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1 Introduction

Af ter successful AThi nkBi ke Workshopso in 6 othe

Netherlands Embassy in Washington, DC has invited the Dutch Cycling Embassy to conduct
another series of ThinkBike workshops in four cities in 2012.

ThinkBike workshops bring together Dutch cycling experts, local politicians, planners,
advocates, engineers and business people in each city to plan and discuss how it can
become more cycling-friendly by applying elements of the Dutch approach. Teams consisting
of the Dutch experts and a mix of local experts convene for two days during which they will
survey the cities by bicycle and discuss in workshop format how streets, intersections and
whole neighborhoods can be improved for optimal bicycle use. The format allows to discuss
all relevant aspects of cycling-related policies of the concerning city. The workshops consist
of a kick-off session, open to the general public, followed by the workshops behind closed
doors and conclude with a closing session, again open to the public, where the findings and
recommendations of the workshop sessions will be presented by the teams.

The first workshop in the 2012 series took place in Philadelphia on 18 and 19 June.

The City of Philadelphia was co-hosting the workshop, and the program was agreed in

consultations between the Royal Netherlands Embassy, the Dutch Cycling Embassy, the

Mayor 6s Office of Transport at iBioyle Goalitlon. Uheicityi t i e s
of Philadelphia invited stakeholders from diverse backgrounds to participate in the workshop,

and formed 2 teams to work on two assignments: the area around Temple University and its
connection with the city centre, and Penn Square, the traffic situation around the City Hall in

the middle of down town.

Objectives of ThinkBike workshops

> Exchange of ideas on the role of cycling and related policies

> Reflection on objectives of Philadelphia cycling policies

> Exploring applicability of Dutch concepts and designs in Philadelphia in an existing
situation

> Find an appropriate mix of interventions and policies (based on both US and Dutch
experiences) to strengthen the position of cycling in Philadelphia

Working format workshop

The workshop started off with a public opening session with an opening address by Rina
Cutler, Deputy Mayor for Transportation and Utilities, and a short introduction by Cornelia
Neal on behalf of the Royal Netherland Embassy. Then the Dutch experts gave an
introduction on the Dutch cycling culture and related policies and planning principles (see
chapter 2). After that the two teams set off to explore their respective study areas by bicycle.

After a public intermezzo, the presentation of the Greenworks Progress Report by Mayor
Nutter, the two teams have brainstormed and discussed about the specific design
assignments, and subsequently elaborated the assignment into

> Street plans showing major choices

> Conceptual designs of cross sections

> Visual impressions of what the public space could look like

> Reference examples

With public presentations the two teams shared the results of their work to a wider audience
In the following chapters we will give background information about the cycling culture of the
Netherlands, a description of the current state of affairs with regard to cycling in Philadelphia.
Then we will continue with a report of the findings and recommendations of the Temple
University Team and the Penn Square team.



2 Cycling in The Netherlands

A broad overview of Cycling in the Netherlands can be found in the generic presentation of

Cycling in the Netherlands; the DbrrFietshiraade fACycl i n
publication 7. Bicycle policies of the European principals: continuous andintegr al 06 ( s ee
Reference list for links). Or watch the short film on the site of the Dutch Cycle
Embassy:www.dutchcycling.nl.

Short introduction

From the perspective of other countries all Dutch cities are cycling cities (although according
to Dutch standards some cities like The Hague and Rotterdam are looked upon as
mediocre). They all have qualities that make bicycling so prevalent, and consequently they
all enjoy the related co-benefits with regard to health, livability, environment and the local
economy.

27% of all trips are made by bicycle and 40% of all trips shorter than 5 km are by bicycle. 2
cities (Zwolle en Groningen) have reached the 50% mark in trip share for the bicycle. The
Netherlands is the only country in the world with more bicycles (18 million) than inhabitants
(16.5 million). Of course the moderate (mostly mild) weather and the flat surface contribute to
the bike-ability of the Netherlands.

Cycling in the Netherlands is a quite common mainstream mode of transport, used by all
ages and both by men and women (women actually cycle more often than men). Boys and
girls between 12 and 16 cycle 6.5 km per day on average. The bicycle is used for all
purposes (25% of all commuter trips are by bicycle and around 70% of the trips to school).
Cycling has an excellent image in the Netherlands and is so common that nobody considers
himself a cyclist any more than anyone considers himself a tooth brusher: everyone does it.

