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1 Introduction 
After successful ñThinkBike Workshopsò in 6 other US cities in 2010 and 2011 the Royal 
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 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 to create better conditions for 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 then concluded with a closing session, again open to 
the public, where the findings and recommendations of the workshop sessions will be 
presented by the teams. 
After ThinkBike workshops in Philadelphia and Pittsburgh in June 2012, San José was the 
third city this year to host a ThinkBike workshop on 22 and 23 October 2012. 
 
The workshop was a collaboration between the City of San José, Dutch Cycling Embassy, 
and the Royal Netherlands Embassy, in partnership with the Silicon Valley Bicycle Coalition, 
and with sponsorship from the Mineta Transportation Institute. The program was agreed in 
consultations between the Royal Netherlands Embassy, the Dutch Cycling Embassy, the City 
of San José and the Silicon Valley Bicycle Coalition. The Bike & Pedestrian Program 
Coordinator of the City of San José John Brazil invited stakeholders from diverse 
backgrounds to participate in the workshop, and formed 2 teams to work on two 
assignments: 

> Create design solutions to accommodate and legitimize cycling in the 1st & 2nd Street 
Transit Mall in the heart of downtown San José.  If possible, provide a solution that 
accommodates two-way bike traffic. 

> Create design solutions to provide a safe, convenient, cost-effective bikeway through the 
middle of the Woz-Reed corridor to make an east ï west connection between Guadalupe 
River Trail to the west and Coyote Creek Trail to the east. 

A more detailed explanation of the assignments can be found in chapter 4. 
 
Objectives of workshop 

> Exchange ideas on the role of cycling and related policies 

> Reflect on objectives of San José cycling policies 

> Explore applicability of Dutch concepts and designs in San José 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 San José 

 
Short overview of the workshop sessions 
Opening session 
At Monday 22 October 2012 the workshop started off with a public session with about 90 
attendants. Bike & Pedestrian Program Coordinator  John Brazil moderated this session. 
Consul General Bart van Bolhuis of the Netherlands Consulate in San Francisco gave an 
opening address in which he made a comparison between his cycling experiences in the 
Netherlands and in the USA, thus explaining the reason why the Netherlands Embassy in the 
USA is sponsoring these ThinkBike workshops. 
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A few words of welcome were spoken by Hans Larsen, Director San José DOT and the 
Honorable Rod Diridon, Executive Director of the Mineta Transportation Institute, both of 
them underlining the commitment of San José to better accommodate cycling and the 
achievement so far. 
 
Then Tom Godefrooij of the Dutch Cycling Embassy gave a comprehensive overview of the 
Dutch cycling culture: some statistic about use, related policies and planning principles and 
the utilitarian nature of the Dutch cycling culture (see chapter 2). 
 
Thereupon John Brazil introduced the assignments to the smaller groups and explained that 
the smaller groups should not limit themselves by considerations of feasibility. Participants 
are challenged to think outside the box so as to come up with new and creative solutions. 
 
Small group work sessions 
After the opening session the two teams started to work on their assignment. They discussed 
the nature of the problem, explored the study area by bicycle and brainstormed and 
discussed possible solutions, and subsequently they elaborated the assignment into 

> Street plans showing major choices 

> Conceptual designs of cross sections 

> Visual impressions of how the public space will look 

> Reference examples 

> Argumentation for choices made 
 
Upon that on 23 October representatives of both teams discussed wider policy issues, 
approaches and implications for policy development. 
 
Closing sessions 
On Tuesday 23rd of October ThinkBike was closed off with a public presentation of the two 
teams and the policy group. The two teams shared the results of their work to a wider 
audience and subsequently they answered questions from the public. The closing session 
again was well attended with about 60 persons. 
 
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 San José.  
Then we will continue with a report of the findings and recommendations of the two workshop 
teams. 

