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INTRODUCTION

PURPOSE

The purpose of the Bicycle Plan is to improve and encourage bicycle transportation in the City of
Davis. Thisisan update of the 1993 Bikeway Plan, and is part of an effort to maintain a
document that is current and meaningful to the city. Additionaly, this Plan meets the requirements
contained in Section 891.2 of the California Streets and Highways Code.

SETTING

The city of Davisisthe largest urbanized arealocated in Y olo County, a predominantly
agricultura county in Californids Centra Valey.

In 1906, the University of California-Berkeley established a State Agricultural Experiment Station
in Davis. The station became a general campus of the University of Caifornia system in 1959
(known as the University of Caifornia-Davis [UCD]). Between 1950 and 1987, the city’s
average annua population growth rate was 6.4 percent per year growing from under 5,000 to
48,700. The 2000 population of Davisis gpproximately 55,000. Roughly 16,000 of the 25,000
UCD students reside within the city limits and are included in the population figure.

Y olo County temperatures are generally mild in the winter and hot in the summer. October
through April is the rainy season and accounts for approximately 90 percent of the area's annual
precipitation.

South Davisis separated from the rest of the city by Interstate 80 (1-80) which is the major
freeway serving the area. State Route 113 connects I-80 in Davis with Interstate 5 (I1-5) and the
city of Woodland to the north.

Davisis known for bicycles, energy conservation, and a preference for slow, carefully managed
growth. Its notable physical characteristics include being small scae in relation to UCD, having

innovative neighborhood designs, atraditional downtown, and an absence of large-scale shopping
centers.

BACKGROUND

The university has always had a significant impact on the city of Davis. Historicaly, the
population and geographic spread of the city has been driven by university enrollment. The ratio
of city population to UCD enrollment has been steady at about 2:1 over the last twenty years.
There is, however, a dramatic shift in demographics now occurring within the city. Asthe [-80
corridor continues to grow between San Francisco and Sacramento, Davis is becoming the new
“suburb” or “bedroom community” to larger cities in northern Cdifornia, such as Sacramento.
There a so appears to be a growing number of city residents that commute to the Bay Area.
Significant use of bicyclesin the vicinity of colleges and universitiesis very common. Bicycles
serve the transportation needs of students, faculty and staff better than any other mode of
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transportation. As the university grew from 2,200 students in 1958 to its current enrollment of
25,000, the demands for adequate bicycle facilities and minimization of bicycle-motor vehicle
conflicts have continued to increase. The boundary between the university core and the city has
not appreciably changed during this period of student growth. Traffic data suggests that the
bicycle is the dominant transportation mode for trips crossing the city-university boundary. By the
mid-1960's, the dramatic volume of bicycles using city streets near the university made it clear that
aplan to more safely and efficiently accommodate cyclists and motorists on the same roadways
was heeded.

The transportation system pressures described above were finaly resolved within the processes of
municipal government. The primary issue of the April 1966 City Council eection was the
provision of bikeways for commuters on public streets. The pro-bikeway candidates were
elected. A tria system of bike lanes was quickly installed and proved immensaly popular. Rapid
expansion of the system followed. The city bikeway system has steadily and consistently
expanded and matured to its present state. The city of Davis has attained national pre-eminence
in bikeway planning and design through its experience and lessons learned during the evolution of
the system. Additionally, the League of American Bicyclists has designated the city of Davisas a
“Bicycle Friendly Community” (May 2000).

CURRENT CONDITIONS

Three decades &fter the city began to actively promote bicycling for transportation, Davis has
established itself as“ America’s Best Cycling City” (Bicycle Federation of America, 1995). With
an area just over ten square miles, Davis has 48.8 miles of bike lanes and 49 miles of bike paths.
More than 80 percent of all collector and arterial streets within the city have bike lanes and/or
bike paths. Thisisthe highest such ratio of any city in the country!

As aresult of aggressively planning for bicycle transportation, ridership within the city is quite
high. Estimates from the most current data available (1990) indicate that 20-25 percent of trips
are taken by bicycle (for most cities, 2-3 percent is consdered significant). Although it is
recognized that the population of the city has increased and the overall demographics have
changed as well, there continues to be a dedicated population of cyclists that utilize bicycles as
their primary commute mode. For example, at UC Davis where the mgority of students actually
live off campus, approximately 15,000 students ride bikes or walk to class (up to 48% of students).
These are in addition to the 1,800 faculty and staff who also walk or ride their bikes to campus (up
to 20% of faculty and staff). Many of the university-based bike commuters live in Davis, but
others pedal from as far away as Sacramento or Woodland (both cities are 12 to 14 miles from
Davis).

For the rest of Davis residents, the mode share is dso quite high. There are no public school
buses used by the Davis Joint Unified School District, so many school-aged children walk or ride
their bikes to school. Parents that commute to work on bikes often times transport their younger-
aged children in bike trailers and drop them off on their way to work. Out of a population of
55,000 residents, it is estimated there are over 50,000 bikes in the city of Davis.

AD HOC BICYCLE TASK FORCE
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In May 1998, the Davis City Council established the Ad Hoc Bicycle Task Force to address
bicycle issues related to policy, planning, facility design, safety and education. In order to expand
public participation in addressing these issues, membership of the Task Force included
representatives from the Davis Bike Club, UCD Administration, Davis School Didtrict, and the
public at large (members).

TASK FORCE MEMBERS

Bernadette Balics Public at Large
Rick Blunden Public at Large
Brodie Hamilton UCD Adminigration
Nancy Kays Public at Large
Aron Livingston Public at Large

John Mott-Smith Public at Large
Jm Newman Davis JUSD
PaulaMara Davis Bike Club
Anthony Palmere Public at Large
David Takemoto-Weerts Public at Large
Beth Y oung Public at Large

COMMITTEES/ICOMMISSIONSLIAISON tothe TASK FORCE

Julie Partansky Mayor - City Council Liaison
Mike Harrington City Council Liaison

Lars Anderson Natural Resources Commission
Betty Hess Pierce Parks Commission

Ed Martin Safety Advisory Commission
David Sandino Panning Commission

Betty Wilson Senior Citizen's Commission
John Wilson Davis Police Department

The Task Force met intermittently from July 1998 until January 2001, and developed the gods and
objectives that follow.

GOALSAND OBJECTIVES
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It isthe god of the city of Davisto create and maintain, through this plan, an integrated system
of bicydefacilities. These facilities provide safe, convenient trave for bicyclists throughout the
city. The city recognizes the need to encourage bicycle travel for both transportation and
recreation. Bicycle use conserves energy, contributes to cleaner air, reduces traffic, reduces the
need for automobile parking, and improves persond fitness.

The city’s Generd Plan Update, tentatively scheduled for adoption in the Winter of
2000-01, refersto bicyclesin various e ements contained in the plan. Chapter V-2 of the
mobility element contains many of the gods and policies reaing to bicycle and pedestrian
circulation.

GENERAL PLAN UPDATE BICYCLE POLICIES

Guiding Pdlicies

- Assure safe and convenient bicycle accessto al areas of the city.

- Promote use of bicycles as aviable and attractive aternative to cars.
Implementing Policies

- Provide bicycle lanes dong all collector and arteria streets.

- Congder bicycle-operating characteristics in the design of intersections and traffic
control systems.

