








City of Fresno: Downtown Transportation & Infrastructure Study

7-4 Education and Enforcement Programs

Bicycle education and enforcement of the rules of the road is critical for encouraging bicycling and promoting
bicycle safety. These programs should be ditected at both bicyclists and motorists. Unfortunately, too many
bicyclists in the United States lack the basic skills or knowledge to safely ride a bicycle in traffic. They are often
unaware of their responsibilities as a road user, i.e. the need to stop at traffic signals or ride in the direction of traffic.
Bicycle education programs are designed to increase bicycle safety by improving the ability of cyclists to ride with
traffic as well as by heightening motorist awareness. Enforcement is an integral part of the education process and is
effective in reinforcing the rules of the road related to bicycling. Enforcement should be directed at both bicyclists
and motorists.

The difficulties faced in developing education and enforcement programs stem from the wide range of age groups
and road users that require this education and the necessity of tailoring the programs for each one. For example,
young children should be taught the basic rules of the road in conjunction with hands-on bicycling instruction.
Adult bicyclists benefit most from a program designed to impart the responsibilities of bicycle riding by both
demonstrating how to safely share the road with motor vehicle traffic and providing tips on the benefits and
methods of bicycle commuting. Motorists should be taught how to safely share the road with bicyclists and law
enforcement officials need to learn how best to approach an offender (either bicyclist or motorist) and what
violations should be earmarked for enforcement.

Attempts by a community to provide all of these programs can definitely put stress on a system that is already
overloaded; money and staffing are in short supply in every jurisdiction. Many of the policy decisions to be made,
especially related to enforcement, extend beyond just the borders of Downtown. For these reasons, Fresno must
explore all possible avenues in designing and implementing a bicycle education and enforcement strategy. Public
agencies such as city planning, public works, police, public health, community development and school districts
must be brought into the effort. Community and civic organizations, employers, local businesses and cycling clubs
should also be tapped as resources. Some of the most successful programs are the result of coalitions of public
agencies and private groups working together toward a common goal. Appendix B includes model bicycle education
programs which have been developed for use in communities throughout the country. Resources for program
materials and assistance are also provided.

7-5 Promotion Programs

Bicycle promotion programs are intended to increase the community’s awareness of the benefits of bicycling and
can also serve to improve safety for bicyclists. The three main components of a bicycle promotion program ate:

e Identify benefits of bicycle commuting - Bicycle commuting is an enjoyable, low cost and healthy
alternative to the traditional motorized commute. Bicycle commuting reduces the costs of
commuting to the employee, improves health through exercise, saves time for the employees during
the actual commute, and can replace time and money spent in lengthy workouts in a gym. Bicycle
commuting also does not consume fossil fuels or pollute the air.

e Provide an incentive to use bicycle commuting - Many cities or employers use monetary or
other incentives to lute the prospective participant out of his/her single-occupant-vehicle and into a
carpool or transit. These programs should be expanded to include incentives for bicycle
commuting,.

e Support and applaud bicycle commuting - Endorsement of bicycle commuting by those in
charge is a significant aspect of a promotion program. Prospective bicycle commuters are more apt
to try out this underutilized mode if it is accepted and supported by elected officials and city
department heads. Endorsement from “the people in charge” of city government will go a long way
towards persuading individuals to bicycle commute, and companies to establish bicycle commute
programs of their own.
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Possible programs and activities, which are appropriate for a bicycle promotion program in Fresno, are outlined in
Appendix B. Programs focused on encouraging employees to bicycle are often adopted by city governments as an
example to other employers within their jurisdiction. Some activities can be implemented in conjunction with other
community groups and thereby minimize the cost to the city. The programs described in the appendix include
possible employee programs as well as activities aimed at the general population.

7-6 Wayfinding Program

A wayfinding signage and downtown map program would help all road users to enter/exit and travel through the
downtown including bicyclists. Additional information on wayfinding in the downtown is included in Chapter 9.

7-7 Complete Streets Policy

Adopt a ‘Complete Streets’ policy for Downtown Fresno to address the issues related to both transportation and
land use that affect the operation of the street and bicycling environment. ‘Complete Streets’ are designed and
operated to enable safe access for all users, not just motor vehicle traffic.
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CHAPTER 8 - FULTON MALL ELEMENT

For the past three decades, Fresno has undertaken various efforts to revitalize the downtown and the Fulton Mall
area. Numerous studies and community discussions have included recommendations regarding the Mall itself
ranging from reopening the Mall to general traffic to retaining the Mall in its current form. This chapter describes
the current Mall setting, discusses future options and presents a recommended strategy for Mall investment.

CURRENT SETTING

The most recent statement of community intent is reflected in the October, 2006 Fulton Mall Report which was
prepared by the Fulton Mall Working Group composed of City staff and business and community leaders with
community input. A key finding of the Report was that “most of the participants in the study’s outreach efforts
want to keep the Fulton Mall primarily as a pedestrian mall.” However, the study also stated that “before any
decision can be made concerning vehicle traffic on the Mall, the Working Group strongly supports the completion
of a traffic engineering study as patt of the Downtown Transportation Plan.”

