Santa Cruz County Regional Transportation Commission’s

Elderly & Disabled Transportation

] Advisory Committee

RTC (Also serves as the state-mandated Social Service Transportation Advisory Council)

AGENDA
1:30 pm, Tuesday, August 13, 2013

Main Regional Transportation Commission Office
1523 Pacific Avenue, Santa Cruz (2nd Floor)

(start time

estimate)

1:30 pm 1. Call to Order

1:32 pm 2. Introductions

1:35pm 3. Oral Communications —
The Committee will receive oral communications during this time on items not on today’s agenda.
Presentations must be within the jurisdiction of the Committee, and may be limited in time at the
discretion of the Chair. Committee members will not take action or respond immediately to any
Oral Communications presented, but may choose to follow up at a later time, either individually,
or on a subsequent Committee agenda.

1:40 pm 4. Additions or deletions to the consent and regular agendas

1:45 pm CONSENT AGENDA

All items appearing on the consent agenda are considered to be minor or non-controversial and
will be acted upon in one motion if no member of the E&D TAC or public wishes an item be
removed and discussed on the regular agenda. Members of the E&D TAC may raise questions,
seek clarification or add directions to Consent Agenda items without removing the item from the
Consent Agenda as long as no other E&D TAC member objects to the change.

5. Approve minutes from June 11, 2013 meetings (page 3)

6. Receive Transportation Development Act (TDA) Revenues Report as
of Aug 2013 (page 9)

7. Receive RTC Highlights through Jun 2013 (page 11)

8. 7/2/13 Letters to John Daugherty & Veronica Elsea expressing
appreciation for their service as E&D TAC Chair and Vice Chair (page
13)

0. Information Items (links provided, hard copy circulated at meeting)

a. Mass Transit article titled “Paratransit Made Efficient” 7/11/13

http://www.masstransitmag.com/Zarticle/10964269/paratransit
-made-efficient

b. Coordinated Public Transit- Human Services Plan - Comments
Due before 8/21/13 to AMBAG
http://www.ambag.org/Zcontent/coordinated-public-transit-
human-services-transportation-plan



http://www.masstransitmag.com/article/10964269/paratransit-made-efficient�
http://www.masstransitmag.com/article/10964269/paratransit-made-efficient�
http://www.ambag.org/content/coordinated-public-transit-human-services-transportation-plan�
http://www.ambag.org/content/coordinated-public-transit-human-services-transportation-plan�
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10. Receive Agency Updates (other than items on the regular agenda)

a. Volunteer Center (page 15)
- FY 2012-13: 4" Quarter and Year End TDA Report

b. Community Bridges serving as the Consolidated Transportation Services
Agency (page 19)
- FY 2012-13: Revised 1% Quarter TDA Report
- FY 2012-13: 2" Quarter TDA Report
- FY 2012-13: 3™ Quarter TDA Report
c. Santa Cruz Metropolitan Transit District (Metro) (page 27)
- ParaCruz Report
- Mobility Management Report
- Short Range Transit Plan materials (to be in Oct 8 E&D TAC agenda)

- Past Metro Reports (please see archives on the web):
http://www.scmtd.com/en/agency-info/board-of-directors/70-board-agenda-archive

d. Santa Cruz County Regional Transportation Commission
e. Private Operators

REGULAR AGENDA

1:50 pm 11. Review Final Draft of Constrained Project List for RTP — RTC staff
(page 41)

2:30 pm 12. Review Complete Streets Guidebook — RTC staff (page 43)

3:10 pm 13. Pedestrian Safety Work Group Update — Work Group Chair
3:20 pm 14. Transit Service to La Posada — Metro and RTC staff (page 150)

3:30 pm 15. Adjourn

Next meeting location and time: 1:30 pm, October 8, 2013 @ RTC Office, Santa Cruz

Future Topics: Construction Sites, METRO’s Short Range Transit Plan, Pedestrian FAQ

HOW TO REACH US Santa Cruz County Regional Transportation Commission
1523 Pacific Avenue, Santa Cruz, CA 95060
Phone: (831) 460-3200 / fax (831) 460-3215

Email: info@sccrtc.org / website: www.sccrtc.org

ACCOMMODATIONS FOR PEOPLE WITH DISABILITIES
The Santa Cruz County Regional Transportation Commission does not discriminate on the basis of disability and no person
shall, by reason of a disability, be denied the benefits of its services, programs, or activities. This meeting location is an
accessible facility. If you wish to attend this meeting and require special assistance in order to participate, please contact RTC
staff at 460-3200 (CRS 800/735-2929) at least three working days in advance of this meeting to make arrangements. People
with disabilities may request a copy of the agenda in an alternative format. As a courtesy to those person affected, please attend
the meeting smoke and scent-free.

SERVICIOS DE TRADUCCION/TRANSLATION SERVICES
Si gusta estar presente o participar en esta junta de la Comision Regional de Transporte del condado de Santa Cruz y necesita
informacion o servicios de traduccion al espafiol por favor llame por lo menos con tres dias laborables de anticipo al (831)
460-3200 para hacer los arreglos necesarios. (Spanish language translation is available on an as needed basis. Please make

advance arrangements (at least three days in advance by calling (831) 460-3200.
I\E&DTAC\2013\08-Aug\Agenda-13Aug-timed.doc
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Elderly & Disabled Transportation Advisory Committee

Santa Cruz County
Regional Transportation Commission

Minutes - Draft

Tuesday, June 11, 2013, 1:30 p.m.

Watsonville Civic Plaza Building,
275 Main St., Ste 450 4'" FI, Watsonville

Call to Order at 1:33 pm
Introductions

Members Present:

Hal Anjo, Potential Bus Rider

Debbi Brooks, Volunteer Center

Lisa Berkowitz, CTSA (Community Bridges)
John Daugherty, Metro Transit

Veronica Elsea, 3™ District

Sally French, Soc. Serv. Provider-Disabled
(HOPE)

Mike Molesky, Social Service Provider Disabled
Patti Lou Shevlin, 1% District

Alternates Present:
April Warnock, Metro ParaCruz

Oral Communications

Excused Absences:
Kirk Ance, CTSA Lift Line
Sharon Barbour, 5" District

RTC Staff Present:
Grace Blakeslee
Ginger Dykaar
Cathy Judd

Karena Pushnik

Others Present:

Bob Campbell, Seniors Council
Erich Friedrich, Metro

Paul Hierling, AMBAG

John Daugherty announced that the Santa Cruz County Commission on Disabilities
presented “Kudos” awards on 5/21 to Michael Bush, Bob Lagaugh, Bob Cotter and Metro

maintenance staff.

Mr. Daugherty also mentioned that Metro’s new Headways cover announces “Ride the Bus

to Big Basin”.

Karena Pushnik welcomed E&D TAC members and others in attendance to the RTC
satellite office in Watsonville; a shared office space with the Monterey Bay Unified Air
Pollution Control District (MBUAPCD). She mentioned that the space is available on a

limited basis, and can be reserved through RTC staff.

5-/



Ms. Pushnik said that the Monterey Bay Scenic Sanctuary Trail DEIR was released for a
45-day review period and that public workshops are scheduled for June 25" and 27" at
the Louden Nelson Center and the City of Watsonville respectively from 6:00 - 9:00 pm.

Additions or deletions to consent and regular agendas - None

CONSENT AGENDA

Action: The motion (Anjo/Shevlin) - - to approve the consent agenda as amended- - carries with
Lisa Berkowitz abstaining on approval of the April minutes.

5.

10.

Approved minutes from April 4 and May 14, 2013 meetings

Veronica Elsea mentioned that the April minutes (Item 12) include an action item to send
her a letter of thanks for service as Vice-chair; however, she does not have a recollection
of this and has not received a thank you letter.

John Daugherty said that he did not see a copy of the letter of thanks (Item 11) to
Commissioner Coonerty for his support letter to Metro for return of bus service to
Frederick Street in the packet.

Received Transportation Development Act (TDA) Revenues Report as of May 2013
Received RTC Highlight through May 2013

Received Information Items

Received Agency Updates

C. Volunteer Center
3™ Quarter TDA Report

e. Santa Cruz Metropolitan Transit District
- Mobility Management

REGULAR AGENDA
Review Monterey Bay Area Coordinated Public Transit-Human Services Transportation Plan

Paul Hierling, AMBAG, provided an overview of the purpose of the Coordinated Public -
Transit-Human Services Plan, its approximately 5 year timeline, and the update process.
Mr. Hierling asked for input from E&D TAC members about unmet needs and projects to
fill those needs.

Members suggested the following unmet needs:
e Lack of Metro fixed route and Paratransit on some holidays and the need to expand
Lift Line service area from senior residential centers in less urban areas to serve
seniors meal sites

5-K



11.

e Minimal transit service on weekends problematic for transit dependent individuals
including seniors, people with disabilities and low income individuals

¢ A larger pool of volunteer drivers, especially bilingual, is needed. Targeted outreach
to recruit new drivers would benefit the Volunteer Center

* Because the provision of specialized transportation is more costly for remote areas,
prioritize and encourage services, residences and other amenities for seniors and
persons with disabilities in more densely populated areas that serve the largest
number of people

e The cost of bus passes can restrict access to transit for low income and foster youth

¢ Better access between bus stops and destinations will encourage more walking and
use of transit

e Access to transit and trip planning during non-business hours is limited for some
people with impairments. Fully accessible and real time services are needed which
could include: Automatic Vehicle Location System, Next Bus, real time tracker
including hazards on path of travel

e Direct transit service between Santa Cruz County and the San Jose Airport is
lacking and private services are costly

e The costs to property owners to repair sidewalks adjacent to their property can be
prohibitive. Financial assistance for sidewalk repair would improve the pedestrian
network

Comments of the draft Coordinated Public Transit-Human Services are due in 30 days and
the public comment period will take place from July to August.

Provide input on Complete Street

Grace Blakeslee provided an overview of the Complete Streets analysis which supports the
transportation initiative portion of the sustainable communities strategy. The materials
were provided at the previous meeting and Ms. Blakeslee said that today is the last
chance for member input of the draft.

Veronica Elsea mentioned that the Pedestrian Safety Work Group provided input for this
project at its last meeting emphasizing improvements needed along the Bay/Porter
corridor.

Ms. Blakeslee said that the next step for the project is to develop guidelines.

Goals for the guidelines include:
¢ Improve safety
o Complete Streets Legislation to include all users
e Process to include all stakeholder in the design of facilities
¢ Tools to help local jurisdictions talk about the benefits and challenges of Complete
Streets
e Link land use with transportation

Hal Anjo asked how guidelines will integrate with local jurisdiction general plans. Ms.
Blakeslee said there are samples to help local jurisdictions move from policy to planning to
design to implementation.

Ms. Blakeslee said she will come back to the E&D TAC in August with a draft of the
Complete Streets Plan.

53
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13.

Paul Hierling said the Complete Streets guidelines is a menu of actions and policies local
jurisdictions can use when they update their General Plans, which initiates the
requirement to include text about Complete Streets.

Sustainable Community Scenario Planning

Ginger Dykaar, RTC Planner, provided a detailed power point presentation on the scenario
planning process for 2014 Transportation Plan (RTP) and the 2014 Metropolitan
Transportation Plan (MTP).

Components of the RTP/MTP:
o Goals & Policies

Funding Estimates

Project Lists

Draft Plan

Final Plan

Ms. Dykaar said the total transportation needs are $5.6 billion, but only $2.8 billion are
projected in revenues including a 2 cent sales tax measure in 2016 if approved by voters.
Ms. Dykaar said that 5 initial scenarios will be consolidated into 2 hybrid scenarios that
will produce the preferred scenario to determine projects on the constrained project list.

Ms. Dykaar said that AMBAG and RTC staff will present results of the Initial Scenarios to
the Commission at its meeting on June 26™. She said that dates for upcoming workshops
along with a survey from AMBAG will be provided to members via email.

Review Pedestrian Safety Work Group Pedestrian/Motorist Brochure

Veronica Elsea, Chair of the Pedestrian Safety Work Group reviewed the draft text of the
Motorist Brochure. Ms. Elsea said the group has considered top priority items that will
cover differences in behavior between motorist and pedestrians. She said the Pedestrian
Safety Work Group seeks input from E&D TAC members to create a brochure to provide to
motorists and pedestrians. Following text finalization the brochure will be formatted,
printed and distributed.

Ms. Elsea provided a draft of the In Bus signs regarding the Hazard Report for members to
view saying the signs will be printed in English and Spanish with Metro and RTC logos.

Ms. Elsea said the next regular meeting of the Pedestrian Safety Work Group will be June
21% at 10 am.

Action: The motion (Daugherty/Anjo) - - for E&RD TAC members to approve the text of the
Motorist Brochure and the In Bus sign - - carries unanimously.

14.

La Posada Bus Reinstatement Update

Erich Friedrich said Metro received a petition from La Posada Retirement Community
residents to reinstate transit service along Frederick Street at Gault Street in Santa Cruz.
Mr. Friedrich said Metro studied a range of options to address the needs expressed by La
Posada residents.

5=t



15.

Metro staff identified 5 options for reinstatement of service:

Maintain status quo

Assist the City of Santa Cruz to make capital improvements along Frederick Street
sidewalks and the Soquel/Frederick intersection

Limited restoration of Route 6

Full restoration of Route 65

Disrupt an existing route

Mr. Friedrich said that Metro staff recommends that the Board of Directors direct staff to
pursue the Capital Improvement option.

Capital improvement paths of travel could include:

Sidewalk improvement

Crossing improvements

Prolonged pedestrian sign time at the Soquel/Frederick Street signalized
intersection

Relocation of the Soquel/Frederick Street bus stops closer to the intersection

These capital improvements would improve the accessibility of the current
Soquel/Frederick Street bus stops with no disruption to existing routing and frequency.

This information will be presented to the Metro Board on June 14",

Adjourn 3:45 pm

Respectfully submitted,

(ucty, Dty

Cathy Judd, RTC Staff

I:\E&DTAC\2013\06-Jun\Draft-Minutes-June-2013.docx






SANTA CRUZ COUNTY REGIONAL TRANSPORTATION COMMISSION

TDA REVENUE REPORT
FY 2012-2013
CUMULATIVE

FY11-12 FY12-13 FY12-13 DIFFERENCE % OF

ACTUAL ESTIMATE ACTUAL AS % OF ACTUAL TO
MONTH REVENUE REVENUE REVENUE DIFFERENCE PROJECTION PROJECTION
JULY 499,800 499,800 533,900 34,100 6.82% 106.82%
AUGUST 666,400 666,400 711,800 45,400 6.81% 106.82%
SEPTEMBER 699,895 699,895 718,257 18,362 2.62% 105.24%
OCTOBER 486,400 486,400 556,500 70,100 14.41% 107.14%
NOVEMBER 648,500 648,500 742,000 93,500 14.42% 108.71%
DECEMBER 804,308 804,308 733,930 -70,378 -8.75% 105.02%
JANUARY 510,100 488,844 534,300 45,456 9.30% 105.51%
FEBRUARY 680,100 651,792 712,400 60,608 9.30% 106.01%
MARCH 625,667 638,135 632,278 -5,857 -0.92% 105.22%
APRIL 441,300 404,586 475,600 71,014 17.55% 106.05%
MAY 588,400 591,173 634,100 42,927 7.26% 106.16%
JUNE 756,557 636,515 759,038 122,523 19.25% 107.31%
TOTAL 7,407,427 7,216,348 7,744,102 527,754 7.31% 107%

Note:

I:\FISCAL\TDA\MonthlyReceipts\[FY12-13.xIsx]FY2012
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SANTA CRUZ COUNTY REGIONAL TRANSPORTATION COMMISSION
TDA REVENUE REPORT
FY 2013-2014

CUMULATIVE
FY12-13 FY13 - 14 FY13 - 14 DIFFERENCE % OF
ACTUAL ESTIMATE ACTUAL AS % OF ACTUAL TO
MONTH REVENUE REVENUE REVENUE DIFFERENCE PROJECTION PROJECTION
JULY 533,900 560,595 556,100 -4,495 -0.80% 99.20%
AUGUST 711,800 747,390 0
SEPTEMBER 718,257 754,170 0 0
OCTOBER 556,500 584,325 0
NOVEMBER 742,000 779,100 0
DECEMBER 733,930 770,626 0
JANUARY 534,300 561,015 0
FEBRUARY 712,400 749,739 0
MARCH 632,278 689,732 0
APRIL 475,600 486,487 0
MAY 634,100 648,649 0
JUNE 759,038 834,025 0
TOTAL 7,744,102 8,165,853 556,100 4,495 -0.06% 7%
Note:

I\FISCAL\TDAWMOonthlyReceipts\[FY13 - 14.xIsx]FY2012



Santa Cruz County Regional Transportation Cormmission

1523 Pacific Avenue, Santa Cruz, CA 95060
D 7o (531) 460-3200 ~ fax (831) 460-3215

RT c email: info@sccric org; website: www.sccrtc.org

Santa Cruz County Regional Transportation Commission (RTC)
June 6, 2013 Meeting Highlights

Draft Environmental Impact Report Released for the Monterey Bay Sanctuary Scenic

Trail (MBSST) Network: The RTC authorized release of the Draft Environmental Impact
Report (DEIR) for the Monterey Bay Sanctuary Scenic Trail (MBSST) Network. The DEIR
is programmatic and contains a detailed description of the identified environmental
impacts, proposed mitigation measures, and residual impacts associated with
implementation of the range of proposed trail project components. The RTC will hold two
public meetings to provide information about the DEIR and receive public comments:
Tuesday, June 25th, 6 p.m., at Louden Nelson Community Center in Santa Cruz; and
Thursday, June 27th, at 6 p.m., at the Civic Plaza Community Room in Watsonville. The
DEIR will be available for public review on the RTC website, at the RTC offices and at
most local libraries for a 45-day period ending on July 22nd, 2013.

Transportation Development Act (TDA) funding for local transportation programs:
TDA funding was approved by the RTC for local transportation programs, including Santa
Cruz Metro, the Volunteer Center, Community Bridges, the Community Traffic Safety
Coalition, the Ride 'n Stride Bicycle and Pedestrian School Education Program, and
Ecology Action’s Bike to Work Program. Each year, the RTC allocates TDA funds from the
region’s share of the % cent sales tax according to established eligibility criteria
pertaining to special transportation assistance claims. The RTC also approved State
Transit Assistance (STA) funding for Santa Cruz METRO.

Santa Cruz Branch Rail Line Bridge Rehabilitation: Based on available funding, the RTC
rejected the bids received for the Santa Cruz Branch Rail Line bridge rehabilitation
project and directed staff to remove the time constraints for the La Selva Beach trestle
rehabilitation and re-issue the bid package.

Safe on 17 Annual Report and Contracts for the Freeway Service Patrol Program:
The RTC received the 2012 Safe on 17 Annual Report, which reviews the work done
collaboratively by the CHP, Caltrans, RTC and other stakeholders. The Safe on 17
program includes extra enforcement, collision and citation rate monitoring, Safe on 17
Task Force Meetings, public information and outreach, and highway safety
improvements. These strategies have reduced the number of fatal and injury collisions
on Highway 17 by an average of 39% over the last 14 years. The RTC also authorized
entering into an agreement with Ladd’s Towing for Freeway Service Patrol (FSP) towing
service on Highway 1 and Highway 17. The FSP provides tow service to stranded
motorists primarily during weekday commute periods and weekend high-traffic periods
and is offered free to motorists.

I\E&DTAC\2013\08-Aug\2013-06-06-highlights.docx
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_ SANTA CRUZ COUNTY REGIONAL TRANSPORTATION COMMISSION
' ( RTC 1523 Pacific Ave., Santa Cruz, CA 95060-3911- (831} 460-3200 rax (831) 460-3215 emai info@sccrtc.org

July 2, 2013
John Daugherty

Santa Cruz Metropolitan Transit District
920 Pacific Avenue
Santa Cruz, CA 95060

RE: Appreciation for Serving as E&D TAC Chair from 2006 to 2013

Dear Mr. Daugherty:

At the April 9, 2013 meeting of the Elderly & Disabled Transportation Advisory
Committee (E&D TAC), the committee requested that a letter of thanks be sent
acknowledging your 7 years serving as the chair.

During your tenure, your commitment to fairness, full participation, and improvement of
specialized transportation for seniors, people with disabilities and low income individuals
was evident. Especially appreciated was your encouragement to participate and
connection with each committee member, appreciation expressed to guests and other
enriching partners, comprehension of Roberts Rules of Order, comprehensive
understanding of transportation issues, and resolve for equitable involvement.

Thank you on behalf of the Regional Transportation Commission and its Elderly &
Disabled Transportation Advisory Committee.

Sincerely,
Karena Pushnik eorge Dondero
Staff to E&D TAC Executive Director

&

\\Rtcserv2\interna\E&DTAC\MEMBERS\Recognition\DaughertyThx-Jul2013.docx

MEMBER AGENCIES Cities of Capitola, Santa Cruz, Scotts Valley and Watsonville, County of Santa Cruz, Santa Cruz Metropolitan Transit District, Caltrans



SANTA CRUZ COUNTY REGIONAL TRANSPORTATION COMMISSION
RTC 1523 Pacific Ave., Santa Cruz, CA 95060-3911- (831) 460-3200 rax (831) 460-3215 emai info@sccrtc.org

July 2, 2013
Veronica Elsea

1306 Laurel St
Santa Cruz, CA 95060

RE: Appreciation for Serving as E&D TAC Vice Chair

Dear Ms. Elsea:

At the April 9, 2013 meeting of the Elderly & Disabled Transportation Advisory
Committee (E&D TAC), the committee requested that a letter of thanks be sent
acknowledging your serve as the vice chair since 2010.

Especially appreciated was your through review of committee packets, abidance of
Robert Rules of Order, and resolve for equitable committee member involvement.

Thank you on behalf of the Regional Transportation Commission and its Elderly &
Disabled Transportation Advisory Committee. '

Sincerely,

¥ e I o
Karena Pushnik George Dondero

Staff to E&D TAC Executive Director

\\Rtcserv2\internal\E&DTAC\MEMBERS\Recognition\Elsea-ViceThx-Jul2013.docx
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MEMBER AGENCIES Cities of Capitola, Santa Cruz, Scotts Valley and Watsonville, County of Santa Cruz, Santa Cruz Metropolitan Transit District, Caltrans



Volunteers
Unduplicated Clients
Total Rides

Ride Regests unable to fill

Unfilled requests referred other agencies

Requests cancelled by client

Trip destinations
Physician

Shopping & bank

Stroke Center

Hospitals and therapy
Convelescent homes
Doran Low Vision Center
Clinishare Dialysis

Other

Total

Avg ride length (YTD)

Total Miles driven (YTD)

Total Reimbursement (YTD)

Volunteer Center of Santa Cruz County
Transportation Program - TDA funding

Transportation Report Volunteer Center of Santa Cruz
._4th quarter 2012-2013,

/04-’/

Santa Cruz San Lorenzo Valey Watsonville ~ FY-12-13
32 13 20 65
83 62 46 191

790 324 48 1162
40 3 4 47
0 0 0 0
54 7 1 62

211 124 22 357

145 58 10 213
0 0 0 0
0 0 3 3
0 0 0 0
0 0 0 0
0 0 0 0
32 0 2 34

388 182 37 607

16.8

76,087

$1,860



YTD

2012-2013 %
Client Jurisdictions
Santa Cruz City 31 17%
Scotts Valley City 27 14%
San Lorenzo Valley 34 18%
Capitola City 13 7%
Watsonville City 22 12%
Midcounty Unincorporated 31 17%
South County 28 15%
North County 1 1%
Total Clients (unduplicated) 187 100%
Origin of Ride by Jurisdiction
Santa Cruz City 246 37%
Scotts Valley City 101 15%
San Lorenzo Valley 78 12%
Capitola City 42 6%
Watsonville City 55 8%
Midcounty Unincorporated 102 15%
South County 39 6%
Out of County 0 0%
Total : 663 100%

/0 -A



Volunteer Center of Santa Cruz County
Transportation Program - TDA funding

Total YTD \ Goals for
Santa Cruz  San Lorenzo Vale: Watsonville \2012-13 2012-13 2011-2012
Volunteers 36 15 20 65
Unduplicated Clients 83 62 42 187 185 208
Total Rides 3004 1283 484 4771 4600 4693
0

Ride Regests unable to fill 106 89
Unfilled requests referred other agencies 34 22
Requests cancelled by client 167 192
Trip destinations

Physician 1451 1597
Shopping & bank 656 734
Stroke Center 0 0
Hospitals and therapy 26 15
Convelescent homes 0 0
Doran Low Vision Center 0 0
Clinishare Dialysis 0 0
Other 103 190
Total 2236 2536
Avg ride length (YTD) 16.8

Total Miles driven (YTD) 76,087

Total Reimbursement (YTD) $ 1,860

10a-3



Client Jurisdictions

Santa Cruz City

Scotts Valley City

San Lorenzo Valley
Capitola City

Watsonville City

Midcounty Unincorporated
South County

Out of County

Total Clients (unduplicated)

Origin of Ride by Jurisdiction
Santa Cruz City

Scotts Valley City

San Lorenzo Valley

Capitola City

Watsonville City

Midcounty Unincorporated
South County

Out of County

Total

Total

FY10-11

51
20
11
23
8
46
27
8
224

223
87
89
43
41
72
38

593

%

22%
19%
19%
9%
11%
12%
8%
0%
100%

38%
15%
15%
7%
7%
12%
6%
0%
100%

OG-



COMMUNITY BRIDGES

4./
O _ [uentesde la Comunidad A
O 4 236 Santa Cruz Avenue, Aptos, CA 95003 m

2z 1 P.831.688.8840 F.831.688.8302 oGt
. ! www.communitybridges.org ww.communitybridges.org

= Community Bridges
Family«Programs
July 12, 2013 ix
Mr. Marc Pimentel ‘ ' » con?;:.f:t;'?:t:mer

~ Director of Finance
City of Santa Cruz Finance Department
809 Center St., Rm. 8
Santa Cruz, CA 95060 . Child and Adult Care

Food Program
RE: REVISED First Quarter Report for 12/13 )
(contract between “City of Santa Cruz and Community "wd'
Bridges/Consolidated Transportation Services Agency”) A4

Child Development Division

Dear Mr. Pimentel:

Enclosed please find the Revised TDA Quarterly Report for the period beginning
July 1, 2012 and ending September 30, 2012. The following changes were made Familia Center
upon the discovery of formula errors in the cells that effected the calculations: :

Line#9  TDA Medical was $32.93 - corrected to $29.79 e
Elderday was $16.15 — corrected to $13.92 Family RL.'EV:,S::: Center

Line #10 TDA Medical was $61.31 — corrected to $52.64

Eld 59.38 — corrected to $50.
erday was $59.38 — corrected to $50.85 LIFT LINE

. e . . ) Consolidated Transportation
If you would like additional information or have any questions, please contact me Services Agency

at 831/688-8840, ext. 206, or email susanm@cbridges.org. -

Sincerely,
La Manzana
Z Y Community Resources
yusan Marinshaw . lﬁ'ﬁ
Chief Administrative Officer L, 'k
Meals on Wheels
encl. '
ecc. Karena Pushnik, Senior Transportation Planner, SCCRTC
Kirk Ance, Division Director, CTSA: Lift Line Moun;ain Community
C. Benson, Chief Financial Officer, Community Bridges esourees
P4 .
S:\Admin\CB Documents NeCTSANSC City TDA 11.01251213 TDA Reports\Q\REVISED TDA 12-13 Ist Qur. cvr.doe I
Women, Infants & Children
/0 b _ / Nutrition Program

Please consider naming Community Bridges in your estate plan.
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COMMUNITY BRIDGES

i)ucntcs de la omunid

236 Santa Cruz Avenue, Aptos, CA 95003
P.831.688.8840 F. 831.688.8302
www.communitybridges.org

' April 23, 2013

~Mr. Marc Pimentel
' f},lrrector of Fmanpe S R R
City of Santa Cruz Frnance Department
809 Center St., Rm. 8. _
Santa Cruz, CA 95060

RE: . Second Quarter Report for 12/13
(contract between “City of Santa Cruz and Community
Bridges/Consolidated Transportation Services Agency”)

Dear Mr. Pimentel:

" Enclosed please find the TDA Quarterly Report for the period beginning October
1, 2012 and ending December 31, 2012.