2 Cycling in The Netherlands 
 
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 bicycle more often than men). Boys and 
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girls between 12 and 16 bicycle 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 bicycle helmets in the World: less than 0.5% of the 
cyclists wear helmets and we are often asked: why? First of all we prefer to promote active 
safety (prevention of accidents) rather than passive safety (softening the outcome of 
accidents). Thereupon we know that obligatory bicycle helmets or even the promotion of 
helmet use has a discouraging effect on bicycle use. 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 bicycled kilometers (Denmark being second with around 20 fatalities per 
billion bicycled kilometers). Resuming: 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 bicycle because it is practical and convenient for them, and fun to do so. They 
donôt bicycle because of all kinds of societal goals like the environment, however 
important these may be for decision makers! Therefore it cannot be stressed enough 
what are the benefits of cycling for the actual bicycle user: 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.  If people feel endangered, they wonôt bicycle (and thus they wonôt enjoy 
the 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 emphasis on 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. In principle we distinguish 3 road categories: 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, and whenever feasible cyclists get right 
of way; 
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> Bicycle boxes can be applied at some types of intersections so as to make sure that 
cyclists wonôt be cut off by right turning car drivers; 

> 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. 

 
In general we can observe that over the past 4 decades the Netherlands has seen a re-
allocation of urban road space in favor of  cyclists and pedestrians. Whenever appropriate 
space for motorized traffic is confined and traffic calming measures are being applied.  

Road safety education 

At primary schools in the Netherlands ótraffic educationô is part of the curriculum for children 
at the age of 10. The curriculum pays attention to traffic rules, road behavior and road safety. 
As a part of this traffic education children have to pass a ótraffic examinationô. For this 
examination the children have to cycle a specific route, and observers along the route check 
whether  their road behavior is in accordance with the rules. Thus every Dutch person is 
confident with the basic principles of cycling and appropriate road behavior as a cyclist. 
In addition to this road authorities pay attention to a good design of school routes and traffic 
calmed school zones so as to enable children to use the road safely. 
 
Integration of cycling and public transport 
Being the second most important mode of transport in the Netherlands for its own right, 
cycling has also an important role for the functioning of the Dutch public transport system. 
Public transport in the Netherlands is predominantly being used for interurban trips and the 
backbone of the public transport system is the railway system. About 40% of the train 
passengers use bicycles to get to the railway station, and about 12% is (also) using a bicycle 
to get from the station to their final destination address. A number of facilities and services is 
enhancing a smooth transfer between the bicycle and the public transport vehicle. 
 
Bicycle parking 
No cycling without bicycle parking. The substantial share of cycling in the urban transport mix 
is also a challenge to road authorities and other stakeholders to provide sufficient bicycle 
parking facilities at major attraction points. Over the past 20 year there is a growing attention 
for high quality bicycle parking facilities. These facilities offer (some) protection against theft, 
stimulate orderly bicycle parking (thus enhancing the quality of public space) and make 
bicycle use more attractive as well. A quality mark has been created so as to assist involved 
parties to select good quality bicycle parking facilities. 
 
More information 
A broad overview of Cycling in the Netherlands can be found in the generic presentation of 
Cycling in the Netherlands; the brochure ñCycling in the Netherlandsò  and ñFietsberaad 
publication 7. Bicycle policies of the European principals: continuous and integralò (see 
Reference list for links). Or watch the short film on the site of the Dutch Cycling Embassy: 
www.dutchcycling.nl. 
 

3 Cycling in San José 
 
Current use & safety figures 
Based on the latest U.S. Census annual updates, 1.0% of trips in San José are made by 
bicycle.  The portion of trips by bike in San José has increased 150% in the last five years 
and 67% in the last year.  (Because U.S. census data is the only source with data for all 
cities, local governments generally use it for comparison purposes.  However, its drawbacks 

http://www.dutchcycling.nl/
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must be acknowledged:  it only tracks primary mode of transportation and thus fails to count 
most multi-modal trips that include bicycling; and it only counts work trips.)   
 
Over the four year period from 2007 through 2010, the number of collisions involving bikes 
has averaged 377 and the number of bicycle fatality injuries has averaged just under 2.  
During this time fatalities have remained constant and collisions have increased a total of 
38%, which is less than the increase in the rate of bicycling described in the previous 
paragraph. 
 