This Downtown Transportation and Infrastructure Study seeks to assess opportunities to strengthen and revitalize
downtown through changes to the circulation and transportation network. While a detailed traffic engineering study
is beyond the scope of this study, it does evaluate whether changes in the circulation system of the downtown and
the Mall could stimulate revitalization or provide a clear basis for change. Three options pertaining to the
configuration of the Mall include the following:

1. Keep the Mall closed to general vehicular traffic (the existing condition) and refurbish it as needed;

2. Completely reopen the Mall to general vehicular traffic while maintaining the maximum pedestrian sidewalk
space; and
3. Partially open the Mall to general traffic or to some subset of vehicle types (e.g., transit, bicycles and/or
taxis).
In summary, this chapter concludes that there are highly successful examples of downtown pedestrian environments
of all three configurations. In every example, it is clear that the success of a retail environment is dependent upon
achieving a “critical mass” of activity and pedestrian population that supports businesses. This critical mass can be
achieved in a variety of ways, including transportation-related changes such as noted in options 2 and 3 above. But
transportation actions alone are insufficient to assure success and therefore do not, by themselves, provide a
conclusive basis for determining whether the Fulton Mall should remain closed to general traffic or modified in
some manner.

The discussion that follows identifies the Mall’s current strengths and weaknesses, discusses four examples of
downtown pedestrian environments and the factors that contribute to their success, and suggests recommendations
for possible transportation-related improvements to the Mall area under each of the three options described above
that may warrant further discussion and study.

ISSUES AND NEEDS

The first downtown pedestrian mall in the United States was built in Kalamazoo, Michigan in 1959. The impetus
behind this and the construction of many other downtown pedestrian malls throughout the country (more than 200
were ultimately built) was an attempt to thwart the flight of economic and community activity from previously vital
downtowns to the suburbs as cities, and most particularly the farthest reaches of urbanized areas, were rapidly
expanding. From the 1950s through the 1970s, it was felt that replicating the fundamental character of suburban
shopping malls — pedestrian-only zones, cars limited to the periphery, easy parking, and amenities such as plantings,
water features and public art — would prove to be an effective way to compete with suburban malls and revitalize
sagging downtowns.
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However, by the 1980s it became clear that such strategies were generally not successful and since then many
downtown pedestrian malls have been redesigned and/or removed. The total pedestrianization of multiple blocks
of a downtown typically has not been as successful as hoped in attracting diverse retail back to the downtown.
Potential visitors perceive that access to stores in a downtown mall is not convenient and public parking may be
more difficult to find, especially as compared to a suburban shopping mall. Many businesses find that the lack of
drive-by traffic and storefront parking, without the volumes of pedestrians found in a suburban mall, make it more
difficult to thrive. Without vehicular traffic passing by, pedestrian malls can seem to be less safe than their privately-
managed suburban counterparts. Perhaps most significantly, many of these downtowns have continued to decline
and the pedestrian malls by themselves have not helped to reverse this trend. In short, most downtowns with a
pedestrian-only mall have experienced profound difficulty in creating the critical mass of pedestrian activity that is
needed to support downtown retail businesses.

Fresno was an eatly leader in creating a downtown pedestrian mall, and its experience has been similar to the
situation described above. In response to the gradual post-World War II decline of the downtown, Fulton Street
was identified as a central focus of the Central City Master Plan, which had been prepared with the assistance of
architect and urbanist Victor Gruen and his firm, Gruen Associates, in 1958. An expanded plan, prepared in 1963,
recommended creation of a pedestrian “core superblock.” Fulton Street was subsequently closed to traffic in 1964,
creating Fulton Mall, one of the first downtown malls in the country. Designed by the landscape architecture and
planning firm Eckbo, Dean, Austin and Williams in collaboration with Gruen Associates, the Mall included
sculptures, a clock tower, fountains, and abundant plantings. However, despite the creation of the Fulton Mall with
its innovative design ideas, the downtown continued its economic decline.

Fulton Mall Today

Despite the economic problems of the downtown, Fulton Mall has significant strengths that are evident more than
40 years after it was built. These include the following:

e An attractive pedestrian environment with mature trees and other plantings, unique water features
and public art, and numerous places to sit.

e A unique design unlike that of any other city in the Central Valley.

e Pedestrian activity during the daytime hours, particularly in the blocks between Inyo and Fresno
Streets. Users include families with children.

e Chukchansi Ballpark, the County Courthouse and other regional attractors neatby.
e A strong Latino business environment, which could potentially be capitalized on and expanded.

e Economic development activities on and near the Mall, including the South Stadium project,
Virginia Hotel project and Eaton Plaza.

e  Plentiful amounts of parking within a convenient walk of the Mall.

e Good local and regional vehicular access to the downtown area.

e A strategic location in the civic and cultural heart of the region.

e A modest number of events and promotions, such as Fulton Mall Thursdays.

e Presence of many unique historic buildings.
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Fulton Mall Images - Strength

Photo 1: Families with children frequent the Mall in daytime
hours.