- Develop and implement bicycle parking standards.
- Maintain an education program to promote bicycle use and safety.
- Require compliance with bikeway policies and standards for new development including

bikeways within greenbdts. Ensure interconnection of new facilities with the existing
bikeway system.
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BICYCLE PLAN GOALSAND OBJECTIVES

The Ad Hoc Bicycle Task Force has developed the following God's and Objectivesto provide
greater detall than the Generad Plan Goals and Policies they support. These Goals and
Objectives provide specific guidance to the city for further development of bicycle programs.
The Bicycle Plan’ s guiding policy isto promote bicycle use as aviable, attractive, hedthy, non-
polluting form of transportation and to assure safe and convenient access to dl areas of the city.
Thefour “E’'s’ [Education, Enforcement, Engineering and Encouragement] contribute to
enhanced bicycle use.

GOAL: Maintain a comprehensive and coordinated bicycle program.

Objectives:
1. Ensure adequate funding is available to continue the bicycle program

within the Public Works Department.

2. Following the work of the Ad Hoc Bicycle Task Force and the subsequent
adoption of the bike plan, establish an ongoing Bicycle Advisory Committee to
advise the city in regard to the bicycle program.

EDUCATION

The issues of bicycle safety cannot be fully addressed without mentioning the importance of
educationd programs. Much of the bicycle crash data shows that the preponderance of bike
collisonsinvolve improper actions on the part of bicyclists, motorists, or both. Therefore, crash
reduction efforts need to include educationa programs to increase awareness of improper
motorist and cyclist actions that are known to contribute to crashes and to promote correct
actionsfor both. The education program must include components for bicyclists aswell as
motorists. The city’s on-going bicycle education programs have contributed greetly to the
excdlent bicycle safety record in Davis, as have the enforcement activities of the police
department. In addition, the proposed goals and objectives devel oped by the Bicycle Task
Force have strong components of education and safety.

Forma education programs done will not provide dl the needed education on bicycle safety. It
isimportant that parents inform themselves of the proper safety considerations and pass these
on to ther children. Parents mugt train their children and regularly monitor their actud
performance when riding abicycle. Also, adult bicycle drivers must inform themsdlves of the
rules and regulaions for safe operation of abicycle just asthey would for safe operation of a
motor vehicle.
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GOAL: Enhanceeducational programsto teach children and adults safe
bicycledriving techniques.

Objectives:

1. Support and enhance exigting programs that promote safe driving
techniques and make the information available through schools, work sites and
generd publicity efforts.

2. Expand and support a citywide helmet promotion program.
3. Investigate and, as appropriate, implement other safety programs (e.g. the
League of American Bicyclig's “Bike Ed”) that should be taught to school-aged

children aswdl as adults.

4, Investigate development and promotion of a monthly “riding tips’
clinic amed at new riders.

GOAL: Provideliterature and current bicycleroute mapsfor public use.

Objectives:

1. On aregular bas's, update the UCD/City of Davis bicycle map for public use.
The map, free of charge, shdl be distributed to employers, bike shops, public
buildings and schools.

2. Acquire or develop literature promoting appropriate bicycle laws, safety
tips, bike commuting, etc., for dissemination to the generd public.

ENFORCEMENT

The city council should adopt more effective procedures for dedling with “ abandoned” bicycles.
There is an ordinance dready in existence that dlows for the remova of some abandoned
bicyclesthat are blocking the public right-of-way, but the ordinance needs to be more
comprehengve. There should aso be provisons for dealing with bicycles that are abandoned at
gpartment complexes, bus stops and other locations where bike racks get so clogged with bikes
that other cycligts cannot use them. Once adopted, these provisions should be fredy distributed
to business owners and gpartment managers, and the generd public should be thoroughly
educated so that abandoned bikes can be identified and removed in atimely fashion.

GOAL: Continuetheenforcement of bicyclerulesand regulationsin order to
reduce violations and crashes.
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Objective:
1 Study bicycle/auto crash records and develop afocused enforcement effort
with the god of reducing crashes by 10 percent .

GOAL: Enhanceeducational programswith emphasison bicycle safety and
laws
relating to bicycleriding.

Objective:
1 Strengthen educeationa programs used for traffic violators.

GOAL: Promote programsthat reduceincidents of theft and continue efforts
to
recover stolen bicycles.

Objectives:
1. Deveop informative materid for use with schools, neighborhood groups,

DCN and Cable TV on incidents of bike theft from private property.

2. Promote bicycle-licensing system.

GOAL: Police Enforcement of Traffic Laws

Objective:
1 The Police Department should seek out effective training that will enable
it to become more sengtive to bicycle issues and laws related to

bicycle enforcement.

2. Seek changes in county court proceduresto alow court gppearancein
Davisfor bicycle rider traffic law violations.

ENGINEERING

For decades, the city of Davis has led the nation in the design and congtruction of innovative
bicyclefacilities Mogt of the engineering guiddines resulting from these efforts have dready
been adopted, and are contained in "Appendix 2: Engineering Standards and Guiddines,”
beginning on page 18. However, there are still some aspects of the city's bicycle network that
continue to evolve, or they have remained on the forefront because they continue to be an issue
with locd cydligs. One such issueistraffic cadming. The primary purpose of traffic cdming isto
reduce motor vehicle speeds, particularly in resdentia areas. Traffic caming projects are
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ostensibly undertaken for the benefit of bicyclists and pedestrians. However, without careful
planning and design work, the traffic calming improvements may actudly may have an adverse
impact on cycling and walking. An analyss should be conducted by st&ff to evauate which type
of traffic caming measure is gppropriate for agiven location. Based on this evauation and the
subsequent development of criteria, guiddines should be adopted by the city to ensure the
gppropriate Sting and design of traffic caming projects.

The city of Davis has been using atraffic control device for anumber of years known asa
“bicycle sgnal head.” These are smilar to astandard traffic Sgndl, except that it usesred,
yellow and green bike icons rather than red, yellow and green “balls” Bicycle Sgnd heads are
commonly used around the world in such places as the Netherlands, England, Germany, and
China The city of Davis began using thistype of traffic Sgnd to help expedite the safe
movement of bicycles through the city’ s more heavily used intersections (one intersection where
these are in use has had counts of more than 1,000 bicycles an hour). The city of Davisisthe
firg city in the country to utilize thisinnovative traffic control device, and the city was the driving
force in getting Cdiforniatraffic laws changed in order for its use to be dlowed on public

dreets. These new traffic Sgnds have performed admirably since the city began using them on
atriad bassin 1990. Bicycle circulation was enhanced and safety has been improved at
locations where these have been indaled. Staff should continue to eval uate additional locations,
as goppropriate, for thistype of sgndl.

GOAL: Placement of Yard Debrisin Bike Lane

Objective:

1 When yard and garden waste is piled by the edge of the road and beginsto
block the bike lane, it becomes a sgnificant safety hazard. The hazard isthat a
cyclig may actudly collide with a pile of debris, or worse, cyclists may suddenly
veer out of the bike lane into the motor vehicle travel lane to avoid debris, and
collide with amotor vehicle. The city should reconsider the way in which yard
debrisispicked up. At aminimum, there needs to be a concerted effort to
better educate residents asto proper procedures for putting the waste out for
callection in order to minimize hazards for bicycle drivers.

GOAL: Planningfor Bicyclesin New Developments

Objective:

1 Panning Department staff and the city's Planning Commission should become
more familiar with the guiding principles of agood bicycle and pedestrian
transportation system, and with the guidance of the Public Works Department,
ensure that these are used in the design of new developments.

GOAL: Providebikelanesalong all arterial and collector streets.
Provide separated bike paths adjacent to arterial and collector streets
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only wherejustified, with full consideration of potential safety
problemsthistype of facility can create.

Objective:

1 Deveop standards to be used for planning decisons on where to place
pathways adjacent to arterials. Issues such as speed and volume of motor
vehicles, number of driveways and other curb cuts, and the age and kill leve of
the bicycle driver shall be considered.