If you would like additional information or have any questions, please contact me
at 831/688-8840, ext. 206, or email susanm(@cbridges.org.

Sincerely,

Susan Marinshaw
Chief Administrative Officer

encl.

ecc: Karena Pushnik, Senior Transportation Planner, SCCRTC
Kirk Ance, Division Director, CTSA: Lift Line _
C. Benson, Chief Financial Officer, Community Bridges

S\Admin\CB Documents NewACTSA\SC City TDA 11.0125\1213 TDA Reports\Q2\TDA §2-13 2nd d“‘ cvr.doc
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LOMMUNiTY BRlDGES

'U ntes (‘lf“ 1A ( Oﬂll.ﬂ'l!(l?i/*

236 Santa Cruz Avenue, Aptos, CA 95003
P. 831.688.8840 F. 831.688.8302
www.communitybridges.org

Tuly 22, 2013

Mr. Marc Pimentel

Director of Finance

City of Santa Cruz Finance Department
809 Center St., Rm. 101

Santa Cruz, CA 95060

RE: Third Quarter Report for 12/13
(contract between “City of Santa Cruz and Community
Bridges/Consolidated Transportation Services Agency”)

Dear Mr. Pimentel:

Enclosed please find the TDA Quarterly Report for the period beginning J anuary

1, 2013 and ending March 31, 2013.

If you would like additional information or have any questions, please contact me
at 831/688-8840, ext. 206, .or email susanm(@cbridges.org.

Sincerely,

Susan Marinshaw
Chief Administrative Officer

encl.

ecc: Karena Pushnik, Senior Transportation Planner, SCCRTC
Kirk Ance, Division Director, CTSA: Lift Line
C. Benson, Chief Financial Officer, Community Bridges

Job -5
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From: Susan Marinshaw [SusanM@cbridges.org]

Sent: Thursday, July 25, 2013 6:27 PM

To: Cathy Benson; Kirk Ance; Karena Pushnik
Subject: 1213 Q3 TDA Report

Attachments: 1213 3rd Quarter TDA&cvrltr.pdf

Attached please find your copy of the 12/13 Third Quarter TDA report for Community Bridges Lift Line Transportation.

In response to your 7/12/13 request for a narrative, I have been provided with the following:

Please note that as of January 1, 2013, our Out of County and Same Day rides will be completely subsidized by a CA
Dept of Transportation Section 5317 Grant.

We had projected to provide 500 Out of County rides using TDA funds, and as of December 31, 2012, we had actually
provided 250 rides, or half of that amount. However, at this time, our regular TDA medical rides are projected to
increase 7% over 12/13 projections, and the unused Out of County funds can be applied to cover this increase.

I hope that is helpful.
Best,
~S

@mﬂ, %ﬁéﬂdéa{ﬂ

Chief Administrative Officer
Community Bridges

236 Santa Cruz Ave.
Aptos, CA 95003
831/688-8840, Ext. 206

Job~-7
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This report is for information only - no action

SANTA CRUZ METROPOLITAN TRANSIT DISTRICT

DATE: June 28, 2013
TO: Board of Directors
FROM: April Warnock, Paratransit Superintendent
SUBJECT: METRO PARACRUZ OPERATIONS STATUS REPORT-MARCH AND
APRIL 2013
RECOMMENDED ACTION

requested
SUMMARY OF ISSUES

METRO ParaCruz is the federally mandated ADA complementary paratransit program of the
Transit District, providing shared ride, door-to-door demand-response transportation to
customers certified as having disabilities that prevent them from independently using the
fixed route bus.

METRO assumed direct operation of paratransit services November 1, 2004. This service
had been delivered under contract since 1992.

Discussion of ParaCruz Operations Status Report.

Attachment A:  On-time Performance Chart displays the percentage of pick-ups within the
“ready window” and a breakdown in 5-minute increments for pick-ups beyond the “ready
window”. The monthly Customer Service Reports summary is included.

Attachment B & B2: Report of ParaCruz’ operating statistics. Performance Averages
and Performance Goals are reflected in the Comparative Operating Statistics Table in order
to establish and compare actual performance measures, as performance is a critical indicator
as to ParaCruz’ efficiency.

Attachments C and D:  ParaCruz Performance Charts displaying trends in rider-ship and
mileage spanning a period of three years.

Attachment E:  Current calendar year’s statistical information on the number of ParaCruz
in-person eligibility assessments, including a comparison to past years, since implementation
in August of 2002.

0e~! 7-8.1



Board of Directors
Board Meeting June 28, 2013
Page 2

II. DISCUSSION

From March 2012 to March 2013, ParaCruz rides increased by 146 rides.
From April 2012 to April 2013, ParaCruz rides increased by 362 rides.

From February 2013 to March 2013, ParaCruz rides increased by 996 rides.
From March 2013 to April 2013, ParaCruz rides decreased by 334 rides.

IV. FINANCIAL CONSIDERATIONS
NONE

V. ATTACHMENTS

Attachment A: ParaCruz On-time Performance Chart

Attachment B &B2: Comparative Operating Statistics Table

Attachment C: Number of Rides Comparison Chart and Shared vs. Total Rides Chart
Attachment D: Mileage Comparison Chart and Year to Date Mileage Chart
Attachment E: Eligibility Chart

100 7-8.2



Board of Directors
Board Meeting June 28, 2013

ATTACHMENT A

ParaCruz On-time Performance Report

Mar 2012 Mar 2013

Total pick ups 8008 8154
Percent in “ready window” 95.17% 95.54%
1 to 5 minutes late 2.05% 1.83%
6 to 10 minutes late 1.35% 1.08%
11 to 15 minutes late .75% 70%
16 to 20 minutes late .36% 45%
21 to 25 minutes late AT% A1%
26 to 30 minutes late .09% .18%
31 to 35 minutes late .04% .05%
36 to 40 minutes late .01% .04%
41 or more minutes late

(excessively late/missed trips) 01% .02%
Total beyond “ready window” 4.83% 4.46%

During the month of March 2013, ParaCruz received thirteen (13) Customer Service Reports.
Six (6) of the reports were valid. Four (4) of the reports were not valid; two (2) of the reports

were not verifiable, and one (1) report was a compliment.

ParaCruz On-time Performance Report

Apr 2012 Apr 2013

Total pick ups 7458 7820
Percent in “ready window” 95.55% 95.90%
1 to S minutes late 1.74% 1.69%
6 to 10 minutes late 1.15% 1.13%
11 to 15 minutes late .79% .51%
16 to 20 minutes late .38% .38%
21 to 25 minutes late A2% 19%
26 to 30 minutes late 12% A2%
31 to 35 minutes late .05% .06%
36 to 40 minutes late 07% .03%
41 or more minutes late

(excessively late/missed trips) .03% .00%
Total beyond “ready window” 4.45% 4.10%

During the month of April 2013, ParaCruz received four (4) Customer Service Reports. All four

(4) of the reports were valid.

Joc- 3
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ATTACHMENT B

Board of Directors
Board Meeting June 28, 2013

Comparative Operating Statistics This Fiscal Year, Last Fiscal Year through March 2013.

Performance Performance
Mar 12 [Mar 13|| Fiscal 11-12 | Fiscal 12-13 Averages Goals
Requested 8641 8688 74,352 72,376 8105
Performed 8008 8154 69,526 66,868 7472
Cancels 18.18% [17.81% 17.92% 19.08% 18.94%
No Shows 2.75% | 2.90% 3.13% 3.28% 3.27% Less than 3%
Total miles 54,166 | 58,295 470,529 466,786 52,049
Av trip miles 4.69 4.96 4.85 4.78 4.77
Within ready
window 95.16% |95.54% 95.24% 95.92% 95.61% 92.00% or better
Excessively
late/missed trips 1 2 15 13 1.83 Zero (0)
Call center
volume 5541 5937 53,584 51,225 4879
Hold times less
than 2 minutes | 96.5% | 95.9% N/A 95.4% 95.6% Greater than 90%
Distinct riders 789 794 1655 1646 773
Most frequent
rider 54 rides |55 rides 396 rides 323 rides 50 rides
Shared rides 68.4% | 66.6% 65.0% 64.7% 65.14% Greater than 60%
Passengers per Greater than 1.6
rev hour 1.99 1.97 2.04 1.94 1.95 passengers/hour
Rides by
supplemental
providers 12.19% 110.25% 12.89% 7.31% 8.39% No more than 25%
Vendor cost per
ride $21.38 | $23.33 $21.16 $21.68 $22.01
ParaCruz driver
cost per ride
(estimated) $27.59 | $28.70 $25.83 $29.90 $27.51
Rides <10
miles 67.56% [65.99% 69.08% 67.42% 67.96%
Rides > 10 32.44% |34.01% 30.92% 32.58% 32.04%

o= 7-8.b1




ATTACHMENT B 2

Board of Directors
Board Meeting June 28, 2013

Comparative Operating Statistics This Fiscal Year, Last Fiscal Year through April 2013.

Performance | Performance
Apr12 [Apr13 || Fiscal 11-12 | Fiscal 12-13 Averages Goals
Requested 8286 8551 82,638 80,927 8128
Performed 7458 7820 76,984 74,688 7502
Cancels 20.08% |19.94% 18.14% 19.17% 18.93%
No Shows 3.03% [ 2.79% 3.12% 3.23% 3.25% Less than 3%
Total miles 52,288 | 55,814 522,817 522,551 52,343
Av trip miles 4.81 4.84 4.85 4.79 4.77
Within ready
window 95.27% |95.90% 95.27% 95.92% 95.67% 92.00% or better
Excessively
late/missed trips 2 0 17 13 1.67 Zero (0)
Call center
volume 5628 5683 59,212 56,907 4883
Hold times less
than 2 minutes | 96.5% | 97.0% N/A 95.5% 96.4 Greater than 90%
Distinct riders 770 811 1730 1712 777
Most frequent
rider 59 rides |47 rides 438 rides 323 rides 49 rides
Shared rides 66.7% | 66.9% 65.2% 65.0% 65.16% Greater than 60%
Passengers per Greater than 1.6
rev hour 1.93 1.94 2.0 1.94 1.95 passengers/hour
Rides by
supplemental
providers 10.31% [10.59% 12.64% 7.65% 8.42% No more than 25%
Vendor cost per
ride $22.71 | $21.28 $22.07 $21.87 $21.89
ParaCruz driver
cost per ride
estimated) $25.32 | $29.65 $25.86 $30.29 $27.87
Rides < 10
miles 67.54% |67.47% 69.02% 67.56% 67.95%
Rides > 10 32.46% [32.53% 30.98% 32.44% 32.05%
JOC-J
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ATTACHMENT E

MONTHLY ASSESSMENTS
UNRESTRICTED | RESTRICTED RESTRICTED | TEMPORARY | DENIED | TOTAL
CONDITIONAL | TRIP BY TRIP
MAY 2012 50 0 3 1 0 54
JUNE 2012 47 0 2 0 0 49
JULY 2012 57 1 2 6 0 66
AUGUST 2012 42 0 4 5 0 51
SEPTEMBER 2012 38 0 3 11 0 52
OCTOBER 2012 57 0 9 2 0 68
NOVEMBER 2012 43 0 2 3 0 48
DECEMBER 2012 42 0 3 2 0 47
JANUARY 2013 58 0 5 3 0 66
FEBRUARY 2013 41 0 4 0 0 45
MARCH 2013 58 0 8 0 0 66
APRIL 2013 42 0 2 3 0 47

Number of Eligible Riders for the month of March 2013 = 2985
Number of Eligible Riders for the month of April 2013 = 3080

/O C -G
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SANTA CRUZ METROPOLITAN TRANSIT DISTRICT

DATE: June 28, 2013
TO: Board of Directors
FROM: John Daugherty, METRO Accessible Services Coordinator

SUBJECT: ACCESSIBLE SERVICES REPORT FOR APRIL 2013

I RECOMMENDED ACTION

This report is informational only. No action required.

IL SUMMARY OF ISSUES

e After a demonstration project, the Accessible Services Coordinator (ASC) position
became a full time position to organize and provide METRO services to the
senior/older adult and disability communities.

¢ Services include the METRO Mobility Training program and ongoing public
outreach promoting METRO’s accessibility. The ASC also participates in METRO’s
staff training and policy review regarding accessibility.

e Two persons have served in the ASC position from 1988 to today. In 2002 the ASC
position was moved into the newly created Paratransit Department. On May 27, 2011
the Board approved the staff recommendation to receive monthly reports on the
activity of the ASC.

III. DISCUSSION

The creation of the Accessible Services Coordinator (ASC) position was the result of
a successful demonstration project funded through the Santa Cruz County Regional
Transportation Commission. Two persons have served in the ASC position from
1988 to today. Both hiring panels for the ASC included public agency representatives
serving older adults and persons with disabilities.

The first ASC, Dr. Pat Cavataio, served from April 1988 through December 1998.
The second ASC, John Daugherty, began serving in December 1998.

Under direction, the Accessible Services Coordinator: 1) Organizes, supervises,
coordinates and provides METRO services to the older adult and disability
communities; 2) Organizes, directs and coordinates the activities and operation of
METRO’s Mobility Training function; 3) Promotes and provides Mobility Training
and outreach services; 4) Acts as information source to staff, Management, funding
sources, clients, community agencies and organizations, and the general public
regarding Mobility Training and accessibility; 5) Works with Department Managers
to ensure compliance with METRO’s accessibility program and policies.

/0¢-7 7-7.1



Board of Directors
Board Meeting of
Page 2

During 2002 the ASC position was moved from Customer Service to the newly
created Paratransit Department. Mr. Daugherty was the first employee. His
placement was followed by hiring of the first Paratransit Superintendent, Steve
Paulson and the current Eligibility Coordinator, Eileen Wagley.

On May 27, 2011 the Board approved the following recommendation: “Staff
recommends that this position be reinstated in FY 12 budget with the requirement that
this position be evaluated during FY12 to make sure the service items that are being
requested by the Community are being carried out by this position. Additionally,
staff recommends that this position be required to provide a monthly activity report to
the Board of Directors during FY12.”

IV. FINANCIAL CONSIDERATIONS
None
V. ATTACHMENTS

Attachment A.1: Accessible Services Coordinator (ASC) Activity Tracking Report for April
2013

Prepared by: John Daugherty, METRO Accessible Services Coordinator
Date Prepared: June 20, 2013

-8 7-7.2



Attachment A

Accessible Services Coordinator (ASC) Activity Tracking Report for April 2013

What is Mobility Training?

Mobility Training is customized support to allow access to METRO services. It can include:

An Assessment: The ASC meets the trainee to assess the trainee’s capabilities to use
METRO services. They discuss the trainee’s experience using public transit and set
goals for training sessions.

Trip Planning: Practice to use bus route schedules, maps, online resources and other
tools to plan ahead for trips on METRO fixed route and METRO ParaCruz services. All
Mobility Training includes some trip planning.

Boarding/Disembarking Training: Practice to board, be secured, and then disembark
(get off) METRO buses. This training has been requested by persons using walkers,
wheelchairs, scooters and service animals. The training session includes work with an
operator and out of service bus and lasts three to five hours.

Route Training: Practice using METRO buses to travel to destinations chosen by trainees.
The training session includes practice on handling fares, bus riding rules and emergency
situations. One training session can take two to eight hours. One or two sessions to
learn one destination is typical. The number of training sessions varies with each
trainee.

During April 2013 there was progress with 25 trainees:

One person successfully completed his Boarding/Disembarking Training: Trainee and
scooter was a new referral from his wife. File update and follow up contact pending.
Three other persons were also new referrals: One person was referred by the Eligibility
Coordinator. ASC met her and assisted her Trip Planning and Route Training. A second
person was referred by the Vista Center Mobility Trainer. She and ASC completed her
first Route Training. The third person referred herself, and after being assessed, set her
Route Training during May.

Ongoing training for four persons progressed: One person completed his first Route
Training with his Personal Care Attendant (PCA) and the ASC. ASC spoke with another
trainee. He asked that his Route Training resume. The ASC left messages to check the
status of two other trainees.

The ASC closed two trainee files: The ASC met one trainee on Lane 4 at the Santa Cruz
Metro Center. He explained that he has been riding buses since his successful Route

Joc-7 7-7.a1



Attachment A

Training. Another person told the ASC that she has been riding the bus successfully with
her walker since meeting with the ASC for Trip Planning and Route Training assistance.

Training with 15 persons is almost complete: April activity included checking on whether
further training is needed and preparation to close their files or complete their referral
sheets.

Training Overview for April 2013:

Amount of time dedicated to training sessions and follow up activity: At least 69.50
hours

Tracking of scheduled appointments vs. cancelled:

Nine appointments scheduled, no appointments cancelled

Highlights of Other Activity — Outreach/orientation performed in the community:

April 9 Special Elderly & Disabled Transportation Advisory Committee meeting
April 11 Commission on Disabilities meeting

April 16 Seniors Commission meeting

April 18 Orientation at SLV High School Day Class, Felton

April 22 Special Meeting with La Posada residents, Santa Cruz

April 25 Presentation to Foster Grandparents, Capitola

Meetings are usually scheduled for two hours. Total ASC time spent includes preparation
for the meeting, the meeting itself and follow up activity. ASC activity for each meeting can
take four to nine hours.

The total audience for April outreach/orientation was at least 133 persons. Information
was provided during meetings and follow up phone calls and emails.

Requests from the community and METRO staff:

There were at least 37 individual contacts in person and/or over the phone. Most
contacts regarded setting up and following through on training, following up on
meetings and presentations and answering requests for Trip Planning assistance.

Senior Transportation Planner Erich Friedrich and the ASC represented METRO at the
April 22 special meeting and outreach with La Posada residents.
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Santa Cruz Metro

s SHORT RANGE TRANSIT PLAN

WHAT is an srTp?

A Short Range Transit Plan, or SRTP, is a tool used by transit
agencies to guide service and capital improvements. SRTPs
cover five years, and include a financial plan. METRO’s most
recent SRTP was adopted in 2008. Much has changed since
then: METRO service was cut in 2010, then again in 2011
before being partially restored in 2012. Santa Cruz County,
meanwhile, has continued to grow.

This SRTP update process is just getting underway.

PASSENGER SURVEY

As a first step in the SRTP update process,
an on-board rider survey was conducted in
June, primarily on routes experiencing on-time

performance problems. Survey respondents Bus arrives on time

answered a range of questions about their
personal preferences, priorities and opinions of

METRO service. In one question, participants ~ Sefivce runs early enough
were asked to rate METRO service in various Rider information

areas on a scale of one to five.

Service runs late enough

Frequency of service

N New 8righton
park AV State Beach

Capitola

ARE WE TRYING TO
WHAT iccompLish?

"The SRTP update process will allow METRO to set priorities for
spending and ensure that it has a sustainable financial strategy for
the near term. The SRTP process will also provide METRO with
an opportunity to “take a fresh look” at operations, including its
marketing and outreach efforts. Input from mectings conducted
from this process will be incorporated into all of METRO's
upcoming planning efforts.

POOR AVERAGE VERY GOOD

Safety
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SANTA CRUZ SHORT RANGE TRANSIT PLAN

PASSENGER SURVEY

Responses to two additional questions—regarding access to stops and travel times—are shown below.

Stop Spacing Preference Directness of Service Preference

B Provide many/frequent
stops even if it means

B Walk shorter distances to

service is slower Walk longer distances {o 8% Znu: Teesr:? reﬁtat is slower
bus service that Is faster
and more direct

10 Reduce the number of
stops in order fo make
service fasler
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CURRENT METRO SERVICE

MEFRO eumrenynpemesii el mes Route Productivity: Boarding per Revenue Hour

serving Santa Cruz, UCSC, Watsonville,
Scotts Valley and Capitola, as well as other 0
parts of Santa Cruz County. METRO also |
operates the Amtrak Highway 17 Express,
which provides connections to San Jose,
Amtrak and VTA trains and buses.

METRO" busiest existing routes, in terms
of numbers of boardings per hour of service
on each bus, are its routes serving the UCSC
campus, shown at right in blue.

Maps of METRO's fixed-routc local service
for Santa Cruz, Capitola and Watsonville are shown below, with Countywide service on the next page.

To Corralitos
din

(12, Corralitos

Watsonville Service

Pl_ormrs Rd.

To Santa Cruz
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AGENDA: August 13, 2013

TO: Elderly & Disabled Technical Advisory Committee
FROM: Ginger Dykaar, Transportation Planner
RE: 2014 Transportation Plans - Final Constrained Project List

RECOMMENDATIONS
Staff recommends that the Elderly & Disabled Technical Advisory Committee:
Provide input on the transportation investments that will be considered for the final

constrained project list as part of the scenario planning for the 2014 Regional
Transportation Plan and 2014 Metropolitan Transportation Plan.

BACKGROUND

As the transportation planning agency for Santa Cruz County, the Regional
Transportation Commission (RTC) is responsible for developing, implementing, and
regularly updating the Regional Transportation Plan (RTP) for Santa Cruz County. RTC
staff has been working with the Sustainable Transportation Council (STC) to incorporate
a sustainability framework into the 2014 Regional Transportation Plan. This approach
was approved by the RTC in January 2012. The goals, policies and targets for the RTP
have been developed based on the Sustainable Transportation Analysis and Rating
System (STARS).

The RTC also works with the Association of Monterey Bay Area Governments (AMBAG) to
produce and implement the Metropolitan Transportation Plan (MTP) for the Monterey Bay
region. As part of the 2014 MTP, Senate Bill 375 requires AMBAG to develop a
coordinated land use and transportation plan called the Sustainable Communities
Strategy (SCS) to show how per capita vehicle miles traveled and associated greenhouse
gas emissions will be reduced.

To more efficiently and effectively complete the two transportation plans, the RTC works
with AMBAG and regional partners to develop components that can be used for both
transportation plans. These long range transportation plans include a policy element, an
action element and a financial element. The Action Element identifies the list of
transportation needs in the region through 2035. The preliminary project list was
reviewed by the E&D TAC and approved by the RTC in March 2013.

DISCUSSION

The draft RTP project list will be divided into a “constrained” list (projects that could be
implemented with foreseeable revenues through 2035) and “unconstrained” list (projects
that could be funded if new revenues, above and beyond projections, are generated). In
order to determine which projects will be on the “constrained” list in the RTP and MTP,
RTC staff has been soliciting public input and working closely with AMBAG staff on a
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2014 Transportation Plans - Final Constrained Project List Page 2

scenario planning process. Scenario planning supports both the development of the MTP
Sustainable Communities Strategy as well as the STARS analysis for advancing the
sustainability goals of the RTP.

The scenario planning started with five initial scenarios that identified distinctly different
land use and transportation investments. From the analysis of the initial scenarios,
hybrid scenarios were created that bring together a mix of land use and transportation
projects that best achieve regional goals and SB375 greenhouse gas emission targets.
On July 16, 2013, the list of projects in the hybrid scenarios was emailed to the
members of the E&DTAC for input. The final preferred scenario, selected from the hybrid
scenarios, will be the land use and transportation vision for 2035 and will define the
transportation projects included in the constrained list in the RTP and MTP. This
transportation project investment list is based on input from project sponsors, RTC
committee members and the public (through polling, surveys and direct solicitation) as
well as how the projects advance the performance targets. Although not available at the
time of this writing, the draft final constrained list will be provided as a handout at the
meeting for your input (and will also be included on the RTC’s website on August 9 when
the August 15 RTC Transportation Policy Workshop packet is posted).

Staff recommends that the E&DTAC provide input on the transportation projects
for the final constrained list as part of the scenario planning for the 2014
Regional Transportation Plan and 2014 Metropolitan Transportation Plan.

NEXT STEPS

e August 2013 - RTC staff will receive input on the final preferred scenario from the
RTC and RTC Committees.

e September 2013 - AMBAG board will consider approving the preferred scenario which
will determine the transportation projects on the “constrained” list that will be
evaluated in the program-level Environmental Impact Report (EIR) for the MTP/RTP.
RTC staff will bring the final RTP project list to the RTC at the September
Transportation Policy Workshop.

e February 2014 - The draft RTP, MTP and EIR released for public review.
e June 2014 - Final RTP approved by the RTC and SCS/MTP approved by AMBAG.

SUMMARY

RTC and AMBAG staff are engaged in scenario planning to determine the projects that
will be on the “constrained” (within projected revenues/higher priority) project list in the
2014 Regional Transportation Plan and 2014 Metropolitan Transportation Plan. Staff
recommends that the E&DTAC provide input on the transportation investments that will
be considered under the final preferred scenario as part of the scenario planning for the
2014 Transportation Plans.

I:\E&DTAC\2013\08-Aug\SR_RTP-201308.docx
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AGENDA: August 13, 2013

TO: Elderly and Disabled Transportation Advisory Committee
FROM: Grace Blakeslee, Transportation Planner

RE: Draft Monterey Bay Area Complete Streets Guidebook
RECOMMENDATIONS

Regional Transportation Commission (RTC) staff recommends that the Elderly and
Disabled Transportation Advisory Committee (EDTAC):

1. Provide input on the Draft Monterey Bay Area Complete Streets Guidebook
(Attachment 1);

2. Provide input on local complete streets training opportunities; and,

3. Recommend that the Regional Transportation Commission adopt the
Monterey Bay Area Complete Streets Guidebook.

BACKGROUND

A complete streets analysis is part of the development of the 2014 Santa Cruz
County Regional Transportation Plan and Association of Monterey Bay Area
Governments (AMBAG) sustainable communities strategy. The complete streets
analysis consists of both a needs assessment and development of complete streets
guidelines. Complete streets is a key strategy for reducing greenhouse emissions
and promoting healthier communities by encouraging active transportation.

The Draft Monterey Bay Area Complete Streets Guidebook has been developed as a
collaborative effort between the Santa Cruz County Regional Transportation
Commission, Transportation Agency for Monterey County, and the San Benito
Council of Governments, in coordination with the Association of Monterey Bay Area
Governments. Input on what should be included in the complete streets guidelines
was solicited at the Elderly and Disabled Transportation Advisory Committee June
meeting. To achieve the primary purposes of the project, the project team has
determined that development of a guidebook, rather than more prescriptive
guidelines, will better serve as a reference for local jurisdictions and project
sponsors.
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Draft Monterey Bay Area Complete Streets Guidebook Page 2

DISCUSSION
Draft Complete Streets Guidebook

The Draft Monterey Bay Area Complete Streets Guidebook (Attachment 1) outlines
a strategy for transitioning auto oriented streets to complete streets, particularly in
areas that have been identified for growth and more intensified use. The strategies
articulated in the Monterey Bay Area Complete Streets Guidebook will be
incorporated into the region’s sustainable communities strategy.

The purpose of the Monterey Bay Area Complete Streets Guidebook is to provide
resources and a procedure for developing streets in the Monterey Bay Area that
meet the needs of all users including non-drivers of all ages and abilities. Although
great strides have been made by local jurisdictions across the Monterey Bay Area to
provide adequate facilities for all roadway users, many streets are not “complete” in
the Monterey Bay Area due to lack of sufficient bicycle and pedestrian facilities. In
recognizing that roadways have primarily been designed to serve the automobile,
the guidebook addresses bicycle and pedestrian access as an essential design
objective.

The goals of the Monterey Bay Area Complete Streets Guidebook are to:
e Provide tools for transitioning streets to complete streets

e Improve safety, especially for most vulnerable users

¢ Facilitate understanding about the impacts on communities of implementing
complete streets policies

o Identify types of improvements needed to accommodate growth and address
congestion in areas of compact development

o Better integrate land use and transportation to reduce vehicle miles traveled

o Establish a collaborative process for integrating planning and designing
streets

e Serve as a resource for implementing the California Complete Streets Act
(AB1358)

Unlike many guidebooks, which may be more prescriptive, the Monterey Bay Area
Complete Streets Guidebook places greater emphasis on process and the
importance of understanding the trade-offs between different design
considerations. Understanding these trade-offs is essential in the Monterey Bay
Area, where right-of-way constraints and limited funding are significant challenges.
The planning processes recommended by this guidebook seeks to ensure that the
resulting streets provide for the safety and comfort of all users to the greatest
extent possible.

