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About SCI

The Sustainable Cities Institute (SCI) 
is an applied think tank focusing on 
sustainability and cities through applied 
research, teaching, and community 
partnerships. We work across 
disciplines that match the complexity 
of cities to address sustainability 
challenges, from regional planning to 
building design and from enhancing 
engagement of diverse communities 
to understanding the impacts on 
municipal budgets from disruptive 
technologies and many issues in 
between. 

SCI focuses on sustainability-based 
research and teaching opportunities 
through two primary efforts:

1. Our Sustainable City Year Program 
(SCYP), a massively scaled university-
community partnership program that 
matches the resources of the University 
with one Oregon community each 
year to help advance that community’s 
sustainability goals; and

About SCYP

The Sustainable City Year Program 
(SCYP) is a year-long partnership 
between SCI and a partner in Oregon, 
in which students and faculty in courses 
from across the university collaborate 
with a public entity on sustainability 
and livability projects. SCYP faculty 
and students work in collaboration with 
staff from the partner agency through 
a variety of studio projects and service-

2. Our Urbanism Next Center, which 
focuses on how autonomous vehicles, 
e-commerce, and the sharing economy 
will impact the form and function of 
cities. 

In all cases, we share our expertise 
and experiences with scholars, 
policymakers, community leaders, and 
project partners. We further extend 
our impact via an annual Expert-in-
Residence Program, SCI-China visiting 
scholars program, study abroad course 
on redesigning cities for people on 
bicycle, and through our co-leadership 
of the Educational Partnerships for 
Innovation in Communities Network 
(EPIC-N), which is transferring SCYP 
to universities and communities 
across the globe. Our work connects 
student passion, faculty experience, 
and community needs to produce 
innovative, tangible solutions for the 
creation of a sustainable society.

learning courses to provide students 
with real-world projects to investigate. 
Students bring energy, enthusiasm, 
and innovative approaches to difficult, 
persistent problems. SCYP’s primary 
value derives from collaborations 
resulting in on-the-ground impact 
and expanded conversations for a 
community ready to transition to a 
more sustainable and livable future.
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About Urbanism Next

The Urbanism Next Center at the 
University of Oregon focuses on 
understanding the impacts new 
mobility, autonomous vehicles, 
e-commerce and the sharing economy 
are having and will continue to have on 
city form, design, and development. 
The Center does not focus on the 
emerging technologies themselves, 
but instead on the multi-level impacts 
— how these innovations are affecting 
things like land use, urban design, 
building design, transportation, 
and real estate and the implications 
these impacts have on equity, health 
and safety, the economy, and the 
environment. Urbanism Next brings 
together experts from a wide range 
of disciplines including planning, 
design, development, business, and 
law and works with the public, private, 
and academic sectors to help create 
positive outcomes from the impending 
changes and challenges confronting 
our cities.
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About Eugene, Oregon

With a population of just over 
160,000 people, Eugene is Oregon’s 
second largest city and the county seat 
of Lane County. Located in the heart 
of the county along the Willamette and 
McKenzie Rivers, Eugene is recognized 
for its green landscape, recreational 
opportunities, and sustainability efforts. 
The city’s slogan, “A Great City for 

the Arts and Outdoors,” reflects its 
commitment to the arts and culture 
as well as nature preservation efforts. 
Eugene is also popular for many nearby 
recreational opportunities, including 
Willamette Pass Ski Area, Fern Ridge 
Reservoir, and hiking and rafting along 
the McKenzie River. 

The city of Eugene is a central hub of commercial, 
educational, and recreational activity in the southern 
Willamette Valley. Incorporated in 1862 as “Eugene City,” 
residents sought to turn Eugene into a center of learning. To 
that end, they raised the initial funding to start the University 
of Oregon, now the city’s flagship university and public 
research facility. 
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Executive Summary

The ways in which people travel 
to and within the downtown have 
significant environmental, economic, 
and social implications. Despite the 
presence of alternative transportation 
options, single-occupancy vehicles 
(SOVs) remain a major mode of 
transportation used to access the 
downtown. Over the years, this has 
led to the development of large, costly 
parking facilities. These conditions are 
contrary to the City’s complementary 
goals of tripling the share of trips made 
by walking, biking, and transit and 
reducing greenhouse gas emissions. 
Based on current trends, the City of 
Eugene is concerned that its strategy 
to manage travel demand may not 
handle continued growth and will result 
in parking shortages as more SOVs 
enter the downtown. For this reason, 
the city has decided to explore ways 
to modify its transportation demand 
management program to promote 
the city’s sustainability values, while 
also stimulating commercial activity 
downtown.    

In the spring of 2019, the City of 
Eugene partnered with the University 
of Oregon’s Sustainable City Year 
Program (SCYP) to research creative 
policy and programmatic solutions for 
its downtown transportation challenge. 
Students enrolled in the University of 
Oregon’s Land Use Planning and Policy 
course collaborated with City staff 
to identify and conduct case study 
research on selected cities. Case study 

cities from within the United States and 
internationally were selected based 
on 1) their reputation for employing 
innovative strategies to address 
downtown accessibility and mobility 
issues; and 2) their comparability with 
the city of Eugene. In total, seven cities 
were studied.

For each case study, a content 
analysis of relevant plans and policy 
documents was performed to identify 
transportation strategies based on 
three focus areas: 1) sustainable 
transportation; 2) travel demand 
management; and 3) parking 
management. Based on the findings 
from this analysis, students proposed 
the following recommendations: 

1. SUSTAINABLE TRANSPORTATION 
RECOMMENDATIONS

Planning for Sustainable 
Transportation
• Set measurable objectives, monitor, 

and track progress. 
• Incorporate a hierarchy of 

transportation and mobility priorities 
for downtown. 

Expand Availability
• Establish frequent transit networks 

and areas. 
• Expand level of service (LOS) 

standards to include multimodal 
transportation networks.  

• Improve bike-share accessibility. 

Located adjacent to the Willamette River and the University 
of Oregon, downtown Eugene serves as the city’s economic 
and cultural center. The downtown is home to several major 
employers, seasonal markets, shops, and restaurants that 
draw visitors in from surrounding areas throughout the week.
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• Legalize skateboarding within the 
downtown. 

Enhance the Experience
• Fund new mobility research grants. 
• Implement pavement-to-plazas and 

parklets. 
• Improve listed accessibility standards 

of the bicycle and pedestrian 
networks. 

• Develop a neighborhood access 
tool in partnership with Lane Transit 
District and integrate it into planning 
initiatives. 

• Integrate more flexibility into the 
City’s strategy. 

• Implement curbless streets. 
• Integrate a standardized wayfinding 

system within Eugene. 
• Incorporate pedestrian through-block 

walkways within the downtown. 

2. TRANSPORTATION DEMAND 
MANAGEMENT RECOMMENDATIONS
• Use TDM calculators and other 

measures to analyze return on 
investment as well as public health 
impacts. 

• Coordinate TDM efforts with the City 
of Springfield. 

• Develop an employee trip reduction 
plan for organizations. 

• Enhance partnerships with local 
universities. 

• Develop a community-wide Eco Pass 
program in partnership with Lane 
Transit District. 

3. PARKING MANAGEMENT 

RECOMMENDATIONS

Disincentivizing Parking usage
• Implement performance-based 

parking. 

Maximizing the Efficiency of Parking
• Implement an app-based parking 

management program like 
goBerkeley. 

• Adopt the Sustainable Urban Mobility 
Plan (SUMP) principles to guide 
parking management. 

• Implement aspects of Bellingham’s 
Smart Growth Model. 

Minimizing the Impact of Parking
• Utilize public parking facilities 

management and activation. 
• Minimize parking curb space usage.
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Introduction

In this new paradigm, the solution 
to a lack of parking in the downtown 
can no longer be to build another 
parking garage because of the now 
acknowledged negative air quality, 
greenhouse gas emissions, and 
equity implications of doing so. In 
response, cities have developed new 
and innovative strategies, enabled by 
advances in technology, to address 
such transportation issues. Broadly, 
these bold strategies intend to help 
cities meet their goals by increasing the 
share of trips made by walking, biking, 
and public transportation. While simple 
at first glance, achieving this goal 
requires a new set of transformative 
sustainable transportation, travel 
demand management, and parking 
management policies and programs. 
Today, the city of Eugene finds itself 
pressed with a shortage of downtown 
parking and the goal of tripling the 
share of trips made by walking, biking 
and transit, as well as greenhouse 
gas emission reduction targets. In 
recognition of the implications of its 
transportation policy on the vitality 

Cities across the world are faced with issues of sustainability 
and accessibility and have begun to set ambitious goals to 
transform how they operate. As a result, many now recognize 
the reality that continuing the status quo by accommodating 
most travel by private automobile, and advancing 
sustainability are incompatible goals. 

of its downtown, the City of Eugene 
partnered with SCYP to learn from 
others and apply creative policy and 
programmatic solutions to address this 
challenge. 
The purpose of this report is to 
assist the City of Eugene, Oregon by 
examining the approaches of exemplary 
domestic and international cities to 
address accessibility and mobility 
issues in its downtown and offer policy 
and program recommendations. 
Further, this policy report aims to 
offer the City innovative ideas for 
how to make downtown Eugene more 
accessible to people traveling by 
non-automobile means, encouraging 
residents, employees, and visitors 
to use public transit, and, ultimately, 
enhance the City’s capacity to manage 
downtown mobility. To achieve this, 
an extensive content analysis of seven 
cities’ sustainable transportation 
strategies was conducted. From 
this research, key findings and 
recommendations for policy alterations 
and interventions were generated for 
the City of Eugene. 
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Methodology

To conduct the case study, relevant 
plans and policy documents were 
selected from both jurisdictions 
that frame each downtown policy 
management context. A list of relevant 
plans and policy documents reviewed 
for each case study is located in 
Appendix A. 

Next, we performed a content 
analysis for references to accessibility 
and sustainable transportation policy 
tools and approaches that target 
downtown. We started the process 
with an extensive list, which we further 

The case study cities were selected for this report based on 
their comparability with the city of Eugene and its strategies 
toward addressing accessibility and mobility issues in its 
downtown area. 

categorized and coded into three sub-
focus areas: 1) parking management; 
2) sustainable transportation; and 3) 
transportation demand management. 
The remainder of each case study is 
organized into sections that describe 
the community context, provide a 
summary of policy tools, and highlight 
policy tools and approaches that 
are applicable to Eugene. We then 
developed policy tool highlights 
and concluded our analysis with 
recommendations to be considered by 
the City of Eugene. 
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Case Studies
This section provides an overview of the findings from a 
review of plans, policies, and programs for each of the seven 
case studies cities: Berkeley, California; Vancouver, British 
Columbia, Victoria, British Columbia; Arlington, Virginia; 
Boulder, Colorado; Seattle, Washington; and Bellingham, 
Washington. The findings are organized into three categories: 
(1) sustainable transportation, (2) travel demand management, 
and (3) parking management. 
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FIG. 1

Map of Berkeley, 
California
Source: Downtown Area Plan. 
Berkeley, CA: Department of 
Planning & Development, 2012.

Berkeley, California

Its total population is approximately 
120,176, which includes an estimated 
student population of 34,800.2, 3 
Berkeley is the fourth largest-populated 
city in Alameda County.

The downtown area is centrally 
located, adjacent to the University of 
California, Berkeley. Downtown Berkeley 
is bounded to the north by Hearst 
Avenue, Oxford-Fulton Streets to the 
east, Dwight Way to the south, and 
Martin Luther King Jr. Way to the west 
(Figure 1). The Berkeley Downtown 
Area Plan expands the downtown area 
to include lower density residential 

The city of Berkeley is in Alameda County in northern 
California, situated east of San Francisco. The city covers a 
land area of 10.5 square miles and is bordered to the north by 
the city of Albany and to the south by the cities of Oakland 
and Emeryville.1

areas. The expansion is in addition to 
major commercial and transportation 
corridors served by the Bay Area Rapid 
Transit (BART) system.4 

This central area is a hub of mixed-
use commercial activity, with retail, 
restaurants, and offices readily 
coexisting with residential units 
(Figure 2).5 However, downtown 
Berkeley is also a major cultural and 
institutional anchor for the surrounding 
city. Described as an “arts district,” 
downtown is home to a variety of 
theatres, music venues, cinemas, and 
museums that provide visitors and 
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FIG. 2

Map of Downtown 
Berkeley
Source: Downtown Berkeley 
Association

Berkeley, California
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FIG. 3 

Means of Transportation 
to Work, Berkeley, CA, 
2014–2017
Source: U.S. Census Bureau / 
American Factfinder. “B08301: 
Means of Transportation to Work.”

residents with enriching experiences.6 
City government, the University of 
Berkeley, California Department of 
Health and Human Services, and other 
educational and civic organizations also 
have a strong presence in and around 
the downtown area.

Downtown Berkeley is a regional 
transportation hub and is one of 
the area’s major city centers. The 
downtown area provides the second 
largest transit node in the East Bay; 
more than 40,000 daily transit trips 
begin, end, and connect through 
downtown Berkeley.7 In addition to 
BART, the downtown area is served 
by bus lines operated by local transit 
provider, AC Transit, as well as several 
commuter-based shuttles operated 
by UC Berkeley and others. Berkeley is 
also a part of a regional e-bike sharing 
system called Ford GoBike that allows 
for short, one-way trips by bike; there 
are 38 stations and 400 bikes docked 
within the city of Berkeley. 

Alternative transportation modes 
in addition to transit resources and 
the downtown’s physical attributes 
have led downtown Berkeley to serve 
as a regional employment center and 
destination. In general, transit, walking, 
and biking comprise the dominant 

transportation modes for a majority of 
those who live, work, or visit downtown 
Berkeley.8 For example, of those 
who commute to work downtown, 
approximately 51 percent arrive by 
foot or bicycle, 24 percent use public 
transportation, and 24 percent drive 
(Figure 3).9 These transit patterns 
stand in contrast to Berkeley city-wide 
commuters: 30 percent walk or bike, 25 
percent use public transportation, and 
44 percent drive.10 The large proportion 
of downtown commuters that choose 
alternative modes of transportation 
over SOVs may indicate that policies 
and programs in place do have an 
effect on travel behavior. 

POLICY TOOLS AND APPROACHES 
This section provides an overview of the 
relevant plans and policy documents 
that were reviewed as part of Berkeley’s 
downtown policy and management 
context to gain an understanding of 
Berkeley’s approach to transportation. 
The overview covers each relevant plan 
and policy document and includes 
purposes and goals, as well as a 
summary of applicable accessibility 
and sustainable transportation-
related policy tools and approaches 
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as determined through the content 
analysis. 

Berkeley General Plan 
The Transportation Element of the 
Berkeley General Plan serves as 
Berkeley’s comprehensive transportation 
policy framework. The Transportation 
Element draws upon district plans, 
bicycle and pedestrian strategies, 
as well as a Transportation Demand 
Management (TDM) studies in order to 
establish “policies for the movement of 
people, goods, and vehicles through 
the city.”11 A major objective of the 
Transportation Element is to:

“Reduce automobile use and VMT 
in Berkeley, and the related impacts, 
by providing and advocating for 
transportation alternatives and 
subsidies that facilitate voluntary 
decisions to drive less.”12 

Berkeley General Plan Policies
T-3 Eco-Pass City Program
T-10 Trip Reduction
T-11 City of Berkeley 
T-12 Education and Enforcement
T-13 Major Public Institutions
T-14 Private Employers 
T-34 Downtown Parking Management
T-36 Satellite Parking Facilities
 
Berkeley Downtown Area Plan 
The Berkeley Downtown Area Plan 
(Downtown Area Plan) provides a 
vision for the downtown area. The 
Downtown Area Plan adds action-
oriented provisions to the strengths 
that resulted from nearly 20 years 
of prior downtown area planning.13 
Major considerations of the Plan 
include environmental sustainability, 
accommodation of residential and 
employment growth, and provision of a 
pedestrian-friendly and transit-oriented 
district. Other highlights include various 

Parking and Transportation Demand 
Management programs that encourage 
transportation alternatives and effective 
parking. In addition, the Downtown Area 
Plan sets a framework for new zoning 
standards to facilitate an urban mixed-
use city center. 

Berkeley Downtown Area Plan 
Policies 
Access – 1.2 Single-Occupant Vehicles 
Access – 1.3 Alternative Modes & TDM
Access – 2.1 Pedestrian Safety & 
Amenities 
Access – 3.1 Effective Parking 
Access – 3.2 New Parking 
Access – 4.1 Transit Priority 
Access – 4.2 Attractive Transit
Access – 4.4 Transit and Bikes 
Access – 4.8 Transit-Supportive Uses 
Access – 5.1 Bike Network Improvements
Access – 5.2 Bicycle Parking 
Access – 5.3 Bike Sharing 
Access – 5.4 Business & Institutional 
Support

Berkeley Climate Action Plan
The Climate Action Plan is the result 
of an approved 2006 ballot measure, 
Measure G, that called for setting a goal 
of 80 percent reduction in greenhouse 
gas emissions by 2050.14 To meet the 
goal, the mayor was advised to work 
with the community to develop an 
action plan that was later adopted 
in 2009. “Chapter 3: Sustainable 
Transportation and Land Use” serves 
as a policy guide toward reducing 
VMT and increasing fuel efficiency and 
usage of low-carbon fuels. 

Berkeley Climate Action Plan Policies 
TLU – 1A Transit-Oriented Development 
TLU – 3A Parking Strategies 
TLU – 4A TDM Revenue
TLU – 5A Bicycle & Pedestrian 
Infrastructure 
TLU – 5B Marketing & Promotion 

Berkeley, California
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TLU – 5C Transit Bicycle Access
TLU – 5D Municipal Operations 
TLU – 6A Transit Enhancement 
TLU – 7A Car Sharing
TLU – 7B Ridesharing 
TLU – 9A Outreach and Education 
TLU – 10B Alternative Transportation

Berkeley Streets and Open Space 
Improvement Plan 
The Streets and Open Space 
Improvement Plan (SOSIP) implements 
the policies of the General Plan, 
Downtown Area Plan, and Climate Action 
Plan. In particular, the SOSIP provides 
designs and guidelines for public realm 
improvements to the downtown area. 
The downtown public realm– parks, 
plazas, and streets– accounts for 40 
percent of the downtown area. As 
such, designs and guidelines help to 
streamline the implementation and 
development process. Even more, the 
SOSIP sets project priorities that are 
accompanied by financing strategies to 
ensure projects are funded. 

Berkeley Streets and Open Space 
Improvement Plan Policies 
1.12 Transit Performance
1.13 Attractive Transit
1.18 Net-Zero Parking Strategy
1.19 Transit & Parking
3.2 Bicycle Parking
3.3 Bike Sharing

POLICY HIGHLIGHTS 
This section builds on the overview 
of policy tools and approaches by 
describing current and relevant policy 
and program highlights for the three 
sub focus areas of the case study. The 
three-sub focus include: 1) sustainable 
transportation, 2) parking management, 
and 3) transportation demand 
management. 

1) Sustainable Transportation
The purpose of sustainable 
transportation is to increase 
travel by sustainable, alternative 
modes. Actionable items related to 
sustainable transportation and mobility 
management may include expanding 
the availability of alternative modes 
of transportation or enhancing user 
experiences for alternative modes 
of transportation. Highlights of 
Berkeley’s policies and programs are 
strategies for bicycle access, facilities, 
and infrastructure, and land use and 
development. 

Bike Access, Facilities & Infrastructure
Throughout the reviewed plans, there 
is a common theme of investing in and 
expanding bike access, facilities, and 
infrastructure. The City’s approach 
comes from a perspective that the 
easier and more convenient it is to use 
alternative transportation modes, the 
greater the likelihood that more people 
will utilize such modes. This equates 
to streets that offer designated bicycle 
lanes, facilities, and proper lighting for 
“all hours” use.15 Bicycle Boulevards are 
one example of Berkeley’s approach 
to giving priority to bicyclists through 
local traffic by providing bicycle 
routes on low-speed, low-volume 
streets (Figure 4).16 The city’s Bicycle 
Boulevard Design Tools and Guidelines 
provide more context to the city’s 
design and implementation process for 
Bicycle Boulevards. 

In addition, policies are in place 
to ensure adequate bicycle parking 
in areas convenient for commuters 
and visitors. For example, the new 
Center Street Garage in downtown 
Berkeley includes eight levels of public 
parking with a first-floor dedicated to 
the Berkeley Bike Station that offers 
commuters and visitors safe and 
convenient bike parking near BART and 
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local transit (Figures 5, 6). The Bike 
Station has secured, on-demand self-
parking available for up to 54 bikes, 24 
hours a day through BikeLink. The Bike 
Station also offers no-cost bike valet for 
300 bikes in addition to bike rentals, 
repairs, and sales during staffed hours 
from 7 am to 8 pm, Monday through 
Friday. 

Lastly, the City of Berkeley offers 
opportunities for the conversion of 
on-street parking to bicycle parking 
in select locations. This can be done 
through bike corrals, or “on-street high 
capacity bike parking” used when there 

is higher demand for bicycle parking 
than what can be accommodated 
on sidewalks.17 This is typically in 
commercial districts. Corrals can 
accommodate four to five bicycle racks, 
parking eight to 10 bicycles (Figures 
7, 8). Businesses or property owners 
can submit a Bike Corral Application 
Maintenance Agreement for a free 
corral through the City’s Public Works 
Department. 

Transit-Supportive Improvements
The Downtown Area Plan’s Policy AC-4.1 
seeks to make transit more desirable 

FIG. 4

Berkeley’s Bicycle 
Boulevard Network
Source: Google Maps, Berkeley 
Bicycle Boulevard Network Map

Berkeley, California
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FIG. 5 

Berkeley Bike Station in 
Center Street Garage 1
Source: BART, Berkeley Bike 
Station

FIG. 6 

Berkeley Bike Station in 
Center Street Garage 2
Source: BART, Berkeley Bike 
Station
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FIG. 7

Bicycle corral design
Source: City of Berkeley, Bicycle 
Corrals 

FIG. 8 

Bicycle corral 
photograph
Source: City of Berkeley, Bicycle 
Corrals 

Berkeley, California
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FIG. 9

BART Plaza, Downtown 
Berkeley
Source: BART

for potential users through transit-
supportive improvements. Worth 
noting here is the policy to encourage 
“AC Transit, BART, and other transit 
providers to increase evening service to 
Downtown…work with these providers 
to improve nighttime conditions near 
transit stops that affect safety, such 
as lighting and visual access.”18 These 
improvements make transit more 
attractive to those who might otherwise 
feel uncomfortable riding after dark 
and are also part of a strategy to work 
in conjunction with entertainment and 
cultural destinations downtown to draw 
people onto transit. 

The 2018 BART Plaza opening 
is a recent example of a transit-
supportive improvement. Planning 
and design efforts began in 2006 
to “enhance multimodal transit 
access to expand ridership, increase 
accessibility for pedestrians and 
bicyclists, reorganize the public space 
to better accommodate transit users 
and...to reflect the identity of the 

community and history of Downtown 
Berkeley.”19 The $13 million renovation 
was completed in October 2018 and 
features a glass entrance, sound and 
light system for performances and 
soundscapes, and public art.20 

The opening of BART Plaza was 
accompanied by the Downtown 
Berkeley Plaza Activation Plan, 
developed by the Downtown Berkeley 
Association (DBA), City of Berkeley, 
and Civic Arts Commission. The 
Plan details various components to 
ensure that the Plaza is consistently 
activated. Activation components 
include a Berkeley LIVE! Temporary 
stage and programming managed by 
DBA, welcome kiosk, sidewalk seating 
managed by nearby merchants, bistro 
tables and chairs managed by DBA, and 
two nonprofit food vendors (Figure 
9). 

Land Use and Development
In addition to the sustainable transit 
systems, it is imperative that the 



22

Spring 2019 Community Strategies for Improving Accessibility

FIG. 10

Downtown Berkeley 
Plaza Activation Plan 
Map
Source: Downtown Berkeley Plaza 
Action Plan

broader urban context be understood 
to maximize the impact of bike and 
transit policies. Berkeley’s Climate 
Action Plan stresses the importance 
of developing housing, commercial, 
and employment clusters around 
transit centers. Policy LU-23 requires 
“greater commercial and residential 
density and reduced residential 
parking requirements in areas 
with above-average transit service 
such as downtown Berkeley.”21 
Implementation actions include zoning 
for higher densities, establishing 
parking maximums and building 
height minimums, and requiring 
new developments be built in a way 
that facilitates alternative modes of 
transportation. 

2) Parking Management 
Parking management is typically a 
set of policies, programs, and actions 

that seek to control parking demand 
and ultimately result in more efficient 
use of parking resources.22 Improved 
management is critical to solving 
parking problems. In response to 
parking issues, Berkeley’s plans and 
policies outline parking strategies, 
including metering, pricing, and 
implementation of policies to 
discourage car travel and thereby 
parking.23 

Public Parking Facilities
To prioritize alternatives to driving, the 
City controls public parking pricing and 
policies. Policy T-34 of the General Plan 
requires management of “the supply 
of Downtown and Southside public 
parking to discourage long-term all-day 
parking and increase the availability and 
visibility of short-term parking for local 
businesses.”24 Actions include: low-
cost parking for carpool and vanpools, 

Berkeley, California
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employee parking limitations, and 
working with other entities to manage 
parking demand and resources. The 
objective is to create an environment 
where it is easier and cheaper to take 
alternative transportation modes. 

The Center Street Garage is 
an example of the city’s efforts 
to modernize parking facilities to 
accommodate car parking, civic 
spaces, and accessibility for alternative 
modes of transportation. In addition to 
its bike facilities and services, Center 
Street Garage provides 720 parking 
spaces, 20 electric-vehicle charging 
stations, a public art area, and a coffee 
shop/retail space.25 An additional 
amenity coming to the garage is the 
ability to make an advanced parking 
reservation through the LAZgo widget. 
Parking passes are to be available by 
phone in order to enter the garage. 