GOAL: Ensurethat bicycleroutingisan integral part of street design so that
lanes
and pathways form an integrated network.

Objective:
1. Identify weak links and discontinuities in the existing network, and develop a
plan for prioritizing and funding solutions.

GOAL: Consider bicycle-operating characteristicsin the design of bikeways,
inter sections and traffic control systems.

Objective:
1 Devdop sandards for sgna timing to facilitate movement of bicycles a
intersections.

GOAL: Coordinate and cooperate with surrounding jurisdictions such as
UCD,
and Yolo and Solano counties, to create a continuous and
interconnected
bikeway network.

Objectives:

1 Participate in regiond bicycde and pedestrian planning activities such as
the SACOG Bicycle and Pedestrian Advisory Committee. The Yolo-
Solano Air Quality Management Didtrict’s Bicycle Advisory Committee,
and the Woodland-Davis Bikeway Steering Committee.

2. Comment on Y olo County Bikeway Plan revisons and assist in identifying
improvements needed in the network.

GOAL: Improve bicycle access between South Davisand the areas north
of 1-80.
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Objectives:

1. Construct the bicycle/pedestrian crossing of 1-80 east of Drummond - aso
known as the "Dave Pelz Bicycle Overcrossng” (completion expected Fdl,
2001)

2. Completion of the Interstate-80 bicycle undercrossing. The portion of this
project crossing under 1-80 has dready been completed. The primary task
remaining is to obtain gpprova from the Union Pacific Railroad to gain access
under their tracks where they cross the north end of the Putah Creek Bike Path.
Thiswill dlow cydigsto gain direct access to downtown Davis and the UC
Davis campus from South Davis

3. Pursue improvements at Richards Boulevard and 1-80 that will provide safer

access for cycligsinto the core area

GOAL: Improvethe campus-to-core bikeway along Third Street.

Objective:
1. Continue efforts to improve surface qudity and safety of the railroad
at-grade crossings at Fourth and Eighth Streets.

GOAL: Promoteintermodal transportation.

Objectives:
1 Enhance and maintain amulti-modal transportation center in the Core

Area

2. Where gppropriate, promote the trangport of bicycles on al public
transportation systems serving the city.

GOAL: Transit accessfor bicycles.

Objective:

1. The bicycle racks on Y olobus are very successful, possibly too successful,
since each bus has only space for two bicyclesa atime. The city should work
with Y olobus management to study a policy of alowing bikes on buses under
certain conditions (such as off-peak hours).

GOAL: Provide adequate bike parking.

Objectives:
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1 Research the best bicycle parking facilities available, such aslockers and
secure racks, and provide guidance for appropriate ingalation in al new
developments, businesses and business expangon.

2. Develop a complete plan for bicycle parking in the Core Areaand
integrate it with the revised Core Area Specific Plan.

3. Formalize sandards for bicycle parking requirements related to new
development and incorporate into the Bicycle Plan.

GOAL: Design bikeroutesasintegral partsof new greenways, open space
areas
(where appropriate) and " greenstreets' to complete and expand the.
existing bikeway system.

Objectives:

1 Deveop criteriafor bicycle access to open space areas preserved outside
the city limits. The criteria should be available for open space plan
consultants.

2. Adopt standards for the mixed use of off-street routes by bicycligts,
pedestrians, equestrians, skaters and persons with disabilities.

GOAL: Plan bikewaysto provide attractive, shaded linkages between
destinations.

Objective:
1 Explore dternative street cross-sections for collectors and minor arterids
that will result in more shaded bike lanes

GOAL: Diagonal Parking: Conflict Resolution

Objectives:
1. A growing concern for many cydigsisdiagond parking. Thisisa

concern for cyclists because cars backing out of parking spaces may not

see bicyclists coming (and vice-versa), cregting a greater potentia for crashes.
Thisisaparticular hazard more than ever due to the current proliferation of
large sport utility vehicles that are difficult to see around for cydists and
motorists.

A possible solution would be to research the feasibilityof creating “reverse
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diagond” parking spaces that require motor vehicles to back into parking sdls,
and exit forward into the same direction thet traffic isflowing. Thiswould put
driversinto amore direct line of Sght with bicycligs asthey are exiting the

parking space.

GOAL: Freeway Interchange Safety | mprovements

Objective:

1.

Crossing freeway interchanges is potentidly hazardous for bicyclists
because of the fast merges that automohbiles make as they enter and exit the
freeway. The city should work with and encourage Caltrans to study
various ways to minimize this problem such as sgndization, sgnage, or
modification of the intersection geometry (e.g. "T" intersections).

GOAL: BicycleCirculation Enhancement

Objective:

1.

The city should consder the development of a comprehensive bicycle
circulaion plan. Elements should address the guidelines for ingtalation of
bicycle sgna heads, bicycle detection mechanisms at intersections
controlled by traffic lights, feasibility of separated Sgna phases for bikes
and motor vehicles, traffic cdming, and the determination of where
separated bike paths are appropriate.

GOAL: Maintain roadways and bicyclerelated facilities so they provide safe

and

comfortable conditionsfor thebikerider.

Objectives:

1.

Complete efforts to establish a routine ingpection program for al Class|
fadilities

Develop aligt of priorities for pathway overlay and reconstruction to be
considered during budget preparation.

Develop a procedure for routine ingpection and maintenance of bicycle parking
fadilities

GOAL: Design bicyclefacilitiesto minimize maintenance costs by specifying

quality

City of Davis Comprehensive Bicycle Plan
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Objective:

1. The city's new policy of building its bike paths out of concrete should
reduce bike path maintenance problems. In the interim, additiond funds
should be programmed each year to maintain the asphdt bike paths that
have dready been developed. Additiondly, a program should be  developed
for the cleaning and repair of bike paths on aregular basis, because these are
sometimes covered with broken glass, mud and encroaching vegetation.
Maintenance problems on bike paths not only cause mechanicd difficulties for
bikes (e.g. flat tires), but adverse conditions can aso be a deterrent to
individuas just beginning to commute by bike.

GOAL: BikePath Maintenance

Objectives:

1 The city dready has an annud bike path resurfacing program, but there are
gtill problematic areas that need to be addressed. Rather than continualy
gpending limited funds on recurring maintenance problems, a preferred
approach would be to avoid practices that are mgjor contributors to
accelerated bike path deterioration. Specificaly, problem areas include the
following:

. Maintenance and congtruction vehicles driving on the bike paths
are amgor contributor to deteriorating bike path conditions. The use
of full-sized motor vehicles, mainly trucks, that use bike paths as
shortcuts when it is not dways necessary, should be minimized. Smdler
szed vehicles such as dectric “golf cart” or “Cushman” type vehicles
should be consdered by the city and used whenever possible. There
are a'so many types of human powered vehicles that may be
gopropriate. Additionaly, policies should be developed that will only
alow emergency vehicles and other vehides that specificaly have to get
to aportion of the bike path for maintenance purposes. Indiscriminate
use of the bike path network by city vehicles should be prohibited.

. Bike path degradation due to over-watering is exacerbated by
the problem referenced above. Heavy vehicles driving over bike paths
with a soaked and unstable base causes them to deteriorate more
quickly. The city should look &t its watering practices, particularly near
bike paths.

ENCOURAGEMENT
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GOAL: Establish acentralized program for interaction with and education of
the
public.

Objectives:

1. Hold an annua forum in conjunction with mgor bicycle eventsto receive
input on the bicycle program, as well as to educate the public as to the benefits
of the program.

2. Publish an annud report summarizing bicycle program activities and
accomplishments.

GOAL: Increaselocal coverage of bicycle events and present accur ate

information
about bicycle safety and activities.