Process for Developing the Complete Streets Guidebook

The goals for the Monterey Bay Area Complete Streets Guidebook were established
based on input from local jurisdictions, the public and stakeholders during the
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Draft Monterey Bay Area Complete Streets Guidebook Page 3

development of draft regional transportation plan goals and policies, and in
response to state requirements for greenhouse gas reduction and general plan
policies supporting complete streets.

The Monterey Bay Area Complete Streets Guidebook builds on best practices from
across the nation. The policies, processes and design treatments included in the
Monterey Bay Area Complete Streets Guidebook have been vetted, and refined by
planners, advocates and policy makers both nationally as part of similar efforts, and
locally as part of the development of the guidebook. RTC staff has worked closely
with RTC Committees on development of the Monterey Bay Area Complete Streets
Guidebook to ensure the content in the guidebook is comprehensive, appropriate
for local conditions and complimentary to local practices.

RTC staff recommends that the Elderly and Disabled Transportation
Advisory Committee provide input on the Draft Monterey Bay Area
Complete Streets Guidebook (Attachment 1).

Adoption

The Monterey Bay Area Complete Streets Guidebook is designed to be adopted in
full or in part by local jurisdictions and regional agencies to guide the planning and
design of streets. Adoption of the guidebook represents the agency’s commitment
to incorporate complete streets in policy, project evaluation, design,
implementation, training, and public involvement.

It is recommended that local and regional agencies that adopt or use this
guidebook should:
e Review their approach to street design through all stages of the process,
from advanced planning through preliminary design and construction;
¢ Update existing design manuals and training materials to address complete
streets concepts;
e Incorporate a comprehensive range of policies which address complete
streets in the general or regional plan;
e Support training for planners and engineers in complete street concepts and
design considerations; and
e Seek ongoing public input from the community.

RTC staff recommends that the Elderly and Disabled Transportation
Advisory Committee recommend that the Regional Transportation
Commission adopt the Monterey Bay Area Complete Streets Guidebook.

By adopting the Monterey Bay Area Complete Streets Guidebook, the RTC will use
the Monterey Bay Area Complete Streets Guidebook as a resource to: review
transportation planning goals to ensure policies address complete streets,
incorporate a planning process that supports inclusion of perspectives of all
stakeholders affected by existing or future streets, consider complete street design
elements in project design, support integration of land use and transportation
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Draft Monterey Bay Area Complete Streets Guidebook Page 4

elements to reduce vehicle miles traveled, and support training for addressing
complete streets concepts locally.

Implementation and Training Opportunities

In order to support implementation of the Monterey Bay Area Complete Streets
Guidebook, RTC and other regional transportation planning agency staff would like
to provide opportunities for project sponsors and committee members to exchange
ideas and learn about techniques and skills that support implementation of
complete streets. Staff expects to coordinate two or three training opportunities.
RTC staff requests that the Elderly and Disabled Transportation Advisory
Committee provide input on training topics. Staff is considering the following
presentations and workshops:

1.

How to use the Monterey Bay Area Complete Streets Guidebook: Detailed
discussion about resources provided in the Monterey Bay Area Complete
Guidebook

. Laying the Foundation for Complete Streets: Focus on building a common

understanding of Complete Streets, examine several types of successful
Complete Streets policies and best practices

. Engineering and Complete Streets Design: Engineer perspective on

implementation of complete street designs in California
Lesson Learned Implementing Complete Streets: Public works staff
perspective implementing complete streets designs in California

. Roundtable on Complete Streets: Local staff discussion about lessons

learned from implementing complete street designs locally

. Liability and Complete Streets: Perspective on standards, guidelines and

liability concerns associated with complete street design
“Neighborhood Shared Streets”: Opportunities and challenges associated
with implementing “Neighborhood Shared Streets”

. Presentations to City Councils regarding Monterey Bay Area Complete

Streets Guidebook

. Establish “*Monterey Bay Area Complete Streets Certification”: Local

program for public work and planning staff to become "“certified” in
complete streets design

Next Steps

August - RTC staff requests input from RTC Committees on the draft
guidebook.

August - RTC staff requests input from the public on the draft guidebook via
email notification.

September - RTC staff recommends the RTC adopt the Final Monterey Bay
Area Guidebook

September - AMBAG to accept Final Monterey Bay Area Guidebook and
incorporate into sustainable communities strategy
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Draft Monterey Bay Area Complete Streets Guidebook Page 5

e Fall/Winter - RTC staff works with project sponsors to provide training
opportunities to support implementation of the guidebook

e Ongoing - RTC staff works with local jurisdictions to adopt the guidebook, all
or in part, to support implementation of complete streets

SUMMARY

The Monterey Bay Area Complete Streets Guidebook is being developed as a
collaborative effort amongst the Santa Cruz County Regional Transportation
Commission, Transportation Agency for Monterey County, and the San Benito
Council of Governments, in coordination with the Association of Monterey Bay Area
Governments. The Monterey Bay Area Complete Street Guidebook identifies
strategies for transitioning auto-oriented streets into complete streets and guidance
for incorporating complete streets policies into circulation elements of local
jurisdictions’ general plans as required by AB1358. The Monterey Bay Area Draft
Guidebook is designed to be adopted in whole or in part by local and regional
agencies. Regional transportation planning agency staff expects to provide
opportunities for project sponsors and committee members to exchange ideas and
learn about application of techniques and skills related to complete streets. RTC
recommends that the Elderly and Disabled Transportation Advisory Committee
provide input on the Draft Monterey Bay Area Complete Streets Guidebook and
recommend that the RTC adopt the guidebook.

Attachments:
1. Draft Monterey Bay Area Complete Streets Guidebook

S:\RTP\2014\StaffReports\ITAC\20 13\ITAC0822\CompIeteStreetsGuidebook_DraftFinaI.docx
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TRANSPORTATION AGENCY FOR MONTEREY COUNTY, SANTA CRUZ COUNTY REGIONAL
TRANSPORTATION COMMISSION, SAN BENITO COUNTY COUNCIL OF GOVERNMENTS, IN
COORDINATION WITH THE ASSOCIATION OF MONTEREY BAY AREA GOVERNMENTS

MONTEREY BAY AREA
Complete Streets
Guidebook

DRAFT

7/30/2013

Funded through the Strategic Growth Council and completed in support of the Sustainable Communities
Strategy for the Monterey Bay Area including the counties of Monterey, Santa Cruz, and San Benito.



Contents

EXECUTIVE SUMMARY ....oiiitiieieiieeieiiete et eeeseeesteseesseastast e st esaesateesessesesenssaasenstaatansesee st entasssessenssansanseaseenees 2
INTRODUCTION ...ttt st re st e st sata st et s et e satesaeesagesasenase s se e samteseeaeraeasaeabesaseeasannsseansaanrasaseansen 2
PUFPOSE. ..ot e e rer et et e e e e tr e e s se s e e s se st s ee s r e s s s e e e s s e e e e sesmnae e e s aseeneaaanssesanssseaesanrenesenrsanesensnnnesnn 2
Goals of the Complete Streets GUIdEDOOK............coui it ere e eser e rr s eea e enee e 2

2 Yol e=4 £ 011 1o DO SRS SR USRS 3
What are COMPIETE STIEETS? ...coiiiiiiii et eieiieeieeerretsre e e et eraessree st e et e e s e s srneenseesse et eassnasnsassrrestsesssesssesas 4
Why COmMPIELE STFEETSY ...ttt ettt et et s ot s et e et e st e ae e st et ennsensnsaenseenrenns 4
How to Use the GUIAEDOOK .........coueiiiiiiie ettt st e et 7

F0s L] ¢4 ] o T OSSPSR 7
Chapter 1: GENERAL PLAN VISION, GOALS & POLICIES ........ccoterieteiririrnrenercreeneesreseeseserseeeesessesssesesseessans 8
BT ] Lo T o USRS 8
Sample Transportation Vision Stat@ment ...ttt e 9
GOAIS & POIICIES ...ttt e et e e e e s sa e et s et e e rme e st e st e s na e e s e amteamt e s e e aeesaneenraens 9
Chapter 2: COMPLETE STREET PERFORMANCE MEASURES...........c.oooimircenrreiinrenerereseeneessesneseneeeesneneeanens 9
Table 1 Complete Streets Performance MEASUIES .........ccccivririeiriiniinntiere et e 10
LEVEI Of SEIVICE ... ettt re e st e st e st s st e e et saee s et et e et e e neesaneenbenneennaan 11
Chapter 3: COMPLETE STREETS ACTION PLAN......ccciiiiiiieieeerereienteceererraresseeesnerneseaeseaneesesaesasessaenesssesasenes 12
Chapter 4: COMPLETE STREETS TYPES .......oooieiieiereeirtie i ete et eeeee e ester it eee st st e ses et e sesee e e eseesneeseeracansaeas 12
LaNA USE CONTEXL ...ttt sttt ettt et et e e et s e e s et e et e st e et e s e e s anesate e neaeneesubennsenenenen 12
COMPIEEE STIEET TYPES ... ureeeceiiieiirteecierecieeesreerestresareesteestaesstesesesesasneasnseaseanesssesssnsnsssseesssasssssnasssnessases 13
Figure 1 Complete Street Design Type and Functional Classification ..........ccococveiieicniencecccnnenenn, 13
Table 3 COMPIELE StrEEt TYPES ..ciccrieeurieiieirerer et st s te e e e e e ree et s e ee s st e renesassmnesnesasesasassseaaseesenenns 14
USEE NEEAS ...ttt ettt ettt et e ettt e et e s et e ar e st s e e e e ame e amtesmtesmmeaneesasesare e s aennesrenas 15
Table 4: ROQAWAY USEI NEEUS ......coicriieriirriiirrrieteiie st srtesresrecs e ssas e e s eataseennesnme s ssseseesaserasessseenseases 16

[T T=40] o T g ToTo o BN T = B 4 =T £ 17
Chapter 5: COMPLETE STREETS DESIGN .........coiioieieierieieece e steseeeieeseeseeeuseste st scesseeesseronenasesaeeneesessneans 18
PUIPOSE. ... ieieeeeeeteteeccrcrrereeese s sesa e s sanreeaeaeeseraaserrraeeaessrasnsaserasasansnnsmsenesesstaeaenratanesssesanssnsnteneesserersssrnranneres 18
EXCEOPTIONS ..vveeeerereiiriiirreereeeresieaeersserarreraeteseersosssnanaeesssossnsanssesssasasssnsaneresssesassrasanessrasssssssnsssasesssasssasanenaenes 18
DESIZN PIINCIPIES ..ttt e et e bt e b e ot e st e s ot et e st e nabenabeaeneeensenas 18
Factors Affecting DeSIEN........oicveiiriiciiiererires e e ree e srtae e e te s s e s aes e s e s sen e s eeretaseesssae e e ssreess s smearasasnnens 18

Complete Street TYPes Cross SECHIONS ......cccccivevciecieeecierce e e e st e s seea e s e s s e s staessseeseseessneeeaseneasnsasasens 21



I EEISECEIONS ..t ieeeettseeeee e et eeeeeettusseessesrstsassereessssssnsssstreesnssassssssetsressssnnssnsesesssnsnsnsesnernsasnnssesererennssnnne 29

UNIVErSal PEAESTIIAN ACCESS. . cuereerierirrrirreraeeietrreeresrareasseaassaeaseeseeessesaseessesansesaseessnesrseasnesseeasesssssencana 31
CHAPTER 6: SIX STEPS TO SUCCESSFULLY IMPLEMENTING COMPLETE STREETS PROJECTS ........cccvvnnnnne 38
Process for Planning and Designing Complete STreets .......ccoooviiiicciiiniceennccrencneren e rer e nee e 38

YD G (=T o B o o ol L3 OO 38
Step 1: Define the Existing and Future Land Use and Urban Design Context...........ccccrvvvvnnninennas 39
Step 2: Define the Existing and Future Transportation Context........ccocoeiiniiiniinnniinncnncnen 39
Step 3: Identify DefiCiENCIES ....c.coiciee e b s 39
Step 4: Describe FULUTE ODJECLIVES .......c.coeriieicecerccreee st n s 39

T VT I AT T =Y o I o Lot TN 39
Step 5: Recommend Street Type and Initial Cross-Section and Constraints...........ccooeveevenicniniinenens 40
Step 6: Describe Tradeoffs and Select Complete Street Type.......cccocrivmiiiiiniecnin e 40

X G i 1 S U0 USSP NN SN SN UT P 40
Monterey Bay Area Complete Streets ASSESSMENt .......c.coiciiiiiiiiiii it 41
Complete STreets INVENTOTY ...t e e s rae e s es 41
Complete Streets Project List ...ttt e s 41
Chapter 7: TRANSITIONING TO COMPLETE STREETS ......oocierierermecinire et sscestes s ssssssssnssse o 42
Complete Streets Transition Plan..........c.ccociirirr e e 42
ZONINE OFAINANCE REBVIBW.......veiiiiieierierie et e et ettt e e s r et e see s e esesenssbe s re st an e sbes b e bs e besbesansanseness 43
LOCAI AR PLANS......eieueieeiieieeieee ettt et s e e re e e s e nhe et e sersae e s b e et s b s s Rs s e e sE e s Rssn b a b s 43
Bicycle and Pedestrian PIans ...........oorireriiei et e b sb s 43
FUNing Complete SErEetS......cccvvecerie ettt as s san e 43
L (10T X VT4 Yo [ oY= Yo YU ol X3 O U US 44
Potential New FUNAING SOUICES ......cccuviiiieiiirieere et crcice e cstr et s sbr e s aas s r e s baen s 44
LOWET COSt INVESTMENTS ...coiiiiiiiiie ettt et st s s ber e s s bn s s s naas s e s e r e e s sannne s 45
Regional Complete Streets Phasing Plan......... ..ot 45
Chapter 8: Education, Encouragement, and Enforcement Programs.........c.ccocvvririnmineesinnensenincnnsecnnnn 46
o T Lot 1 1o o DO OO OO 46
LT3 N S N RS 47
WaATKING AUAIES. ...ttt et eb s st e e s sn e seE e b e st e b e s be e s b e eResaesananannensnannsan 47
VEIICIE COUR....ueiitieiieeeeeeiesei et st sa et s bt st et e e s e e s e e s e e eseesear e e e abe s an e st mness e e adeena s e et et e sansnbaens 47

[N G0 U1 113 € 1) 1 S S O oy 48



0T 0T o=1. (=] 11 Ut 48

Chapter 9: Talking about COMPIELE STFEETLS ......oovcieiericciirere ettt e e 49
Y [ 411 T 00 g Tot=] o & OSSP OPPIS 49
COMMUNILY VAIUE c..oeiieieieererinetiniie s seaeeccrene st reseresaeeesresassseesenereessbtsebesssasesssbaesansesnassasansssesasnnsinsns 49

What does improved GCCess MEANT........c.coiieeirreririernre e reeereerareserer e serer st e st e s ssassses e sba e nrnssesanesnes 49
What does economic benefit MEANT ..........coiciiiiiiiiiiiier i erereeressessrrrese s rrresesnresesne s e s snerresesneusenaas 50
WHY Care @aboUL SAfELY? .....cococivieieeiciriieeitieeiierrcecaceeaetre s seenesenesesstssesatsssnnesssae s sesssens srbeasstnessannsessns 50
WhY IS @QUILY IMPOTTANT? .ttt ettt n et s s e s bt st s ba s s b e be s e 50
How are the environment and complete streets related?............cccovcinniiciinini e 50
Addressing SPeCIfic USEr GrOUPS. ...c.ccvrirrireiriereicnrersrteseirer e snres i srs s s s b s raa e seanerenes 50
Consult the following fact sheets developed by Smart Growth American when addressing specific
user groups or topics. Smart Growth American offers the following fact sheets:........c.cccccverieneees 50
31 o1 o7 =4 ] o1 1 1Y 2O 51



APPENDICES

Appendix A — Complete Streets Needs Assessment Matrix
Appendix B- Sample Ordinance & Resolution Language
Appendix C- Sample Goals and Policies

Appendix D — Bicycle and Pedestrian Quality of Service Indicator
Appendix E- Complete Street Action Plan

Appendix F — Legal Standing of Street Manual

Appendix G- Land Use Place Type Matrix

Appendix H- Neighborhood Shared Street Quality Criteria
Appendix | - REMOVED

Appendix J- Project Development Checklist

Appendix K — Questions to Support Six-Step Process

Appendix L — Economic Framework for Evaluating Complete Streets

Draft Monterey Bay Area Complete Street Guidelines, July 2013



EXECUTIVE SUMMARY
To be developed.

INTRODUCTION

Purpose

The Monterey Bay Area Complete Streets Guidebook provides resources and procedures for developing
streets in the Monterey Bay Area that meet the needs of all users including non-drivers of all ages and
abilities. Although great strides have been made by local jurisdictions across the Monterey Bay Area to
provide adequate facilities for all roadway users, many streets are not “complete” in the Monterey Bay
Area due to lack of sufficient bicycle and pedestrian facilities. In recognizing that roadways have
primarily been designed to serve the automobile, this guidebook highlights bicycle and pedestrian
access as an essential design objective.

The policy guidance and recommendations herein may be adopted by jurisdictions to address the
following:

e Ensure future changes to roadways function well for all roadway users;

e Pursuant to the Strategic Growth Council grant, meet Sustainable Communities Strategies
requirements in state law.

e Comply with California Complete Streets legislation (AB 1358);

¢ Adopt a planning process in which all stakeholders considered;

e Reduce vehicle miles traveled and reach regional greenhouse gas targets pursuant to California
law (SB 375); and

e Achieve objectives identified in local Climate Action Plans.

Unlike many guidebooks, which may be more prescriptive, the Monterey Bay Area Complete Streets
Guidebook places greater emphasis on process and the importance of understanding the trade-offs
between different design considerations. Understanding these trade-offs is essential in the Monterey
Bay Area, where right-of-way constraints and limited funding are significant challenges. The planning
processes recommended by this guidebook will ensure that the resulting streets provide for the safety
and comfort of all users to the greatest extent possible.

Goals of the Complete Streets Guidebook
e Provide tools for transitioning streets to complete streets
e Improve safety, especially for the most vulnerable users
e Assist [someone] in understanding the impacts on communities of implementing complete
streets policies
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e Identify types of improvements needed to accommodate growth and address congestion in
areas of compact development

e Better integrate land use and transportation to reduce vehicle miles traveled

e Establish a collaborative process for integrating planning and designing streets

e Serve as a resource for implementing the California Complete Streets Act (AB1358)

Background .

The Monterey Bay Area Complete Streets Guidebook was developed to address complete streets on
local and regional scales. In 2011, the Association of Monterey Bay Area Governments (AMBAG), which
serves as the Metropolitan Planning Organization for the three county region of Monterey, Santa Cruz
and San Benito Counties, in coordination with the three Regional Transportation Planning Agencies
(RTPASs) in each county, received a grant from the Strategic Growth Council to conduct a complete
streets needs assessment and develop a complete streets guidebook specific to the Monterey Bay Area.
In addition to addressing regional complete streets issues, the Guidebook is a tool to help jurisdictions
meet State complete streets requirements. The California Complete Streets Act (AB 1358}, passed in
2008, requires that any major revision of a jurisdiction’s General Plan include modification to the
circulation element to “plan for a balanced, multimodal transportation network that meets the needs of
all users of streets, roads and highways” (California Government Code section 65302(b)(2)). Several
jurisdictions in Santa Cruz, Monterey and San Benito Counties currently meet this requirement but many
do not.

Many local jurisdictions in the Monterey Bay Area have made significant investments in bicycle and
pedestrian infrastructure during the past two decades in an effort to serve a larger and more diverse
group of roadway users. Particularly in the northern reaches and coastal areas of the region, projects
are constrained by right of ways surrounded by established communities, often times not which do not
allow for the full spread of desired uses to the maximum extent. As a result, project sponsors have
historically approach a project from the perspective of maintaining the existing function first and adding
making bicycle and pedestrian improvements where space and funding allow. The result has been a
considerable improvement in the bicycle network and pedestrian facilities.

The Complete Streets Guidebook will benefit the entire region by encouraging bicycle, pedestrian and
transit usage, hence reducing congestion and greenhouse gas emissions. The Metropolitan
Transportation Plan is prepared by AMBAG in cooperation with the RTPAs to plan for the long-range
transportation needs of the region over the next 25 years. Pursuant to California Senate Bill 375, the
plan incorporates a Sustainable Communities Strategy and a transportation and land use strategy that
will achieve regional greenhouse gas emissions reduction targets established by California Air Resources
Board. The regional targets are: a 0% increase in greenhouse gas emissions by 2020 and a 5% reduction
from 2005 greenhouse gas levels by 2035. Implementation of complete streets projects will contribute
to reductions in greenhouse gas emissions by providing safe, convenient alternatives to driving.

The Monterey Bay Area Complete Streets Guidebook builds on best practices from across the nation.
The policies, processes and design treatments included in the Monterey Bay Area Complete Streets
Guidebook have been vetted, refined, and approved by experts, planners, advocates and policy makers
nationally and locally. The materials included in the Monterey Bay Area Complete Streets Guidebook
include references from similar documents such as the Charolette Department of Transportation Urban
Design Guidelines, the Manual for Living Streets developed by the County of Los Angeles, the Smart
Growth America Best Complete Streets Policy, and Caltrans Complete Streets Action Plan.
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What are Complete Streets?

Compilete streets are roadways designed to safely and comfortably accommodate all users, including,
but not limited to motorists, cyclists, pedestrians, transit and school bus riders, delivery and service
personnel, freight haulers, and emergency responders. Complete streets accommodate people of all
ages and abilities. Complete streets expand transportation choices by making walking, bicycling, and
public transportation more convenient and safe. This includes consideration of varying levels of
tolerance for traffic stress when choosing a transportation mode, particularly as it relates to bicycling.

This Guidebook does not prescribe “one size fits all” facilities and complete streets facilities should look
different depending on the surrounding land use context and user needs. Each street in a complete
streets network is designed to provide safe accommodation for the various intended users. This does
not mean all streets must be designed to equally support all users. Instead, a diverse palette of street
design options that consider the location, land uses, and multimodal transportation volumes should be
considered.

Why Complete Streets?

More and more complete streets are being developed across California as decision-makers realize the
value they add to their communities. Complete Streets projects address user needs across multiple
modes, and provide numerous individual and community-wide benefits; although tradeoffs between
modes are often required in areas where there are right of way and funding constraints.

Improving access to goods and services has long been an important transportation goal and has guided
transportation policy, facility design and measures of success. Historically the focus has been on
accessibility for motorists and goods and services. Concentrating all efforts on one mode of
transportation addresses the needs of only a portion of roadway users. Complete streets can more fully
improve a transportation network by increasing accessibility and mobility for non-motorized modes and
addressing trade-offs between modes.

User Needs

The need for diverse transportation systems has existed among non-drivers for many years. In recent
years there has been an increasing demand for alternatives to the car from individuals who historically
have chosen to drive. Young people in particular are opting to ride the bus, bicycle and walk in greater
numbers and fewer young people have driver’s licenses or own automobiles than previous generations.

The number of older, low-income and disabled non-drivers is also increasing, as is the need for
alternative ways to get around. An aging population may mean higher demand for public transit and in
particular, paratransit. Restructuring existing transportation systems to address special needs can
benefit not only the users of the system but also the service provider. Monterey-Salinas Transit, for
example, has started a senior shuttle service in the Carmel Valley Area to begin meeting this new
demand. The smaller senior shuttle vehicles allow for increased route flexibility and lower fuel demand,
which benefits both transit riders and Monterey-Salinas Transit.
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Today, the majority of Monterey Bay Area residents use an automobile as their primary mode of
transport. Congestion, followed by safety, are the two greatest problems for automobile drivers. Like
other transportation investments, complete streets may impact local automobile congestion,
automobile access, traffic patterns in neighborhoods, and parking. Potential impacts are dependent on
the local context , application and design timeframe. The impacts on congestion must be considered in
the discussion of tradeoffs between modes as it relates to complete streets planning and design.

Cost-Effectiveness

Complete streets can be affordable to users and implementing agencies. The cost of transportation is
increasing relative to fuel prices. For many American households the cost of car ownership is the second
largest monthly expense after housing. Households that are dependent upon daily automobile use
spend more income on transportation and have less disposable income (See Figure 1). Rising
transportation expenses have a negative effect on the local economy and particularly on low income
individuals with limited mobility many of whom are seniors and those under eighteen. In the face of
rising automotive transportation costs, complete streets provide more affordable transportation options
such as riding the bus, bicycling and walking.

Location Efficient Average American Auto Dependant
Environment Family Exurbs

e
43% |+-:3.if=':5ﬂ
Income
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Figure 1: U.S. Department of Transportation

When it comes to implementing complete streets, jurisdictions can incorporate complete streets
elements into currently planned projects by incorporating them in the early design stage. A cost-
effective way to develop complete streets projects is to re-evaluate pending roadway projects and
identify opportunities to accommodate additional users within the existing right-or-way. For example, a
standard resurfacing/restriping project could be modified to undergo a road diet or provide striping for
bicycles at intersections. A road diet reduces the number of travel lanes, typically from four to two and
adds a center left-turn lane and bicycle lanes or bicycle lanes and a sidewalk. This type of project can
benefit all users of the roadway — providing a smoother road for drivers, a dedicated space for bicyclists
and greater separation between automobile traffic and pedestrians on sidewalks. Striping for bicycles at
intersections delineates where bicyclists and motorists where bicyclists are expected to be located. The
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effectiveness of these design features should be evaluated at the same time as the potential impacts to
automobile congestion, automobile access, traffic patterns, and parking.

Four Motor Lanes without Bike Lanes Three Motor Lanes with Bike Lanes

L

Figure 2: Road Diet Before and After {nozziwalkablestreets.com)

Benefits

Complete Streets can provide the following benefits:

Draft Monterey Bay Area Complete Street Guidebook, July 2013

Transportation Equity - Different travelers may expect varying accommodations by a street. A
street design that works well for a motorist may not work well for a pedestrian or a bicyclist.
People experiencing poverty or language barriers, people of color, older adults, youth, people
with disabilities and other groups with limited or no access to a vehicle tend to experience a
disproportionately small share of benefits from transportation investments focused on
motorists. Complete street design recognizes bicycle, pedestrian and transit facilities and
primary design objectives.

Safe, Convenient and Attractive Travel Choices - Surveys throughout the Monterey Bay Area
indicate residents desire to have a greater number of transportation choices. Typically, the
primary reason given for not using non-motorized transport is safety concerns. Complete street
design emphasizes safe and convenient travel choices for all modes.

Reduced Traffic Congestion - Increasingly more people are choosing not to drive and some are
moving into cities where there are more transportation options. Complete streets can provide
attractive choices for individuals who desire an alternative to automobile; thereby relieving
some pressure on automobile traffic.

Increased Roadway Capacity — While populations continue to grow constraints such as
environmental, physical and cost limit the opportunity to increase roadway capacity with more
travel lanes. Complete streets can accommodate more people if they travel by bus, bicycle or on
foot, instead of by car.

Healthy Communities, Economy and Environment — There is a correlation between a diversified
transportation network and healthier communities, and a stronger economy and a cleaner
environment. By encouraging active transportation such as walking and cycling, complete



streets can result in improved health for residents. Reduced GHG and criteria pollutant
emissions may result in reduced incidence of respiratory disease. These factors have the
potential to keep the local workforce healthier and more productive.

Improved Access for People with Disabilities - Individuals with disabilities are more likely to use
the sidewalk network and take transit.Yet, roadways are often difficult to navigate for people
who use wheelchairs, have diminished vision, can’t hear well, or for people who move
slowly.Complete streets policies can have the effect of removing barriers to independent travel
by designing facilities to meet the needs of all users. ("Fact Sheet: Complete Streets -People
with Disabilities", July 2013)

Reinvestment in the Local Economy — Improved complete streets will incentivize non-
automotive modes of travel which are less expensive than driving and vehicle ownership. By
reducing vehicle related expenses for commuters, they will have discretionary incomes which
can be invested locally.

