTATION PLANNING BOARD

The National Capital Region Transportation Planning Board (TPB) is the Metropolitan Planning
Organization for the Washington regiofit. brings key decisiormakers together to coordinate
pl anning and f un dahspogatidneystemt. he r egi onds t

The TPB&s official vi siToanspostdtiant e m=a=t* £ ~r +t ha reqgjo
Vision for the 21st Centuryadoptedin 1998, is meant to guide regional ..
o . : : TheTPBVision

transportation investments.lt lays out eight broad goals, with associated s f
objectives and strategiedo help the region reach them calls for more

walking and
TheVisionis supportive of pedestrians and bicyclistdt calls for: bicycling
Convenient, safe bicycle and pedestrian access
Walkable regional activity centers and urban core
Reduced reliance on the automobile
Increased walk and bike mode share
Including bicycle and pedestan facilities in new transportation projects and improvements
Implementation of a regional bicycle and pedestrian plan

E I

Other goals of theVisionaffect bicyclists and pedestrians, such as: maintaining the existing
transportation system, reducing per cafa vehicle miles traveled, linking land use and transportation
planning, and achieving enhanced funding for transportation priorities.

Bicycle and Pedestrian Plan for the National Capital Regid®
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Visualize 2045

Visualize 2045 which was approved by the
Transportation Planning Board in October 2018nd - 2 N
amended in 2020, is the current federally mandated, mhze??d@ég,@
longrange transportation plan for the National Capital A LONS-RANGE TRARSPORTATION PLAN FOR THE NATORAL CAPTAL 2EQ0K
Region.An updated version o¥isualizeis slated for
public release in mid2022.

Visualize 2045 contains both projects that the region
expects to be able to fund (the constrained element)
and unfunded (aspirational) elements.

Financially Constrained Elerant

Federal regulations require the TPB to develop a leng
range transportation plan identifying the projects
expected to be funded within a minimum planning
horizon of 20 years. The TPB must demonstrate that
there is funding available for those projectsThe total
expenditures cannot exceed the total anticipated
funding. The TPB must also analyze the plan for its
effect on the regionds a iFigure5: Visualize 2045

APPROVY
CCTOMXR 122099

This kind of plan is known as a financiallyonstrained longrange plan. Future population growth,
congedion, and travel mode shares are forecast based on the transportation network for which
funding is available.

The constrained element predicts 45% growth in walk and bike trips by 2045, mugteaterthan the
expected 23% increase in population and 20%crease in vehiclemiles traveled.

Aspirational Element

Visualize 2045also represents a new kind of longange planning effort in this region. For the first

time, in addition to projects that the regiondos t
between now and 2045, the plan includes aspirational projects, pragns, and policies that go

beyond financial constraints.

The latest information on the 2022 update to the plan can be found at théisualize 2045 website.
In addition, aninteractive companionis available to view Visualize 2045 projects and initiatives in a
story map.

Visualize 2045proposes seven aspirational initiatives which, if enacted, would have the potential to
significantly i mprove the regionds transportation
programs.Visualizegoes beyond earlier strategic plans, in thatidlentifies specific locations in need

of improvements.

Bicycle and Pedestrian Plan for the National Capital Regioil
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The seven Aspirational Initiatives are:

Bring Jobs and Housing Closer Together
Expand Bus Rapid Transit and Transitways
Move More People on Metrorail

Provide Mor e TOthér@®pgtionsmforiConmmutang a n d

Expand Express Highway Networ Kk

A Improve Walk and Bike Access to Transit

A Co mp | Natiomal Capital TraiNetwork

Too Too Too Too To

Most of these initiatives imply a greater role for walking and bicyclirgringing jobs and housing
closer together echoes longstanding TPB goasd makes walking and bicycling for transportation
more feasible.Increased transit service and improving walk and bike access to transit mean more
walking and bicyclingCompleting the National Capital TraNetwork would providea continuously
connected high qualityregional and longdistance hicycle and pedestriametwork.

Projects that will advance thédspirational Initiatives receive favorable consideration for the
competitive grant and technical assistance funds that TPRIministers, such as theTransportation
Land Use Connectionsand Transportation Alternativegprograms. Additionally,Visualize2045
identifies specific trails and transit stdons to be prioritized for improvements.

EQUITY

In July 2020, he TPBadopted Resolution R12021 to establish equity as a fundamental value and

integral part of all TPB work activity. TRd its staff has committed that our work together will be

anti-racist and will advance equityEquity, as a foundational principle, will be woven throughout

TPBO0s analyses, operations, procurement , progr ams
accessible, livable, sustainale, and equitable future for all residentsThis will recognize thapast

actions have been exclusionary drave had disparate negative impacts on people of color and

marginalized communities, includingnstitutionalized policies and practices that contineito have

inequitable impacts todayand commits to act to correct such inequities in all our programs and

policies.

Also,in July 2020, the TPBadopted Resolution R8-2021, which established the Regional Roaday

Safety Program, a competitive technical astance program directed at improving roadway safety.

Theresolution also specified that TPB wouldromote transportation safety in an equitable, anti

racistmannerAt a mini mum, this means that TPB3&ds progran
effects on poor and minority populations.

Low income and minority population the Washington regiorare disproportionately killed or

injured on the roadways, especially as pedestrian®@neexplanationis the historic legacy of postwar
suburban development and road building, which often gave a low priority to the needs of people on
foot or taking transit.Aspeoplewho earn lowincomesmoveinto the suburbs, they too often find
themselves in an unsafeenvironment for walking

2 https://www.mwcog.org/transportation/planning-areas/managementoperationsand-safety/roadwaysafety/regionalsafety-program/
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This plan,whenimplemented, will makethe transportation systemsafer and easier to use for people
on foot. It willserve theEquity Emphasis Area@minority and lowincome areas) by providing access
to aregional network ofhigh-quality walking and bicyclindacilities, by making it eager to walk to
transit, and by making it safer to walk everywhere

When the planned network of bicycle and pedestrian facilities is comple88% of the Equity
Emphasis Areas in the region will have high quality facility, usually a shause path, built within
their boundaries.

TRANSIT ACCESS FOCUS AREAS

At its July 2020 meeting, the TPB adoptedesolution R42021 to approve a regional list of 49

Transit Access Focus AregF AFAs)The TAFAs idade Metrorail stations, commuter rail, light rail,

and selected bus transit centersThe TAFAsare o ot ed i n t hamge tramgportationdplan, | o n g
Visualize 2045 and its aspirational initiative tdmprove Walk and Bike Access to Transit

TPB wasable to identify those stations that had the greatest potential for increasing ridership
through i mproved pedestrian ac c endewalkshedsgiverdthebn t he
existing pedestrian network, and on their density of people and jobs.

The TPB approved 49 TAFAs and also asked member jurisdictions to:

éPrioritize projects, programs, and pol Acceeses t hat
Focus Areas. All projects, programs, and policies must be implemented in an environmentally
sensitive and sustainable manner, consistent with the TPB Vision.

NATIONAL CAPITAL TRAIL NETWORK

The National Capital Trail Network, which waslopted by the TPB in July 2020, is a traiplan for the
National Capital Region. It wilbe a continuousnetwork of longdistance, mostly offstreet facilities,
designed for noAmotorized use. The network wifirovide healthy, lowstress access to open pace
and clean, inexpensive, reliable transportation for people of all ages and abilitiés.

When complete, the National Capital Trail Network will include over 1400 milessbfred use paths
and other lowstress facilities, of which 645 miles alreadgxist, and 780 miles are planned.

Visualize 2045calls for the completion of the National Capital Trail Networkhe network will provide
highqual ity bicycle and pedestrian ac g@®wobthef or most
regionds popul at-nie afthe netwarls anavd8% bf itha joba ardvathinftwo miles

3 The National Capital Trail Network benefited from concurrent trails planning work for the urban core and inner suburbs dgribebCapital Trails Coalition
an effort housed at the Washington Area Bicyclist Association and fundedabgrant fromREIL.The Capital Trails Coalition also promotes the completion of
the trail networkwithin the urban core and the inner suburbsThe Capital Trail N|@vork plan took nearly three years to develop. National Park Service and
TPB staff participated in the plan development.o keep the task of creating a regional trail plan manageable, theotprint of the Capital Trail Network was
limited to the urban core and inner suburbs, which is the Washington Area Bicyclist Association service area.
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ofthenetwork.1 36 of the regionds 141 -Aieoofithenetwygrk, &Samt er s ar
308 of the 351 Equity Emphasis Areas.

When the TPB adopted the trail network, it atsasked its member jurisdictiongo:

oPrioritizeprojects, programs, and policies that will implement portions of the National Capital Trail
Network. All projects, programs, and policies must be implemented in an environmentally sensitive
and sustainabl e manner, consistent with the TPB V

The netvork will be used to prioritize funding for the Transportation Alternatives Program and the
Transportationd Land Use Connections (TLC) Program.

The networkwas developed usinghe following facility types and design criteria:
A OffStreet Paths:
A 10 6 +e fav hes construction.
A 86 minimum for existing facilities
A Narrower in short segments if necessary
A Paved or firm surface such as crushed limestone
A Designed for noamotorized users(<20 mph design speed)
A Onstreet:
A Protected from moving traffici(e., parked cars, curb, flexposts)
A Short, unprotectedconnections where necessary for connectivity
A Trafficcalmed,lows t r ess O0bicycle boulevardso6 are al so
A Connectivity
A Directly connected to the regional network
A Suitable for both transportation and re@ation
A Existing or planned facilities are acceptable
A Planned facilities must be in an approved plan

To develop this network TPB staff gathered information from tlpital Trails Coalitiomnd from
jurisdictions which the Capital Trails Coalitignlan did not include including Charles, Frederick,
Loudoun, and Prince William Countie¥he network will baupdated regularly to reflect the adoption
of new agency bicycle and pedestrian plans
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Figure 6: National Capital Trail Network (Source COG/TPB 2022)
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REGIONAL TRANSPORTATION PRIORITIES PLAN

In January2014, the TPB approvedthe Regional Transportation Priorities Pla(RTPP)The RTPP
built on the Visiongoals by identifying strategies with the greatest potential to respond to our most
significant transportation challengesThe strategieswere intended to be complementary, to make
better use of existing infrastructure, and to be "within reach" both finaiatly and politically.The RTPP
is a precursor toVisualize 2045

Bicycle and pedestrian modes are prominent in the RTPR.calls for:

1 Improved access to transit stops and stations
connecting them to nearby neighborhoods and
commercial areas with sidevalks, crosswalks, and
bridges.

1 Incentives to use commute alternativesuch as
transit, carpool, vanpool, bicycling, walking, telework
and living closer to work.

1 Expanded pedestrian and bicycle infrastructure,
including

o Sidewalks, crossingstraffic calming

Regional

0 Bicycle lanes/paths, bicycle parking, Transportation
bikeshare Priorities
0 Workplace amenities for bicyclists Plan
. Growth concentrated ilWalkable, Bikeable Activity ‘ e
Centers 3 i
1 Improved circulationwithin activity centers tlmough
enhanced

0 Pedestrian and bicycle infrastructure
0 Local bus service Figure 7: Regional

o Street connectivity Transportation Priorities Plan

COMPLETE STREETS

In May 2012 the TPB approved €omplete Streets Policy for the National Capital Regidrhe policy
definesaComplete Streeas a ofaci l ity that safely and adequat
non-motorized users, including pedestrians, bicyclists, motorists, freight vehicles, emergency

vehicles, and transit riders of all ages and abilities, in a manner appropriate to the ftina and

cont ext o fThea TPB enfloesedithe cohcgpd af Complete Streets, provided a sample policy
template, and urged its members who had not already adopted such a policy to do so.

The significance of Complete Streets is that future pedestriand bicycle projects are likely to be
built as part of larger transportation projectsTherefore, far more such projects are likely to be built.
Moreover, designing and building with pedestrians and bicyclists in mind from the start is far more
cost-effective than retrofitting after the fact.
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As of 2021 all three state departments of transportation and 91% of local jurisdictions (including DC)
had adopted a Complete Streets policomplete Streets is now standard practice.

Under CompleteStreets, accommodation for pedestrians and bicycliste now typically provided as
part of larger transportation projectsPrior to the adoption of Complete Streets and precursor
policies, thesemay have been seeras optional amenities.

GREEN STREBET

In February 2012 the TPB adopted a voluntary regiorfareen Streets

PolicyThe policy defines a Green St DCO0s Urba oalter
conventional street drainage syems designed to more closely mimic the Forestry Program

natural hydrology of a particular site by infiltrating all or a portion of local helps keep dc cool

rai nf al AGeenSreettusedtrees, landscaping, and related and green

environmental site
Green Streets :

design features to
capture and filter stormwaer runoff within the
right of way, while cooling and enhancing the

GREEN STREETS IN YOUR NEIGHBORHOOD appearance of the street

S N B8 &0 & " Green Streets benefit pedestrians and bicyclists

' A= ‘ ’ ®| Dby cooling andbeautifyingthe street, making it a
more pleasant place to walk or bikeGreen
Streets treatments may compete with
pedestrians and bicyclists for space but can
often be placed in traffic calming features such
as bulbouts and landscaped islandsRoad diets
and traffic calming projects can free up space
for Green Streets treatments.

A warmingclimate means that reducing urban
temperatureswill be even more importantfor
maintaining the walkability and bikability of
urban areas.

GMERY .
42 or
7 SR 5

Green Streets are mostly an urban
phenomenon. Greening the streets and
sidewalks is an effective mitigation fourban
challenges such as the heat island effect,
stormwater runoff, and combined sewage

S S/
R e

Figure 8: Green Streets/Montgomery County
Department of Environmental Protection

4 https://ddot -urban-forestry-dcgis.hub.arcgis.com/

5 https://ddot.dc.gov/Greenlnfrastructure
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overflow$ Inner suburban places such as Arlington, Hyattsville, and Wheaton that face similar
issueshave alsobeen working to green theistreets.”

As of 2020, half the local governments had adopted a Green Streets poligarticularly the more
urbanized jurisdictions Less densesuburban and rural areasalreadybenefit from significant green
space and are less likely to pursue Green Streets policies.

AIRQUALITYAND BICYCLING

Walking and bicycling are near zero emission modes of transportatidti.the same time, cleaner air
helps pedestrians and bicyclists, who are more vulnerable than motorists to smog and particulate
pollution.Dur i ng 0 c quildy dayembaple aréypicallyurged to avoid outdoor exercise.

Fortunately the metropolitan Washington region has made tremendous progress in its air quality
thanks to decadesof actions at the federal, state, and local government leveisThe number of bad
air days (code orange or worsdgll by 97% between 1997 and 20202 The region had zero code red
days in 2021, and only eight code orange day8.The number of bad days for fine particulates has
fallen to zero.These declines have comewen as population and vehicle miles traveled have grown.

Within transportation, reductions in emissions of NOx and VOCs have resulted mostly from federal
requirements for cleaner, more fuegfficient vehicles and for cleaneburning fuels. Efforts to redae
roadway congestion and to encourage less driving have also contributed.

Bicycling and Greenhouse Gases

Progress on greenhouse gas emissions, while significant, has been much ~ Bicycling is the

less than forNOXx, Volatile Organic Compounds, and particulatés. most energy
Transportation and mobile sources account fa large shareof greenhouse efficient form of
emissions?i2 transport

Walk and bike trips do not contribute significantly to greenhouse gas
emissions.Increased walking and bicyclingoul d hel p r edu yi
greenhouse gas emissions.

6 https://www.montgomerycountymd.gov/DEP/Resources/Files/brochures/GreenStreetsHandout. pdf

7 https://potomac.org/blog/2020/3/1/dc  -greenstreets

8 https://www.mwcog.org/environment/data-and-tools/air -quality-progressdashboard/

9 https://www.mwcog.org/envirorment/data-and-tools/air -quality-progressdashboard/

10 https://www.mwcog.org/environment/data-and-tools/air-quality-progressdashboard/

11 https:/lwww.mwcog.org/documents/2017/09/23/air -quality-trends-air-quality-air-quality-data-featured-publications/

12 https://www.mwcog.org/documents/2018/02/08/metropolitan -washingtoncommunitywide-greenhousegas-emissionsinventorysummary-featured-
publicationsgreenhousegas/
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Bicycling is the most energgfficient mode of transportation. Accounting for the lifecycle carbon
emissions of the vehicle, a bicycle emits 1/30 the greenhouse gases of a fossil fuehicle, and
1/10 the emissions of an electric vehiclet3

To the extent that the region can divert motorized trips to walking and bicycling, it can help reduce
these emissions Active transport is part of the regional strategy to reduggeenhouse gas
emissions.

TRANSPORTATION IMPROVEMENT PROGRAM

The Transportation Improvement Program (TIP) is a federal obligation

document which describes the planned schedule in the next four years The Transportation
for distributing federal,state, and local funds for state and local Improvement
transportation projects. The TIP representke intent of transportation Program includes
agendes to construct or implement specific projects in the short term $1.475 billion for
and identifies the anticipated flow of federal funds and matching state  pedestrian and

or localcontributions. It is a multimodal list of projects that includes bicycle projects
highway projects, rail, bus and streetcar projects, and bicycle and

pedestrian improvements. It also includes roadway
and transit maintenance projects, operational
programs, and many other ansportationrelated
activities.

FY 2021-2024 TRANSPORTATION
IMPROVEMENT PROGRAM

for the National Capital Region
T h e TFF BO182024 TIPcontains over 300
project records and more than $15 billion in funding
across theregion. The TIP is a dynamic budget
document and is amended and modified on a
weekly/monthly basis.

March 2020

The TIP includes $1.475 billion for pedestrian and
bicycle projects, or roughly 10% of total funding.

Funding for bicycle and pedestrian projects in thElP
has increased sharplyFor example, the siyear Fiscal
Year 20132018 TIP included $313 million for bicycle
and pedestrian projects Annual bike/ped project
funding in the current TIP is seven times wh#twas

in the FY 20132018 TIP. \)

National Capital Region
Transportation Planning Board

The TIPdoes not provide a complete picture of the
regionds planned investm
pedestrian infrastructure, howeverbecause projects
not utilizing federal surface transportation funding
often are not required under fedral law to be reflected in the TIPEvery submitting agency reported

Figure 9: FY 20212024 TIP

13 https://theconversation.com/cycling-is-ten-times-moreimportantthan-electriccarsforreachingnet-zerocities-157163
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that their jurisdiction has a Complete Streets policy, which implies pedestrian and bicycle
accommodatian, the cost of which is not always calculated or reported.