Unbundling Parking
Another parking management approach 
worth mentioning is the “unbundling” 
of parking prices from housing costs. 
Ultimately, unbundling can change 
consumers’ cost calculation of parking 
and housing, which may result in 
greater use of alternative modes of 
transportation. The Climate Action Plan 
Policy TLU-3A stipulates that “parking 
spaces require separate payment and 
are not included in the rent or purchase 
price of a unit” with the intention being 
that those “who choose to live car-
free should not be burdened with the 
cost of a parking space they do not 
need. And those that do require a car 
should be made aware of the full costs 
associated with owning it.”26

Net-Zero Parking Management 
The SOSIP’s Policy 1.18 calls for 
a net-zero parking management 
strategy where “the price of on-street 
parking would be raised in locations 

of high demand to motivate some 
motorists to park in garages or in 
on-street locations” so as to stabilize 
parking demand in light of downtown 
improvements.27 While this does not 
actively seek to limit car parking, it does 
creates a mechanism to compensate 
for loss of parking. This in turn may 
encourage greater development with a 
focus on alternative transportation. 

goBerkeley
goBerkeley is an example of a program 
that adheres to the net-zero parking 
management strategy. goBerkeley 
is the City’s parking management 
program for commercial districts, 
including downtown. The program is 
data-driven and demand-responsive 
with the purpose to “improve the 
safety and ease of travel in metered 
parking” by adjusting rates and time 
limits in real time to meet local needs.28 
Parking rates and time limits are raised 
or lowered in real time to reach one to 
two open parking spaces per block in 
order to ensure that there is consistent 
availability of parking (Figure 10). 
Consistent and flexible parking reduces 
the time drivers spend circling for a 
spot, while also facilitating natural 
turnover. City staff work with local 
businesses to determine specific time 
limits that will work with customers 
and visitors of that area. In addition, 
goBerkeley areas have clear and direct 
signage with parking instructions as to 
not contribute to sidewalk clutter. 

3) Transportation Demand 
Management 
Transportation demand management 
(TDM) provides a system to control 
demand for single-occupancy 
automobile travel, shifting travel to 
alternative modes of transportation 
(e.g. transit, ride-share, bicycle, or 
pedestrian travel), while also informing 
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FIG. 11

goBerkeley pricing
Source: goBerkeley

users of the social and environmental 
costs associated with automobile travel 
through information sharing, education, 
and marketing. Transportation 
demand management thereby offers 
a systematic means by which to 
incentivize changes to travel behavior 
in order to reduce greenhouse gas 
emissions and decrease vehicle miles 
traveled. 

EcoPass Program 
Berkeley’s TDM approach for the 
downtown area primarily focuses on 
reducing the number of commuters 
that drive and park downtown. The 
‘EcoPass’ program detailed in the 

General Plan and Climate Action Plan 
aims to “reduce automobile traffic and 
congestion” in downtown by providing 
free, unlimited rides on all AC Transit 
buses to employees and/or students 
of participating Berkeley employers 
and institutions.29 There are enrollment 
options for employees, students, and 
residential community groups. 

The program is available to residential 
communities with more than 100 units; 
in some cases, participation can be 
extended to infill development projects 
with 50-99 units if located on a transit 
service corridor.30 Property owners 
or managers can “opt in” to provide 
residents with free or low-cost access 
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to transit.31 Each residential unit is 
entitled to one free EcoPass, with the 
option to purchase additional passes 
for other verifiable residents. At the 
construction phase, developers can 
integrate transit subsidies into the 
development and operational plans. 
This can lead to a reduction in required 
parking by the City, which can lower 
construction costs for the developer. 
Owners or developers of more than 
one multi-family residential property 
can also combine properties into one 
EcoPass program.

City of Berkeley TDM Program 
In the General Plan, Policy T-11 seeks 
to make the City of Berkeley a “model 
employer” to decrease trips and 
emissions from single-occupancy 
vehicles. Actions under this policy 
include: eliminating “free or low-cost 
parking provisions from employee 
individual and union contracts… 
establish employee automobile use 
reduction goals” and the use of “market 
pricing mechanisms to discourage 
all-day parking in City garages.”32 In 
addition to these actions, the City 
employs several efforts that span 
bicycle, carpool, vanpool, and car-
sharing programs for employees. For 
example, the City provides secure 
bicycle parking at city hall and shower 
facilities in conjunction with the nearby 
YMCA. Additionally, the City offers a 
bicycle fleet with 10 bicycles for use 
during the workday. City employees 
have the following rideshare options:33

• Discounted carpool and vanpool 
parking;

• Discounted parking at City facilities 
for carpools and vanpools with 3+ 
riders;

• Guaranteed Ride Home program 
through Alameda County; 

• Ridematching service through 511; 
and 

• City CarShare fleet vehicles.

Commuter Check Program
Several city policies call for single-
occupancy vehicle trip reduction by 
working collaboratively with employers 
and institutions to adopt TDM programs 
that offer incentives and benefits to 
use alternative transportation modes.34 
The Commuter Check Program offers 
a strong example of a collaborative 
TDM program. At the regional level, 
San Francisco Bay Area employers with 
50 or more employees are required to 
provide employees with a “commuter 
benefit program” that includes transit 
subsidies and benefits to encourage 
the use of public transportation.35 
Berkeley-based businesses are subject 
to greater regulations through the City’s 
Tax Relief Action to Cut Commuter 
Carbon program, bringing the program 
requirement of 50 or more employees 
down to 10 or more employees.36 

Benefits are to include one or more of 
the following:37

 
• Pre-tax transit/vanpool plan: 

Employees can use up to $125/
month in pre-tax wages for transit or 
vanpool expenses (Federal Tax Law 
132(f)).

• Employer Paid Transit/Vanpool/
Bicycle Benefits: Employees can 
receive benefits that pay for transit, 
vanpool, or bicycle expenses related 
to commutes. The bicycle benefit 
can only be provided as an employer-
paid benefit; thus, employees must 
choose between a transit and bicycle 
benefit.

• Employer Provided Transit: 
Employees receive free shuttle 
service provided and funded by 
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the employer between home and 
workplace. 

Parking Cash-Out Program 
California state law requires eligible 
employers that provide subsidized 
employee parking to participate in the 
“cash-out” program through which 
employees are offered a cash subsidy 
in lieu of parking.38 The purpose 
is to reduce VMT and greenhouse 
gas emissions by incentivizing 
employees to take alternative modes of 
transportation to work. Policy T-34 of 
Berkeley’s Climate Action Plan directly 
references this program. Because the 
program is state mandated, the City’s 
role is to ensure the policy is enforced. 
However, the program also offers an 
opportunity to align incentives for car 
or vanpooling in what can be assumed 
are open parking spaces at worksites. 

Bike-Share Reduced Fare Program
A reduced fare program for Ford 
GoBike bike-share ensures that bike-
share is accessible to all income 
levels. Through Ford GoBike’s Bike-
Share for All program, one-time $5 
annual membership is available to 
adults who are eligible for certain 
discount programs through utility and 
transit agencies. Memberships can be 
purchased online, or in-person at the 
Downtown Berkeley Bike Station.39 UC 
Berkeley students can also participate 
in the month-to-month program for 
$13/month; further discounts are 
available to students in the Educational 
Opportunity Program.40
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Vancouver, British Columbia

Vancouver is a seaport city on the west coast of British 
Columbia, approximately 50 miles north of the US/Canada 
border. The city covers approximately 44 square miles on the 
western half of the Burrard Peninsula, bounded to the north 
by English Bay and the Burrard Inlet and to the south by the 
Fraser River. 

It is home to the University of British 
Columbia, a public research institute 
and a top school in the region.41

According to the 2016 census, the 
population of Vancouver is 631,486, 
with over 2 million residents in the 
greater metro area.42 It is the largest 
city in BC and the eighth largest 
municipality in Canada. Further, 
Vancouver is growing: between 2011 
and 2016, the population in the greater 
metro area rose 6.5 percent, and 
it is expected to continue growing 
by approximately 35,000 residents 
each year. However, the population 
is also aging, which is expected to 
have significant impacts on regional 
transportation.43

The city is consistently ranked among 
the top 10 most livable cities according 
to the EIU’s Global Liveability Ranking 
and is among the cities leading the 
way in terms of innovative approaches 
to environmentally progressive 
transportation and city planning.44 In 
2009, the city engaged with global 
climate experts to draft the Greenest 
City Action Plan, which established 
goals and targets that would make 
Vancouver the greenest city in the 
world.45 Thus, although Vancouver is a 
much larger city than Eugene, it offers 
aspirational strategies that can guide 
long-term growth and sustainability in 
Eugene’s downtown area.

Transportation in Vancouver is 
organized and operated by Metro 

Vancouver’s transit authority, 
TransLink. TransLink oversees public 
transportation and all transit-related 
infrastructure in the area, providing 
service via major road networks, bicycle 
and walking networks, bus, light rail, 
train, and water taxi. TransLink is funded 
through taxes and fees. it is overseen 
by the Mayor’s Council, which is in 
charge of appointing its three-member 
Board of Directors. The Mayor’s Council 
reviews and approves all TransLink 
plans and does so in direct coordination 
with all other Metro Vancouver planning 
efforts. 

Vancouver’s downtown peninsula and 
the adjacent Eastside neighborhood are 
prioritized as areas for development in 
the Metro BC regional transportation 
strategy adopted by TransLink in 2013.46 
This regional investment in this area 
is augmented by municipal projects 
and programs and guided by several 
planning documents. 

In regard to transportation planning, 
the City’s current goals and strategies 
have developed out of the 1995 
CityPlan.47 CityPlan was the product 
of a year-long outreach campaign in 
which over 20,000 people participated 
in the planning process. The outcome 
was a vision for the City that prioritized 
neighborhood planning. In 2014, the 
Downtown/Eastside neighborhood plan 
was one of the first completed through 
the process set out by CityPlan.48 The 
Downtown/Eastside plan is consistent 
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with city-wide goals laid out in the 
Transportation 2040 plan adopted by 
the Vancouver City Council in 2012, 
which include: 1) making the majority 
of trips on foot, bike, and transit; 2) 
eliminating dependence on fossil fuels; 
and 3) breathing the cleanest air of any 
major city in the world. 

Within the context of these larger 
goals, the Downtown/Eastside 
neighborhood leads the city in 
walkability with 65 percent of residents 
walking, biking, or taking transit to 
work — 24 percent more than the overall 
city average. The policies adopted in 
the Downtown/Eastside plan focus 
on strategic “spot improvements” 
to improve walking and biking 
infrastructure and connect the area’s 
ports, railway stations, and arterial 
routes. 

In terms of parking concerns, 
Vancouver’s downtown area faces 
different challenges than Eugene. 
Trips by car into the downtown area 
are decreasing, and thus, the need 
for parking is also decreasing. The 
City has adopted a holistic view of 
parking that accounts for all parking in 
the area, not just public parking, and 
allows for leasing and permitting that 
assures all parking assets are put to 
full use. Through these initiatives, the 
City has reduced the need for parking 
in the area, which has allowed for the 
implementation of the “Pavement-to-
Plaza” program, which encourages 
the development of off-street parking 
spaces into small “parklets” that 
improve the pedestrian environment. 
This program aims to reduce parking 
availability in stride with decreasing 
need.

FIG. 12 

Regional Transit 
Network
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Because Eugene’s downtown area 
is not yet experiencing a similar 
decline in parking demand, these more 
recent parking programs adopted in 
Vancouver are perhaps less applicable 
at this point than those programs and 
policies directed at managing travel 
demand and developing/incentivizing 
sustainable transportation options.

In summary, Vancouver and Eugene 
present very different planning 
contexts in terms of size, population, 
and transportation assets. Vancouver 
residents have access to the SkyTrain 
rapid transit system and a more 
extensive network of shipping ports 
and regional transportation options. 
However, the City’s commitment to 
green neighborhood planning initiatives 
provides a useful model of success, 
and their wide array of strategies offer 
several that can be directly applied to 
the Eugene context.

In this report, Vancouver’s strategies 
have been split into two sections: Policy 
Strategies and Program Strategies. 
These two categories work together 
to accomplish the City’s goals, and 
our recommendations take both 
approaches into consideration. 

POLICY STRATEGIES 
The policy strategies that inform 
Vancouver’s transportation planning 
as it relates to parking management, 
sustainable transportation, and 
transportation demand management 
are outlined in the following 
documents:

Metro Vancouver 2040 Regional 
Growth Strategy
The Regional Growth Strategy provides 
a framework for development through 
five goals for growth in the Metro 
Vancouver jurisdiction that work to 
strategically influence land use in areas 
that are serviced by TransLink. To do 

this, the City promotes corridors and 
nodes of development with the intent 
of reducing vehicle use, providing 
more and better alternative modes of 
transportation, and reducing energy 
use and environmental impact. This 
strategy is made possible through a 
joint effort between TransLink and 
Metro Vancouver that creates shared 
goals and policies to guide sustainable 
development. The strategy also outlines 
metrics for performance monitoring 
that are based on changes in land use, 
greenhouse gas production, and the 
amount of housing and employment 
opportunities and their proximity to 
transportation networks.49 

Vancouver’s Transportation 2040 
Plan is the main guiding document 
for all transportation planning for 
the city. This strategic plan has a 
number of overarching goals aimed 
at increasing the use of sustainable 
modes of transportation and reducing 
greenhouse gas emissions. This 
is accomplished through seven 
directives: Land Use; Cycling; 
Walking; Transit; Motor Vehicles; 
Goods, Services and Emergency 
Response; and Encouragement, 
Education, and Enforcement. Specific 
policies and action items are detailed 
for each directive, which are then 
attached to implementation tools as 
recommendations for the City.50 

Metro Vancouver’s regional cycling 
strategy, Cycling for Everyone, was 
developed by TransLink to achieve 
two major goals: more cycling and 
safer cycling. This is accomplished 
through a number of strategies aimed 
at improving the bicycle transportation 
network, including hard infrastructure 
and amenities for cyclists and offering 
a variety of cycling programs aimed 
at education and encouragement 
of ridership. The plan is also linked 
to an implementation and funding 
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strategy that identifies priority projects 
and funding mechanisms through 
TransLink.51 

Parking
• Parking Right Tax. The City of 

Vancouver works to manage parking 
through the institution of a Parking 
Rights Tax. The policy imposes a 24 
percent tax on the price of all parking 
rights purchased within the TransLink 
service area. The parking tax is 
applied to both public and private 
parking spaces, with exceptions 
given to residential lots for permit 
holders, metered parking, long-term 
storage of business vehicles (over 
28 days), parking spots included 
in the sale of property, and other 
miscellaneous reasons. Metered 
parking spots not covered by the 
Parking Rights Tax have a separate 
five percent tax applied to them. 
Revenue from the Parking Rights 
Tax is funneled to TransLink to be 
put towards public transportation 
improvements. The tax was put into 
law in 2010 under the South Coast 
British Columbia Transportation 
Authority Act.

• Parking Demand Pricing. Parking is 
managed in Downtown Vancouver 
via demand pricing and a set of other 
guidelines that regulate parking. 
On-street parking is typically limited 
to one to two hours per spot, with 
the amount of time decreasing as 
demand increases. Parking fees vary 
by location in the city and the time 
of day. Smart meters are programed 
to charge higher rates during peak 
hours, and parking fees are adjusted 
yearly based on the most current 
parking data collected via annual 
studies.

Sustainable Transportation
• Frequent Transit Networks and Areas. 

Metro Vancouver has developed 
Frequent Transit Networks (FTN), 
which are networks of transit 
corridors that offer frequent and 
consistent public transportation 
servicing daily, with pick-ups 
occurring every 15 minutes. FTNs 
are a key part of the Metro 2040 
Regional Growth Strategy and are 
cited to provide benefits to residents, 
developers, and the municipality 
as a whole. To supplement the 
creation of FTNs, Metro Vancouver 
institutes FTN Area and Urban Center 
zoning overlays to allow for higher 
density commercial, residential, 
and mixed-use development along 
the FTNs. Nodes and corridors of 
higher density uses reduce need 
for personal vehicles and improve 
access to public transportation. 

• Street Design Guides. The City of 
Vancouver has developed street and 
sidewalk design guides for areas 
of the city depending on use. The 
design guides regulate sidewalk 
widths, green space coverage, tree 
location and size, and lighting. These 
guides create consistent human-
scale pedestrian areas throughout 
the city and are housed within 
Vancouver’s municipal code. 

Travel Demand Management 
• Dedicated Motor Fuel Tax. The British 

Columbia provincial government 
charges multiple levels of fuel taxes 
dependent on location. There is 
a dedicated motor fuel tax of 17 
cents per liter for all motor vehicle 
fuel purchased within the TransLink 
service area. Revenue collected 
through the tax is funneled to 
TransLink to be put towards public 
transportation improvements. This 
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tax accounts for approximately one 
quarter of TransLink’s funding.

• BC Bus Pass Program. The provincial 
government offers the BC Bus Pass 
Program to all low-income seniors 
and persons with disabilities. For 
a $45 annual charge, the program 
offers eligible residents with a BC 
Bus Card that can be used for all 
TransLink fares. 

• Transit Zones. To incentivize the use 
of public transportation in Downtown 
Vancouver, TransLink has instituted 
pricing levels dependent on the 
zone in which an individual travels. 
The Metro Vancouver area is broken 
into three zones, with Zone 1, which 
encompasses downtown, being the 
cheapest. Zone 3, the farthest from 

the city center, is the most expensive 
zone with fares approximately 
double of those in Zone 1. This not 
only works to increase ridership in 
the city center, but is also a more 
accurate representation of the cost of 
servicing less-urban areas. It also has 
the potential to influence land use 
and other development patterns. 

• Resident Survey. Metro Vancouver 
and TransLink survey residents 
regularly on the strengths, 
weaknesses, and opportunities 
of public transportation and 
pedestrian and bicycle networks. 
The information gathered includes 
frequency and amount of use, how 
safe users feel, and their satisfaction 
with existing infrastructure and 
amenities. The information gathered 

FIG. 13 
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from these surveys plays a key role 
in informing transportation planning 
as well as guiding funding decisions. 
This has been a large contributor to 
Vancouver’s success in promoting 
the use of more sustainable modes 
of transportation and making 
improvements in areas tailored 
closest to residents’ needs. 

• Infrastructure Cost-Sharing. TransLink 
funds a considerable portion of the 
region’s sustainable transportation 
infrastructure and amenities through 
its Infrastructure Cost Sharing 
Program and Major Roads Network 
Program. The programs use TransLink 
funding to share costs with local 
governments to update and improve 
transit infrastructure. The 10-Year 
Vision allocated funds to various 
projects, with specifics of funding 
projects identified in various transit 
plans based on location and mode 
of transportation. Special attention 
is paid to bicycle and pedestrian 
upgrades to promote sustainable 
options. The regional cycling strategy 
also identifies areas in need of 
infrastructure improvements and 
details the allocation of funds from 
the cost-sharing program. 

PROGRAMMATIC STRATEGIES 
While many of Vancouver’s policy 
documents outline the content and 
intended outcomes of the City’s 
various programmatic strategies, the 
majority of information about the City’s 
programs are culled from both the City 
of Vancouver Website and the TransLink 
website. In general, Vancouver’s 
programmatic strategies tend to offer 
both online tools and face-to-face 
outreach programs that augment digital 
resources.

Parking
• Neighborhood Parking Benefit 

Districts. After analyzing their parking 
needs, Vancouver discovered 
that spaces where parking permit 
programs were being used were 
highly undervalued. As a means of 
bringing those prices up to a fair 
market rate while simultaneously 
promoting alternative modes of 
transit, the City has begun piloting 
Neighborhood Parking Benefit 
Districts. These give neighborhoods 
an opportunity to opt into an increase 
in parking permit costs with the 
understanding that a portion of that 
revenue will be invested in local 
improvements such as sidewalks, 
lighting, and nearby amenities. 
This program, outlined in the 
Transportation 2040 plan, both 
de-incentivizes car ownership and 
enhances pedestrian infrastructure 
while simultaneously educating 
residents about, and engaging 
residents in, the City’s travel 
investment process and priorities.

• Pavement-to-Plaza and Parklet 
Programs. Vancouver’s city-led 
Pavement-to-Plazas program 
provides high-impact public spaces 
at low cost. In the city, excess road 
space (such as wide or angled 
intersections and side streets) is 
identified, and the asphalt is painted 
or coated, protected with decorative 
bollards, and populated with movable 
tables and chairs. These temporary 
transformations serve as pilot parks 
that allow the City to study how a 
public space in that location would 
be utilized. In locations where the 
plaza was used in positive ways, the 
City invested in further development. 
Thus, through the Pavement-to-
Plaza program, parking spaces are 
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being incrementally and strategically 
transformed into public parks. 

• Parklet Program. Vancouver’s 
Transportation 2040 plan also 
calls for a permit-based parklet 
program to transform on-street 
parking into places for people to sit, 
relax, and enjoy the city. Whereas 
the Pavement-to-Plaza Program 
is City-led, the Parklet Program 
encourages private sponsors to 
select locations and prepare designs 
to be transformed into small public 
parks. Parklets often have additional 
benefits such as addressing sidewalk 
pinch points by adding more space 
for people to walk. The cost to the 
city is minimal, since they are usually 
designed and paid for through in-kind 
services and local businesses (Also 
see Parklet Construction Manual). 
Data about the use of these spaces 
enhance the capacity for the City to 
better understand public use and 
interaction with various types of new 
public spaces.

Sustainable Transportation
• TransLink Tomorrow. TransLink 

Tomorrow is Vancouver’s initiative 
to continuously explore, test, and 
implement innovative ways to 
improve mobility in Metro Vancouver. 
Its goal is to ensure a more open and 
nimble approach to collaborating 
with industry, entrepreneurs, and 
academia that 1) enables seamless 
and efficient door-to-door mobility 
for people and goods; 2) promotes 
safe, healthy, clean, and compact 
communities; and 3) ensures 
affordable and equitable access 
for all. Highlights of the TransLink 
Tomorrow program include:

• The Future of Driving Plan. The 
Future of Driving plan sets forth the 

policy context for how automated 
vehicles and services might impact 
mobility pricing and regulation; land 
use and parking policies; managing 
transportation network capacity; 
travel demand growth forecasts and 
infrastructure needs; and implications 
for goods movement and mass 
transit operations. The findings aim 
to support municipalities to respond 
knowledgeably to public and council 
interests about automated vehicles 
as they relate to local, regional, and 
provincial planning objectives.

• New Mobility Research Grant 
Program (NMRG). This program 
provides research grants of up to 
$50,000 to well-defined projects 
undertaken by Canadian post-
secondary researchers and their 
partners. NMRG projects may 
range from one year to two years 
in duration and can span a range of 
disciplines. All projects must relate to 
a new mobility theme and must have 
regional or local relevance.

Active Pilot and Demonstration and 
Adopted Projects 
TransLink Tomorrow has piloted several 
innovative programs and initiatives, 
some of which have been adopted by 
the City. These include: 

• Artificial Intelligence Bus 
Prediction. A pilot project to test 
the effectiveness of machine 
learning to improve bus arrival and 
departure predictions. As part of 
this pilot project, 10 bus routes will 
be selected and tested with these 
new predictive models. The project 
is expected to improve the accuracy 
of these predictions by 70 to 95 
percent, which means fewer missed 
connections and a better customer 
experience.
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• Electric Battery Buses. This 2.5-year 
pilot project is part of a pan-Canadian 
initiative led by the Canadian Urban 
Transit Research and Innovation 
Consortium (CUTRIC). It puts electric 
battery buses on one route where 
buses are able to get a full charge in 
approximately four to seven minutes 
at each end. Through data collection 
on bus and charging station 
performance, maintenance, and the 
overall customer experience, the 
pilot will provide valuable information 
about Vancouver’s Low Carbon Fleet 
Strategy, which envisions a future 
with a zero-emission bus fleet.

• On-Demand Micro Transit. Currently, 
Vancouver operates community 
shuttles that make circuitous routes 
on infrequent schedules in lower 
density neighborhoods. To provide 
better, more responsive, and more 
customer-friendly transit service in 
these areas, they are piloting on-
demand shuttle service using these 
existing community shuttle bus 
vehicles. During the pilot period, 
transit customers in one specific 
neighborhood, Bowen Island, are 
able to request a trip via phone or 
by mobile app and be directed to 
a nearby location for pick-up. The 
buses are routed dynamically in 
response to trip requests with the 
aim of getting closer to people’s 
preferred pick-up locations and 
reducing wait times.

• Vanpool. To help provide affordable, 
shared-use mobility to areas that are 
difficult to access by public transit, 
Vancouver is partnering with Modo, 
a car sharing company similar to 
Zipcar, to develop and test different 
approaches to offering vanpool 
services through the use of existing 
car-share vehicles.

• Dockless Bike-sharing at UBC. 
Dockless bicycles are located and 
unlocked using a smartphone app, 
rather than a station, offering flexible 
bike-sharing options to more parts 
of the region at lower cost. One goal 
of this pilot program is to learn how 
to avoid urban space management 
issues that can occur when large 
volumes of bicycles in high-demand 
locations impeded public rights-of-
way. This pilot launched in August 
2018 and ran through the spring 
of 2019 and will contribute to the 
development of guidelines to 
help municipalities better manage 
personal on-demand mobility 
services like bike-sharing.

• Double-Decker Bus. This program 
was adopted along long-haul bus 
routes to increase transit capacity 
and provide a more comfortable ride 
for long-haul customers. Pilot buses 
were initially provided free of charge 
by bus manufacturer Alexander 
Dennis. Over the course of four 
months, the buses were evaluated 
from a customer experience 
and operational standpoint with 
overwhelmingly positive feedback. 
Customers were especially pleased 
with the increased capacity and 
comfort of the bus. Operationally, 
the bus scored well in drivability, 
ease of maintenance, and fuel 
economy. Based on the results of this 
pilot, TransLink issued a request for 
proposals for 32 new double decker 
buses that will be added to the fleet 
this year.

• Universal Fare Gate Access Program. 
The Universal Fare Gate Access 
Program provides fare gate access 
for customers with a disability 
who are physically not able to tap 
fare media at SkyTrain stations 
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and SeaBus terminals. Eligible 
customers receive a radio-frequency 
identification (RFID) enabled card to 
automatically open accessible fare 
gates when they move within close 
range.

• Mobility Hubs. Vancouver’s 
mobility hubs are specific park-
and-ride locations that have been 
supplemented with dedicated car-
sharing parking spaces and various 
bike parking options, including 
secure cage parking using the 
TransLink Compass Card. 