The Netherlands has the lowest use of cycle helmets in the world: less than 0.5% of the
cyclists wear helmets. It is the only country in the World that dissuades active promotion of
helmet use and. The positive effects on road safety of mainstream cycling (referred to as the
6safety by numbersdé effect) edfectrosdafdtethabhelngt out wei g
use might have. (There are also scientists who dispute any positive effect of helmet use at
all) In any case we prefer to promote active safety (prevention of accidents) rather than
passive safety (softening the outcome of accidents).

In order to sustain cycling as a mainstream mode of transport it is essential that secondary
school youth continues to cycle. And many of these youngsters between 11 and 18 years of
age worldwide simply refuse to wear helmets and rather quit cycling.

After all the Netherlands is despite, or thanks to, the low helmet use the safest cycling
country in the world with less than 10 fatalities per billion cycled kilometers (Denmark being
second with around 20 fatalities per billion cycled kilometers). Concluding:: the alleged
advantages of helmet use are largely outweighed by the disadvantages of the cycling
discouraging effect of helmet promotion.

Philosophy Dutch cycling policies

Dutch bicycle policy has two cornerstones:

1. Dutch traffic and transport planners take cycling seriously as a fully fledged mode of
transport;

2. Dutch urban transport policies are aiming at the optimal mix of transport modes to meet
the need for travel of individuals on the one hand and the best overall result for society on
the other hand. Dutch municipalities try to utilize the strengths of each mode of transport,
including cycling; that is promoting the most appropriate mode of transport for the type of
trip being made.



When it comes to the promotion of bicycle use then it is important to bear in mind the
following notions:

1. People cycle because it is practical and conve
cycle because of all kinds of societal goals like the environment, however important these
may be for decision makers! Therefore the benefits of cycling for the actual bicycle user
cannot be stressed enough: it is fun, practical, enjoyable, cheap, healthy and in the open
air.
2. Perceived safety is for successful promotion of bicycle use at least as important as the
factual safety. I f peotpleydleel (&@mdanlyes etdhey h
fun of cycling either). People appear to have an outspoken preference for the option of
undisturbed cycling without the need of being alert all the time for (the dangers of) motor
traffic. Hence, the Dutch emphasize segregated cycling facilities along busy arterials and
the disentanglement of car traffic and bicycle traffic.

Dutch design principles

> Functional road design based on road classification according to the principles of
sustainable road safety (through roads with a flow function, distributor roads with the
function to open up areas, and access roads with a residential or habitat function)

> Complementary principles for integration and segregation of modes: segregation when
high volumes and high speeds of motorized traffic; in cases where segregation is
impossible or undesirable: traffic calming, i.e. decreasing speed and volumes.

> Application of the five main requirements for cycling infrastructure: coherence, directness,
safety, comfort and attractiveness.

Solutions that may follow from the application of these design principles could be:

> Cycle paths are recognizable and surfaced with reddish asphalt;

> At intersections cycling facilities are continuous, whenever feasible cyclists get right of
way;

> Bicycle boxes can be applied at some types of intersections so as to make sure that
cyclists wonét be cut off by car driver s;

> In case of car parking along the road: positioning of the cycling facility on the right hand
side of the parking lane instead of on the left hand side to minimize the number of
potential conflicts.

3 Cycling in Philadelphia

With gas prices on the rise, Philadelphia is seeing more bicyclists on its streets than ever
before. According to the latest census figures, no fewer than 10,000 residents ride a bike to
work. From Pennypack Park to South Philadelphia, we know that thousands of additional
bike trips are taken each day to visit family and friends, to commute to work, for recreation or
to just get around town.

Philadelphia already has the highest percentage of residents who bike to work of any
American big city. In areas of South Philadelphia, North Philadelphia, West Philadelphia and
Center City, more than five percent of all work trips occur on a bike. The City of Philadelphia
is anticipating that as gas prices rise, more Philadelphians will choose to bicycle. However,
these increases in bicycling tend to result in more complaints about cyclist behavior and, on
the other hand, increasing demands for bicycle lanes, bicycle parking and neighborhood
traffic calming improvements from constituents.

The informationb el ow is cited from a memot e othi t W&&s Mayrmwor
efforts to make Philadelphia among the best cities in the USA for cycling. Current efforts
range from the Planning Commi ssionds -séhootycl i ng a



programs that promote cycling and safety to a soon to be launched effortbyt he Mayor 6s

office in cooperation with the William Penn Foundation to launch bike sharing in Philadelphia.