BICYCLE ANBEDESTRIAN SUBCOMMITTEE

The Bicycle and Pedestrian Subcommittee of the TPB Technical Committee advises the TPB, TPB
Technical Committee, and other TPB committees on bicycle and pedestrian considerations in overall
regional transportationplanning.It meets six times per year.

Oneofthe su b ¢ 0 mmi nmost enpodtant functions is information exchangeboth at its regular
meetingsand at sponsored training eventsTraining events are held at least twice per yearhey
addressissues ofinterest to the TPB member agencigsncluding emerging topicsuch as shared
micromobility (escooters)and ongoing challenges such as bicycle and pedestrian counssreet
design for all usersirail signage, and emergency serviceRecenttraining and @wordination events
have includeda Vision Zero Arterial Design webinand a series of workshopson shared
micromobility.

Thesubcommittee also coordinates TPB bicycle and pedestrian planning efforts which requineer-
jurisdictional coordination.It developed a vision for a regional circumferential bicycle route, or

0 b i cbelevdyé w hultincately became the National Capital Trail Network, and advised the
development of the regional Bicycle and Pedestrian Plan

Street Smart Pedestrian and Bicycle Safety Campaign

Since 2002, the Metropolitan Washington Council of Governments' Street Smart program has
worked to protect vulnerable road users by raisiregvareness about pedestrian and bicycle safety.
The regionwide public safety campaign educates drivers, pedestrians, and bicyclists on about safe
use of roadways in the District of Columbia, suburban Maryland, and Northern Virginia.

The campaign integrate several components, including broadcast and outdoor advertising, media
relations, digital media, and outreach events. It is meant to complement, not replace, the efforts of
state and local governments and agencies to build safer streets and sidewalksface laws, and
train better drivers, bicyclists, and pedestriang’he campaign is advised bgn advisorygroup
comprising participating TPB member jurisdictions and agencies.
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Figure 10: Street Smart Ad

ACCESS FORLLADVISORY COMMITTEE

TPBand its member jurisdictions have committed, through their Complete Streets policies, to
creating a transportation system that will serve users of all ages and abiliti@® help achieve that

goal, the Access for All Advisory Committee (AFA) advisesTR& on transportation issues,

programs, policies, and services important to traditionally underserved communities, including-low
income communities, underrepresented communities, people with limited English proficiency, people
with disabilities, and olderadults. The committee identifies issues of concern to traditionally
underserved populations in order to determine whether and how these issues might be addressed
within the TPB process.

TheAccess for AlIAdvisory Committedias provided input on practies related to shared
micromobilityand e-scooters such as sidewalk riding and parking, which can have an adverse effect
on pedestrians with disabilities Thecommittee has also provided input on innovative bicycle facility
designs such as protected bikeanes, floating bus stops, and other features that affect curbside
access and crosswalks

Thejurisdictions and escooter firmshave altered practices, regulations, and designs in response to
input from the disahblity community, but more work needs to b done This is an ongoing and

iterative process, as newacility designs and vehicle types are fieldd and designs are adjusted to
reflect experience and user feedback.
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BICYCLING, WALKING, AND THE REGIONAL TRAVEL DEMAND MODEL

Data relevant to walking and bicycling are gathered as part of the regiohalusehold travel survey
and are incorporated intaregional transportation modeling and forecasting.

TPB usestapdf durav el Trigg gemesatioth of bovhdnetbrized person trips (persen
trips in cars, buses, and trains) and noemotorized person trips (walk and bike). Only motoeid
person trips continue through the model to trip distribution, mode choice, and trip assignment.

Motorized transport planningand modelingfocusses on facility capacityelative to forecast traffic
volumes, with capacity constraints and congestion liniitg system performance and effective access
to destinations.

In contrast, n pedestrian and bicycleplanning, the main constraint on access is nqiedestrian or
bicyclecongestion, but whether a destinatioan be reached safel\oy nonmotorizedmeans, i.e.,
connectivity With some exceptions, such as dense activity centers or heavily used transit stations, a
standard sidewalk, bike lane, or trail width is usually sufficient to serve anticipated volumes.

This plan focuseson access. It usesa GIS buffer analysigo determine the share of population, jobs,
activity centers, transit access focus areas, and equity emphasis areas, that will be servea@ by
planned bicycle and pedestrian facilitghat is safe for people of all ages ah abilities.

Regional Encouragement and Funding Programs

To help reduce automobile traffic, congestion and air pollution, COG and TPB have developed several
programs to encourage bicycling and walking in the Washington regid®B offers technical
assistanceand funding for constructionto its member governments, while the regional Commuter
Connections program offers incentives to commuters to encourage them to use transit, carpooling,
and walk/bike to get to work.

COMMUTE CONNECTIONS

As part of theCommuter Connectionprogram, every year on the third Friday in May the TPB

sponsors a regionaBike to Work DayThisevent has grown into one of the largest of its kind in the

country, attractingthousands of riders atdozensob pi t st ops6 or rallying poir
The event is meant to encourage firdtme riders to try bicycling to work.

The Commuter Conections program also supports publication ddiking to Work in the Washington
Area: A Guide for Employers and A Guide for Employewshich provides tips for employeeand
employers.For employees, there are tips on safe cycling, laws, equipment and clothing, and transit
connections.For employers, the guide explains the benefits of bicycling to the employer, the types of
bicycle parking, and the ways an employer can e@wurage an employee to bike to work.

Commuter Connections produces a regional Bike Route maghus an online bike routing
application. GoogleMaps offers both pedestrian and bicycle routingdther tools and resources for
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bicycle commuters are listed onthe bicycling resourcessection of the Commuter Connections web
site.

People sometimes drive to work because they need to be able to get home quickly in an gjeecy.
To meet that need and help get more people out of their cars, the Commuter Connections program
offers a free taxi ride home in an emergency for commuters who regularly (twice a week) carpool,
vanpool, bike, walk or take transit to workCommuters wio sign up for theGuaranteed Ride Home
program may use it up to four times per year.

TRANSPORTATIGMND USE CONNECTIONSIESRAM

TheTransportation Land Use Connectior3LC) Program provides shetrm consultant services
to local jurisdictions for small planning projects that promote ixeduse, walkable communities and
support a variety of transportation alternatives. The program provides consultant assistance of
$30,000 to $60,000 for planning projects, and up to $80,000 for design or preliminary engineering
projects.

Since 2007 dozens of pedestrian and transit access planning projects have been funded through the
TLC programThe program has proven popular with local jurisdictions.

In addition to providingtechnical assistance the TLC Program includes Beer Exchange

Networkand provides sipport for the TPB's project selection role under the federBitansportation
Alternatives Set Asidé’rogram (TA SeAside Program)

TRANSPORTATION ALTERNATIVES

TheTA SetAside Program provides federal funds for smatale projects such as pedestrian and
bicycle facilities, trails, Safe Routesto School (SRTS) projects, community improvements, and
environmental mitigation.These kinds of projects are considered "&tnatives" to traditional highway
construction.

Under federal law, the TPB is responsible for selecting projectsusingsub | ocati ons of
TA SetAside funding.

The TPB encourages applications that support regional transportation prioritiessluding projects
focused on Activity Centers, access to transit, regional trails, access for disadvantaged communities,
and Americans with Disabilities Act (ADAhprovements.

Past recipients of TLC assistanc®r designoften go on to apply fofTA fundingfor construction.

TRANSIT WITHIN REACH

To encourage more projects that will provide pedestrian and bicycle access to high capacity transit,
TPB launched thelransit Within Reachechnical assistance program in Spring 2021
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The Transit Within Reach Program funds design and preliminary engineering projects to help improve
bike and walk connections to existing higbapacity transit stations or statins that will be open to

riders by 2030. The program places special emphasis on projects that improve acces$HB Transit
Access Focus Areas (TAFAghich have been identified as prime locatits for small capital
improvementdi such as sidewalks, trails, crosswalks that will make it safer and easier to walk or

bike to those train stations and bus stops.

The program complements theTLC Programwhich also funds technical assistance for local
governments throughout the regionThe TLC Program promotes access to transiiyt its projects
address other topics as well.

REGIONAROADWAYSAFETY PRGRAM

TPB ResolutiorR3-2021 adopted in July of 2020 established and funded thRegional Roadway
Safety Programlt is similarin structure to the TLC programand funds projects to reduce fatal amul
injury crashes.Many of these projects focus on bicycle and pedestrian safety.

Studies, planning, and design projects are eligibl&he program provides consultant assistance of up
to $60,000 for studies or planning projects, and up to $80,000 for dgign or preliminary engineering
projects.

Federal Policies

ROUTINE ACCOMMODATION OF WALKING AND BICYCLING

U.S. Department of Transportation guidance issued in 2000 calls for bicycling and walking facilities
to be incorporated into altransportation projects unless exceptional circumstances existurther
guidance issued in March 201Qurged agencies to go beyond the minimum standards to piide

safe and convenient facilities for pedestrians and bicyclists, set mode share targets, and collect data
on walk and bike trips Bicycling and walking are to have equal importance to other transportation
modes. Transportation projects using federal fusls may not sever an existing bicycle or pedestrian
route unless an alternate route exists or is provided.

The US. DOT headquarters in Washingtosets an example for other emplgers by encouraging
employee bicycling.

Federal andstate policies have evolved over the last few decades, from not requiring (or in some
cases prohibiting) the use of transportation funds for pedestrian or bicycle facilities, towards
requiring the provsion of such facilities.These federal and state guidelines and policies have led to
an increase in the number of pedestrian and bicycle facilities provided, witlany facilities provided
as part of larger transportation projects rather than as stanalone projects.
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Federal andstate policies are also evolving away fromncouraging singleuse cukde-sac
developmentpatterns typical of the last half of the 2@ century, to encouraging mixed use
development and a connected street grid that is far more accessible to pedestrians and bicyclidts.

AMERICANS WITH DISABILITIES ACT

The Americans witDisabilities Act (ADA) is a federal civil rights

statute that prohibits discrimination against people who have The ADARequires that
disabilities. Under the ADA, designing and constructing facilittes ~ all new and altered
that are not usable by people with disabilities constitutes pedestrian facilities be

discrimination. Public rights of way, including pedestrian facilites, ~made accessible
are required by federal law to be accessible to people with
disabilities.

Both new and altered pedestrian facilities must be made accessible to persons with disabilities,
including those who are blindr visually impaired.The courts have held that if a street is to be
altered to make it more usable by theublic, it must also be made more usable for those with
disabilities.

Government facilities which were in existence prior to the effective datektbe ADA and which have
not been altered are not required to be in full compliance with facility standards developed for new
construction and alterations However, they must achieve ‘program access.' That is, the program
must, when viewed in its entiretynot deny people with disabilities access to government programs
and services.For example, curb ramps may not be required at every existing walkway if a basic level
of access to the pedestrian network can be achieved by other meafesg., the use of a stihtly

longer routd. Municipalities should develop plans for the installation of curb ramps and accessible
signals such that pedestrian routes are, when viewed in their entirety, accessible to people who are
blind or visually impaired within reasonable treel time limits1°

Design standards folindividuals with disabilities such as smoother surfaces, adequate width, and
limits on crossslope, are also beneficial fopedestrians without disabilities. Good design for
persons with disabilities is good desigfor all.

More information on the Americans with Disabilities Act is available from theS. Access Board

UNIVERSAL DESIGN

People with disabilities and individuals with low incomese more likely to use transit and walk or
use mobility devices on sidewalks than the general populatiddarrower streets, shorter crossing
distances, traffic calming, lower traffic speeds, widerADAaccessible sidewalksstreet trees, and
amenities such as benchesare all good forolder pedestrians and people with disabilitie<Compact

14 Southworth, Michael and Eran Bedosefh, Street Standards and the Shaping of Suburbia,
Journal of the American Planning Association, Volume 61, Number One, Winter 1995.

15 American Council for the BlindRedestrian Safety Handbook: A Handbook for Advocateswyw.ach.org
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urban design and a connected street and pedestrian grid reduces pedestrian travel distanées
helpful for all pedestrians but is especially important te@lder adults and people with disabilities.
These individuals may lackhe physical agility and stamina needed to navigate substandard
facilities, dodge traffic, and walk long distance®. Older adults, people wittdisabilities, and people
with low incomesalso suffer from disproportionately high pedestrian fatality rates

MANUAL ON UNIFORM TRAFFIC CONTRQ
DEVICES Manual on Uniform

Traffic Control Devices

TheManual on Uniform Traffic Control Devices for Streets
and Highways or MUTCDdefines the standards used by
road managers nationwide to install and maintain traffic
control devices on all public streets, highways, bikeways,
and private roads open to public travel.

2009 Edition

The MUTCIncludes standard pedestrian and bicycle
signs and sigals. These standard designsre widely

used by departments of transportation in the Washington EXLTNEES e
regionl? ENTRANCE
Parks departmentsmay have their own signing standards
or practices whichfor facilities not located on a public
roadwaymay bedifferent from the MUTCDThe National
Park Service adheres to the MUTCD foike signs located
on roadways 18

The MUTCD is published by the Federal Highway Figure 11: MUTCD
Administration (FHWA) undeét3 Code of Federal
Regulations (CFR), Part 655, Subpart E can be found athttp://mutcd.fhwa.dot.gov.

16 https://ggwash.org/view/83714/zero -visionin-dc-visionzerois-a-disability-rights-issue
17 https://mutcd.fhwa.dot.gov/htm/2003/part9/part9b.htm

18 https://www.nps.gov/subjects/transportation/upload/UPDATED_NPS5uidebook_July2018_Final_UpdateSept201BighRes_ WER.pdf
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THE FAST ACT

UndertheFi xi ng Ameri cads S ulFASHAcEhe fedeeltrangportatioa t i o n
legislation signed in December 2015, bicycle and pedestrian projectsmained broadly eligible for
nearly all funding categories, either for projects incorporated into something larger, or for stand
alone bicycle and pedestrian projects.

The FAST Act built oine Moving Ahead for Progress in the 21st Most federal

Century Ac{MAR21), which was enacted in 2012, to strengthen the transportation funds
role of Metropolitan Planning Organizations in regional planning. may be used for
MPOs now have an enhanced role tnansportation safety planning bicycle and pedestrian

and goalsetting, and more control over Transportation Alternatives  projects
(TA)Xunds, which are often used for walking and bicycling projects.

Transportation Alternatives

The FAST Adastablisheda setaside of SurfaceTransportation Block Gran(STBG funding for
Transportation Alternatives. These seaside funds include projects and activities such as pedestrian
and bicycle facilities, recreational trails, safe routes to school projects, community improvements
such ashistoric preservation and vegetation management, and environmental mitigation related to
stormwater and habitat connectivity.

TheFAST Act requit FHWA to distribute 50 percent of ATAfunds to areas based on population
(suballocated), with the remaindeavailable for use anywhere in the State.

States and MPOs for urbanized areas with more than 200,000 people are required to conduct a
competitive application process for the use of TA funds; eligible applicants include tribal
governments, local governmets, transit agencies, school districts, and a new eligibility for nonprofit
organizations responsible for local transportation safety programs.

Underfederal transportation legislationlarge MPOs, including the Transportation Planning Board,
play an enhanced role in project selection for a portion of program funds salliocated to large
metropolitan regions. For the National Capital Region, this program offers an opportunity to fund
regional priorities and complement regional planning activities.

In the National Capital Region, the TA Program is framed as a compleragnprogram tothe
TPB'sTransportationLandUse Connections (TLC) Programhich providestechnical assistancefor
small planning studies to TPB member jurisdictions, and a potential implementation tool tioe
bicycle and pedestrian components ahe Visualize 2045plan.

INFRASTRUCTURE INVESTMENT & JOB®RQU21

Thecurrent federal transportation legislation, thénfrastructure Investment and Jobs A¢tlJA)was
signed in November 2021ThellJA increases funding for trailsyalking, and bicycling, while
emphasizing the importance of connectivity, equitable access, and safety.
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Active TransportProgramst®

TheTransportation Alternatives®rogramis the biggestdedicated source of funds for pedestrian,
bike, and trails.llJAincreases funding andrestricts transfers of TAfunding to other purposes It also
increases Recreational Trails funding.

IIJA authorizes a number afewfunding programsrelevant to waking and bicyclingjncluding 20

il

Healthy Streets Program.A competitive grant program that funds grants to states, local
governments and tribes to deploy cool pavements and porous pavements and to expand
tree cover.

Reconnecting Communities Pilot ProgranThis program funds projects that removeetrofit,
or mitigate previously constructed barriers to mobilitaccess,or economic deelopment to
restore community connectivity. State and local governments are eligible applicants.

Active Transportation Infrastructure Investment Programi competitive grant program for
infrastructure improvements that create safe and connected activeaimsportation facilities,
including adding sidewalks, bikewaysand pedestrian trails. Eligible entities include
government entities.

Safe Streets and Roads for All Competitive Grant Programicompetitive grant program for
local governments to implementVision Zero" plans and other improvements to reduce
crashes and fatalities, especially for cyclists and pedestrians.

Carbon Reduction Formula ProgramStates may usethe funds for projects that reduce
transportation emissions,ncludingtrails and paths for bicyclists and pedestrians States
must develop carbon reduction plans and coordinate and consult with urbanized and rural
areas.

Bicycle andpedestrian projects remainbroadlyeligible for most federal transportation funding,
including SurfaceTransportation Block Grants, Congestion Mitigation and Air Quality, and the
Highway Safety Improvement Program.

19 Rails to Trails Conservancy presentation, December 9, 2021

20 https://www.mondag.com/unitedstates/governmentcontracts-procurementppp/1110054/infrastructure -investmentand-jobs-act-summary-of-key-
programsand-provisions
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State Planning
DISTRICT OF COLUMBIA

As the center of the Washington region, a major employment center, and afiés most walkable
andbi keabl e jurisdictions, the District of Col umbi i
population would suggest.