All of the possible benefits derived from complete streets investments must be evaluated in the context
of how it affects the transportation network as a whole and the tradeoffs between alternative
investments.

How to Use the Guidebook
Interested parties may use the Guidebook in whole or in part to address the following:

1. Review six steps to successfully implementing Complete Streets: addressing complete streets
from planning and design to implementation (Chapter 1: Projects and Implementation, Chapter
2: Transitioning to Complete Streets)

2. Incorporate Complete Streets into community plans (Chapter 1: Vision , Goals and Policy)

3. Measure the effectiveness of complete streets policy (Chapter 2: Performance Measures &
Targets)

4. Provide a context for how Complete Streets can affect current systems and procedures (Chapter
3: Complete Streets Action Plan)

5. Develop projects based on land use context and street functional classifications (Chapter 4:
Complete Street Types)

6. Design treatments for complete streets (Chapter 5: Design Treatments)

7. Learn about programs that enhance or are improved by complete streets projects (Chapter 8:
Education, Enforcement and Encouragement)

8. Communicate the benefits of complete streets and engage the community (Chapter 9: Talking
about Complete Streets)

Adoption

This guidebook is suitable for full or partial adoption by local and regional agencies to guide the planning
and design of streets. Adoption of this guidebook represents an agency’s commitment to incorporate
complete streets into policy, project evaluation, design, implementation, training, and public
involvement. Jurisdictions may also adopt a complete streets ordinance or resolution that references
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the Monterey Bay Area Complete Streets Guidebook. Sample ordinance and resolution language can be
found in Appendix B.

It is recommended that local and regional agencies that adopt or use this guidebook should:

e Review their approach to street design through all stages of the process, from advanced
planning through preliminary design and construction;

e Update existing design manuals and training materials to address complete streets concepts;

e Incorporate a comprehensive range of policies which address complete streets in the general
plan or regional plan;

e Support training for planners and engineers in complete street concepts and design
considerations; and

e Conduct ongoing public outreach as complete streets features are incorporated into projects to
receive feedback from the community about effectiveness.

Adoption of the guidebook, in whole or in part, is a necessary first step in ensuring complete streets are
consistently developed in the Monterey Bay Area. Agencies may have to take additional steps and
modify their internal processes in order to fully and successfully implement the guidebook. Tools to
assist local jurisdictions in these tasks can be found throughout this guidebook.

Chapter 1: GENERAL PLAN VISION, GOALS & POLICIES

This chapter of the Monterey Bay Area Complete Streets Guidebook provides suggestions as to how
communities can meet requirements of the Complete Streets Act by incorporating complete streets
policies into general plans. Although the California Complete Streets Act requires complete streets
policies only in the circulation element, the most effective policies are present or supported in more
than one element of the general plan.

Guidance for developing a vision statement and circulation element and land use element goals are
provided in this chapter and in Appendix C.

Vision

The vision statement of a general plan encapsulates community values and desires and provides
inspiration for goals and policies. Developing a vision statement that considers complete streets is often
a precursor to adopting complete street goals and policies. A vision statement may be included in the
circulation element of the general plan focusing entirely on the community’s vision, or may appear at
the beginning of the circulation element. Vision statements are generally developed through a
consensus-driven, collaborative community engagement process. When developing a vision statement
the following questions should be considered:

e What are the benefits of adopting a Complete Streets policy in our community?
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e What reason for adoption (such as health, safety or providing transportation choice) will
consistently rally support from the community, its transportation professionals and its leaders?
e  What is our vision for Complete Streets?

The model vision language below is provided to offer an example of a detailed vision statement and
demonstrate the range of goals that can be considered in setting out a statement.

Sample Transportation Vision Statement
The community of [Jurisdiction] envisions a safe, balanced and environmentally-sensitive multi-modal

transportation system that supports greater social interaction, facilitates the movement of people and
goods, and encourages active living, mobility independence, and convenient access to goods and
services for all users including but not limited to pedestrians, bicyclists, children, seniors, persons with
disabilities, motorists, movers of commercial goods and transit.

Goals & Policies

Communities may include the entire sample complete streets policy in the general plan circulation
element as a complete policy package, or may selectively adopt specific objectives or policies.
Communities are encouraged to tailor the policy and implementation measures to local needs,
concerns, and conditions, and to identify the local agency or department responsible for
implementation. Most circulation elements already include goals, objectives, and policies addressing the
needs of motorists and movers of commercial goods, so the suggested complete streets goals and
policies focus on other types of users.

Sample general plan goals and policies are included as in Appendix C to this Guidebook.

Chapter 2: COMPLETE STREET PERFORMANCE MEASURES

Performance measurement is an important tool in the implementation of complete streets.
Performance measures can inform planners, decision makers and public how effective complete streets
policies and projects are at reaching community goals. Performance measures are particularly important
in today’s environment where there is strong competition for limited transportation funds. In grant
funded projects, results must be demonstrated using performance measures.

The Complete Streets Guidebook provides a list of relevant performance measures for evaluating the
effectiveness of complete street policies and projects. The suggested performance measures may be
used in several different ways to facilitate the implementation of complete streets policies. First,
performance measures can be used for needs assessment to identify problems in the system and to
assess their relative severity. Second, performance measures can be used to rank projects for funding in
the programming process. Third, performance measures can be used in impact assessments. In this
application, the probable impact of a proposed development project on the performance of the street
system is projected, and the result is used as the basis for impact fees or other exactions, such as
requirements to provide bicycle and pedestrian facilities. Fourth, performance measures can be used to
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evaluate the effects of a policy or project on the performance of the system and to assess whether it
achieved its goal. (McCann, Rynne. 2010, p. 54-55)

Table 1 lists performance measures that can be used to gauge the effectiveness of five complete streets
policy objectives (safety, health, access, economic benefit and equity). These suggested performance
measures support the goals of the Metropolitan Transportation Plan and the Regional Transportation
Plans for Monterey, Santa Cruz and San Benito Counties.

Reduce collisions involving bicycles and

= I = —

Collisions, Statewide Integrated Traffic

Safety pedestrians Records System
Number of bicycle routes on low speed
streets; speed limits on roadways used
Improve speed suitability through street design by bicycles and pedestrians
Number of traffic calming plans adopted
Increase the number of local traffic calming plans by local jurisdictions
Law enforcement citation data
Decrease jaywalking, reckless behavior or Pedestrian and bicycle observation
missing helmet (if under 18 years) surveys
Reduce the number of bicycle and pedestrian Number of bicycle and pedestrian
hazards facilities repaired
Increase the percent of people who walk, bike American Community Survey or local
Health and take transit survey
Increase the number of students walking, Bicycle and pedestrian counts and
bicycling or taking transit to school surveys
Increase the number of events that promote Number of events held that promote
alternative transportation use of alternative transportation
Increase number of households within 1/4 mile Geographic Information Systems,
Access of transit stop Census Data
Increase the percent of people who walk, bike
and take transit American Community Survey
Increase transit headways on high quality transit
corridors Transit Agency
Improve the quality of walk, bike, and transit Multimodal Level Of Service or Quality
trips of Service
Increase the % of population within a 30 minute  GIS Street Network and Place Type
walk, bike or transit trip of key destinations Designations
Economic To be determined after Economic Framework
Benefit Analysis for Complete Streets is done
Increase the number of improvements
completed near key destinations for GIS Project Location and Key
transportation disadvantaged populations such Destinations for Transportation
Equity as near schools, hospitals, transit stops Disadvantaged, Census Data
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Level of Service

The traditional performance measure for street design is Level of Service (LOS). A methodology for
calculating Level of Service can be found in the current version of the Highway Capacity Manual (HCM)
published by the Transportation Research Board. This measure, in all its forms, is a function of the ratio
of the number of cars on a road to the road’s carrying capacity, and is expressed by assumed delay for
each vehicle. Historically, it has been used to calculate how much road capacity is heeded to serve a
given volume of vehicles, and it is directly tied to the goal of reducing automobile congestion and delay.
In most common use, LOS is reported on an A through F scale, with LOS A representing free-flowing
automobile traffic, and F representing complete congestion. Although it has the advantage of being
highly standardized and widely used, traditional vehicular LOS measurement does not account for all
users of a roadway nor tradeoffs between different modes. This results in facility design based solely on
the needs of automobile users often at the expense of others.

The revised version of the Highway Capacity Manual, adopted in 2010, includes methods (referred to as
Multimodal LOS), for measuring the quality of travel for bicyclists and pedestrians, including comfort
and sense of safety. In the absence of establish standards, communities have been developing their own
methods for measuring LOS for bicycles, pedestrians, and transit. In general, bicycle, pedestrian, and
transit levels of service tend to be more complex to measure than vehicle LOS.

One of the common concerns with using Multimodal Level of Service is that it requires a substantial
amount of data that may not be regularly or reliably collected. If data does not exist for the study area,
new data must be collected in order to utilize this performance measure, which can be time intensive
and expensive. Some communities are not pursuing new LOS measures, but instead are choosing more
qualitative measures of success. The Santa Cruz County Regional Transportation Commission recently
tested a Quality of Service (QOS) measure to evaluate how transportation investments affected the
quality and convenience of bicycle, pedestrian and transit trips (Appendix D). The performance
measures recommended in Table 1 provide a range of options for evaluating the effectiveness of
complete streets policies and projects while recognizing limited data and resources available to project
sponsors.
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Chapter 3: COMPLETE STREETS ACTION PLAN

Successful implementation of complete streets requires collaboration amongst several departments and
stakeholders at the policy, planning, project delivery and maintenance and operations levels. The Action
Plan of the guidebook outlines the requirements for coordinating inter-departmental tasks. A key
component of the Action Plan involves updating training practices for planners, civil and traffic
engineers, project managers, plan reviews, inspectors and other personnel responsible for design and
construction of streets to integrate complete streets. A sample Action Pian is included as Appendix E to
the Guidebook, which integrates complete streets into every step of community development in a way
that can be tailored to the needs of each jurisdiction. For example, instructions and training could be
instituted for maintenance crews to assure their work complies with complete streets policies.
Resources for updating specific manuals are also provided in Appendix E.

Legal Standing of Street Manual
Local jurisdictions generally follow certain established standards for designing streets. Confusion can

exist as to which standards to follow, what is merely guidance, when jurisdictions can adopt their own
standards, and when they can use designs that differ from state standards. It is critical for cities and
counties to understand how adopting the Complete Streets Guidebook in part or in whole meshes with
other standards and guides Appendix F discusses the myriad of accepted design documents and is based
on the Los Angeles County Model for Living Streets Design Manual discussion of design documents..

Chapter 4: COMPLETE STREETS TYPES

Complete streets are context sensitive. The intent of this chapter is to provide information on how to
match relevant street elements to the existing or desired land uses along the street and the roadway
users. This chapter includes a description of complete street types to provide project sponsors with a
template for roadway designs that serves all users and prioritizes modes based on the land use and
transportation context.

Land Use Context

Place types developed by AMBAG in coordination with local jurisdictions are used in this Guidebook to
describe the complete streets land use context. These place types were established during the
development of the Sustainable Communities Strategy to create common classifications for similar land
uses across the Monterey Bay Area.

Place types consider land use characteristics (ex// urban, town, neighborhood, suburban, and rural) as
well as use (ex// residential, commercial, institutional). Each place type creates a distinct context for
land use and transportation investments. Applying place types can help the guidebook user identify
Complete Street features that fit the land uses being considered. A detailed description of place types
adopted by AMBAG for use in developing the Sustainable Communities Strategy is included in Appendix
G.
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Complete Street Types

The complete streets types take into consideration various user perspectives and the surrounding land
use context in addition to the street function. The complete streets types described in this chapter serve
as a tool for linking street functional classifications and land uses. Figure 1 demonstrates how complete
streets types relate to traditional functional classifications.

Figure 1 Complete Street Design Type and Functional Classification

Street Design Type
Main Street Avenue Boulevard Parkway Freeway
Local/Subdivision Rural Road
Street
Local
Fun
Pedestrian/Bicycle- Auto/Truck-

Oriented Oriented

Table 3 lists complete street types and provides a description of the transportation and land use
attributes associated with each type. The land use place types developed through the Sustainable
Communities Strategy planning process (Appendix G) that are associated with the complete street types
are also listed. Descriptions of complete street types indicate which type of complete streets elements
should augment each place type, and indicate how different modes may be prioritized for each
placetype. Both the land use place type and complete street types should be identified early on in the
process of planning and designing streets. Cross sections for each complete street type are included in
Chapter 5 Complete Streets Design. Cross sections for complete streets types are based on the Charlotte
Department of Transportation: Urban Street Design Guidelines, 2007.

For specific design treatments for each zone see Chapter 5 Complete Street Design.
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Table 3 Complete Street Types

COMPLETE STREET TYPES
SEGMENT TRANSPORTATION & LAND
TYPE USE DESCRIPTION USER PRIORITIZATION LAND USE PLACE TYPES EXAMPLES
Pedestrian-oriented 1.  Pedestrians Alvarado Street (Monterey);
“destination” streets; land 2. Bicyclists Ocean Ave (Carmel); Pacific Ave
uses:; mixed-use, 3. Transit (Santa Cruz); Main St (Salinas)
commercial, entertainment, 4.  Autos/Trucks

Main Streets

office, civic; short blocks,
grid street pattern; can be
used as a flexible space for
community events
(ex.farmers markets)

Special accommodations
for delivery trucks

Urban Commercial; Urban
Mixed-Use; Town
Commercial; Town Mixed-
Use; Rural-Town Commercial;
Institutional

Bicycle and transit-oriented
streets connect
neighborhoods to job
centers and commercial
areas. Higher speeds than
main streets; land uses:
diverse mix of land uses
including but not limited to
residential, schools, parks,

wn e

4.

Bicyclists
Pedestrians
Transit
Autos/Trucks

Special accommodations
for pedestrians (children
and seniors} at crossings

Urban Multi-Family
Residential; Multi-Family
Residential; Neighborhood
Commercial; Town Multi-
Family Residential; Town

Sloat Ave (Monterey); California
St (Santa Cruz)

Avenues neighborhood commercial Mixed-Use; Institutional;
{collector) and commercial Open Space/Recreation
1.  Transit Multi-Family Residential; Munras Ave (Monterey); Capitola
2. Autos/Trucks Neighborhood Commercial; Rd (Live Oak/CapitolaBranciforte
Higher speeds and volumes 3.  Bicyclists Regional Commercial; Ave (Santa Cruz)
of automobile traffic than 4.  Pedestrians Employment Center;
Boulevards avenues, but more Neighborhood Mixed-Use;
{minor pedestrian and bicycle- Institutional; Open
arterials) friendly than parkways Space/Recreation
Auto-oriented designed to 1.  Autos/Trucks Imjin Parkway/Rd (Marina);
move high volumes of 2. Transit (BRT/Rail) Soquel Drive (Aptos); Canyon Del
vehicular traffic quickly; land 3. Bicyclists Rey {Del Rey Oaks); Ocean Street
uses: major destinations 4.  Pedestrians Regional Commercial; (Santa Cruz)
Parkways such as regional commercial, Employment Center; Airport;
(major academic institutions and Institutional; Open
arterials) visitor-serving uses Space/Recreation
1. Pedestrians Urban Single-Family Cayuga (Santa Cruz); Riverview
2. Bicyclists Residential; Urban Multi- Drive, Capitola; San Miguel Ave,
3. Autos/Trucks Family Residential; Urban Salinas;
Low-speed and low-traffic 4,  Transit Mixed-Use; Single-Family
volume shared streets Residential; Multi-Family
{bicycle, pedestrian & auto) Residential; Town Single-
with on-street parking; land Family Residential; Town
uses primarily residential, Multi-Family Residential;
neighborhood commercial, Rural Town Residential;
office, mixed-use, schools Institutional; Open
Local Streets and parks Space/Recreation
1. Autos/Trucks Corralitos Road (Santa Cruz);
2. Transit West Beach St, Santa Cruz
3.  Special County; Old Stage Rd, Monterey
accommodations Agriculture and Rural County;
Mostly auto-oriented with for school buses Residential; Exurban
few bicycle facilities for Bicyclists Residential; Industrial and
agricultural workers and 4. Pedestrians Manufacturing; Open
Rural Roads long-distance cyclists Space/Recreation
1.  Autos 0Old San Jose Road (Santa Cruz);
2. Bicyclists Sunset Drive, Pacific Grove; San
3. Pedestrians Andreas Rd, La Selva Beach;
Mostly auto-oriented with 4.  Transit Exurban Residential; Carmel Valley Rd, Monterey
bicycle facilities, some 5.  Accommodations Agriculture and Rural County;
pedestrian facilities and for recreational Residential; Open’

Scenic Roads

access to natural resources

cyclists and hikers

Space/Recreation
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User Needs
New roads and road improvements should be designed to provide safe and convenient routes for all
applicable users and purposes including, but not limited to:

e Pedestrians (all ages and abilities)

e Bicyclists (all ages and abilities)

e Transit (riders and operators)

o Motorists

e Commercial/agricultural large vehicle drivers
e Commuters

e Tourists

e Active/recreational users

e Emergency responders

Each user group has different needs and group-specific priorities for any given roadway. These needs
and priorities should be considered when designing or rehabilitating a roadway in order to
accommodate all users. Table 4 illustrates the needs specific to each user group and examples of
design solutions. One of the greatest challenges of planning for and designing complete streets is
balancing the often conflicting needs of different roadway usersin a limited space For example,
motorists generally want uninterrupted quick travel, wide lanes and large turning radii whereas
pedestrians prefer to travel along streets with low volumes of slow traffic, small turning radii and
frequent crossings.

Levels of Traffic Stress- Low Stress Users

Within each roadway user group are individuals with varying abilities and levels of experience. Ability
and experience both factor into how comfortable an individual is travelling by a certain mode or on
different types of transportation facilities. User ability, experience, comfort, and traffic stress tolerance
should be taken into consideration with designing complete streets. Research focused on bicycling has
shown that roadway users have varying levels of tolerance for traffic stress. For instance, adults who
commute by bicycle to work are more likely to feel comfortable riding in a bike lane on a busy street
next to fast moving motor vehicles than those who have less experience bike riding or are unfamiliar
with the street network. Traffic stress may include a combination of perceived danger and other
stresses such as noise and exhaust fumes associated with motor traffic. Several recent research efforts,
including those at the Mineta Transportation Institute, have classified streets according to the stress
they impose on cyclists. Although some of the classifications for Level of Traffic Stress vary, the general
concepts are the same. Roads with the lowest level of traffic stress can be accepted by most children
(who are less capable of negotiating traffic and more prone to irrational and sudden movements), and
the highest level of stress is tolerated by advanced cyclists whose skill enables them to share road with
motor traffic. In order to accommodate the majority of roadway users, complete street design should
strive to create routes and features that support “low stress users”.
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Table 4: Roadway User Needs

USER GROUP

PROBLEMS ENCOUNTERED

DESIGN SOLUTIONS/APPLICATIONS

Pedestrians —
Commuters/Residents

Crossing delayed, few crossings, little
separation from moving vehicles, high
traffic volumes, few access points to
destination, inadequate ADA access,
little/no shade or shelter, poorly-lit
walkways and crossings, slippery
surface materials, obstructed routes,
inefficient drainage, indirect routes

Pedestrian signal actuation and adequate
crossing time, traffic calming, continuous
sidewalk network, short blocks, ample width,
planting strip/on-street parking, ADA ramps,
street trees and pedestrian-scale
lightingappropriately designed storm drains

Pedestrians — Seniors,
disabled and children

Small gaps in traffic, long crossing
distances, few crossings , inadequate
ADA access, shade or shelter, poorly-
lit walkways and crossings, slippery
surface materials, obstructed routes,
inefficient drainage

Adequate crossing time at signalized
intersections, curb extensions, high-contrast
markings, two-stage actuated crossings,
medians, audible countdown pedestrian phase
(signalized) and ADA ramps, street trees,
pedestrian-scale lighting

Pedestrians -
Visitors/Tourists

Few/no pedestrian destinations,
limited/no way-finding, unmarked
crossings, narrow sidewalks, little/no
shade or shelter, few/no pedestrian
amenities, poorly-lit walkways and
crossings

Pedestrian plaza, way-finding signage, high-
contrast marked crossings, wide sidewalks, on-
street parking, street trees, outdoor seating,
public art, public toilets, pedestrian-scale
lighting

Bicyclists — Intermediate to
Advanced; Commuters

Little separation from motorized
vehicles (moving and/or parked),
indirect routes/limited access to job
centers, shopping and major
destinations, bicycle detection at
few/no signalized intersections,
insufficient short-term and long-term
bicycle parking, few/no commuter
facilities

On-road facilities { Class Il lanes/Class lll shared
roadway), well-connected bikeway network,
marked bicycle detection, bicycle racks and
covered/indoor bicycle parking, public or
employer-provided shower facilities,

Bicyclists — Novice; Children

Little separation from motor vehicle
traffic, disjointed/incomplete bikeway
network, narrow right-of-way,
insufficient/no bicycle parking

Off-road facilities (Class | paths), complete
bikeway network, bicycle racks, marked bike
detection

Bicyclists —
Recreational/Touring

Little separation from motorized
vehicles, insufficient/no way-finding

Wide paved shoulders, way-finding signage and
distance markers, bike racks

Transit — Riders

Limited access to and from transit
stop, poorly-lit stop, poor visibility,
no/insufficient transit route and
schedule information, no/insufficient
seating, no/insufficient shelter,
no/small buffer from moving traffic

Marked pedestrian crossing, curb extensions,
ADA ramps, pedestrian-scale lighting, transit
shelter facing out to street, real-time traveler
information, transit shelter/station

Transit - Operators

Limited space to operate transit
vehicles, numerous conflicts, long
delays

Large turning radius, wide travel lanes, generous
merging distance, signal prioritization, street
furniture setback from curb

Table 4: Roadway User Needs (con’t)

USER GROUP

PROBLEMS ENCOUNTERED

DESIGN SOLUTIONS/APPLICATIONS

Motorists ~ Commuters

Travel delays, multiple conflict points
at intersections and unsafe and
inconsistent facilities

Signal optimization/coordination, adding
through or turn lanes, roundabouts, medians,
bus pullouts to reduce delay caused by transit
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Motorists — Seniors

Muitiple conflicts, unsafe and
inconsistent facilities, bumpy
roads/potholes, insufficient/short
sight distance, minimal space to
maneuver

Advanced warning signage/striping, regular road
maintenance, no speed bumps, limited foliage,
large turning radius, wide travel lanes

Motorists — Tourists

Insufficient/no way-finding, limited
parking, limited/no transit access,
no/obstructed scenic vistas

Way-finding signage to destinations (including
transit and parking), on-street parking, traveler
information at transit stops, protected view
sheds

Large
Commercial/Agricultural
Vehicles

Insufficient space to maneuver, long
delays, limited access to intermodal
connectors, limited parking

Wide travel lanes, large turning radius, signal
optimization along truck routes, truck parking
and rest areas

Emergency Access

Insufficient width to maneuver
emergency vehicles, long delays

Wide and unobstructed travel lanes large(i.e.
speed bumps), turn radius, signal preemption

Neighborhood Shared Streets

Neighborhood shared streets, or “greenways”, can be an important characteristic of the complete street
network. Neighborhood shared streets are located on local streets and emphasize slow speeds and
lower volumes. To achieve lower speeds and volumes, neighborhood shared streets employ some or all
of the following features:

e Traffic calming features to slow vehicle speeds

e Pavement markings that signal drivers and bicyclists to share the road and show where
pedestrians should cross

e Bicycle and pedestrian scale way finding signs to provide information about nearby amenities,
such as business districts and parks

o Partial street closures that limit the number of vehicles on the

e Public spaces and amenities to encourage pedestrian and bicycle activity.

A list of Quality Criteria (Appendix H) for greenways has been developed by the City of Seattle and is
included in this packet for use by project sponsors to evaluate greenway designs and locations and to
facilitate public dialogue about greenways.
(http://issuu.com/neighborhoodgreenwayssea/docs/neighborhoodgreeways toolkit final)

Neighborhood shared streets may be a helpful tool for developing “low stress” routes for bicyclists and
pedestrians in the Monterey Bay Area. Neighborhood shared streets are often less costly than dedicated
bicycle and pedestrian facilities, which also serve “low stress” users. Like other types of complete street
type investments, impacts of neighborhood shared streets, particularly the potential for diverting traffic
to nearby neighborhood streets, should be evaluated as part of the discussion about tradeoffs. See the
discussion regarding low stress users under Levels of Traffic Stress-Low Stress Users earlier in this
chapter.

Draft Monterey Bay Area Complete Street Guidebook, July 2013 17



Chapter 5: COMPLETE STREETS DESIGN

Purpose

The Monterey Bay Area Complete Street Guidebook provides examples of various street features to be
considered when designing complete street facilities, so that they are utilized in the appropriate places.
The design features herein are reviewed by Complete Street Type (i.e. Main Streets, Avenues, Local
Streets, etc...) and by user zones (i.e. pedestrian, bicycle, street furniture, parking, etc...). Much of the
content of this chapter has been adapted or borrowed from the Los Angeles County Model Design
Manual for Living Streets.

Exceptions

The design elements and engineering best practices described in this chapter may not be appropriate for
use in all jurisdictions. Local policy must be adhered to and engineering judgment applied; for example,
the City of Monterey restricts the use of speed bumps/humps and uses other methods and measures to
calm traffic.

Design Principles

e Design to provide safe and convenient routes for all users. Street design should accommodate
all users of the street, including pedestrians, bicyclists, transit users, automobiles, and
commercial vehicles. A well-designed traveled way provides appropriate space for all street
users to coexist.

e Design using the appropriate speed for the surrounding context. The right design speed should
respect the desired role and purposeof the street, including the type and intensity of land use,
urban form, the desired activities on the sidewalk, such as outdoor dining, and the overall safety
and comfort of pedestrians and bicyclists. The speed of vehicles impacts all users of the street
and the livability of the surrounding area. Lower speeds reduce crashes and injuries.

e Design for safety. The safety of all street users, especially the most vulnerable users (children,
the elderly, and disabled) and modes (pedestrians and bicyclists) should be paramount in any
design of the traveled way. The safety of streets can be dramatically improved through
appropriate geometric design and operations.

e Design intuitively. Street design should be intuitive for the users and require minimal signage
and markings.

e Design with the network in mind. Streets should be well connected and provide access to land
uses for a diverse group of users.

Factors Affecting Design
Design To Accommodate All Users

Providing safe and convenient routes for all users is a core goal of complete street design. Therefore, it
is important to identify and consider the needs of all potential roadway users. Since most modern
roadways have been designed for motorists, complete streets design often puts more emphasis on
other users such as pedestrians, bicyclists and transit.
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Everyone is a pedestrian at some point every day, even if they drive, take the bus or ride a bicycle for
the bulk of their trip. Areas that draw pedestrians such as downtowns generate activities that support
the community and contribute to a higher quality of life. A recent survey of Monterey Bay Area residents
concluded that more people would like to walk and to have nicer pedestrian facilities in their
communityDespite some efforts to improved facilities, much more can be done to improve pedestrian

conditions.

Studies have shown that most pedestrian crashes occur when a person crosses the road, and the most
common crash type is a conflict between a crossing pedestrian and a turning vehicle at an intersection.
Vehicle speed is directly related to the severity of injuries in collisions involving pedestrians. The
severity of pedestrian injuries and risk of death in a collision with a motorized vehicle dramatically
increases as the impact speed increases above 25 miles per hour (see Figure X). Traffic calming can
significantly improve pedestrian safety by slowing motor vehicles, especially in areas where there are
high rates of pedestrian crossings.
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Figure 1, Risk of severe injury (left) and death (right) in relation to impact speed in a sample of 422 pedestrians aged 15+ years
struck by a single forward-moving car or light truck model year 1989—1999, United States, 1994—1998. Risks are adjusted for
pedestrian age, height, weight, body mass index, and type of striking vehicle, and standardized to the distribution of pedestrian
age and type of striking vehicle for pedestrians struck in the United States in years 2007-2009, Dotted lines represent point-wise
95% confidence intervals. Serious injury is defined as AlS score of 4 or greater and includes death irrespective of AlS score.