3.1 Making bicycling safe and convenient for all road users 1 plans, lanes and trails

In June 2009, Mayor Nutter laid the policy
foundation for a transportation system that

balances the needs of all users with the Complete | Measures _

Streets Executive Order. It directs all City Number of bicycle and pedestrian crashes

departments and agencies to give full mmmmb'm

consideration to the safety and convenience of all m“*m SO’fby_ZOZO :

users of the transportation system, whether Number of pedestrian and bicyclist education

pedestrians, bicyclists, public transit users or motor | Programsin schools .

vehicle drivers; and to place a high priority on the Number of traffic safety education programs for all
users and enforcement authorities

safety of those traveling in the public right of way,

Goal 1: Improve SAFETY for pedestrians and bicydlists

particularly the safety of children, the elderly, and

) . S A | Goal2. ¢ :
persons with disabilities® Wiﬁkfl

Transportation and Ultilities will publish a Complete assoclated economic. and environmental benefits.

Streets Design Manual in 2012. The design Measures

manual draws from, and builds on, Increase in the commuting mode share for:
recommendati ons from t hel Pl <Bioydingfroml.65@65Mby 26206 i O
Pedestrian and Bicycle Plan. The plan includes * Walking from 8.6% to 12% by 2020
City-wide policy recommendations and identifies Regular pedestrian and bicyclist counts:

« Triple bicyclist volume at key locations
= Increase pedestrian volume at key
locations by 50%

strategies to increase the number and frequency of
people walking and bicycling in the City by

improving the connectivity, safety, convenience, DVRPC Household Travel Survey
and attractiveness of the pedestrian and bicycle « Increase total of Walk, Bicycle, and Transit
networks. The proposed expanded bikeway by 10%

=]
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(7]

network will make bicycling safer and more
convenient, and will help to promote a wider recognition and acceptance of bicycling as a
transportation mode.

In the past two decades the Streets Department has installed bicycle lanes on more than 225
miles of streets across Philadelphia. The lanes fall into three categories:

Standard Bike Lanes i these lanes provide a defined space for cyclists, typically five feet in
width, and do not result in any loss of capacity for motorists. No loss of parking is involved.

Road Diet Bike Lanes i these are installed as part of a traffic calming measure in which a
four lane roadway is converted to a three lane roadway with a center left turn lane. This type
of conversion reduces crashes at intersections, reduces sideswipes of parked cars and
makes pedestrians more visible to drivers. The Streets Department has implemented many
road diets over the past two decades such as on Allegheny, Lehigh and Oxford Avenues. No
loss of parking is involved.

Buffered Bike Lane i in the past few years these lanes have attracted the most attention.
They have been first implemented on a pilot basis by replacing a lane of vehicle traffic with a
six foot bike lane and three foot painted buffer in areas with high cycling volumes.

Successful installations have included Spruce and Pine Streets through Center City, the
approaches to the South Street Bridge and 13™ Street through Center City. Typically, no loss
of parking is involved. The safety impacts of these efforts are impressive. In the two years
following the installation of the Spruce and Pine lanes, serious accidents dropped 44 percent.

of



There are two dozen fewer serious accidents on Spruce and Pine Streets

each year since the installation of buffered bike lanes

2001-2008 Annual Avg

2010-2011 Annual Avg

Change Absolute

Change Percentage

Spruce 2nd to 22nfd 31 18.5 12.5 -40%
Pine 22nd to 2nd 25.4 13 12.4 -49%
Total 56.4 315 24.9 -44%

A serious accidents send a person to the hospital and/or requires a vehicle to be towed

During the current construction season, the Streets Department and partner agencies will
mark new bike lanes on 12.4 miles of city streets. Many of these bikes lanes will be installed
in conjunction with two large PennDOT repaving projects and will be installed by PennDOT
contractors.

In addition to the new bike lanes, MOTU and the Streets
Department will make other efforts to improve traffic safety for
cyclists and motorists alike. Nearly 30 miles of streets with bike
lanes that have been worn as a result of the length of time since
they were installed will receive a fresh coat of paint. When
refreshing these existing markings, centerlines, parking lines,
crosswalks and stop bars will also be refreshed. This is a small
portion of the Cityo6s overall
streets too narrow to accommodate bike lanes, but that have high cycllst volumes shared
lane markings (sharrows, see picture at right) will be installed. Sharrows are roadway
markings that indicate to motorists that they should expect bicycles in the marked section of
road. They also indicate to bicyclists the preferred lane to ride in. Examples are visible on
15" street between Market St and Washington Ave and on Main Street in Manayunk. At 67
| ocations new green Aconflict zoneodo mar ki
bike lane traffic occur. Most of these locations were marked with blue paint in 2004, but
current federal regulations require the use of green paint. Short segments of green bike
lanes will also be marked where existing bike lanes require additional emphasis such as on
13™ Street between Chestnut and Filbert Streets.