Reflecting its urban character, the District of Columbia is doing much to encourage walking and

bicycling.TheDistrict of Columbia Department of Transportatonnt ends t o -cemtre,at e a oOw
bikec e nt r iDcDOO Tchist ARtionlAGendd cal | ed for safety, sustainal
l'ivability and prosperity by creating great space

Streetscaping projects and traffic calming projects are a high prioriBy o
providing pedestrians with plenty of wetlesigned,safe, and An average Distrct
comfortable space, the city hopes to increase retail sales and property resident can reach

values.Business Improvement Districts have considerable inputinto 32,269 jobs and 117
transportation projects. destinations such as

grocery stores,
Due to the builtup character of the District of Columbia, DDOT aims to hospitals, and
shift travel from less spaceefficient modes, such as single occupant schools, in a 26
vehicles, to more space efficient modes, such as walking, bicycling, and minute walk.
public transportation.

DDOTds strategy for shifting auto trips to transi
transportation and land development elementsThe District of Columbia encouragemixed use

development projects that promote and support neauto mobility.Reduced auto parking, increased

bike parking, onsite car and bike sharing, and transportation demanchanagement plans will

reduce auto trips generated by new development.

On a citywide basis thersvill be car sharing, bike sharing, new transit service, streetcars, reduced

off-street parking requirements, required oftreet bike parking, and rapid consuction of new

pedestrian and bicyclist infrastructureTheBicycle Master Plar{2005) and Pedestrian Plan have

been succeeded by the pedestria  and bi cycl e el e ntemspodatiomplan,t he ci t y o
MoveDC.

MoveDCUpdate

DDOT'sBicycle Lane
In December 2021 DDOT released thenost recentversion ofthe Program has built
Districtdés Tr ans p MoveDE tdntmues iPthessame RfomilesChicycle
direction as previous planning documents, but in greater detail, and with lanes in the District
more ambitious goals and methodsMoveDC is a 25y/ear plan.It since 2001
proposes to(among other things)

Improve safety for all, especially vulnerable road use by

1 Implemeniing road diets to make streets safer
1 Making intersections safer for pedestrians
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http://ddot.dc.gov/DC/DDOT
http://ddot.dc.gov/DC/DDOT/About+DDOT/Publications/Action+Agenda
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https://ddot.dc.gov/page/bicycle-lanes
https://ddot.dc.gov/page/bicycle-lanes

Using Complete Streets principles to make streets and sidewalks safer for all users
Desigring public space to be peopldocused

Installing more carfree streets and plazas

Expandng street tree coverage

Making more efficient use of curb space

Expandng the bicycle netwoik

=4 =8 =8 =8 -89

EXPANDING THE MULTIMODAL NETWORK

MoveDC identifies a bicycle priority network within the city, as well@edestrian, transit, freight, and
auto priority networks. DC recognizes that while every street should serve pdrmitted users, not
every street can serve all users equally well.

MoveDC proposed adding twenty miles of protected bike lanes per year for three ydauiiding
more trails in the (National) Capital Trail Netwarks well asaddingmore public and private bike
parking, exanded access tobike sharingand micromobility and signed neighborhood bikeoutes.

MoveDC will fill major gaps in the regional bicycle network, and improve connections between the
District, Maryland and Virginia.MoveDC proposes new bicycle and pedestrian crossing of the
Potomac Rivemat the Long Bridge and three new crossings of the AnacosticOther bridges that
currently have outmoded hiycke and pedestrian facilities will be upgraded.

MARYLAND

Maryland adopted its first Bicycle and Pedestrian Access Plan in

2002. Under that plan the State made numerous advances in oMaryl and w
promoting bicycihg and walking. MDOT invested more than $283 great place for biking
million in nonmotorized transportation projects to improve and walking that safely
bicycling and walking conditions over the last decade. The connects people of all
proportion of total highway expenditures dedicated to bicycle or ~ ages and abilities to
pedestrian programs increasd from 2% to 4% over the last |l i feds oppo
decade.

The State also created a number of grant programs, including tMaryland Bikeways Program,
which provides $3 million per yean technical assistance to a wide range of bicycle network
improvements, andthe MarylandBikeshare Progranprovides grants to communities interested in
adding a bikeshare system.
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Maryland State Highway Administration
adopted Complete Streets policyn 2012.

@ 2040
Q@’ Maryland

BICYCLE AND PEDESTRIAN
MASTER PLAN 2019 UPDATE

The currentMaryland TwentyYear Bicycle
and Pedestrian Master Rin (2019) calls
for a Complete Streets approach. ;
Complete Streets in Maryland means that > January 2019
the state transportation network will n
address the needs of all users,
regardless of travel modelt does not,
however, mean that all users will have
equal priority onall roadways.Design is
to be appropriate for the land use and
context, including Urban Centers, Towns
and Suburban Centers, Rural and
Agricultural Areas, and Natural Areas

Figure 12: 2040 Maryland Bicycle and Pedestrian Master
Plan 2019 Update

Theinitial focus will be to support biking
and walking in urban centers and main
streets. MDOT will pilot a Bicycle and Pedestrian Prioritization Area (BPPA) prograioster
collaboration with local jurisdictions and support the development obnnected bicycle and
pedestrian networks in high need locations.

Maryland hasalso publishedAccessibility Policy and Design Guidelines for Pedestrian Facilities
along State Highway$2010), BicyclePolicy and Design Guideline@015), the Maryland Context
Driven Design Guid€2020), a Strategic Trails Implementation Plai2009), a bicyclist education
video, and other materials designed to share information on best practices with respect to the
engineering, education, and enforcement aspectd avalking and bicycling

ABicycle and Pedestrian Advisory Committ@glvisesstate government agencies on issues directly
related to bicycling and pedestriamctivity including funding, public awareness, safetyand
education.

VIRGINIA

In 2004, the Virginia Department of Transportation released its ovDOTwill initiate all
policy forbicycle and pedestrian accommodatigrwhich highway construction
commits VDOT to routinely accommodating pedestrians and projects with the
bicyclists as part of all new construction and reconstruction presumption that the
projects, unless exceptional circumstances exist. projects shall

accommodate bicycling

Since 2004 VDOT has developed a process to ensure that bicycle a nd wal ki ng.
and pedestrian accommodations are provided in accordance with
the policy.TheBicycle and Pedestrian Accommodatiori3ecision

21 www.virginiadot.org
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http://www.roads.maryland.gov/OPPEN/SHA_Complete_Street_Policy.pdf
http://www.mdot.maryland.gov/Planning/Bicycle/FINALB.PDF
http://www.mdot.maryland.gov/Planning/Bicycle/FINALB.PDF
http://www.roads.maryland.gov/ohd/adafinal.pdf
http://www.roads.maryland.gov/ohd/adafinal.pdf
http://roads.maryland.gov/ohd2/bike_policy_and_design_guide.pdf
http://www.mdot.maryland.gov/Office_of_Planning_and_Capital_Programming/Trails/Documents/pdfs/TSIP_Final.pdf
http://www.virginiadot.org/programs/bikeped/2004_ctb_policy.asp
http://www.virginiadot.org/programs/bikeped/2004_ctb_policy.asp
http://www.virginiadot.org/programs/resources/BikePedDecisionProcess.pdf
http://www.virginiadot.org/

Processgives designers a step by step process to determine if bicycle/pedestrian accommodations
are appropriate for the characteristics of a particular roadway, andBacycle and Pedestrian
Accommodationdist and a design guide provides project managers with a menu of possible
accommodations.A series ofimplementation guidance documentgor localities have also been
developed to improve communication between agencies regarding planning and accommodation of
pedestrians and cyclists under terms of the 2004 policy

VDOT maintains all roads in Virginia outside of urban areas, includin~

thousands of miles of residential streets originally built by developers vjrginia requiresnew
In view of the importance of seaendary streets for vehicular, developments to
pedestrian, and bicycle movement, VDOT has revised$scondary connect with the
Street Acceptance Requirement(SSAR) to mandate higher levels of  syrrounding streets
street connectivity in urban areas, siwell as adequate pedestrian

accommodation. New streets and developments are required to

connect to the surrounding streets and future developments in a way

that adds to the capacity of the transportation network

The policy divi daecst 8V,i rsgu bndrab a m,t oanddc ormpr al ar eas, V
requirements for each Narrower streets, traffic calminga n d 0 csoennt seixtti veé desi gn ar
encouraged where appropriate.

New development proposals initially submitted to counties and VDOTeaflune 30, 2009, must
comply with the requirements of the SSAR.
Cukde-sac development patterns have long been an
obstacle to walking or bicycling in suburban areas.
More direct, trafficcalmed secondary streets will allow
more people to walk obike to local destinations.

Virginia has adopted a fairly stringent set of
requirements man'datlr.]g accommodatlgn of Vi12i111a hopaent of Tuasportssion
pedestrians and bicyclists on both public roads and State Bicycle Policy Plan
private developments which are accepted ihe State : 1 = v
for maintenance, which in Virgiai means almost all ,
development.Since these requirements have gone into|&

effect, many additional bicycle and pedestrian facilities ¥
have been built.

Virginia State Bicycle Policy Plan

VDOT completed &tate Bicycle Policy Plam
September2011, which incorporates the policies
discussed above The plan calls for increased bicycling
for all trip purposes, and a transportation system that
caccommodates and encour Fgure13: Virginia State Bicycle Policy Plan

providing facilities for bicyclists of all ages and abilities.

It also calls for better data gathering and benchmarking of bicycling, coordination with various
stakeholders, and recommends a number of strategi
policy for bicycle and pedestrian accommodation

September 2011
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http://www.virginiadot.org/programs/resources/BikePedDecisionProcess.pdf
http://www.virginiadot.org/programs/resources/BPAccommodationsDefined.pdf
http://www.virginiadot.org/programs/resources/BPAccommodationsDefined.pdf
http://www.virginiadot.org/programs/bk-documents.asp
http://www.virginiadot.org/projects/ssar/
http://www.virginiadot.org/projects/ssar/
http://www.virginiadot.org/programs/resources/VDOT_Bicycle_Policy_Plan.pdf
http://www.virginiadot.org/programs/resources/bike_ped_policy.pdf

The plan provides some guidance on bicycle facilities to be us&icycle lanes and paved shoulders

are recommended over other bicycle facilte®Re st ri pi ng travelarel anes, or or
recommended as a way to provide bicycle lanes within the current right of wagtuated traffic

signalsthat detect bicycles, and bicycle compatible drain grates should be used on all roads where

bicycles are permitted A signed bike route shouldhavat | east a bicycle | evel o

Virginia State Pedestrian Policy Plan

VDOT completed the Pedestrian Policy Plan. Released in September 2014, this document is a
complement to theBicycle Policy Plan

Theplan establishes a vision for the future of walking in Virginia anddvancesthe walking element
of the Commonweal t h Podlicydonlatpgmating Bidydle@amd P&lestiand 6 s
Accommodationsconsistently, appropriately and coseffectively. The plan addresses
implementation of both the Bicycle and the Pedestrian Policy Plans.

Northern Virginia Bikeway Study

This study and network map, which were completed in 2004 and updated in 2015, used latent
demand analysis to determine the most promisg portions of a network of regionally significant
bicycle routes in Northern VirginigAs of 2015, 108 miles of the 544mile network had been built.

Local Bicycle and Pedestrian Planning

Themetropolitan Washingtonregion is fortunate to host acommunity of agenciesand consultants
that are advancing the national practice of bicycle and pedestrian planning.

Planning forActive Transportatiorhas becomemainstream in the Washington regionNearly every
jurisdiction has completed a bicycle gpedestrian plan, andnearly all of them havebicycle
pedestrian, or trail planners. Larger agencies wittambitious programs, such as DDOT, have many
people workingfull time on active transportation.

Tablel shows local and state plans and studies anthe year published.Jurisdictions and agencies

drew projects from these individual plans and submitted them for incorporation into the Regional
Bicycle and Pedestrian PlarL.ocal plans may include unfunded projects.
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http://www.virginiadot.org/programs/bicycling_and_walking/bicycle_policy_plan.asp
http://www.virginiadot.org/programs/resources/bike_ped_policy.pdf
http://www.virginiadot.org/programs/resources/bike_ped_policy.pdf
http://www.virginiadot.org/projects/northernvirginia/regional_bike_and_trail_network_study_update.asp

Table1: Bicycle and Pedestrian Plans in the National Capital Region

Jurisdiction/Agency

Plans/Studies

Bust Stop Amenity Reference Guide

Arlington Arlingon Master Plan-Pedestrian Element, Bicycle 2011, 2019
County Element
City of Transportation Master Plar® Pedestrian and 2016
Alexandria Bicycle Chapter
District of District of Columbia Bicycle Master Plamistrict of | 2005, 2009,
Columbia Columbia Pedestrian Master PlgrivioveDC 2014, 2021
Charles County glr:;rles County Bicycle and Pedestrian Master 2012
City of Fairfax Bike Fairfax City Plan 2021
City of Falls Church Bicycle Master Plan 2015
Fairfax County Fairfax County Bicycle Master Plan 2014
Frederick County Frederick County Bikeways and Trails Plan 2018
City ofGaithersburg ;:er:sportatlon Plan, Bikeways and Pedestrian 2010
Greenbelt Greenbelt Bicycle and Pedestrian Master Plan 2013
Town of Herndon Bicycle Network Master Plan 2019
City of Laurel Bikeway Master Plan 2009
LoudounCounty Il;?::oun County Bicycle and Pedestrian Master 2003
City of Manassas City of Manassas Transportation Master Plan 2019
Maryland Department of m:rgt/:ea;nglaTr\]Nenty Year Bicycle and Pedestrian 2019, 2014,
Transportation SHA Complete Streets Policy 2012, 2008
M-NCPP@® County Master Plan of Transportatiod Bikeways 2009
Prince George's County and Traib
MontgomeryCounty Montgomery County Bicycle Master Plan 2018
National Capital Planning Compréhensive Plan for the National Capital 2020
Commission Transportation
National Capital Region Bicycle and Pedestrian Plan for the National 2006, 2010,
Transportation Planning Board Capital Region 2014, 2021

. . Paved Trails Plan 2016
National ParkService

I v Active Transportation Guidebook 2018
Prince WilliamCounty Transportation Pland Nonmotorized 2016
City ofRockville Bikeway Master Plan 2017
Virginia Department of Virginia Pedestrian and Bicycle Policy Plans 2014, 2011
Transportation
Virginia Department of N . . .

. Northern Virginia Regional Bikeway and Trail
Transportation, Network Stud 2015
Northern Virginia Office y
Metrorail Bicycle & Pedestrian Access 2010
WMATA Impr.ovements Stu.dy . 2017
Station AreaPlanningGuide 2019
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http://projects.arlingtonva.us/plans-studies/transportation/master-transportation-plan/
http://projects.arlingtonva.us/plans-studies/transportation/master-transportation-plan/
https://www.alexandriava.gov/PedBikePlan
https://www.alexandriava.gov/PedBikePlan
http://ddot.dc.gov/DC/DDOT/On+Your+Street/Bicycles+and+Pedestrians/Bicycles/Bicycle+Master+Plan
http://ddot.dc.gov/DC/DDOT/On+Your+Street/Bicycles+and+Pedestrians/Pedestrians/Pedestrian+Master+Plan/Pedestrian+Master+Plan+2009
http://ddot.dc.gov/DC/DDOT/On+Your+Street/Bicycles+and+Pedestrians/Pedestrians/Pedestrian+Master+Plan/Pedestrian+Master+Plan+2009
http://www.wemovedc.org/
https://www.charlescountymd.gov/government/planning-and-growth-management-publications/plans-and-studies/-folder-456
https://www.charlescountymd.gov/government/planning-and-growth-management-publications/plans-and-studies/-folder-456
https://www.fairfaxva.gov/government/public-works/transportation-division/current-transportation-projects/bicycle-transportation-plan
https://www.fallschurchva.gov/1564/Bicycle-Master-Plan
https://www.fairfaxcounty.gov/transportation/bike/master-plan
http://www.frederickcountymd.gov/index.aspx?NID=3090
https://www.gaithersburgmd.gov/home/showpublisheddocument/402/636644136904470000
https://www.gaithersburgmd.gov/home/showpublisheddocument/402/636644136904470000
https://www.greenbeltmd.gov/Home/ShowDocument?id=1210
https://www.herndon-va.gov/home/showpublisheddocument/11109/637096859271830000
https://www.cityoflaurel.org/dpw/what-we-do/bikeway-master-plan
https://www.loudoun.gov/DocumentCenter/View/1071/Bicycle--Pedestrian-Mobility-Master-Plan
https://www.loudoun.gov/DocumentCenter/View/1071/Bicycle--Pedestrian-Mobility-Master-Plan
https://www.manassasva.gov/community_development/planning_and_zoning/transportation_master_plan.php
http://www.mdot.maryland.gov/BikeWalk/PlanHomePage
http://www.mdot.maryland.gov/BikeWalk/PlanHomePage
http://www.roads.maryland.gov/OPPEN/SHA_Complete_Street_Policy.pdf
https://www.loudoun.gov/DocumentCenter/View/1071/Bicycle--Pedestrian-Mobility-Master-Plan
https://www.loudoun.gov/DocumentCenter/View/1071/Bicycle--Pedestrian-Mobility-Master-Plan
https://montgomeryplanning.org/planning/transportation/bicycle-planning/bicycle-master-plan/
https://www.ncpc.gov/docs/06_CP_2020_Transportation_Element_7.10.20.pdf
https://www.ncpc.gov/docs/06_CP_2020_Transportation_Element_7.10.20.pdf
https://parkplanning.nps.gov/document.cfm?documentID=74623
https://pwcgov.maps.arcgis.com/apps/MapSeries/index.html?appid=e6a8f3ca604745c485790f0f677e46fa
https://www.rockvillemd.gov/DocumentCenter/View/6968/Draft-2016-Bikeway-Master-Plan?bidId=
http://www.virginiadot.org/programs/bikeped/
http://www.virginiadot.org/projects/northernvirginia/regional_bike_and_trail_network_study_update.asp
http://www.virginiadot.org/projects/northernvirginia/regional_bike_and_trail_network_study_update.asp
http://planitmetro.com/wp-content/uploads/2010/12/Metrorail-Bicycle-Pedestrian-Access-Improvements-Study-_Final.pdf
http://planitmetro.com/wp-content/uploads/2010/12/Metrorail-Bicycle-Pedestrian-Access-Improvements-Study-_Final.pdf
https://www.wmata.com/business/real-estate/Station-Area-Plans.cfm

PLANNI NG FOR A NETWORK STRESSO

Most bicycle and pedestrian plangvolve designating a
bicycle and pedestriametwork and then determining the ~ Montgomery County will increase

appropriate facility type and priority for implementation.  the share of bike trips that can be

Some agencies, however, are starting to take a slighty ~ accomplished entirely on low

di fferent approach, by f i r stressstreetsfrom16%to50%. o1 evel
for bicyclists or pedestrians on their existing ste¢
network, andthen using the results to prioritize those
improvements

For example, the Montgomery Counhas adopted the
goal of ad | -stessdbicycle network accessible to
people of all ages and abilitieswWhile about 75 percent
of the roads in the county are alreadipw stress they |
are often surrounded by high speed and higholume
roads or difficult intersections, effectively creating
islands of bikeability and walkability, cut off from most
useful destnations.