Objectives:

1. Include articles on bicycle issuesin the city's newdetter, and distribute to
local newspapers.

2. Egtablish a“bicycle column” in the Davis Enterprise.

3. Place advertisementsin the local newspapers to promote bicycling.

GOAL: Shareinformation and resourceswith UCD regarding bicycle
activities.

Objectives:
1. Continue liaison with UCD via Committee on Bicycle Programs.

2. Continue/expand annud events where the city and UCD join efforts to
promote bicycling.

3. Investigate joint sponsorship of specid bicycling events.
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APPENDIX 1
BICYCLE FACILITIES GUIDELINES

The city of Davis has been developing bikeways for over 30 years. During this period, bicycle use
as a primary mode of transportation has steadily increased. It has been estimated that about 20
percent of al trips in Davis are made by bicycle.

Asthe cycling population continued to grow, the bicycle trangportation network continued to
grow and evolve aswdl. The development of the city's bicycle trangportation system over the
years, and the lessons learned during that time, have helped to evolve a set of bicycle facility
planning principles that have served the city well. Additionally, the stlandards that have been
developed have benefited other jurisdictions within the sate, as well as other parts of the
country. In order to ensure that these systems are functioning as designed, procedures to
effectively resolve bicycdle circulation and safety issues have been inditutionalized o that these
issues are dedlt with routingly.

CYCLIST POPULATION
The bicyding population in Davis is comprised of many segments of society with differing skills
and abilities, aswell as differing motivations for cycling. The type, location, and characteristics
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of bicycle facilities must take into account these segments of ridersif they are to be served
adequately. A given set of bicycle facilities and routes will not be suitable for the entire cycling
populaion. Thefollowing lig is an atempt to classfy this population into identifiable categories:

1. Avid cydigs. Consdersthe bicycle asthe primary transportation mode for most trips. The
availability of direct, high-speed routes that are rdaively unfettered by traffic lights and stop
ggnsisimportant. The avid cydlist will often choose to ride in the motor vehicle trave lane and
aong mgor routes without bicycle facilities. This group of experienced cycligs will typicaly
avoid separated bike paths, particularly in neighborhood greenbelts. Avid cydligts are highly
attuned to bicycle safety, so they are sensitized to potentid hazards, and they continualy
anticipate and avoid compromising Stuationswhileriding. This group, dthough typicdly the
most visble and vocd component of the bicyding community, is actudly ardaively smdl
segment of the cycling population.

2. Regular bicycdleriders. Thisgroup of cydigswill typicdly utilize bicycles as the preferred
trangportation mode, provided that the destination is reasonably close and agood bicycle route
exigs. Theindividuasin this group are usudly working adults, UCD students, or mature high
school students. This group aso includes parents with child seatS/'carts. They gppreciate the
relative speed and convenience of the bicycle as compared to the car. These cyclists dedire
safe and efficient bicycle facilities and routes. They are willing to accept some out-of-direction
travel to avoid routes perceived as

hazardous. Some cycligsin this group fed uncomfortable riding dong high-speed arterid
sreets even when bike lanes are provided. They are usudly attuned to potentia hazards such
as opening car doors, and cars exiting or entering driveways. The regular bicycle rider wants to
maintain momentum, but usualy obeys traffic controls. Thistype of cydlist comprisesalarge
segment of the cycling population in Davis.

3. Young regular bicycleriders. Thisisusudly achild of junior high or high school age who
routindly rides to and from school. Other trip purposes include riding to vigt friends, to the
park, to shop, and for other after-schoal activities. This group of cycligstendsto have less
experience negotiating traffic, so they are not dways aware of potentid hazards. They may
choose routes unsuitable to their ability, and they often disobey traffic laws and traffic control
devices. Thisgroup of cydigstendsto prefer the shortest route possible, because minimal
pedaing effort ssems more important than speed, and they tend to prefer bike lanes and bike
paths. In Davis, thisis alarge ssgment of the cycling population.

4. Beginning bicyderiders. These aretypically school-age children. They ride bikesto and
from school only if aroute exists conssting of bike paths and bike lanes on streets with reatively
low traffic volumes. Beginning bike riders will typicaly only pedd to destinations in their
neighborhood, and they seldom ride bikes acrosstown. They are not “little adults’” as some
people seem to think, but individuas within the bicycding community that have very red
experientia and physiologicd limitations. Cycling skills are not fully developed in this age group,
and mog of them have rdaively limited experience riding abikein traffic. Developmentdly, this
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age group has physica limitations aswell. Up to about age nine or ten, most children do not
have well-developed peripherad vision, and they have difficulty with concepts such as closure
speed (e.g. goproaching motor vehicles). Y ounger bicycle riders typicaly have difficulty
following agtraight track, and they frequently weave from side to Side when riding. Beginning
bike riders are ardatively smdler ssgment of the cycling population.

There are other ways that cyclists can be categorized, such as by trip purpose. The descriptions
detailed above only serve to represent the major categories of cyclistsin Davis, but they do not
imply that the categories are exclusive, or the descriptions absolute.

ROUTE SELECTION CRITERIA
Route sdlection factors commonly used by bicycle facility planners include factors such as.

» Rider Safety - Routes are chosen consdering various safety factors, including traffic volume,
motor vehicle speed, shoulder width, and the presence of parked cars.

= Rider Convenience - Convenience factors include those with the most destination points, the
number of stop signs, and the amount of debris on the road.

* Rider Volume - Emphasisis placed on limiting the number of bikeways designated in order
to concentrate on corridors with the highest bicycle volumes.

However, sdection criteria such as the above would result in too limited a bikeway system to
adequately provide for the cycling population in Davis. In order to increase the already high use
of bicycles, it is necessary to provide adequate routes for all segments of the cycling population.
These routes must serve al combinations of origins and destinations across the city. This cannot
be done by designating and developing a skeleton of high priority bike routes.

The existing and future street and bicycle networks are planned to safely and adequately provide
for bicycle circulation. Bike lanes exist or are planned aong al arteria and collector streets. In
addition, separated bike paths are provided in neighborhood greenbelts and, if warranted, along
high-demand bicycle corridors. A more austere circulation system would not meet the goal of
providing safe and convenient bicycle access to al areas of the city.

EXISTING AND PLANNED ROUTES

The bikeway system is shown on the city Bikeway Map (please see Appendix 6-F). Both
exiging and planned facilities are shown. The planned facilities serve to augment the existing
system, correct specific deficiencies, and extend the network to newly developed aress.
Severd features of the system are worthy of note:

= Bikelanesare shown dong dl arterid and collector streets (with the exception of Fifth
Street west of Pole Line Road).

» Grade-separated facilities are provided to facilitate crossing of busy streets and highways.
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= Shared-use paths exist within neighborhood greenbelts and provide dternative facilitiesto
using on-dreet bike lanes dong high traffic routes.

= Continuity of the sysem isimportant, and wherever possble dl facilitiesare joined in a
network providing continuous service for cycligts.

Since the bikeway system extends throughout the city, it accommodates the commuting and
recreationa needs of employees, shoppers and students regardless of the trip origin or
degtination. These facilities are included as part of the normd street design and construction
process. Land use adjacent to bikeways includes al land uses within the city. Since the policies
contained in this Plan require integrated bikeways throughout the

city, dl land uses and combinations of bicycle trips are accommodated. Land use designations
in the city of Davis are contained within the Generd Plan and the various other plans and maps
maintained for that purpose. See Figure 1 for agenerd picture of land uses. For specific land
use designations adjacent to bikeways, reference is made to those documents.