Shared Use Arroqv refresh

ngs wi l

Over three decades the City has developed an more than 50 mile biking and walking trail

net wor k. City Departmentds working closely with
the Bicycle Coalition of Greater Philadelphia and the Pennsylvania Department of

Transportation are completing more $17.5 million worth projects to fill critical gaps in the trail

network.

Give Respect/Get Respect Safety Initiative: Education, Enforcement, Media

During the summer of 2011, the Mayorodos Office of
Philadelphia Police Department and the Philadelphia Department of Public Health launched

the Give Respect, Get Respect (GRGR) campaign to educate bicyclists, pedestrians, and

motorists on the rules of the road, and to encourage safe behavior by all road users through

targeted enforcement via the issuing of citations.

The program placed additional bicycle-mounted police officers on the streets of Center City
Philadelphia from May 12, 2011 to October 4, 2011. As a result of the program 1,150
bicyclists and 385 drivers were stopped and either given warnings or traffic tickets as a result
of violating one or more vehicular laws. Tickets were given out primarily for egregious
violations of the law or because a roadway user was a repeat violator.

The May o rbélisvesaatftne pregram was successful. As a result, in 2012 the
program will be expanded to include other high-bicycling and high-crash areas of the city
including University City and South Philadelphia.



To address the issue of bike riding on sidewal

will be installed at areas identified by the Philadelphia Police Department and public
complaints as having a high amount of sidewalk bike riding or as being especially hazardous.
The decals are intended to serve as reminders to cyclists and to empower pedestrians with a
symbol to point to remind their fellow citizens about the law, and frankly about just being
courteous to one another.

An Request for Proposal is currently out to engage a firm to do media campaign to educate
cyclists, pedestrians and drivers about safe travel. The media campaign will be funded
through a state grant.

3.2 Cycling encouragement i directions, parking and people programs

The last year has been a big year for City efforts to encourage cycling in Philadelphia.
Utilizing Center for Disease Control funding through the Department of Health, the Planning
Commission, MOTU and Streets Department partnered to create more than 250 way finding
signs for cyclists. The signs focus on key destinations including employment hubs, parks,
trails and waterfronts. The same group joined forces to publish a new citywide bike map for
the first time in eight years. The map is available from the Bicycle Coalition or at
neighborhood bike shops. Additionally, the data has been released to app developers and

t he May o rhépss tocSéefthe map on mobile devices soon.

Since the Mayor took office we have installed thousands of bike racks across Philadelphia,
including converting old meter poles to bike racks. Following the successful pilot last fall of
an in-street bike parking rack on Sydenham St. just south of Walnut St in Center City, the
Ma y o r 6 sreceived riumerous requests from businesses around the City to provide in
street bike parking. MOTU is soliciting applications from businesses and organizations who
want to convert a single car parking space in front of their building into parking spaces for 12
bicycles. The city will be awarding up to 10 of these racks free of charge to applicants who
prove that they meet the criteria outlined in the attached application packet. MOTU in
partnership with the Streets Department is launching an abandoned bike clean-up program.
Residents can report abandoned bikes to 3-1-1, which will create a database of locations.
Bicycles that appear abandoned will be tagged for removal by City forces one week before
scheduled removal to allow owners a chance to remove their property. Abandoned bicycle
cleanups will occur on a bi-annual basis and removed bicycles will be donated to local
charities for refurbishment.

The Bicycling Coalition of Greater Philadelphia with support from MOTU and Department of
Health runs two encouragement programs: Safe Route Philly and the Bicycle Ambassadors.
Bicycle Ambassadors encourage and educate adult bicyclists to ride more often and more
safely as well as educate motorists on the rules of the road and provide tips for sharing the
road. Ambassadors attend community events and create events to teach bike safety, sharing
the road, bike lane and bike path etiquette and how to bike to work and school. The
Ambassador message is conveyed through face-to-face interaction, allowing for an organic
conversation targeting the specific interests, questions and needs of each individual. In 2010
the Bicycle Ambassadors program educated 24,770 people, taught 53 classes and hosted 57
service stations.