Photo 3: Water features of unique design provide both visual Photo 4: A noteworthy collection of public art is found
interest and a sense of cool relief on hot summer days. throughout the Mall.
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Photo 5: County offices and other regional attractors are very  Photo 6: The Mall provides abundant places to sit and relax,
near the Mall. surrounded by a variety of amenities.
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Despite its strengths, there are a number of significant weaknesses that the Fulton Mall exhibits. Many of these
observations are not new and have been the subject of previous discussion. These include the following:

e The Mall appears rundown and dated. All cities, particularly their retail areas, must renovate
themselves periodically and this includes public spaces as well as private properties. This does not
necessarily mean that wholesale redevelopment is required. Fulton Mall suffers from inadequate
maintenance, vegetation that is overgrown and aging, and deteriorating features such as the
fountains and paving surfaces. Updated lighting is also needed.

e Tulton Mall is not easily visible from surrounding streets. The overgrown and poorly maintained
vegetation impedes visibility of businesses, activities and other pedestrians.

e The Mall can be difficult for potential users to find. The poor visibility noted above impedes

pedestrian access, wayfinding is unclear, and pedestrian and bicycle routes do not lead to or focus on
the Mall.

e There is little nighttime activity on the Mall, which discourages pedestrian use. Few restaurants
operate in the evenings and the Ballpark is the only major destination with evening events.

e Some of the newer office building is downtown have their own cafeterias an on site parking which
discourages their workers from patronizing and interacting with retail businesses located on the Mall.

e The Mall does not have a strong relationship to some of its most important surrounding/adjoining
uses that could help to activate it. Clear connections to the Ballpark do not exist and linkage to
other major destinations in downtown such as the County Building, City Hall, IRS Building and
Water Tower are not obvious. Better pedestrian, bicycle and transit connections to key destinations
could help bring more activity to the Mall.

e Related to the above, the Mall functions somewhat as a cul-de-sac, particularly in the east-west
direction. Most of the activity generators in the downtown (such as the County offices, Library,
Transit Center, Metropolitan Museum) are located on the east side of the Mall. With the exception
of the Ballpark, no major activities are located on the west to serve as potential anchors for cross-
mall pedestrian traffic.

e  Empty storefronts and buildings with solid, blank walls along the Mall are unattractive and convey a
negative image. Many of these are in historic buildings, which are costly to seismically upgrade.
These dead spots on the Mall need to fill their windows and storefronts with some form of interest
— art etc.

e The Mall does not have a high level of pedestrian activity throughout its length and throughout the
day and evening. This critical mass is essential to provide patrons for shops, restaurants and other
businesses.

e The Mall lacks an attractive public restroom facility equal to those that are provided by suburban
shopping centers.

The bottom line is that the Fulton Mall currently is not a signature address for retail, office or residential activities.
It is becoming increasingly unique and historic and has the potential to either become a signature address in its
current form or to become increasingly a downtown dinosaur element. Some action appears needed to energize the
Mall in either its current form or in a new form.
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Fulton Mall Images - Weaknesses

Photo 7: The Mall and abutting uses do not capitalize on the Photo 8: Blank walls and unattractive storefronts are discouraging
relationship to major regional attractors such as the Ballpark. to pedestrians.

Photo 9: Direct routes to the Mall provide no clear wayfinding, Photo 10: Access to parking from surrounding streets is unclear
sense of direction or celebration of the Mall as a destination. and pedestrian routes from parking to the Mall are unpleasant.

Photos 11 and 12: The Mall appears rundown and dated. At a minimum, improved maintenance, new plantings, renovation of built
elements is needed. Improved lighting and signage in both the public right-of way and adjacent buildings would enliven the area at
night and make it feel more vibrant as an up-to-date retail environment.
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Case Studies

As part of this Downtown Transportation and Infrastructure Study, a review was conducted of several current and
former downtown pedestrian malls around the country. The focus of the review was to understand the
transportation and circulation characteristics of these places and actions that may have been taken, over time, to
improve or strengthen the mall within its downtown setting.

Available information from these and many other examples make it clear that elements other than transportation are
critical to success: land use (such as plentiful housing on or near the pedestrian mall or major activity generators,
such as a university nearby); ageressive marketing, special events and programming; and the actions of Business
Improvement Districts, such as maintenance. Nonetheless, the transportation and circulation aspects of these malls
can provide us with an important perspective on the future of Fulton Mall.

Fully Pedestrian Malls

Pearl Street Mall, Boulder, Colorado

Pearl Street is one of the few and best examples in the country of a thriving pedestrian-only downtown mall.
Opened in 1977, it is only four blocks long. Nearby City-owned parking garages with free weekend parking
contribute to its success. Close to the University of Colorado campus and with a relatively affluent local
population, the mall is an attractive public urban space that includes national retailers such as the Gap, Banana
Republic, and Abercrombie and Fitch. Protected historic buildings, brick walkways, shade and landscaping
provide a unique character. A local Business Improvement District and the City support maintenance and
promote monthly events.

Several transportation-related features contribute to the success of the Pearl Street Mall. Notably, Pearl Street is
directly linked to the regional highway system via the Pearl Street Parkway, which connects to the regional
Foothill Parkway via a full diamond interchange. Direct access and wayfinding to the Mall by auto is very clear.