APPENDIX 2

ENGINEERING STANDARDS & GUIDELINES

STATE DESIGN STANDARDS

Chapter 1000 of the Caltrans Highway Design Manud is the guiding reference for planning and
designing bikeways. The cases where city of Davis guidelines are more stringent are identified
below. It must be emphasized that a careful evaluation of conditions for a specific bikeway may
justify an easing of some requirement or necessitate a more stringent requirement, as the case
may be, for the appropriate reasons. Therefore, these guidelines are not absolute standards but
rather a guide to be used as a point of beginning when planning new facilities or improving
performance of existing facilities.

BICYCLE FACILITIES DESIGN

A. Design speed

The sdected design speed of a bikeway facility isthe single criterion thet dictates facility
geometry to result in safe bikeways. Therefore, the salected design speed for a bikeway
segment should be the uppermost speed expected for the bulk of riders usng the facility. The
design speed for bikeways within the city of Davisis 20 mph. For downhill grades exceeding
four percent, the design speed is increased to 30 mph.

B. Grades
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For most facilities, sustained grades should not exceed two percent if awide range of ridersis
to be accommodated. However, undercrossings and overcrossings cannot be limited to this
grade criterion due to the vertica rise that such structures typicdly require. Fortunately, the city
landscapeis nearly flat in most areas, thereby diminating grade limits as a Significant design
parameter except for grade-separated crossings. The safety of agiven gradeis based on
criteriafor stopping sight distance, which, in turn, is dependent upon grade and design speed.

Much of the literature suggests that grades should be kept to five percent or less where
possible. The reasonsfor this are that cyclists may avoid facilities with steeper grades or that
some cyclists may be unable to negotiate the grade due to physicd limitations. Aside from the
practica aspects of minimizing grades wherever possible, the Americans with Disgbilities Act
(ADA) prohibits the congtruction of facilities steeper than five percent to ensure access for
individuals with disghilities

There are two primary safety issues with steep grades. If overcrossing grades are too steep,
cycligs may seek an dternative a-grade crossing a an unsafe location to avoid the effort of
using the overcrossing. For undercrossings or bike tunnels, if the grades are too steep, cyclists
may choose to attain unsafe speeds while descending in order to gain momentum to negotiate
the ascending grade. Other than these two Situations, steeper grades do not create safety
problems while ascending or descending, provided adequate stopping sight distanceis
maintained. Of course, factors such as debris on the roadway,

westher, and the mechanical condition of the bike also have an effect on stopping distance.

Another factor to consder about gradesiis the distance that a given grade persists. The
acceptability of ardatively steep grade depends on the length of the grade. Steep grades are
tolerable for relatively short distances and are preferable as an dternative to much lesser grades
that last long distances.

C. Grade Separated Crossings

This plan provides for some grade separations where separated bike paths cross arterid streets
and highways. Such crossings are planned to provide for relatively unimpeded bicycle routes
interconnecting al areas of the city and the university. Additionaly, grade separated crossings
afford continuity along neighborhood greenbelt bike paths by eiminating the need to cross
arteria Streets at grade.

1. Undercrossngs
The preferred grade separation is the undercrossing because it alows shorter and flatter
approaches than an overcrossing. However, close atention to the design is needed because of
the bicyclist’ s tendency towards excessive speed in an effort to contend with the adverse
ascending grade. Therefore, approaches should be kept to no more than five percent grade. In
addition, the roadway should be raised so that the upper portion of the bicycle tunnd is above
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the levation of the surrounding terrain. This design gpproach usudly dlows relaively short
gpproaches of modest grade thus moderating the tendency to excessive speed in the tunnd. In
addition, this design feature may dlow drainage to be accomplished by gravity. Undercrossings
shdl befully lighted for safety. Findly, vishility into and through a raised tunnd enhances the
sense of safety compared to a degper Sructure with less vighility.

2. Overcrossings
Overcrossings are generdly a preferred dternative to undercrossings where roadway curb-to-
curb width exceeds about 90 feet due to concerns of persona safety. Steep grades should be
moderated as much as possible so that ridership is not unduly discouraged. Grades exceeding
four percent for downhill travel do not, by themselves, cresate a safety problem, provided that
safety criteriaderived from the 30 mph design speed are followed. For ascending cycligts, a
combination of length and grade should be selected that carefully balances the two as
necessitated by the tota climb required. Short, steep grades less than five percent are
preferable to modest grades of two to four percent, if those modest grades must persist for
distances significantly in excess of 500 fedt.

D. Typica Cross Sections

The bicycle facility cross sections depicted in Figure 2 are the desired minimum widths for these
facilities within the city of Davis. Lesser widths may be consdered for low volume
streets/paths, existing roadways narrower than city standards, or where other

circumstances warrant. State bikeway standards shall be considered the absol ute minimum
when consdering deviations from these guiddines

E. Intersection Consderations

I ntersections are the problemeatic locations where many bicycle/auto conflicts occur. Skilled
cydigs usudly have little problem making the gppropriate transitions when using on-street lanes.
Lesser killed bike drivers may have difficulty safely performing weaving maneuvers near
intersections. These bicycle drivers need aternate, less demanding routes as an dternative to
using the on-dreet bike lanes. When using such dternate routes, the cyclist will sill need to
cross busy arterid sreets, usudly a sgnaized intersections. Specid loop detectors (which can
detect bicycles) aswdl as bicycle oriented signd call buttons can facilitate the crossing. Bicycle
routes typicaly used by younger children need to provide protected signdization for crossng
arterid dreets, both at intersections and at other |ocations where crossings are needed. Grade-
Separated crossings are an dternative to protected at-grade crossings. Such crossings tend to
be very expensive, which limits where they can be congdered to only afew high priority
locations. Neither bike overpasses nor underpasses work well near intersections. The crossing
length islonger and there is not the opportunity to adjust the road grade to shorten the dopes of
the crossing. Also, the trangtions between on-street lanes and the separate crossing path create
the possibility of unsafe movements. Underpasses can prompt persona safety concerns if thelr
required length istoo great and/or vighility through the underpassis limited.
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Research has shown that the mgjority of bicycle/motor vehicle crashes occur at intersections.
Therefore, specid congderation must be given to bicycle and vehicle movements at
intersections. Bicycle lanes enhance vighility between bicycles and motor vehicles, and provide
the best opportunity for a safe interaction between vehicles. Typica treatment of these lanesis
shown in Fgures 3, 4 and 5. Note that aweaving section of sufficient length, consdering
prevailing vehicle speeds, is essentid for the left turn and through bicycle lanes to be effective.

Figure 5 showstypicd intersection treetment where a Class | facility interactswith an
intersection. The bike path may or may not continue beyond the intersection. The advantage of
thisintersection design isthat it places the bicyclist in a predictable location and minimizesthe
distance to cross opposing vehicle lanes during the prescribed signd phase.

Figure 6 displays a plan view of a street segment constructed with a continuous center |eft turn
lane. Thislane, combined with on-street bike lanes cregtes a bicycle friendly route by making it
easer and safer to cross the street compared to afour-lane road. Figure 7 provides some
additiond information about the traffic idands for bicycles at arterid intersections. Theseidands
make it easier for bicyclists to gpproach the intersection,

make a convenient and safe crossing, and then continue dong on available routes in any
direction.