• Bike Theft Reduction Programs. 
Vancouver made bike theft 
deterrence central to their 
sustainable transportation efforts 
after TransLink’s market research 
revealed that one in five cyclists in 
Greater Vancouver had experienced 
bike theft in the past five years. 
Twenty three percent of those people 
did not replace their bicycle for a 
year, and an additional 32 percent 
did not replace the bicycle for longer 
than a year. To combat bicycle theft 
and encourage cycling, Vancouver’s 
Transportation 2040 Plan dictates 
that TransLink begin participating in 
a regional bicycle theft task force to 
research, implement, and coordinate 
programs and enforcement practices 
that address bicycle theft, including 
development of a bicycle bait 
program. The bait bike program was 
instituted in 2008 as an emerging 
strategy to combat bicycle theft. 
Through this program, as outlined 
in TransLink’s 2013 Regional Cycling 
Strategy Implementation Plan, 
TransLink procures bicycles enabled 
with GPS tracking technology and 
trains transit police to recover stolen 
property and apprehend suspected 
bicycle thieves. Further, bait bike 

GPS technology is used to recover 
bait bikes from SkyTrain stations and 
major transit exchanges. TransLink 
covers all costs of this program, 
which amount to $25,200 per year. 

• Customer Experience Transit 
Strategy. A focus in TransLink’s 
10-year investment strategy is to 
invest in programs that improve the 
customer experience. This strategy 
includes a comprehensive customer 
service training initiative to increase 
staff sensitivity and preparedness to 
make every trip easy and enjoyable 
for anyone who takes transit (Phase 
Two of the 10-Year Vision 2018–2027 
Investment Plan, p. 19).

• Vancouver Taxi Roundtable. Part of 
Vancouver’s strategy for reducing 
private automobile dependency is 
to promote the use of taxis. Through 
the Vancouver Taxi Roundtable, 
the City works with representatives 
of the taxi industry, the Passenger 
Transportation Board, Tourism 
Vancouver, and the Justice Institute 
to address taxi-related issues and 
explore options to improve service. 
This roundtable has piloted several 
projects including a program that 
allows taxis to travel in bus lanes; the 
incorporation of taxis into TransLink’s 
Compass Card system; and other 
measures such as low-carbon 
vehicles, bike racks, ride sharing, and 
flat-rate fares for certain trips. 

Travel Demand Management
• Employee Trip Reduction Program. 

The Greater Vancouver Regional 
District implements an Employee 
Trip Reduction Program aimed 
at encouraging more multimodal 
transportation use by government 
employees. To do this, the City 
established several tools for 
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reducing trips made by commuting 
employees, including a carpool 
ride matching program, vanpool 
empty seat insurance, cycling safety 
workshops and worksite facility 
upgrades, guaranteed ride home 
service, flextime, and a subsidized 
transportation program. The City also 
created a hotline for workers to sign 
up and receive transit assistance at 
any time. Employees with the best 
transportation habits are recognized 
monthly to increase the program’s 
visibility and participation.

• TravelSmart. TravelSmart is 
TransLink’s Transportation Demand 
Management (TDM) program 
that works to connect with 
customers on a personal level 
through a combination of face-to-
face outreach, tools, resources, 
and strategic partnerships. The 
TravelSmart team works in synergy 
with TransLink’s planning and 
infrastructure projects to ensure 
that customers know about new and 
existing services and how they can 
utilize them. Specifically, the program 
targets community and nonprofit 
entities, senior communities, 
newcomers, businesses, and school 
groups to ensure that residents 
and visitors to Metro Vancouver 
understand the sustainable 
transportation options available for 
their lifestyle. Under the umbrella 
of TravelSmart, TransLink provides 
the following resources for business 
owners:

• TravelSmart for Business. This 
program allows businesses to consult 
one-on-one with a TravelSmart 
advisor to formulate an expert-level, 
strategic approach to employee 
commuting and transportation 
issues.

• Compass for Organizations. Compass 
for Organizations is a transit program 
that helps employers ensure that 
their employees travel safely, reliably, 
and affordably. Through the program, 
employers can choose to have 
employees’ transit cards loaded with 
a specific amount of money (from 
10 to 100 percent of the employee’s 
total transit fare) for a predetermined 
amount of time (from one month to 
forever).

• School Active Travel Planning. 
The School Active Travel Planning 
program encourages and promotes 
walking and cycling to school by 
consulting with school communities 
and other stakeholders to identify 
school transportation challenges 
and opportunities. The focus is 
to improve walking and cycling 
infrastructure around schools and 
increase education and awareness 
around active transportation. The 
program is a partnership between 
the City of Vancouver and Vancouver 
School Board and is a direct outcome 
of the Transportation 2040 Plan.

Vancouver, British Columbia
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It is renowned around the world 
for its tourism, education, heritage, 
conservation, recreation, arts and 
culture, and high quality of life. The city 
as a whole has approximately 92,000 
residents and is growing at a rate of 
1.25 percent annually. Furthermore, 
the city receives nearly three million 
visitors each year, many coming from 
the mainland of Vancouver, Seattle, and 
Alaska (About Victoria, n.d.). 

Victoria’s downtown area is a mixed-
use community that provides a blend of 
institutional, commercial, industrial, and 
residential activities through a series 
of neighborhoods. It is the heart of the 
city and the commercial, retail, tourism, 
and entertainment hub of the region. 
It is also one of the most recognizable 
downtowns in North America with 
1,500 locally-owned and operated 
businesses, Canada’s oldest Chinatown, 
a vibrant inner-harbor causeway, and 
a pedestrian street mall located on 
Government Street (About Victoria, 
n.d.).

Victoria’s vision for the downtown 
core area is to: 

… offer an array of vibrant urban 
neighborhoods surrounding 
a thriving, pedestrian-friendly 
downtown. All people will benefit 
from a high-quality public and private 
environment and a broad range of 
employment, housing, shopping, 
recreational opportunities, all within 
a well-connected and attractive 
urban environment that embraces 

Victoria, British Columbia

Victoria is the capital of British Columbia and the core 
of the broader metropolitan Capital Region. It is known 
internationally as the “City of Gardens” and is located on the 
southern tip of Vancouver Island.

the Victoria Harbor, celebrates 
its heritage, Victoria’s role as the 
Provincial Capital, and provides a 
model of livable and sustainable 
urbanism.52

Given Victoria’s mild climate, 
moderate topography, scenic routes 
and compact density, Victoria has 
implemented multiple strategies as 
it continues to shift its focus towards 
alternative modes of transportation 
within the downtown area. 

Victoria utilizes a “hierarchy of 
transportation and mobility priorities” 
as a conceptual framework for 
transportation planning where 
pedestrians, cyclists, transit, 
commercial vehicles, and single-
occupancy vehicles are ranked in 
descending order of priority (Figure 
14, right)53. All of the master plans 
relevant to downtown reference and 
incorporate these priority travel modes 
for developing policies that reflect 
prioritization of pedestrian networks 
within the downtown core areas in 
public and private development. By 
developing a hierarchy of priorities 
and establishing individual plans 
that comply with this hierarchy, the 
multitude of travel modes within 
the city thereby function effectively 
together with road rights-of-way 
designed and managed to give priority 
to pedestrians, cyclists, public transit, 
and commercial vehicles over single-
occupancy vehicles.54
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This hierarchy of priorities has 
effectively created high walk, transit, 
and bike scores within the downtown 
area. Victoria’s downtown area 
currently has a walk score of 99, a 
transit score of 76, and a bike score 
of 75. Furthermore, an increase in 
pedestrians, transit, and bicycle 
transportation modes is reflected in a 
survey done by the Capital Regional 
District in 2017 comparing travel to 
and within downtown to a previous 
survey in 2011 (see Appendix C). The 
surveys demonstrate an increase in 
pedestrians and cyclists alongside an 
overall decrease in passenger vehicles 
and drivers during the six-year period 
between the two surveys. 

Methodology
Several plans were instrumental in 
writing and gathering information for 
this report. To determine policies and 
programs most relevant to Eugene, we 
collected and completed a thorough 
content analysis of each of Victoria’s 
plans relevant to transportation in 
the downtown area. The following 
document provides a summary of the 
evidence accumulated throughout that 
research. 

Victoria’s Downtown Core Area Plan 
In September of 2011, the Victoria 
council approved of the Downtown 
Core Area Plan. This plan applies to 
a broader area that includes not only 
the downtown neighborhood but 
also the Harris Green neighborhood, 
the Rock Bay portion of the Burnside 
neighborhood, and parts of the 
North Park, Fairfield, and James Bay 
neighborhoods. This plan replaces 
the Downtown Victoria Plan (1990), the 
Harris Green Neighborhood Plan (1995) 
and the Harris Green Charrette (1997) 
as the principal guide for planning 
decisions made by the City of Victoria 
within the downtown core area and 
will serve to implement the policy 
direction for portions of the urban 
core as described in the new Official 
Community Plan. It serves as a local 
area plan for the downtown and Harris 
Green neighborhoods and provides 
additional guidance for the portions of 
Rock Bay, Fairfield and James Bay that 
are located within the boundary of the 
downtown area in conjunction with 
their local area plans (Downtown Core 
Area Plan, 2011).

Within Victoria’s Downtown Core Area 
Plan, Section 5: Transportation and 

FIG. 14 

Hierarchy of 
Transportation
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Mobility, several relevant policies and 
actions are implemented (see Appendix 
A). These policies recognize the need 
for connectivity between downtown 
Victoria and other pedestrian 
greenways and open spaces, improved 
access and movement for people with 
varying mobility needs, increased 
pedestrian safety, and improved 
sidewalk conditions. The need to 
maintain a pleasant walking experience 
in the downtown is addressed within 
several policies and is likely the reason 
Victoria has been so successful at 
increasing the number of pedestrians, 
cyclists, and transit riders. This plan 
also incorporates many unique 
methods for increasing alternative 
modes of transportation, such as 
through wayfinding, through-block 
walkways, and “All Ages and Abilities” 
bike paths that are discussed in further 
detail throughout this document.55 

Victoria’s Pedestrian Master Plan 
The City of Victoria’s Pedestrian Master 
Plan provides a reference for improving 
pedestrian mobility across the city. The 
primary aim of this plan is to increase 
the number of trips made by walking, 
to make those trips safer, and to make 
recommendations that will improve 
pedestrian conditions through policies, 
standards, maintenance, best practices, 
and future pedestrian infrastructure 
expenditures.56 

The 2008 plan provides a basis for 
many policies implemented within 
Victoria’s downtown, and several 
recommendations from the plan 
warrant mentioning. For example, road 
dieting and road space reallocation 
have contributed to redressing poor 
infrastructure provisions for non-
automobile methods. 

Victoria’s Downtown Public Realm 
Strategy and Streetscape Plan
Victoria released the Downtown Public 
Realm Strategy and Streetscape Plan 
in October of 2017 with the purpose of 
offering a renewed design framework 
for downtown public spaces. It includes 
short- and long-term strategies and 
clarification of important requirements 
for public realm improvements and 
infrastructure, as well as a detailed 
catalogue of furnishings, materials, 
colors, and specifications for 
downtown streetscapes. The idea 
behind this plan is to provide design 
direction and construction standards 
for downtown sidewalks and public 
realm improvements and to provide a 
standardization for all streetscapes in 
downtown Victoria. 

The process behind this plan 
included the synthesis of public and 
stakeholder engagement followed 
by inventory and assessment of 
existing conditions and issues in the 
downtown area. This synthesis guided 
the refinement and detailed design 
compiled within the plan. 

This plan defines the public realm 
as all of the exterior social spaces in 
the downtown that are generally open 
and accessible to all people regardless 
of ownership, including all exterior 
spaces and surrounding built form 
elements that are visually and physically 
accessible, and the streetscape 
elements in those locations. The plan 
asserts that the overall quality, design, 
and function of the public realm has a 
significant influence on the local quality 
of life within the urban environment and 
is essential to achieving an attractive 
neighborhood experience. This plan 
defines streets as public spaces and 
offers best practices, design framework 
strategies, and several guidelines to 
help improve these integrated public 
spaces.57 
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Victoria’s Bicycle Master Plan
Although developed in 1995, Victoria’s 
Bicycle Master Plan has played an 
integral role in the development and 
expansion of bicycle use and networks 
in the downtown area. Victoria’s original 
cycling goal was “to increase cycling’s 
share of the total city trips to 12 percent 
by the year 2010.” The City has since 
implemented a strategy to “create a 
network of bikeways to safely serve 
major activity centers throughout the 
city and make all city streets safe and 
enjoyable for cycling.”58

Most of the population of Victoria 
is located within 6 km (3.8 miles) of 
the downtown area, making it an ideal 
city to implement cyclist and cycling 
strategies to improve alternative 
modes of transportation. The Bicycle 
Master Plan provides a blueprint for 
creating a more bicycle-friendly city. 
It summarizes present conditions, 
problems, and opportunities. It 
establishes goals to be attained and 
policies to be followed to reach those 
goals. The plan also presents priorities, 
a draft schedule, and estimated 
costs for implementing the plan. As a 
result, Victoria has been successful in 
implementing a network of separated 
bike paths that, when complete, will 
provide over 24 kilometers (14.5 miles) 
of bicycle infrastructure and encourage 
people of all skill levels to ride, skate, 
and rollerblade throughout the city.59

BCTransit Future Plan and the 
Capital Regional District: Regional 
Transportation Plan (RTP)
While neither of these plans makes 
direct policies in reference to the 
downtown core area, they do affect 
the transit network utilized by visitors 
and employees going to and from 
downtown Victoria. The Capital 
Regional District has implemented a 

target goal of 12 percent transit mode 
share by 2030. Due to the large number 
of visitors to downtown Victoria, much 
of this increased ridership is planned 
to stem from the downtown. The vision 
of the BC Transit Future Plan is “to be 
a leader of integrated transportation 
solutions connecting people and 
communities to a more sustainable 
future.”60 The RTP outlines actions that 
will facilitate its ongoing development, 
details required governance and 
funding mechanisms, and provides a 
vision for improving the region’s transit 
network over the next 25 years. This 
will be accomplished in three ways: 
(1) by supporting local community 
goals and objectives such as the need 
to grow economic vitality, preserve 
green integrity, and develop livable 
neighborhoods that demonstrate the 
integration of all sustainable modes 
of transportation, (2) strengthening 
the link between transportation 
and land use in order to achieve 
sustainable growth and develop and 
promote community resiliency, and (3) 
identifying a Transit Future Network that 
includes four layers of transit service 
(rapid transit, frequent transit, local 
transit, and targeted services) to tailor 
transit to regional and local community 
needs.61 

Victoria recognizes the tremendous 
potential of transit to contribute to 
stronger, more sustainable communities 
and intends to promote and influence 
land use in the region that will facilitate 
increased transit use and other 
sustainable modes of transportation. 
Additionally, Victoria plans to make 
significant investments in transit 
infrastructure and customer facilities 
through transit priority and customer 
transit facilities. Transit facilities refer 
to a variety of physical and operational 
improvements designed to give transit 
vehicles and their passengers priority 
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over general vehicle traffic to produce 
savings in transit travel times, the 
number of service hours, and fleet size 
required to operate service. This will 
be implemented through regulatory 
measures such as successful “Yield 
to Bus” regulations and signage; 
operational measures such as retiming 
traffic signals to respect the large 
number of passengers on transit 
vehicles compared to passenger 
vehicles; or physical measures such as 
exclusive transit ways, queue jumper 
lanes, and signal priority. The city also 
intends to expand transit facilities to 
improve customer access to the system 
and the ability to accommodate an 
expanded travel fleet. As the population 
of Victoria continues to grow and age 
and as traffic congestion increases, the 
city believes these measures will be 
critical to attracting a greater number 
of passengers to transit and meeting 
the future transportation needs and 
goals of the Victoria region. 

ANALYSIS OF FINDINGS
The Downtown Core Area Plan 
introduces a framework for 
Transportation Demand Management 
(TDM) in Victoria. The framework of 
TDM is accomplished through many of 
the plans in the previous section of this 
document as well as in the following 
policies and programs introduced 
hereafter and is intended to:

• Reduce vehicular demand on road 
infrastructure;

• Encourage commuter options 
through sustainable transportation 
infrastructure;

• Improve travel efficiency;
• Reduce greenhouse gas emissions;
• Improve air quality;
• Maintain on-street, short-term 

parking to support retail, restaurant, 
and other local commercial uses;

• Manage public and private parking in 
balance with the overall vision for the 
Downtown Core Area, and

• Support the other transportation 
and mobility priorities described 
in the Downtown Core Area Plan 
and the Capital Regional District’s 
TravelChoices strategy. 

Gateways
Much attention is paid to gateways 
as a means to “signal and celebrate” 
arrival to the downtown area through 
their design. Victoria defines gateways 
as “physical and spatial elements that 
mark a primary point of entry to defined 
areas within a city, that may include 
open space, buildings, decorative 
structures, signage, or other special 
design features.”62 These gateways are 
located along primary roadways on 
city-owned land. Each is individually 
designed to include landscaping, 
sculptural elements, fountains, lighting, 
signage, or a combination of these 
elements while providing a visual 
reference for pedestrians, cyclists, 
and motorists entering the downtown. 
Boulevards also serve as primary 
gateways into the downtown core area 
and are generally characterized by 
higher levels of traffic movement at 
higher speeds than other streets. Their 
function as a gateway is emphasized 
through street trees, landscaping, and 
high-density commercial uses. Specific 
policies and actions related to gateways 
in the Victoria Downtown Core Area Plan 
(2011) are contained in Appendix A of 
this document.

Road Dieting
As part of the Pedestrian Master Plan 
(2008), Victoria has implemented 
techniques of road dieting to 
help expand current roads and 
accommodate for wider sidewalks. 
Road dieting typically involves 
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converting a four-lane road (two lanes 
in each direction) to a three-lane road 
(one lane in either direction with a 
center left turn lane) and using the 
remaining road space for bike lanes 
and/or wider sidewalks. Road space 
reallocation involves reducing the 
vehicle capacity on roads that are 
under-utilized or that have alternatives 
within the road network. This typically 
involves reducing the number of 
through and/or dedicated turn lanes 
in order to reallocate road space to 
other modes. This is acknowledged as a 
much more cost-effective method than 
widening a road right-of-way to add 
space for bicycles.

The Pedestrian Master Plan further 
designates pedestrian priority areas 
by including features such as narrow 
vehicle travel lanes, wide sidewalks, 
curb extensions, frequent marked 
crossings, raised crosswalks, and 
pedestrian-scale street furniture, 
among other features. A sidewalk 
priority index has been implemented, 
providing a method for assigning a 
score to each potential location for 
a new or extended sidewalk. This 
index combines two indices to form 
the final sidewalk priority index: (1) a 
pedestrian potential index measuring 
the strength of environmental factors 
that favor walking and likelihood the 
area will generate pedestrian travel, 
and (2) a deficiency index determining 
how critically pedestrian improvements 
are needed, with factors such as how 
difficult or dangerous the street is for 
walking (see Appendix D).63

Through-block Walkways
Victoria has implemented policies 
throughout its Downtown Core Area 
Plan (2008) to strategically incorporate 
through-block walkways at mid-block 
locations with the goal of achieving 
smaller city blocks while providing 

public access and direct connectivity 
within the pedestrian network. These 
unique features include the narrow 
historic alleys in Victoria’s Chinatown 
and Old Town to examples constructed 
in more recent years such as Fan 
Tan Alley. These intimately scaled 
pedestrian spaces offer an alternative 
to the larger scale character of 
conventional city streets and provide 
opportunities to accommodate niche 
retail and other active commercial 
areas. The Downtown Core Area Plan 
recognizes “the potential of through-
block walkways to provide a new 
dimension to the pedestrian experience 
that encourages a sense of discovery 
through opportunities for pedestrians 
to explore the uniquely designed, 
attractive, and vibrant spaces.”64 The 
key principles and general design 
criteria of through-block walkways are 
located in Appendix B in addition to 
relevant through-block walkway policies 
and actions in Appendix A.

Some highlights of these policies 
include considering opportunities to 
redesign and replace key pedestrian 
connections with new through-block 
walkways by incorporating urban 
design that identifies and enhances the 
unique character of each walkway while 
contributing to placemaking. Victoria 
considers several partnerships with the 
private sector to make through-block 
walkways in strategic places possible. 
Where coveted through-block walkways 
are not located on land owned by 
the City of Victoria, Policy 5.39 in the 
Downtown Core Area Plan requires 
a legal agreement to address the 
provision of year-round public access, 
a schedule of regular maintenance, and 
the ability to maintain direct access 
to the passageway from commercial 
use. Policy 6.12 of the Victoria Official 
Community Plan also asserts that 
the city secures and develops these 
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passageways by dedication of a 
subdivision, rezoning, density bonuses, 
and other available mechanisms. 
Public access is attained through legal 
mechanisms, such as the dedication of 
the through-block walkways as a right-
of-way or through use of an easement. 
The Official Community Plan gives 
further guidelines requiring that they 
be located along long city blocks with 
walkways open to the sky, located to 
allow unimpeded sight lines, publicly 
accessible throughout normal business 
hours at a minimum, and inclusive of 
wayfinding features. 

Victoria’s Downtown Public Realm 
Strategy and Streetscape Plan offers 
insight into the way the city integrates 
alleys into their pedestrian network and 
makes them unique and accessible. 
Within designated “weaving pedestrian 
prioritization networks,” the city allows 
sidewalk cafes, provides financial 
incentives to businesses, and schedules 
art and culture programming such as 
musical performances and festivals.65 

They also provide permits for “legal 
street art” and have created an art 
program that pairs several artists each 
year with laneways to create temporary 
artwork. Meanwhile, they use street 
design elements such as special pavers 
and color to demarcate laneway entry 
points at mid-block street crossings 
and incorporate these through-block 
walkways into their wayfinding signage.  
Conceptual diagrams of through-block 
walkways found within the Downtown 
Core Area Policy can be found in 
Appendix B.  

Wayfinding
The City of Victoria Wayfinding 
Strategy was implemented in 2017 
and further reinforces Victoria as an 
inclusive, walkable, and welcoming city. 
Wayfinding refers to systems that help 
people find their way from one place to 
another with the broad aim of efficiently 
assisting visitors and residents in 
navigating their way to key attractions, 
destinations, public parking, and other 

FIG. 15 
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services and amenities. The Wayfinding 
Strategy provides guidelines for nine 
individual types of signs to make them 
clear, compatible, and recognizable to 
users. The information provided within 
this document provides a level of detail 
that it makes it possible for any sign 
fabricator to reproduce the wayfinding 
elements to fit seamlessly into the 
wayfinding system.66

The document is 124 pages long 
and offers a thorough strategy for 
integrating and incentivizing the 
identified travel mode priorities 
within the city. Bike routes have been 
integrated into the wayfinding strategy 
by providing cyclist speed and distance 
to locations as well as maps showing 
cyclist routes. Primary pathways for 
pedestrians have been identified to 
encourage users to travel by foot 
through certain areas. Other wayfinding 
signs located throughout the downtown 
are utilized to encourage and direct 
travelers towards public transportation.  
Wayfinding signs mounted at transit 
stops are strategically located to help 
provide an efficient means to increase 
systems coverage at a point where 
individuals beginning or ending a 
journey are likely to encounter it. Bus 
shelter maps and transit locations have 
been included in Victoria’s Wayfinding 
Strategy to help integrate the 
pedestrian, cyclist, and transit networks 
within the city.

Wayfinding is given much attention 
throughout Victoria’s plans. It is 
mentioned within several planning 
documents, including the Downtown 
Core Area Plan, Downtown Public Realm 
Strategy Plan, and the Pedestrian Master 
Plan. Victoria has made wayfinding 
a unique priority and has been quite 
successful. Eighty-two percent of 
people were more likely to walk after 
consulting a map.67 This strategy has 
even secured the blessing of First 

Nations people for the incorporation 
of Lekwungen place names on 11 large 
wayfinding signs within the downtown 
core area. 

Skateboarding
In February of 2016, the City of 
Victoria passed the Streets and Traffic 
(Skateboarding) Amendment Bylaw 
removing the current prohibition 
against and the authority to impound 
the use of skateboards and other 
similar modes of transportation 
(i.e., roller skates, in-line skates, and 
non-motorized scooters). This bylaw 
established rules to govern their use 
on highways within the downtown 
and throughout the city. These users 
have the same rights and duties as 
cyclists and therefore are required 
to wear lights when skateboarding at 
night or when dark outside and must 
signal other users of the roadway of 
turns or decreases in speed. Users are 
not permitted to skateboard on city 
sidewalks or in crosswalks, must ride 
single file, and ride as close to the right 
side of the street as possible or in bike 
lanes, if available. Furthermore, failure 
to follow these rules is subject to fines 
in the range of $100 to $125. The city 
wishes to encourage skateboarding 
as a low carbon way to travel city 
streets and has created many city 
maps such as the “Skate City” map 
to increase these alternative modes 
of transportation within Downtown. 
The Streets and Traffic (skateboarding) 
Amendment, Bylaw Number 16-
013 provides the legal framework 
for how Victoria has implemented 
skateboarding into their transportation 
network.68

Victoria Regional Rapid Transit 
Project (VRRTP) 
In response to significant increases 
in vehicle traffic coming into Victoria, 
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growing road congestion, and the 
commitment made in the 2009 
Provincial Transit Plan to increase 
ridership and decrease greenhouse 
gas emissions, the Ministry of 
Transportation and Infrastructure, 
the Capital Regional District, and BC 
Transit formed a partnership to develop 
the Victoria Regional Rapid Transit 
Partnership (VRRTP). The VRRTP is a 
proposed rapid transit corridor from 
the West Shore to Victoria that would 
be routed downtown through Douglas 
Street and provide a safe, convenient, 
reliable, attractive, and green 
alternative in the capital region. Several 
public surveys of businesses along the 
proposed Douglas Street corridor and 
their customers were completed in July 
2010, and the project was found to have 
overall public support. Furthermore, 
the proposed VRRTP was considered as 
a means of providing significant travel 
time advantages over the automobile 
because it was planned to allow bypass 
of general traffic while eliminating 
the need to find and pay for parking. 
However, it was found to be expensive 
with little benefit. It would only slightly 
improve existing bus and service lines 
while failing to increase ridership, 
improve travel time, reduce greenhouse 
gas emissions, and increase incentives 
for development. The VRRTP is still 
listed as a program the BC Transit 
is undertaking on their website, but 
recent publications do not mention the 
project.