Current perceptions 
Anecdotal evidence suggests San Jos® residentsô and workersô hold a variety of perceptions 
about cycling: 

> Positive perceptions 

> Cycling is fun and cool 

> Cycling is convenient 

> Cycling is healthy 

> Cycling is environmentally friendly 

> Cycling saves money 

> Negative perceptions 

> Cycling is not convenient (takes too long, requires special gear, leaves you sweaty 
and in need of a shower) 

> Cycling is not safe 

> Cycling is for poor people who canôt afford a car 

> Cycling is for exercise enthusiasts who ride expensive bikes and wear tight shorts 

> Cyclists donôt follow the rules and are reckless scofflaws 
 
Current policies 
The City of San José has adopted several strong, innovative policies that prioritize, 
encourage, and support bicycling.   
 
Envision 2040 - San Joséôs General Plan, adopted in 2011, includes aggressive mode shift 
goals to drastically reduce single occupant vehicle (car) trips and increase cycling, walking 
and transit trips.  These goals are accompanied by land use zoning that supports dense, 
mixed-use, transit-oriented development.  
 
Table - San José Envision 2040 Mode Shift Goals 
Mode 2008 2040 Goal 

Drive Alone 78% No more than 40% 

Carpool 9% At least 10% 

Transit 4% At least 20% 

Bike 1% At least 15% 

Walk 2% At least 15% 

Other (e.g. work at home)* 6%  

* Not included in 2040 model 
 
Bike Plan 2040 - San Joséôs citywide bike plan also establishes strong policy objectives to 
improve bicycling in San José.  Unanimously approved by city council in November 2009, 
Bike Plan 2020 sets the following goals to be accomplished by 2020: 
> Complete a 500 mile bikeway network 
> Install 5000 public bike parking spaces 
> Increase bicycling mode share to 5% 
> Reduce the cycling collision rate by 50% 
> Achieve gold-level Bicycle Friendly Community status 
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Green Vision ï The City of San Jos®ôs Green Vision, adopted in 2008, provides further policy 
support for cycling.  The Green Vision sets ten goals to achieve underlying objectives of 
citywide environmental stewardship, economic growth and fiscal responsibility.  Goal 10 calls 
for the completion of a 100 mile off-street trail network and a 400 mile on-street bikeway 
network. 
 
Level of Service Policy -The City of San José has adopted innovative private development 
policies to support bicycling, walking, and transit.  Generally, when private development is 
proposed in the U.S.A, cities evaluate how many additional car trips will be created by the 
development and then charge developers fees to mitigate those traffic.  In U.S. cities, fees 
have traditionally been used to widen roads and intersections for cars impacts (to maintain 
car Level of Service) without providing accommodation for cycling, walking or transit.  In 
2005, San José adopted a progressive Level of Service policy to use these mitigation fees 
for improvements to cycling, walking and transit infrastructure, rather than for cars.   The fee 
applies to several neighbourhoods and areas that have been identified for focused, transit-
oriented growth.  
 
Existing facilities & services 
The City of San José has completed 269 miles of its planned 500 mile bikeway network.  The 
269 miles include 54 miles of trails (off-street and separate from traffic) and 215 miles of on-
street bikeways.  During the summer of 2012, San José completed seven miles of buffered 
bike lanes that provide extra space and roadway striping to separate cyclists from motorists.  
Among these seven new miles is a section of parking-protected bike lane (aka one-way cycle 
track) which pushed on-street parking out from the curb and placed a bike lane in its place.   
 
San Jos®ôs public bike parking program also offers valuable facilities and services.  
Individuals may request the installation of bicycle racks for parking at specific locations.  Staff 
members evaluate requests and, where feasible, install bike racks.  In the last six months, 
San José has installed racks accommodating more than 300 bicycles.  San José also offers 
free valet bike parking services at public events.  San José has contracted with the Silicon 
Valley Bicycle Coalition to provide free valet bike parking at events such as the summer 
concert series.  Last year, more than 2000 bicycles were parked at these events.  Finally, the 
City of San Jos®ôs School Safety program works with local schools to encourage bicycling 
and walking to and from school.  This year, San José is working with up to 35 schools to 
provide these services.  
 