F. Roundabout Design and Operation

Roundabouts have been utilized in Davis a selected intersections since 1997. Roundabouts are
an dternative to other traffic control devices, such astraffic Sgnasor "al-way stop” trestments.
Although roundabouts have been in use in Europe, Audtrdia, and South Africafor many years,
they were rdatively unknown in the United States until recently. Roundabouts increase the
cgpacity of an intersection (compared to traffic sgnds), reduce and smplify vehicular conflicts,
reduce operating speeds within the intersection, and provide refuge areas for pedestrians. In
addition, the severity of crashesthat may occur are reduced due to the relaive angle of vehicles
operating within the roundabout. Generally, roundabouts are less expensive to construct than
traffic sgnals, and do not have the on-going costs (electricity, lamp replacement, etc.)
asociated with dgnas. A schematic design, typica of roundabouts currently in usein Davis, is
shown in Figure 8.

Some pedestrians and/or bicycle drivers may find aroundabout "daunting” the first time oneis
encountered, but navigation through the intersection is actudly quite Smple. Bicycle drivers
should merge from the bike lane (or right Side of the roadway where bike lanes are absent) into
the entry lane of the roundabout. Like other vehicles, the bicycle driver must yield to vehicles
dready in the circulating roadway prior to entering the intersection. In a properly designed
roundabout, operating speeds for motor vehicles are reduced to 15-18 miles per hour, dlowing
most experienced bicycle driversto fed comfortable "taking the lan€’ asif they were amotor
vehide. Thisisimportant to avoid being in the position where they could be "cut off" by aright-
turning motorist. Once in the circulating roadway of the roundabout, bicycles and other vehicles
proceed in a counter-clockwise direction to the appropriate exit lane.
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Roundabouts aso provide additional protection to pedestrian movements at the intersection.
Crosswalks generdly run through the "splitter idands" which are designed to deflect vehicle
movements (motor and bicycle) entering and exiting the roundabout. Pedestrians cross only one
traffic lane & atime, and motorists have no other conflicts that could distract their attention from
the crosswalk area.

Davis has developed a policy of using only single-lane roundabouts at thistime, as multi-lane
roundabouts tend to have problems related to bicycle movementsin the intersection.

G. BikeLanes

Bike lanes provide a sgnificant benefit to safe and efficient bicycle circulation. Conflicts
between bikes and autos are dramatically reduced when on-dtreet lanes are ingtdled. Having
separate identifiable areas on the Street for bikes and autos places the travelersin predictable
locations.

Generdly, bicycle lanes are provided or planned for al collector and arterid streets. Thecity's
guideline width for on-street bike lanes is eight feet when adjacent to the curb and fifteen feet (8
feet parking + 7 feet for bikes) where parking isdlowed. There is a consensus among bicycle
planning and safety experts that bike lanes congtructed to the Davis guiddines are safe and
adeguate.

Bike lanes become unsuitable for bicycle riders that lack the necessary kill to safely use them
when traffic volumes are heavy and/or vehicle speeds are high. These individuas should use
dternate routes. There are cyclists who have the desire and skill to use on-street lanes, such as
bike commuters, so these facilities are dtill very much needed.

Width criteriafor bike lanes takes into account that occasond obstructions, such as leaf piles
and yard debris, may exist in the bike lanes that would require bicyclists to steer around them.
While automobiles do sometimes stray into the bike lane and cyclists sometimes stray into the
vehicle lane, these incursons seldom result in crashes. Mid-block crashes between bikes and
motor vehiclesarerare. More common are bike/bike accidents and bikes running into fixed
objects such as parked cars. The mgjority of bike/car crashes occur a intersections rather than
at mid-block locations.

H. Bike Paths

Bike paths, when properly designed and constructed, provide good routes for bicycle
circulation separated from vehicles. Separate bike paths are not dways a good choice to
replace on-gtreet lanes when they are dong high volume, relaively high-speed arterids. In these
circumstances, retrofitting within the existing right-of-way to add paths can prove difficult or
impossible. In addition, the presence of numerous driveways, which for the cyclist function as
uncontrolled intersections, can be problematic. Paths within neighborhood greenbelts provide a
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good dternative to on-dreet facilities for large numbers of young and beginning bicycle riders.
These are being provided throughout newly developing aress.

|. Alternative Routes

Good hicycle circulation can best be achieved with the appropriate mix of bicycle facilities for the
respective segments of the cycling population. Such facilities will provide reasonably direct and
convenient bicycle access throughout the city. Because the cycling population is segmented, the
infrastructure must provide aternative routes and types of facilities for the respective segments.
While on-street bike lanes aong a high-demand route may serve large numbers of cyclists well,
aternatives to bike lanes may be necessary for less skilled riders.

As an example, the design of the Pole Line Road Overcrossing took into account the varying
needs of cyclists. The route includes on-street lanes because these lanes are needed for alarge
segment of the cycling population. A separate path isincluded on the west Sde of the structure
to serve those cydligs that fed uncomfortable usng the bike lanes or do not have the skills
necessary to use them safely.

BICYCLE PARKING GUIDELINES

The requirement to provide adequate bicycdle parking for the various land uses within the city is
contained in the city's zoning ordinance. It is the function of the Design Review Processto
assess the bicycle parking plan of devel opers and/or project applicants to ensure that adequate
facilities are provided. The following features shall be consdered.

1. Thequantity of parking should consder the nature of the land use, proximity to bike routes,
and other factors that may affect bicycle parking.

2. Bicyde parking shdl be located within projects in such away asto promoteitsuse. Bike
racks should be visble and as close as possible to the main entrance to the cyclists
destination.

3. Bicyde drculation within the project should be considered to minimize conflicts and hazards
with motor vehicles and pededtrians.

4. Bicycleracks must be conducive for use with the most common locking devices.
“u-locks.”

5. Bicyde parking should be illuminated at night, to the extent that the land use supports
nighttime activity.

6. Bicycle parking should be shdltered, if feasble.

7. Bicyde parking shdl be at least as convenient as the planned motor vehicle parking.
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8. Inorder to prevent damage to bicycles, racks must support them with at least two contact
points (e.g. inverted “U” racks).

The amount of bicycle parking needed for a particular project depends upon avariety of factors
such as the type of occupancy, the location and proximity to streets with heavy bicycle traffic,
and the relationship of the project to adjacent and nearby businesses, etc. Thefollowing are
suggested amounts of bicycle parking for severd types of land use. These amounts can be
adjusted up or down for a particular project as circumstances suggest.

1. For multi-family residentia, two bicycle parking spaces per dwdling unit.

2. Commercid, dl zones, bicycle spaces numbering 30 percent of motor vehicle spaces
otherwise required, based on the type of development.

3. Provide one bicycle space for every two employees during the heaviest work shift in
addition to bicycdle parking otherwise required for vistors/patrons. This parking may be
located separately from the public parking but shall be at least as convenient as employee
motor vehicle parking.

4. For public facilities (such as municipd offices, parks, swvimming pools, museums, parks,
auditoriums, churches and smilar uses), provide bicycle spaces numbering 30 percent of the
motor vehicle parking normdly required or immediately available to the facility.

5. Public and private schools K-12 should be encouraged to provide bicycle spaces
accommodating 85 percent of peak enrollment. For post-secondary, provide spaces for at
least 50 percent of peak enrollment.

Experience has shown that modest amounts of bicycle parking at many dispersed locations are
preferable to afew high capacity facilities. Cycligs tend to avoid bike parking facilities unless
they are very closeto their destination. The best way to determine the need and amount of
bicycle parking isto identify those locations where parked bikes exceed the available parking,
and to find those locations where bikes are parked and no parking is provided. In this manner,
parking can be provided to meet the need. The relocation of under-used parking facilities to
higher demand locations can help make available resources go farther.