As part of Get Healthy Philly, the Bicycle Coalition of Greater Philadelphia aims to engage
70% of public elementary schools (125 schools) within the School District of Philadelphia to
adopt national standards from Safe Routes to School as part of the Pennsylvania Academic
State Standards for bicycle and pedestrian education. A curriculum was created for both
physical education and homeroom classes for elementary schools in the Philadelphia School
District, reaching nearly 20, 000 students. A subset of schools received encouragement
activities to strengthen the Safe Routes Philly curriculum. These activities included assembly

ks



programs led by Safe Routes Philly staff featuring safety videos; pedestrian and bicycle
safety simulations; and interactive game shows to review basic

safety rules. Videos helped limit staff time while still engaging students. In addition, Safe
Routes Philly hosted bicycle rodeos, which are on-bike workshops developed for the purpose
of teaching children basic bicycle riding skills like stopping, balancing, signalling and turning.
In addition, SRP encouraged schools to adopt Walk to School Days, a school and community
wide event to increase physical activity. Trained 150 physical education teachers to adopt
and implement the pedestrian and bicycle curriculum. Received post-lesson teacher
completion forms from 79 unigue elementary schools. Implemented 5 school assemblies
reaching approximately 900 students to improve safety for walkers and bikers.

The Department of Parks and Recreation recently awarded a concession to Wheel Fun Bike
Rentals to provide bikes for hire at Llyod Hall on Boat House Row and at Love Park in Center
City.

3.3 Road safety for cyclists and pedestrians
Executive Summary6 Bi cycl e and Pedest r2i0a0n8 ,CrCasthy Roe p oPrhti | 2aC

Providing Philadelphians with the means to safely walk and ride to work, school, or for
recreation is a key goal of Get Healthy Philly. In the 2009 American Community Survey,
2.16% of Philadelphians reported bicycling to work as their primary transportation and 8.7%
reported walking to work. These numbers compare well nationally and with peer cities, but
Philadelphia faces many barriers to increasing levels of active commuting. In particular,
motor vehicle crashes claim the lives of over 30 pedestrians and bicyclists per year, and
more than 2200 crashes result in injuries. (PennDOT, 2004-2008) Real and perceived safety
barriers are a key deterrents for people who may otherwise walk or bicycle to their
destinations.

The Philadel phia Department of Puisdof c Health (PCLC
Transportation and Utilities (MOTU) analyzed five years of crash data (2004 - 2008) provided
by the Pennsylvania Department of Transportation (PennDOT) and the Philadelphia Streets
Department from to identify demographic and geographic trends. Analyzing these data is the
first step in developing interventions to improve the safety for pedestrians and bicylicsts. This
report summarizes general trends among bicycle and pedestrian crashes, investigates
bicycle and pedestrian specific indicators, highlights high-crash intersections, and provides
suggestions for future interventions to improve the safety of pedestrians and bicylists.

Key Findings from this report include:

General crash rates for bicycles and pedestrians decreased from 2004 to 2008

> Crashes involving pedestrians decreased 24.1% from 2,406 in 2004 to 1,825 in 2008
> Crashes involving bicyclists decreased 28.7% from 613 in 2004 to 437 in 2008

Youth are more likely than adults to be involved in pedestrian or bicycle crashes

> Children are 78% more likely to be involved in a pedestrian or bicycle crash compared to
adults and are more likely to occur during summer when youth are out of school (Figure5,
page 12).

> 66% of all bicycle crashes involving kids occur from May through August (Figure9, page
15)

> 39% of all pedestrian crashes involving kids occur from April through June, while crashes
involving adults are more evenly distributed throughout the year (Figurell, page 16)

The time of crash varies between adults and youth

> Pedestrian and bicycle crashes involving kids are more likely to occur between 3:00pm
and 6:00pm accounting for approximately 62% of all crashes during that time (Figurel2,
page 17)



> Pedestrian and bicycle crashes involving adults are more likely to occur between 8:00am
and 1:00pm accounting for approximately 67% of all crashes during that time (Figure 8,
page 13 & Figure 12, page 17).

> Center City is the most heavily affected area for both bicycle and pedestrian crashes.
(Maps 1-4, pages 19 - 28)

> Qutiside of Center City, bicycle crash hotspots exist where high bicycle traffic and high
motor-vehicle traffic overlap. Examples of these hotspots include the intersection of
Ridge and Kelly Drive and Broad and Washington.

> Pedestrian crash hotspots are associated with high pedestrian volumes and public transit
nodes. Examples of these include 52nd Street between Chestnut and Walnut, and Broad
Street near the Olney Transportation Center.