Figure 2: Risk of Pedestrian Injury or Death vs. Vehicle Impact Speed (AAA Foundation for Traffic Safety, 2011)

Although incredibly important, pedestrian facility design should not be solely focused on improving
safety, but should also consider factors that improve comfort and walking for pleasure. “The two most
effective methods to achieve these goals are to minimize the footprint dedicated to motor vehicle traffic
and to slow down the speed of moving traffic. This approach allows the designer to use features that
enhance the walking environment, such as trees, curb extensions, and street furniture, which in turn
slow traffic, resulting in a virtuous cycle. All streets should have sidewalks except for rural roads and

shared-space streets” (LA Living Streets).
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How Streets are Sized

The size and geometric design of a street (including lane width, corner radii, median nose design, and
other intersection design details), is determined in large part by the design vehicle, or the typical vehicle
considered for use on that particular roadway. Designing for a larger vehicle than necessary is
undesirable, due to the potential negative impacts larger dimensions may have on pedestrian crossing
distances and the speed of turning vehicles. On the other hand, designing for a vehicle that is too small
can result in operational problems if larger vehicles frequently use the facility.

For design purposes, the wheel-base 40 feet (WB-40) is appropriate unless larger vehicles are more
common. On bus routes and truck routes, designing for the bus or large WB-40 type truck may be
appropriate, but only at intersections where these vehicles make turns. For example, for intersection
geometry design features such as corner radii, different design vehicles should be used for each
intersection or even each corner, rather than a one-size-fits-all approach, which results in larger radii
than needed at most corners. The design vehicle should be accommodated without encroachment into
opposing traffic lanes. It is generally acceptable to have encroachment onto multiple same-direction
traffic lanes on the receiving roadway.

Furthermore, it may be inappropriate to design a facility by using a larger control vehicle, which uses the
street infrequently, or infrequently makes turns at a specific location. An example would be a vehicle
that makes no more than one delivery per day at a business. Depending on the turn frequency, under
designing the control vehicle can make streets more appropriate for multimodal use by reducing lane
and right-of-way widths, without having to encroach on sidewalks and ramps, while allowing larger
vehicles to encroach on opposing traffic lanes or make multiple-point turns (LA Living Streets).

Design Speed

In contrast to the high-speed design approach, the goal for complete streets is to establish a roadway
design speed that creates a safer and more comfortable environment for motorists, pedestrians, and
bicyclists. The complete streets approach also increases access to adjacent land, thereby increasing its
value, and therefore is more appropriate for the surrounding context. For most complete streets, design
speeds of 20 to 35 mph are desirable. Alleys and narrow roadways intended to function as shared
spaces may have design speeds as low as 10 mph. Design speed does not determine nor predict exactly
at what speed motorists will travel on a roadway segment. Rather, design speed determines which
design features are allowable or mandated. Features associated with high-speed designs, such as large
curb radii, straight and wide travel lanes, ample clear zones , and guardrails, degrade the walking
experience and make it difficult to design complete streets. Ultimately, designing roads which
encourage high speeds creates a vicious cycle. A slower design speed allows the use of features that
enhance the walking environment, such as small curb radii, narrower sections, trees, on-street parking,
curb extensions, and street furniture, which in turn slow traffic, creating a virtuous cycle (LA Living
Streets).

Access Management
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A major challenge in street design is balancing the number of access points to a street with the need for
multiple users to enter the facility. There are many benefits of well-connected street networks; on the
other hand, most conflicts between users occur at intersections and driveways. The presence of many
driveways in addition to the necessary intersections creates many conflicts between vehicles entering or
leaving a street and bicyclists riding or pedestrians walking along the street. Particularly in commercial
zones, new driveways should be minimized and old driveways should be eliminated or consolidated, and
raised medians should be placed to limit left turns into and out of driveways (LA Living Streets).

[

—
-

Corner with many wide driveways Reconstructed corner with fewer, narrower
(Credit: Michele Weisbart) driveways (Credit: Michele Weisbart)

Complete Street Types Cross Sections

Understanding the land use and community context helps planners and engineers identify potential
roadway users that can be better served. The needs of roadway users have been considered in the
complete street types cross sections later in this chapter and should guide the design of a complete
street. The complete street types identify the roadway characteristics by mode that should be included
in roadway design, with the preferred dimensions of those elements along the street. Each of the
detailed descriptions is intended to accomplish the overall objective of providing safe, functional, muiti-
modal streets that serve all users. To accomplish this, the complete street types identify “zones” for
users. The specific function of zones may vary by complete street type. However, generally the zones
can be defined as follows:

o Pedestrian zone: Includes unobstructed sidewalks with appropriate widths based on demands
generated by adjacent land uses and pedestrian facilities, as appropriate.

e Street Furniture zone: Includes pedestrian, bicycle and transit supportive amenities such as
transit shelters, seating, lighting, bicycle parking, signage, kiosks and public art.

e Green zones: Includes landscaping or hardscape amenity zones. Supports pedestrian zone by
maintaining comfortable pedestrian travel by providing a buffer from motorized zone or by
shortening pedestrian crossings through establishing an “island” in the roadway. Can also
support traffic calming and neighborhood livability.
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Bicycle zone (mixed vehicle zone): Includes shared facilities with motorists typically on low
volume and speed roadways and pavement markings, where appropriate.

Bicycle zone (exclusive zone): Includes dedicated bicycle facilities on typicall on higher speed
and volume roadways and may include additional buffering from other modes.

Parking zone: Includes parking to serve adjacent businesses. The parking zone also can serve to
calm traffic and provide a buffer to the pedestrian zone. Parking zone may be utilized as
intermittent transit and bicycle lanes often referred to as “business access and transit lane”
(BAT) and/or floating bicycle lanes.

Motor vehicle zone: Includes a variety of possible lane configurations to accommodate desired
motorized vehicle speed and volumes.

Emergency vehicle zone: No specific zone is exclusive to emergency vehicles. Together, motor

vehicle and bicycle zones will be meet the California Fire Code that requires public streets to
have an unobstructed travel way of at least 20 feet, unless an exceptions are made.
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Main Street Zones

o Design Speed — Less than 30 miles per hour
Design Vehicle — Passenger Vehicle; Transit (at intersections); Bicycles; Pedestrians

o Land Use Place Types - Urban Commercial; Urban Mixed-Use; Town Commercial; Town
Mixed-Use; Rural-Town Commercial; Institutional

ILLUSTRATIVE STREET CROSS-SECTION

Main Streets generate high
levels of pedestrian traffic
and pedestrians should be
prioritized over other
modes. The

Street Furniture

Pedestrian amenities such as
seating, lighting, wayfinding
signage, public art, kiosks,

and bicycle racks near store

pedestrian zone should be at
least 10’ wide and extend to
the building frontage.

With Bicycle Zone

Streettrees add character to
the street and provide shade
and shelter from the rain.
Trees with deep roots should
be selected over those with
shallow roots to avold
uplifted sidewalk which can
become a tripping hazard.

Shared bicycle facilities are
appropriate due to low
vehicle speeds. Markings
("sharrows") that position
bicyclists away from the
“door zone” of parked
vehides are recommended
as they reduce the risk of
injury and signal to drivers to
expect bicycllsts and share
the street,
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Travel lanes should be 13" if
shared with bicyclists;
otherwise travel lanes

should be narrowed to 10’ to

provide space for 6’ blcycle
lanes. Images for each zone

On-street parking Is
encouragedend actsasa
buffer between pedestrians
and the motar vehicle zone.
Parallel parking Is preferred,
however angled parking Is
acceptable, Parking meters
should be places as to not.
block access to the
pedestrian zone.



Avenues

(o]

Pedestriar

Avenues serve a variety of
land uses and thus generate
medium to high levels of
pedestrian activity. The
unobstructed pedestrian
zone should be at least 6’

widebut 8'or 10°is
preferred.

ILLUSTRATIVE STREET CROSS-S

Design Speed — 25-35 miles per hour

Design Vehicle — Passenger Vehicle; Transit (at intersections)
Land Use Place Types - Urban Multi-Family Residential; Multi-Family Residential;
Neighborhood Commercial; Town Multi-Family Residential; Town Mixed-Use;

Institutional; Open Space/Recreation

Local Examples: Sloat Avenue (Monterey); Branciforte Avenue (Santa Cruz)

ECHON With Shared Vehicle Zone
&

<

Amenities such as transit
shelters, seating, pedestrian-
scale lighting, wayfinding
signage, public art, kiosks,
and bicycle racks near store
entrances are encouraged.

Permeable hardscaping,
landscaping and street trees
are desired. The green zone

should be a minimum of 8
to provide adequate buffer
between pedestrians and
motorists,

Shared bleycle facilities are
appropriate on streets with
low vehicle speeds 6' bike
lanes are recommended on
streets with a posted speed
of 30 mph or more, . The
gutter pan is not considered
part of the lane width or
bicycle lane width,
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Travellanes should be 13’ if
shared with bicyclists;
otherwise travel lanes

should be narrowed to 10’ to

provide space for 6 blcycle
lanes. tmages for each zone

On-street parking may be
provided, One benefit to
parking Isthatitactsasa

buffer between pedestrians

and the motor vehicle zone.
However, on streets with
limited right-of-way there
may not be room for both

parking and a dedicated bike

lane.



Boulevards

Boulevards are arterial streets designed to move traffic at moderate speeds. They have multiple travel

lanes and typically a center median. Destinations are spaced further apart along these streets than

along Avenues or Main Streets. Transit should be prioritized, in terms of design, over other modes along

the street and at intersections.

o Design Speed — 30-40 miles per hour

o Design Vehicle — Transit

o Land Use Place Types - Multi-Family Residential; Neighborhood Commercial; Regional
Commercial; Employment Center; Neighborhood Mixed-Use; Institutional; Open
Space/Recreation

o Local Examples: Munras Avenue (Monterey); Capitola Road (Live Oak/Capitola)

With Side Madian Zone
-2 Parking / Transit Zone

ILLUSTRATIVE STREET CROSS-SECTION , Wetout S Median.

TansitZone ____

G e 22

MatorVehicle

Street Furniture

Bicycle

!

Much of the h as transit
trafficalong boulevards Is shelters, seating, pedestrian-
made up of transit Aiders scale lighting, wayfinding

travelling to and from transit
stops and stations. The
unobstructed pedestrian
zone should be at least 6’
wide but 8' or 10'is
preferred. The pedestrian
zone should also be set back
from the street, to mitigate
discomfort generated from
greater volumes of fast-
moving vehides,

signage, public art, kiosks,
and bicycle racks near store
entrances are encouraged.

Permeable hardscaping,
landscaping and street trees
are desired. The green zone

should be a minimum of 8
to provide adequate buffer
between pedestrians and
motorists.

Medians should be
landscaped and permeable
but remaln accessible to
pedestrians. Medlans can
serve as a pedestrian refuge
to minlmlze the risk of a
collision.

6' bike lanes are
recommended. The gutter
pan Is not consldered part of
the bicycle [ane width,
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The outside travel lanes
should be 14’ if shared with
bleycllsts; otherwise travel
lanes should be 11'-12",
Boulevards should not have
continuous left-turn lanes
but instead be separated by
amedian wherever feasible,
Medians should be a
minlmum of 8' wide.

On-street parking Is not
required but allowed where
appropriate, Off-street
parking is desired.
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Parkways

o Design Speed — 35-45 miles per hour

o Design Vehicle — Transit/Trucks
Land Use Place Types - Regional Commercial; Employment Center; Airport; Institutional;

Open Space/Recreation
Local Examples - Imjin Parkway/Rd (Marina); Soquel Drive (Aptos); Canyon Del Rey (Del

Rey Oaks)

ILLUSTRATIVE STREET CROSS - SECTION

With Shoulder

With Curb and Gutter

ch as transit

pedestriansis a multi-use
path set back from the
street.

shelters, seating, pedestrian-
scale lighting, wayfinding
signage, publicart, and
kiosks are desireable.
Transit stops should connect
to the sidewalk and/or
multi-use trail.

P d for

landscaping and street trees
are desired. The green zone
should be a minlmum of20'
to accomodate the "clear
20ne” and to provide
adequate buffer between
pedestrians and motorists.

Mediansshould be
landscaped and permeable
but remain accessible to
pedestrians. Medianscan
serve as a pedestrian refuge
to minimize the risk of a
collision.

bicyclists is a multi-use path
set back from the street, 6'

bike lanes are also
appropriate and may better
serve experienced bicyclists
better than a multl-use path,
The gutter pan s not
considered part of the
bicyde fane width.
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Travel lanes should be 11'-
12' wide. Parkways should
not have continuous left-
turn lanes but instead be
separated by a median
wherever feasible. Medlans
should be a minimum of 17
wide,

Shoulders are allowable on
an urban parkway if
appropriate,

On-street parking should not
be permitted along.
parkways. Instead park and
ride lots served by transit
should be provided.



Local Streets

ILLUSTRATIVE STREET CROSS-SECTION

Unobstructed pedestrian
zone should be @ minimum
of 5' with a vertical curb
(rolled curbs allow parked
carsta enaroach in the
pedestrian area). Streets
with very low traffic volumes
may not require sidewalks
and instead functionasa
shared street or “Woonerf .

Design Speed — < 25 miles per hour
Design Vehicle —- Bicycle; Passenger Vehicle; Pedestrians

Land Use Place Types - Urban Single-Family Residential; Urban Multi-Family Residential;
Urban Mixed-Use; Single-Family Residential; Multi-Family Residential; Town Single-

Family Residential; Town Multi-Family Residential; Rural Town Residential; Institutional;
Open Space/Recreation

Street Furpiture

Pedestrian-scale lighting and
some bicycle/pedestrian
wayfinding signage for
destinations such as
community centers, parks
and schools

With Curb and ~ With Shoulder

The green zone should be a
minimum of 4' to
accomodate
landscaping/trees.

Bloswales and raingardens
may also be appropriate In
the green zone.

Shared bicycle facilities are
appropriate due to low
vehicle speeds and traffic
volumes. Neighborhood
shared streets should have
additional amenities such as
blcycle boulevard signage,
sharrows, partial street
dosures and traffic calming
features.
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Travel lanes should be a
minimum of 9'-10" with a 4'
shoulder.

Medians are not typically
provided on local streets
with the exception of partial
medlans which can be used
for traffic calming and
aesthetic purposes.

Parallel on-street parking Is
recommended along local
streets, The parking serves
as n buffer between
pedestrians and motorlsts.



Rural Roads
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ILLUSTRATIVE STREET CROSS-SECTION

Awide paved roadway
shoulder can d:

Design Speed — Varies

Design Vehicle — Truck/Agricultural Vehicles, Private Automobiles

Land Use Place Types —Agriculture and Rural Residential; Exurban Residential; Industrial
and Manufacturing; Open Space/Recreation

Local Examples —

Zone

o e e e e e e e e

Street Furniture

Pedestrian-scale lighting,

both pedestrians and
bicyclists in a rural setting. A
sidewalk or multi-use path
outside of the clear zone
may also be i

at transit stops

and some
bicycle/pedestrian
wayfinding signage for
destinations such as

{especiallyif it pro:lides
access to a commuhity
resource such as a school).

ity centers, parks
and schools near rural town
centers.

The green zone consists of
the roadway shoulder and
ditch. This area may be
paved at intersections to
reduce the amount of dirt,
mud and debris carried onto
the roadway by agricultural
vehicles.

A wide paved roadway

shoulder can

Motor Vehicle Parking

Travel lanes should be a
i f10-12° witha

bicyclists. Multi-use paths
ouside of the dlear zone may
also be appropriate.
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6'.8' shoulder.

On-street parking Is not
recommended on rural
roads.



Intersections
Principles

The following principles apply to all users of intersections:

e Good intersection designs are compact.
Unusual conflicts should be avoided.

e Simple right-angle intersections are best for all users since many intersection problems are
worsened at skewed and multi-legged intersections.

e Roundabouts reduce points of conflict and severity of potential collisions compared to signalized
or stop controlled intersections.

e Access management practices should be used to remove additional vehicular conflict points
near the intersection.

e Signal timing should consider the safety and convenience of all users and should not hinder
bicycle or foot traffic with overly long waits or insufficient crossing times.

Signalized Intersections

To improve livability and pedestrian safety, signalized intersections should

e Provide signal progression at speeds that support the target speed of a corridor whenever
feasible.

e Provide short signal cycle lengths, which allow frequent opportunities to cross major roadways,
improving the usability and livability of the surrounding area for all modes.

e Ensure that signals detect bicycles.

e Place pedestrian signal heads in locations where they are visible.

e At locations with many crossing pedestrians, time the pedestrian phase to be on automatic
recall, so pedestrians do not have to seek and push a pushbutton.

e Where few pedestrians are expected and automatic recall of walk signals is not desirable, place
pedestrian pushbuttons in convenient locations, using separate pedestals if necessary. Use the
recommendations regarding pushbutton placement for accessible pedestrian signals found in
the Manual on Uniform Traffic Control Devices (MUTCD).

¢ Include pedestrian signal phasing that increases safety and convenience for pedestrians.

Yield and Stop-Controlled Intersections
Most intersections are either stop-controlled or yield-controlled. In general, stop signs are overused

and often mistakenly used for traffic calming. Stop signs are not a traffic calming device. An intersection
must meet warrants set forth in the Manual of Uniform Traffic Control Devices (MUTCD) before stop
controls may be installed.

Intersection control options include the following:

e Yield control, which is under-utilized and should be considered to reduce unnecessary stops
caused by the overuse of stop signs.
e Uncontrolled intersections are yield controlled by default.
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e Two-way stop control, the most common form of intersection control. This is also an overused
device. At many intersections a neighborhood traffic calming circle is a preferable and more
effective option.

e All-way stops are often overused, incorrectly, to slow traffic. The use of all-way stops should be
consistent with the MUTCD. At many intersections a neighborhood traffic calming circle is a
preferable and a more effective option.

Roundabouts

Roundabouts reduce vehicle-to-vehicle and vehicle-to-pedestrian conflicts and, thanks to a substantial
reduction in vehicle speeds, reduce all forms of crashes and crash severity. In particular, roundabouts
eliminate the most dangerous and common crashes at signalized intersections: left-turn and right-angle
crashes.
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Other benefits of roundabouts include the following:

Little to no delay for pedestrians, who have to cross only one direction of traffic at a time.
Improved accessibility to intersections for bicyclists through reduced conflicts and vehicle
speeds.

A smaller carbon footprint. Less lighting is required for operation and fuel consumption is
reduced as motor vehicles spend less time idling and don’t have to accelerate as often from a
dead stop.

Opportunity to reduce the number of vehicle lanes between intersections. For example, a five-
lane road may be reduced to a two-lane road due to increased vehicle capacity at intersections.
Little to no stopping during periods of low flow.

Significantly reduced maintenance and operational costs required by signals and lights

Reduced delay, travel time, and vehicle queue lengths.

Lowered noise levels.

Less fuel consumption and air pollution.

Simplified intersections.

Facilitated U-turns.

The ability to create a gateway and/or a transition between distinct areas through landscaping.
Light rail can pass through the center of a roundabout without delay because rail has the right
of way, although gates may be required

The primary disadvantage of a roundabout is that sight-impaired people can have difficulty navigating
around large roundabouts. However, this difficulty can be mitigated with ground level wayfinding

devices.

Before starting the design of a roundabout it is very important to determine the following:

The number and type of lane(s) on each approach and departure as determined by a capacity
analysis.

The design vehicle for each movement.

The presence of on-street bike lanes.

The goal/reason for the roundabout, such as crash reduction, capacity improvement, speed
control, or creation of a gateway or a focal point.

Right-of-way and its availability for acquisition if needed.

The existence or lack of sidewalks.

The approach grade of each approach.

Transit, existing or proposed.

Universal Pedestrian Access

The following design principles inform the recommendations made in this chapter and should be

incorporated into every pedestrian improvement:
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e The walking environment should be safe, inviting, and accessible to people of all ages and
physical abilities.

e The walking environment should be easy to use and understand.

e The walking environment should seamlessly connect people to places. It should be continuous,
with complete sidewalks, well-designed curb ramps, and well-designed street crossings

e The walking environment should not be obstructed.

Legal Framework

Under Title 1l of the Americans with Disabilities Act (ADA) of 1990, state and local governments and
public transit authorities must ensure that all of their programs, services, and activities are accessible to
and usable by individuals with disabilities. They must ensure that new construction and altered facilities
are designed and constructed to be accessible to persons with disabilities. State and local governments
must also keep the accessible features of facilities in operable working condition through maintenance
measures including sidewalk repair, landscape trimming, work zone accessibility, and snow removal.

Under the ADA, the U.S. Access Board is responsible for developing the minimum accessibility guidelines
needed to measure compliance with ADA obligations when new construction and alterations projects
are planned and engineered. These '
guidelines for public rights-of-way are
found in draft form in the Public
Rights-of-Way Accessibility Guidelines.
The U.S. Department of Transportation
has recognized this document as
current best practices in pedestrian
design and has indicated its intent to
adopt the final guidelines.

In addition, Title Il of the ADA also
requires states and localities to

develop ADA Transition Plans that can make passage difficult or impossiblé for
remove barriers to disabled travel. wheelchair users. (Credit: Michael Ronkin)

ADA Transition Plans are intended to
ensure that existing inaccessible facilities are not neglected indefinitely and that the community has a
detailed plan in place to provide a continuous pedestrian environment for all residents.

These plans must:

¢ Inventory physical obstacles and their location.

e Provide adequate opportunity for residents with disabilities to provide input into the Transition
Plan.

e Describe in detail the methods the entity will use to make the facilities accessible.

e Provide a yearly schedule for making modifications.
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e Name an official/position responsible for implementing the Transition Plan.
e Set aside a budget to implement the Transition Plan.

User Needs

Wheelchair and scooter users are most affected by the following:

e Uneven surfaces that hinder movement.

e Rough surfaces that make rolling difficult and can cause pain, especially for people with back
injuries.

e Steep uphill slopes that slow the user.

Steep downhill slopes that cause a loss of control.

Cross slopes that make the assistive device unstable.

Narrow sidewalks that impede the ability of users to turn or to cross paths with others.

Devices that are hard to reach, such as push buttons for walk signals and doors.,

The lack of time to cross the street.

Walking-aid users are most affected by the following:

Steep uphill slopes that make movement slow or impossible.
Steep downhill slopes that are difficult to negotiate.

Cross slopes that cause the walker to lose stability.

Uneven surfaces that cause these users to trip or lose balance.
Long distances.

Situations that require fast reaction time.

The lack of time to cross the street.

Prosthesis users often move slowly and have difficulty with steep grades
or cross slopes.

People with visual impairments include those who are partially or fully Walking-aid users need

blind, as well as those who are colorblind. Visually impaired people face clear sidewalks.
the following difficulties: (Credit: Dan Burden)

e Limited or no visual perception of the path ahead.

Limited or no visual information about their surroundings,
especially in a new place.

Changing environments where they rely on memory

Lack of non-visual information

Inability to react quickly

Unpredictable situations, such as complex intersections that
are not at 90 degrees

Draft Monterey Bay Area Complete Street Guidebook, July 2013
| R
Sight-impaired estrians need
additional sensory cues. (Credit:




Inability to distinguish the edge of the sidewalk from the street
Compromised ability to detect the proper time to cross a street
Compromised ability to cross a street along the correct path
Need for more time to cross the street

People with cognitive impairments encounter difficulties in thinking, learning, and responding, and in
performing coordinated motor skills. Cognitive disabilities can cause some to become lost or have
difficulty finding their way. They may also not understand standard street signs and traffic signals. Some
may not be able to read and benefit from signs with symbols and colors.

Children and many older adults don’t fall under specific categories for disabilities, but must be taken
into account in pedestrian planning. Children are less mentally and physically developed than adults and

have the following characteristics:

Less peripheral vision.

Limited ability to judge speed and distance.

Difficulty locating sounds.

Limited or no reading ability, so do not understand text signs.
Occasional impulsive or unpredictable behavior.

Little familiarity with traffic.

Difficulty in carrying packages.

Small children are also more difficult to see than adults.

The natural aging process generally results in at least some decline in sensory and physical capability. As
a result, many older adults experience the following:

Declining vision, especially at night.

Decreased ability to hear sounds and detect where they come from.
Less strength to walk up hills and less endurance overall.

Reduced balance, especially on uneven or sloped sidewalks.

Slowed reaction times to dangerous situations.

Slowed walking speed.

Accessible Pedestrian Facility Best Practices

Crosswalks and ramps at intersections should be placed so they provide convenience and safety for
pedestrians. The following recommended practices will help achieve these goals:

Allow crossings on all legs of an intersection, unless there are no pedestrian accessible
destinations on one or more of the corners. Closing a crosswalk usually results in a pedestrian
either walking around several legs of the intersection, exposing them to more conflicts, or
crossing at the closed location, with no clear path or signal indication as to when to cross.
Provide marked crosswalks at signalized intersections.

Place crosswalks as close as possible to the desire line of pedestrians, which is generally in line
with the approaching sidewalks.
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e Provide as short as possible a crossing distance to reduce the time that pedestrians are exposed
to motor vehicles This is usually as close as possible to right angles across the roadway, except
for skewed intersections.

e Ensure that there are adequate sight lines between pedestrians and motorists. This typically
means that the crosswalks should not be placed too far back from the intersection.

e When a raised median is present, extend the nose of the median past the crosswalk with a cut-
through for pedestrians.

e Provide one ramp per crosswalk, or two per corner for standard intersections with no closed
crosswalks. Ramps must be entirely contained within a crosswalk. The crosswalk can be flared to
capture a ramp that cannot be easily relocated. Align the ramp run with the crosswalk when
possible, as ramps that are angled away from the crosswalk may lead some users into the
intersection.
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At intersections where roads are skewed or where larger radii are necessary for trucks, it can be difficult
to determine the best location for crosswalks and sidewalk ramps. In these situations, it is important to
balance the recommended practices above. Tighter curb radii make implementing these
recommendations easier.

One curb ramp per crosswalk should be provided at corners. Ramps should align with
sidewalks and crosswalks. (Credit: Michele Weisbart)

Crossing Times

In planning for people with disabilities, slower speeds must be considered. This is critical in setting the
timing of the walk phase of signalized intersections. The Manual on Uniform Traffic Control Devices
requires that transportation agencies use an assumed walking speed of 3.5 feet/second for signal
timing. In situations where a large number of older adults or persons with disabilities cross, this may be
inadequate to meet their needs. Some cities instead use 2.8 feet/second.

Cities may also use Pedestrian-User-Friendly-Intelligent traffic signals to ensure that all pedestrians have
adequate time to cross. Pedestrian-User-Friendly-Intelligent crossings use infrared monitors to detect
the presence of pedestrians in the crosswalk, and will hold the signal red for cross traffic until the
pedestrian has left the crosswalk. Pedestrian-User-Friendly-Intelligent crossings help slower
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pedestrians, but also help the flow of traffic because they allow the normal pedestrian design speed to
be set at a higher level.