REST FACILITIES

The city’ s bike map shows rest facilities (generaly day use areas with restroom facilities) that
may be used by bicycligs. Also shown are bike shops and afew points of interest. Since
Davisis an urban area, commercid establishments that provide air, water, shopping, food,
telephones, etc. are readily available either dong the bicycle routes or in close proximity to
them.
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COORDINATION WITH OTHER TRANSPORTATION MODES

Unitrans, Y olobus and Citylink provide bus servicein Davis. The bus routes used by these
sysems are directly served by bicycle facilities. The city'sintermodd rall facility brings together
rall, bus, bicycle, and motor vehicle modes a one location. The city provides for the ingtdlation
of bicycle parking at bus stops to facilitate busbike trips. Additiondly, Y olobus and Citylink
have both added bike racks to their buses, and the Amtrak “ Capitol Corridor” train has
ingtdled bike racks on their passenger cars as well.

Cdtrans and the city will be congtructing a*“Park and Ride” lot near the intersection of Mace
Boulevard and Second Street subsequent to the Mace Overcrossing. Bicycle parking featuring
bike racks and bicycle storage lockers will be included.

APPENDIX 3

SUMMARY OF ISSUESAFFECTING BICYCLING IN DAVIS
ASIDENTIFIED BY THE AD HOC BICYCLE TASK FORCE

Since the mid-1960's, the city of Davis has led the nation in the design and congtruction of
bicycefacilities. Asareault, this exemplary bicycle network provides the opportunity for
cydigsto trave to dl corners of the city with few impediments and even fewer hazards.
However, there are dtill someissues and conflicts the bicycling community fegls the need to
resolve in order to encourage more bicycle use.

These issues are presented in the bike plan more for informationa purposes, snce some of the
more difficult issues will require much work or long-term solutions with a multi-faceted
approach. As mentioned previoudy, task force members fed strongly that a permanent bicycle
advisory committee is necessary and appropriate if Davisisto retain its prominence as a
premiere bicycling community. As such, many of these issues should and could be addressed
by a bicyce advisory committee with coordination through exigting entities such as the Sefety
Advisory Commisson.

1. Overriding Theme
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Bicydetrave should be congdered on an equd level of importance with motorized vehicle
travel in the planning and design of dl trangportation projects. Bicycles are alegdly recognized
mode of trangportation, and not just recreationd in nature. Thisimpliesthat bicycle facilities
should be as direct, convenient and safe as the facilities designed for motor vehicles. Davis
should not “rest onitslaurds’ as*“ Americas Best Cycling City,” but should continue to develop
innovative bicyde facilities and policies. There are many good modes to follow.

The Dutch bikeway system has often been cited as a good example to follow, but this
perspective is controversd, even anong bicycle professonds. It has been pointed out that
what will work in one community, may not necessarily work in another. Also, like Davis, many
Dutch cities have been accommodating bicycle transportation for decades. As aresult, many
bicycle facilities were built prior to the development and adoption of standardized guidelines.
Consequently, some of these facilities have proven to be outdated, inefficient, or potentialy
hazardous. Also, certain facilities that work well in the Netherlands may not work in the U.S.
for avariety of reasons. These include culturd differences, unique attitudes towards bicycles and
motor vehicles, dissmilar urban design, etc. There are, however, examples from Holland,
China, and other locations abroad and within the United States that could provide examples of
favorable projects from which we could learn.

2. Conflictswith Other Users

Asthe city of Davis continues to grow and the population increases, potentia conflicts with
other trangportation modes will be inevitable. Aside from “traditiona” conflicts with motor
vehicles, there are growing numbers of eectric-assist bikes, golf carts, pedestrians, joggers,
people with baby carriages and dogs, and more recently, a growing number of in-line skaters.
While many of these diverse user groups represent “one less car” (which is agood thing), they
aso represent additiond challenges to managing the

non-motorized trangportation network. Bicyclists usng bike lanes and bike paths are reporting
increased levels of congestion (particularly from in-line skaters) that will eventualy necessitate
appropriate action. The Davis City Council should take gppropriate actions to educate bicycle
facility users about sections of the exigting Cdifornia Vehicle Code that aready regulate the use
of these fadilities (eg. bike lanes). Additiondly, they should consder adopting supplementa
guidelines where there are “ gray areas’ to supplant existing laws.

3. Bicycle Parking

The city should ensure adequate bicycle parking in public locations. Thisis a particular problem
in downtown Davis and &t trangt stops. More definitive guiddines need to be devel oped that
specificaly address bike rack types, quantity and location. Other parametersinclude minimum
gpace requirements for the cement pad or sidewalks, including clearance requirements
mandated by the Americans with Disabilities Act (ADA).

4. Traffic Signal Activation

Standards should be developed to ensure that al sgndized intersections with sgnd triggering
devices (eg. loop or video detectors) are equipped with mechanisms sensitive enough to detect
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bicycdes. Signd activating push buttons for cyclists through movements should not be placed
where the only accessisto the right of the "right turn only” lane. This configuration puts a cyclist
a risk when they are going straight ahead because of the increased likdlihood of being cut-off
by aright turning maotorigt.

5. Re-establish the City Bike Auction

For many years, the city conducted biannua bicycle auctions through the Davis Police
Department. Abandoned or unclaimed bicycles made available to the genera public through
these sales provided revenue to the city and a source of inexpensive bicycles for the community
and the region. Recently the Police Department decided to engage the services of acommercia
auctioneering firm that regularly removes the impounded bicycles to the Bay Areafor public
sde. Thisprocedura change, apparently aresult of cost and staffing concerns, hasraised
guestions among some in the community who believe that loca resdents should have the first
opportunity to bid on these bicycles. The Bicycle Task Force requests the City Council to look
into thisissue and explore dterndtive fiscd strategies that could leed to areinstatement of the
city bike auctions.

APPENDIX 4

IMPLEMENTATION AND FUNDING

BIKEWAY FINANCING

Bikewaysin Davis may be funded from the full range of financid resources avalable to the city.
These resources include the Generd Fund, Congtruction Tax, development impact fees,
Redeve opment monies, Melo-Roos Bonds, and cost participation by other entities. The
gppropriate funding is applied to the specific project according to the program or programs to
which the project belongs.

In addition, bikeway projects may be digible for State or Federd funding when a bikeway
project meets the gppropriate program criteria. These funding sources include the
“Trangportation Equity Act for the 21 Century (TEA-21),” aFedera program that makes
funding available for bicycle projects.

The State of Cdifornia has dso established dedicated funding for bicycle projects. For many

years, the California Bicycle Lane Account (BLA) had provided only about $360,000 per year,
statewide, for bike projects. This amount has been increased to approximately $1,000,000
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per year (as of FY 1999/2000), with adiding scale that is scheduled to bring it to $5,000,000
per year by 2004, and annually theregfter. To be éigible for BLA funds, alocd agency must
have a current bike plan (as defined in the schedule for each annud application cycle). These
plans must address the elements described in Section 891.2 of the Streets and Highways Code.
The account is administered by Cdtrans and aloca match is required.

VARIABLESIN PROJECT FINANCING AND SCHEDULING
Prioritizing bikeway projectsin the city of Davis involves a number of varigbles that include, but
are not limited to, the following:

1. Bikeway projects are accomplished from avariety of funding sources and combinations of
funding sources. Every bikeway project does not compete for funding with al other
bikeway projects.

2. Many bikeway projects are undertaken concurrent with alarger project such as a street
recongtruction or widening. The priority of the more significant project often determines
when a bikeway project will be accomplished.

3. Many identified bikeway projects are closely linked to, or aresult of development. These
projects are often not needed until development actually occurs, and construction of such
projects is dependent upon funding provided by the new
development. It isdifficult to predict accurately the timing for these projects due to the
many uncertainties inherent to the devel opment process.