In addition, the variety and strength of transit access to downtown Boulder and the Pearl Street Mall have
contributed greatly to strong retail, hospitality, office, and residential demand and staved off competition from
more auto-accessible strip malls.

A Community Transit Network of frequently running but small (only 20-40 passengers) buses offers flexible
transit options around Pearl Street. For example, the SKIP bus goes down the main North-South route
(Broadway) every six minutes during peak hours and every 15 minutes on weekends. The HOP bus goes down
East-West route every 10 minutes during peak hours and slightly less on weekends. The Network also consists
of the JUMP, BOUND, and STAMPEDE buses, each with a particular route. Boulder also has Nextbus service
displaying real time arrivals for the next bus.

In addition, the City provides bike racks on all Pearl Street intersections, bike racks on buses, and designated
bike paths or bike lanes connecting Peatl Street directly to the city as a whole.

Other successful fully pedestrian malls include:

e Third Street Promenade, Santa Monica

e Jthaca Commons, Ithaca, New York

e Church Street Marketplace, Burlington, Vermont

e Downtown Mall, Charlottesville, Virginia

e DPedestrian Mall, Iowa City, lowa

e Cooper Avenue Mall, Aspen, Colorado

e  Old Town, Pasadena, California

e Lincoln Road, Miami Beach, Florida.
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Partial Pedestrian Malls with Limited Traffic Access

State Street, Madison, Wisconsin

This is an example of a mall that is partially pedestrian-only (two blocks) and partly multi-modal (six blocks that
are open to pedestrians, buses, taxis, delivery and service vehicles, and bicycles but not to general traffic).
Opened in 1982, at eight blocks in length it is two blocks longer than Fulton Mall. The University of Wisconsin
and the State Capitol building at either end of the mall are major destinations or anchors. Additional non-
student downtown housing is nearby. Thus students, downtown residents and city workers stimulate around-
the-clock activity. Programmed events include weekly free concerts and farmers markets.

Other successful partial pedestrian malls include:

e 16™ Street Mall; Denver, Colorado (bus and pedestrian only)

e Transit Mall; Portland, Oregon (transit only)

e Pacific Garden Mall; Santa Cruz, California (one way one lane traffic with some parking)

e Nicollet Mall; Minneapolis, Minnesota (transit and bicycle only)

Pedestrian Malls that have been Open to General Traffic

State Street, Chicago, Illinois

Although this street is of a much grander scale than Fulton Street or most other downtown pedestrian malls, it
nonetheless has important characteristics that make it of interest. Nine blocks of State Street were closed to
traffic in 1979 making it one of the longest pedestrian malls in the country. However, the closure cut it off from
the Loop and the rest of downtown and, as a result, businesses immediately noted a loss of customers. The lack
of autos and “eyes on the street” also led to a perception of public safety problems. State Street was fully
renovated and reopened to vehicular traffic in 1996. Since the reopening to general traffic, sidewalks have
become crowded again and the area is once again an active retail district.

The width of the public circulation areas is an important factor in successful retail design and suburban-style
malls are carefully designed to achieve optimum widths. It has been suggested that the great width of State
Street made it difficult to fill with a critical mass of activity if dependent on pedestrians only. This is an
important factor to consider in the case of the Fulton Mall as well, which has a relatively wide right-of-way.

Main Street, Tulsa, Oklahoma

Main Street in Tulsa is one of the most recent examples in the U.S. of a downtown pedestrian mall that was
recently completely reopened to general traffic. In many ways it is also perhaps one of the most comparable to
Fulton Mall; the mall is located in a city with a metropolitan population of 900,000, compared to Fresno’s
1,000,000, and is in the heart of a major agricultural region. Closed to traffic in the late 1970’s, Main Street was
originally part of a major urban renewal project aimed at reversing downtown Tulsa’s decline by linking two
superblock projects: Civic Center and Williams Center. These projects demolished housing and offices, and
their superblock configuration made downtown driving difficult. Following construction of the mall, the
downtown continued its decline. Today, after reopening of the mall to general traffic in 2002, the Tulsa
Downtown Unlimited organization reports that stores are happy with reopening of the street to traffic, that
some new businesses are opening, and a new loft housing project is underway.

There are many other downtown malls that were unsuccessful and were subsequently substantially modified to
accommodate general vehicular traffic, including malls in the following cities:

e Allentown, Pennsylvania e Galveston, Texas e Philadelphia, Pennsylvania
e Baltimore, Maryland ¢ Greenville, North Carolina e Vicksburg, Mississippi

e Danville, Illinois e Greenville, South Carolina e Waco, Texas

e Decatur, Illinois e Helena, Montana e West Chester, Pennsylvania
e Elgin, Illinois e Little Rock, Arkansas

e Fugene, Oregon e [ouisville, Kentucky
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Photos 12 and 13: Numerous dining establishments with outdoor seating add to the vitality of the Mall.