Though the crash study period showed a decrease in the crash rate, bicyclists and

pedestrians are still vulnerable to serious injury or death in crashes with motor vehicles,

creating a real risk that detracts from these otherwise healthy and active forms of

transportation. In order to remove perceived barriers to walking and cycling and to reduce the

numbers of bicycle and pedestrian crashes in the City of Philadelphia, City agencies such as

the Streets Department, Philadelphia Police Department, the Philadelphia Department of

Public Health, and local advocacy organizations should work together on engineering,

enf orcement and education interventions, with pa
areas with the highest bicycle and pedestrian crashes. Interagency collaboration should be a

key component of all interventions. Particular focus should be directed towards youth

education through such programs as Phil adel phi ab
(www. saferoutesphilly.org). Finally, geospatial
for bicycle and pedestrian crashes to create targeted engineering and enforcement

initiatives. This approach was used to select Center City as the target for the first year of the

Give Respect/Get Respect program and will be used again to identify the locations for

implementing Phase 2 of the program in 2012.

3.4 Developments of cycling shares

(Summary of findings ofTwWbdel 8di ReyoPhtl adel phF
http://www.bicyclecoalition.org/files/MODE%20SHIFT%20REPORT.pdf)

Over the last decade, significant numbers of Philadelphians have shifted to bicycle

commuting and positioned Philadelphia as an excellent big city for biking. By building on

these trends, Philadelphia has the opportunity to transform itself into a world-class bicycling

city.

> Philadelphia has, per capita, twice as many bicycle commuters as any other big city in
the US.

> Bicycle commuting increased 151 percent from 2000 to 2009.

> Bike lanes lead to better bicyclist behavior: bicyclists are more than twice as likely to ride
on the sidewalk when there is no bike lane.

> Streets with bike lanes have more bike traffic.

Of the nationdés 10 biggest cities, hyhashextdel phi ab
best Chicago. Rwidie bieydeeamode Bhiara @he percéntage of commuters

who bike to work) for 2009 was 2.16 percent. Phi
very high, an indicator often used to test how bicycle-friendly a city is. In Center City and

South Philly, bike commuting rates are among the highest anywhere in the country,

comparable with Santa Barbara, and rank among the Top 25 of 2,100 census

neighborhoods. Only Portland, Minneapolis and San Francisco have 2 or more

neighborhoods in the Top 25.


http://www.bicyclecoalition.org/files/MODE%20SHIFT%20REPORT.pdf

Phil adel phiabs rate of growth in bike commuting
percentage of workers who bike to work counted by the US Census grew by 151 percent.

This rate is similar to what the Bicycle Coalition documented by counting bicyclists on the

street during the morning and evening rush hours; between 2005 and 2010, the average

number of bikes per hour counted grew 127 percent. Between 1990 and 2009, the number of

bicyclists crossing the Schuylkill River grew by 361 percent

Bike lanes, and more bicyclists, lead to better behavior. Sidewalk riding drops from 19.8% on

streets with no bike lane to 8.6% on streets with a bike lane to 2.4% on streets with a

buffered bike | ane. Ttsdocumenttiat, beeavee@ 808d andt2016,n 6 s coun
while helmet use has risen, sidewalk riding and riding the wrong way have fallen at all

counted locations.

Bicyclists like bike lanes, and they like buffered bike lanes even better. The Bicycle
Coal i t i o rnond streetswithtbike lahes had more cyclists than streets without them,
and had more growth in bicyclists than streets without bike lanes.

They also have more female bicyclists, less sidewalk riding, less wrong way riding, and more
cyclists wearing helmets than streets without bike lanes. The buffered bike lanes had the
same result, but even more amplified. These results confirm that better behavior goes hand
in hand with better bicycling facilities. Facilities like buffered bike lanes make bicyclists feel
safer.

4 Results and observations from the workshop
41 6 Di vGycliegt o Templ ed team

4.1.1 Problem analysis

Temple University: Temple University is the second largest university in the city and is
located approximately 2 miles north of City Hall in North Philadelphia. The university property
is located along Broad Street, roughly between Cecil B. Moore and Diamond Streets. The
MOTU has partnered with the university's Office of Sustainability and their bicycle advocacy
organizations to help a) locate corridors of connection between Temple and other parts of the
city and b) plan infrastructure changes that will help support these areas for cycling. The
Temple University stakeholders had identified the following challenges to be addressed:

1. Challenging relationship between cars and cyclists. Dedicated lanes or even sharrow
(shared use arrows) indicators do not extend to Temple Main or the Health Sciences
Campus. Additionally, there is limited signage to remind motorized vehicles to share
the road with cyclists, which is particularly significant when the roads are narrow with
parking on both sides of the street (i.e. 15th and 16th street).