Pedestrian-Activated Push Buttons

Pedestrian-activated traffic controls require pedestrians to push a —_
button to activate a walk signal. As noted in Chapter 7, —
“Pedestrian Crossings,” pedestrian-activated signals are generally | p—
discouraged. The walk signal should automatically come on _

except under circumstances described in that chapter. Where ' (+3
pedestrian-activated traffic controls exist, they should be located THHETT
as close as possible to curb ramps without reducing the width of 1

the path. The buttons should be at a level that is easily reached by || | :
people in wheelchairs near the top of the ramp. The U.S. Access |
Board guidelines recommend buttons raised above or flush with '
their housing and large enough for people with visual

impairments to see them. The buttons should also be easy to P edes:triar.r push bu!ton placement
push. (Credit: Michele Weisbart)

Accessible Pedestrian Signals

Wayfinding for pedestrians with visual impairments is significantly improved with the use of Accessible
Pedestrian Signals at signalized intersections. In fact, Accessible Pedestrian Signals are the most
commonly requested accommodation under Section 504 of the Rehabilitation Act of 1973. Accessible
Pedestrian Signals communicate information about pedestrian timing in non-visual formats such as
audible tones, verbal messages, and/or vibrating surfaces. Verbal messages provide the most
informative guidance. These devices should be installed close to the departure location and on the side
away from the center of the intersection. Since they are typically only audible 6 to 12 feet from the push
button, 10 feet should separate two devices on a corner. If two accessible pedestrian pushbuttons are
placed less than 10 feet apart or on the same pole, each accessible pedestrian pushbutton shall be
provided with a pushbutton locator tone, a tactile arrow, a speech walk message for the WALKING
PERSON (symbolizing WALK) indication, and a speech push button information message. Volumes of the
walk indication and push button locator tone shall automatically adjust in response to ambient sound.

e Overhead utility wires & Street furniture design for visually impaired
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CHAPTER 6: SIX STEPS TO SUCCESSFULLY IMPLEMENTING COMPLETE
STREETS PROJECTS

The purpose of this section is to explain how the perspectives of all stakeholders interested in or
affected by existing or future streets can be incorporated into the review for planning and designing
streets. The recommended process is summarized in Appendix J- Complete Street Project Review
Checklist. This process was modeled after the work completed in the Charlotte Department of
Transportation Urban Streets Design Guidelines, and San Francisco Bay Area, Routine Accommodation
Checklist.

Process for Planning and Designing Complete Streets

The six step process outlined below emphasizes coordinating city planning, urban design, and
transportation planning activities by establishing a sequence of fact finding and decision-making steps.
Applying this process to planning and designing streets is intended to support the creation of more
streets which meet the needs of more people.

Six-Step Process

The process described below provides a great deal of flexibility to those involved in the decision-making
process. This flexibility is intended to foster creative solutions by ensuring that land use planners,
engineers, transportation planners, transportation system users, and others work together to think
through the implications of alternative street designs. The six-step process will play an important role in
addressing the significant challenge of retrofitting streets with limited right-of-way by means of
completing a tradeoff analysis.

The six step processes below was vetted and carefully refined through a process lead by the Charlotte
Department of Transportation in North Carolina. Since its adoption, the process has been credited was
accomplishing complete streets goals and avoiding the need for costly redesign and preventing missed
opportunities.

The following three assumptions are built into the six-step process:
1. The process will involve a variety of stakeholders. The number of stakeholders and discussions
will vary, depending on the magnitude of the project(s).
2. The resulting street will be as “complete” as needed and possible, given the context of the
facility.
3. The complete streets evaluation will clearly document the major tradeoffs made among
competing design elements, how those were discussed and weighed against each other, and the
preliminary and final outcomes. Thorough documentation will ensure that all stakeholders’
perspectives are adequately considered in the final design.
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Figure 2 shows the review steps to be Figure 2 Six Step Process

included in applying the Complete Street )
Guidebook. Each of the six steps is
defined in more detail later in this
chapter. The steps described below can
be applied either to a single streetorto a
collection of streets in an area, such as
when an area plan is being developed.
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Decision Making

Step 2: Define the Existing and Future Transportation Context

The transportation assessment should consider the existing and expected future conditions of the
transportation network adjacent to the street to be designed. The design should not be strictly related
to capacity on a segment in isolation. Rather, the design should reflect the entire transportation context,
including function, multimodal features, and form. The Complete Streets Project Review Checklist in
Appendix J should be used to assess and document existing and future conditions. Questions to
facilitate dialogue and consideration of existing and future conditions are included in Appendix K.

Step 3: Identify Deficiencies

Once the existing and future land use and transportation contexts are clearly defined and understood at
the area wide level, the design team should be able to identify and describe any potential deficiencies.
This step should consider the relationship between different modes and the land use context. Use the
Complete Streets Project Review Checklist in Appendix J to identify and document deficiencies.
Questions to facilitate dialogue and consideration of deficiencies are included in Appendix K.

Step 4: Describe Future Objectives

This step synthesizes the information from the previous steps into defined objectives for the street
project. Objectives could be derived from the plans and/or policies for the area around the street, as
well as from the list of deficiencies identified in step 3. The objectives will form the basis for the future
street classification and design. Sample questions that can be used to facilitate dialogue about potential
issues can be found in Appendix K.
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Step 5: Recommend Street Type and Initial Cross-Section and Constraints

The plan/design team recommends the appropriate complete street type(s), and cross-section design
based on previous steps. The rationale behind the classification should be documented using the
Complete Streets Project Review Checklist in Appendix J. Table 3 provides a reference for matching land
use place types and street typologies and sample cross-sections. This step should also include a
recommendation for any necessary adjustments to the land use plan/policy and/or transportation plan
for that area. Since the street type and the design are influenced by the land use context, subsequent
land use decisions should reflect and support the agreed-upon street type and design.

At this point, any constraints to the provision of the initial preferred cross-section should be clearly
identified. These may include:

¢ Lack of right-of way,

¢ Existing structures,

¢ Existing trees or other environmental features,

¢ Topography, and

e Location and number of driveways.

Step 6: Describe Tradeoffs and Select Complete Street Type

Most likely the initial cross-section will need to be refined to better address the land use and
transportation objectives, given the constraints identified in step five. If the technical team develops
more than one alternative design, these multiple alternatives should be presented to the stakeholders,
and made available to the public. Any refinements to the cross section should result from a through
consideration of tradeoffs among competing uses of the existing or future public right-of way.

Exceptions

The Federal Highway Administration (FHWA) (2000} lists three exceptions to providing accommodations
for bicycle and pedestrian travel on all streets. They follow the FHWA’s guidance on accommodating
bicycle and pedestrian travel and identified best practices frequently used in existing Complete Streets
policies. Project sponsors may find it beneficial to consider these exceptions when evaluating trade-offs.

1. Accommodation is not necessary on corridors where specific users are prohibited, such as
interstate freeways or pedestrian malls. _

2. Cost of accommodation is excessively disproportionate to the need or probable use. It is
unnecessary to attach a percentage to define “excessive” as the context for many projects will
require different portions of the overall project budget to be spent on the modes and users
expected. Additionally, costs may be difficult to quantify. A cap on amount spent for roadway
improvements may be appropriate in unusual circumstances, such as where natural features
(e.g. steep hillsides, shorelines) make it very costly or impossible to accommodate all modes.
Any such cap should always be used in an advisory rather than absolute sense. For more on the
issue of cost, be sure to reference the National Complete Streets Coalition’s webinar and fact
sheet.

3. Adocumented absence of current and future need. This exception can be problematic if the
method for determining future need is not defined. Ensure that a qualified individual or
committee is tasked with approving this exception. Many communities have included other
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exceptions that the National Complete Streets Coalition, in consultation with transportation
planning and engineering experts, also feels are unlikely to create loopholes.

4. Transit-specific facilities, such as bus shelters, are not required where there is no existing or
planned transit service.

5. Routine maintenance of the transportation network that does not change the roadway
geometry or operations, such as mowing, sweeping, spot repair, or when interim measures are
implemented in temporary detour or haul routes. Be sure to check your internal procedures and
policies regarding these activities so that facilities such as bike lanes are swept in a timely
manner” (Complete Streets Local Policy Workbook, 2012).

Monterey Bay Area Complete Streets Assessment

As part of the development of the 2014 Monterey Bay Area Sustainable Communities Strategy, staff
from the regional transportation agencies in the tri-county area worked with key stakeholders from each
jurisdiction to develop criteria for evaluating how well streets meet the needs of all users. The goal of
this complete streets needs assessment was to identify deficiencies in the existing transportation
networks and opportunities for improvements. particularly in areas identified for increased density and
diversity of land use as part of the Sustainable Communities Strategy, which would provide safe mobility
for all users including bicyclists, pedestrians, transit riders and motorists. Key components of the
Monterey Bay Area Complete Streets Assessment are discussed further in this section and can serve as a
model inventory for project sponsors and stakeholders.

Complete Streets Inventory

Compiling an inventory of complete street transportation attributes was the first step in the Monterey
Bay Area Complete Streets Needs Assessment. This inventory identified the existing mobility context
and documented complete streets facilities to be considered gaps in the transportation network and
services. Itis recommended that project sponsors and stakeholders utilize the inventory provided in
Appendix A in whole or in part when developing complete street projects for inclusion in local plans.
The inventory may also be used as a template to study streets that were not included in the initial
Complete Streets Needs Assessment.

To support the complete streets needs assessment, RTPA staff worked with regional transit agencies to
identify current and future “high quality transit routes” and “major transit stops” as defined by SB375.
Identifying high quality transit routes and major transit stops, which serve 15 minute headways during
peak periods, were important in order to identify potential priority areas for pedestrian investments,
since the majority of transit trips begin with a roadway user walking to the transit stop.

Complete Streets Project List

The result of the Complete Streets Assessment included a list of transportation projects that would
support multi-modal facilities, improve connectivity and reduce vehicle miles traveled within each area.
For each project, opportunities were identified to achieve low stress routes which emphasize the
quality, comfort, convenience and safety of bicycle, pedestrian and transit facilities.

Complete streets projects typically fell into one of the following categories:
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e Bicycle/pedestrian enhancements {ex. bicycle lane treatments such as painted or buffered bike
lanes and pedestrian buffers such as landscaping, bicycle actuation at traffic signals, pedestrian
scale lighting, wider sidewalks)

e Pedestrian crossing improvement (ex. raised cross walks, enhanced striping contrast, cross walk
beacon, bulbouts and pedestrian islands)

e Bike/pedestrian network filler (ex. new bicycle lane or sidewalks which eliminates gap in existing
network)

e Bike intersection improvement (ex. bike boxes, bike signal priority)

o New bike/ped connection (ex. new bike/ped path not located on current transportation facility)

e Bike parking facilities (ex. bicycle racks)

e Neighborhood shared streets (ex. pavement markings, wayfinding, traffic control on local
streets to give priority to bicycles and pedestrians)

e Pedestrian place/universal street (ex. roadway or alley with restricted vehicle access which
often is serves as a plaza for assorted businesses)

e Crosswalk frequency (ex. new/additional cross walks to reduce spacing between cross walks)

e Commercial area bike/ped access (ex. pavement treatments, tactile strips and wayfinding)

e Traffic calming {ex. bulb outs, landscaping)

e High Occupancy Vehicle/transit priority (ex. signal priority for transit and carpool.lanes)

e Bus pullouts

e Wayfinding (ex. pedestrian and bicycle scale signage providing information about surrounding
amenities)

e Information and incentives for bicycling, walking and transit

Each regional transportation agency board adopted these project lists and incorporated them into the
respective regional transportation plans.

Chapter 7: TRANSITIONING TO COMPLETE STREETS

Implementing complete streets begins with adoption of polices, plans and designs described in this
guidebook. Frequently, the last steps in implementing complete streets are the most difficuit and
involve enacting requirements and regulations and providing funding for complete streets
improvements. Specific tools for addressing these challenges are described in this chapter.

Complete Streets Transition Plan

Providing all of the ingredients for implementing complete streets will take a significant investment in
some communities. Below are some tools that local jurisdictions may want to consider to facilitate the
transition of motor vehicle oriented street towards streets that provide a greater range of safe and
convenient choices for all users.
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Zoning Ordinance Review

Zoning ordinance, subdivision ordinance, and municipal code may need to be reviewed to identify
where policy is weak in establishing standards. The following zoning ordinance features will support
implementation of complete streets:

e Requirements for access management and transit-oriented development;

e Regulations that support recommended complete street characteristics and non-motorized site
design for development sites, setbacks, and building entrances;

e Regulations promoting higher density and multi-use developments, which encourages walking
and bicycling between destinations;

e Regulations that require easements for bicycle and pedestrian facilities and require new

development to make improvements consistent with bicycle, pedestrian, transit, and traffic
calming plans.
e Incentives for developments that provide enhanced bicycle, pedestrian and transit facilities.

Local Area Plans

Local area specific plans can be helpful in developing a complimentary set of investments which support
a systems approach to complete streets. In some cases, local area specific plans may have strong
potential for implementing complete streets policies by taking a comprehensive approach to ensuring
consistency with higher level plans, while at the same time providing detail which is responsive to
specific local area evidence-based needs. In the early 2000s, the City of Monterey worked with
residents to develop neighborhood traffic calming plans. Since their adoption, the City has successfully
implemented the majority of these plans.

Bicycle and Pedestrian Plans

Bicycle transportation plans and pedestrian master plans should also be utilized to develop complete
streets projects. Ensuring that complete streets projects are consistent with these mode specific plans is
an effective way to support the development of a network of complete streets. Establishing a network
of complete streets is important because roadway users typically utilize several transportation facilities
and more than one mode when traveling between their origin and destination.

Ensuring that new projects are consistent with bicycle and pedestrian plans can be utilized as strategy
for transiting to complete streets, particularly to improve connectivity. For example, the Tahoe Regional
Planning Council worked closely with local jurisdictions to establish zoning ordinances for its bicycle and
pedestrian plan. These ordinances require new developments to implement bicycle and pedestrian
facilities identified in the plan if they are located within or along an a proposed development parcel.

Funding Complete Streets

Funding for complete streets project remains a challenge in the Monterey Bay Area where
transportation needs far outweigh available transportation funds. Complete streets projects are
currently being considered in the development of the Monterey Bay Area Sustainable Communities
Strategy as part of a suite of projects to reduce vehicle miles traveled in areas identified for growth and
more intensified use. Although many complete streets projects may be identified to receive funding in
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the long-range transportation plan and sustainable communities strategy, they will need to compete for
limited transportation resources.

The following section provides information about how some communities are funding complete streets
improvements.

Existing Funding Sources

Safe Routes to School Programs: A competitive program distributed annually which provides
state or federal funds for city and county projects that improve safety at and near schools.

Transportation Development Act Funds: Revenues generated by a one-quarter of one percent
state sales tax that are allocated annually to support transportation planning and
administration, transit, transportation for the elderly/disabled, bikeway and pedestrian projects,
based on state law and regional transportation planning agency rules and regulations. Two
percent of these funds are available for bicycle and pedestrian projects; the majority of the
remaining funds are allocated for transit purposes.

Regional Surface Transportation Program: A flexible federal funding program disturbed every
few years by regional transportation planning agencies in California to fund transit, highway,
and local streets and road projects.

Neighborhood Improvement Program: In the 1980s the City of Monterey developed the

Neighborhood Improvement Program which dedicates a portion of the transient occupancy tax
to local projects. Residents of Monterey may nominate improvement projects each year. A
committee made up of representatives from each neighborhood in Monterey reviews and
selects projects and recommends that City Council fund them through the NIP. The projects
funded through the Neighborhood Improvement Program range from park improvements,
traffic calming, sidewalks and storm water projects.

Bicycle Transportation Account: A competitive program distributed annually by Caltrans which
provides state funds for city and county projects that improve safety and convenience for
bicycle commuters.

Office of Traffic Safety: A competitive grant program overseen by the California Highway Patrol
which provides funding for programs which improve education and awareness about key
transportation safety issues.

Transportation Alternatives Program (formerly Transportation Enhancement funds): (federal)
Environmental Enhancement Mitigation program: (state)

Recreational Trails program

Coastal Conservancy program — trails

Regional Development Impact Fees: The current regional development impact fee in Monterey
County allocates ???ask Mike??? Towards transit expenditures. The Fort Ord Reuse Authority’s
transportation fees also allocate funding towards certain regional transit improvements.

Potential New Funding Sources

Active Transportation Program: Legislation is currently under consideration at the state level to
consider consolidating the federal Transportation Alternatives Program, the state Bicycle

Draft Monterey Bay Area Complete Street Guidebook, July 2013 44



Transportation Account, the state and federal Safe Routes to Schools and the Environmental
Enhancement and Mitigation program into a single statewide competitive program---etc....

e Multimodal Impact Mitigation Fees: Development impact fees are now being assessed and
applied to bicycle, pedestrian and transit projects. Like traditional impact fees, multimodal
impact fees are used to mitigate the cost of new demands on the transportation system
resulting from trips incurred by new development. Local jurisdictions with multimodal impact
fees are using model projections, multimodal level of service thresholds, or multimodal trip
generation rates by land use type, (such as those developed by the Institute of Transportation
Engineers), as the mechanism for assessing the mitigation payment amount. Fees are them
applied to investments that are reasonably connected to the development impacts. Multimodal
impacts fees work in areas where there is already pedestrian, bicycle and transit activity or in
areas that could potentially benefit from and support diverse transportation options. Local
Transportation Sales Tax Measure: Over 85% of California residents live in a region with an
approved transportation measure which dedicates sales tax funding to transportation projects.
Local transportation measures are applied to projects identified in an approved expenditure
plan and require a two-thirds majority vote.

e Public and private grant programs focused on improving health by reducing greenhouse gas
emissions, improving air quality and reducing obesity through physical activity may also play a
role in funding complete streets projects.

Lower Cost Investments

Complete streets projects can range in cost. Many local jurisdictions are focused on lower cost
investments at a time when resources for transportation projects are scarce. Strategies for designing for
complete streets which require lesser investment include: combining complete streets investments
with roadway rehabilitation, reconfiguring the existing right-of-way to provide space for bicycles and
transit facilities and to slow down vehicle movements, installing signs and pavement markings to alert
motorists to the presence of bicyclists and pedestrians, and repairing pavement or removing obstacles
within bicycle lanes or on sidewalks as part of an existing road project.

Regional Complete Streets Phasing Plan

The tools provided in this Guidebook support a transition from streets that are primarily auto-oriented
to streets which safely and comfortably accommodate all users. This guidebook takes the approach that
by incorporating complete streets into policy, plans, and design, streets will begin to become more
complete in stages, beginning in the short-term (2020) and continuing into the long-term (2035). Given
the significant need for road rehabilitation through the Monterey Bay Area, it may be most
advantageous to achieve complete street objecitve through restriping or implementation of other
design features that can typically be incorporated into road rehabilitation type projects. Complete
streets improvements coupled with roadway rehabilitation projects are more likely to be completed in
the short-term (2020). Other projects expected to be completed in the short-term are those funded by
continuous and frequent funding sources such as Transportation Development Act funds, which
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frequently support curb ramp improvements, and Safe Routes 2 School funds which support bicycle,
pedestrian and traffic calming around schools. Given historical funding projects, discussed in more detail
in each of the regional transportation plans and the metropolitan transportation plans, the projects
which require a greater amount of resources will be implemented closer to the 2035 horizon.

Chapter 8: Education, Encouragement, and Enforcement Programs
Education, encouragement, and enforcement programs complement complete street infrastructure
programs and can play an important role in achieving complete streets objective.

Education

Developing complete streets is a critical step in providing alternatives to driving. However, to achieve an
actual shift from driving to walking, bicycling or taking transit requires a change not only in the safety
and reliability of those alternatives, but also a change in an individual’s preference, perception and
behavior. . Many local jurisdictions around the Monterey Bay Area are implementing marketing
campaigns to encourage healthy and active lifestyles. Obesity and sedentary lifestyles are on the rise for
both adults and children in America, and daily exercise needs to be integrated into American lifestyles.
In the Monterey Bay Area region, marketing campaigns, such as Bike Week, add support to existing
messages of getting more exercise while promoting complete streets principles.

A telephone survey conducted in the AMBAG region in May 2013 provided information regarding travel
preferences. Throughout the region, survey participants overwhelmingly indicated that they rely on
their cars to travel; however, they felt that if it were more convenient or more comfortable, they would
like to walk or bicycle to shopping or recreation destinations. Integrating Complete Streets features into
our transportation system can help this desire to become a reality.

Complete Streets policies are viewed as an important element
for achieving Safe Routes to School goals, as children are one
of our most vulnerable transportation users. Safe Routes to
School programs have become tremendously popular not only
across the country, but within the Monterey Bay Area. These
programs benefit from Complete Streets policies that can help
turn all routes into safe routes. Examples of Safe Routes to
School Programs include:

e Safe Routes to School Maps

Safe Routes to School Map

e Bike/Walk to School Day
e Walking School Buses

e Bicycle Train
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e Bike to School Day Resource Guide:
o Monterey County: (http://www.tamcmonterey.org/bikeweek/breakfast.html)
o  San Benito County: (http://sanbenitorideshare.org/schools/safe-routes-to- _school/)
o Santa Cruz County: (http://bike2work.com/s cruz/)

Training

Another critical component of a successful education program is providing decision makers and project
designers with information on the latest approaches to roadway design to help establish a common
level of understanding and facilitate discussions complete streets. Planners are encouraged to hold
workshops or provide their elected governing bodies and advisory committees with presentations on
facility design and other topics related to bicycling and walking as a means to understand Complete
Streets principles. Agencies may want to consider “certifying” staff members as complete streets
specialists when a specific level of training in complete streets concepts is completed. Several resources
for this type of training are available, including:

e The UC Berkeley Tech Transfer Program

e The Transit Cooperative Research Program (TCRP)
e The National Complete Streets Coalition

e The National Rural Transit Assistance Program

More informal training may involve meeting with local jurisdictions who have experience implementing
complete streets policies or hosting roundtables for project sponsors to discuss lessons learned. The
regional transportation planning agencies can help educate city and county project planners and
designers to ensure that Complete Streets concepts are well understood and can be incorporated into
future projects.

Walking Audits

Walking audits are a tool that can be very useful to educate users about the needs on a particular street.
Walking audits can be completed individually or as a group. The auditor(s) should use a checklist to note
the overall quality of their travel on the street and identify gaps in the pedestrian network, safety or
accessibility concerns, areas needing repair, and other opportunities to enhance the corridor to make it
more comfortable for all users.

Vehicle Code

Pedestrians and bicyclists should be educated about vehicle codes related to their transportation mode.
The Traffic Safe Communities Network in Santa Clara County has produced a guidebook for this
purposes that can be found at http://www.ots.ca.gov/pdf/BicyclePedSafetyBrochure.pdf. The guide
includes references to the California Vehicle Codes that establish safe practices for bicycling and
walking. This is a tool that can be used by local jurisdictions to ensure that those walking and bicycling
for transportation are informed about their rights and responsibilities.
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Encouragement

Communities can encourage the development of complete streets projects by demonstrating the need
for and benefits of active transportation and transit. Some activities may include conducting organized
community bike rides, walking events and providing transit access to community gatherings. A
community may also focus on breaking down barriers to active transportation and transit by producing
user-friendly bike maps and transit schedules, providing commuting incentives and bike share programs
and offering discounted transit passes. The Monterey Bay area has several events and programs aimed
at encouraging walking and biking, including the following:

— Bike Week, including Bike to Work & Bike to School Events
— Walk to School Week

— Condor Classic

— Sea Otter Classic

— Community bicycle rides

In addition, an integral partner in promoting and implementing Complete Street efforts are colleges and
universities within the Monterey bay Area. Local jurisdictions may work to share resources and leverage
opportunities to educate the public and leadership on the value and implementation of complete
streets within the region.

Elementary and high schools are also taking an active role in Complete Streets by helping promote more
active lifestyles, such, as encouraging children to walk or bike to school. Bike to School Day and Walk to
School Day educational campaigns have been tremendously successful in the region as Complete Streets
make it easier for students to get around by all modes of transportation, providing more choices for
those who want them. The Transportation Agency for Monterey County offers a Bike to School Day
2012 Resource Guide online at tamcmonterey.org.

Enforcement

Enforcement emphasizes the complete streets connection between the law enforcement community
and project planners and designers. Often times, communities have an established relationship with a
liaison within the local police department or California Highway Patrol to monitor and promote safe
bicycling and walking. This relationship builds on local efforts to prevent bicycle theft, enforcement
campaigns to encourage cyclists and motorists to share the road safely, and understand the California
Vehicle Codes addressing safe bicycling and walking.

Enforcement agencies should be encouraged to understand the concepts of Complete Streets planning
and design, and work closely with planners, engineers, and policymakers to ensure that users are
comfortable when travelling. The rights of both vehicles and non-motorized transportation should be
understood by all users, as well as planners and engineers, to ensure that Complete Streets projects can
be appropriately enforced.
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Code enforcement is another tool that can be used to support the maintenance of safe sidewalks or
other maintenance of the traveled way. These codes should be considered by planners and designers
when implementing Complete Streets projects.

Chapter 9: Talking about Complete Streets

The accepted definition of complete streets is: roadways designed and operated to enable safe access
for all uses. However, the meaning of complete street may vary by community, application or individual.
This chapter is intended to serve as a resource for professionals, decision makers and the public who are
interested in discussing and educating others about complete streets concepts.

Similar Concepts

The complete streets terminology is similar to terms such as “livable streets”, “context sensitive
solution”, “sustainable transportation”, and “transit oriented developed”. All of these concepts give
greater emphasis to alternatives to driving alone than traditional transportation planning concepts
which primarily focused on vehicle transportation. Each of these newer terms reveal an approach to
planning and designing transportation facilities which takes into consideration transit, bicycling and
walking and the demands and desires of each community. Unlike the other terms, “complete streets” is
the most encompassing phrase associated with this approach and conveys the need for streets to have
all the necessary and appropriate parts to achieve its objective, as opposed other concepts that place
greater emphasis on one particular transportation design such as transit accommodations, or pedestrian
scale facilities. (Strader. 2010, pg. 1)

Community Value

In order to facilitate dialogue about complete streets between various stakeholders, this section
provides some suggestions for talking about complete streets in way that resonates with roadway users
not familiar with in transportation planning terminology. Groups that may be engaged in complete
streets discussion include, but are not limited to policy makers, advocacy groups, schools, law
enforcement, neighborhood associations, and business groups.

When encouraging dialogue about complete streets amongst with stakeholders, begin with a common
understanding of complete streets. See Chapter 1: What are Complete Streets, Why Complete Streets?
When talking about the benefits of complete streets, consider the following:

What does improved access mean?
e Increasing people’s ability to meet most of their daily needs (ex. shopping, school, services,
work) without having to drive.

e Improving the convenience of walk, bicycle and transit by designing facilities that provide
shorter routes that are not obstructed and reduce weight times at intersections.

¢ Improving the comfort of walk, bicycle, and transit by designing facilities that are buffered from
high traffic volumes or speeds, reducing pedestrians exposure to traffic at intersections and
providing lighting and shade.
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What does economic benefit mean?
e Reinvesting money in the local economy by reducing fuel consumption and vehicle related
expenses.
e Reducing household cost by not spending it on fuel and other vehicle-related expenses
e See Appendix L, Economic Framework for Evaluating Complete Streets.

Why care about safety?

o Traffic crash injuries can result in severe and/or permanent health damage, affecting quality of
life and at a great cost to individuals and societies.

e Bicycle and pedestrians are disproportionately negatively impacted by collisions.

e Increasing the number of people of walking, biking, and public transportation use result in lower
rates of chronic disease (including cancer, diabetes, stroke, and heart disease) and mortality.

e Slower vehicle speeds have a positive correlation with improved safety for all modes.

Why is equity important?

e People experiencing poverty or language barriers, people of color, older adults, youth, and
people with disabilities tend to experience a disproportionately small share of benefits from
transportation investments, particularly because traditional transportation investment prioritize
vehicles. These groups are overrepresented in households without access to a vehicle.

e Other elements of the transportation system, such as lack of ADA compliance or safe street
crossings also create extra barriers that may prevent these groups from experiencing the full
benefit of transportation investments

How are the environment and complete streets related?
e The street is a system: a transportation system, an ecosystem and a system of social and
economic interactions.
e Transportation’s role in ecosystem is to enhance the local environment by:

o improving habitat in right-of-ways,

o increasing tree canopy in rights-of-way which can increase habitat and reduce the urban
heat island affect where urban areas have higher temperatures due to the amount of
dark surfaces,

o treating storm water volumes and flow to improve water quality and reduce run off,and,

o avoiding impacts to natural areas when construction infrastructure .

e Reducing greenhouse gas emission and fossil fuel consumption by reducing the number, the
length of vehicle trips and improving the flow of traffic (reducing stop and go).