BICYCLE MASTER PLAN

The goal is to connect these islands of baability and
increase the share of bicycle trips that can be .
accomplished entirely on lovstress facilities from 16%  Figure 14: Montgomery County Bicycle Plar
to 50%. The County will also sharply increase the

percentage of residences within two miles of High-Capacity Transit Station that have lowstress

bike access to that station, as well as the percentage of schools and other public facilities that are
easilyaccessible by bike.

METRORAIL SILVER LIRECESS

Since 2010 one of the most significant changes in the region
has been the extension of the Metrorail to Tysons Cornerin | aa izt @i

Fairfax County teards Dulles Airport and beyondThis BICYCLE MASTER PLAN
Metrorail extension is geneating new, walkable development. |+ =

Tysons, already the seconthrgest commercial center in the \_7(/9 ‘, ?(aky
region, is undergoing a dramatic transformation from an awo ' . —— ——
oriented commer ci aklusetrbathge Cifj 8 0 W / <
downtown. The four new Metrorail stations iTysons provide ] ﬁ

the foundation for this shift.Pedestrian and bicycle access - o &
critical to making a redeveloped Tysons work. =% oL R/

e
\-. e

N

3 )

4

OtherSilver Linestations along the Dulles Tollway serve park
and ride commuters, but also incorporate some development
and pedestnan anq bicycle access, in an area which has been Figure 15: Tysons Area Plan
overwhelmingly oriented towards driving\ future phase of the
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Silver Line will extend intdcoudoun Countywhichis preparingstation-area pedestrian and bicycle
access plans.

Safe Routes to School

Safe Routes to Schodk a national movement that encourages students to travel to and from sablo
by walking or bicycling. Safe Routes to School efforts are supported by parents, schools, community
leaders, Safe Routes to School coordinators and local, state, and federal governments to improve
the health and wellbeing of children by enabling and ezouraging them to walk and bicycle to

school. The Safe Routes to School movement in the United Staggew rapidly with a federal funding
program starting in 2005.In 2012, Safe Routes to School was incorporated into the Transportation
Alternatives programbut Safe Routes to School programs continue to grow.

In the Washington region, Safe Routes to School programs have

flourished. The majority of school systems in the region have access to ¢ DC schools teach
Safe Routes to School coordinator either within the school district orin ~ Students how to
the department of transportation. ride bikes

WMATA BCYCLE AND PEDESTRIAN ACCESS PLANNING

In recent years WMATA has become a regional leader in pedestrian and bicycle access and safety,
both on and off WMATA propetWMA T A& s pr i ocsigrnadeiare srosswalk dtripinigeon and
around stations, designaéd and improved bicycle access routes into stations, resurfacing
deteriorated sidewalks, lighting, and high security bicycle parking.

METRORAIL ACCESSEEDS

Improving pedestrian and bike access at and around stations is often a more ceffiective way to
boost ridership than to add car parking or connecting bus servickpproximately 45% of Metrorail
customers live within walking or bicycling distance from a station (up to 3 miles).

TRANSIT ORIENTED AND JOINT DEVELOPMENT

Walkable and bikeable statiormar e as wi | | have a positive and mut
Joint Devel opment programs and | ocal government
Development (TODBringing more people out into the streetscape will increase visibility and safety

of those on foot and bikewhile also demonstrating the viability of similar future developments.

ua
0s
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In its 2010 Metrorail Bi(ycle and MEDICAL CENTER BEFORE AND AFTER, REPLACING OLD RACKS
Pedestrian Access Improvements Study
WMATA identified pedestrian anbicycle
access problems at its Metrorail
stations. A number of the projects
identified as part of that process,
totaling $25 million, have been funded
in WMATA s  C ampriovieraent
program. A few examples of completed
projects are shownin Figure 15

WMATA | so identi fied
short distance autoaccess,i.e., places
where people live close enough to walk
to Metro, but donot, and studied those
areas to findout what was missing.

WMA T R@@L8 Station Area Planning
Guideprovides concise, clear design
guidance for station site and access
planning at Metrorail stations.The guide
is meant to enhance user access and
promote transitoriented development
around the station.Access hierarchies
are provided for different station types.
Intended users includeWMATA,
jurisdictional planners, related
government agenci
estate partners.

es . Aand WMATAA S r eal
Figure 16: Access to Metrorail/ WMATA

METROBUS ACCESS

Bus stops are often located in aremthat lack safe crossings or sidewalksChere have been efforts
over the years to inventory anémprove conditions WMATA published 8us Stop Amenity Reference
Guidein 2019, which together with previousus stop siting and design guidelinewill continue to
improve access and conditions for bus riders.

Outlook

Policies in he Washington region hae becomemore favorable towalking and bicycling over the last

three decades and the change has only accelerated since 201Bicycling and walking hae become

an integral part of transportation planning at all levelslhe Federal, State, and local policgontext

has changedin ways that make it more likely thathe goals of these plans will be met.Pedestrian

and bicycleaccommd at i on is no | onger an optional oOamenity
new development. Theeffects of the policy changefave become evident in the way people live,

work, and travel in our region.
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Implementation of walk and bike friendlyolicies is likely to accelerateAs the cleanest, most energy
efficient modes of transportationwalking and bicycling play a significant role in addressing the
challenge of climate changewhile continuing to address thessuesof congestion, health, ai quality,

safety,access and economic development.
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CHAPTER 2: BICYCLING AND WALKING IN THE
WASHINGTON REGION

Introduction

This chapter discusses bicycling and walkirtgp mode sharesin the Washington regionlt draws on

anumberofsour ces, including the TRP3BGCssusBRageAdmeddan Tr av el
Community Survey, the National Household Travel Survey, the Commuter Connecfitaie of the
Commutesur vey, WMATAOGs Passenger Rai Istrisdeauntimgy, and va

programs.It compares walking and bicycling in the Washington region with national trends, as well
as trends in other major metropolitan areas.

Data Sources

The data sources each have their own strengths and weaknessasd the samples and information

tracked are different.The US. CensusB u r e Amedicean Community Survey has the largest sample

size,but it does not track nonwork trips. The TPB3ds Re gi dsiha bestJoureevfoerion Sur vey
work trips, but itis conducted only once every ten yearsThe Commuter Connectionstate of the

Commutesurvey, which isconductedevery three yearssurveys employed adult residents, and asks

guestions about demographics and attitudes towards the commute not found in other sources

though the sample size limits geographic specificity at swibgional levels.

OVERVIEW

Residents of the Washington region walk and bicycle slightly more than |

the nation as awhole.Bicycling has grown faster in the Washington Nationally, 12% of
region than in other larganetropolitan areas. all trips are made

on foot or by bike
The walk and bike modes are more commahan the census commute

mode numbers would lead one to believéVork trips account ér about

one quarterof all trips and walking and biking are more common for

other purposes.According to the National Household Travel Surveé% of all trips taken in the U.S.
are on foot or by bike?

Geography/urban design, age, race, ethnicity, gendemnd car ownershipcan affect the decision to
walk or bicycle.

People livingin households without cars are more likely to walk or bicycle than those that have one,
and those living in households with only one car are more likely to walk or bicycle than those owning
two. Whites are more likely to bicycle tharfrican Americansr Hispanics.

22 https://nhts.ornl.gov/assets/FHWA_NHTS_Brief_Bike%20Ped%20Travel_041520.pdf
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Men are more than twice as likely to bike to work as women, 0.7% to

0.3%.23 Trips in the urban
core are mostly
Regionally, bicycling and walking aroncentrated in theurbanized short enough to

areas of the Washington region, especially areas near downtown D.C.  walk or bike
and certain Metro stations, as well as college campuses and military
bases.

In the past decade walk mode share for all trips in the Washington regioas stabilized, while bike
mode share has grown, especially in the urban core.

There is potential to convert short auto trips to walk or bik&ransit and walking are interdependent,
with 80% of bus and 60% oMetrorail accesstrips on foot. Pedestrianaccess to Metrorail has grown
over the last decade, while motor vehicle access has falldBicycling to transit is less commothan
walkingand varies greatly byMetro station, with the highestrates of bicycle access foundavest of the
AnacostiaRiver.

US CENSS BUREAU INFORMATION

TheUS.Cens us Bwmerieaa Qoinmunity Survedata isthe best ~ Bicycling is growing
source of information on work trips The fiveyear rolling averagesire faster in the
reasonably accurate down to the census tract level. At a national level, Washington region
in 2019 2.7% of Americans walked to work, and 0.5% bicycled to work. than in other large
In the Washington region 3.3% of workers walked to work, while 0.9% Metro areas
bicycled to work.

Pedestrian Commutig | % Walkto | % Walkto | % Walkto | % Walk to
in the Ten Largest Work2000 | Work 2006- | Work 2008- | Work 2015
Metropolitan Areas* Census 2008 2012 2019

1 | New York 5.55% 6.2% 6.2% 5.9%

2 | Boston 4.12% 4.8% 5.3% 5.4%

3 | San Francisco 3.25% 4.2% 4.3% 4.7%

4 | Philadelphia 3.88% 3.7% 3.7% 3.6%

> | Washington 3.10% 3.0% 3.2% 3.3%

6 | Chicago 3.13% 2.9% 3.1% 3%

7 | Houston 1.62% 1.5% 1.4% 3%

8 | Los Angeles 2.56% 2.6% 2.7% 2.5%

9 | Detroit 1.83% 1.5% 1.4% 1.4%

10 | DallasFort Worth 1.48% 1.3% 1.2% 1.2%
United States 2.93% 2.8% 2.8% 2.7%

Table2: Pedestrian Commuting in Large Metrgolitan Areas

23https://data.census.gov/cedsci/table?q=coummute%20mode%20united%20states&text=S0801&¢0100000US_0500000US51179&tid=ACSST1Y2019.
S0801

24 2000 US Census, 20062008, 2008 -2012 American Community Survey, 2012019 American Community Survey
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Bicycle Commuting iny % Bike to % Bike to % Bike to % Bike to
the Ten Largest Work Work Work Work
Metropolitan Areas | 2000 2006-2008 | 2008-2012 | 2015-2019

1 | San Francisco 1.12% 1.4% 1.7% 1.9%

2 | Boston 0.38% 0.7% 0.9% 1.1%

3 | Washington 0.30% 0.5% 0.6% 0.9%

4 | Los Angeles 0.63% 0.7% 0.9% 0.7%

5 | Chicago 0.31% 0.5% 0.6% 0.7%

6 | New York 0.30% 0.4% 0.5% 0.7%

7 | Houston 0.30% 0.3% 0.3% 0.7%

8 | Philadelphia 0.33% 0.5% 0.6% 0.6%

9 | Detroit 0.18% 0.2% 0.2% 0.2%

10 | Dallas-+ort Worth 0.14% 0.2% 0.2% 0.1%
United States 0.38% 0.5% 0.6% 0.5%

Table 3: Bicycle Commuting in Large Metropolitan Areas

Long Run Trends

Throughout the second half of the 20tltentury, driving increased, while walking bicycling, and public
transportation declined.ln 2000 2.93% of Americans walked to work, and 0.38% bicyclegly
comparison, in 1960 9.9% of workers wiied to work2s The number of people driving alone rose
from 73.2% in 1990 to 75.7% in 2000, while use of public transportation fell by 0.5%.

In the 21st century, solo drivingtransit, walking and bicycling mode shares have stabilizet6.3% of
workersdrove alone in 2019, which is essentially the same as in 2000, and public transportation
grew from 4.7% to 5%.

The 20th century trend towards less walking and bicycling also applied to the Washington
Metropolitan Statistical Area (MSAFrom 1990 to 2000, the walk to work mode share fell from 3.9%
to 3.1%.In the firsttwo decades of the 21st century walk modeshare rose slightly, to 3.3%, while
bike mode share tripled, to 0.9%.

25 1960 Census of Population, Characteristics of Population, United States Summary
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Figure 17: Walk to Work Washington MSA/US Census Bureau

Theurban core of the Washington region, consisting of the District of Columbia, Arlington, and
Alexandria saw major gains in bicycling between 1990 and 201%he District of Columbia increased
its bicycle commute mode share by a factor of six, and ArlingtomdeAlexandria tripled theirs.

Montgomery Countyalso tripled its bike commute mode share, to 0.6%.
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Figure 18: Bike to Work Washington MSA/U.S. Census Bureau
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Mode Share by Census Tract

The Census Bureaprovidesan application thatshows American Community Survefjve-yeardata at
the census tract level, including walkommuting numbers?6

Walking and bicycling are hypdocal, with big differences between census tracts even within the
same city or county.

In the Washington regia, bicycling and walking are concentrated in the neighborhoods surrounding
downtown D.C., Capitol Hill, and North Arlingtddowntown DC and the surrounding neighborhoods
show the highest walk mode shares, as much as 52%, while those a little further oavé the

highest bike mode sharesOutside DC, North Arlington, Old Town Alexandria, downtown Bethesda,
and the City of Frederickavethe highest (honcampus) walk mode shares.

College campuses and military bases such as UniversityMdiryland, Ft. Myers, the National Institute
of Health, George Mason, Howard, Georgetoyamd Gallaudet all have high walk and bike mode
share.

Census tracts abutting major facilities such as the W&OD, the C&O, and the Mt. Vernon Trails tend to
show Hgher levels of bicycling than the surrounding suburban tractdowever, the highest bike

mode share by far is in the ring of neighborhoods within easy biking distance of downtown DC, on
where bike commute mode share is on therder of 10-15%.A dense netwark of onstreet bicycle
facilities, and proximity between housing and employment, seems to be more predictive of bicycling
than an isolated trail.

NATIONAL HOUSEHOLD TRAVEL SURVEY
9% of weekday

TheFederal Highway Administrati on walkbiketripsin d Trav:
best national source for noavork trips. It includes trips made by all the U.S. are trips to
modes of trave] and for all purposes. work

According to the 2017 National Household Travel Survey (NHTS), Americans age®ported more
than 42.5 billion trips by walking or bikingThese trips averaged 1 mile in length and 16 minutes in
duration and comprised almost 12% of all trips annually (across all modes and purpos®s).

Only 9% of weekday nomotorized trips were conmute trips. Another 2% were workelated.
Weekend work trips were only 4% of the toté87% of weekday trips were social/recreational, as
were 49% of weekend trips.

26 https://data.census.gov/cedsci/ A training video is also available dittps://www.census.gov/data/academy/data-gems/2020/how -to-
accessdata-for-yourneighborhood.htm]

27 https://nhts.ornl.gov/assets/FHWA_NHTS_Brief Bike%20Ped%20Travel_041520.pdf

Bicycle and Pedestrian Plan for the National Capital Regiod4


https://data.census.gov/cedsci/
https://www.census.gov/data/academy/data-gems/2020/how-to-access-data-for-your-neighborhood.html
https://www.census.gov/data/academy/data-gems/2020/how-to-access-data-for-your-neighborhood.html
https://nhts.ornl.gov/assets/FHWA_NHTS_Brief_Bike%20Ped%20Travel_041520.pdf

2017/2018 REGIONAL TRAVEL
SURVEY

T he TP BibasdecadeRegional Travel
Survey(RTS) helpgpaint a detailed picture

of the daily travel patterns of people who
call this region home. The survey, which has
been conductedapproximately every ten
years since 1968, collects demographic and
travel information from a randomiselected
representative sample of households in

the region and adjacent areas. It is the
primary source of observed data used to
estimate, calibrate, and validate the
regional travel demand model, which is
used for the travel forecasting and air
guality conformity anaysis of the region's
longrange transportation plan.The survey
data are also used to analyze travel trends
and for other key program activitiesOver
16,000 households responded to the
2017/2018 survey.

Figure 19: Core, Inner Suburbs, Outer Suburbs/PB

The initial results of the 2017/2018 RTS Regional Travel Survey Presentation

were male available in a series
of presentations28 TPB staff haveprepared tabulations that provide insights on travel ptrns in
the region29

TheRegional Transportation Data Clearinghouse (RTDC) RTS Tabulatiomgn online resource for
the RTS data to be used by practitioners, researchers, and otrstakeholders.

Mode Shares in 2017/2018

The RTS shows that commute trips are only about a quarter of the total trips in the regibmive
alone is less significant for all trips than it is for commuter trips, and walk is more significant.

28 https://www.mwcog.org/documents/2020/01/21/regional -travelsurveypresentationsregionakravelsurveytpb-travel-surveys/

29 https://www.mwcog.org/documents/2021/02/11/regional -travelsurveytabulations-regionaHravel-survey/
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Table4: All TripdRTS

TPB Region
Travel Mode N %
Drive Alone 40784 | 39.9
Drive Others 13141 | 15.8
AutoPassenger 15429 | 215
Rail Transit 5895 5.0
Bus Transit 2080 2.0
Walk 10555 | 9.6
Bike 1292 1.4
Ride-Hail/Taxi 1200 1.0
School Bus 2022 3.4
Other 461 0.4

Table5: Commute TripgRTS

TPB Region
Travel Mode N %
Drive Alone 10046 | 62.2
Drive Others 507 34
Auto Passenger| 627 4.1
Rail Transit 3541 17.6
Bus Transit 861 4.6
Walk 766 3.8
Bike 480 2.6
RideHail/Taxi | 255 1.3
School Bus 9 0.1
Other 54 0.2

Median Trip Distances
People will travel farther fovork. For noncommute purposes, the median distances that people
walk or bicycle are short.

Table6: Trip Distances in MilegRTS

Non

Travel Mode All Commute commute

Drive Alone 4.3 9.3 3.1
Rail Transit 8.6 9.3 6.9
Bus Transit 3.3 4.5 2.9
Walk 0.3 0.7 0.3
Bike 1.6 3.0 1.0
Ride-Hail/Taxi 3.6 4.6 3.3
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ChangesSince the 2007/2008 Survey

A Bike mode share increased from 0.6% to 1.4% for all trips in ~ Bike mode share in
the region. DC increased from
Walkmode share increased slightly, from 9.1% to 9.3% 1.6% t0 5.3%
Dramatic increase in bicycle tripgn the urban core

Rail transit declined, and bus transit was stable.