2. Placing Temple on the biking network. Temple is a large employer and the existing
bike infrastructure network does not provide for east/west or north/south access to
main campus or the health science campus.

3. Facilitation of better integration of mass transit with cycling, particularly peak trains for
regional rail and subway service.

4, On campus: address the competing interests of pedestrians and cyclists, including the
need to establish a pedestrian friendly environment.

5. Bike security perception: how to convince riders that it is safe to park their bikes near
and around campus.

6. There is also a significant challenge when it comes to the Health Sciences Campus
(HSC). Riders have a difficult time getting to the HSC from the east, south, and west
due to the Amtrak line. These riders claim that there just is not a good, safe way to get
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up there other than ride directly on Broad Street, which presents its own challenges

and safety issues.
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After the exploration of the study area by bicycle, the team started off with an analysis of the

area. The Temple University is used by 34,500 students and 6900 faculty and staff persons,
in total 41,400 persons. The graph below shows the mode share of students and staff.

Currently the cycling share is about 8%.

Walk

Subway/Trolley

Drive Alone

Carpool

Students, Faculty & Staff

COMMUTE MODE:

8%

POTENTIAL

EXISTING
CYCLISTS

CYCLISTS

Scorce: Temple Univernity Tramsportution Study, Augint 2010

But there is a potential for a substantial increase:

>  31% of faculty & staff live within 4 miles of Main Campus
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>  48% live within 6 miles

> 7.6% bike
Faculty on average are cycling 2.8 miles

Staff (including student staff) are cycling 6.9 miles

Students cycle 3.5 miles
The map below shows existing traffic volumes in the area. As can be seen Broad Street has
very high volumes of motor traffic and therefore it is very unattractive for cycling.
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On campus car parking is very dominant, and detrimental for the attractiveness for cycling.
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4.1.2 Getting to and from the campus

As the assignment to the team was to improve the cycling connections with Temple
University, it is important to know what are the mayor origin areas for visitors of the campus.
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Most students and staff are living in adjacent neighborhoods as mentioned on the map
above. The map is also showing the most frequently used bicycle routes to get to and from
the campus. The ochre connection on Fairmount Avenue was identified as a potential new
bicycle connection as an alternative for Spring Garden Street. Also a connection could be
made from Fairmount Av through 20" Streeti College Avi 18" Sti Thompson St. This
would require a safe cycle crossing across Broad Street, e.g. by creating a refugee island in
the median. However, upon inspection this route appeared less suitable because part of this
route is coinciding with a bus route. Fairmount Avenue seems to have better opportunities:
less motorised traffic, lively land use along the route, the cross section of Fairmount has
room for facilities. Thus the group looked specifically at two connections: Fairmount Avenue
and 13" Street.

Fairmount Avenue

The potential of Fairmount Avenue was looked at. It is a street with mixed land use, many
local businesses and the Eastern State Penitentiary.
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The street has parking on both sides and west of Broad Street it functions as a (two
directional) two lane street, but it is quite over dimensioned. Obviously there is room for
adding cycling lanes. The team is proposing to implement buffered bike lanes at both sides
of the road. East of the intersection with Ridge Avenue and broad Street Fairmount Avenue
narrows down and there it becomes a one way street. Still there is space to make a contra
flow cycling facility.
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Proposed cross section Fairmount Avenue west of Ridge Avenue.

Special attention is needed for the intersection with Ridge Avenue and Broad Street. Here
the two directional section changes over to a one way street. The proposal is to implement
an east bound contra flow cycling track to make the connection with 13" Street. West bound
cyclists can mix with the car traffic that seems to have lower volumes at this part of
Fairmount Avenue.