Addressing Specific User Groups

Consult the following fact sheets developed by Smart Growth American when addressing specific user
groups or topics. Smart Growth American offers the following fact sheets:

Children

People with Disabilities
Older Adults

Health

Public Transportation

AN N NN
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Climate Change

Economic Revitalization

Gas Prices

Safety

Lower Transportation Costs
Create Livable Communities
Equity

Ease Traffic Woes

Costs of Complete Streets
Change Travel Patterns
Complete and Green Streets
Networks of Complete Streets
Rural Areas and Small Towns

AN NN T Y N N N N N NN

Go to www.smartgrowthamerica.com to download pdf or view web versions of fact sheets.
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Appendix B — Sample Ordinance Language

To be developed.



Appendix C- Sample Complete Streets Goals and Policies

Communities may include the entire sample complete streets policy in the general plan circulation
element as a complete policy package, or may selectively adopt specific objectives or policies.
Communities are encouraged to tailor the policy and implementation measures to local needs,
concerns, and conditions, and to identify the local agency or department responsible for
implementation. Most circulation elements already include goals, objectives, and policies addressing the
needs of motorists and movers of commercial goods, so the package below focuses on other types of
users. In tailoring the package for your jurisdiction you may wish to include the entire package as a
separate policy set with cross-references to other pre-existing provisions of the circulation element, or
you may choose to use some or all of the goals, objectives, and policies below for amendments to
existing provisions.

Sample Complete Streets Goals and Policies

Goal C1: Provide streets that are safe, comfortable, and convenient routes for walking, bicycling, and
public transportation to increase use of these modes of transportation, enable active travel as part of
daily activities

Objective C1.1: Integrate Complete Streets infrastructure and design features into street design and
construction to create safe and inviting environments for people to walk, bicycle, and use public
transportation.

e “The City will promote context-sensitive streets (i.e., by designing transportation projects within
the context of adjacent land uses to improve safety and neighborhood livability, promote
transportation choices and meet land use objectives), consistent with the City’s Urban Street
Design Guidelines.” — City of Charlotte

Implementing Policies:
® C1.1.1. In planning, designing, and constructing Complete Streets:

o Reference existing planning documents such as the Monterey Bay Area Complete
Streets Guidebook and Checklist, local bicycle and pedestrian master plans, specific
plans, transit master plans and neighborhood traffic calming plans.

o Include infrastructure that promotes a safe means of travel for all users along the right
of way, such as sidewalks, shared use paths, bicycle lanes, and paved shoulders.

o Include infrastructure that facilitates safe crossing of the right of way, such as accessible
curb ramps, crosswalks, refuge islands, and pedestrian signals; such infrastructure must
meet the needs of people with different types of disabilities and people of different
ages.

o Ensure that sidewalks, crosswalks, public transportation stops and facilities, and other
aspects of the transportation right of way are compliant with the Americans with
Disabilities Act and meet the needs of people with different types of disabilities,
including mobility impairments, vision impairments, hearing impairments, and others.’
Ensure that the [Jurisdiction] ADA Transition Plan includes a prioritization method for
enhancements and revise if necessary.



o Prioritize incorporation of street design features and techniques that promote safe and
comfortable travel by pedestrians, bicyclists, and users of public transportation, such as
traffic calming circles, additional traffic calming mechanisms, narrow vehicle lanes,
raised medians, dedicated transit lanes, transit priority signalization, transit bulb outs,
road diets," high street connectivity,” and physical buffers and separations between
vehicular traffic and other users.

o Ensure use of additional features that improve the comfort and safety of users:

= Provide pedestrian-oriented signs, pedestrian-scale lighting, benches and other
street furniture, bicycle parking facilities, and comfortable and attractive public
transportation stops and facilities.

= Encourage street trees, landscaping, and planting strips, including native plants
where possible, in order to buffer traffic noise and protect and shade pedestrians
and bicyclists.

= Reduce surface water runoff by reducing the amount of impervious surfaces on
the streets.

® C1.1.2.In all street projects, include infrastructure that improves transportation options for
pedestrians, bicyclists, and users of public transportation of all ages and abilities.

COMMENT: This provision, which requires that all street projects on new or existing streets
create complete streets, is a fundamental component of a commitment to complete streets.

o Ensure that this infrastructure is included in planning, design, approval, construction,
operations, and maintenance phases of street projects.

o Incorporate this infrastructure into all construction, reconstruction, retrofit,
maintenance, alteration, and repair of streets, bridges, and other portions of the
transportation network.

o Incorporate multimodal improvements into pavement resurfacing, restriping, and
signalization operations where the safety and convenience of users can be improved
within the scope of the work.

o Develop systems to implement and monitor incorporation of such infrastructure into
construction and reconstruction of private streets.

o Allow exclusion of such infrastructure from street projects only upon written approval
by [the City Manager or a senior manager of an appropriate agency, such as the
Department of Public Works], and only where documentation and supporting data
indicate one of the following bases for the exemption: (a) use by a specific category of
users is prohibited by law; (b) the cost would be excessively disproportionate to the
need or probable future use over the long term; (c) there is an absence of current and
future need; or (d) significant adverse impacts outweigh the positive effects of the
infrastructure.



COMMENTS: This provision provides crucial accountability in the exceptions process by
requiring documentation, a transparent decision-making process, and written approval
by a specified official. Other exceptions can also be included in this list.

In evaluating whether the conditions of (b) and (c) are met, a jurisdiction may need to
conduct latent demand studies, which measure the potential level of use by bicyclists,
pedestrians, and others should appropriate infrastructure be provided. Such
projections should be based on demographic, school, employment, and public
transportation route data, not on extrapolations from current low mode use.

o Provide an annual report to the [City Council/Board of Supervisors] listing the street
projects undertaken in the past year and briefly summarizing the complete streets
infrastructure used in those projects and, if applicable, the basis for excluding complete
streets infrastructure from those projects.

® (C1.1.3. Develop policies and tools to improve [Jurisdiction]’s Complete Streets practices:

o Develop a pedestrian crossings policy, addressing matters such as where to place
crosswalks and when to use enhanced crossing treatments.

o Develop policies to improve the safety of crossings and travel in the vicinity of schools
and parks.

o Consider developing a transportation demand management/commuter benefits
ordinance to encourage residents and employees to walk, bicycle, use public
transportation, or carpool.

o Develop a checklist for [Jurisdiction]’s development and redevelopment projects, to
ensure the inclusion of infrastructure providing for safe travel for all users and enhance
project outcomes and community impact.

o As feasible, [Jurisdiction] shall incorporate Complete Streets infrastructure into existing
public [and private] streets to improve the safety and convenience of Users, construct
and enhance the transportation network for each category of Users, and create
employment.

@ (C1.1.4. Encourage transit-oriented development that provides public transportation in close
proximity to employment, housing, schools, retailers, and other services and amenities.

® (C1.1.5. Change transportation investment criteria to ensure that existing transportation funds
are available for Complete Streets infrastructure.

® (C1.1.6. Identify additional funding streams and implementation strategies to retrofit existing
streets to include Complete Streets infrastructure.

Objective C1.2: Make Complete Streets practices a routine part of {Jurisdiction]’s everyday operations.

Implementing Policies:



C1.2.1. As necessary, restructure and revise the zoning, subdivision, and [insert by name
references to other relevant chapters of the city or county code such as “Streets and Sidewalks”
or “Motor Vehicles and Traffic”] codes, and other plans, laws, procedures, rules, regulations,
guidelines, programs, templates, and design manuals, including [insert references to all other
key documents by name], in order to integrate, accommodate, and balance the needs of all
users in all street projects on public [and private] streets.

COMMENT: By opting to apply the requirement to private streets in addition to public streets,
a jurisdiction will generally expand the effectiveness of the complete streets policy. However,
such a requirement may be more practical in certain jurisdictions than in others. For example,
the requirement might be very important in a jurisdiction where there are many private streets
in central locations and less important where there are few private streets or where those
streets are only in outlying areas.

C1.2.2. Develop or revise street standards and design manuals, including cross-section
templates and design treatment details, to ensure that standards support and do not impede
Complete Streets; coordinate with related policy documents [such as Pedestrian/Bicycle Plans,
insert other relevant documents].

Assess current requirements with regard to road width and turning radii in order to determine
the narrowest vehicle lane width and tightest corner radii that safely balance other needs;
adjust design guidelines and templates to reflect ideal widths and radii.

C1.2.3. Make training available to planning and public works personnel and consultants on the
importance of Complete Streets and on implementation and integration of multimodal
infrastructure and techniques.

C1.2.4. Encourage coordination among agencies and departments to develop joint prioritization,
capital planning and programming, and implementation of street improvement projects and
programs.

C1.2.5. Encourage targeted outreach and public participation in community decisions
concerning street design and use.

C1.2.6. Establish performance standards with measurable outcomes to assess safety,
functionality, and actual use by each category of users; include goals such as:

o By [2020], facilitate a transportation mode shift so that [20] % of trips occur by bicycling
or walking.

o By [2015], reduce the number of injuries and fatalities to bicyclists and pedestrians by
[__1%.

o Reduce per capita vehicle miles traveled by [__]% by [insert year].

o Provide a high proportion of streets ([__1%) with sidewalks, low design speeds, tree
canopy, and street furnishings.

o Increase the miles of bicycle lanes and other bikeways by [__]1% by [insert year].



o

Increase the miles of sidewalks by [__]% by [insert year]

COMMENT: Other standards could include user satisfaction, percentage reductions in
greenhouse gas emissions, and reduction in gaps in the sidewalk network.

® (C1.2.7. Establish measures of effectiveness for the performance of the circulation system and
the effects of new projects on the system, taking into account all modes of transportation
including walking, bicycling, and public transportation. Ensure that measures address relevant
components of the circulation system, including but not limited to intersections, streets,
highways and freeways, pedestrian and bicycle paths, and public transportation; use these
measures for planning and in lieu of automobile level of service standards for environmental

review.

@ (C1.2.8. Collect baseline data and regularly gather follow-up data in order to assess impact of

policies.

o

Collect data for each category of users regarding the safety, functionality, and actual use
of the neighborhoods and areas within {Jurisdiction].

Track public transportation ridership numbers.
Track performance standards and goals.

Track other performance measures such as number of new curb ramps and new street
trees or plantings.

Require major employers to monitor how employees commute to work.

All initial planning and design studies, health impact assessments, environmental
reviews, and other project reviews for projects requiring funding or approval by
[Jurisdiction] shall: (1) evaluate the effect of the proposed project on safe, comfortable,
and convenient travel by bicyclists, children, persons with disabilities, pedestrians, users
of public transportation, seniors, youth, and families, and (2) identify measures to
mitigate any adverse impacts on such travel that are identified.

Objective C1.3: Plan and develop a comprehensive and convenient bicycle and pedestrian
transportation network.

COMMENTS: Jurisdictions with existing bicycle or pedestrian plans may have already addressed the
policy/action items under this objective. In such jurisdictions, it is not necessary to restate these policy
and action items verbatim. Such plans should be reviewed, and, if necessary, revised to complement the
complete streets approach. If existing plans address this objective sufficiently, a jurisdiction may
incorporate its bicycle and pedestrian plans with language such as: “The provisions set forth in the

cle Plan] are incorporated into this plan.” If this approach is used, be sure that the

incorborated plan is internally consistent with the remainder of the general plan.

For jurisdictions that have not developed a detailed bicycle or pedestrian plan, the policies and
actions in this section provide a good way to begin addressing those needs in an integrated fashion.



Implementing Policies:

e C1.3.1.

Develop a long-term plan for a bicycle and pedestrian network that meets the needs of

users, including bicyclists, children, persons with disabilities, pedestrians, users of public
transportation, seniors, youth, and families.

(¢]

e Cl.3.2.

e (C1.3.3.

Conduct a demand analysis for each category of user, mapping locations that are
already oriented to each mode of travel and type of user and those for which there is
latent demand.

For each category of user, map out a preferred transportation network with routes that
will enable safe, interconnected, direct, continuous, and efficient travel from each major
origination area to each major destination area.

Encourage public participation in community decisions concerning the demand analysis,
preferred route network, and street design and use to ensure that such decisions: (a)
result in streets that meet the needs of all users, and (b) are responsive to needs of
individuals and groups that traditionally have not participated in public infrastructure
design. Include bicyclists, children, persons with disabilities, motorists, movers of
commercial goods, pedestrians, users of public transportation, seniors, youth, families,
low-income communities, communities of color, and other distinct social groups, and
their advocates. Establish ongoing advisory committees and public feedback
mechanisms.

Identify and prioritize necessary changes in order to implement the preferred network;
prioritize neighborhoods with the greatest need and projects that significantly alleviate
economic, social, racial, or ethnic inequities.

Ensure that the networks provide ready access to healthy sources of nutrition.

Explore the use of non-standard locations and connections for bicycle, pedestrian, and
public transportation facilities, such as easements, restored stream corridors, and
railroad rights-of way.

Evaluate timeline and funding of the plan.

Assess the degree to which implementation of the plan can be coordinated with
planned reconstruction of streets, development projects, utility projects, and other
existing funding streams.

Develop funding strategies for addressing additional needs; actively pursue funding
from state, federal, and other sources.

Explore imposing development impact fees and dedication requirements on new
development to create paths and other Complete Streets infrastructure.

In collaboration with [appropriate local agencies and regional transportation planning

agencies/metropolitan planning organizations], integrate bicycle, pedestrian, and public
transportation facility planning into regional and local transportation planning programs and
agencies to encourage connectivity between jurisdictions.

® Cl.3.4.

Develop programs to encourage bicycle use, such as enacting indoor bicycle parking

policies to encourage bicycle commuting, or testing innovative bicycle facility design.



Objective C1.4: Promote safety of bicyclists, pedestrians, and public transportation.

COMMENT: As noted for the previous objective, jurisdictions with existing bicycle or pedestrian plans
may also choose to omit these items if already addressed in those plans and instead reference those
plans.

Implementing Policies:

® C1.4.1. Identify physical improvements that would make bicycle and pedestrian travel safer
along current major bicycling and walking routes and the proposed future network, prioritizing
routes to and from schools.

® (C1.4.2. [dentify safety improvements to pedestrian and bicycle routes used to access public
transportation stops; collaborate with [public and private transit agencies operating within
Jurisdiction] to relocate stops where advisable.

® (C1.4.3. Identify intersections and other locations where collisions have occurred or that present
safety challenges for pedestrians, bicyclists, or other users; consider gathering additional data
through methods such as walkability/bikeability audits; analyze data; and develop solutions to
safety issues.

® (C1.4.4. Prioritize modifications to the identified locations and identify funding streams and
implementation strategies, including which features can be constructed as part of routine street
projects.

@ (1.4.5. Collaborate with schools, senior centers, advocacy groups, and public safety
departments [insert additional specific departments as appropriate] to provide community
education about safe travel for pedestrians, bicyclists, users of public transportation, and others.

® (C1.4.6. Use crime prevention through environmental design strategies" to increase safety for
pedestrians, bicyclists, and other users.

® (1.4.7. As necessary, public safety departments should engage in additional enforcement actions in
strategic locations.

Objective C1.5: Make public transportation an interconnected part of the transportation network.

Implementing Policies:

® C1.5.1. Partner with [public and private transit agencies operating within Jurisdiction] to
enhance and expand public transportation services and infrastructure throughout [Jurisdiction}
and the surrounding region; encourage the development of a public transportation system that
increases personal mobility and travel choices, conserves energy resources, preserves air
quality, and fosters economic growth.

® (C1.5.2. Work jointly with [public and private transit agencies operating within Jurisdiction] to
provide destinations and activities that can be reached by public transportation and are of
interest to public transportation-dependent populations, including youth, seniors, and persons
with disabilities.

® (1.5.3. Collaborate with [public and private transit agencies operating within Jurisdiction] to
incorporate infrastructure to assist users in employing multiple means of transportation in a



single trip in order to increase transportation access and flexibility; examples include, but are
not limited to, provisions for bicycle access on public transportation, secure bicycle racks at
transit stops, access via public transportation to trails and recreational locations, and so on.

C1.5.4. Ensure safe and accessible pedestrian routes to public transportation stops; relocate
stops if safe routes are not feasible at current location.

€1.5.5. Work with [public and private transit agencies operating within Jurisdiction] to ensure
that public transportation facilities and vehicles are fully accessible to persons with disabilities.

C1.5.6. Explore working with [public and private transit agencies operating within Jurisdiction] to
provide travel training programs for seniors and persons with disabilities, and awareness
training for vehicle operators.

C1.5.7. Explore creation of public transportation priority lanes to improve travel time.

C1.5.8. Partner with [public and private transit agencies operating within Jurisdiction] to collect
data and establish performance standards related to these steps.



Appendix D- Bicycle and Pedestrian Quality of Service Indicator

To be completed.



Appendix E- Complete Streets Action Plan

Sample Template

NAME: [Jurisdiction] DATE:
COMPLETE STREET ACTION PLAN
TIMELINE LEAD
TION*
IMPLEMENTATION ACTIO Short G Ongoing DEPARTMENT

General Plan Vision

General Plan Policy & Goals

Transportation Plan Policy & Goals

Performance Measures

Planning Guidance Manual

Street Design Standards &
Specifications

Transportation Analysis/ Impact
Guidelines

Maintenance Manuals

Funding Guidelines

Training Standards

*Titles and actions may vary by jurisdiction. This list is meant to serve as an

example only.




Appendix F- Legal Standing of Street Manuals

Note: The discussion included in Appendix E is adopted from Los Angeles County Model Design manual
for Living Streets, 2011.

Local jurisdictions generally follow some established standards for designing streets. Much confusion
exists as to what they must follow, what is merely guidance, when they can adopt their own standards,
and when they can use designs that differ from existing standards. The text below untangles the myriad
of accepted design documents. It is critical for cities and counties to understand how adopting this
manual meshes with other standards and guides. The most important of those standards and guides are
the following:

e The American Association of State Highway and Transportation Officials’ (AASHTO) A Policy on
Geometric Design of Highways and Streets (the “Green Book”)

The California Highway Design Manual

Local manuals or street design standards

The Manual on Uniform Traffic Control Devices (MUTCD)

The California Fire Code

The California Streets and Highways Code and California Vehicle Code

A discussion of the federal-aid roadway classification system helps to frame the requirements of each of
these documents. Local governments that wish to use certain federal funds must use a street
classification system based on arterials, collectors, and local streets. These funds are for streets and
roads that are on the federal-aid system. Only arterials and certain collector streets are on this system.
In Chapter 3, “Street Networks and Classifications,” this manual recommends an alternative system. To
maintain access to these federal funds, local jurisdictions can use both systems. The federal aid system
encourages cities to designate more of these larger streets, and to concentrate modifications along
these larger streets. Nevertheless, for the purposes of understanding design standards and guides, this
is the existing system of street classification for federal funding.

AASHTO Green Book

The Green Book provides guidance for designing geometric alignment, street width, lane width,
shoulder width, medians, and other street features. The Green Book applies only to streets and roads
that are part of the National Highway System (NHS). These are Interstate Freeways, principal routes
connecting to them, and roads important to strategic defense. These streets and roads comprise about
14 percent of all federal-aid roadway miles in California, and about 4 percent of all roadway miles (Urgo,
J., Wilensky, M., and Weissman, S., Moving Beyond Prevailing Street Design Standards, The Center for
Law, Energy, and the Environment at the Berkeley Law School, 2010). Although the Green Book’s
application is limited to these streets, some cities apply its recommendations to all streets.

Further, the Green Book provides guidance that cities often unnecessarily treat as standards. The Green
Book encourages flexibility in design within certain parameters, as evidenced by the AASHTO publication



A Guide to Achieving Flexibility in Highway Design. For example, 10-foot lanes, which cities often shun
out of concerns of deviating from standards, are well within AASHTO guidelines.

California Highway Design Manual

The California Highway Design Manual (HDM) applies only to State Highways and bikeways within local
jurisdictions. If cities deviate from the minimum widths and geometric criteria for bikeways spelled out
in Chapter 1000 they are advised to follow the exemption process or experimental process as applicable.
The HDM does not establish legal standards for designing local streets. However, like the Green Book,
some cities apply HDM guidance to all streets.

As of the writing of this manual, Caltrans is in the process of revising the HDM to meet Caltrans’
commitment to Complete Streets in Deputy Directive 64-R1.

Local Street Manuals

Local jurisdictions follow the Green Book, the HDM, or design guidance from organizations such as the
Institute of Transportation Engineers (ITE) out of liability concerns. Neither federal nor state law
mandates adoption or adherence to these guides. However, municipalities often adopt them to protect
themselves from lawsuits. Further, many don’t have the resources to develop their own standards and
practices, so they adopt those in the Green Book, the HDM, or another previously adopted manual, or
those of other cities.

A question often posed by plaintiffs’ attorneys in traffic-related crashes is, “Did they follow established
or prevailing designs, standards, and guidance?” If the attorneys can prove that the local jurisdiction
deviated from these, they enhance their chances of winning a judgment against the jurisdiction.
Therefore, protection from liability is paramount.

Cities are authorized to adopt or modify their own practices, standards, and guidelines that may reflect
differences from the Green Book and the HDM. If these changes generally fall within the range of
acceptable practice allowed by nationally recognized design standards, the adopting agencies are
protected from liability to the same extent they would be if they applied the Green Book or the HDM.
Most changes to streets discussed in this manual fall within the range of the guidelines or recommended
practices of nationally recognized organizations such as AASHTO, ITE, Urban Land Institute (ULI), and
Congress for the New Urbanism (CNU).

Working within previously established regional guidelines generally should result in a design that is
protected from liability. The Green Book and the HDM are silent on many design features, and do not
consider the needs within unique contexts. In these cases, cities can develop their own guidelines and
standards and incorporate international equivalents or practices from other cities. Cities may adopt the
guidance in this manual, which compiles best practices in creating living streets. This manual could, in
effect, become the legal prevailing standard by which liability would be assessed.

Cities can also utilize designs that fall outside the ranges specified by nationally accepted guidelines and
standards, but these practices can potentially increase liability unless done with great care. When



agencies elect to utilize designs that fall outside the guidelines of nationally recognized documents, they
need to use additional care to ensure they do not expose themselves to liability.

To minimize liability, local jurisdictions either need to adopt their own standards (which should be based
on rationale or evidence of reasonableness), or they can conduct an experimental project. When
conducting an experimental project, agencies need to show that they are using the best information
that is reasonably available to them at the time, document why they are doing what they are doing, use
a logical process, and monitor the results and modify accordingly. This is because the agency may be
required in the future to show that its design is reasonable, and the agency may not be able to cite a
nationally published guideline or recommendation to support its local action. Often, these experimental
projects are conducted because the design engineer has reason to believe that the new or evolved
design will be safer or otherwise more effective for some purpose than if the project had prevailing
standards and guides been used. These reasons or rationales are based on engineering judgment and
should be documented to further minimize exposure to liability.

Unless otherwise noted, everything in this manual can readily be adopted and incorporated without fear
of increased liability. In addition, this manual carries the credibility of the many top-level experts who
produced it.

In some cases, AASHTO design guidelines may not provide information on innovative or experimental
treatments that have shown great promise in early experiments and applications. Since AASHTO is a
design guide, agencies have some flexibility to use designs that fall outside the boundaries of the
AASHTO guide. Deviation from the range of designs provided in the AASHTO guide requires agencies to
use greater care and diligence to document their justification, precautions, and determination to deviate
from the guidelines. In California, the precautions to establish “design immunity” should be followed.
These include consideration/analysis and approval by a registered engineer qualified to sign the plans,
and certification by the city council or reviewing body clearly indicating the agency’s intent. This process
documents the engineering judgment that went into the design.

Many cities today use various traffic calming measures to slow traffic and to improve neighborhood
livability. Traffic calming measures are not traffic control devices and therefore the state exercises no
jurisdiction over them.

Local agencies may currently use many other reports and documents to guide their roadway design and
transportation planning. Other documents provide valuable procedure and reference data, but they do
not set standards. They can be referred to and defined as standards by local agencies, but the local
authority often has the flexibility to selectively endorse, modify, or define how these informational
documents can be used or incorporated into its engineering and planning processes. Also, newer
versions of these documents have additional information that can conflict with the local historical
approach.



The expected results of the design approaches presented in this document are generally intended to
improve safety and/or livability. As a result, implementation of these features should generally reduce
liability and lawsuits. There is no way to prevent all collisions or lawsuits, but adopting policies,
guidelines, and standards and doing experimental projects with reasonable precautions is a defensible
approach.

MUTCD

The MUTCD provides standards and guidance for the application of all allowed traffic control devices
including roadway markings, traffic signs, and signals. The Federal Highway Administration oversees
application of the MUTCD. California cities must follow the California MUTCD, which generally mirrors
the federal MUTCD, but not always.

The rules and requirements for the use of traffic control devices are different than for street design
criteria. Local agencies have limited flexibility to deviate from the provisions of the California MUTCD in
the use of traffic control devices due to the relationship between the MUTCD and state law. The
California MUTCD does provide flexibility within its general provisions for items such as application of
standard traffic control devices, use of custom signs for unique situations, traffic sign sizes, and sign
placement specifics. In contrast, agencies do not generally have the flexibility to develop signs that are
similar in purpose to signs within the manual while using different colors, shapes, or legends. Agencies
are also not authorized to establish traffic regulations that are not specifically allowed or are in conflict
with state law. The provisions of the California MUTCD and related state laws thus make it difficult to
deploy new traffic control devices in California. This can result in complications, especially in the areas of
speed management, pedestrian crossings, and bikeway treatments.

The State of California and the Federal Highway Administration have procedures that allow local
agencies to experiment with traffic control devices that are not included in the current MUTCD. Such
demonstrations are not difficult to obtain from the Federal Highway Administration for testing of new
devices, especially as they relate to pedestrian and bicycle facilities, but the requesting agency must
agree to conduct adequate before-and-after studies, submit frequent reports on the performance of the
experimental device, and remove the device if early results are not promising. The State process can be
more difficult for obtaining approval. Federal approval must be obtained first. The California Traffic
Control Devices Committee advises Caltrans, which must then agree to allow the experiment to be
conducted and determine that the experiment is not in conflict with State law. Once approval is granted
for the experiment, the city has been given some legal immunity from liability suits. Since the California
Vehicle Code is written to mirror the MUTCD, provisions within the Vehicle Code may not allow the
experiment to proceed. The need to modify the Vehicle Code can complicate obtaining State permission
to experiment.

Both the federal and California MUTCD are amended through experimentation. After one or more
experiments have shown benefit, the new devices are sometimes adopted into these manuals. In
California, the Vehicle Code must be changed first if the Vehicle Code prevents use of the new device.



The federal MUTCD and California MUTCD establish warrants for the use of some traffic control devices.
For example, stop signs, traffic signals, and flashing beacons are expected to meet minimum thresholds
before application. These thresholds include such criteria as number of vehicles, number of pedestrians
or other uses, distance to other devices, crash history, and more. These warrants often prevent local
engineers from applying devices that, in their opinion, may improve safety. For example, trail and/or
pedestrian crossings of busy, high-speed, wide arterial streets may need signals for user safety, but they
may not meet the warrants.

As with street design guidelines, cities may establish their own warrants or modify those suggested by
the California MUTCD to suit their context in order to use some traffic control devices. In special
circumstances that deviate from their own warrants, cities need to document their reasons for the
exception. For example, they may say the trail crossings or school crossings qualify for certain traffic
control devices.

California Fire Code

The California Fire Code can impede street design in limited circumstances. The state legislature has
adopted the National Fire Code. The National Fire Code is written by a private agency and has no official
legal standing unless states or municipalities adopt it, as has been done in California. The primary barrier
caused by this adoption is the requirement for a minimum of 20 feet of an unobstructed clear path on
streets. To comply with this, streets with on-street parking on both sides must be at least 34 feet wide.
This prevents municipalities from designing “skinny” and “yield” streets to slow cars and to make the
streets safer, less land consumptive and more hospitable to pedestrians and bicyclists.

There are ways around this requirement. If the local jurisdiction takes measures such as installing
sprinklers and adding extra fire hydrants, or the adjacent buildings are built with fire retardant
materials, it may be able to get the local fire department to agree to the exception.