Photo 13: The unique historic character of the buildings along the Photo 14: Activities are constantly programmed on the Mall.
Mall is preserved and enhanced, distinguishing it from other retail
locations in the region.
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State Street Images (Madison, WI)

Photos 15 and 16: University of Wisconsin Library Mall is fully pedestrian and anchors the State Street Mall at its western end (700 and
800 blocks).

Photos 17 and 18: The portion of the mall that is closed to vehicular traffic contains numerous vendors and food kiosks located down
the center of the mall.

Photos 19 and 20: The 100 block through the 600 block portions of the Mall nearest the State Capitol are open to limited vehicular
traffic (transit, taxis, bicycles, and service vehicles) only.
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State Street Images (Chlcago, Ill)
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Photo 21: State Street with elevated rail tracks in the background. The Photo 22: Marshall Field’s Department Store anchors the
Red Line runs beneath the street. The historic Chicago Theater (live street.
theater and concerts) is visible on the right.
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Photo 23: The pedestrian-only mall was reopened to general traffic
despite the presence of the Red Line subway beneath State Street, and
the elevated Loop transit system surrounding State Street.
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Main Street Images (Tulsa, Ok)

Photo 24: The re-opening of Main Street is recent and many Photo 25: The scale of downtown Tulsa and the opportunity for re-
buildings remain vacant. The potential economic impact of the use of historic structures is similar to that of downtown Fresno.
reopening of the Mall to general traffic is not yet known.
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Photo 26: Like Fresno, downtown Tulsa is surrounded by a ring of
major highways. However, unlike Boulder, there is no direct link
between the loop of the regional roadway network and Main Street.
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Experience Summary

The case studies of the various pedestrian malls around the country, both successful and unsuccessful, provide
insight regarding potential strategies for Fulton Mall.

1.

There is inconclusive evidence that a mall must be open to general vehicular traffic to succeed. However,
the preponderance of evidence indicates a greater likelihood of success when a pedestrian mall has been
“reopened”, partially or fully, to general traffic. As has been noted, some streets in downtown Fresno that
carry general traffic also continue to struggle economically and that traffic is not a panacea for the Mall’s
success.

Successful pedestrian malls tend to have the following transportation/circulation characteristics:

e Convenient access from the local circulation system including easy access by transit, auto, bicycle
and walking, and excellent wayfinding including sighage and information to direct users to and
around the mall.

e A high level of pedestrian activity during the day and nighttime often associated with cineplex,
entertainment and marquee land use attractions.

e Most experience indicates that reopening pedestrian-only malls to limited or general vehicular
traffic can boost business for local retailers by providing them with better access and more
visibility and thus more potential customers.

Successful pedestrian malls often have the following non-transportation characteristics:
e A mix of uses including retail, employment and residential on, and directly adjacent to, the mall.

e Unique uses that lend the area a special identity — perhaps a Little Mexico with best Mexican
regional restaurants providing a critical mass attraction.

e Major activity generators or “anchors” at both ends and surrounding the mall.

e A range of highly attended programmed activities and events.

Reopening a downtown pedestrian-only mall to limited or general vehicular traffic will not necessarily create
a more vibrant downtown by itself. It must be part of a comprehensive revitalization strategy, which
typically includes efforts such as:

e Building housing in and near the downtown area.
e Developing complementary retail and entertainment venues.
e (Capitalizing on the unique historic and cultural context and “sense-of-place” of the area.

e Programming events and activities regulatly to attract a diverse cross-section of the community to
visit the area.

Option 1: Retain the Current Configuration as a Pedestrian-only Mall.
Advantages:

This approach protects a distinctive cultural landscape designed by an important 20% Century
landscape architect and retains the Mall’s unique image from that era.

With a pedestrian-only configuration potential conflicts with vehicles are avoided.

The mall would continue to function as an important green open space like a downtown park in the
center city.

Since little or no construction would be required, there would be little if any disruption to existing
businesses and events.

As this option requires little in the way of construction costs, public monies could be directed
towards freshening the Mall and economic incentives to attract desired developers.
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Disadvantages:

e Access to and visibility of Fulton Mall activities and attractions is limited.
e Retention of the mall impedes connectivity on the west side of the mall.

e This option does not directly encourage the updating and renovation of the mall to “freshen” the
landscape and materials, however funds saved could be used for these purposes.

e While all of the options require a variety of actions, achieving “critical mass” under this option will
likely require much stronger additional efforts than Options 2 or 3.

Option 2: Open Fulton Mall to General Vehicular Traffic

This option represents a major reworking of the mall by reconfiguring it to once again allow general vehicular traffic
along the entire 6-block length. There are many potential variants of this approach, some of which were described
in the “Fulton Street Revitalization Plan” prepared for the Fresno Redevelopment Agency Board in February 2002.
Variable elements could include the amount, location and type of on-street parking, variable sidewalk widths,
location of public gathering spaces and amenities, number of lanes (which could vary from one to four), and
direction of travel (one-way/two-way). As with State Street, Chicago and many other examples throughout the
country, a very attractive and successful pedestrian environment can be created with widened sidewalks, plantings
and pedestrian amenities. Some of the original mall features could be retained in this option.