All Ages and Abilities (AAA) Bicycle 
Network
The City of Victoria has developed 
an integrated network of bike paths 
across the downtown area and different 
amenities across the city. The City 
initiated the All Ages and Abilities (AAA) 
network planning process in 2014.69 
After nearly two years of analysis, 

design and consultation in partnership 
with international consultants and local 
partners, the City adopted the AAA 
network as part of the implementation 
of the Bicycle Network Master Plan, 
which will provide over twenty-four 
kilometers (14.5 miles) of AAA bicycle 
infrastructure in the downtown area.70 
This new active transportation network 
will allow people of all skill levels to 
ride, skate, and rollerblade throughout 
the city. It will also encourage more 
people who live, work, play, and visit 
Victoria to intentionally choose to 
ride bikes instead of other modes 
of transportation that increase 
greenhouse gases.  

The current cycling network includes 
a broad range of cycling facilities and 
amenities which include:

• 41 km of marked bike lanes
• 2.6 km of multi-use trails, such as the 

Galloping Goose Trail
• 2 km of buffered bike lanes
• 18 km of signed bike routes
• Three bike boxes supporting cyclist 

movements at intersections
• Over 1000 parking spots for bikes 

(double what was available in 2009)
• City parkades offering four electric 

bike re-charging stations and 100 
bike parking spots covered with 24-
hour security71

In 2015, the Victoria council approved 
a plan to implement protected bike 
lanes on Pandora Avenue and Johnson 
Street within the downtown area.72 The 
council decided to proceed with one 
of two design principles: (1) a two-way 
protected bike lane with traffic signal 
changes on Pandora Avenue, or (2) a 
pair of two-way protected bike lanes, 
which experienced great success with 
about 1,200 trips per day.73 

With these expansions to the bicycle 
network, the City is also partnering with 
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the Bike to Work Society to provide 
orientation rides to help people get 
familiar with the new bike lanes. These 
bike tours of Victoria begin in the heart 
of the Inner Harbour and downtown 
Victoria and are a great source for 
visitors and residents to explore and 
become familiar with the bicycle 
network in the downtown area.74   

Bicycle Parking Strategy
As part of the Downtown Core Area 
Plan, the City of Victoria has created 
a policy to ensure bicycle parking 
standards in the downtown area. This 
policy ensures that Class 1 and Class 
2 bicycle parking facilities are located 
in appropriate locations that are in 
highly visible areas to allow natural 
surveillance and improve personal 
safety, are on the same site as the 
building they serve, are within 15 meters 
of the main entrance to the building, 

and are closer to the main entrance 
than any motor vehicle parking stall. 
Victoria now has over 1,000 bicycle 
parking spots as well as re-charging 
stations for electric assisted bicycles.75 

In almost all cases, government office 
buildings are equipped with bicycle 
parking facilities, primarily bicycle 
racks, storage areas, or a combination 
of the two. Additional facilities such 
as showers or changing rooms are 
provided at the Richard Blanshard 
Building and the Royal BC Museum.76

Vehicle Parking Strategy
Since vehicle transportation is the 
lowest on the hierarchy of priorities for 
Victoria, the City is initiating policies 
that prevent future parking structures 
from being built and instead are 
creating different types of incentives to 
encourage either alternative modes of 
transportation or the use of sustainable 

Victoria, British Columbia

FIG. 16 

Victoria Bike boulevard 
w/ Bus in picture
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transportation. Recently, Victoria has 
raised their parking fees for meters 
within the downtown area and has 
created a tiered fee structure. Parking 
meter rates become higher closer 
to the core areas of downtown than 
outside of the core area. 

The City is considering reducing its 
parking rates for van, carpools and 
electric vehicles in parkades in order to 
incentivize car sharing transportation 
options. Parkades are also enhancing 
and providing additional bike storage 
as an incentive to use bicycles in 
the downtown area instead of single 
occupancy vehicles.77 

Parking Officers and Customer 
Service Program
Victoria has been implementing a 
Parking Ambassador program in 

which the city enhances the role 
of its parking officers by providing 
additional emergency first aid training 
and customer service training. 
Victoria further enhances the role of 
these officers by adding additional 
responsibilities to the position, which 
includes providing the community with 
information and resources and giving 
warning tickets. In addition to guiding 
safe and high-turnover on-street 
parking, parking ambassadors will 
provide directions and more “eyes and 
ears” on the street and report service 
needs such as graffiti or overflowing 
garbage bins. They are knowledgeable 
about Victoria’s businesses, landmarks, 
city programs, and services and help 
to connect residents and visitors with 
destinations and information.78

FIG. 17 

Victoria Parking 
Strategy Map
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Arlington’s proximity to the nation’s 
capital provides the impetus for siting 
a range of federal offices and agencies 
in the county. The county is urban in 
nature and has relatively flat elevation. 
Arlington was an early adopter 
of transit-oriented development 
strategies and has been concentrating 
development around transit stations 
for over thirty years. As such, many 
projects are focused around transit 
lines, referred to by the county 
government as “Planning Corridors.” 
Over half of all Arlington residents live 
in these planning corridors, and they 
were a primary focus of our research.

Population and Economy
Arlington County has an estimated 
population of 225,200, growing at 
a rate of 1.45 percent annually.79 An 
estimated 75,000 commuters enter 
the county each work day and travel 
for an average of 28.6 minutes to 
arrive at work. Currently, Arlington 
has a median household income 
of $112,138.80 Arlington County’s 
transportation planning focuses on 
developing connectivity between 
employment and activity centers and 
residential areas. Arlington’s proximity 
to Washington, D.C. and a range of 
universities, public agencies, and 
military institutions gives the county 
a cohesive regional character and 
informs the public perception of 
Arlington as a large city rather than 
as a county. The robust economy and 

Arlington, Virginia

Located in Northeast Virginia, Arlington County is the 
smallest self-governing county in the United States and has 
no incorporated cities. Comprised of 26 square miles of land, 
Arlington is bordered on the North by the Potomac River, 
across from Washington, D.C.

access to public sector institutions 
makes Arlington an attractive place 
to headquarter businesses and has 
resulted in a strong economy with low 
unemployment (2 percent compared 
to the national unemployment rate of 
3.9 percent), high future job growth 
(39 percent compared to the national 
rate of 34 percent), and strikingly high 
incomes for individuals, households, 
and families.81 

Transportation Infrastructure
Arlington has well-developed 
pedestrian infrastructure, with over 90 
percent of residential streets equipped 
with sidewalks. Arlington also features 
extensive cyclist infrastructure, 
including:

• 52 miles of multi-use trails
• 29.6 miles of bicycle lanes
• 3.8 miles of buffered lakes
• 2.9 miles of protected lanes
• 1.7 miles of bike boulevards
• 63 miles of on-street routes82

The Arlington Transit (ART) 
system operates with clean burning 
compressed natural gas (CNG) to 
reduce emissions and provides ADA 
accessible services across its fifteen 
routes. ART collects fares via SmarTrip 
cards — pre-loadable fare cards available 
at Metrorail stations and online — or 
cash. Fares are $2.00 per adult rider 
and $1.00 for senior citizens, people 
with disabilities, and K-12 students.83
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Commuter Behaviors
The majority of residents in Arlington 
commute by driving alone. However, 
34 percent of residents use other 
modes such as public transit and 
biking to commute. Arlington County 
Commuter Services supports regional 
TDM initiatives through Mobility Lab, 
a research institution that publishes 
a regional “State of the Commute” 
report. The 2016 State of the Commute 
report states that the drive alone rate 
in Arlington County is 44 percent for 
Arlington residents and 55 percent 
for commuters who work in Arlington 
but live elsewhere. This rate is the 
best in the region, with the exception 
of Washington, D.C. Many Arlington 
residents report carpooling, and 
64 percent of Arlington carpoolers 
reported that they walk to their meeting 
point to avoid using a car altogether. 
Overall, most of Arlington’s non-SOV 
commuters report that cost and time 
savings were their primary motivations 
for using their preferred transportation 
mode or modes.84

Methodology
To identify and assess Arlington 
County’s strategies for supporting and 
enhancing multimodal transportation 
options in and around the downtown 
area, we reviewed a range of plans and 
policy documents, as well as online 
resources from partner agencies and 
nonprofit organizations. Researchers 
searched for relevant terms, noted 
their frequency in the document, and 
identified the policies, projects, and 
regulations related to the determined 
topic. We sourced a range of plans to 
identify the programs that are most 
relevant to the City of Eugene and 
its goals. Our information sources 
included:

• Master Transportation Plan (MTP)
• Bicycle Element
• Parking & Curb Space Management 

Element
• Demand and System Management 

Element
• Pedestrian Element
• Transit Element
• General Land Use Plan (GLUP)
• Special Planning Areas
• Development Corridors
• Capital Improvements Plan (CIP)
• Metro & Transportation
• 2016 State of the Commute Report

FINDINGS
The following sections detail the 
planning projects, policy tools, and 
programmatic strategies for increasing 
the mode share of active and public 
transportation to the downtown area. 
Findings generally address connectivity 
of Arlington’s downtown areas to 
both university districts and regional 
connectivity with the Greater D.C. area.

Focus: University to Downtown 
Connectivity
The city of Eugene and Arlington 
County share robust student 
communities and have opportunities 
to enliven downtown areas and 
increase the multimodal share of trips 
by focusing on connectivity between 
university facilities and downtown 
areas. Enhancing the safety, comfort, 
and accessibility of the bicycle and 
pedestrian infrastructure along 
corridors between downtown and the 
university can also reduce accidents.

Focus: Regional Connectivity with 
Neighboring Jurisdictions
While Eugene may not have 
70,000 commuters entering daily, 
like Arlington, the city acts as an 
employment center for Lane County 
residents living in Springfield, Veneta, 
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Junction City, Coburg, and Creswell. 
As such, our case study research seeks 
to identify strategies for enhancing 
regional connectivity to downtown 
areas, looking to Arlington’s thriving 
regional transportation systems as 
exemplars.

Planning Corridors and Special 
Mixed-Use Districts
The American Planning Association 
defines planning corridors as: 

“linear pathways that connect 
places and allow for the movement 
of people, goods, or wildlife. They 
often center around transportation 
infrastructure such as streets, 
highways, and public transit, but 
can also center around historic sites, 
habitats, rivers, or other natural 
features. They may be regional in 
scale, as in a heavy rail corridor, or 
extremely local, as in a retail corridor 
along a city thoroughfare.”85

Arlington’s GLUP identifies major 
planning corridors to advance 
connectivity within the region. 
The GLUP includes George Mason 
University and Marymount University 
in the Rosslyn Ballston Metro Corridor. 

The plan engages a range of projects, 
policies, and zoning strategies to 
enhance transportation infrastructure, 
economic activity, and public use. The 
foundational tool of this technique is 
the zoning classification.

The American Planning Association 
offers the following insights about 
mixed-use zoning:

“Zones which permit a combination 
of uses usually segregated according 
to trilogy of residential, commercial 
and industrial are also being 
established by many communities. 
Caution should always be exercised 
when devising these zones so 
that the residential nature of the 
neighborhood is not destroyed, if 
commercial or industrial uses are to 
be combined with residential, or that 
the demands and characteristics of 
either commerce or industry will not 
interfere with each other where these 
two uses are mixed.”86 

Special mixed-use districts around 
Arlington’s planning corridors 
encourage trips through the area by 
enabling and encouraging a greater 
diversity of destinations along 
the route. Two districts that focus 

Arlington, Virginia

FIG. 18 

Planning Corridors in 
Arlington
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specifically on supporting downtown 
area development are the Clarendon 
Special Coordinated Mixed-Use 
District and the Virginia Square Special 
Coordinated Mixed-Use District.87

Arlington County mitigates the risk 
of land use types interfering with 
one another by stipulating specific 
development types and uses in its 
mixed-use districts. For example, 
the Western Rosslyn Coordinated 
Redevelopment District seeks to expand 
affordable housing, energy efficiency, 
and multimodal transportation. The 
district facilitates the replacement of 
aging public facilities with development 
that serves its objectives, including 
market rate and affordable mixed-use 
housing and indoor and outdoor public 
recreational facilities.

Enhance Bicycle Infrastructure 
Between University and Downtown
The bicycle element of the MTP 
identifies two projects focused on 
completing the bicycle network 
between universities and other centers 
of activity. Two of the projects are:

• Project 3-31: Old Dominion Drive 
- Lorcom Lane - Old Lee Highway 
connection will connect several 
bicycle corridors and expand safe 
access to Marymount University.

• Project 3-54: Rock Spring Road 
Bicycle Boulevard: suggests 
developing a bicycle boulevard 
to further connect Marymount 
University to the existing network of 
bike lanes.

Facilitating improved connectivity 
for cyclists by filling in gaps in 
infrastructure and enhancing areas 
where cyclists share the road with 
automobiles supports an increase in the 
mode share of cycling.

University Partnerships
Georgetown and Marymount 
Universities both offer shuttle services 
to and from downtown areas. Shuttle 
programs help students — who may 
be new to the area — to develop 
consumer relationships with downtown 
businesses, helping to enliven the 

FIG. 19 

Special Mixed-Use 
Districts Follow Transit 
Lines
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downtown area. These shuttle services 
make it easier for students to move to 
a new area without a vehicle, reducing 
new single occupancy vehicle users. 
Universities also offer educational 
programming around bicycle and 
pedestrian safety.

Marymount’s program provides 
service to and from campus facilities 
and key transit stations on a fifteen-
minute basis. The university hosts 
an app to track shuttle progress, so 
students can more conveniently plan 
their trips. Furthermore, the university 
website positions the shuttle service 
as an alternative to single occupancy 
vehicle travel.88

Nonprofit Partnerships 
BikeArlington, a bike education and 
encouragement program facilitated by 
Arlington County Commuter Services 
(ACCS), publishes and regularly 
updates a Bicycle Comfort Map. The 
map uses symbols to identify school 
sites, including the county’s university 
facilities. The clear wayfinding and 
regular updating provided by this map 
supports safer, more comfortable 
cycling by communities throughout the 
county. This map supports increased 
cycling by enabling would-be cyclists 
to easily view information about safety 
and connectivity, helping them to plan 

Arlington, Virginia

FIG. 20 

Arlington Bicycle 
Comfort Map
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their routes and make safe, enjoyable 
journeys.

Pedestrian Infrastructure and 
Promotion
While Arlington already boasts 
impressive pedestrian infrastructure, 
the Arlington MTP’s pedestrian element 
seeks to have a comprehensive network 
of “appropriately lit, ADA accessible 
sidewalks; emphasize projects within 
priority zones near schools, transit 
stops, and commercial centers.”89 
A complete, well-lit, and accessible 
sidewalk network facilitates greater 
non-vehicular access to downtown 
areas by enhancing pedestrian comfort 
and extending walkability to persons 
with mobility challenges, children, or 
concerns about safety.

Arlington also seeks to grow the 
mode share of pedestrians through 
messaging and public information, with 
Policy 9 of the MTP pedestrian element 
focusing on opportunities to develop 
promotional strategies to encourage 
walking. The county coordinates with 
university and college partners to 
facilitate these promotional campaigns 
and has student-specific events at least 
once a year.90 These events focus on 
the specific transportation needs of 
students.

Transportation Demand 
Management (TDM) Programs
Transportation Demand and 
System Management is a program 
of information, encouragement, 
and incentives provided by local 
or regional organizations to help 
people understand and use all their 
transportation options to optimize 
all modes in the system . TDM also 
attemps to counterbalance the 
incentives to drive that are prevalent 
through subsidies for parking and 
roads. These are both traditional and 

innovative technology-based services 
to help people use transit, ride-sharing, 
walking, biking, and telework.

The Demand and System 
Management Element of Arlington’s 
MRP serves to address four purposes:

• To improve the efficiency and 
effectiveness of TDMP programs and 
services in the Commonwealth of 
Virginia;

• To serve as a management and policy 
document for the TDM program 
operators;

• To maximize the investment of public 
funds and achieve the greatest 
possible public benefit; and

• To provide the basis for inclusion 
of an operator’s operating and 
capital programs in planning and 
programming documents such 
as the Six Year Improvement 
Program, Statewide Transportation 
Improvement Program, 
Transportation Improvement 
Program, and Constrained Long-
Range Plan.

Within the TDM, Arlington discusses 
a range of TDM strategies to enhance 
connectivity to downtown areas. These 
strategies range from incorporating 
TDM measures into the built 
environment to facilitating TDM efforts 
across multiple jurisdictions. 

TDM policies from the Arlington 
Master Transportation Plan relevant to 
engaging with university areas include:

Policy 2: “Incorporate TDM measures 
with respect to all existing public 
buildings and facilities, irrespective of 
redevelopment status.”
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A. Ensure that all county facilities and 
schools include TDM plans and 
measures.

TDM policies relevant to enhancing 
regional connectivity include:

Policy 5: Apply TDM programs to non-
work travel, as well as commuting, for 
resident, visitor, and employee trips 
through informational displays, website, 
promotional campaigns and mailings of 
materials.

C. Implement a system such 
as TravelSmart to provide 
individualized marketing to 
target transportation demand. 
(TravelSmart, used in more than 
300 projects around the world, 
identifies individuals who want to 
change the way they travel and uses 
personal, individualized contact 
to motivate them to reconsider 
their travel options. TravelSmart 
gives participants the customized 
information they ask for to help 
them get started, or to continue 
walking, bicycling, riding transit, or 
carpooling.)

Policy 6: Coordinate TDM efforts with 
other jurisdictions and agencies across 
the region, and actively promote the 
expansion of the TDM program.

B. Enhance the SmartTrip card 
(Washington Metropolitan Area 
Transit Authority’s electronic–fare–
media card) or create an EcoPass 
to include options for employers, 
neighborhood associations, 
or certain age groups to buy 
discounted bus passes.

Capital Bikeshare Program
Arlington County’s Capital Bikeshare 
program coordinates with both 
universities and regional partners to 
optimize use options. They seek to 
integrate bike-share programs with 
bus, rail, and ride-share programming. 
This is achieved by carefully locating 
stations and racks, facilitating ease 
of integrating transit modes through 
amenities like bike storage on buses, 
and adoption of technologies like 
dockless bike sharing and electric-
assist bicycles. Arlington’s bike-share 
policies prioritize equity both through 
infrastructure (locating stations to 
maximize use for residents without 
vehicles, adopting electric assist bikes) 
and programs (reducing pay barriers, 
supporting bicycle loan programs). 
Policy tools from the MTP bicycle 
element that enhance the Capital 
Bikeshare Program are as follows:

Policy 6: (m) Establish bicycle 
use as a mainstream travel mode. 
Raise visibility and participation of 

Arlington, Virginia

FIG. 21 

Capital Bikeshare
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bicycling in Arlington through events, 
prominent facilities, education and 
encouragement activities.

N. Work with transit operators, such 
as WMATA, on the integration of 
bike sharing services into transit 
promotions and fare media. 
Emphasize Capital Bikeshare as part 
of a multimodal, regional public 
transit system.

Policy 15: Coordinate with regional 
partners and private providers to 
increase bike-sharing across Arlington 
and the Washington, D.C. region.

A. Reduce barriers, such as payment 
methods and age requirements, 
that limit the use of Capital 
Bikeshare and other bicycle-sharing 
systems.

B. Locate bike share stations to 
attract greater numbers of system 
users and improve non–motorized 
access to County facilities and 
transit services and ensure that 

convenient access to bike share is 
available especially, in lower-income 
residential areas.

C. Identify how GPS-based, dock-
less bike sharing systems can best 
integrate with and complement 
Capital Bikeshare and other 
transportation services. Investigate 
best practices for regulation of 
dockless bike share and implement 
agreements with private providers 
of dockless bikes.

D. Promote bike sharing as a preferred 
travel mode for first and last mile 
trips to and from transit services.

E. Work with bike-share providers to 
add electric-assist bikes, tricycles 
and other types of bicycles that 
can better accommodate the travel 
needs of persons with mobility 
disabilities.

F. Support privately provided loaner 
bicycle programs for users such as 
employees and hotel guests.
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COMMUNITY CONTEXT
The city of Boulder is located below 
the iconic Flatirons on the Front Range 
of the Rocky Mountains in Colorado, 
just outside of the Denver metropolitan 
area. With a population of 108,507, 
Boulder is the 12th most populous city 
in the state of Colorado. The city enjoys 
300-plus days of sunshine a year and 
access to 60 urban parks within the 
city and over 150 miles of trails at the 
nearby Chautauqua Park. Boulder is 
home to the University of Colorado, 
which educates more than 30,000 
students each year. Boulder is also 
well-known for its tech and natural food 
industries, federal research labs, and 
restaurants and shops lining the historic 
Pearl Street Mall.91

Boulder, Colorado

This section provides an overview of the City of Boulder and 
its plans, policies and programs. The findings are organized 
into three categories: (1) sustainable transportation, (2) travel 
demand management, and (3) parking management.

All these amenities make Boulder 
an incredibly attractive place to live 
and work. However, its population is 
only projected to grow to 123,000 
by 2040 — less than 1 percent growth 
annually. The demand to live in Boulder 
is best reflected in the city’s high 
median detached home sale price, 
which was $855,000 in 2017 according 
the Boulder Realtor Association. 
Furthermore, the median household 
income in 2017 was equally high at 
$97,000 according to the City of 
Boulder’s Department of Planning, 
Housing, and Sustainability. Boulder 
is overwhelming composed of people 
who identify as white with about 88 
percent of residents identified as white 
in 2016. Asian residents comprised 

Boulder, Colorado

FIG. 22 

View of Downtown 
Boulder
Source: (City of Boulder, 2019)
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Boulder, Colorado Eugene, Oregon

Population 108,507 168,916

Population Percent Change (2010–2018) 9.9% 9.5%

Population Density 3,948.3 persons per sq. mi. 3,572.1 persons per sq. mi.

Land Area 24.66 sq. mi. 43.72 sq. mi.

Median Household Income $97,000 $47,489

Bachelor’s degree or higher,  
percent of persons age 25 years+ 72% 31%

the second highest demographic at 5 
percent of the population. Residents 
of Boulder also attain high educational 
rates with approximately 72 percent 
of residents 25 or older holding a 
bachelor’s degree or higher in 2016. 
This is nearly twice the rate of the state 
of Colorado and 40 percent higher than 
the nation.92 A summary of community 
characteristics for Boulder and Eugene, 
Oregon is provided below in Table 2.

Transportation System
Boulder features a balanced 
transportation system that provides 
residents and non-residents many 
travel options. As a result, high 
levels of people use non-automobile 
transportation modes. In 2011, 32 
percent of trips involved walking, 
bicycling, and transit, which is 
exceptionally high relative to the 
national rate of 8.5 percent.93 When 
examined separately, these non-
automobile travel statistics are even 
more impressive: in 2012, approximately 
10 percent of residents biked, 9 percent 
walked, and 9 percent took the bus to 
work compared to less than 1 percent, 
3 percent, and 5 percent nationally, 
respectively.94

These travel mode splits place 
Boulder in the upper echelon of cities 

with robust transportation systems 
such as Portland, Oregon; Seattle, 
Washington; and Davis, California. The 
city is now widely recognized as an 
exemplar in promoting non-automobile 
travel.95 It is no mistake that Boulder has 
been able to achieve these impressive 
outcomes. Boulder has a long history 
of using land use and transportation 
planning to ensure its goals are 
realized. The transportation system 
enjoyed by residents and visitors today 
is a fundamental part of the fabric of 
what Boulder is and how it functions. By 
continually striving towards a complete 
transportation network for pedestrians, 
bicyclists, and transit riders, Boulder 
offers many useful examples of how 
Eugene may improve its own system. 

In Boulder, biking is viewed as a 
legitimate mode of travel rather than 
as a solely recreational activity. The 
Boulder Valley, which includes the 
city of Boulder and Boulder County, 
sports more than 300 miles of bikeway 
including 96 miles of bike lanes, 84 
miles of multi-use paths, and 50 miles 
of designated bike routes.96 The city 
also provides a bike-share service 
called the “Boulder B-Cycle” that 
operates 47 stations and 300 bikes. 
Within the downtown, B-Cycle has ten 
stations available (Boulder B-Cycle, 

FIG. 23

Selected Community 
Characteristics, by City
Source: (U.S. Census Bureau, 
2019) and (City of Boulder, 2019)
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2019). B-Cycle offers the option to pay 
per trip or purchase daily, monthly, or 
annual passes ranging in price from 
$8-$88.97 This tiered pricing makes 
the B-Cycle program accessible and 
appropriate for all types of users (i.e. 
residents and visitors). 