Alternatively, the state legislature could repeal its adoption of the 20-foot clear path requirement due to

e The arbitrary and unresearched nature of the provision

e The safety problems associated with the resulting excessively wide streets

e The contradiction that this provision causes with properly researched guidelines and standards
by ITE, CNU, AASHTO, and others for streets under 34 feet wide

e The potential liability that the 20-foot clear provision creates for designers who maintain,
modify, or design streets that do not provide 20-foot clear paths

It is likely that the state legislature was unaware of these issues when it adopted the code in its entirety.

California Streets and Highways Code and California Vehicle Code

The California Streets and Highways Code and the California Vehicle Code include laws that must be
followed in street design. These are embodied in the California MUTCD. Changes to the Streets and
Highways Code and the Vehicle Code may cause the California MUTCD to change.



Appendix G- Land Use Place Type Matrix

Understanding the land use and community context helps planners and engineers identify potential
roadway users that can be better served. Land use place types developed through the Sustainable
Communities Strategy planning process and linked to the complete streets types are shown here.
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Appendix H — Greenway Quality Criteria Checklist

Green Futures: Research and Design Lab, Scan Design Foundation, GEHL Architects. Seattle
Neighborhood Greenways: Seattle Tool Kit. 2012



Connections

Links Neighborhood

1 Connects to regional trails and other
bicycle facilities

[ Route travels close to local business
activities

O Connect schools, pubiic spaces and
neighborhood amenities

Safety and Protection

Integration with Street
Hierarchy

[ Accessible from nearby residences

[0 Maintains adequate street parking

[ Street layout that allows emergency
vehicle and delivery access

[J Heavier traffic routed to arterials

A City-wide Network

{71 Connections from one neighborhood to
another (may need to use other bicycles
facilitios)

[ Removes barriers and detours for
efficient bicycle and pedestrian flow

__ Connects to transit stops and other

modes of transportation
\Yj

LA

«

Deterrent of Crime and
Violence

[ Active residential buildings provide
passive surveillance and eyes on the
street

[J Overlapping functions and use
throughout the day

[ Appropriate lighting in evening hours

Protection Against Collisions

[ Defined and protected arterial crossings

[ Reduced motor vehicle speed

[} Dry surface that drains water

[ Clear sight lines

O No impeding obstacles

[J Visibility and small scaled lighting on
paths and obstacles

Protection from Unpleasant
Sensory Experiences

1 Reduction of vehicles cutting through
neighborhood and accompanied
pollution, noise, and dust

[ Protection from ambient noise

7 Clean environment without trash or litter

Opportunities to Stop

] Fun and playful experiences dispersed
throughout a route

[} Overlapping activities

[ Protection against weather

["] Bicycle parking close to destinations

[ Appropriate furniture for activities

[[] Variety of places to sit with street
furniture that encourages conversations

Neighborhood Identity

|_! Spaces for spontaneous activities to
encourage ‘getting to know your
neighbor’

[} Opportunities for art and local activity

[[] Street designs that reflect natural and
historic character

i Sense of ownership and responsibility

Visually Appealing
Landscape

["] Interesting views and vistas

[] Abundant trees and vegetation

[ Spaces designed for a full range of ages

("] Trees to protect from wind and adverse
climate

[1 Delineation between private and public
spaces

Opportunities to Interact and
Exercise

[ Travel lanes wide enough for bicyclists to
travel comfortably
7] Visual and interesting experiences placed

at regular intervals :
"',

Easein Findingand
Understanding a Route

[ Recognizable street designs at the
pedestrian scale

[J Clear signage at gaps between links

[ Legible wayfinding to nearby destinations

Comfort to Walk, and Bike

(71 Route responds to existing topography

] Continuous routes and minimization of
obstacles

[ Smooth and comfortable pavement

[ Guaranteed pedestrian paths that
especially consider the needs of children,
elderly, and the disabled



Appendix J- Project Development Checklist



IV | €102 aunc oogaping s3aa.43s 919|dwo) ealy Aeg Asuajuoly 1elq

papaau adueudjulew/qeysay
papaau buidiysas/buineday
pajoaye S| uoidastajul pazijeubls v
paJinbau s| Apn3s oyjey y

:Ajdde Buimojjoj 23 Jo d40w 40 dUO Aue jey]l yons

Jeaoadde 1o jwiad Aue Jo aouenss]
ayy o3 Joud Aem jo jybui d1|qnd ay3 ulejuiew 10 Jajje
1ey3 syoafoud |ejided Juswpedaq SHIOM 21iGNd ¢

10 ! Aem

40 3ybu o1gnd ay3 jo abueyd e sysanbad Yaiym sxIom
21jqnd Jo/pue Buluueld jo Jusawpedaq ayl Aq sjeaoud
-de Jo sjiwJtad Buninbad sjuswanoadwi 38913S T

:syoafoud Jo sedA3 Buimojjos 243
M3IA31 0] pPasn 3q pInoys 3sIpoay) s393.43S 939[dwo) ayL
sjudwalinbay pjoysaiyl

"(suon

-dwax? 40} X *6d )qooqapiny 33s) jdwaxa s| J0afo.d
ay3 ssajun sJasn jisuedy Jo/pue s3siPAdIq ‘suelsjsapad o)
papiAold 39 ||Im Suojjepoulodde JeymM pue jou Aym jusw
-noop pjnoys sJosuods 303foad ‘sjuswieasy ubisep s39a4ls
939]dwod a3jeiodiodu) Jou op s3afold JI ‘Aem-jo-3ybu oj|
-qnd ayj buipaye 4o uiyym syoafold malaad 03 ISIPOaYd
ayy asn pjnoys sjuswypedap bujuue|d pue s)JoMm dliqnd

‘seapl ubisap Aempeod pue suoi}

-eojjdde sjaau3s 239|dwod J0j 3s1PP3Yd ay3 ybnoayy bujob
3]IyM oogaping s3aa.43s 339|dwo) ealy Aeg Aaaajuol a3yl
9ouUaJajal 0) pabeinooua aue siasuods pafodd *ssao04d
juawdojanap afoid ayj 3noybno.y) pejepowodde pue
paJapIsuod sem Jasn Aempeod ainjnj pue bupisixa yoea
moy juawndop 03 siosuods 109foid sajqeus 3sIpPayd ayL

ISIDP/YD 9Y3 9sn 03} MOH

‘Aempeod 9y) JO S19sn ||e Jo Spaau 9yj] J93wW
pue sasn pue| Juadefpe J3pisuod ‘sailjod 3934)s 239|dwod
931e3s pue |euolbal ‘|ed0] YIm Jua3sisuod ade jey) sidafoad

uj JINsaJ [JIM ISIPP3YD 3y Jo asn sypafoad 10j ssaooad
ubisap pue Buluueld ayj ojuj siapjoyaxels ||e Jo SSANDads
-12d ay3 Hugesod.iodu) 10j wsiueYIDW B S| ISIPIaYd 3yl
*00GQapING s39343S 339jdwo) ealy Aeg Aasajuoly ay3 bul
-sn sue|d |edo] pue s3oafoad buidojsasp pue Buluyap ul
slosuods 303foud 3sisse 0] pado|2Aap Sem 3SIPI3Yd SsIyL
asodand

1STIMOIHD MIIATY 1D03(0dUd S1334LS F13T1dINOD




€T0Z dun( »oogaping s32a431s 3319|dwo) ealy Aeg Asi1a1uoly uelq | gy

‘uonndwaxa Jo adnou e
3|y pue jdwaxa si Joafoad ayy Aym buiquosap owsw
e Yyetp pjnoys Josuods 1o3foldd syl -me| elulojied
UM Ajdwod 03 papaau S| uojjejusawndop pue uolj
-eujejdxa Jaypn yO3D wouy 3dwaxa s| 103foad ayj JI

((Dzgezst uoidas 4ad) spoafoid buidLils-9Y x

(2)T0€ST Aem
-J0-3Yyb14 BuilsIxa a3y} uIyym 3jinq aJde jeys spoafoldd x

:Ajldde Aew suopdwaxa buimojjos ayL
Y AJljlend |ejuawuodiAug elulojlje) ay3 jo suoisiaold
ay3 wouy Jdwaxa aq Aew s303(0ad s323.43s 939|dwod swos

vO3D wody dwaxg sydafoad

‘ubisap 30afoud
3] Ul paJapIsSuod aq pINoys s4asn yoiym AJiauapl oy
ISIPPayYd a3yl asn pjnoys dnoub iasn auo ueyj aiow

e n ., M/ - \ ‘ ajepowodoe 03 ajedosdde aq Aew Ing sJasn [|e a3ep
= S N ﬁ‘m .

-owoooe 0] ajelddoidde jou s1 ) yaiym uj syoafoud

) =\ & poau aJ4njnj pue jusaldind JO sduasqge pajuaWwndoq x

.

— — (sAemaau{//xa) ssadoe
-__, cm_\_mmwn_cmmu>u_u_meme>m>>mo
L..l_._’__\._a._. .uvv _.n_u.u uf vm*

b L

st . “7 3 ISIPI3YD S48
il ul_w-hm_ 939|dwo) ay3 buisn wody ydwaxgy sypafoid

suoiydwex3y - 1STIMIIHD

Xipuaddy



€y | €10z aung »oogaping siss.ls a319|dwo) eady Aeg Asusiuoly yelqg

uonoNJISU0D

ubisaq |euld

Ol1lOHd ubisaq Aueujwijaid

buiuue|d

9jeq pug psjedpijuy/papnels ajeq 2uolsafiy P3(old

(aseyd 32aloud Jualin) 3241)) NPayYds P3foid °€

jrewg

xXed o2uoyd

u0sJ19d J0e3u0)

Aouaby bunuawajdwr

doneunojusg pejuo) g

uoneoso 30alold

' # aloid|
uondiiosaq 93loud

AjuQg maInay
juswyiedag | ontL Pafoid T

9jeq

uonewuojug 309fold |edaua - 1STIMDIHD
A/

xipuaddy




€102 2un( »00gaping s3ea13s a39|dwo) eaay Aeg Asisjuo yeld | ¢V

23noy ond
oz_H_ SSA oY PNAL é¢pajsabuod
— — | Jead Wd dead WY 1 s! (s)awiy 3eym e ‘os JI
ON &5 _ sdojs/aynoy jsued|
(1Lavv) sawnjoA ouyjedl iuonsabuod
— ON SOA aousadxa Aempeod ayj sao(d
Jw paads paisod
N | uonsabuo) "9
[ poon ey Jood uoRIpPUO) JuaWAARY
uoN__m:m_mc:_ _ pazijeubis _ (s)uonpasiaiug
oz_u o (,S>) yIpim dueq g ISO0J0W 1s112A01g uel3sapad
M YIpIM J3p|noys ieade 1afoid ayy ul suoisi||od jJo Aio3siy e auayy sI
éeade afoiad ayj ul sanss
oz_H_ S8, bupiied/buidesspue ON SoA Buipaads/A1aes panainiad aiay] oay
H UIPIM Y|emsapis (/npe-Asjaxiaq-suwiy//:d13y 8 xiize
JUBWISSISSY SPaaN S39a.43S 939jdwo) 23s) Ajajes 'S
oz_H|||._ s ! aue| uing J9jua) Aep-¢
am/as :g3/an]| sauet Jo # [ednjinouby/|einy sani|Ioed 21|qNd/2IAI]
R E| UIPIM JuswaAed Aempeoy BuisnoH Joi1uas [ooyds/jeuonniisu]
A yIpIM MOY [eRJawwo)/buinas-103ISIA asn paxin
uonesyisse|D |euonoung aoeds uado/Jed |enjuaplsay
PIU0) /suonjipuo) Aempeoy bunsixa £ (Aidde jey) jje X23Yyd) sasn pue bunysixgy -

suonipuo) bunsix3y - 1STIMDIHD




GV | £10Z 2un( »oogaping s39a41S 939|dwo) ealy Aeg Asusjuoly yelq

¢siaploysxey

POIUBLIO-NONLL /03Ny PoIUBIIO-92Ad1g /URIIISOPS 11 ON S9A Aq paisanbau sabueyd oypad
pabejueApesiq dnou
yonesyisse[n) [euonaund uopjeypodsues) [ejUSIUOIIAU
sS4
[eHaLY 40323{0D 1207 Aduaby jisueq) aumo Apiadod
192415 dnouo Joluas jooyo
peoy |euny uolsiAIpgns/jeao
Aemdied pieAsinog anuany 3193.41S ulen 293IWWI0)) ueLIlIsapad uoIIRID0SSY SSaulsn
9dA L ubisaqg 92418 saapIwwo) 3dAdIg dnouo poouytoqybia

:ubisap pue adoos 309foad uo Indu
papinodd sdnoab Japjoyaders yodiym ajedipul ases|

(’ro0gqapins jo
x oiqeL #9s) - adA| ubisaq 192415 939|dwo) 3y3 341D 0T (Ajdde jeya jje »¥23yd) yoealng Japjoya)els -
(apow yoes 10j ou I0 S3A
ON S9A ON S9A Mew) ;eaJe Sy} Ul PUBWSP [9ARI] 3SBAID
uel}sapad 3Adg Jsued| ien -u] 03 pajedpiue sypafoid pauueld auy
(s)3o3lo.1d ay3 3s1y aseard ‘os Jr1
ieade 1oafoad ayy ul UOREIN3JID 1998 PInod
ON S9A Jey3 s1oafoid asn pue| g uonepodsuely pauueld aiay) aly

suonipuo) Aempeoy aining 'g

suonipuoy a4nnd - 1STIMO4HOD




€T0Z duUn( »00gapInNg Ss39a.41S 219|dwo) ealy Aeg Asusjuo Jyelq | oV

"X YD MOOGopIND 3Yy3 Ul pUNoj 3q osje Aew uoljelsojul dJow ‘sabew) pue suoRiuyap 10y sadAj Juaweady uo IO «

ON SOA SUOI1D9SJ]U] I uoneZiIoud UBISapad/a|dAdig/iisuel)
ON SaA ade|d uellsapad
ON SOA 193115 paJeys pooysoqybiaN
ON S9A (Aempeay uiw GT) JopLU0) Jisued] /quswdolaAs@ pajualQ-Jisueld)
ON S9A jnogepunoy
ON SOA Buiwied sweqj
ON SOA (suoisyjjo2 3PAdIq {000'0Z>1AVY ‘Saue| ajow Jo €) 191@ peoy

1 x10J 9jepIpued e s eale 108foid ay3 suonipuo) aining pue HunsSIX3 ay3 UsAID

yjnoA/sjuapnis 10§ AjlADBUU0)

SuoI3epOWOoII. JUSIPUJNSU] ueli}sapad/appAdig

pajqgesip 10y SJ10JUdS J10J sanyijoeq ueln
suopepowodde JuddYNSUI suojjepowodde Ju3PYNSUI -S8pad juapyynsur/bupioen
VIAIRS sant|oed sanljoey

jisuel)] juapunsur/buppe Jsued] juapujnsui/buppe 3|2Ad1g Jualduynsur/bupioe

(suonipuo) BuiIsix3z 03 13j3Yy) SIDUIPYIG FIOMISIN uoneuodsues] "It

Xipuaddy



/Y | £ET0Z 2ung 3oogapinD 193435 939|dwo) ealy Aeg Asisjuoly Helq

"X YD MO0qopIng Y3 Ul punoj 9q osje Aew uonew.ojul aJow sabewl pue SUOIUYSP 104 s3dA) JusunReas] Uo MY «

bunsix3g SOA
Bunsix3 SOA
Bunsixg SOA
bunsixy SOA
Bunsix3 S
Bunsixg S9A
Bunsixg SaA
builsix3g SOA
builsix3y SOA

(aqudsaq) 12430
saue1 ayjig buneory
9)jig pajeal]l-10jo)
xog 3pAdg
uo3aq 3PAdg
Bunjied apAdg

subis
BSuipuyAep /aInoy

yied asniiniW
sbunjiep sauei-paieys

saue1 3pAdg

¢ubisap 309foad ayy ybnoayy

panoidwi Jo papiaoid s| Buimoljol syl Jo ‘Aue J1 ‘Ysiym

x(X YD yooqaping) ubisaq apAdIg €T

Buiysix3g SOA
Bunsixg SOA
bunsixg S9A
buiysix3 SOA
Bunysix3g SOA
Bunsixg SOA
Bunsix3 SaA
bunsix3g SOA
Bunysix3g SOA

(aqudsaq) 12430
umopjuno) 3|qIpny
abeubis Suipuylem

Bujwje) cyjea)
sjuawleal] buissoa)

S9941 }991]S

S$S920V vav

layng
Bunjied /buidedspue

yied/Niemapis

sAemaAnlqg ziwuiW

¢ubisap 303foid ayy ybnoiyy

panoaduw) 1o papinoad s| Buimojjos ayy Jo ‘Aue Ji ‘yasiym

x (X 4D yooqapinn) ubisaq uelisapad T

*S19sn 9say) 4o} suoiepowodde ajdwes pue sadyoeld-3saq ubisap sujejuod X 493dey) 3ooqaping s}aa4ls 2319|d
-WwoD AJUN0D AS42]U0j YL 'SUOIII3S SUORIPUOD ainnd pue BuiIsix3 ayj ul payiauapl spasu J4asn |eldads pue Ajsjes 0]
19J9y ‘eale ueqdn Ue Ul U0 UBY] JUSIDYIP X00| ARW BaJe |ednd e Ul }9313s 339]dwod e pue aAI}ISuUds-3xajuod s| ubisap
199435 a39|dwo) *303foud ayy Jo ubisap ayj} Ul paJapiSu0d Udag SARY SIISN ||B BINSUI 03 SI Uo133s sIyj Jo asodind ayL

ublseq - 1STIMDIHD

Xipuaddy



€T0Z 2unf ¥00gaping s399.43S a39|dwo) ealy Aeg Aaiajuo yelq | 8y

*He o1 qnd pue SiIsnw ‘suoissadu0d ‘sdew /uoew.iojul 33nod ‘ued ysedy ‘6unybi| ‘youag :opnjoul saRIUdWY HSURIL]L 4 x
"X Y2 )ooqapIing 3] Ul punoj aq osje Aew uoewlojul 2Jow ‘sabew pue suonIUYIPp J10j sadA) JudwWwileds] U0 MIID

bunsixg SOA
bunsix3 S9A
bunsixg SOA
Buisixg SOA
buiisix3 SOA
Bunsixg S9A
Bunsixg SOA
bunsixg SOA

(aquidsaq) 13Yy10
xxS9Rludwy uonels/dols

I4-IM

(sAempeay
ulw ST) IJIAIBS JIsued)

Ayiond eubis/siI

OjJul |eAlLlly Sng dwii] |jedy
19312ys

SINO-|ind /sqing sng

aue sng Ajii01id

¢ubisap 103(oad ayy

ybnouayy paroidw Jo papinodd si Buimoijo) ayj Jo ‘Aue Ji ‘Yyoiym

x (X Yo xooqaping) ubisaq Jysuell “pT

ubisaq@ - 1SITMD3IHD

xipuaddy



6Y | £T0Z 2un( »oogaping s39343S 939|dwo) esly Aeg Aalajuoly el

13410

ON SOA ¢Po3u aldnjnj pue jualind JO aduasge pajusawindog

ON _H_ SOA _H_ ¢asn Ajqeqoud Jo paau ayj} 03 ajeuoipodoudsip Aj9AISS90XD S| UOIRPOLWIOIDR JO 1S0D

ON SOA ¢SJdasn ujepad bunnepowodde wouy 3dwaxa Joafold ayjy sI

(doogaping ay3 Jo X YD 03 19j3Y) suondwaxy 9T

mc_v_\_mn_
_I7" ,
S32IY3A Buideospuen s3s1jpAdIg suelnsspad 10J SUOI3RD0}/S3IN0J dA|JRUID}|R PAJIIPISUOD
Bujied
sapiyap]  |buideospuen sisipAolg sueliisapad J0 X xipuaddy) Joj sauoz |ejed/parowdy

£POPI9U 219M POPIAAU/UOIIDIIS SSOJID Y] 0] SJUBWBUYII JeYM

ON S9A éPOJ9pISU0d Ul33q Subisap aAjeuld}|e IARH
19430 Buipung jualdYINsuI SaJnjead |eJUSWIUOIIAUT/SI31]
12410 salinynas bunsixg UiPpim MOY 10 oen

:Aym ujejdxa “Jou JI

ON S9A ;a|qenoddns ubisap/uodas sS04 199.43s 939|dW0D PapaUBWWOD3I Y] ST

s}pO-oped] 109fo4d "ST

suondwiax3y B syO-opelL - LSTINOIHD

X|puaddy



Appendix K- Questions for supporting six-step process
Si x Steps

Step 1: Define the Existing and Future Land Use and Urban Design Context

¢ What does the area look like today?

e What are today’s land use mixtures and densities?

» What are the typical building types, their scale, setbacks, urban design characteristics, relation to
street, any special amenities, etc.?

» Are there any particular development pressures on the area (the nature of this may vary according to
whether the area is a “greenfield” versus an infill area and this type of information is particularly
important in the absence of an area plan)?

* What are the “functions” and the general circulation framework of the neighborhood and adjacent
areas?

¢ |s there a detailed plan for the area?

¢ If so, what does the adopted, detailed plan envision for the future of the area?

¢ Does the plan make specific recommendations regarding densities, setbacks, urban design, etc.?

e Are there any other adopted development policies for the area?

¢ If so, what do those policies imply for the area?

Step 2: Define the Existing and Future Transportation Context

¢ What is the character of the existing street? How does the street currently relate to the adjacent land
uses?

» How does the street currently function? What are the daily and hourly traffic volumes? Operating and
posted speeds? What is the experience for pedestrians? Cyclists? Motorists?

e What are the current design features, including number of lanes, sidewalk availability, bicycle facilities,
traffic control features, street trees, etc.?

» What, if any, transit services are provided? Where are the transit stops?

* What is the relationship between the street segment being analyzed and the surrounding network
(streets, sidewalks, transit, and bicycle connections)?

» Are there any programmed or planned transportation projects in the area that would affect the street
segment?

e Are there any other adopted transportation policies that would aff ect the classifi cation of the street
segment?

Step 3: Identify Deficiencies

» Gaps in the bicycle or pedestrian network near or along the street segment;

* Gaps in the bicycle or pedestrian network in the area (which may increase the need for facilities on the
segment, because of the lack of alternative routes);

e Insufficient pedestrian or bicycle facilities (in poor repair, poorly lighted, or not well buffered from
traffic, e.g.);

* Gaps in the overall street network (this includes the amount of connectivity in the area, as well as any
obvious capacity issues on other segments in the area);

¢ Inconsistencies between the amount or type of transit service provided along the street segment and
the types of facilities and/or land uses adjacent to the street;



¢ Inconsistencies between the existing land uses and the features of the existing or planned street
network.

Step 4: Describe Future Objectives
¢ What existing policies might or should influence the specific objectives for the street?

¢ What conditions are expected to stay the same (or, more importantly, what conditions should stay the
same)?

¢ Would the community and the stakeholders like the street and the neighborhood to stay the same or
to change?

* Why and how would the community and the stakeholders like the street and the neighborhood to
change?

e Given this, what conditions are likely to change as a result of classifying the street (exactly how will the
street classification and design support the stakeholders’ expectations)?

Step 5: Recommend Street Classification and Test Initial Cross-Section
e What is the recommended cross section?
e s the cross section supportable considering:
e right-of way,
¢ Existing structures,
» Existing trees or other environmental features,
» Topography, and
e Location and number of driveways.

Step 6: Describe Tradeoffs and Select Cross-Section
e Where alternative design scenarios considered?
e What refinements to the cross section were needed ?
e What was the justification for selecting the final design scenario?

i Note that many types of accommodations for people with disabilities are mandated by federal law under the
Americans with Disabilities Act.

i A road diet is a transportation technique in which the number or width of lanes dedicated to motor vehicle traffic
is decreased, often by combining the two central lanes into a single two-way turn lane, in order to create



additional space within the right of way for features such as biéycle lanes, sidewalks, or buffer zones.

il Connectivity describes the directness of routes and density of connections in a street network. A street network
with high connectivity has many short links, numerous intersections, and few dead-end streets. As connectivity
increases, travel distances decrease and route options increase, allowing more direct travel between destinations.

¥ Crime prevention through environmental design (CPTED) involves designing the built environment to deter
criminal behavior. CPTED aims to create environments that discourage the commission of crimes by influencing
offenders to not commit a contemplated crime, usually due to increased fear of detection.



Appendix L — Economic Framework for Evaluating Complete Streets

To be developed.



AGENDA: August 13, 2013

TO: Elderly & Disabled Transportation Advisory Committee
FROM: Karena Pushnik, Senior Transportation Planner

RE: Update regarding Transit Service to La Posada
RECOMMENDATION:

This item is for information.

BACKGROUND

Over the years, the Elderly & Disabled Transportation Advisory Committee (E&D TAC) has
continuously supported reinstatement of bus service to La Posada and Frederick/Gault Street
neighborhoods.

DISCUSSION

At the June 11 2013 E&D TAC meeting, Metro staff presented the five options to be considered by
the Metro board at their June 14 meeting. Minutes from that meeting are not yet available,
however the board opted to reinstate service for a one year trial basis contingent upon receipt of
Transportation Development Act (TDA) funds received in excess of the auditor/controller
projections.

A letter from Metro chair Daniel Dodge to the RTC Chair Neal Coonerty with the funding request is
attached (Attachment 1).

The process for the fall revision of the RTC's FY 2013-14 budget, including the excess TDA
funding, is as follows:

o September — RTC's Budget & Administration/Personnel committee reviews amendments to
the budget -- including year end totals, carry overs, etc -- and makes recommendations
for the full board’s consideration

e October 3 — RTC board wifl meet in the County Supervisors chambers and adopts a revised
budget

Attachment 1: 7/12/13 Letter from Metro Chair to RTC chair regarding Funding Experimental
Service to the La Posada Facility

I\E&DTAC\2013\08-Aug\LaPosada_TDAfund.doc
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Santa Cruz Metropolitan
July 12, 2013 Transit District

Neal Coonerty, Chair @/‘v—\g\
wuae METRO

Santa Cruz County Regional Transportation Commission
1523 Pacific Avenue
Santa Cruz, California 95060

Regarding: Funding Experimental Service to the LaPosada Facility
Dear Chair Coonerty,

On June 28, 2013 the Board of Directors of the Santa Cruz Metropolitan Transit District (METRO) voted
to initiate service to the LaPosada Facility located on Fredrick Street in Santa Cruz on a one year
experimental basis. The experimental service to LaPosada will commence on September 12, 2013.

The action of the Board of Directors was in response to multiple requests from residents of LaPosada,
advocates, citizens, relatives of LaPosada residents, the SCCRTC E&D TAC, and you. As a part of the
action of June 28, 2013, the Board of Directors voted to request funding for the experimental LaPosada
route from the Santa Cruz County Regional Transportation Commission, which you serve as the Chair of.
The one year experimental LaPosada Route is anticipated to cost approximately $130,000.

In reviewing the agendas and financial reports for the SCCRTC it appears that the revenue from the %
cent sales tax that funds the Transportation Development Act (TDA) activities will exceed the projection
by the Santa Cruz County Auditor/Controller. The projection was used by the SCCRTC to establish
disbursements to various TDA recipients. If the revenues from the % cent sales tax do, in fact, exceed the
projections, the METRO Board of Directors would request that the SCCRRTC consider disbursing those
funds, not previously committed (i.e. RTP-EIR to AMBAG), to the TDA recipients on the basis of the
formula contained the Rules and Regulations. METRO would also request that the SCCRTC designate a
portion of the funds disbursed to METRO ($130,000) to be used to support the LaPosada experimental
route for the next year.

The METRO Board of Directors is committed to the operation of the one year experimental service to
LaPosada regardless of the funding received under this request. However, the financial participation by
the SCCRTC would assist in offsetting the cost of this requested service.

Thank you for your consideration of this request regarding TDA funding for METRO. The continuing
partnership between the two agencies is appreciated by all at METRO.

Sincerely,

Daniel
Board of Directors

Cc: George Dondero, Executive Director, SCCRTC
Leslie R White, General Manager, METRO
File

/-2
110 Vernon Street, Santa Cruz, CA 95060 (831) 426-6080, FAX (831) 426-6117
METRO online at http://www.scmtd.com