Advantages:

e The visibility of businesses and events on Fulton Mall is increased significantly by vehicular drive-by
traffic and parking (if provided).

e The perception of public safety is increased due to having both vehicular and pedestrian activity and
therefore “eyes on the street” at all times of the day and night, which may make the Mall a more
attractive destination.

e The continuity of the street grid is improved thus facilitating all modes of movement throughout the
downtown.

e A significant redesign of the mall provides an opportunity to update the pedestrian environment
with amenities found in successful contemporary downtown retail environments.

e  Better transit service might be possible if Fulton Street is available for vehicular movement.

Disadvantages:

e With the reintroduction of a vehicular right-of-way into the mall, some or all of the pedestrian
environment of walkways, landscaping and other amenities would be lost.

e Reconstruction of the Mall would result in major disruptions to current businesses on the Mall.

e The historic nature of the Mall would be lost to downtown.

Option 3: Partial Opening to Vehicles

Between the previous two options lies an intermediate approach of providing limited vehicular access to Fulton
Mall. This can be accomplished by opening only a few blocks of the mall to traffic, for instance Tuolumne to
Fresno, Fresno to Tulare, or Tulare to Inyo; allowing only limited types of vehicles (e.g., buses or a trolley-type
shuttle); or allowing only partial access to the entire mall by limiting the opening to one lane or one direction of
traffic flow. Another option would be to allow some traffic use, except during the midday on weekdays and on
weekend days. One lane of vehicular travel may even be possible with only minor modification of the Mall since a
wide lane is already incorporated into the design to accommodate emergency vehicles.
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This option has the potential to achieve significant improvements for the business environment of the street while
retaining much of the original design concept.

Advantages:

e Could largely retain the special image and heritage of the Fulton Mall, depending upon extent and
type of opening and design solution.

e Reduces the extent of the pedestrian-only area and thus the challenges of creating a critical mass of
activity in the absence of directly adjacent vehicle traffic and parking.

e Provides greater visibility for businesses and events by allowing vehicular access to portions of
Fulton Street.

Disadvantages:

e Some loss of pedestrian and site amenities due to the imposition of a vehicular travelway in the
overall right-of-way.

e Confusing to motorists who may be unclear as to which vehicles are allowed in the vehicular right-
of-way.

e Construction impacts on Mall businesses

Summary Assessment of Options

All three of the options described above are, of themselves, transportation-related actions Of the three options,
national experience suggests that Option 2, Opening Fulton Mall to General Vehicular Traffic, is most likely to help
revitalize Fulton Street as an activity center and the heart of the downtown. However, there are a variety of other
community-related values that must be considered in determining the outcome of the Fulton Mall.

The examples and discussion above demonstrate that the success of a downtown pedestrian environment is heavily
dependent upon ensuring that a critical mass of activity occurs throughout the day and evening to allow restaurants,
retail and other businesses to thrive. To help create this critical mass of activity, a focus of integrated and
coordinated transportation functions can help. In most cases, although not all, introducing some level of vehicular
circulation, and sometimes parking, to a downtown pedestrian-only mall has been a necessary component of the
mall’s reinvigoration and in some cases to the revitalization of the downtown as a whole. If the community decides
not to retain the Fulton Mall in its current form, then experience indicates that a re-doubling of efforts to focus
transportation-related facilities in other ways to directly serve the Mall is essential.

Transportation-related improvements and focus will not, however, revitalize the Mall or the downtown. More
important is the introduction of neatby residents and major destinations such as entertainment venues or major
employers nearby.

While the evidence from around the country indicates greater success when the primary street(s) of downtown are
open to general traffic, such transportation-related actions are not the only determinant of economic success.
Experience indicates that other factors are equally or more important. In the case of Fulton Mall, the community
must proactively decide a preferred direction and take a variety of strong actions to implement that direction.
Development of a critical mass of activity is needed to re-establish a signature address to attract the desired heart
and soul of downtown at the Mall.
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RECOMMENDATIONS

There is a tendency to view the Mall issue in today’s context and not to think forward to its 2030 and 2050 context
in the downtown. However, it is very important to consider the future context of the Mall when considering
recommended changes. This does not mean that investments should not be made to the Mall until 2030 or 2050,
but that the nature of downtown will be different in these future years and many of the businesses that now operate
on the Mall might no longer be in operation. The future downtown is likely to be more pedestrian oriented, bicycle
oriented and transit oriented than the current downtown.

Within this changed context, what vision will be best for the Mall and its role in the downtown setting? These are
very difficult and complex questions. To a large extent, the economic, land use and transportation answers will be
determined by arising development opportunities which advance the comprehensive vision for downtown expressed
in the Central Area Community Plan. In the near-term, freshening the Mall and implementing other measures to
make it more attractive makes the most sense.

Aggressive efforts to attract desired development along and around the Mall should continue to be pursued. It
appears that a critical mass development may be needed to jump start the desired revitalization. If a potential
project, offering the desired critical mass development, depends on reopening the Mall in some form, this option
should be entertained by the City. In short, opening the Mall to traffic should not be advanced solely as a
transportation project; there is no strong reason based on transportation to reopen the Mall. From an economic
standpoint, opening the Mall to traffic by itself is unlikely to attract the needed critical mass development to revive
the downtown and the Mall; in fact, opening the Mall today might prove to be in conflict with and hamper a critical
mass development opportunity in the future.