Boulder also has a comprehensive 
transit network providing express, 
local, and regional connections. 
Boulder’s transit system, Community 
Transit Network (CTN), is owned and 
operated mainly by the Regional 
Transportation District (RTD). RTD is 
a public agency that provides public 
transportation in eight counties, 
including Boulder County.98 Overall, 
RTD’s services include bus, rail, 
shuttles, ADA paratransit services, 
FlexRide, and more. However, services 
are limited to local and regional bus 
and shuttle services within and to the 
city of Boulder.99 RTD’s Downtown 
Boulder Station functions as the city’s 
major transit hub, serving the same 
number of bus routes as Denver’s Union 
Station. The station is located within 
the downtown area, just a few blocks 
away from the Pearl Street Mall and 
University of Colorado Boulder. At rush 

hour, 420 passengers board buses at 
Downtown Boulder Station.100 This local 
and regional connectivity provided by 
RTD directly to the downtown makes 
it highly accessible for both residents 
and non-residents. Once within the 
downtown, Boulder’s CTN continues 
to provide alternative transportation 
options. The City has partnered with 
Via Mobility Services to operate 
the HOP bus route, which provides 
service between key centers within 
the city such as Downtown Boulder, 
the University of Colorado Boulder, 
and the 29th Street Mall. The HOP 
route operates in a loop from 7:00 am 
to 7:00 pm at 12-minute or 15-minute 
frequencies during weekdays and 
15-minute or 20-minute frequencies 
during weekends. Riding the HOP is 
relatively inexpensive, costing just 
$3.00 for a three-hour pass.101

Downtown Boulder
While originally part of the hunting 
ground of the Arapaho tribe, Boulder 
and its downtown were first settled 
in 1859 by the Boulder City Town 
Company to serve as a supply center 
for miners going into the mountains 

Boulder, Colorado

FIG. 24 

Means of Transportation 
to Work, by City, 2017
Source: U.S. Census Bureau, 
2013-2017 American Community 
Survey 5-Year Estimates
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in search of gold and silver. From the 
beginning when a prospector laid out 
the straight line for the main street that 
would become Pearl Street, present 
downtown area has been the epicenter 
of activity. In fact, by the 1880s, this 
area developed into a bustling hub 
of commerce featuring restaurants, 
groceries, saloons, liquor stores, 
barbers, and tailors to name a few. 
This growth was spurred in part by 
the establishment of the University of 
Colorado nearby in 1876. Boulder, like 
many American cities at this time, also 
had a streetcar service that transformed 
the city and the downtown area around 
Pearl Street into a key regional center.102

Today, downtown Boulder is located 
on the western half of the city, directly 
north of Boulder Creek, and anchored 
by the Pearl Street Mall. The Pearl 
Street Mall is a four-block pedestrian 
mall that stretches from 11th Street 
to 15th Street along Pearl Street, as 
shown below in Figure 1. Popular 
destinations such as many locally-
owned shops, breweries, bars, and 
boutiques operate along Pearl Street 
and throughout the downtown. The 
downtown serves as the stage for many 
street performers and musicians. Also 
found throughout the area are public 
art installations, fountains, sculptures, 
parks, and historic buildings. Nearly 
all of the buildings located adjacent 
to the Pearl Street Mall and nearby are 
historic structures. As a result, this area 
is designated as a Downtown Historic 
District. Buildings within this area 
must conform to the City of Boulder’s 
Downtown Urban Design Guidelines. 

MAJOR TRANSPORTATION-RELATED 
PLANS
The City of Boulder’s transportation 
planning apparatus uses a wide array 
of planning documents that vary 
in scope and scale. Of the six main 

plans identified and reviewed for this 
report, two plans — Boulder Valley 
Comprehensive Plan (BVCP) (2017) 
and City of Boulder Transportation 
Master Plan (TMP) (2014) — carry 
particular significance by providing 
the foundation of the City’s efforts. 
To provide context for the findings 
outlined in the next section, an 
overview of the plans and their 
transportation-relevant frameworks is 
provided below. 

Boulder Valley Comprehensive Plan 
(BVCP)
The BVCP (2017) represents the 
seventh major update to the jointly 
adopted comprehensive plan for the 
City of Boulder and Boulder County. 
Since 1970, the two jurisdictions 
have used this collaborative process 
to provide guidance for land use 
decisions in the Boulder Valley. 
Broadly, the plan aims to protect the 
natural environment while “fostering 
a livable, vibrant, and sustainable 
community.”103 Furthermore, the plan 
applies a sustainability and resilience 
framework to ensure policies consider 
the environment, economy, and 
social equity together. In regard to 

FIG. 25

Map of Downtown 
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transportation, the plan’s vision states 
the community’s commitment to “an 
all-mode transportation system to 
make getting around without a car 
easy and accessible to everyone”.104 
The plan dedicates an entire section, 
Section 6, to transportation. The 
plan’s transportation policies are 
divided into five focus areas: (1) 
Complete Transportation System; 
(2) Regional Travel; (3) Funding 
& Investments; (4) Integration of 
Land Use & Transportation with 
Sustainability Initiatives; and (5) Other 
Transportation Policies. The policies 
aim to create a transportation system 
that “accommodate increased person 
trips by providing travel choices 
and by reducing single-occupant 
automobile trips and vehicle miles 
traveled (VMT).”105 The plan directly 
acknowledges this section reflects 
the City’s and county’s Transportation 
Master Plans. 

City of Boulder Transportation 
Master Plan (TMP)
Most recently updated in 2014, the City 
of Boulder’s TMP is its blueprint for an 
accessible and connected community 
through 2035. The TMP contains goals, 
policy guidance, and measurable 
objectives for operating and investing 
in the city’s transportation system. The 
TMP is set within the wider context 
of the BVCP and intended to ensure 
the transportation system supports 
community-wide sustainability and 
quality of life goals. In addition, 
the TMP acknowledges the city’s 
climate commitment of an 80 
percent reduction in greenhouse gas 
emissions by 2050. Like the BVCP, the 
TMP’s policies have five focus areas: 
(1) Complete Streets; (2) Regional 
Travel; (3) Transportation Demand 
Management (TDM); (4) Funding; 
and (5) Integrate with Sustainability 
Initiatives.106 Shown below in Table 3 
are the TMP’s measurable objectives.

Boulder, Colorado

Objective 1: Reduce vehicle miles of travel in the Boulder Valley by 20 percent by 2035

Objective 2: Reduce single occupant vehicle travel to 20 percent of all trips for non-residents and 60 
percent of work trips for non-residents.

Objective 3: Achieve a 16 percent reduction in green house gas emissions and continued reduction in 
mobile source emissions of other air pollutants

Objective 4: No more than 20 percent of roadways congested at Level of Service (LOS) F

Objective 5: Expand fiscally-viable transportation options for all Boulder residents and employees, 
including older adults and people with disabilities

Objective 6: Increase transportation alternatives commensurate with the rate of employee growth
“Toward Vision Zero” fatal and serious injury crashes: continuous improvement in safety for all modes 
of travel

Objective 7: Increase the share of residents living in complete neighborhoods to 80 percent
Reduce daily resident VMT to 7.3 miles per capita and non-resident one-way commute VMT to 11.4 
miles per capita

FIG. 26 

City of Boulder 
Transportation Master 
Plan Measurable 
Objectives
Source: City of Boulder, 2014
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FINDINGS
This subsection provides a summary 
of tools and approaches Boulder uses 
to address sustainable transportation, 
travel demand management, and 
parking. 

Sustainable Transportation
Boulder’s sustainable transportation 
strategies are focused on expanding 
availability, enhancing the experience, 
and incentivizing sustainable travel 
habits such as walking, biking, or using 
public transit. In addition to the social, 
environmental, and economic benefits 
of achieving this strategy, the City’s 
greenhouse gas emission targets serve 
as a further impetus. The first focus, 
expanding availability, is generally 
addressed by policies and programs 
intended to create a complete, 
connected transportation network for 
all modes (e.g. walking, biking, and 
transit). The second focus, enhancing 
the experience, is addressed by policies 
and programs focused on making 
user-oriented enhancements to existing 
transportation infrastructure. The third 
focus, incentivizing sustainable travel, 
is addressed by programing intended to 
educate and encourage people to use 

sustainable modes of transportation. 
Overall, the City’s multifaceted 
sustainable transportation strategy 
achieves a balance between reconciling 
existing conditions, acknowledging 
the importance of engagement, and 
planning for the future. 

Expanding the Availability of 
Sustainable Transportation
Expanding the availability of sustainable 
transportation options is a critical 
component to Boulder’s sustainable 
transportation strategy. Without this 
fundamental capacity, the rest of 
its strategies would be undermined. 
Developing a well-connected, 
comprehensive transportation 
network is the foundation of Boulder’s 
sustainable transportation strategy. 
As opposed to private automobile 
networks, a sustainable transportation 
network must be designed to 
be multimodal — the synergistic 
connections of walking, biking, and 
transit build upon one another to 
offer a viable alternative to the private 
automobile. The need for multimodality 
is acknowledged in the content and 
organization of the City of Boulder’s 
plans and policies. Boulder provides 
broad, overarching policies guiding 
the expansion of the entire sustainable 
transportation system, as well as modal-
specific policies. 

General Strategy
Broadly, Boulder’s overarching 
expansion strategies are its 
commitment to completing missing 
links, improving the mobility grid, 
incorporating enhanced design for 
all projects, integrating land use and 
transportation, and funding additional 
capacity for non-automotive modes. 
In acknowledgment of the importance 
of improving its existing network, 
it is Boulder’s policy to “work to 

FIG. 27 

Boulder Valley 
Comprehensive Plan
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complete missing links throughout 
the transportation grid.”107 These 
“missing links” often present physical 
and perceptive barriers to sustainable 
transportation options serving as viable 
options. By completing these missing 
links, Boulder leverages its existing 
network and expands the availability of 
sustainable travel. Along the same lines, 
Boulder aims to improve walkability, 
bikeability, and transit access in parts 
of the city that need better connectivity 
and mobility. This policy is essential 
to completing the mobility grid 
throughout the city and is an important 
strategy to expand the availability of 
sustainable transportation to people 
not previously served. 

While it is important to build 
upon existing infrastructure, it is 
equally important to ensure new and 

future development contributes to 
expanding the availability of sustainable 
transportation. Fundamentally, Boulder 
recognizes the inherent connection 
between land use and transportation. 
This connection is critical because 
without proper land use mix and 
densities nearby, transportation 
facilities will go underutilized. Overall, 
the City incorporates this connection 
into both its land use and transportation 
planning documents. For example, 
it is the City’s policy that land use 
within and around the city’s regional 
centers (e.g. Downtown Boulder) will 
support their function as mobility 
hubs for travel and transit services. Its 
strategy is not only focused on these 
significant centers, though — its scope 
extends to the entirety of the city. 
The City of Boulder guides the design 

FIG. 28 
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quality of new projects to incorporate 
transportation elements. Its “Enhanced 
Design for All Projects” policy outlines 
guidance for accommodating 
transportation connections — ensuring 
projects “…provide a complete network 
of vehicular, bicycle, and pedestrian 
connections both internal to the project 
and connecting to adjacent properties, 
streets and paths.”108

Perhaps the most important 
component of its overall strategy is 
the funding priority Boulder places 
on expanding sustainable modes of 
transportation. Of the three levels of 
transportation investment priority listed 
in the BVCP, second priority is given “to 
capacity additions for non-automotive 
modes and efficiency improvements 
for existing road facilities that increase 
person carrying capacity without 
adding general purpose lanes.”109 
This prioritization is highly important 
because it ensures the plans are 
substantive and funding is appropriately 
dedicated to work toward achieving 
goals and policies. 

Mode-Specific Strategies
Boulder outlines strategies for 
expansion of the three main 
components of its multimodal 
transportation work — pedestrian, 
bicycle, and transit. Below is an 
overview of these strategies.

PEDESTRAINS: Boulder’s pedestrian 
network expansion policies set the 
standard for pedestrian mobility and 
accessibility throughout the city. 
Further emphasizing the importance 
of its multimodal transportation 
network, it is Boulder’s policy to 
develop a high-quality pedestrian 
environment as a foundation for the 
desired multimodal transportation 
system. One innovative tool Boulder 
uses to assess and analyze the state 

of its existing pedestrian facilities and 
plan for expansion is the Neighborhood 
Access Tool. The Neighborhood Access 
Tool demonstrates people’s ability to 
walk to and from places necessary to 
meet daily needs. The tool is based 
on the concept of the 15-minute 
neighborhood, which asserts people 
should be able to reach all their daily 
needs within a 15-minute walkshed. 
The tool allows the city to evaluate 
how accessible certain areas are for 
pedestrians to inform investment and 
planning activities. 

BICYCLE: Boulder’s bicycle network 
expansion policies strive to create 
a “complete grid-based system 
of primary and secondary bicycle 
corridors to provide bicycle access to 
all major destinations and all parts of 
the community.”

The city plans to achieve this 
complete grid largely through 
coordination and collaboration 
with other government agencies, 
developers, property owners, the 
University of Colorado, and Boulder 
Valley School District. By working with 
all these partners, they aim to ensure 
all “projects connect with and/or help 
to complete the corridor network.”111 
One point of emphasis is that bicycle 
parking should be “oriented along the 
line of sight from external connections 
to areas near building entrances and 
other on-site destinations.”112

To increase the availability and 
accessibility of bicycling, the city and 
the nonprofit Boulder B-Cycle launched 
a city-wide bike-sharing system in 2011. 
Through Boulder B-Cycle, Boulder 
residents, commuters, and visitors are 
provided an “environmentally friendly, 
financially sustainable, and affordable 
transportation option.” 113 The bike-
share program is one of Boulder’s most 
effective tools available to increase 



64

Spring 2019 Community Strategies for Improving Accessibility

accessibility and expand sustainable 
transportation options. 

TRANSIT: Boulder’s transit network 
expansion policies are comprised of 
strategies to expand service/capacity 
and implement new infrastructure. 
To expand capacity, the City looks to 
follow-up on the success of transit 
stations such as the RTD downtown 
Boulder station by designing mobility 
hubs to provide high-quality bus and 
multimodal connections. While the 
City has significant control over the 
transit network within city limits, many 
services are provided by RTD. As such, 
collaboration with RTD and its other 
partners underpins the City’s strategies. 
In particular, Boulder aims to develop 
performance agreements with RTD that 
ensure service hours gained through 
city-funded transit investments will be 
reinvested in Boulder. It is the City’s 
policy to “improve and expand the high-
frequency CTN.”114 

 
Enhancing the Experience of 
Sustainable Transportation
Enhancing the experience of 
sustainable transportation options takes 
Boulder’s multimodal network to the 
next level. It is not adequate to simply 
provide connections and alternative 
travel options; the network must be a 
reliable, comfortable, and accessible 
experience. Otherwise, people will 
not shift away from private automobile 
usage, and sustainable transportation 
options will be seldom used. As 
previously stated, Boulder is working 
towards implementing a multimodal 
network. Therefore, the enhancements 
it makes to improve the experience of 
using the network must be tailored to 
each mode of transportation. 

Mode-Specific Strategies
Boulder outlines strategies for 
enhancement of the three main 
components of its multimodal 
transportation work — pedestrian, 
bicycle, and transit. Below is an 
overview of these strategies. 

PEDESTRAIN: For enhancing the 
pedestrian experience, Boulder 
emphasizes the goal of developing a 
high-quality pedestrian environment. 
Not only is it important that the 
pedestrian environment exist for all, but 
it must be of high quality. According 
the TMP, Boulder uses urban design 
and incorporates amenities throughout 
its pedestrian network to make it a 
safe, convenient, comfortable, and 
interesting environment. In addition, 
Boulder upholds the standard “that a 
wheelchair user can move safely and 
conveniently through the transportation 
system.”115 This gold standard ensures 
all pedestrians infrastructure is 
designed using Americans with 
Disabilities Act accessibility standards. 
Boulder also uses innovative programs 
such as community walkabouts and 
walk audits to identify areas where 
design elements can be incorporated 
to improve the walk-friendliness. These 
programs are critical tools the city uses 
to engage the community in planning 
processes and inventory areas where 
conditions can be improved. 

BICYCLE: To enhance the bicycling 
experience, Boulder uses a combination 
of network evaluation tools, guidelines, 
and programs. Spurred by the reality 
that getting on a bike entails crossing 
busy streets and mixing with vehicular 
traffic, Boulder has set out to develop a 
low-stress bicycle network. The low-
stress analysis evaluates the “stress 
level” of the existing bicycle network. 
By assessing the stress level, the 

Boulder, Colorado
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City is able to identify barriers and 
opportunities for enhancement. The 
goal of the low-stress bicycle network 
is “to attract a broader population of 
people (ages 8 to 80) as confident 
and comfortable cyclists.” 116 Similar 
to this strategy is Boulder’s intention 
to develop bicycle facility installation 
guidelines. The guidelines would 
standardize treatments and facilities 
across the city in a similar way its 
Pedestrian Cross Treatment Installation 
Guidelines already do. Lastly, the Living 
Lab Pilot Program allows the City to 
create temporary installations that offer 
the community the opportunity to test 
new bike treatments and determine 
if they are appropriate. This highly 
innovative program works directly 
with the community to identify areas 
needing improvement, test installations, 
and then either make them permanent 
or remove the treatments.  

TRANSIT: To enhance the transit 
experience, Boulder focuses on 
improved services, infrastructure, and 
programming. In particular, it works to 
meet or surpass service level standards 
for the CTN — maintaining 10-minute 
peak and 15-minute off-peak service. 
To assist in meeting this goal, Boulder 
plans to design and implement bus 
priority improvements along CTN 
routes. Increasing the frequency and 
reliability of its CTN makes transit a 
more feasible and attractive mode of 
transportation. Again, Boulder also 
works to enhance service to older 
adults and persons with disabilities 
through the operation of its Via bus 
service. At the transit stops themselves, 
Boulder promotes urban design and 
development that supports all modes 
of travel and prioritizes transit stop 
improvements based on projected 
ridership. Perhaps the most significant 
enhancement Boulder will complete is 

the incorporation of real-time transit 
information into major transit centers, 
on the internet, and on mobile devices. 
This task will require collaboration with 
RTD and partners, but as a result will 
reduce time spent waiting for the bus 
and make transit more affordable and 
convenient. 

Incentivizing Sustainable Travel 
Habits
Incentivizing sustainable travel 
habits such as walking, biking, or 
using public transit addresses the 
human component of the sustainable 
transportation equation. Providing a 
comprehensive, comfortable network 
will not automatically increase 
usage — people need to be made aware 
of and encouraged to use it. To achieve 
this, Boulder uses two main strategies: 
encouragement and education. 

ENCOURAGEMENT: The City of 
Boulder believes the first step in 
shifting travel behavior is to promote 
active transportation and create 
awareness of travel options. Similar to 
the rest of its strategies, it promotes 
walking, bicycling, and transit in its 
encouragement strategy. Walking 
encouragement programs include 
Boulder Walks, which celebrates 
walking and local historic and cultural 
resources through community 
walkabouts. Biking encouragement 
programs include community-based 
social rides like Bike Month, Bike to 
Work, and Bike to School Days, all of 
which encourage people to bike and 
explore their city and help to familiarize 
people with their community’s bike 
network. Transit encouragement 
programs include expanding transit-
bicycle integration to allow for greater 
first- and last-mile connections.117 
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EDUCATION: The second step the 
city takes is educational efforts to 
create safer roads and pathways and 
to increase the comfort of using all 
modes. This strategy also focuses on 
walking, biking, and transit usage. 
Walking education programs include 
an etiquette campaign to raise 
awareness of multi-use path rights 
and responsibilities. Biking education 
programs are extensive. They include 
the Lighten Up Boulder Bike Light 
Campaign — which highlights the 
danger of riding at night without a 
bike light — and bicyclist rights and 
responsibilities outreach with local 
agencies and local bike shops. Transit 
education programs are comprised 
of providing informational tools like 
system maps and public information 
campaigns to highlight the benefits of 
taking transit.118 

 
TRAVEL DEMAND MANAGEMENT 
Travel Demand Management, 
sometimes referred to as Transportation 
Demand Management, promotes the 
efficient use of the transportation 
system by affecting the time, route, or 
mode selected for a trip.119 Boulder’s 
travel demand management (TDM) 
strategies focus on controlling the 

demand for automobile travel through 
incentives and disincentives. TDM is 
not a one-size fits all strategy. TDM 
strategies work best when there is a 
combination of mix and density of 
land uses and urban design integrated 
with a comprehensive transportation 
system. Within Boulder, two areas 
have been identified as meeting these 
characteristics — Downtown Boulder 
and Boulder Junction. When TDM 
strategies are successful, they can 
limit the increase in vehicle trips from 
existing and new development and help 
cities reach various climate, quality of 
life, and health goals.

Controlling Demand for Automobile 
Travel: Incentives & Disincentives
Controlling the demand for automobile 
travel throughout the city, and within 
the downtown in particular, are crucial 
to Boulder’s ability to meet its stated 
TDM goals and objectives. To achieve 
this, Boulder uses a combination 
of incentives to make it easy and 
disincentives to get the price right. 
This combination is intended to 
“level the field relative to the many 
embedded subsidies for auto use.”120 
One theme consistently found 
throughout Boulder’s TDM strategy for 

Boulder, Colorado
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controlling demand is its attempts to 
influence the financial aspects of travel, 
which is one of the most powerful 
influences on travel behavior. Perhaps, 
the most effective program Boulder 
uses to encourage alternative travel 
is the Eco Pass. The Eco Pass was 
developed in collaboration between 
the City and RTD. The Eco Pass is an 
annual, universal transit pass that 
is deeply discounted and only able 
to be purchased by an employer for 
employees, neighborhood groups, or 
the University of Colorado. The Eco 
Pass removes several barriers to transit 
usage such as out-of-pocket costs 
and paying cash fares. Conversely, 
Boulder uses disincentives such as 
price signals to show people the hidden 
costs of vehicle use. To minimize the 
amount of required parking, improve 
efficiency, and support mode shift, the 
City of Boulder developed the “SUMP” 
principles — Shared, Unbundled, 
Managed, and Paid Parking. These 
principles guide the City’s parking 
management strategy, discussed at 
length below, and play a critical role in 
its TDM strategy. Boulder also ensures 
new development does not generate 
increased vehicle miles traveled and 
single-occupant vehicle trips through 
its requirement for TDM plans for 
applicable residential and commercial 
development. Developers must submit 
a performance-based plan showing the 
various TDM elements included in their 
proposal.121 

 
PARKING MANAGEMENT
In most U.S. cities, parking availability, 
accessibility, and cost have historically 
been among the most heavily 
managed and regulated aspects of 
transportation. With anywhere from 60 
to 80 percent of all trips being made 
by single-occupancy vehicles across 
the U.S., the ability to store the vehicle 

at their destination is a concern for 
many. After decades of auto-centric 
development to appease car users, 
downtown areas now have copious 
amounts of space dedicated to parking 
in multi-story garages and surface lots. 
The demand for more space to store 
vehicles continues to persist in areas 
with popular destinations. However, 
as previously mentioned, people and 
cities now acknowledge the negative 
impacts and unaccounted costs this 
habit generates. Therefore, Boulder has 
developed creative parking strategies 
to disincentivize parking usage, 
improve efficiency of existing parking, 
and minimize the impact of parking. 

General Strategy
The foundation of Boulder’s parking 
management strategy is its SUMP 
principles, which were developed to 
serve as guidance for its activities to 
“reflect the real cost of SOV travel.”122 
To elaborate and apply the SUMP 
principles, Boulder then developed 
its Access Management and Parking 
Strategy (AMPS) in 2018. AMPS outlined 
a balanced approach to improved 
accessibility by increasing travel 
options. The strategy listed district 
management, pricing, technology, 
parking, code, and travel options as 
its six tools for change. This strategy, 
in conjunction with policies from the 
BVCP, serves as the main basis for 
parking management in Boulder. 

Disincentivizing Parking Usage
To disincentivize parking usage within 
the downtown area, Boulder has used 
targeted policies and programs. One 
of the most noteworthy programs used 
was its “Parking Cash Out” program, 
which offers financial incentives to 
employees to use non-SOV commute 
modes. The program aimed to both 
reduce parking demand and ensure 
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benefits were distributed equally. 
Through the program, commuters were 
provided the opportunity to either 
keep an employer-subsidized parking 
spot or accept the approximate cash 
equivalent of the parking and the 
use of an alternative transportation 
option. Another program Boulder 
has used is Door to Downtown (d2d), 
which provided door-to-door access 
to and from downtown Boulder using 
Transportation Network Companies 
(TNC) Uber and Lyft. This program 
was piloted in 2016 with the goals of 
reducing Downtown Boulder’s parking 
demand and encouraging customers 
to explore new ways of accessing 
downtown Boulder.123

Improving the Efficiency of Parking
To improve the efficiency of parking, it 
is Boulder’s policy to “accommodate 
parking demands in the most efficient 
way possible” by minimizing new 
spaces and promoting parking 
reductions.124 This component of 
the strategy is largely undeveloped. 
Existing parking efficiency strategies 
are notably absent in the city of 
Boulder. However, the City is currently 
conducting extensive planning and 
research to identify policies, programs, 
and actions. Some of these next steps 
include parking code changes to 
reflect the actual parking supply and 
demand, multimodal goals for the TMP, 
decreasing the number of parking 
reductions that are requested, and 
pursuing data-driven management to 
improve system efficiency and share 
information effectively. 

Minimizing the Impact of Parking
Minimizing the impact of parking is of 
particular importance in key centers 
like downtown Boulder. To achieve 
this, Boulder states that the primary 
focus of any site should be quality 

site design, not parking. The city goes 
further to say that parking should play 
a subordinate role to site and building 
design, be integrated between or 
within buildings, and be compact and 
dense. The placement of parking is 
also encouraged to be behind and 
to the sides of buildings instead of 
on large street-facing lots. Boulder is 
also looking to a future where parking 
demand is lower. Its policy encourages 
parking structures designed with 
flexibility to allow for different uses 
in the future. By influencing the 
placement and design of parking, 
Boulder minimizes the negative impact 
it has on the vitality of places. 

BOULDER’S STRATEGY’S 
PERFORMANCE
This section provides an overview 
and analysis of transportation trends 
in the city of Boulder to assess the 
overall effectiveness of its sustainable 
transportation, TDM, and parking 
management strategies.  

Progress Towards Objectives
The City of Boulder collects and 
analyzes data relating to each of its TMP 
objectives to track progress. A snapshot 
of this data is provided online on the 
city’s website (https://bouldercolorado.
gov/boulder-measures). In addition, 
a Transportation Report on Progress 
(TRP) is published every two years. 
The most recent TRP was published in 
2018 and served as the major source 
of information to evaluate Boulder’s 
transportation strategies. As shown 
in Figure 30, a report card for TMP 
objectives is included in each TRP. 
The report card shows the TMP’s 
measurable objectives, its progress, 
and whether the objective was met or 
not. 

Overall, Boulder met five of its nine 
measurable objectives. It is important 

Boulder, Colorado
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Objectives Progress Performance 

Reduce vehicle miles of travel in the 
Boulder Valley by 20 percent by 2035

VMT was last estimated at 2.49 
million in 2016

X Objective Not Met

Reduce single occupant vehicle travel 
to 20 percent of all trips for non-
residents and 60 percent of work trips 
for non-residents.