Below it is shown how the cycling route at Fairmount Avenue could be designed across the

intersection with Ridge Avenue and Broad. (The traffic signs at the top are the European
traffic. The red Ono

signs for one way
that cyclists are allowed in 2 directions underneath.)

entrance
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The photo below shows an example of a Dutch street with a similar cross section with a
physically segregated contra flow cycling path.
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13" Street

CBM TO DIAMOND = 26’
UNIVERSITY

GIRARDTO CBM =40

SOLID RESIDENTIAL WITH OFF-
STREET PARKING

BROWNTO GIRARD =26
SOLID RESIDENTIAL WITH OFF-
STREET PARKING

WALLACE TO BROWN = 40’

RESIDENTIAL MIXED WITH VACANCY

SPRING GARDEN TO WALLACE- 26
RESIDENTIAL MIXED WITH VACANCY,
INSTITUTIONAL

To make the north south connection between the city centre and Temple University, cyclists
currently use 13" (north bound) and 12" Street (south bound), both one way streets. The
team has looked into the possibilities to create one two directional route between Temple
and the city centre. It looks as if 13" Street provides the best opportunities for such a route.
13"Street has two typical cross sections of
profiles look like this:

g ' |
F&'K\'(\o}/] trave| | rark T
o 2('

Typical profile for 266 road widths.
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Typical profile for 4006 road widths
For the road sections north of Spring Garden Avenue various possibilities for modified cross

sections have been explored to implement a two directional cycling route on 13" Street.

Proposed Modification from Spring GwithCoata- Street
Flow Lane and Parking:

: (| / | N
A // ¢ ) ///
\ . \[ 7
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790\‘45 b&/tmgve\ um(? Fan ch]
A Z{p
From Girard Avenue to Cecil B. Mo o with cy¢ledtrack wi dt h)

and parking :
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For the section between Cecil B Moore Avenue and Diamond Street 3 alternatives.

Alternative #1: (2606) two directional

Cycletrack
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Continuation of cycling route North of Diamond Street, Proposed Cross-Sect i on (26 6)

Use with Parking Both Sides. Because of low traffic volumes it is acceptable that cyclists use
this link in two directions.
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In these proposals there are design strengths & challenges

> 13" Street improvements will remove parking spaces and may reduce travel lane width.

> 13" Street will divert bicycle traffic from 11™ and 12" Streets. Thus the cycling route
would avoid existing trolley tracks & parking conflicts on 12" Street.

> Concentrating bicycle traffic will allow better police coverage and more bike visibility.

12" Street i Existing Trolley Tracks & Parking
Conflicts

For the connection with northern origins and the Health Sciences the existing routes via 13"
& 12" Streets can continue to be used:

> Bike Lanes for 12" and 13" Street

> Lighting Improvements / Security Patrol

21
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4.1.3 On-Campus proposals

For increased bicycle use the implementation of bicycle parking facilities are required. The
team proposes locations both for bicycle parking and for bike sharing stations:
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Proposed 1,700 bike parking
locations

Proposed bike share

locations

Enhanced opportunities for Health
Sciences bicycle parking

Attracting New Riders

The team also considered the question of how to attract new riders and therefore proposes:

> o0Urban Riding
> Publish bike map with recommended routes
> Bikeridingmeetups f or c¢commu

Temple Internal Policies

B a s-roadsdmpanenti r s e s

ti

ng

with on

> Incorporate bike parking and amenities in design guidelines

Bike safety classes for Temple fleet drivers

>
> Identify security patrol routes and call box locations that follow proposed bicycle routes
>

Bikes & Pedestrians Interaction:

> Dismount zone for Liacouras and Polett Walks (internal on campus)

> Signage for sharing paths
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YIELD
WALK TO

BICYCLES PEDS

8:30 a.m. to 5:30 p.m.

Monday through Friday
ek )
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42 6PeofpikndlyPenn Squared team

4.2.1 Problem analysis

Penn Square surrounds City Hall and is the focal point for central Philadelphia. Broad Street,
Market Street, JFK Boulevard, and 15th street all intersect in vast swaths of pavement that
are confusing and unwieldy for most road users. The exploration of the study area by bicycle
revealed that currently Penn Square is functioning as a big roundabout, digesting large
proportions of the traffic traversing the city. The number of lanes around city hall varies from
3 to 6, and although a number of junctions are equipped with traffic lights, it is unavoidable
that every now and then, as a cyclist, one has to negotiate high volumes of moving traffic to
be able to go to the intended direction. Some team members said that, when cycling, one
would as much as possible avoid Penn Square, even if Penn Square would be part of the
most direct route. It is self-evident that Penn Square is a very hostile traffic environment for
cyclists.
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Looking at the position of Penn Square in the city structure one can easily imagine how the
current situation came into being. The city plan is designed long before motorised transport
even existed.

In those days Penn Square was the obvious centre of the city where everyone would like to
go, and thus a logical location to build the city hall.
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