Having concluded that piece-meal incremental development is unlikely to succeed in bringing back the vitality of the
Mall, one of the future development strengths of the Mall is that there are few major constraints to inhibit a critical
mass size development along the Mall. There are, however, some transportation principles that need to be protected
when considering a future development proposal for the Mall. These include the following:

1. Maintain the continuity of the downtown traffic circulation network (i.e. no closures of major streets).

2. Maintain the pedestrian circulation network.
Recommendations for the Fulton Mall are:

8-1 Fulton Street is not a critical component of the traffic and transit circulation network in downtown; therefore,
transportation should not drive decisions on the future of the Mall. Economic development opportunities and
cultural factors should be the principal determinants of the Mall’s future configuration.

8-2 Efforts are needed immediately to upgrade the Mall environment. These efforts should include freshening of
the streetscape and urban design, upgrading wayfinding, improved lighting, providing an attractive and
convenient public restroom, and installing of public art or other elements into vacant storefronts.

8-3 Event scheduling on the Mall should be strengthened.

8-4 Visibility of the Mall from major traffic cross streets (Tuolumne, Fresno, Tulare and Inyo) should be
emphasized. This could include sidewalk bulbouts, banners and/or marquee features.

8-5 Major ‘critical mass’ project developers should be advised that the city is open to development proposals that
may include changes to the use and configuration of the Mall which are consistent with the general vision set
forth for downtown in the Central Community Area Plan. This partnering flexibility should include openness
regarding the use of historic buildings and the transportation network. This flexibility should not commit the
city to undesirable compromises, but should form the start of discussions for the desired critical mass
development which is needed to jump start revitalization of the Mall.
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CHAPTER 9 - WAYFINDING

There has been considerable discussion in previous chapters about the difficulties traveling to, from and within
Downtown Fresno. In these chapters, recommendations have been made to simplify the downtown network. To
supplement these improvements, good wayfinding can provide the needed information for travelers to deal with the
irregular grid system, discontinuous streets, fragmented parking resources and difficulty in finding wanted
destinations. Good wayfinding is particularly important for infrequent visitors who are unfamiliar with the
downtown.

CURRENT SETTING

The mode of travel is an important consideration when evaluating and designing a wayfinding program. Those
traveling by car, by transit, by bike or on foot have differing needs from signage. Good wayfinding starts with
designing a simple downtown and multimodal transportation network which is supplemented by clear and
information signage.

The Central Area Community Plan recognized the importance of wayfinding and included a policy to address the
need for signage:

“Develop high guality public informational, directional and street signage which emphasizes safety, legibility, clarity,
and displays appropriate graphic and theme design.”
Six implementation actions were prescribed:

3-1.  Develop a comprehensive public informational and directional signage plan including guidelines for
public right-of-way signage to be used for motorist and pedestrian orientation to, within and out of
parking areas, activity centers and public facilities.

3-2.  Coordinate the design and placement of public right-of-way signage with other public agencies and
property owners such as Caltrans.

3-3.  Develop theme-oriented signage which by its graphic art provides orientation and identification of special
districts, activity centers or cultural facilities.

3-4.  Redesign, remodel, create and install more legible and appropriately located signage to provide better
circulation safety, direction and orientation.

3-5.  Refurbish or replace existing public sighage and ensure its maintenance on an on-going basis.
3-6. Incorporate standard international symbol signage throughout the Central Area to accommodate the

multinational character of the community and its visitors.

These six implementation actions have yet been fully realized; the need for good wayfinding in Downtown Fresno
still exists.
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ISSUES AND NEEDS

Because the downtown functions as the government center of the City and County of Fresno, it attracts numerous
visitors, especially during the weekday. Many are unfamiliar with the entry and exit routes, direction of one-way
traffic flows, and locations of off-street parking facilities, transit services, bicycle routes and pedestrian pathways.
The difficulty of traveling to/from and within Downtown is complicated by the different street grids, circulation
discontinuities, and the irregular freeway ramp system. As noted in Chapter 3’s discussion of traffic issues, the
discontinuity of downtown streets frustrates all road users alike (motorists, bicyclists, transit riders and pedestrians).

The most effective way to approach the discussion of wayfinding is to view it from the perspectives of the many
roadway user groups:

e  Motorists;

o  Parkers;

e Transit Riders;
e  Bicyclists; and

o DPedestrians.

Motorists

Entering, exiting and driving within Downtown can be difficult especially for those who are unfamiliar with the
street network. Most cars and trucks will access Downtown from one of the surrounding freeways. For those
traveling at high freeway speeds and also at the speeds used on major arterials, wayfinding should provide simple
directions and be located well in advance of the decision point needed to access Downtown.