Resident SOV mode share was 36% 
in 2015
Non resident SOV mode share was 
78% in 2017

 Objective Met

 Objective Met

Achieve a 16 percent reduction in 
green house gas emissions and 
continued reduction in mobile source 
emissions of other air pollutants

448,994 million metric tons of 
transportation related GHG in 2016

X Objective Not Met

No more than 20 percent of roadways 
congested at Level of Service (LOS) F

11 percent of signalized 
intersections at LOS E or F in 2017

 Objective Met

Expand fiscally-viable transportation 
options for all Boulder residents and 
employees, including older adults and 
people with disabilities

2017: 311,00 city support to VIA
2017: 11,298 est. residents eligible 
for Neighborhood EcoPass

 Objective Met

Increase transportation alternatives 
commensurate with the rate of 
employee growth

Boulder Employees: 18% increase
Transit Service Hours: 10% 
Decrease
Bike System Miles: 30% Increase

 Objective Met

“Toward Vision Zero” fatal and 
serious injury crashes: continuous 
improvement in safety for all modes 
of travel

66 serious injury and fatal crashes 
in 2016

X Objective Not Met

Increase the share of residents living 
in complete neighborhoods to 80 
percent

29 percent of residents lived in a 
walkable neighborhood in 2017

X Objective Not Met

Reduce daily resident VMT to 7.3 miles 
per capita and non-resident one-way 
commute VMT to 11.4 miles per capita

12.8 miles per day for Boulder 
Residents in 2015
Estimated 15 miles for a nonresident 
one-way commute in 2017

X Objective Not Met

FIG. 30

Transportation Master 
Plan (2014) Objectives 
Report Card, 2018125
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to understand that the planning horizon 
for the TMP was 20 year, or until 2035, 
so failure to meet an objective in 2018 
does not necessarily mean a strategy 
was ineffective. Several insights can be 
gleaned from this assessment. First, 
Boulder’s unmet objectives are those 
that show tangible end-product results 
in behavior change or transportation 
impact change. For example, Boulder 
did not meet its objective of reducing 
vehicle miles of traveled by 20 
percent. VMTs have actually increased 
slightly since 1990. Given this, it is not 
surprising that Boulder also has not 
yet met its greenhouse gas emission 
reductions. However, there are areas 
where significant progress has been 
made. One such example is the city’s 
ability to reduce SOV mode share for 
residents to 36 percent in 2015 from 
44 percent in 1990. However, the same 
trend is not as strong for non-resident 
SOV mode share, where figures have 
decreased to 78 percent in 2017 from 
81 percent in 1991. These varied and 
conflicting progress statistics show the 
myriad of complex relationships at play 
that determine the success or failure of 
Boulder’s — or any city’s — transportation 
system. 

HIGHLIGHTS
While the big picture results are 
mixed, several programs and policies 
in Boulder show clear success. The 
section below provides a detailed 
overview of such strategies. 

Eco Pass
The Eco Pass Program is one of 
Boulder’s most effective TDM 
programs. In fact, a sensitivity analysis 
conducted shows it is one of the most 
cost-effective tools the City uses to 
increase transit ridership. Eco Pass 
holders are five to nine times more 
likely than non-Eco Pass holders to 

ride transit. Since its introduction 
in 2015, it has successfully helped 
change travel behavior for around 
80,000 people. As previously 
mentioned, the Eco Pass Program is 
a discounted annual, universal transit 
pass that is purchased by employers 
for employees, neighborhood groups, 
and the University of Colorado for 
students and staff. Overall, the Eco 
Pass program has been incredibly 
well-received by both purchasers and 
users. When the program began in 
2015, 75,599 people used it. By 2017, 
the number of users had increased by 
6,706 users or 8 percent to 82,305, 
as shown in Figure 31. Significantly, 
18 percent of the growth experienced 
during that time period was driven by 
business participation. Close behind 
was neighborhood group participation, 
which grew 13 percent. The largest 
user group of the Eco Pass program 
is by far University of Colorado, 
Boulder — including students, faculty, 
and staff — which combined accounted 
for 52 percent of users (City of Boulder, 
Colorado, 2018). Given all this success, 
Boulder is exploring the feasibility of 
expanding eligibility for the program by 
making it community-wide. 

Neighborhood Access Tool
Boulder’s Neighborhood Access Tool 
(NAT) is an important analytical tool 
that provides an objective assessment 
of the degree to which residents live 
in “15-minute walking neighborhoods.” 
The NAT helps Boulder assess 
whether it is meeting TMP Objective 8 
(Increase the share of residents living 
in complete, walkable neighborhoods 
to 80 percent). The power of this tool 
is its ability to synthesize the concepts 
of sustainable transportation, TDM, 
and compact/mixed development. The 
inherent overlap between land use mix, 
densities, and transportation facilities 

Boulder, Colorado
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Program 2015 2016 2017 Percent Change 
(2015 to 2017)

College Pass Program 32,945 34,235 34,735 5.2%

CU Faculty and Staff 7,914 8,286 8,684 8.9%

CAGID Downtown Program 6,613 6,702 6,864 3.7%

UHGID University Hill 0 383 343 100.0%

Boulder Junction Business 68 96 689 90.1%

Boulder Junction NECO 303 423 417 27.3%

Business Program BECO 16,137 17,191 19,275 16.3%

Neighborhood Program 11,619 11,709 11,298 -2.8%

Total 75,599 79,025 82,305 8.1%

makes showcasing the concept of a 
15-minute neighborhood incredibly 
useful. In Boulder, the NAT works 
using GIS to create “access scores” 
for areas that represent the ability to 
walk to various destinations. Access 
scores were created when the TMP was 
updated in 2014 and again in 2017. Over 
that time period, slight improvement 
was observed in areas where additional 
mixed-use development had occurred. 
In 2017, 29 percent of Boulder residents 

FIG. 31

Eco Pass Estimates, 
2015-2017
Source: (City of Boulder, 
Colorado, 2018)

lived in walkable neighborhoods.126 
While this is significantly below its 
objective of 80 percent of residents, 
the ability of the tool to objectively 
benchmark and continuously measure 
this attribute is noteworthy. This type of 
analysis can easily be tracked over time 
and incorporated into other planning 
initiatives. 
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Seattle, Washington

Washington State, like Oregon, has a comprehensive 
statewide land use planning system, although some contend 
that the Growth Management Act (GMA) in Washington is less 
rigorous. Seattle has enacted its Comprehensive Plan, Seattle 
2035, in accordance with the GMA.

There are dozens of Implementation 
Tools; this report focuses particularly 
on Move Seattle. 

Move Seattle
In 2015, Seattle voters approved a 10-
year, $895 million levy to fund Seattle’s 
“Move Seattle” 10-year strategic 
transportation vision. The overall 
plan for Move Seattle is to make the 
downtown area interconnected with 
neighborhood districts throughout the 
city. It also calls for major infrastructure 
maintenance and repair, as well as 
smaller design details that promote 
safety, efficiency, and accessibility.

This initiative has set forth the 
following goals aimed at making Seattle 
a fully accessible, safe, and sustainable 
transportation city:

1 Repair, replace, and operate bridges 
to support safe travel and seismic 
resiliency

2 Repair sidewalks and support 
healthy tree growth in areas of high 
pedestrian demand to enhance safety 
and support walkable neighborhoods

3 Repair damaged residential sidewalks 
through innovative cost-sharing 
solutions to support walkable 
neighborhoods

4 Evaluate and address safety concerns 
and crash locations quickly and 
effectively

5 Implement safety programs along 
corridors with high levels of crashes

6 Improve safety in school zones

7 Improve pavement markings, replace 
aging signs and add lighting to 
enhance visibility and increase safety

8 Build the core citywide grid 
of protected bike lanes and 
neighborhood greenways

9 Provide education programs to help 
pedestrians, bicyclists and motorists 
travel safely and efficiently

10 Repair damaged or closed public 
stairways to connect neighborhoods 
and improve accessibility

11 Identify and fix failing retaining walls 
and minimize landslides to protect 
public infrastructure and private 
property

The architects of Move Seattle have 
segmented out these broader goals in 
to more succinct short-term goals to 
be achieved over the next three years. 
These goals include:

Roll out a coordinated Vision Zero 
program:
• Implement 20 mph speed zones in 

residential areas on a neighborhood-
by-neighborhood basis, starting with 
areas with the highest crash rates
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FIG. 32 

Growth Management 
Diagram
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• Reduce arterial speed limits to 30 
mph or lower to improve safety

• Create a traffic safety education kit 
for community groups and schools to 
promote road safety and Vision Zero

• Partner with Seattle Police 
Department to conduct routine 
enforcement in areas with high crash 
rates

Build out an all ages and abilities bike 
network:
• Build up to 50 miles of the highest 

priority protected bike lane segments 
connecting to and through downtown 
and new neighborhood greenways to 
improve pedestrian and bicycle travel 
to and through our neighborhoods

Repair critical infrastructure to increase 
safety
• Repair up to 25 blocks of damaged 

sidewalk each year

• Begin seismic retrofit of Seattle’s 
remaining unreinforced bridges

• Rehabilitate up to five stairways each 
year

Prioritize pedestrians
• Make the 27 percent of the city 

without sidewalks more walkable by 
constructing up to 30 new blocks 
of sidewalks connecting to transit 
stops and community centers and 
identifying new funding tools and 
partnerships to increase sidewalk 
construction

• Use high-reflectivity crosswalk 
markings on all projects

 

• Modify signal timing to favor 
pedestrians in neighborhood 
business districts

• Install up to 25 pedestrian countdown 
signals each year

• Help employers develop walking 
programs for employees in Seattle’s 
most walkable neighborhoods

Seattle Examples 
While Move Seattle is a massive and 
wide-scale investment for the entirety 
of the city, there are dozens of smaller 
transportation projects that aim to 
bolster transportation exclusively within 
the downtown area. 

One such project is the Pike/
Pine Complete Street. The Pike/Pine 
Complete Street adds protected bike 
lanes, transit amenities, improvements 
to the pedestrian realm, improves 
transit speed and reliability, and 
increases efficiency for all modes.

To increase mobility within the Pike/
Pine Complete Street Corridor the 
following actions are taken:

1 Prioritize pedestrians within Seattle’s 
complete streets hierarchy

2 Selectively convert one-way streets 
to two-way

3 Lower the downtown speed limit
4 Widen sidewalks where needed
5 Raise sidewalks where possible
6 Implement the bicycle master plan
7 Implement the Center City Connector 

streetcar
8 Update pedestrian/traffic signals to 

favor and protect pedestrians
9 Implement the bike-share program

From a design perspective, the 
City of Seattle plans to achieve 
these outcomes by approaching 
transportation design as a multi-layer 
process. It has identified three tiers of 
street design to increase multi-mobility 
modes:

Seattle, Washington



Section

75

The Light Layer: aesthetics and 
functionality for events and day-to-day 
activities

The Middle Layer: pavement-fixed 
furnishings

The Deep Layer: fundamental allocation 
of the right-of-way space among 
pedestrians, transit, bicycles, trucks, 
and cars

Seattle is taking a joint approach to 
transportation and land use planning 
as the two are so intertwined. In order 
to make the most out of a limited 
resource, the City is creating new ways 
to think about their resources. One 
important example is the rethinking of 
how the curb space is used, leading to 
their Flex Zones program.  

Flex Zones
To get the most use out of pavement, 
the City of Seattle has implemented 
curb use priorities for its streets, 
otherwise known as Flex Zones. 
Flex Zones are the flexible space 
between the streets and sidewalks 
where people find their bus, park a 
car, hail a cab, drop off a passenger, 
or make a delivery. This space can 
also be dynamically structured given 
surrounding land uses and intensity of 
use. Flex Zones can also be structured 
in accordance with desired function of 
the space throughout the day. The City 
of Seattle has identified six different 
functionalities of Flex Zones:

 
Mobility — Moves people and goods
A Sidewalks
B Bus or streetcar lanes
C Bike lanes
D General purpose travel lanes 

(includes freight)
E Right- or left-turn only lanes

Access for People 
A Bus or rail stops
B Bike parking
C Curb bulbs
D Passenger load zones
E Short-term parking
F Taxi zones

Access for Commerce — Goods and 
services reach their customers and 
markets
A Commercial vehicle load zone
B Truck load zone

Activation — Offers vibrant social spaces
A Food trucks
B Parklets and streateries
C Public art
D Street festivals

Greening — Enhances aesthetics and 
environmental health
A Plantings
B Boulevards
C Street trees
D Planter boxes
E Rain gardens and bio-swales

Storage — Provide storage for vehicles 
or equipment
A Bus layover
B Long-term parking
C Reserved spaces
D Construction

 
The City of Seattle has identified 

varying priorities of these uses given 
the surrounding land uses (Figure 
33). Using the above matrix in 
conjunction with the functionalities 
of the Flex Zones, city staff can 
determine what the best uses are for 
the surrounding land uses of the area in 
question. 

SEATTLE SUMMARY 
Seattle has a multitude of plans and 
policies that implement the goals 
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outlined in their comprehensive plan, 
Move Seattle being the most applicable 
for this discussion. The next section 
discusses the adaptability of Move 
Seattle policies to Eugene. 

Application of Seattle Policies and 
Programs to Downtown Eugene 
Seattle is a very different city than 
Eugene. As indicated in Table I, 
Seattle is more populous, with higher 
density and median household income 
as well as higher median house values. 
This being said, there are still programs 
and policies that could help make 
Eugene a more livable community and 
reduce automotive dependence in the 
downtown area. The following section 
outlines ideas that could translate to 
fit Eugene’s vision while retaining the 
character of Eugene that many of its 
residents cherish. To inform the future 
of Eugene, the City and residents are 
in the process of creating Envision 
Eugene, a comprehensive plan 
that aims to create a desirable and 
prosperous Eugene. Envision Eugene 
is supported by the following Seven 
Pillars: 

Economic Opportunities 
• Affordable Housing 
• Climate Change and Energy 

Resiliency
• Compact Development and Efficient 

Transportation Options
• Neighborhood Livability
• Natural Resource Preservation
• Adaptable Implementation 

Viewing Seattle’s programs and 
policies in consideration of Eugene’s 
guiding plans, we have crafted unique 
recommendations that strive to improve 
Eugene’s Downtown: transportation/
parking management and land use/
urban design. 

TRANSPORTATION AND PARKING 
MANAGEMENT 

Reclaim the Curb
Historically cities have been allocating 
curb space for a purpose that can make 
the most revenue for cities: parking. 
Without changes in city policy, one 
study found that on-street parking 
occupancy will decline 12 percent for 
each 1,000 additional trips taken by 
transportation network companies 
(TNC).127 In the long run this can have 

Seattle, Washington

FIG. 33 

Seattle Priority table  
by land use



Section

77

a detrimental effect on local revenue 
unless the city takes proactive steps 
towards reclaiming their curb space. 
Curb space is used for everything 
from parking, deliveries, food trucks, 
parklets, and mobility sharing options. 

Seattle has been piloting Flex Zones 
throughout its downtown area. During 
the morning and evening rush hours the 
area is reserved for drop-off or pick-up 
for rideshare, during the majority of the 
day the area is reserved for commercial 
delivery, and overnight the space can 
be used for parking or other uses. This 
policy shows that the City recognizes 
the multitude of uses the same curb 
face can have over the course of a 
single day. 

This policy can be applied to Eugene 
in a similar manner. For example, the 
parking surrounding the downtown 
Kesey Square area can be adjusted in 
a similar manner to represent actual 
daily uses of the area instead of always 
being used for parking. Note that 
a project like this does not require 
a complete block of parking to be 

removed, but rather two or three spots 
to allow for easy pick-up and drop-off 
of TNC passengers. The ability to be 
safely be dropped off on the block of 
one’s’ destination may also entice some 
current drivers to take a TNC service 
downtown.

Flex Zones also improve safety and 
traffic flow in one-lane areas, such as 
Broadway Street. By allowing a vehicle 
to pull into a parking space, both 
vehicles and bicycles can continue 
their journeys instead of coming to a 
standstill. 

Flex Zones can be an effective 
way to manage curb space in the 
changing transportation environment, 
but promoting efficient modes of 
transportation, such as transit, can also 
have a strong influence in a reduction 
for curb space. 

Emphasize Public Transportation 
Seattle has grown rapidly and as 
a result has been forced to find 
innovative ways to discourage the 

FIG. 34 

Community Climate 
Recovery Ordinance 
Goals
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use of single occupancy vehicles and 
promote mass transit. 

Accordingly, Seattle has consistently 
increased its bus ridership over the 
past decade, being only one of a few 
U.S. cities to do so. Eugene, along with 
Lane Transit District (LTD), can promote 
bus ridership using effective proven 
methods from Seattle. Not only would 
a ridership increase lower the number 
of cars driven daily to and from the 
Downtown district thereby reducing 
parking demand and supply, it would 
also help the City of Eugene meet its 
Climate Recovery Ordinance (CRO). 

Two primary ways Seattle has 
increased its bus ridership are by 
making it quick and convenient. The 
City has recently developed its first 
Bus Rapid Transit (BRT), which Eugene 
already has. The City also prioritizes 
bus transit at many intersections, giving 
the bus a bulb-out at the intersection 
coupled with an advanced signal that 
allows the bus to process through the 
intersection without having to merge 

with vehicle and bicycle traffic. This 
is an idea that could translate well to 
Eugene, especially in its downtown 
core. 

Even though 26,000 jobs have been 
added in the downtown Seattle core 
since 2010, the number of cars on the 
road has remained constant. Much of 
the new commuters are choosing to 
use transit to reach their destination as 
referenced by Figure 35. 

Increasing bus ridership cannot 
occur independently, but rather must 
occur in conjunction with projects that 
would decrease the supply and demand 
of parking in Downtown.128

One of Move Seattle’s policies is to 
provide 72 percent of Seattle residents 
with 10-minute all-day transit service 
within a 10-minute walk of their homes. 
Even though Seattle is more densely 
populated than Eugene, Eugene could 
strive for a similar goal. A predictable 
and frequent transit line would entice 
ridership thereby reducing the demand 
for parking (both on- and off-street) in 

Seattle, Washington

FIG. 35

Commuter Mode Share
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downtown Eugene. This would have the 
potential to free land area that can be 
used for more appropriate land uses 
than parking. 

Eugene and LTD are currently 
partnering on the MovingAhead project 
that seeks to add features to select 
transportation corridors to better 
connect people with their destinations. 
Already having this program in the 
works is the first step, but the approach 
must seek to create corridors for all 
modes of transportation, not only bus. 
Like Seattle, Eugene could look to 
commuter nodes within the city when 
determining where to place new, or 
increase frequency of, transit services. 

PARKING
Both Seattle and Eugene manage all 
of the on-street parking within their 
respective city limits, and this control 
holds a great opportunity to activate 
former parking spaces for pedestrian 
use. 

Currently, Eugene has installed some 
smart meters that enable people to use 
technological devices, in addition to 
traditional methods, to pay for parking. 
The City is also progressing to a system 
that will represent real time data of 
how many parking spaces are available 
at any time. These technologies bring 
efficiency to Eugene parking but do 
not necessarily address the underlying 
policy that is outdated for the current 
transportation and land use landscape. 

Seattle has a few interesting 
programs relating to parking that could 
be adapted for Eugene. 

Restricted Parking Zone Program 
(RPZ)
Seattle has enacted an RPZ program to 
balance the needs of the community 
with those who want to use the 
parking space. RPZs are residential 
areas around commuter traffic 

generators — like hospitals or light rail 
stations — where on-street parking is 
restricted for those except residents 
and short-term visitors. 

If Eugene adopted a program similar 
to this, it could help prevent commuters 
from driving into the city and parking 
their cars on the street for the workday 
when there could a better use for that 
same street space. Restricting use of 
this right-of-way requires a compelling 
reason. In this case, it is to prioritize 
residential and short-term visitor 
parking over commuter parking in the 
public right-of-way.129

Performance-Based Parking Pricing 
Program
Seattle has a program that aims to 
maintain one to two open parking 
spaces on each block face at all times 
by using annual data to adjust future 
rates. This program aims to deter 
parking in the right-of-way by charging 
a higher price for the same parking spot 
at different times during the day. 

A program like this could be used in 
Eugene, especially in the downtown 
area by charging higher prices in during 
higher demand times of day. The funds 
could in turn be used for infrastructure 
improvements that would assist 
activation of the street by pedestrians. 

One concern with any pricing 
scheme is equity. If the City of Eugene 
were to move forward with this plan, 
a discussion about creating a parking 
waiver or similar program that would 
not disproportionately affect low-
income parkers would be encouraged.  

ALTER THE APPROACH TO 
TRANSPORTATION PLANNING 
As mentioned earlier, Seattle has 
categorized their transportation 
planning into various levels that 
designate the severity and longevity 
of projects: the Light Layer, the 



80

Spring 2019 Community Strategies for Improving Accessibility

Middle Layer, and the Deep Layer.
This characterization of transportation 
infrastructure change may not 
necessarily make the process 
less onerous, but it does show a 
coexistence of priorities on behalf of 
the cities. It also gives an indication 
that elements of the Light Layer can be 
switched more rapidly than the Deep 
Layer. This shift could be replicated in 
Eugene transportation planning, but it 
is more of a reframing of a similar issue 
than a particular policy or program. 

Improve Downtown Street Safety 
(Vision Zero)
The area surrounding intersections 
has a great impact on the safety of 
the given intersection. A safe street 
environment will encourage people to 
visit the downtown area and thereby 
increase overall activity downtown. 
Seattle prioritizes pedestrians as part 
of their Move Seattle program through 
initiatives including: 

• Making the 27 percent of the city 
without sidewalks more walkable by 
constructing up to 30 new blocks 
of sidewalks connecting to transit 
stops and community centers and 
identifying new funding tools and 
partnerships to increase sidewalk 
construction

• Using high-reflectivity crosswalk 
markings on all projects

• Modifying signal timing to favor 
pedestrians in neighborhood 
business districts

• Installing up to 25 pedestrian 
countdown signals each year

• Helping employers develop walking 
programs for employees in Seattle’s 
most walkable neighborhoods

• Reducing speed limits in pedestrian 
activity areas

Eugene can implement similar 
changes, albeit at a slower rate unless 
a funding source can be attained. 
Changing speed limits can have a 
significant impact on perceived and 
actual safety in a downtown area. 
Unfortunately, only reducing a speed 
limit may not help; there must also be 
constant enforcement of the speed 
limit. 

The City of Eugene has recently 
implemented a Vision Zero program to 
increase the safety of its transportation 
systems. Vision Zero is an approach 
to transportation safety that accepts 
“no loss of life or serious injury on our 
transportation system.”130 There are 
many potential projects that can be 
used to increase safety including, but 
not limited to lighted crossings and 
lower speed limits.

ENCOURAGE APPROPRIATE LAND 
USES 

Nodal Centers 
Seattle has taken a comprehensive 
approach to develop its land uses by 
creating multiple districts that promote 
different, distinct activities. The districts 
are as follows: 

Urban Centers: These are considered 
the densest Seattle neighborhoods. 
These Centers act as regional centers 
and local neighborhoods that offer 
a diverse mix of uses, housing, and 
employment opportunities.131 

Hub Urban Villages: Communities 
that offer a balance of housing and 
employment but are less dense 
than urban centers. These areas 
provide a mix of goods, services, and 

Seattle, Washington
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employment for their residents and 
surrounding neighborhoods.132

Residential Urban Villages: Areas of 
residential development, at lower 
densities than urban centers or 
hub urban villages. While they are 
also sources of goods and services 
for residents and surrounding 
communities, they do not offer many 
employment opportunities.133

Manufacturing/Industrial Centers: 
Home to the city’s thriving industrial 
businesses. Like urban centers, they 
are important regional resources for 
retaining and attracting jobs and for 
maintaining a diversified economy.134

Downtown Eugene would be akin 
to an Urban Center. The purpose of 
an Urban Center is to locate more 
residents, jobs, stores, and services in 
close proximity can reduce the reliance 
on cars for shopping and other daily 

trips and decrease the amount of 
fossil fuels burned and the amount of 
greenhouse gases emitted. Increasing 
residential and employment densities 
in key locations makes transit and other 
public services convenient for more 
people and therefore makes these 
services more efficient.135

Complete Streets Initiative 
The City of Seattle Department of 
Transportation (SDOT) has made a 
strong initiative to design streets 
for pedestrians, bicyclists, transit 
riders, and persons of all abilities 
while promoting safe operation for all 
users, including freight. All projects 
are examined through this lens. 
Seattle uses a data-driven approach 
to administer its complete streets 
program. Seattle defines Complete 
Street as “[These] often provide 
improved crossings, good lighting 
and sidewalks for pedestrians; bicycle 

FIG. 36 

Pedestrian Fatality
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lanes, sharrows or wide outside lanes 
for bicyclists; adequate lane width 
for freight and transit operation; 
convenient transit stops for transit 
riders; and street trees, landscaping 
and other features such as improved 
lighting that make streets good for 
community life.”136 

To begin with, every project over 
$500,000 must complete a “Complete 
Streets Checklist.” SDOT uses this 
tool to collect data and information 
about the status of the street and 
surroundings, as well as the details of 
the project, with a goal of identifying 
specific improvements that can be 
incorporated into the project to balance 
the needs of all users. 

Eugene has a complete streets 
design guide, but it does not have a 
“Checklist” as Seattle does. This is a 

document that could be included as 
part of the application process. Seattle 
also maintains an online Complete 
Streets Review Story Map that enables 
viewers to see where and when projects 
have been completed and what 
improvements were made at that time. 
This is a GIS-based map that allows for 
easy updating. A similar program could 
be utilized in Eugene and could be 
used as a promotional tool to share new 
complete streets. 

Seattle, Washington

FIG. 37 
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Bellingham prides itself on its 
excellent schools and picturesque 
natural setting. Located on the Puget 
sound and west of the northern 
Cascade mountain range, Bellingham 
attracts a diverse community. Due 
to its proximity to natural features, 
the residents of Bellingham value 
ecological sustainability and protection. 

Bellingham historically underwent 
a 1 to 2 percent annual growth rate 
between the years of 1950 and 
1995. From 1995 to 2015, Bellingham 
experienced an increase in population 
from 67,825 to 83,580 or about 23 
percent. Residential development is the 
dominant land use within Bellingham’s 
city limits with 54 percent of residential 
zones being single-family. The major 
employers within Bellingham include 
PeaceHealth St. Joseph, Western 
Washington University, and the 
Bellingham School District. Figure 38 
is a 2015 Bellingham snapshot.

Bellingham has a larger millennial 
population in comparison to Whatcom 
County, which has a larger baby 
boomer population. It is predicted 
that the city of Bellingham will be 
getting older over the next 20 years 
as millennials enter their 40’s and 
above. The population of Bellingham 
is continuing to diversify, although the 
majority of the population iswhite. 