The differences between the urban core and the outer suburbs are becoming sharper.
Walk/bike/ride hail increased in the urban core, while drive alone increased in the outer
suburbs.

Too T T T

Walk Mode % All Trips

District of Columbia | 0r 208 5
Arlington County [ INEEEEGEGEEEEEEEEEEE 2 s 21 3
City of Alexandria [ 1 5 4
Montgomery County ——— 9.3
Prince George's County R 33 = 2007-08
Fairfax County I 3-3 m2017-18
Charles County ElEl 34
Frederick County [IEI™S 7
Loudoun County . 3%
Prince William County = 4-1

0.0 5.0 10.0 15.0 20.0 25.0 30.0

Figure 20: Walk Mode/RTS
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Bike Mode %- All Trips
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Figure 21: Bike Mode/RTS

BICYCLE/PEDESTRIANDONTS

Historically agencies have relied omanual counts of pedestrians and bicyclists, often carried out by
volunteers. Manual counts have a number of disadvantages, notably cost, an inherently limited time

wi ndow, unrepresentative counts due to weather ev
pedest r-peakpesnce. Asfa result, there has been a move towards the use of automated

bicycle and pedestrian counters.The number of automated counters in the region is still fairly

limited.

Arlington County has by far the largest automatembunting program in the regionAr I i ngt onds f i r
two automated bike and pedestrian counters were installed in the fall arsgppring of 2009-10 on the

Custis and Four Mile Run Trail§hey use a combination of iground inductive loops and passive

infrared detectors to collect data on trail volumes and travel directiofihe loops detect metal, which

distinguishes a bicyclist from a pedestrian.

The County has 3 permanent installations, and six portable counters to gauge and monitor usage
and demand. Mobile counters are used to estimate facility needs and guide negotiations with
developers.

The data show that people continue to ride in bad weather, but are deterred by snow and ice on the
trails which may not beplowed.Weekday bike traffic pea& during the morning and evening rush
hours, while weekend traffic peaks midday.
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BikeArlington Dashboard

Arlington automated counter data can be found on thBikeArlingtondashboard, alang with

automated count data from Al exandri a, DCthe Mont gom
dashboard can be queried for pedestrians and/or bicyclists by time period, day of the week,

direction, and a number of other variable®

DDOTCounters & Dashboard

The District Department of Transportation (DDOT) maintains a system of automated counters to
measure the number of people walking and biking. DDOT began installing these counters in 2014,
and currentlyhas 18 in operation. Counters hve been installed in both bicycle lanes and trails. One
location counts only pedestrians; 10 locations count only bikes; and 7 locations count people biking
and walking.

DDOT monitors the continuous data stream to analyze trends in walking and bikirggess the value

of its facility investments, and apply this data to plan for new bike lanes and traiBDOT has created
a dashboard where the public can view the counts at each coungér

Regional Transportation Data Clearinghouse

Other bicycle and pdestrian counts from around the region, including both manual and automated
counts, ar e [Regonaeldnsporntatidh O&adearinghouse

30 https://www.bikearlington.com/counter-data/
31 https://ddot.dc.gov/pa ge/dc-automated-bicycleand-pedestriancounters

32 https://gis.mwcog.org/webmaps/rtdc/
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COMMUTER CONNECTIONS STAT

OF THE COMMUTE SURVEY gﬁﬁm
Demographicsand car ownership affect the 2 01 9
decision to walk or bicycle to work. The best

recent source of this demographic information EEy-Ni=e]lZi:]
on pedestrian and bicycle commuters in the COMMUTE
Washington region is the 209 Commuter SURVEY

ConnectionsState of the Commute Survey REPORT

FROM THE
WASHINGTON D(‘
METROPOLIT 31C

The Sate of the CommuteSurvey is conducted
every three years and documents regional
trends in commuting patterns, such as
commute mode shares and distance traveled,
and prevalent attitudes about trassportation
services The resulting data is used to estimate

program services such as carpooling
incentives.Several new modes, such as ride
hail and scooters/bikeshare,were added to the
2019 survey.

The survey had 8,246 respondentslt included
Calvert County, in addition to the TPB member Figyre 22: State of the Commute Survey
jurisdictions. Report

The State of the Commute Surveylike the US. Census, measures work trips only.

All data in thefollowing tables comes from the 201%tate of the Commute Surveuynless otherwise
noted. Walking and bicycling were not calculated separately in tistate of the Commute Survefor
the subcategories ofrace, ethnicity, income, age, and state afesidence due to sample size issues.
All mode shares are for primary commute mode, 3+ days per we&¥alk/bike mode share variesy
state of residence, number of vehicles in the household, ethnicity, and age.

Walk/Bike Mode Share
Walk mode in 2019 wasl.7%, and bike/scooter was 1.6% Weekly commute trips made by
biking/scooter/walking were evenly divided between the two modeScooters accounted foonly

0.1% of total commute trips.

Nearly one in fourbike commutersused a rented bike, either a Capél Bikeshare bicycle (16%) or a
dockless bike (7%) on some days.
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Trip Satisfaction

92% of bike/walk commuters reported being satisfied with their

commutes, the highest of any commuter mode. Dealone Bicyclists and pedestrians
commuters were the least happyOnly 45% of drive alone are the happiest
commuters reported being satisfied with their commutes, a commuters

steep decline from 57%in 2013. Drivers and carpoolers were

also more likely to report that their commutes were getting

worse. Bike/walk commuters typically have shorter commutes

and are able to avoid traffic congestion.

Of commuters who had recently moved, 3% reported that the availability of protected bike lanes was
a factor. Three percent also reported that access to a bikeshar¢ation was important.Access to
Metrorail ranked far higher at 44%.

People who wal ked or biked |Iisted the major benef
and 0save moneyo (23%).

Bike/Walk by Demographics

Five percent of bike/walk commuters were under the age of 33wo percent were 55 or older.
Younge people are also more likely to use bike share andseooter services.

Sex and income had little effect on bike/walk.

Bike/walk use was highest among white respondents, at 6%ispanics reported a 2% bike/walk
mode share, and AfricasAmericans 1%.Drive alone shares were similar for all three groups.
Motor Vehicles per Household

Vehicles per household is a strong predictor of mode shadehe more cars ~ 16% of people

per adult, the more drivingNonwork trips also shift sharply away from without a car
walking in households that have at least one car per adult. walk or bike to
work

Not having a car is also associated with more use of bike share, scooting,

transit, and ridehailing apps.23% of people living in househoklwith no car hadused bike share,
and 13% had used an escooter service. Having less than one car per adult in the household also
had a positive effect on the use of these modesiaving a least one car per adult is predictive of
more driving.

Geography
17% of DC residnts biked or walkedto work, versus 1% for Maryland residents, and 2% for Virginia

residents. 13% of residents of the urban core jurisdictionbiked or walkedto work, and only 37%
drove alone.
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Distance and Time

Average commute distance was 17.1 milessbout onethird (34%)  Mixed use development

of respondents commuted fewer than 10 miles onway, and 16% near stations has

commuted less than fie miles. increased pedestrian
access to Metrorail

Bicyclists reported an average commute distance of 4.2 miles, and

pedestrians reported an average distance of one mil&rip times were 24

and 15 minutes respectivelyAverage commute time for the region for all modes was 43 minutes.

Trawel distances to alternative meeting points, such as transit stations and park and rides, are short,
typically less than three miles.

WALKING AND BICYCLING TO TRANSIT

Mode of Access

Walking is the dominant mode of access to transifensus Bureawreported walk to work mode
share does not include walk trips to transit, since a walk trip to transit is counted as a transit trip
rather than as a walk trip. In areas with high transit ridership théensus walk to work numbers
significantly undercaint the amount of walking to or from work.

In 2016 WMATA surveyed passengers at all 91 of its Metrorail statiofifie primary purpose of the

survey was to estimate the percentage of total ridership residing in each jurisdicti®assengers
enteringeachMet r o station were queried throughout the e
number for any given Metro station includes both people on their way to work or some other

destination, and those on their way homeé Mo d ec ods s 6 i s t he meitdthe peopl e U
station, not to leave it.

In 2016 62% of all Metrorail passengers walked to the station ar@l6% arrived by bicycle
essentially the same as in 2012.

However, the AVl. peak results, whichas of 2016 are the best measure of how people aess the

system (as opposed to any particular station), show higher auto mode and bus mode of access.
Pedestrian mode of access for the M. peak was 40%, up from 37% in 2012, and 33.3% in 2007.
Bike accesswas 1%, the same as in 2012.Drive mode fell fom 25.6% in 2012 to 21.5% in 2016.

As of 2016, WMATAvas making significant progress increasing walk mode and decreasing drive
mode of access to the system.

Distribution
Mode of Access varies greatly by station, froArlington Cemeteryand Mt. Vernon Saiare 7th St-

Convention Centestations, with 97%-+access by foot, to New Carrolltostation, with 6% access by
foot. The thirtysix stations with the greatest share of pedestrian access (as a percentage of total
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passengers accessing that station) are all located in the District of Columbia, Arlington, or
Alexandria33

Stations with a very high share of pedestrians tend to be major employment centers, with people

walking from work to the station, rather than from home to the statiorlowever more than halthe

top twenty Metro stations fopedestrian access are mixedise areas withsignificant residential,

retail, or entertainment, which in many cases did

»
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Figure 23: NOMA Station Area/TPB/Michael Farrell

The bicycle mode of access to Metrorail ranges froff at Medical CenterMcLean,East Falls
Church,Braddock Roadand West Hyatsville to zero at48 stations34 Stations with more bicycling
tended to be located in the western portion of the region, have access to a major shause path,
be near a major Uiversity, and/or be located in an area with a bicyclegiendly street grid.Stations
with no bicycling are either in dense urban employment centers with no bicycle parking, or are
located in the southeastern portion of the region.

33 Appendix E: Origin Station Sorted by All Day Walk Mode of Access.

34 2016 WMATA Rail Passenger Survey.
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OUTLOOK

Walking and bicycling taken together are significant travel modes  Rapid growth in the

the Washington regionespecially for noavork trips, and for tripsto  urban core and regional
transit. Walking isthe largermode, and is growing slowlyCycling is activity centers favors
less common, but is growing rapidly. walking and bicycling

Exurban and outer suburban areas have developed in ways that

often make utilitarian walking and bicycling difficult and dangerous, with long distances, lack of
direct routes, heavyand fast automobile traffic, and incomplete facilities for walking or bicycling.
They typically have low levels of walking and bicycling.

The story inurban areasis different. In the District of Columbia, Arlington, Alexandria, and tions of
Montgomery Pr i n c and EredericikgCeLdits, walking and bicycling are growing.

Since 2010 the urban core jurisdictions have capt
have expanded hei r share of t he ndwhichiif b codtisuespwil pelp inerd¢aseo n, a t
walking and bicycling.

It is likely that urban core and inner suburban communities will develop over the next thirty years in
ways that will be conducive to walking and bicyclinglany inner suburban activitgenters have
already reached critical levels of traffic congestion, and regional projections call for rapid
employment growth in these same areas

From2015 to 2045, 76 percent of job growthand 64
percent of household growth is expected to occin ROUND 9.1 GROWTH TRENDS TO 2045
AC“Vlty Center§5 Under o0Co mp | et e q Cooperative Forecasting in Metropolitan Washington
most of this new development will be walkable and
bikeable.

A prominent example is the ongoinggansformation of
Tysons Corner, a classic autoriented commercial
center, into a walkable downtown bilt around
Metrorail.

TPBds regional pl ans and| acti
centers that mix jobs, housing and services in a
walkable environment, we can expect growth in
walking and bicycling in te inner suburbs as well as in

the core.

Metropolitan Washington
Council of Governments

(©)

Figure 24: Growth Trends to 2045

35 https://www.mwcog.org/documents/2018/10/17/growth -trends-cooperativeforecastingin-metropolitan-washingtoncooperativeforecastgrowth--
development/
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CHAPTER 3: PEDESTRIAN AND BICYCLE SAFETY

Pedestrian and bicycle fatalities and injuries are a serious problem in the Washington regore
than one quarter of alltraffic fatalities in the region are pedestrias or bicyclists Every jurisdiction

has a significant pedestrian safety problenPedestrian and bicyclist fatalities account for at least 7%
of total traffic fatalities in every majojjurisdiction.

While all areas and demographic groups are affected, some groups are more affected than others.
Urban areas and inner suburban areas are more heavily affected than the outer suburbs, Hispanics
and AfricanAmericans more than Whites and Asig.

Adjusted for their high walk and bike mode shares, the urban core jurisdictions are the safest places
to walk or bicycle.

This section will describe the scope of the pedestrian and bicycle safety problem, its distribution

across the region by jusdiction, a look at the factors associated with pedestrian crasheand the

legal rights and responsibilities of drivers, pedestrians, and bicyclistst ~ wi | | al so discuss
efforts to deal with the pr obl andbicycle safety gampaighh e o0 St r
and the Regional Roadway Safety Program.

Pedestrian Fatalities in the United States

Pedestrian safety is a major problem nationallys well asin the

metropolitan Washington regionOf the 36,408 traffic fatalities Pedestrian Fatalities are

in the United States in 20D, 6,301, or 17%, were pedestrianss 581406% nationally since
Pedestrian fatalitiesare up 46%nationallysince 2010. All other

traffic fatalities are up 5%. This is a reversal of a decade®ng

trend towards reduced traffic and pedestrian fatalitiesThe last time pedestrians accounted for 17%
of traffic deaths was in 1982.

The United States is an outlier in this respederom 2010 to 2018 per-capita fatality rates in the US.
rose by 19% for pedestrians and 11% for cyclistsorthern European countries either saw no
increase or continued to see reductions in pedestrian fatalities during this periédwalking and
bicycling is much more dangerous in the United States than is jieer industrialized countries, and
the gap is only getting wider.

Within the United States pedestrian fatalities vary widely biate and region, withSunbelt cities
rated the most dangerous for pedestrians, and Florida as the most dangerous stateSmart Growth

36 https://www.ghsa.org/resources/Pedestrians21

30The Growing Gap i n Pede détweenghe Urdted Gtat€syandlthe Ynited Kingden| Getmany,rDanmarls and the Netherlands,
199020186 . Ral ph Bu e h TransporaRedews, ¥diume 4/,282h.e r ,
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America ranksMarylandthe 18th most dangerous state for pedestrian¥irginia the 26h most
dangerous, and the District of Columbia the 4838

2020: QGOVIDImpacts

2020 was an unusual year. Despite fewer cars on the road in the first half of 2020, the number of
pedestrian fatalities stayed flatNationally, fromJanuary through June 2020 there were 2,957
pedestrian deaths, while in 2019, there were 2,951 for the saméme period3?

Pedestrian Fatalities by Age andRacein the United States

American Indians African Americars, and people over the age of 65 arever

represented among pedestrian fatalities relative to their share of the Pedestrians

population4® Asians are undewrepresented.Risk varies significantly by State, Over age 75 are

so jurisdictions should not rely solely on national numbers when planning  at high risk of

safety programs. dying if involved
in a crash

Peopleover the age of 75 are at high risk; wite% of the U.S. population, but

more than 12%of pedestrian fatalities.

Adjusted for exposure, pedestrians over the age of 65 have a very high risk of dyfifigvolved in a
crash, over six times as high as chilgén under age 164! For pedestrians over age 75 the risk is even
higher, about eight times the risk for children.

American Indians are also ovearepresented among bicyclist fatalitiesBlacks, Hispanics and Whites
have roughly comparable per capita bjcle fatality rates.

Asians have the secondlowest per capita bicyclist fatality rate, after native Hawaiiang\sianshave
the lowest fatality ratesfor most other crash types.

38 Dangerous by Design 2021 UpdateSmart Growth America, page 2ttps://smartgrowth america.org/wp-content/uploads/2021/03/Dangerous -By-
Design2021 -update.pdf

39 Governors Highway Safety Association, Pedestrian Traffic Fatalities by State: 2020 Preliminary Data, published March 2021

40 An Analysis of Traffic Fatalities by Race and Ethnicig§over nor 8s Hi ghway Tr af f i tttpsS/adveghsa.orgresowces/Aadysiso n ,

of-Traffic-Fatalitieshby-Raceand-Ethnicity21

41 Dangerous by Design 2014Smart Growth America, p. 13.
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PEDESTRIAN AND BICYCLIST FATALITIES IN THE WASHINGTON MSA

Washington is one of the safer Metro areas for pedestrianEhe Washington _
Metropolitan Area was rated 8% out of the 100 largest metro areas for Pedestrians and

pedestrian danger by Smart Gratly America. Bicyclists

account for 30%
Despite a decrease in traffic on ocof the roés roa
fatalities held steady relative to 2019, reflecting national trenddn 2020 Traffic Fatalities

there were91 pedestrian andfive bicyclistfatalities, compared to89
pedestrian andsevenbicycle fatalities in 201942

In 2018 there were 91 pedestrian fatalities, andsix bicyclist fatalities.

© = ; L = ) %) e} ] S 2 S u“
Q 5 2 |wsx| 8 |B5| € | 5§ |vhelgS| ¢ | 3 | E 99| B8 | 2
N c2 S >t X | =5 = >% | 8% 2¢€ 8 1o S g 2o 2= =
(=) O 1<) =5 © S 2 [S) 2c | Ecpg| =8 = 9 20 = 72 (©)
N K c ouw = >0 5 O x O o= jo ko] = a5 323 =
< =z s O S = = = ) E 2 8
r FATALTES ]
Pedestrian 2 2 0 15 0 1 0 0 5 4 2 15 35 10 91
Bicyclist 0 0 0 0 0 0 0 0 0 0 0 2 2 1 5
Al traffic 7 4 1 37 0 12 1 0 18 26 23 46 110 36 321

CRASHES

Pedestrian | 51 77 5 130 6 41 12 3 50 30 30 329 374 626 1764
Bicyclist 9 33 4 52 6 27 9 0 14 12 14 145 90 360 775

Table7: Pedestrian and Bicyclist Fatalities & Crashes/Street Smart

Theregion had a stable number of pedestrian fatalities and serious injuries through 2017, but the
2018-2020 fatality numbers are worse.Historically the combined pedestrian and bicyclist fatalities
were roughly one quarter of the total traffic fatalities, iunow they are at 30%.