4. Occasondly, the identification, and subsequent accomplishment of a project occurs so
quickly (e.g. due to safety concerns, etc.), that programming the project isimpractica.

Historically, the greatest deficiency for the city and the university has been the lack of a good
bicycle route connecting south Davis to the university and other destinations north of Interstate 80.
The Mace Boulevard and Richards Boulevard overcrossings have been highly congested for
years, and to cross these structures, cyclists must cross freeway on and off-ramps. For these
reasons, projects that facilitate the safe movement of bicycles across the freeway have had the
highest priority. Improvements to the Richards Boulevard overcrossing were completed in 1994,
and the Mace Boulevard interchange is currently under construction. The Putah Creek bicycle
undercrossing, in the planning stages for amost a decade, had its first phase completed in Fall
2000. The second phase is planned to be completed by Summer 2001. This latter project hasa
cost of approximately 4.2 million dollars. Additionaly, a bicycle overcrossing of Interstate 80 is
currently under construction immediately west of Mace Boulevard. This project is expected to
begin construction during Spring 2001 with completion anticipated by September,2002. The
overcrossing will be named the “Dave Pelz Bicycle Overcrossing” [Dave Pelz is the former City
Engineer who was employed by the city of Davis for 35 years, and who served as the Public
Works Director for 27 of those years. Mr. Pelz was instrumental in promoting bicycle
transportation issues in the city.]
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PROJECT PRIORITIES
Asde from the factors referenced above, the following section details the priorities that are
considered when making project gpprova and funding decisions on bike projects.

1. Bicyclefacility projects with Sgnificant safety concerns are accomplished expeditioudy, and
placed ahead of system expansion. Projects of this nature are typically submitted to the
Safety Advisory Commission for review.

2. Projectsthat will close gaps or improve the operation of the existing bikeway system are
given high priority.

3. Projectsthat expand the bicycle facilities network, including connections to the existing
system, are andlyzed annually as part of the norma budget process. Projects needed to
integrate bicycle facilities provided by development are scheduled and funded during this
annua review process.

4. Bikeway projects that enhance the existing system or bring substandard facilities up to
standard are balanced according to their importance against other competing projects.
bicydefadilities.

APPENDIX 5

ADVISORY GROUPS

The city currently addresses safety issues, including bicycle safety, on acontinuing basis. This
function is performed primarily by the Safety Advisory Commission (SAC), with technica
support and guidance from engineering taff. When safety concerns arise, they are often
directed to the SAC for staff investigation and resolution. The on-going “Suggested Routesto
School” initiative is an example of the manner in which potentia safety issues are addressed.
The SAC process involves areport prepared by engineering staff (Public Works) which isthen
placed on the SAC agendafor action. If aroadway improvement project is planned near a
specific school, bicycle and pedestrian safety and circulation consderations are included as part
of the project development process. These issues are then reviewed by the Safety Advisory
Commission as necessay.

However, there is now a growing concern among Bicycle Task Force members and other

cydigsin the community that adequate consderation is not being given to bicycle transportation
issues other than safety. Although the Safety Advisory Commission performs an admirable job
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in responding to safety concerns across a broad spectrum of issue areas (predominantly
transportation related), the commission is not intended to promote bicycle transportation.
Therefore, it has been suggested that a“ permanent” bicycle advisory committee be established
to expand opportunities to improve the bicycle program in Davis.

City and county bicycle advisory committees are standard components of most successful bike
programs nationwide, and they alow for a more comprehensive pursuit of activities necessary to
improve conditions for bicyding. These activities include what bicycle advocates refer to as the
"Four E'S’ (in relative order of priority):

=  FEducation
= Enforcement
=  Enginesring

= Encouragement

Wheress the Safety Advisory Commission is primerily charged with addressing the engineering
component of this four tiered gpproach, a bicyde advisory committee (BAC) would be well
suited to purse the other emphasisareas. A wedl-informed BAC coud help facilitate educating
cycligts and motorists, and work with law enforcement to help reduce avoidable bicycle crashes
and the incidence of bike theft. Findly, abicycle advisory committee could be insrumentd in
helping to develop and implement encouragement programs such as “ Bike Commute Day” and
“Cyclébration.” Cyclebration isamonth-long celebration of the bicycle, which includes activities
such asthe “Cyclebration Classic,” aday-long festiva including antique high-whedler races,
unicycle races, bike history, music, food and entertainment.

Although some cydligts, and parents of younger cydlids, bdieve that dl bicycle safety issues can
be solved through engineering (e.g. bike lanes and bike paths), thisis actudly just one
component of many that is necessary to make our transportation networks safer for al road
users In the same way that the existing Safety Advisory Commission addresses engineering
issues, a bicycle advisory committee could be well placed to complement the work of the SAC
by pursuing the remaining emphasis areas necessary to maintain a safe and effective bicycle
trangportation system

Animportant issue with locd bicydigtsis the perception that bicycling for transportation is not
as prominent in Davis asit once was. Although bicycle ridership is ill quite high, the
percentages are not as high as they were during the 1970'sand 80's. A primary god of the
proposed bicyde advisory committee would be to ensure that cycling increases as a viable
mode of trangportation, and to encourage al resdents to use bikes more frequently for as many
purposes as possible. Thisindudes commuting, running errands, shopping and recreation.

City of Davis Comprehensive Bicycle Plan 30



APPENDIX 6

A. BICYCLEFACILITY CLASSIFICATIONS

Theterm " bikeway" meansadl facilities that provide primarily for bicycletravel. Section 1003
of the Caltrans Highway Design Manud categorizes bikeways as follows:

Class|

Class | bikeways (bike paths) are facilities with exclusive right-of-way, with cross flows
by motorists minimized. Chapter 1000 of the Cdifornia Highway Design Manud
defines Class | bikeways as serving the exclusive use of bicycles and pedestrians.

Class||
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Class | bikeways (bike lanes) provide arestricted right-of-way designated for the
exclusve or sami-exclusive use of bicycles with through travel by motor vehicles or
pedestriansis prohibited, but with vehicle parking and cross flows by pedestrians and
motorists permitted.

Classll|

Class |11 bikeways (bike routes) provide aright-of-way designated by signs or permanent
markings and shared with pedestrians or motorigts. It isthe policy of the city of Davis that
this class of bikeway not be used.

B. RESOLUTION OF ADOPTION

RESOLUTION NO. , SERIES 2001
RESOLUTION ADOPTING THE CITY OF DAVIS
COMPREHENSIVE BICYCLE PLAN

WHEREAS, the Metropolitan Trangportation Plan supports and encourages loca agenciesto
develop comprehensive bicycle plans consstent with the regiona plan; and

WHEREAS, the City of Davis Bicycle Task Force has reviewed the Davis Comprehensive
Bicycle Plan and recommends its adoption; and
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WHEREAS, the proposed Bicycle Plan is congstent with the City of Davis Generd Plan and
Generd Plan environmental impact report, and no additiona environmentd review is necessary; and

WHEREAS, this Bicycle Plan is a document to guide future actions. Specific projects and gods
will require further council gpprovas and funding; and

WHEREAS, the Legidature of the State of California has established a Bicycle Trangportation
Account to fund the construction of bikeway projects, and has required an adopted Bicycle Plan as
aminimum requirement for digibility.

NOW, THEREFORE, BE IT RESOL VED that the City Coundil of the City of Davis
hereby approves and adopts the 2001 Comprehensive Bicycle Plan.

PASSED AND ADOPTED by the Davis City Council on this day of ,
2001, by the following vote:

AYES:
NOES:

ABSENT:

KEN WAGSTAFF, Mayor

ATTEST:

BETTE E. RACKI, City Clerk
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