Bellingham, Washington

Bellingham is located in northwest Washington with a 
population of approximately 83,580 people. Bellingham 
offers a vibrant small city life with a variety of places to live, 
work, shop, and recreate. Bellingham is about 28 square miles 
and located within Whatcom County. The city provides about 
40 percent of the county’s population and approximately two 
thirds of its jobs.

Downtown Bellingham Context
Downtown Bellingham occupies 249 
acres along the Puget Sound waterfront 
harbor. Since 1989, downtown 
Bellingham has been a targeted 
location for strategic planning efforts. 
Downtown Bellingham has experienced 
building booms, retail exodus, and 
an evolution from a solely business 
district to a multi-use neighborhood. 
Downtown Bellingham currently 
provides jobs, housing, entertainment, 
and services that accommodate a 
diverse and growing population. 

In 2013, there were approximately 
7,565 jobs within the office, retail, 
government, and industrial sectors 
throughout Bellingham’s downtown.137 It 
is estimated that by 2036 there will be 
an increase in downtown employment 
to approximately 8,410. There are 
approximately 3.7 million square 
feet of developed space allocated 
for employment within an expected 
development increase of 40,000-
60,000 square feet before the next 
planning period.138 This will increase the 
amount of people coming to downtown 
for employment and increase the need 
for applicable transportation planning. 

Bellingham advertises downtown 
as “everyone’s neighborhood.” The 
City of Bellingham has monitored the 
implementation strategies that they 
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FIG. 38 

2015 Bellingham 
Demographic 
Snapshots 
Source: City of Bellingham 
Comprehensive Plan

FIG. 39 

Age Profiles
Source: City of Bellingham 
Comprehensive Plan, 
Introduction, 2016
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have deemed successful for downtown. 
Some of these accomplishments are:

• People continue to be interested in 
living downtown where there is a 
strong sense of community, active 
transportation infrastructure, and 
commercial and retail opportunities.

• The pedestrian infrastructure has 
continued to increase and improve 
to incorporate utilization of public 
space while increasing corridors and 
connections to and from downtown. 

• Bicycling networks have increased 
and improved in terms of safety 
through an $11 million investment in 
bike lanes and bike parking. 

• Restoration of the waterfront and 
Whatcom Creek corridor that runs 
through downtown has expanded 
recreation opportunities within 
downtown.

• Bellingham’s farmers market 
is permanently housed within 
downtown and provides the 
community with local and sustainable 
agriculture.139

The Downtown Bellingham Plan 
outlines ten vision statements that 
are rooted in community context and 
engagement activities. Out of theses 
ten vision statements, three stand out 
as directly relating to transportation:

1 Downtown’s network of public parks, 
plazas, trails, and open space is 
enhanced and interconnected

2 Downtown’s streets safely 
accommodate many modes of travel: 
pedestrians, bicycles, automobiles, 
transit, and freight. 

3 Downtown’s streetscape is active 
and comfortable day and night, with 
pedestrian-scale lighting, street 
trees, landscaping, seating, and other 

FIG. 40 

We’re Becoming More 
Diverse
Source: City of Bellingham 
Comprehensive Plan, 
Introduction, 2016
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coordinated amenities that establish 
a distinct identity. 

Bellingham’s Transportation Context
Bellingham recognizes transportation 
planning as intricately tied to land 
use, the pattern of development, 
and the local economy. Bellingham 
prides itself on planning a multimodal 
transportation system that includes 
a variety of types of transportation 
networks including pedestrian, bicycle, 
transit, automobiles, freight trucks, 
marine ferry, railroads, and airplanes. 
Bellingham continues to plan for safe 
and well-connected complete networks 
for the major everyday transportation 
needs. These networks are designed 
for all people, with a variety of abilities 
to travel comfortably and efficiently 
through varying modes of travel. 

Because Bellingham is Whatcom 
County’s hub for employment, 
shopping and entertainment, the 
City recognizes the need for efficient 
transportation planning in order to 
advocate transportation mode shift. 

Almost twice the amount of people 
commute to Bellingham for work as 
commute outside of city limits. This, 
in addition to being the entertainment 
center, has inspired Bellingham to 
implement the complete networks 
approach to planning where they have 
integrated the transportation modal 
hierarchy (see Figure 41).140

This hierarchy guides the citywide 
planning efforts, focusing heavily on 
non-motorized options and public 
transit. This ultimately guides the 
City in creating policies that reduce 
dependence on single occupancy 
vehicles while increasing quality of life 
through improvements in health and 
well-being and reducing greenhouse 
gasses. 

The Bellingham Comprehensive 
Plan outlines policies that create an 
underlying structure for transportation 
development throughout the city. 
The purposes of these policies are to 
provide guidance in implementing 
a complete networks structure 
approach within Bellingham and 

Bellingham, Washington
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Hierarchy
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Whatcom County. The City recognizes 
transportation as an important feature 
that affects all aspects of city life. 
Therefore, the transportation policies 
are integrated into citywide planning 
efforts beyond the transportation 
chapter. This includes land use, 
housing, utilities, and design. 
Bellingham has six transportation 
goals that impact and guide the City to 
incorporate a sustainable and efficient 
multimodal system. These goals are:

• GOAL T-1: Limit urban sprawl by 
linking land use and transportation 
planning. 

• GOAL T-2: Provide safe, well-
connected, and sustainable mobility 
options for all users. 

• GOAL T-3: Increase infrastructure 
for bicycles, pedestrians, and non-
single- occupancy vehicle modes of 
transportation. 

• GOAL T-4: Reduce dependence on 
single-occupancy vehicles.

• GOAL T-5: Maintain and 
improve streets, trails, and other 
infrastructure.

• GOAL T-6: Ensure that social 
equity needs are addressed in all 
transportation projects. 

The following report outlines aspects 
of Bellingham’s complete network 
planning and recommended highlights 
to the City of Eugene to incorporate 
into future transportation planning. 

SUMMARY OF TOOLS
Bellingham utilizes various types 
of plans, policies, and programs 
to implement effective parking 
management, sustainable 

transportation, and travel demand 
management. These themes are 
seen throughout citywide planning 
documents, municipal code, and 
policies. The City acknowledges 
that to create a sustainable and 
diverse community, it is necessary 
to implement a variety of housing, 
employment, and transportation 
options. Bellingham defines sustainable 
development as “development that 
meets the needs of the present without 
compromising the ability of future 
generations to meet their own needs.”141 
There are a wide variety of programs 
and policies that meet the city’s need 
for sustainable development in parking 
management, transportation, and travel 
demand management. A few of these 
are listed and described below.

• Complete Networks:142 Before 
the Complete Streets movement, 
Bellingham adopted policies and 
plans that directly addressed 
recommendations to accommodate 
pedestrians, bicyclists, and transit 
riders as well as vehicle riders along 
arterial streets.

• TRAM: Transportation Report on 
Annual Mobility is an annual inventory 
and assessment of the progress of 
the Complete Network approach. 
It allows the City to have accurate 
and up-to-date information about 
success and improvements from 
which the City can learn and adjust. 
The TRAM includes individual 
chapters on performance measures 
and progress of pedestrian, bicycle, 
transit, automobile, and freight truck 
networks. Three hundred seventeen 
development proposals have been 
evaluated for concurrency in citywide 
concurrency service areas (CSAs) 
since 2006.143
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• Parking Management Plan: This 
plan is used as a guide for the 
city to understand the current 
conditions and demand for parking 
within downtown. A regular parking 
study is conducted and helps 
inform the City about constraints 
and opportunities for downtown 
parking. A future parking forecast is 
conducted to understand the need 
for future development of parking 
lots. Currently Bellingham has an 
over-allotment of parking garages 
and there is a halt on all near future 
development. This allows Bellingham 
to continue to increase multimodal 
transportation services throughout 
Bellingham.

• Greenroads Rating System:144 This 
is a third-party system operated 
by the Greenroads Foundation. 
This program certifies sustainable 
roadways and transportation 
infrastructure through a measurable 
metric based on design and 
construction practices. Bellingham 
uses these metrics as a standard for 
their roadway and transportation 
development. Bellingham has 
earned awards from the Greenroads 
Foundation in excellence in 
transportation planning.

• Whatcom Smart Trips: A program to 
help community members increase 
daily trips through walking, bicycling, 
ride sharing, and public transit. The 
goal of Smart Trips is to reduce 
single occupancy vehicles through 
incentives and programs that allow 
for safe and accessible multimodal 
usership. 

• Bellingham Municipal Code: Outlines 
design standards and regulations 
that determine development of 
pedestrian, bicycle, transit, and 

vehicle infrastructure. The code 
aligns with the community goals 
for a sustainable and efficient 
transportation system while focusing 
on the transportation modal 
hierarchy. 

• Pedestrian Master Plan: The City 
of Bellingham Pedestrian Master 
Plan provides an overview of 
recommended actions, policies, 
partner programs, and Bellingham 
pedestrian networks. 

• Bicycle Master Plan: The City 
of Bellingham Bicycle Master 
Plan provides an overview of 
recommended actions, policies, 
partner programs, and improvements 
to the Bellingham bicycle networks. 

• Multimodal Transportation 
Concurrency Program: Bellingham 
has identified Levels of Service 
(LOS) standards for bicycle, trail, 
and pedestrian networks based 
on local needs. This supports 
Washington GMA requirements 
for accommodating growth in 
transportation networks and limits 
the use of SOVs. 

The City of Bellingham brings a 
holistic approach to transportation 
planning, recognizing that 
transportation is a major topic that 
affects all aspects of city life and 
vitality. The above plans, programs 
and policies are examples of this 
holistic planning approach and are 
interconnected to create efficient and 
sustainable transportation networks. 

HIGHLIGHTS
This section focuses on highlights 
within planning documents as 
ways in which Bellingham has been 
successful to increase sustainable 
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transportation, reducing parking 
demand and implement travel demand 
management. 

Sustainable Transportation
Mode shift goals are a primary target 
of the Bellingham transportation plans. 
The reasoning behind mode shifts is to 
provide transportation choices that are 
safe, limit the use of SOVs, and reduce 
vehicle emissions. Forty-eight percent 
of carbon dioxide emissions originate 
from motor vehicles in Bellingham, 
and the City has a goal to reduce 
these greenhouse gas emissions by 70 
percent between 2000 and 2020.145 
Providing the community with non-
vehicular transportation options that 
are safe and connected reduces the 
number of cars on the road, thus 
allowing the community to achieve its 
goal of limiting emissions. 

Bellingham’s Pedestrian Master Plan 
and Bicycle Master Plan provide further 
detail about the City’s efforts to meet 
these goals of promoting multimodal 
transportation. These plans aim to 
increase use and access to pedestrian 
and bicycle networks throughout 
the city. Both plans identify specific 
mileage of network development that 
they would like to see implemented 
in the city during the comprehensive 
plan’s 20-year window. 

Bellingham Pedestrian Master Plan 
The guiding principles in the City of 
Bellingham Pedestrian Master Plan 
are represented in their listed vision 
statement, promoting the community 
values and interest in furthering the 
pedestrian networks: 

“The residents of Bellingham envision 
a community that invites people 
of all ages and abilities to walk 
for enjoyment, exercise, and daily 
transportation by providing a safe, 

convenient, and attractive pedestrian 
environment.”
Primary goals of this plan 

include safety, equity, health, 
economy, connectivity, multimodal 
transportation, and land use and site 
design of the bicycle networks in the 
city of Bellingham.146 The pedestrian 
plan outlines 30 policies to promote 
these goals. Common themes seen 
across these goals and policies include 
promoting a mode shift to walking 
trips through site design, infrastructure 
improvements, and increased access 
to new users. Large portions of 
Bellingham’s residents frequently walk 
as a mode of transportation according 
to the Pedestrian Master Plan. Further 
growth in the city will require additional 
infrastructure to continue to uphold this 
standard of frequent pedestrian travel 
and limit the use of SOVs. The plan calls 
for the development of nearly 80 miles 
of sidewalks, 58 improved crossings, 
and robust programs to encourage 
walking for the next 20 years.147 

To promote this accessibility in its 
new infrastructure, the Bellingham 
Pedestrian Plan highlights best 
practices and design standards that 
should be incorporated through new 
infrastructure development. This 
includes standards for sidewalks and 
crossings with minimum widths for 
acceptable infrastructure. The design 
standards outlined in the plan also 
include the rationale for including 
these features and the requisite upkeep 
for the features over time. This yields 
more easily implemented standards 
for their new infrastructure and older 
infrastructure as it is updated. These 
renderings serve as the gold standard 
of what Bellingham should offer 
residents in pedestrian infrastructure. 

A key piece of the accessibility 
discussion in Bellingham’s pedestrian 
plan is accommodating those with 
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disabilities. Figure 42 provides 
considerations and solutions for 
accommodating individuals with 
disabilities in the pedestrian network. 
These considerations are incorporated 
throughout the design standard 
renderings in the pedestrian plan. This 
image provides a visual representation 
of some of the design considerations 
and solutions provided as national 
best practices. Including these in the 
plan more successfully communicates 
the benefit and need for accessible 
designs while promoting inclusivity in 
the transportation networks. Ideally, 
these designs will promote new and 
more frequent users with complete and 
accommodating pedestrian routes.   

Bellingham Bicycle Master Plan 
The Bellingham Bicycle Master Plan 
vision is that “bicyclists of all ages and 

abilities have access to a safe, well-
connected network linking all areas 
of Bellingham.”148 The bicycle plan 
outlines 26 policies to support the 
goals and vision statement of the city 
of Bellingham bicycle transportation. 
These policies include safety, 
connectivity, transportation mode shift, 
and public and environmental health. 
Infrastructure building, transportation 
mode shift, accessibility, and 
environmental impacts are key themes 
of these policies in the bicycle plan. 
The remaining chapters outline network 
improvements, design guidelines for 
new infrastructure, and recommended 
partnerships to further these goals. 

A priority that is evident in the 
Bellingham Bicycle transportation plan 
is the accessibility of their networks 
to all users, regardless of age, ability, 
and cycling experience. This plan 

Bellingham, Washington

FIG. 42 

Design Considerations 
for Pedestrians with 
Disabilities
Source: Bellingham Pedestrian 
Master Plan, Chapter 4, Design 
Standards
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references a study conducted by the 
Portland Department of Transportation, 
which showed that a large portion of 
the cyclists in a city are “interested but 
concerned” riders. This means that they 
are interested in using this alternate 
form of transportation but feel that 
there are infrastructure barriers to using 
this mode. This population is the target 
audience for bicycle improvements 
outlined in the Bicycle Master Plan.149

The Bellingham Bicycle Master 
Plan calls for 134 miles of on-street 
facilities, with a recommended 50 miles 
of bike boulevards and 45 miles of 
bike lanes.150 These ambitious project 
plans are prioritized based on safety, 
connectivity, demand, and equity in 
Bellingham and also by the short-, 
medium-, and long-term timelines 
that will be required to complete.151 
Monitoring the completion of these 
projects becomes the next step in 
meeting the goals outlined in the 
Bicycle Master Plan. Tracking these 
projects is done annually through the 
TRAM. 

Multimodal Transportation Concurrency 
Program
The City of Bellingham has incorporated 
a Multimodal Transportation 
Concurrency Program in alignment with 
their goals to improve transportation 
networks and limit SOVs on roadways. 
Concurrency is a policy that ensures 
adequate public facilities and services 
are available at the time of the impacts 
of new land development according to 
locally adopted LOS.152 In the case of 
Bellingham’s Multimodal Transportation 
Concurrency, the City must ensure 
that their transportation networks 
are improved and standardized to 
accommodate the city’s growth.   

The Bellingham Multimodal 
Transportation Concurrency Program 
has locally adopted LOS to create 

measurable data for all modes of 
transportation, including pedestrian, 
bicycle, motorized vehicles, transit, 
and multi-use trails.153 The LOS defines 
optimal conditions at which these 
modes of transportation perform. 
The inclusion of non-vehicular LOS 
was new at the time of this program’s 
implementation — Bellingham was one 
of the first cities to include trail, bicycle, 
and pedestrian levels of service in their 
transportation planning processes. 
Policy T-21 explains the LOS calculation 
and observed metrics:154

Calculate “Person Trips Available 
by Concurrency Service Area” as 
Bellingham’s Adopted LOS standard to 
serve planned growth in different parts 
of the city. Per BMC 13.70 Multimodal 
Transportation Concurrency, 
Bellingham and the UGA are divided 
into CSAs based on differing land 
use contexts and multimodal LOS is 
calculated for each CSA using the 
following performance measurements: 

• Completeness of sidewalk network;
• Completeness of bicycle network;
• Whatcom Transit Authority (WTA) 

transit capacity, transit route 
frequency, and transit ridership;

• Vehicle traffic volume to capacity; 
and

• Access to multi-use trails.

Locally defined LOS standards 
are emphasized in the Bellingham 
Comprehensive Plan Multimodal 
Transportation Chapter. This has 
allowed Bellingham planners to best 
accommodate the needs and fill gaps 
in their community. While the method 
of determining LOS for vehicular travel 
and the coordination for gathering the 
WTA metrics remain largely unchanged, 
the community developed methods to 
measure non-motorized transportation 
modes: bicycle, pedestrian, and 
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trail. Figure 43 represents the LOS 
measures for individual transportation 
modes.155 An example of measuring 
bicycle and pedestrian networks by 
connectivity is as follows: if a CSA is 50 
percent connected by bicycle network, 
they receive one-person trip credit. For 
every additional percent connected the 
network is, an additional 20 person trips 
are credited to the CSA.156

This program was awarded the 
APA/PAW Award for Transportation 
in Washington State in 2009 and has 
been highly successful in supporting 
multiple networks in the Bellingham 
community.157 A key component of 
Bellingham’s transportation policy 
is an annual review of policies, 
programs, and projects by the TRAM. 
This provides an assessment of the 
transportation networks has impacted 
Bellingham’s understanding of planning 
policy and practice. The most recent 
TRAM stated “that Bellingham’s 
Multimodal Transportation Concurrency 
methodology is integrating multimodal 
transportation system capacity within 
various land use contexts in Bellingham 

and is further promoting both the 
Comprehensive Plan and GMA goal 
of directing new development toward 
compact, mixed-use urban areas where 
adequate transportation services 
and facilities are most available.”158 
There is no doubt that this program 
is successful and effective at moving 
Bellingham’s transportation practices 
forward.

Travel Demand Management
In the multimodal transportation 
chapter of the Bellingham 
Comprehensive Plan, the City outlines 
the travel demand management 
(TDM) actions in order to increase 
safety, efficiency and long-term 
sustainability of the citywide 
multimodal transportation system.159 
Bellingham defines TDM as “methods 
used to improve the efficiency 
and effectiveness of a community 
transportation system by reducing 
travel demand generated by users 
rather than physical expansion to 
increase system supply.” To do so, 
Bellingham implements nine actions. 

Bellingham, Washington

FIG. 43 

Bellingham Level of 
Service Measures
Source: Moving Beyond 
the Automobile Multimodal 
Transportation Planning in 
Bellingham, Washington
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Action six of the TDM is to “support and 
implement a Commute Trip Reduction 
program aimed at reducing congestion, 
air pollution and energy consumption 
by requiring large employers and 
major new developments to reduce 
the number of single occupancy 
vehicles being driven to and from those 
projects.”

Commute Trip Reduction Program
The Commute Trip Reduction Program 
was signed into law in 1991 and is a 
mandated statewide program in which 
cities are required to encourage major 
employers to incentivize non-car 
commute alternatives amongst the 
workers. Washington defines major 
employers as any entity with 100 or 
more employees.160 From 2007 to 
2017, The Commute Trip Reduction 
Program has proven to be successful 
by reporting that statewide, half a 
million employees increased their non-
SOV commute rate from 34.3 to 39.1 
percent, resulting in 66 percent higher 
than the national average.161

Bellingham has adopted the 
Commute Trip reduction program 
through a partnership between the 
City of Bellingham, major employers, 
Whatcom Transit Authority, and 
Whatcom Council of Governments 
to implement the desired needs. This 
program helps the City and County 
prioritize infrastructure improvements 
for transit, pedestrian, and bike routes 
to major sources of employment. The 
Commute Trip Reduction Program 
publishes a report every five years 
to determine where commuter 
transportation can be updated. 
As the Commute Trip Reduction 
Program focuses on major workforce, 
Bellingham has also implemented the 
Smart Trips Program for everyday travel. 

Smart Trips Program

Smart Trips is a program that helps 
community members make more of 
their trips by walking, bicycling, ride 
sharing, and using the transit system. 
Whatcom Council of Governments 
operates this program with financial 
support from the City of Bellingham, 
Whatcom County, the Whatcom 
Transit Authority, Washington State 
Department of Transportation, and the 
U.S. Department of Transportation.162

The Whatcom Smart Trips program 
is targeted for people who live or 
work within Whatcom County and is 
a collection of programs marketed 
under a single name. Each program 
addresses a specific need to help 
reduce SOV trips. Whatcom Smart Trips 
includes online trip diaries, incentives, 
emergency rides, employment 
partnerships, targeted outreach, 
school smart trips, EverybodyBIKE 
program, and a public awareness 
campaign.163 The Smart Trips program 
is outlined on the Whatcom County 
Smart Trips website where other cities 
are encouraged to watch a 50-minute 
video on implementation strategies. 

The City of Bellingham has taken a 
proactive approach to travel demand 
management strategies. The Commute 
Trip Reduction program and the Smart 
Trips program are two major ways 
in which the City is systematically 
reducing the need for SOVs. 

Parking Management
In order to create an efficient 
multimodal transportation network, 
the City of Bellingham acknowledges 
the necessity of a well-managed 
parking system. Bellingham Municipal 
Code 20.12.010 determines parking 
regulations throughout the city.164 The 
Downtown Bellingham Plan creates 
goals and strategies to implement 
a downtown vision aligned with the 
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municipal code and the community 
needs.  

Municipal Code 20.12.010 details 
minimum parking regulations within 
a smart growth model. Utilizing a 
smart growth model establishes 
regulations that are tailored to 
specific development projects and 
ensures a detailed approach to 
parking management. Bellingham 
implemented this smart growth model 
after a study suggested there was an 
overstock of garages within downtown 
Bellingham. Downtown Eugene is 
currently experiencing the opposite 
of Bellingham’s over development 
of parking. With Eugene’s limited 
downtown parking, the tactics and 
strategies for managing these issues 
differ greatly. Bellingham accomplished 
three smart growth concepts in the 
formation of their parking regulations:165

1 Parking requirements based on 
development type and size referring 
to square footage of buildings and 
type of land use:166

(b) Commercial
i. General Business, Personal 

Service Establishments (exclusive 
of shopping centers, and food 
markets larger than 20,000 square 
feet)

• One for every 250 square feet of 
floor area open to the public.

2 Take into account population 
and development density while 
incorporating shared use parking lots 
between residents and businesses

The amount of off-street parking 
required by this chapter may be 
reduced by an amount determined 
by the director when shared parking 
facilities for two or more uses are 
proposed.167

3 City has the ability to reduce 
minimum parking limits with the 
availability of transit systems

The director shall have the 
authority to reduce the number of 
required off-street parking spaces 
for subsections(A)(2)(a), (b) and (c) of 
this section, up to a maximum of 25 
percent, when:

b. Whatcom Transportation Authority 
GoLine route is provided within one-
quarter mile of the site. The amount 
of reduction shall be based on the 
number of transit runs during peak 
hours each business day.168

According to the downtown 
parking study, the downtown area 
exceeds the necessary minimum 
parking requirements due to previous 
overdevelopment of parking structures 
within the downtown area. Due to this 
overdevelopment, the City has placed 
an ordinance (No 2014-09-049) that 
reduces the downtown business district 
from future parking development. 
There are no new surface lots allowed 
within the downtown area as the city 
focuses on increasing multimodal 
transportation. 

Downtown Bellingham Plan
The Downtown Bellingham Plan 
is a targeted long-term planning 
document that explains development 
strategies for the commercial core 
of Bellingham and Whatcom County. 
Downtown Bellingham provides 
employment, housing, entertainment, 
and commercial services that attract 
a diverse and growing population. 
The purpose of the Downtown 
Bellingham Plan is to create a vision 
for the downtown that stakeholders 
and community believes in. Goals 
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and strategies were created to help 
implement this vision. The plan outlines 
the natural and historical context, 
design and sustainability, land use, 
activities and tourism, parks and open 
space, transportation, and streetscape 
design and parking. 

Chapter 8 of the Downtown 
Bellingham Plan outlines parking 
management policies and practices 
that were determined best suited for 
the city center through the Parking 
Management Plan. The Parking 
Management Plan is justified through an 
extensive analysis of current conditions 
and future parking projections. The goal 
of the Parking Management Plan is to 
determine a range of easily accessible 
off-street parking choices for local 
businesses and residents as well as 
establish an appropriate amount of 
on-street parking to slow drivers as well 
as provide easy access to short term 
customers. The City determined an 
appropriate on-street parking turnover 
rate would occur more frequently while 
longer-term parking would occur off-
street. 