While Dstrict of Columbiaand Virginia pedestrian fatality rates have been roughly stabla,the
Marylandcount i es, e s peci é&atalltigsar@upiTmedoar MGgandograids & the
regionhad 31 pedestrian fatdities in 2016, but 56 in 2020.

4 Data compiled from DDOTMHSQ and VHSO'REDS
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Figure 27: Pedestrian Fatalities by Jurisdiction, 2016-2021
oDeep Dived into Pedestrian Crashes in t

As part of its Regional Roadway Safety Program, TPB commissionstlidy of traffic safety in the
Washington region in 2019.The study included detailednformation on pedestrian crashes by time
of day, month of the yearage, location, lighting conditionsseverity, etc43

Informationfrom the safety studyregarding pedestrian and bicyclist crashesan be found in
Appendix B.

43 https://www.mwcog.org/transportation/planning-areas/managementoperationsand-safety/roadwaysafety/
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Safety in Numbers

In the Washington region the jurisdictionthat have the highest number of

pedestrians are the safest places to walkThe urban core has good Pedestrians find
pedestrian facilities and low traffic speeds, and drivers expect to see safety in

pedestrians and bicyclistsThe pedestrian crash rate tends to fall as the numbers

number of pedestrians at a location increase®oubling the number of

pedestrians at an intersection already crowded with pedestrians will

usually result in little, if any, increasén pedestrian crashes Similar

effects have been noted for cyclists, with cities having the highest rates of bicycling also having the
lowest crash rate per bicycle trig? High levels of walking and bicycling are associated, in advanced
industrializednations, with very low auténvolved crash ratestt The Netherlands has half the overall
traffic fatality rate of the United States, despite a very high walk and bike mode share.

Experience of other nations shows that it is possible to reduce pedestriand bicycle fatalities while
increasing walking and bicyclingOn the other hand, it is not possible to eliminate pedestrian
fatalities by eliminating pedestrian facilities and discouraging walking; even in our least pedestrian
oriented jurisdictions, pelestrian fatalities account for at least 7% of total traffic fatalitiedzor the
foreseeable future there will be people without cars, and there will always be some trips that will be
made on foot.

Numbers alone do not guarantee safety, howevefhereg on6s most dangerous area
have highspeed roads and poor pedestrian facilities, together with people who lack automobiles.
Lower vehicle speeds in the urban core are a likely cause of the lower fatality rates there.

Differences in the pede#rian injury rates between the suburban jurisdictions are much smaller than
differences in fatality rates.

The District of Columbia has seen rising bicycle crash rates as its rate of bicycling has increased,
though the crash rate has risen more slowlhan bicycling, indicating that riding is getting safer.

Walking is a necessary part diuman life and health and it is essential to the mobility of those who
cannotdriveThr ough O0Compl ete Streetsdé and ot her policie
safer everywhere.

44 Raford, Noah. Space Syntax: An Innovative Pedestrian Volume Modeling Tool for Pedestrian SRfegented at the 2004 TRB Conference, Januai3004.
(TRB2004000977) p. 8.

45 Denmark Ministry of Transport (1994) Safety of Cyclists in Urban Areas: Danish Experiences.

46 Pucher,Johndo Ma ki ng Wal ki ng hBeds8nsyttomgESanbpe; 6 Transportation Quarterly, Summer
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Legal Status of Bicyclistand Pedestrians

Bicyclists have the
State traffic codes allow bicyclists to travel on most roadways with the same rights and
general rights and responsibilities of drivers of vehicles. Bicyclists must  responsibilities as
ride in the same direction as traffic, use lights after dark, and yield to motorists when
pedestrians.Like operators of other slownoving vehicles, cyclistswhen riding on the road
traveling at less than the normal speed of other traffishould generally
ride as far to the right as safely practicable, except when preparing to turn
left, passing, avoiding obstructions, mandatory turn lanes or unsafe gament conditions, or when
the travel lane is not wide enough to safely split with a motor vehicfeyclists may use the full travel
lane if the lane is too narrow to allow them to ride to the right of motor vehicles safeélyclists may
usually ride on roaway shoulders, paths and sidewalks, except where prohibited. Cyclists have the
rights and duties of pedestrians when traveling on paths, sidewalks, and crosswalks, however, they
must yield to pedestrians in those locations.

Unlike bicyclists, pedestrianshould walk facing traffic if they must walk in the roadif sidewalks are
available pedestriansare usually required to use them. Mithlock crossing are usually legal unless
both ends of the block are signatontrolled. However, pedestriansrossing midblock must yield to
motorists if they are presentAn intersection is a legal crossing for pedestrians, regardless of
whether the crosswalk is markedHowever, a pedestrian may not cross an intersection diagonally
unless that movement is spedically permitted. Pedestrians must obey the walk signals.

Rules relating to bicgles can be foundon the Washington Area Bicyclist Associatiomeb siteat
https://waba.org/resources/bikelaws. Laws for motoriss, pedestrians and bicyclists are also listd
on http://www.bestreetsmart.net/laws/ .

PED

ES
SMARD

TRI AN AND BI CYCLI ST EDUCATI ON AND
CAMPAI GN

Pedestrian and bicycle safety efforts generally fall into three broad categories of actions, the three

E 6 Bngineering, Education, and EnforcemertEngineering deals with the design of safer roads,

streets, and pedestrian and bicycle facilite Education includes both classroorbased training and

behavioral modification campaignsEnforcement consists of enforcement of the traffic laws with

respect to pedestrians and bicyclistsThe regional pedestrian and bicycle safety campaign, Street

Smart, deals primarily with education through mass media.

Street Smart was created in 2002 by the regionéds
pedestrian and bicycle safety problenince the region is a single media market, a unified regional

campaign is the most coseffective approach.The program is supported by federal funds made

available through state governmentsand local funds fromWMATAIt is administered by the National

Capital Region Transportation Planning Board.
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The Street Smart campaign is a twiegearly, monthlong blitz

of video, transit, gas station, and internet advertising, i
supported by public relations activitiesdirect outreach and
by concurrent law enforcementThe goal of the campaign is
to change driver, pedestrian, and bicyclist behavior in order
to reduce deaths and injuriesMot or i st s ar e
Down and Watch for Pedestriag}d bi cycl i st's
and Signas,06 pedestri ans 6 oawailfere
the Walk Signalb All materials, including radio spots, are
translated into Spanish.Since 2007 campaigns have been
held twice per year, in the fall and in the springampaign
materials can be found on theweb site,
http://bestreetsmart.net.

Efforts to enforce pedestrian laws are also stepped up in
conjunction with the 0Stre
safety campaignLaw enforcement has helped reinforce the
campaign message just as it has been used effectively as
part of anti-drunk driving and seatbelt advertising
campaigns.

Public awareness of these heightened
enforcement activities has been a key
aspect of this campaignFear of egal

consequencesis effective at changing & A =@~ LIFE IS
behavior. Andthe TV and press media L% — \
often cover enforcementproviding 4 wy 4 ® FRAGILE.
further opportunities for the canpaign : N : Vel 10 pedeaitians
to get its message oult. s L B \hen tuming.
Evaluation

> . : d STREET
The Street Smarsurveyof area ; o, T O 4 [IISMART

motorists and pedestriansusually . s — .
shows that the public is hearing and Figure 29: Street Smart Ad/TPB/Sherry Matthews Marketing
remembering the Street Smart

messages. A surveyof 600 households is carried out in December of each yeaafter thefall
campaign, and results compared year over year.

TRANSPORTATION SAFETY SUBCOMMITTEE

TPB has alransportation Safety program which includes pedestrian and bicycle safetyThe
Transportation SafetySubcommitteeconvenes safety planners from around the regionoordinates
with the three State Strategic Highway Safety Plans, advises the maintenancehaf $afety aspects

of Visualize 2045 and serves as a forum to exchange information on best practices in transportation
safety planning.
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As part of this effort, theTPBcompilesand analyzes safety data at the regional levelAs needed, it
commi ssions studi es, such as t h eesaiizeapvet’'Di veo

Regional Roadway Safety Program

As mentionedin Chapter 2 this program, established induly2020, is a technical assistance program
similar in structure to the TansportationLand Use Connectiongrogram It funds projectsaimed at
reducingfatal and injury crashes.Many of these projects focus on bicycle and pedestrian safety.

OUTLOOK

Pedestrian and bicycle safety has drawn increasing attention in the Washington region and at all
levels of governmentTo build walkable communities, walking and bicycling need to be made safer.
Improved occupant protection and vehicle design have savedethives of many motorists, but we
have not made comparable progress for people outside motor vehiclésfact, the situation has
gotten significantly worseover the last several yearsboth locally and nationally.

Bicycling mode share has increased ithe last decade, most notably in the District of Columbia, and
that increase has been associated with increased numbers of injuries.

Competing demands on police resources are an ongoing challenge to enforcement of traffic safety
laws, and @VIDprecautions have exacerbated the situationAutomated enforcement has been
helpful in many casedut has limitations. Neverthelessenforcement remains a key component of
pedestrian and bicyclist safety.

The Street Smart campaigihelps raise awarenesshut it is meant to complement, not replace, local
t hr e éEnginéedéing, Education, Enforcemergpfety efforts. States, cities, and counties need to
continue engineering and building safer streets, enforcing the traffic safety laws, and educating
motorists, pedestrians, and bicyclists.Agencies that make pedestrian safety a priorityave gotten
positiveresults. Increased attenion and resources for safetyat all levels,may lead tobetter
understanding of the problem, and more projects to address it.

47 https://www.mwcog.org/documents/2020/07/22/tpb  -safety-study-resources-safety-policyfederalperformancemeasureshighways-+oads-raffic-safety/
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CHAPTER 4: EXISTING FACILITIES FOR WALKING
AND BICYCLING

This sectiondescribesthe types of walking and bicyclinéacilities currently available in the
Washington region, including access to transit, bike sharing, and micromobility.

OVERVIEW

The Washington region has excellen
long-distance separated facilities for
bicyclists and pedestrians, and an
urban core and certain regional
activity centers that have good
pedestrian and bicycle facilitiesln
addition, the regionis at the
forefront of innovation in bicycle
facility design. On the other hand,
many Activity Centers, not originally
designed with pedestrians in mind,
have grown dense enough to
generate significant pedestrian
traffic, and face challenges in terms
of providing safe facilities and
crossing locations for pedestrians
and bicyclists.Other parts of the >
region have developed at low Figure 30: Informal foot path/T
densities, with separated land uses

and indirect routes, which increase pedestrian and bicycle travel timeedestrian and bicycle
accommodations are not always provided.

Al

PB/Michael Farrell

Bicycle connections with transit are generally good, with bicycle

parking, bus bicycle racks, and bikes permitted on Metrorail at most Informal Foot-Paths

hours. Walking is the primary mode of access to transiConditions ~ Show where People

for pedestrian access are excellent at many rail stations, though at Walk

some rail stations, originally designed primarily with auto and

transit access in mind, pedestrian access could be improveBus

stops in places originally designed primarily for automobileften have access and safety problems.

Pedestrians are found throughout the region, and pedestrian traffic is increasingly found in places

that were not builtforitThi s secti on highlights some of the reg
bicycling andwalking. These successes can serve as examples of what the region needs to serve its
pedestrians and bicyclists.
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FACILITY TYPES

SharedUse Paths

The Washington region is
renowned for the qualty and
extent of its major shareduse
paths. Shareduse paths are
typically located in their own
right-of-way, such as a canal,
railway, or stream valley, or in
the rightof-way of a limited
access highway or parkway,
such as the George Washington
Memoria Parkway Most
shared-use paths are eight to
twelve feet in width.The region
has approximately800 miles of
shareduse paths, either paved
or level packedcrushed stone
surface suitable for road bikes.
: z ey X Weltknown trails include the
Figure 31: Mount Vernon Trail/TPB/Michael Farrell W&OD and Mount Vernoifrails
in Virginia, and the C&0O Canal, Capital
Crescent, and Rock Creek Trails connecting the District of Columbia and Maryldtahy of the
r egi on 6se mathsgo tArdugh heavily populated areas, connect major employment centers,
and get significart commuter traffic. More information on trails in the Washington region can be
found at capitaltrailscoalition.org.

The region continues to build new trails =&
along stream valleys and in conjunctio !!
with major highway projectsThe Rt
remaining inventory of disused rail lines, !
which often provide the best |
opportunities for shareduse paths, is |
small. However, as the region expands &
commuter rail services, there may be
opportunities to build new shared use
paths alongside active rail righof way, a
practi ce radsnwithirailsig s

Do

Figure 32: Metropolitan Branch Trail next to
Metrorail/TPB/Michael Farrell

48 Rails with Trails Best Practices and Lessons Learned (dot.gévgpilable at
https://www.fhwa.dot.gov/environment/recreational_trails/publications/rwt2021/fhwahep21017.pdf
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Sidepaths

Sidepaths are shareduse pathsthat do not have _
their own right of way, but are closely adjacentto a g %
non-imited access roadway and thus subject to mor
frequent conflict with driveways, side streets, and
turning traffic. Side-paths differ from sidewalks in
that they are at least ten feet wide (eight feet was

the old standard), are typically made of asphaltand
are designed to meet the needs of bicyclists.

Sidepaths meet the need for a separated pedestrian S =
facility and provide separation from traffic that is -
safer for children and slowmoving cyclists, especially
in places where the roachas speeds of 40 mph or
more and high traffic volumesconditions often

found on major suburban arterialsHowever the
AASHTO (American Association of State Highway a
Transportation Officialsfsuide for the Development
of Bicycle Facilitieoffers a number of cautions
regarding the use of sidgpaths or wide sidewalks for
bicycles.Frequent driveways, especially with poor
sightlines, are hazardous to bicyclists on sideaths.
Sidepat hs remove bicyclis 2
of sight and allow travel against the flow of traffic, so Figure 34: Bike Lane/Pedbikeimages.org/Dan
they may increase the potential for conflicts with Burden

motor vehicles at intersectionslf the facility is
shared with pedestriangthere is also apotential for
cyclistpedestrian crashes.Side-paths are most
suitable where driveways and intersections are few ‘
and sightlines are good.Intersection crossings |
should be designed carefully, with a protected
signal phase providing the best level of protéon.

Bicycle Lanes

Bicycle lanesare marked lanesin the public right
of-way that are by law exclusivelgr preferentially
for use by bigclists. Bike lanes are onavay, with a
bicyclesymbol or arrow indicating the correct
direction of travel.The minimum width idfive feet :
for roadways with no curb or gutter; next to a curb =
or parked carssix feet, not including the gutter
pan. Bike lanes are provided on both sides of the
street, exept for oneway streets, and allow travel
only in the same direction asdjacent motor
vehicle traffic. Onstreet bicycle

Figure 35: Green Bike Lane/TPB/Michael Farrell
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lanes are generally much less expensive than separated patigike lanes decrease wrongvay

riding, define the road space thatcyclist ar e expected to use, increase
call attention to the presence of cyclists on the roadwaRicycle lanes are not generally considered

safe or adequate for pedestrians, though in rural areas without sidewalks the roadway shoulde

serves as both a bicycle lane and as a pedestrian facility.

Bike lanes may be colored green for conspicuity. [

The number of bicycle lanes is growing rapidly. Thi
District of Columbia currently ha®7 miles of
bicycle lanes, up from 19 miles in 2006, Arlington
County has36 miles, and Montgomery County has
55 miles#9 The regional mileage of bicycle lands
expected toincreasesignificantly in the future as
the jurisdictionsin the urban corebuild out their
planned networks, and suburban areas add more. §
GoogleMaps showsexistingbicycle paths, lanes,
and onroad routes.

Buffered Bicycle Lanes

A buffered bicycle lane is a bicycle lane with a
spatial buffer to increase the distance
between the bicycle travel lane and the automobileFigure 36: Buffered Bike Lane/TPB/Michael
. . Farrell
travel lane or the parking zoneThe buffer zone is
usually marked with striped paintBuffered bike
lanes are sometimes used where higher than
normal speeds, trafic volumes or truck volumes,
or highturnover parkingare experienced It allows
additional space to be provided for bicyclists
without creating something that looks like a travel
lane to motorists. The exampl@é Figure 23is
from ArlingtonCounty

Figure 37: Contraflow Bike Lane/TPB/Michael
Farrell

49 https://www.montgomerycountymd.gov/doidte/bikeways/index.html
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Contraflow Bike Lanes

On some oneway streets, if there is a need, a bike lane
may be marked against the flow of trafficAs shown in
Figure 24 a oneway single lane street has beemarked
with a contraflow bike lane, while the travel lane has
been given speed humps and shared lane markings
(sharrows) to encourage sharing the travel lan&he
street is oneway for cars, but two ways for bikesSide
streets inthe District of Columbighave a 15 mph speed
limit, which on this street isobserved thanks to traffic
calming features such as speed humps and a mature
tree canopy.

Protected Bike Lanes (Cycle Track)

A protected bike lane or cycle track is a bicyetmly
facility that provides physical separation within the right
of wayfrom vehicle travel lanesProtected lanes can be
either oneway ortwo-way, on one or both sides of a
street, and are separated from vehicles by wands,
bollards, curbs/medians, =

parked cars, or a Figure 38: 1st Street NE Protected
combination of these Lane/TPB/Michael Farrell

elements. Protected bike

lanes can either incorporate bicyclenly signal phases at intersections

(for 100%separation) orutilized mi xiomge s 6 t o merge bicy.
motor vehicle traffico DDOTis an innovator in the development of

protected bike lanes in the United States

The 15t Street cycle
track has increased
ridership by more
than 200%

Protected bike lanes can pose a desigthallengedue to the potential conflicts with turning vehicles,
and lack of visibility of cyclists to turning vehicles when separated by parked cars.

They have been used in numerous cities in Europe with mixed res@is$nstallation of protected bike
lanes was bund to result in an increase in collisions at intersections in Copenhagen, which more
than offset a decrease in motorisbvertaking collisions and collisions with parked cars, for a net
increase in the number of collisions of 9%1owever, the same studysowed that installing protected
bike lanes increased bicycle (and moped) ridership 18 to 20 percefitinstalling bike lanes resulted
in a 5 to 7% increase in ridership, and a 5% increase in crash&ar both protected andunprotected
bike lanes the numberof riders can be expected to increase more than the number of crashes

Riders perceive protected bike lanes as safer, and it should be noted that motowstertaking
collisions, while relatively rare, account for a disproportionate number of seriousddfiatal injuries.