Important stakeholders 
> Silicon Valley Leadership Group 
> Santa Clara Valley Transportation Authority 
> Silicon Valley Bicycle Coalition 
> SPUR San José 
> Greenbelt Alliance 
> TransForm 
> San José Downtown Association 
> San José State University 
> Caltrain (commuter rail) 
> Residents 
> Businesses 
> Workers 
> Visitors 
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4 The assignment 
Two study areas have been identified for focused evaluation in the downtown San José area.  
Each small group will be assigned one area for evaluation and development of 
recommended solutions.   
 

4.1  Study Area 1:  1st & 2nd Street Transit Mall 

Background:  The 1st and 2nd Street Transit Mall sits in the heart of downtown San José and 
provides several bus and light rail transit stops.  Both streets are one-way with two travel 
lanes:  the left lane for car traffic and the right lane an exclusive bus-only lane.  The transit 
mall runs between Devine Street and San Carlos Street with the busiest area between Santa 
Clara Street and San Carlos Street.  The combination of medium/high-density mixed use 
destinations and several transportation options creates a demand for bicycle facilities. 
 
 

 
Bold green lines are busiest sections of transit mall:  Santa Clara Street to San Carlos Street. 
 
 

1st & 2nd Streets Transit Mall - 
Area Map 
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1st Street looking north from between Santa Clara Street and San Fernando Street. 
 
The streetscape was redeveloped in the late 1980ôs and includes wide pedestrian-oriented 
sidewalks, two narrow travel lanes described above, and light rail tracks/station.  Adjacent 
land uses include ground level retail and office, with office and housing above. 
 
Problem:  No bikeway exists along these corridors.  Because the travel lanes are moderately 
narrow, they do not welcome bicyclists to share the lane with cars or buses.  As a result, 
bicyclists often ride on sidewalks or between the light rail tracks.  This creates conflicts with 
pedestrians and light rail trains.  It does not provide a welcoming environment for cyclists.   
 
Objective:  Create design solutions to accommodate and legitimize cycling in the 1st & 2nd 
Street Transit Mall.  If possible, provide a solution that accommodates two-way bike traffic. 
 
Workshop report 
The group started off with discussing the context of the assignment.  1st and 2nd Streets 
Transit Mall is the center of downtown.  

 

 
1st Street looking south (from San Fernando) 

 

1st & 2nd Streets Transit Mall - 

Streetscape 
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1st Street looking north 
 

  
2nd Street looking north 

 
Very instructive is the comparison of the current situation with historical pictures. A lot has 
been done already to turn a óghost townô into an area for people. Pedestrians have now wide 
sidewalks, but 1st and 2nd Street are also part of important transit routes, carrying both a tram 
line and a bus corridor. However, the fact that cyclists use both the sidewalks and the traffic 
lanes is showing that that cycling has no clear position in the cross section. Yet the area is a 
main attractor. 1st and 2nd Street Transit Mall could be considered to be the heart of the city. 

 
San Fernando Street is connecting the area 
with Diridon Caltrain Station, and Paseo de San 
Antonio walk is the connection to San José 
State University. 
The downtown area is surrounded by arterials 
and motorways. 
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After having assessed the importance of the area as the heart of the city the group zoomed 
in on how 1st and 2nd Street are being used and how this relates to the ambitions of San José 
to improve cycling conditions.  

 
San José as a cycling city has been 
awarded the status of óbronzeô (i.e. 
óstartingô) and has the ambition to achieve 
the gold-level óBicycle Friendly Communityô 
status as mentioned in the Bike Plan 2040. 
Upon that in Envision 2040 San José has 
set ambitious goals for reducing the mode 
share of single occupant car trips and 
increase cycling, walking and transit. A 
number of streets have bicycle lanes, and 
recently the first so called óbuffered bicycle 
lanesô were implemented. However, the 
map of bicycle facilities is clearly showing 
that the network is not very coherent yet, 
and the downtown area is obviously a 
missing link in the cycling network and also an area with attractive destinations. Thus the 
ambition to properly integrate cycling in the street design. 
 
Currently 1st and 2nd Street are accommodating a tram line (light rail), a bus only lane, a 
traffic lane and (reasonably wide) sidewalks. Active road users experience lack of safety 
because of the high speed buses. 
 

 