Current conditions were determined 
through the 2013 Final Parking Study 
of the Downtown Sun-Area (Parking 
Study). This study summarizes the 
number of spaces, the average 
utilization, and the average turnover 
rate between on-street and off-street 
parking locations. The study performs 
an extensive inventory to determine 
the current conditions. The inventory 
includes:

• Supply: on-street parking, off street 
parking

• Utilization: on-street paid, on street 
unpaid, off-street paid, off street 
unpaid, weekday off-street parking

• Duration: length of stay for parked 
vehicles during summer and autumn

• Comparison: previous 2005 study  

Future parking demand and 
supply forecasts parking demand 
for the Downtown Sub-Area. These 
projections help encourage a holistic 
understanding of future policies and 
strategies to implement over time 
while allowing the city foresight to 
mitigate parking demand. The parking 
study details current land use through 
GIS and Census data and compares 
that to future land use projections 
provided by the City of Bellingham. 
Future land use projections are 
determined through previous rate of 
growth and development assumed rate 
of absorption of vacant commercial 
square-footage, and the Old Town 
assumed rate of development.169 

The results of the study suggest 
parking management strategies for 
improving efficiency, reducing demand, 
increasing awareness, enforcement, 
and authority.170 

• Reducing Demand: strategies that are 
aimed at reducing parking demands 
through shifting travel modes and/
or changing behaviors during peak 
demand periods

• Improving Efficiency: strategies that 
are aimed at maximizing the use and 
efficiency of parking supply

• Awareness, Enforcement, and 
Authority: strategies related to 
making the public aware of the 
parking regulations and locations, 
enforcing regulations and policies, 
and monitoring parking conditions to 
continually make improvements and 
ensure strategies are appropriate as 
conditions change.171
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The Parking Study details parking 
strategies through these three 
categories. The Downtown Parking 
Management Plan adopted 17 
policies that were based on the 
recommendations presented within the 
Parking Study. These policies fall under 
Goal 8.1 and are detailed in Appendix A 
Table 1.1-3:  

“GOAL 8.1: Maximize the efficient use 
of the existing parking supply in on-
street, off-street and private parking 
facilities and areas.”172

Bellingham’s Parking Management 
Plan is effective because it has 
clear prioritized policies that target 
the reduction of parking demand, 
improving efficient parking supply, 
and increasing public awareness of 
enforced regulations. These policies are 
consistent with the vision of Downtown 
Bellingham and provide realistic steps 

for the City to follow. Performing 
an extensive parking study informs 
Bellingham on current conditions 
and future projections while tracking 
successes over time.  

Summary of Highlights
These policies, actions, programs, 
and plans have successfully increased 
sustainable transportation, reduced 
parking demand, and implemented 
travel demand management in the city 
of Bellingham. The City of Eugene is 
seeking innovative ideas and strategies 
to decrease SOVs and the vehicle 
emissions associated with this mode 
of transportation. The above section 
provided an overview of strategies 
employed by the City of Bellingham.

Bellingham, Washington



Section

97

SUSTAINABLE TRANSPORTATION
This section contains recommendations 
specific to planning for sustainable 
transportation, expanding 
the availability and enhancing 
the experience of sustainable 
transportation in Eugene. 

Planning for Sustainable 
Transportation
• Set measurable objectives, monitor, 

and track progress. The City of 
Eugene could set measurable 
objectives, then monitor and 
track progress over time. This is a 
fundamental first step to ensure that 
any strategies that the City pursues 
can be assessed and evaluated over 
time. By having clear objectives to 
evaluate, funding, capacity, and 
resources can be optimized to 
pursue strategies that are the most 
impactful. Furthermore, doing this 
would increase transparency and 
allow the public to clearly observe 
the impacts of the City’s strategies. 
These measurable objectives should 
first be set in the plan, evaluated 
every two years and summarized in 
a report, and published in an online 
dashboard displaying the objectives, 
progress, and performance. 

Application of Findings to Eugene

The following section proposes policy recommendations for the City of 
Eugene to consider as they continue to improve accessibility and sustainable 
transportation in and to downtown Eugene. Recommendations are derived 
from the evaluation of case studies’ policies, which offer an incentive-based 
and collaborative framework by which to encourage travel alternatives 
to SOVs. Recommendations are organized into three broad sections: 1) 
Sustainable Transportation, 2) Travel Demand Management, and 3) Parking 
Management. Under each section are subsections that address specific 
aspects of each strategy.  

• Incorporate a Hierarchy of 
Transportation and Mobility Priorities 
for Downtown. The first strategy 
that Eugene could implement 
within the city is a hierarchy of 
transportation and mobility priorities 
for the downtown area. Victoria has 
demonstrated great success by 
developing a set of priorities that has 
allowed the City and downtown area 
to develop achievable and targeted 
transportation strategies. By utilizing 
a hierarchy of transportation and 
mobility priorities as a conceptual 
framework for transportation 
planning, Victoria has effectively 
created high walk, transit, and bike 
scores within the downtown area with 
a walk score of 99, a transit score 
of 76, and a bike score of 75. These 
priorities have also allowed Victoria 
to develop specific strategies and 
plans for each of the key areas of the 
hierarchy (pedestrian, cycling, transit, 
and vehicles) with each plan having 
specific goals, target timelines, and 
policies that will help shape future 
planning for the downtown area.

Similar to Victoria and other cities 
across the states, Eugene has many 
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competing modes of transportation 
and needs from the community. As the 
city continues to grow and prepare for 
future events, implementing a hierarchy 
of transportation and mobility priorities 
that is specific to the downtown area 
can help target areas of need and 
focus efforts on specific priorities. A 
suggested hierarchy for the City of 
Eugene can include public transit, 
pedestrian, cycling, utility vehicles, and 
SOV parking.

Additionally, Eugene has 
implemented a downtown plan that 
discusses priorities and policies for 
transportation in the downtown area. 
However, as the plan was implemented 
in 2004, Eugene could consider adding 
an addendum to the plan that lists the 
hierarchy of priorities for the downtown 
area and expands on additional 
transportation policies and strategies 
for future improvements. Victoria has 
demonstrated great progress with 
their targeted priorities and strategies 
discussed in their Downtown Core 
Plan, which Eugene could consider 
implementing as well. 

Expanding Availability
• Frequent travel networks and areas. 

To better incentivize transit-oriented 
development (TOD), Eugene could 
adopt a frequent travel network 
and areas (FTN) planning system. 
By combining transit networks and 
land use designations, the City could 
achieve higher ridership and more 
concentrated development. Eugene’s 
current TOD overlay is only applied 
to the downtown area and could 
align itself with other transit networks 
outside of that area. The City should 
be applying the TOD overlay along 
EmX routes and consider creating 
a few more high–priority routes to 
provide more frequent service to 
and then change zoning accordingly. 

Additionally, Eugene can expand the 
TOD Overlay Between the University 
and Downtown. The area between 
UO and downtown has the potential 
to function as a corridor for active, 
multimodal, and public transit access 
between two key community areas. 
To better support this vision, the City 
of Eugene can:

A Extend the TOD overlay zone 
between UO and Lincoln Street. 
Extending this overlay zone all the 
way to downtown and evaluating 
the addition of a special mixed-use 
district may help to encourage more 
non-SOV movement of students to 
downtown.

B Use the TOD overlay to promote 
safer, more comfortable pedestrian 
amenities, complete bike 
infrastructure, and more frequent 
transit service in this area. With 
only one mile between campus and 
downtown, this has the potential to 
bring UO’s large student population 
downtown via non-vehicular means, 
helping to support and enliven 
downtown businesses without 
putting additional strain on parking 
limitations.

C Conduct a traffic study of 
intersections in this corridor to 
determine where cyclists and 
pedestrians have difficulty safely 
sharing the road. Focus on accident 
reduction on key intersections 
to make this corridor more 
transit-friendly. Enhancing safety 
infrastructure for active transit 
commuters is likely to reduce 
accidents.
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• Expand LOS standards to include 
multimodal transportation 
networks.  Bellingham’s Multimodal 
Transportation Chapter within the 
Comprehensive Plan most resembles 
Chapter 4 of the City of Eugene’s 
Transportation System Plan (TSP) 
discussing “Creating Multimodal 
Systems.” This chapter provides 
a summary of projects that would 
improve multimodal transportation 
networks, such as: filling gaps in 
sidewalk networks, better wayfinding 
signage, and educational programs. 
The chapter highlights that there is an 
established LOS for vehicular travel 
only.  

Eugene could benefit from the 
inclusion of LOS for other modes 
of transportation, including 
pedestrian and cycling travel. This 
would be a method to improve, 
develop, and monitor network 
connectivity. Adding LOS to other 
methods would support Eugene’s 
goals of expanding and improving 
transportation networks, as noted 
in the Comprehensive Plan and the 
Bicycle and Pedestrian Master Plan. 
The City would need to define what 
level of service would be acceptable 
for each mode and set metrics to 
measure. This would support the 
existing goals and objectives listed 
in the City of Eugene’s plans. These 
additions could draw more users 
to these multimodal methods of 
transportation and encourage future 
use based on expected growth. 

• Improve Bike-Share Accessibility. 
While PeaceHealth has not been 
implemented as long as Capital 
Bikeshare and the population served 
is substantially smaller, there are 
some important recommendations 

the City could adopt to improve 
transportation by bike.

A The City could begin to look 
into expanding the geozone for 
PeaceHealth in other parts of the city 
as well as into the city of Springfield. 
By allowing users to have more 
options where bike-share is available, 
the City can incentivize more people 
to utilize bikes as a travel mode. 
Arlington saw a quadruple in the 
amount of people using bikes as a 
mode.

B Reduce barriers, such as payment 
methods, that limit the use of 
PeaceHealth bike-share so that those 
who do not typically have credit 
cards can also participate in bike-
share.

C Locate bike-share stations to attract 
greater numbers of system users 
and improve non-motorized access 
to city facilities and transit services 
and ensure that convenient access 
to bike-share is available especially in 
lower-income residential areas.

D Identify how GPS-based, dockless 
bike-sharing systems can best 
integrate with and complement 
PeaceHealth bike-share and other 
transportation services.

E Promote bike-sharing as a preferred 
travel mode for first and last mile 
trips to and from transit services.

F Work with PeaceHealth to add 
electric-assist bikes, tricycles, and 
other types of bicycles to better 
accommodate the travel needs of 
persons with mobility disabilities.

• Legalize Skateboarding within 
Downtown. Although skateboarding 
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is currently illegal on streets 
and sidewalks within downtown, 
skateboarding is a great alternative 
mode of transportation that 
Eugene has a great opportunity 
to incorporate into a downtown 
transportation plan. Skateboarding 
has been recognized as an excellent 
form of exercise and a low carbon 
way to travel city streets; therefore, 
downtown Victoria has legalized 
and encouraged skateboarding 
through the publishing of maps 
and the removal of prohibition on 
skateboards and similar forms of 
transportation, such as skates and 
non-motorized scooters, on public 
streets, bike paths, and greenways. 

Adding a skateboarding bylaw, similar 
to Victoria’s, to legalize skateboarding 
in downtown Eugene would 
incorporate laws that would require 
skateboarders and users of similar 
modes of travel to adhere to the 
same rights and responsibilities as a 
cyclist. Laws such as wearing lights 
when dark outside and maintaining 
position to the far-right side of the 
road, as well as providing a regulation 
that riders must keep one foot on the 
skateboard at all times when riding 
are recommended policies. Fines and 
warnings would also be issued under 
provision of this bylaw for users not 
adhering to the rules set forth. 

Enhancing the Experience
• New Mobility Research Grants. 

Eugene could consider enhancing 
its initiatives to engage with 
post-secondary institutions and 
researchers. Though the City 
currently works with the University 
of Oregon in various ways, 
Vancouver’s TransLink’s New Mobility 
Research Grant program offers a 
framework for building impactful 

collaborations with researchers 
and technologists. The program’s 
commitment to long-term funding 
for well-defined projects through an 
open call model allows Vancouver 
to accept submissions from unlikely 
departments or organizations and to 
see those projects through research, 
development, piloting, and, in some 
cases, adoption. By investing in long-
term research focused on the City’s 
unique needs, Eugene could better 
anticipate and help shape the future 
of its transportation systems.

• Pavement-to-Plazas and Parklets. 
Eugene could begin experimenting 
with creative uses of public space 
that encourage walking in the 
downtown area and begin to plan for 
the eventual elimination of parking 
spaces as travel habits shift towards 
more sustainable modes. Vancouver’s 
programs offer a useful framework 
for incorporating incremental and 
cost-effective transformations of 
parking infrastructure into public 
plazas. Vancouver’s Pavement-
to-Plaza strategy, in which the 
City chooses strategic spaces to 
temporarily convert into a plaza, has 
provided important data on how 
such areas are used once converted, 
and has allowed the City to make 
wise investments in more permanent 
site improvements. Furthermore, 
the parklet program, which focuses 
on encouraging private sponsors 
to build parklets, has proven to 
be beneficial for the businesses, 
drawing additional customers in, 
while simultaneously providing a 
new source of in-kind donations and 
data about how new public spaces 
are being used. Implementing 
these kinds of programs in Eugene 
could help de-incentivize driving in 
the downtown area by eliminating 

Application of Findings to Eugene
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some street parking spaces while 
simultaneously enhancing the 
experience for pedestrians.

• Improve listed accessibility standards 
of the bicycle and pedestrian 
networks. The City of Eugene 
has limited outlined accessibility 
standards in their Bicycle and 
Pedestrian Master Plan. The existing 
standards refer to the transition plan, 
which also provide limited detail 
on the existing and planned ADA 
compliance transitions of the public 
infrastructure in the city of Eugene. 

Eugene could benefit from further 
provisions of accessibility standards 
as outlined in the Bellingham 
Bicycle and Pedestrian Master Plans. 
These plans highlighted targeted 
populations and sought to engage 
with and provide methods through 
which this engagement would be 
achieved. A focus on providing 
stress-free bicycle infrastructure to 
attract those who might otherwise 
not use these systems is an ideal 
way to both expand the network and 
incorporate accessibility. Eugene 
can increase access to pedestrian 
networks through increasing 
connectivity between neighborhoods 
and community amenities. Inclusion 
of individuals with specific needs 
in the pedestrian networks will be 
important to further the goal of 
accessibility and decrease vehicle 
occupancy. The option for all 
individuals, regardless of age or 
ability, to engage with these networks 
will support this goal. Better inclusion 
of standards to improve infrastructure 
to include these groups could benefit 
the City of Eugene in this effort. 

• Develop a Neighborhood Access 
Tool in partnership with Lane Transit 

District and integrate it into planning. 
The City of Eugene could develop 
a Neighborhood Access Tool (NAT) 
in partnership with Lane Transit 
District and incorporate the analysis 
into land use and transportation 
plans, policies, and strategies. The 
land use-transportation connection 
should be accounted for in all 
strategies and the NAT provides 
a measurable way to assess and 
evaluate if that connection is being 
accounted for. Specifically, the City 
of Eugene and LTDs’ current Moving 
Ahead initiative should include the 
NAT tool to coordinate land use and 
transit system planning efforts. A 
policy requiring the use of the NAT 
in analysis may be included into 
relevant planning documents, as well. 
Once developed, the NAT should be 
updated and analyzed annually, and a 
joint report between LTD and the City 
should be produced summarizing the 
information. The NAT should be made 
available on through a GIS online 
platform, if possible, to increase 
transparency and accountability. 

• Integrate more flexibility into the 
City’s strategy. The City of Eugene 
could integrate flexibility into its 
current strategy by piloting and 
experimenting creative policies and 
programs prior to full commitment. 
A prime example from Boulder is 
the Living Lab pilot program. This 
program allows the City to engage 
the community and experiment 
different bike treatments and receive 
feedback from the community. While 
the results have been mixed, the 
ability of the city to learn from these 
pilots is useful in informing its overall 
strategy. If the City of Eugene is to 
make significant progress, the rate 
at which projects move and actions 
occur needs to evolve at the same 
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pace transportation challenges 
evolve. This is more pressing as 
new mobility technologies such as 
autonomous vehicles and e-scooters 
transform how people move.

• Curbless Streets. Seattle is rapidly 
implementing curbless streets in 
its downtown area to increase the 
pedestrian friendly nature of the area. 
Downtown Eugene currently does this 
near the Kesey Square area but this 
could be expanded to other areas of 
the downtown core. A curbless street 
can help create an environment 
that is conducive to pedestrian 
traffic by creating the perception 
that the sidewalk extends into the 
roadway.  

• Integrate a Standardized Wayfinding 
System within Eugene. As Eugene 
has a great network of bike paths, 
greenways, and transit in addition to 
several parks and tourist attractions 
widespread throughout a large 
downtown area, an integrated and 
standardized wayfinding strategy 
similar to Victoria’s is recommended 
for Eugene. As Eugene’s downtown 
area continues to grow, it is 
recommended as a method of 
educating visitors and residents 
within the downtown of the many 
desirable locations to be visited 
while encouraging alternative modes 
of transportation. A standardized 
wayfinding strategy would allow 
the City to encourage pedestrians, 
cyclists, vehicles, and transit riders to 
visit designated attractions and direct 
them to these destinations. It would 
also allow cyclists and pedestrians 
to determine the most direct and 
safest routes, transit riders to find 
their nearest bus station, and drivers 
to easily find parking. Additionally, 
it would alert each of these users 

of interesting and unique locations 
and landmarks in Eugene that they 
might not otherwise discover while 
encouraging a sense of curiosity. 

While Victoria contracted the design 
of their wayfinding strategy out to 
a Canadian design company called 
Public, Eugene could explore more 
affordable options. Incorporating 
large-scale maps within the 
downtown area illustrating the 
nearest transit, parking, cycling 
routes, greenways, and landmarks 
and their respective distances could 
encourage visitors to explore a larger 
area of Eugene that they may not 
have otherwise. Furthermore, Victoria 
found that 82 percent of people were 
more likely to walk after consulting 
a map, decreasing traffic in the 
downtown area. Wayfinding would 
be an interesting and unique sphere 
of planning that could help Eugene 
accomplish its goals to reduce traffic 
and increase visitation within the 
downtown corridor as it continues to 
grow in the coming years.  

• Incorporate Pedestrian Through-
Block Walkways within Downtown. 
There may be many opportunities 
for Eugene to incorporate through-
block pedestrian passageways into 
their downtown area to enhance 
the pedestrian experience and 
encourage pedestrian movement 
through the downtown. There 
are several city blocks within the 
downtown area with underutilized 
alleys, such as Pearl Alley, Oak Alley 
and the alleys on either side of West 
Broadway between Charnelton 
and Olive Streets, which have the 
capacity and ability to transform into 
vibrant pedestrian spaces. Eugene 
could work with local artists to 
create special art exhibits, provide 
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permits for “legal street art,” provide 
incentives to street vendors, and 
hire street performers and musicians 
to perform within these locations. 
Furthermore, these alleys could be 
redesigned to incorporate street 
lighting, pavers, and street furniture 
to create a fun pedestrian-scaled 
location for visitors to discover and 
explore.

TRAVEL DEMAND MANAGEMENT
This section contains recommendations 
specific to enhancing the City of 
Eugene’s TDM programming. 

• Use TDM calculators and other 
measures to analyze return on 
investment as well as public health 
impacts. The City could conduct 
regular, regional reporting on travel 
demand and commuter behavior 
using metrics consistent with its TDM 
programs.

• Coordinate TDM efforts with the 
City of Springfield. Apply TDM 
programs to non-work travel as 
well as commuting for resident, 
visitor, and employee trips through 
informational displays, website, 
promotional campaigns, and mailings 
of materials. Specifically, Eugene 
could implement a system such as 
TravelSmart to provide individualized 
marketing to target transportation 
demand. TravelSmart, used in more 
than 300 projects around the world, 
identifies individuals who want to 
change the way they travel and uses 
personal, individualized contact 
to motivate them to reconsider 
their travel options. TravelSmart 
gives participants the customized 
information they ask for to help 
them get started, or to continue 
walking, bicycling, riding transit, or 
carpooling.

• Employee Trip Reduction Plan for 
Organizations. The City of Eugene 
could work with public and private 
employers to shift travel modes of 
downtown employees. A combination 
of Vancouver’s Employee Trip 
Reduction Plan and Compass for 
Organizations could provide support 
for employees through subsidized 
public transit, carpooling services, 
and bicycling programs. This would 
build off Eugene’s current bus pass 
program for government employees 
and could be offered to private 
employers as well. The program 
could also be expanded to include 
more educational programming 
about transportation and bicycling, 
as well as organize networks for 
carpooling and other commute 
assistance. While the City of Eugene’s 
Point2Point and Group Pass programs 
already offer an array of tools and 
incentives for employers to address 
their employees’ transportation 
needs, the City could consider 
offering employers more flexibility by 
incorporating some of Vancouver’s 
strategies into these programs. 
Currently, employers in Eugene can 
get a discounted rate if they buy 
a pass for all of their employees. 
In Vancouver, employers have the 
option to buy passes for select 
employees, to pay for only a portion 
of their passes, and to select the 
amount of time they wish to pay that 
employee’s transit costs. This level 
of flexibility would likely encourage 
more employers to subsidize 
employee transit costs.

• Enhance University Partnerships. 
Like Arlington, the city of Eugene 
has a robust student community 
who might better access downtown 
areas with enhanced active and 
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public transportation options. 
Whereas Arlington’s university has 
formalized shuttle programs to bring 
students to and from commercial 
centers, Eugene has EmX as a transit 
option between the university and 
downtown. To enhance student 
access to downtown, the City could:

A Expand service times to include more 
frequent and later service to and 
from the university to enhance the 
convenience of reaching downtown 
from University area.

B Adopt a more formalized shuttle 
service between the university and 
downtown to both bring students 
downtown and ensure that Safe 
Ride services are used as intended. 
Students currently use the Safe 
Ride program to access downtown, 
impeding the service’s intention to 
provide an alternative to discourage 
drunk driving, and to carry students 
to their destinations after dark or at 
other times when they feel unsafe 
walking.

C Expand educational programming 
about transportation options and 
safety. In particular, this partnership 
could ensure that all incoming 
students receive education about 
how to safely cycle, and how to 
interact with cyclists on the road.

• Develop a community-wide Eco 
Pass program in partnership with 
Lane Transit District. The City of 
Eugene could develop an Eco Pass 
program that offers a community-
wide discounted annual, universal 
transit pass that provides access to 
Lane Transit District bus services 
and PeaceHealth bike-share rides. 
The City of Eugene already has a 
partnership with the University of 

Oregon to provide LTD transit service 
which this strategy would build upon. 
The program is based on the City 
of Boulder’s Eco Pass program but 
expands it to be available to everyone 
and integrates the bike-share 
program. Eugene is in the opportune 
position to integrate the bike-share 
program since it is city-owned. This 
recommendation moves Eugene 
towards a Mobility as a Service 
model, which removes barriers to 
using sustainable transportation 
options and encourages 
multimodality. 

PARKING MANAGEMENT
This section contains recommendations 
specific to dis-incentivizing parking 
usage, maximizing the efficiency of 
parking, and minimizing the impact in 
Eugene. 

Disincentivizing Parking Usage
• Performance-Based Parking. 

Currently parking is one of the most 
important topics that cities face. 
Alternate forms of transportation 
are becoming more popular, and 
car ownership and driver’s license 
rates are starting to decrease, likely 
causing a decrease in municipal 
revenue from parking. To combat 
this issue, Seattle has instituted 
a performance parking system 
that charges different rates during 
different times of day based on the 
demand. This TDM strategy has 
proven effective in other cities, 
and also discourages drivers from 
parking, or even driving during these 
peak hours. 

Maximizing the Efficiency of Parking
• Implement app-based parking 

management program like 
goBerkeley. The City of Eugene could 
adhere to a Net-Zero strategy for 
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commercial district. In addition, it 
can use real time technology adjusts 
prices based on current parking 
demand. Further, providing clear 
and direct signage with parking 
instructions would enhance the 
efficiency of parking in downtown 
Eugene. 

• Adopt the SUMP principles to 
guide parking management. The 
City of Eugene could adopt the 
SUMP principles as official guiding 
principles for how it manages 
parking city-wide and specially in the 
downtown. Adopting these principles 
would replace the existing policies 
stating parking should be affordable 
and convenient. Instead, the full cost 
of traveling in private automobile will 
be accounted for and travel behavior 
will shift. In addition to adopting the 
SUMP principles, an implementation 
strategy based on them could be 
developed for downtown Eugene. 

• Implement aspects of Bellingham’s 
Smart Growth Model. The Smart 
Growth Model for parking regulations 
incorporates requirements based on 
development, land use designations, 
and building square footage. 
Bellingham takes into account 
population and development density 
while incorporating shared use 
parking between residents and 
businesses to reduce demand for 
multiple parking garages. In contrast, 
the City of Eugene refers to land 
use designations in their parking 
regulations. This can result in over-
supplying parking in the downtown 
area. Including population and 
development density considerations 
could result in more targeted 
parking in the areas of highest need 
and will result in limited parking 
availability to promote the use of 

other transportation methods within 
downtown. 

Minimizing the Impact of Parking
• Utilize public parking facilities 

management and activation. The 
City of Eugene could retrofit parking 
garages in the style of the Center 
Street Garage. By retrofitting, they 
could create state of the art, multi-
use, parking facilities that can double 
as activated public spaces instead of 
dead zones. Parking facilities could 
also use a tiered pricing scheme 
that prioritizes bikes, carpools, and 
vanpools.

• Minimize Curb Space Usage. Curb 
space is essential in any community. 
It provides the opportunity to load 
and deliver services and for people 
to be dropped off via ride-sharing. 
However, given that a lot of curb 
space is not utilized to the best of its 
ability given the amount of parked 
cars, the City of Eugene can rethink 
what the use of curbs looks like.

A Allow curb space to be used by small 
vehicles such as scooters, bikes, and 
motorcycles.

B Utilize time-of-day restrictions to 
maximize the availability of curb 
space for the greatest number of 
users throughout the day.

C Allow parking in the curb lanes of 
certain streets during off-peak hours 
if safety and traffic flow is able to be 
maintained.

D Create additional curb space 
availability in areas with a high 
demand for curb space via street 
redesign if necessary
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Eugene now has the opportunity 
to continue this momentum by 
enhancing its current sustainable 
transportation strategy and positioning 
the downtown to grow and thrive into 
the future. While Eugene has a national 
reputation of providing alternative 
transportation options, it still has room 
for improvement. 

In this report, we have examined 
seven case study cities — both within the 
United States and abroad — and nearly 
30 of their major transportation-related 
documents. By learning from exemplary 

Conclusion

Eugene stands at a critical point in its history. Recently, the 
downtown area has experienced an increase in community 
involvement, and more companies are moving into the 
downtown area. Along with this success comes the need to 
revisit existing plans, policies, and programs to ensure they 
adequately address the issues and needs of the future.

domestic and international cities 
and implementing new sustainable 
transportation strategies, Eugene can 
move closer to achieving its goal of 
tripling the share of trips made by 
walking, biking, and transit as well as 
meeting its greenhouse gas emission 
reduction targets. This report provides 
the City of Eugene a menu of innovative 
policy and program options to choose 
from as it works towards making its 
downtown more accessible to people 
by all modes of transportation. 
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Table 1: Major Documents Reviewed, By Case Study

Appendix A Major Documents Reviewed





Appendix B: Berkeley, California
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Appendix C: Boulder, Colorado





















Appendix D: Vancouver, British Columbia
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