50 National Association of City Transportation Officialsttp://www.nacto.org/cycletracks.html

51 Jensen, Sgren Underlien, Claus Rosenkilde and Niels Jensen. Road safety and perceived risk of cycle facilities in Copenhugitable at
http://www.ecf.com/files/2/12/16/070503_Cycle_Tracks_Copenhagen.pdf

52 Cycle Tracks: Lessons Learneé&ebruary 2009. Alta Planning and Design. Page 1.
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The District of

Protected bike Columbiais actively
lanes attract users installing protected

of all ages and bike lanes, towards an
abilities eventual planned

network of 72 miles.

The first segment of protected bike lane in the
District of Columbia was installed in 2009 on 18
Street NW.In terms of ridership, the 1% Street
protected bike lane, which has been in
operation the longest, has been a
success.After the twoway protected bike

lane was installed, there was &05

percent increasein bicycle volmes during the
P.M. peak hour3

More recent projects includea one-way couplet of |
protected bike lanes on L Street and M Street NW =
(not yet complete) in downtowias well asthe 1st '
Street NE protected bike lane, which connects the
Metropolitan BranchTrail to Union Stationand
numerous others.DDODB s g o add 20imdes
of protected bike lanes per year.

To help prevent turning conflicts, protected bike
lanes may be equipped with separatsignalsfor
bicycles.

b/

Figure 40: 15th Street NW Protected
Lane/TPB/Michael Farrel |

53 Bicycle Facility Evaluation, Final Reporpril, 2012, p. 12.
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& Florida NW Intersection with Traffic Arrow and Bike Signal/TPB/Michael Farrell

Figure 41: 15t

Dual Facilities

In recognition of the fact that fastmoving cyclists may be
better off with an onroad facility, Montgomery County is
planning many of its bicycle routes as dual facilities, wit
both an onroad bike lane and a sidepath for

pedestrians and slow bicyclistsv D O Northern Virginia
Bikeway and Regional Trail Studgcommendsthat both
on- and offroad accommodation be provided* Under
the routine accommodation policy, VDOT is to provide
adequate facilities for pedestrians and bicyclists even if
not called for in the local plan. '

Figure 42: Virginia Avenue SE/TPB/Michael
Farrell

54 Northern Virginia Regional Bikeway and Trail Network Stuéjovember, 2003. Virginia Department of Transportation, Northern District Office. Page 19.
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Where bicycle and pedestrian volunse
warrant it, and right of way permits,
multi-use paths may be spt into parallel
pedestrian and bicycle pathsThis
separation allows cyclists and
rollerbladers to maintain speed without
risk to pedestrians.The Washington &
Old Dominion Trail in Northern Virginia
includes several sections with gravel
pedestrian pathsthat parallel the paved
shareduse path. The VirginisAvenue SE
Shared Use path includes an adjacent
sidewalk for pedestrians as does the
bike path along Maine Avenue SW next
to the Wharf.

Protected Irtersectionss Figure 43: The Wharf, DC/TPB/Michael Farrell

At protected intersections, the bikeway is
set back from the parallel motor vehicle ’-»{
traffic. Unlike at conventional bike

intersections, people biking are not
forced to merge into mixed traffic.
Instead, they are given a dedicated path
through the intersection, and have the
right of way ovetturning motor vehicles.
Protected intersections are a new
treatment in the Washingbn region. The
first fully protected intersection in the
region is at Spring Street and Second
Avenue in Silver Spring, MB

TR P PO

Figure 44: Partial Protected Intersection/TPB/Michael
Farrell

55 https://nacto.org/publication/dont -give-up-at-the-intersection/protected-intersections/

56 https://ggwash.org/view/73335/the -east-coastsfirst-protectedintersectionsis-comingto-silver-springhereshow-it-works
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Tactical Urbanism

Tactical urbanism is the use of
inexpensive materials, like flexposts,
rather than permanent curbsWith .
flexposts, traffic calming features such as =
bulbouts can be installed at low cost. '
Using such materials allows a treatment
to prove itselfwithout spending a lot of
money on new curbs and drainagéf it
fails or creates unanticipated issues, it
can easily be removed or modifiedin
effective treatment may be replaced with
permanent materials once it wears out.

Signed Bicycle Routes ;
Figure 45: Flexpost Bulbouts/TPB/Michael Farrell
The region has hundreds of miles of

signed bicycle routesSigned routes have the advantage of being
inexpensive and informative for cyclistsA signed route has not
necessarily had any bicycleelated improvements apart from
signing.However, bicycldriendly features such as paved shoulders,
a wide curb lane, or low traffic volumes or speedsay be present.
Bicycle route signs often include information on distances to
destinations.

The regional (and national) standard for eroad bicycle facilities is
the FHWA&8s Manual on Uniform T
Chapter OneFor offroad facilities,especially those run by parks
departments, signs are not standardized.

| Devi

Bicycle Boulevards/Neighborhood Greenways . %
Bicycle Boulevardswhich Montgomery County callsleighborhood ~ Figure 46: DC Bike Route
Greenways are streets with low motorized traffic volumes and Sign/TPB/Michael Farrell

speeds, designed to give walking and bicycling priority. They use signs, pavement markings and
speed and volume management measures to discourage through trips by motor vehicles and create
safe, convenient crgsings of busy arterial streets?

Design elements may include:
A Traffic diverters at key intersections to reduce through motor vehicle traffic while permitting
passage for through bicyclists.
A At twoway, stopcontrolled intersections, priority assignmat that favors the neighborhood
greenway, so bicyclists can ride with few interruptions.

57 https://montgomeryplanning.org/wp-content/uploads/2018/05/Bicycle -FacilityDesignToolkitMay-2018.pdf Page 43.
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A Neighborhood traffic circles and mirioundabouts at minor intersections to slow traffic but
allow bicyclists to maintain momentum.

A Trafficcalming to lower motor taffic speeds.

A wayfinding signs to guide bicyclists along the route and to key destinations.

LongDistance Bicycle Routes

Several notable longlistance routes OFF ;.;3,,:) o,;'m,,:, "‘
) . . NN e 9000000000 Anacostia River :)

promoted bynational Iev_el organlzgtlons b T RO Tributary Trals J

pass through the Washington region. : ~ /

These include the East Coast Greenway /£ o g

Bicycle Route 1the Great American WOShlngfon, DC

RailTrailand the American Discovery o

Trall Branch

National Mall Trall  White ! Trall
House |

TheEast Coast Greenway Alliands Lincoln Memriol e __gds"

promoting what will eventually be a N N\

mostly offroad path connectingall the \

major cities of the East Coast. Currently Mt Vemon

20% open for public use, it will span s

2,600 miles from Calais, Maineto Key \

West, Florida.Bicycle Route 1 is part of | y 3

a national network of lowtraffic road ) u

routes promoted by the Adventure Alexandria '3 2

Cycling AssociationThecross country AL

Great American Railrail, currently 50% Figure 47: East Coast Greenway in DC/East Coast
Greenway Alliance

complete, starts on the Mall and follows

the C&O Towpath west, ending on the Olympic Peninsula of Washindstate. The American

Discovery Trail is a coagb-coast, recreational, noAmotorized trail, which follows the C&O Canal

Towpath and the Anacostia River Tributary Traidl organizations promoting longdistance routes

rely on local agencies and orgareions to realize their vision.

; Anacostia
River Trall

|

Exclusive Bus/Bicycle Lanes
Exclusive bus lanes are sometimes used on streets with heavy bus trafBcycles are sometimes

permitted to use those lanesBus/Bike Lanes can be found in the District of Columbi&onflicts can
occur due to differences in speed between buses and bicyclists.
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Bike Boxes

Figure 48: Bike Box/TPB/Michael Farrell

A bike box is a desighated area at the head of a traffic lane at a signalized intersection that provides
bicyclists with a sa¢ and visible way to get ahead of queuing traffic during the red signal ph&se.
Theyare often painted green and are typically located between the stop bar and the crossw&ke
boxes are typically used at locations where bike volumes are high, andytlae sometimes

combined with an advancedignal phase for bicyclists, which allows the crowd of bicyclists to clear
the intersection and make turns without conflicting with automobile traffic.

Bridges

The Woodrow Wilson Bridge tragpmpleted in 2009, allows cyclists to cross the Potomac River on
the capital beltway at Alexandria. This mullise path allows riders on the Mt. Vernon Trail to access
t he National Har bor development i n Roiatorsar&Geor geo
also providedtoanors t r eet network of bicycle routes in Prir

The 14h Street Bridge, the Memorial Bridge, the Theodore Roosevelt Bridge, the Key Bridge, and the
Chain Bridge all have bicycle and pedestrian facilities.

58 https://nacto.org/publication/urban -bikewaydesignguide/intersectiontreatments/bike-boxes/
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Figure 49: Woodrow Wilson Bridge Trail/TPB/Michael Farrell

Cyclists mayuse the US 15 bridge at Point of Rocks and the MD 17 bridge at Brunswick to get across
Frederick County and Loudoun County, though they have no separdiaailities.

With the completion of thel1th Street Bridge projectbicyclists and pedestrias gaineda first rate
multi-use path connection from Anacostia to the Navy Yard area of Southeast DC.

The District of Columbia is in the
process of upgradinghe remaining
Anacostia River separated bicycle
and pedestrian river crossings as
these aging bridges are replaced and
rebuilt.

The Long (rail) Bridge over the
Potomac will eventually include a
second span for two additional
tracks, and a separate bik/ped
bridge.

¥ |

Figure 50: 11th Street Bridge/TPB/MichaeI Farrell
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OnLine Bicycle and Pedestrian Routing

The last few years have seen a flowering of 4ine resources that enable cyclists and pedestrians to
locate facilities and plan theiroutes. Google Maps offers the most familiar interface

BICYCLES AND PUBLIC TRANSIT

The region has made progress integrating bicycling and public transit, with secure bike parking
available at most rail stations, bicyclepermitted on Metrorail at all times(subject to crowding)and
most of the buses in the region now equipped with bidgcracks. Specific agency policies and
facilities are described below?

Metrorail Guidelines

Bicycles are welcome on Metrorail during all hours; however,

Bikes are not allowed on crowded railcars.

Bikes may not block aisles or doors of the train.

OMWder adults and people with disabilities always have priority.

When boarding the train, use the doors at either end of the railcanot the center doors.
Bicycles may not be carried on escalators. Use elevators only.

Do not ride bicycles in stations, oplatforms or on trains.

Metro reserves the right to disallow bicycleshen there is crowding.

Forfull Bike on Rail guidelines seehttps://www.wmata.com/service/bikes/

E

Metrorail Bike Parking

Metro now has three secure Bike & Ridfacilities at historically
high biketo-rail stations: College Park, East Falls Church, and
Vienna. Toget her faciles how offerssec@e k | llm
parking for about 270 bikes, with space for expansion to meet |
future demand.

Metro currently ownsand operates about 2,400 bicycle racks, and
is replacing older racks with new invertetd racks. Metro also
offers 2,400 bike lockers.

59 https://www.wmata.com/service/bikes/
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Brookland-CUA .
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Figure 51: New Bke Racks/WMATA

Metrobus

1 AllMetrobuses have racks on the front that carmyp to two bicycles.No permit is required.
Instructions for how to use bus bike racks is available at

1 Metro has adoptedguidelinesfor the design and placement of bus stops to improve their
safety, comfort, accessibility, and efficiency.

Park and Ride

Of the400 park and ride lots in the Washington D®ID-VA Metropolitan Statistical Area, abouat
quarter have bike lockers or rack$® Commuter Connetions offers an interactive park and ride lot
map, which shows whether park parking is available at a lot.

Commuter Rail

Collapsible bicycles are permitted on alfRE trainsFull size bicycles will only be allowed on the last
three northbound, the midday, and the last three southbound trains on each line.

MARC trains have bike racks oall trains. The racks will accommodate &ull-size bicycle.No bag or
case is required.

60 https://www.commuterconnections.org/parkride-ots-in-the-metropolitanrwashingtonbaltimore-regions/
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PEDESTRIAN ACCESS TO TRANSIT

82% of Metrobus passengers walk to transit, and 62% of all Metrorail trips start with tha@ssenger
walking to the rail station However, themorning peak walk mode of access, which is the best
measure of how people originally get into the system,4€%s1

The quality of pedestrian access to Metrorail and Metrobwsiries. Many suburban rail stations were
built with an emphasis on automobile and bus accesBus stops are often placed in areas with no
sidewalks or available crosswalklowever, conditions havémproved in recent decades, as new
design guidelines have gone into effect, and station areas have been redeveloped along more
pedestriartevel lines.

BIKE PARKING

The District of Columbia, Arlington,
Alexandria, and other jurisdictions
provide ke racks on public property
for shortterm bicycle parking.They
also require secure longterm bicycle
parking to be provided as part of new
development.

Figure 52: Ad hoc bike parking/TPB/Michael Farrell

61 2016 WMATA Rail Passenger Survey.
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Bike Corrals

As demand grows in congested areathe
District of Columbiahas added bike corrals,
which are bike racks placed in the street, and
protected byflexirwandsand tire stops. Twelve
bicycles can be parked in the space required to
park one automobile And because bicycles do
not block motorists?d
placed near the intersection where parking is
not permitted, resuling in no lossof car
parking.New bike corrals include space for-e
scooters.

Tire stops areused at some locationgo
prevent cars from backing into the racks.

District of ColumbiaBike Center
Figure 53: Bike Corral/TPB/Michael Farrell

In response to demandor secure bicycle

parking at Union Station, in 2009 the District of Columbia opened a Bike Statidrhe facilityhouses
over 100 bicycles in 1,600 sq. ft. of freestanding ultramodern glass and steel desigrDDOT
manages the Bike Center at Union Statiomhich has offered secure bike parking at Union Station
since 2010. The Bike Center is currently closed for repairs.

Figure 54: DC Bike Center/TPB/Michael Farrell  Figure 55: DC Bike Center/TPB/Michael Farrell

The DC Bike Center is anique structure designed for a particular sitdt required anunusual degree
of architectural review due tdts location on the National MallFar less expensive, modular self
service bike parking structures are available.
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CAPITAL BIKESHARE

Bike sharing is selservice public bicycle rentallt is similar to a car _ _
sharing system, such as ZipCar, where members pay a fee and have Capital Bikeshare fas

access to any available bike throughout theegional system.Unlike over5,000 bicycles

earlier opublic bicycleo6 or oye and600 stations 'rogram
lack of means of preventing theft, modern bicycle sharing links rentals

to a userodos credit card, which c¢an we cviaryed if

returned. Bike sharihg became common and popular first in Europe and then the United States, with
programs indozens of cities Options for lomncome access are also available.

Since it opened in 2010, the regional bike sharing
program, Capital Bikesharehas grown to include
5,000 bicycles atover 600 stations in seven
jurisdictions: District of Columbia, Arlington
County, City of Alexandria, Montgomery County, .
Prince Georgeds Candthet y NESeeINVIESlel(

City of Falls Church Take ohe

Capital Bikeshare is one ofhe largestand most
successfulbike share systems in the United
States. Its solarpowered semimobile bike

installation. It operates yearound, with winter
ridership a little more than one third the level of
the warm weather monthslt attracts many
tourists as well as residets.

Capital Bikeshare now offers bikes at some
stations. In 2019 e-bikes accounted for 10% of
the fleet but 20% of the trips, which with the
higher fees has made them a revenue driver.

MICROMOBILITY Figure 56: Capital Bikeshare Station/TPB

GShared micro-mobilitydincludes both station-based bikeshare such as Capital Bikeshareand the
various dockless escooter and ebike rental services.There are major differences in the organization
and operations of these systems.
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Capital Bikeshare is a regional, publicly provided programj v)“\/;ﬁ__,/ g
and its user base consists mostly of its longgrm Qﬂ» ; ok S
membership, along with some sho#erm passes, using a
fob key or app QR code to unlock the bikeBikes must be
returned to a station.

Docklessbikeshareis privately providedand the bikes or
e-scootersaccessed with a Smart phone applrips are
charged per minuteln the initial launchperiod, the issue
of where to park the bikewas left mostly unresolved, with
non-binding recommendations to users not to block the
sidewalk

Each jurisdictiondevelopedits own regulatiors for these
services although there was regular consultation between
the jurisdictions, including workshops held every six
months, while these regulations were being developed.

Figure 57: Shared E
scooters/TPB/Michael Farrell

The initial roltout in the Washimgton region happened in 20172018, with various companies putting
dockless pedal bikes out on the streetoften with little consultationwith the affected jurisdictions

SHARED MICROMOBILITY RIDERSHIF GROWTH FROM 2010-2015,
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Figure 58: Shared Micromobility Ridership Growth/NACTO
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THEE-SCOOTEBOOM?

In 2019, people took 40 million trips on statiorbased bikeshare systems (pedal & dikes). In
2019 the brand-new dockless systems dwarfed those number$here were 96 million trips on
dockless ebikes (10M trips) and scooters (86M trips)in 2019, 109 cities had dockless scooter
programs, a 45 increase from 208. E-scooter trips doubled compared to 2018.

Stationbased bikeshare trip numbers increased by 10%, even as the number of systems fell by 4%.

THE WASHINGTON REGION

The DC area is a good market for shared mienaobility. It has a young population,dw car
ownership high smartphone use high income and education, and congested traffic. Use is focused
on the core of the Washington region, especialBCproper, along with Arlington, Alexandria, and
portions of Montgomery County, which have active permit progranihe regional permitted fleet
sizewasover 13,000 as of 2020, of whichthe DCfleet accounted for roughly half.

TRAINING

While Capital Bikeshare users typically know how to ride a bikeseooter users often had never

ridden an escooter.User training is nostly appbased, followed by trial and errorA third of incidents

happen on the first use Some agencies/operatorshave sponsored training events0 Pus h6 saf ety
reminders from the appremind users of issues they may be facingased on time and locatior(i.e.,

dondt drink and ride).

REGULATION

E-scooters are privately provided at no cost to the
jurisdiction. However the jurisdiction cannot avoid
administrative costs from a scootedeployment. It must
respond to alls from the public regarding badly parked
scooters,sidewalk riding, crashes, etcE-scooters
generate demand for morenfrastructure, such as bike
lanes and esscooter parking areas.

Must be 18+

@

Wear a

A permit program can help alleviate some of these issues’ " : hejmet
Fees on operators can generate revenue to pay for the :
agencyds expenses, while
share anonymized triglata can assist with planning.

erator

Built-in speed governorcan enforce speed while geo-
fencing can enforceslow zones and neservice zones
Other common restrictions on users includege
restrictions, driver& license requirements and kate night
use restictions (though this last is controversial, due to
late night need for transport when transit service may be

spotty). Figure 59: Safety Tips/Arlington

620 Shared Micromobi INAGTQ.Page4.t he US: 20196
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Inconsistentregulations governing where and how-scooters ebikes can be us& complicates
enforcementand compliance.For examplea parks department might ban escooters on its trails,
while the DOT in the same jurisdiction allows them.

Arlington pollede-scooter riders and found that they strongly preferred riding in protected bike lanes
and regular bike lanes over riding on theidewak. Only 9% of polled riders indicated that the
sidewalk was their first choice.

E-scooter and Ebike speeds are generally limited to 20 mph or less on shared use paths, a speed
already commonly attained by faster bicyclist¥Vhere traffic volumes \arrant it, dual, separated
facilities such as protected bike lanes and clearly delineated bike trails alongside pedestramly
sidewalks are being built.

Based onthe crash raterates, the agencies have determinedhat safetyis not a significantenough
problem to justify stopping the permit programs.

CHALLENGES FOREDESTRIANS WITH DISABILITIES

Improper sidewalk parking and sidewalk riding ofgcooters poses a hazard to pedestrians,
especiallypedestrians with disabilities Esscooters, even when limited to 10 mphcan pose a hazard,
especially to more vulnerable pedestrians, including small children anttler adults. Improperly
parked esscooters may block the sidewalk entirely, a major problefor the walkers who have visual
impairments and peoplewho usewheelchairs.

The escooters were a private sector initiative, and continue to be privately provid@dhe
jurisdictions havepermitted them to operate, and attempted to mitigate the harms, kile capturing
the benefits. Shared escooter trips displace a significant amount of private motor vehicle and ride
share (taxi) trafficin congested areaswhile requiring very little space for parking-hey can share
bike lane and parking infrastructure vih bicycles.

Mitigation efforts by the jurisdictions include the provision of bike corrals for parking bikes and e
scooters, addition of bike lanes for scooter and bicycle riding, and in DC the requirement that e
scooters be locked to a bike rack orign. However, even when locked to a sign a scooter can still be
illegally parked in such a manner as to block the sidewalknd not all Escooter users use the

corrals. Getting to a solution that is acceptable to everyone is likely to be an iterative presgwith
infrastructure, vehicular, and regulatory adjustment® be developedas problems become evident.

E-scooters are not useable by most people with disabilities, and are generally less used by older

people.They are physically more challenging tiperate than a Capital Bikeshare bikeArlington is
introducing seated escooters, which may broaden their appeal somewhat.
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EQUITY

E-scooters are typicallyusedin the densest neighborhoods, which have the highest volumetbg
short trips which micromobility can serveln the Washington region that often means affluent areas
with good Metro access and a wetleveloped network of bike lanes.

Studies show thatin Baltimore the user bases significantly less white and less affluent tham
ArlingtonCountyor the District of Columbia Baltimore requires that high-poverty closein
neighborhoodsreceiveminimum deployments of escooters.Hispanic residents of Baltimordnave
beenthe most likely to use the escooters.Baltimore hasseverallow income and minority
neighborhoods close to thecity center, and a lot of demand for short trips that are not well served by
Baltimored #ansit system.

The experience of Baltimore shows that&ooters can be a popular, welised mode inlow income
and minoritycommunities.

PROSPECTS

Sharedmicremo b i | ity serves t he TRBdvidesawalged opticaforsioitanni ng
trips. On average, the typical scooter user or bike share annual/monthly passider rides for 1112

minutes and1-1.5 miles per trip.63 Growth in dockless mobility has come mostly at the expense of

ride-hailing, driving, and walking

Dockless shared mobility is likely to continue for the immediate futur8afety, sidewalk riding,and
parking issues can beat least partiallymitigated.

However, there aredngterm threatsto the industry. The mmpanies are not profitable and they
dependon venture capital. Theftand vandalismhave led to alow vehicle lifespan Permit fees and
other regulatory demands are increasing, and operators may need to raise their rates, which could
reduce the appeal of shared systems.

OUTLOOK

Facilities for bicycling and walking in the Washington region are likely to improve sigaiftly in the
future. Federal, regional, state and local policies and transit agency initiatives all call for better and
more complete facilities.Bicycle lanes, protected bike lanes, and dual facilities for pedestrians and
bicyclists will become more common, and bike sharing will continue to expand in the urban core and
beyond.

63 |bid, page 8.
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CHAPTER: RECOMMENDED PRACTICES

TheTPB Vision, Region Forwardnd Regional Transportation Prioritie®lan call for a

transportation system that allows convenient and safieicycle and pedestrian access, with dynamic
regional activity centers and an urban core that contain a mix of jobs, housing and services in a
walkable environmentIn order to achieve these goals, the Bicycle and Pedestrian Subcommittee
has developed the dllowing set of recommended best practices.

A.INCORPORATE BICYCLE AND PEDESTRIAN
ELEMENTS IN ALL JURISDICTIONAL PLANNING
AND DESI GN POLI CI ES. AD
STREETS6 POLI CI ES. ;

Include bicycling and walkingincorporating
provisions for persons with disabilities, in all
stages of the transportation and land use
planning process, from initial concept through
implementation.

In particular, consistent with federal policyrad
the National Capital Region Transportation
Pl anni n ComBpteta Btebdigolicy,
every jurisdiction and agency shoulddopt a 3
Complete Streets policythat includes Figure 60: Missing Sidewalk/TPB/Michael Farrell
elements that the TPB believes reflect current

best practices.

Under Complete Streets policies pedestrians and bicyclists will be accommodated as part of all
transportation projects, with &ew limited and well-defined exceptions A Complete Strets policy
would typically not apply:

1 To a new transportation facility construction
or modification project for which, asofthe o0 A compl et e street
effective date of the adoption of the policy, adequately accommodates motorized
at least 30 percent of the design phase is and nonmotorized
completed. users, including pedestrians, bicyclists,
_ 3 _ - motorists, freight vehicles, emergency
I To atransportation facility which prohibits,  vehicles, and transit riders of all ages
by law, use of the facility by specified users, and abilities, in a manner
in which case a greater effort should be appropriate to the function and context
made to accommodate those specified of the facility.o
users elsewhere in the travel corridor.

1 When the cost to the exempted mject in achieving compliance with the applicable

complete streets policy would be excessively disproportionate (as per FHWA guidance), as
compared to the need or probable use of a particular complete street.
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1 When the existing and planned population and employment densities or level of transit
service around a particular roadway are so low that
there is a documented absence of a need (as per
FHWA guidance) to implement the applicable ovVDOT wi || I nit
complete streets policy. construction projects with the
presumption that the projects
1 To passenger and freight rail projects, which shall  shall accommodate bicycling
not be required to accommodatether motorized and walkingé
users in the railway right of way, although safe and
adequate rail crossings for motorized and non
motorized users should be provided.

9 To transportation projects which do not provide for direct use by the public, such as
maintenance facilities, drainage and stormwater management facilities, education and
training, transportation security projects, beautification, and equipment purchase or
rehabilitation.

Agencies should carry out periodiaudits to monitor compliance with a Complete Streets policy once
it is adopted.

An effective complete streets policy is critical, since retrofitting pedestrian and bicycle

accommodations is far more expensive than designing them in from the baging. Policies which

urge agencies to o0considerd or oOencourageo6 the pr
not provide clear guidance as to when pedestrian or bicycle

facilities should or should not be providedAbsent a clear

mandate, pedestrian and bicycle facilities tend to be Retrofitting pedestrian and
omitted. bicycle accommodations is far

more expensive than designing
In addition, agencies should: them in from the beginning.

1. Take into account likely future demandbr bicycling
and walking facilities in planning transportation
projects; do not adopt designs that would preclude
future improvements.

2. Encourage public participatiorby bicyclists pedestrians with disabilitiesand other
community groups in the planmig process.

3. Ensureadequate fundingfor bicycle and pedestrian transportation staff and facilities,
including land acquisition, design, construction, and proper maintenance.

4. Integrate bicycling and walkingnto new development, including newchools

5. Requireland developersto finance and construct sidewalksshareduse paths, and bicycle
parking facilities within their developments.
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6.

Require land

developers to design  Students who
developments in a walk to school

way thatfacilitates behave and

internal and external  perform better

bicycle and

pedestrian access.

New development should feature @lense network
of interconnected streetsto minimize trip distance
and offer many lowspeed, lowtraffic routes.
Superblock and cude-sac development pattens
should be discouraged, and transibriented

development should be encouragedJse the : H
Virginia Depart me &etondardy SChOOI S.lt'ng
Street Acceptance Requirementas a modelé4 GUIdellnes

Locate new schools in walkable communities. Use
the EPA school siting guideliness. For existing
schools, improve pedestrian and bicycle facilities 1
whenever a school is renovated or the streets Figure 61: EPA School Siting Design
surrounding a £hool are repaved or reconstructed. Guide

Design, construct, operate, and maintain sidewalks,

shareduse paths, street crossings (including oveand

under crossingg, pedestrian signals, signs, street furniture, transit stops and facilities, and
all connectingpathways so that all pedestrians, includingeople with disabilities, can travel
safely and independentlyin all seasons Maintenance of pedestrian and bicycle facilities
should include snow and ice removal.

B. IMPROVE INTERURISDICTIONAL COORDINATIONDEYELOP A£ONTINUOUS BICYCLE AND
PEDESTRIAN TRANSPORTATION SYSTHEROUGHOUT THE WASHINGTON METROPOLITAN RRENAT
END, AGENCIES SHOULD:

1.

Identify networks of existing bicycle routes (both estreet and offstreet) in the urban core,
suburbs, developing fringe, as well as connecting long distance intéty routes.Ensure that
these routes are included in land use and transportation plans, and not eliminated as
development occurs.

Identify shareduse path coridors before they are developed, and presenapportunities for
development as shareelse paths.

Identify existing physical barriers to bicycling (such as rivers and streams, bridges, railroad
tracks, highway crossings, and limited access highways with erossing route) and identify
solutions to overcome them.

64 http://www.virginiadot.org/info/secondary_street_acceptance_requirements.asp

65 http://www.epa.gov/schools/guidelinestools/siting/
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4. Implement uniform wayfinding and/or designation for intgurisdictional routes that will
provide easily understood instructions and information.

5. Convene and participate in a regionatorking graip consisting of state and regional
representatives to identify regional and long distance travel corridors for bicyclists, develop
commonsignage guidelines, and develop of recommended bikeway alignments within travel
corridors.

6. ldentify lowstress streetsfor bicyclists and pedestrians in
the street network, and identify ways to connect them to
each otherss : -
Bicycle Facility

C. DEVELOP AND ADHERE TO CONSISTENT BICYCLPEDESTRIAN Design Guide
FACILITY DESIGN AND CONSTRUCTION STANDARDS IN EACH
JURISDICTION:

Assure adequate planning, construction and maintenance standards
for comfortable and safe bicycling on both estreet routes and off
street paths, as wellas comfortable and safewalking on paths and
sidewalks.To do so, they should:

1 Adopt, as minimum standards for privately and publicly built
facilities, the AASHT@Guide for the Development of Bicycle
Facilities,

AASHTO'a Polcy on Geometric Design of Highways and
Streets,and the AASHT@uide for the Planning, Design and
Operation of Pedestrian Facilitieghe ADA Accessibility
Guidelinesfrom the U.S. Architectural and Transportation 2012 + Fourth Edition
Barriers Compliance Board (Access Board)yd the Manual
on Uniform Traffic Control Devices (MUTCI)m the Federal
Highway Administration.

Guide for the Development of

1 Establish and maintainminimum design and maintenance
standards for each type of facility.

1 In accordance withfederal guidance go beyond the
minimum requirementswhere necessaryto provide safe and
comfortable accommodation for bicyclists and pedestrians. [Eam : —
Agences such as the District of Columbia Department of ~ Figure 63: AASHTO Guide for
Transportation have developed their own design manuals toth® Development ofBicycle

. ope . . Facilities
meet their specific needs, and which may incorporate
experimental measures which are not found in the current AASHTO bicycle facility design
guide. The National Association of City Transportation Officials (NACTO), an alliance of city
transportation departments, including the District Department of Transportation, has
developed guides for bikeways and for urban areashe NACTO guides provide desigasd
treatments not currently found in the AASHTO guides.

66 https://montgomeryplanning.org/awards/stressmap-award/
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9 For dense urban centers with lowraffic speeds
and relatively high levels of bicycling and
walking, use the NACTOrban Street Design
Guideand Urban Bikeway Design Guidehere
appropriate. FHW#Ahas endorsedthe
Oappr opr i atUean Bikevay Dedign
Guideto help agencies fulfill the above
mentioned 2010 federal guidance FHWAnotes

are allowed or not precluded by the MUTCD.
Noncompliant traffic control devices can still be
used as pilot projects, under the MUTCD
experimentation process. As a supplement to
the Bikeway Design Guidé\l A C T @eS8igning
for All Ages & Abilitieguide provides guidance
for selecting bikeways in various urban street
settings.

1 Provide bicycle and pedesian facility design
and construction standards for various contexts

PSR ; Figure 64: NACTO Urban Street Design
Communities in londensity suburban and rural Guide/NACTO

environments face different barriers to safe
walking and bicycling than those in urban cores and require different design solutions to
support safe bicycling and walking.

f Incorporate gui Bikeway 8eleftiondsodesidWprotides a framework for
selecting safe bikeways in various roadwayuntexts, including those found in suburban and
rur al environments. The guide suggests the saf
traffic volume and speed. In general, the higher the roadway traffic volume and vehicular
speed, the greater the separaon of the facility from the roadway

1 TheUS.Department of Housi ng an @reatinglalkablelardv el o p me n
Bikeable Communitis features street and bicycle facility design guidelines for rural,
suburban, and urban settings. The guide provides nerm actions as well as londerm
recommendations, such as retrofitting community layouts.

D. IMPROVE ACCESS FOR PERSONS WITH DISABIS?

The Transportation Planning Boardd&és Access for Al
recommended best practices for improving access pedestrian facilitiesfor persons with

disabilities. More detailed recommendations can be foundiithe Accessibility Guidelines as noted

above.With the exception of handails on steep sidewalks, all of the following practices are legally

required under the ADA for all new facilities and all reconstructed facilities:

670Lessons Learned6 fact sheet for Disability Awar eness AD@oymitee, ederi2d,nal Capit al
2004.
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1 Sidewalks should have curb rampdRamps should be welimaintained, wellplaced, and not
too steep in order to permit their use by personssing wheelchairs.

1 The height of wheelchair users should be considered when placing shrubs or other objects
where they might block them from the view of motorists.

1 Objects such as security barriers, fences, fire hydrants, telephone poles, parking meters,
newspaper boxes, gnal control boxes, and other street furniture should be placed in
locations where they will not block curb ramps.

1 The placement of crosswalk buttons must take into consideration the needs of people with
disabilities.

1 Audible pedestrian signals make commmities safer for all pedestrians, including seniors and
children as well as people with visual impairments.

9 Sidewalks with steep slopes are difficult for people with disabilities to navigate, especially for
people who use manual wheelchairs or people whate trouble walkingHand rails could
help mitigate these difficulties.

Design standards for tlose with disabilities, such as smoother surfaces, adequate width, and limits
on crossslope, are also beneficial fopedestrians without physical disabilitiesSlower traffic speeds,
reduced turning speeds, and shorter crossing distances are safer for all pedestria@sod design for
persons with disabilities is good design for all.

E. MINIMIZE ROADWAY WIDTH, CURBRBII & CROSSING
DISTANCE:S

To minimize pedestrian crossing distances and reduce
impermeable, heababsorbing asphalt coverage, the paved
roadway of all streets should be designed to be the
minimum widthf and have the minimum number of lane$i
that safelyand cos® effectively allow for the desired
operations of motor vehicles, buses, and bicyclists. Excess
width should be reallocated to provide walking, transit, and
bicycling facilities, public open space, green cover, and/or

stormwater source control meaures. If financial limitations NenWorkCity _ eaton
preclude final implementation of street retrofits (e.g.,
curbing, streetscaping, etc.), theeallocation of space Third Eiton

should still proceed with temporary or least costly
approaches such as restriping.

To further reduce pedestrian crossing distances and slow Figure 65: NYCStreet Design Manual
turning vehicles, all roadway corners should be designed

with the smallest possible radius that still accommodates the intended vehicle and emergency
vehicles

68 New York City Department of TransportatioStreet Design Manual2009. Page 46.
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F. SET TARGEVEHICLE SPEEDS APPROPRIATE TO SURROUNDING LAND USE.

9 Urban streets should function as public spaces for people as well
as arteries for traffic andtransportation. The best street design All Metrobuses
adds to the value of businesses, offices, and schools located havg been _
along the roadway® Lower speeds are often needed to enable a  €quipped with

street to serve as a comfortable place to gather, shop, work, or racks_to carry up to
live. two bikes per bus

9 Streets should bedesigned with target speeds and speed limits appropriate to their
surrounding uses and desired role in the vehicular networglower target speeds and speed
limits should be considered on local streets, residential streets, alleys; on streets adjacent to
schoolsor other trip generators serving pedestrians who are older or who have disabilities,
waterfronts, parks, rail stations, and other significant pedestrian destinations.

91 Traffic calming features may be designed in from the beginning, or retraitwhere needed,
to bring traffic speeds down to the desired levé?.

G.IMPROVE BICYCLE AND PEDESTRIAN CIRCULATION WITHIN AND BETWEEN REGIONAL ACTIVITY
CENTERS AND THE URBAN CORE.

1 Improve sidewalks, bikeways, intersections,
signage and links taransit for bicyclists and
pedestrians in activity centers

A0 R
LI RCTTACTT LTI

d : Tl i8 “l_i "l “
i

=
1 Improve access to and between regional
activity centers.

9 Provide access to activity centers from
surrounding neighborhoods.

1 Provide facilities to connect nearby activity
centers.

Figure 66: Bike Lockers and Racks at NOMA
Metro Station/TPB/Michael Farrell

69 NACTOUrban Street Design Guide2013.

70 Ibid, pp. 7691.
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