Entering Downtown — Most motorists to Downtown are destined to the civic center, Fulton Mall, ballpark, rail
station, conference/convention center, and medical center. The major access routes to these and other destinations
in Downtown are:

e Highway 99 (north and south) e Fulton Street (west)

e Highway 41 (north) e H Street (north and south)

e Highway 180 (east and west) e Tulare Street (east and west)
e Blackstone Avenue (north) e Tuolumne Street (west)

e  Fresno Street (north and west) e  Ventura Street (east and west)

Review of signage along these entry routes found that:

e Treeway signage is relatively good with the exception of 1) SR-180 westbound which lacks signage to direct
drivers to SR-41 for access to downtown; and 2) SR-41 southbound which lacks signage indicating that Van
Ness Avenue is the last downtown exit. SR-41 affords the best access to the major downtown destinations,
particularly from SR-180 westbound.

e The Blackstone Avenue approach to Downtown becomes confusing at Divisadero Street where the street
grid changes orientation and where Blackstone Avenue transitions into Stanislaus Street. The transition
intersection was recently simplified when O Street was eliminated from the intersection, as part of the Cesar
Chavez Education complex development. The overhead lane traffic arrow signage does not include
destination information making it difficult to know the correct lane (i.e. take the bend to the right for
Downtown). Renaming Stanislaus Street as Blackstone Avenue perhaps might help minimize confusion.
The configuration on P Street at Divisadero for exiting traffic is similar and is illustrated in Photo 1.
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e Tulare Street has two approaches to Downtown. The western approach (eastbound direction) that crosses
the UPRR tracks at-grade is quite simple, but wayfinding signs for the convention/conference center, City
Hall and train station would be helpful for this eastbound approach to Downtown (Photo 2). The
westbound approach that crosses SR-41 at the Divisadero Street intersection is extremely confusing (Photo
3). More advance signage is needed to advise motorists to use the right lanes for access to Divisadero
Street, the Medical Center and SR-41 northbound. People who are bound for Downtown, SR-41
southbound and Tulare Street should be advised to use the left lanes. The advance signage to this approach
should begin immediately after crossing First Street.

e Tresno Street has two approaches to Downtown. The southbound approach is very simple and needs
minimal directional signage until it reaches Divisadero Street. At this point, the street grid changes
orientation; the through traffic lanes should be signed for Downtown and the left turn lanes should be
signed for Tulare Street and SR-41. Advance signage would be helpful to minimize confusion. The
eastbound approach of Fresno Street that crosses under the UPRR tracks can be confusing at the point
where H Street splits off from Fresno Street. More advance signage would be helpful approaching the G
Street intersection to sort traffic into their proper lanes.

e Tulton Street has one major access approach into the downtown from the east. This route would be
simplified with the proposed elimination of the diagonal to Broadway. Signage to H Street and at the
Tuolumne Street intersection is needed to direct motorist to the desired locations in Downtown. It is likely
that most of the motorists using this approach will residents of Fresno and therefore should generally be
familiar with Downtown.

e H Street has two approaches to Downtown. Approaches from the north and south are generally simple and
signage needs are also simple. The exception is at the Divisadero Street intersection where better advance
signage is needed to advise motorists where to turn for G Street, to proceed for H Street and access to
Downtown and to turn left for Divisadero Street (Photo 4). Traffic counts probably should be conducted
to confirm that the current approach lane markings are the most efficient. Confusion also arises for
motorists when they try to transition onto Fresno Street, and Tuolumne and Stanislaus Streets. Better cross
street signage is needed for H Street.

e Tuolumne Street has a single approach to Downtown from the SR-99 freeway. The access is simple, except
for the connection to G Street which runs under the railroad overpass (Photo 5). Tuolumne Street
probably should be signed as the primary access from SR-99 to the civic center and Ventura Street should
be signed as the primary access into Downtown for the convention center area. Locals may ignore this
signage for their favorite alternate route, but it will help to minimize traffic on Tulare and Fresno Streets in
the core of Downtown.

e Ventura Street has two access points to Downtown. The westbound approach from the Kings Canyon
corridor and the eastbound approach across the UPRR tracks are both simple and require little signage.
However, destination signage is needed to help motorists find their desired cross streets; in addition, the
intersection of Ventura at R Street is confusing and lacks sufficient advance notice signage.
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Photo 1: Leaving Downtown on P Street at Stanislaus Street and  Photo 2: Tulare Street looking to Downtown across Highway 99.
Divisadero.

Photo 3: Tulare/Divisadero/Highway 41 interchange. Photo 4: H Street approach to Divisadero westbound.

Photo 5: Tuolumne overpass of the railroad with G Street at-
grade.
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Exiting Downtown — Exiting Downtown generally means finding the desired freeway ramp or path to Abby Street.
Currently, there are few freeway guide signs to assist motorists in leaving Downtown. Locals will know the best
path, so the key wayfinding challenge is to provide simple routes for non-locals. This could be accomplished by
pushing motorists to either SR-99 or to SR 41. SR-99 exiting traffic should be signed to Stanislaus or Ventura
Streets in an effort to minimize traffic on Tulare and Fresno Streets (also to simplify paths). Traffic for SR-41
should be signed to use the Tulare Street, M Street or H Street ramps depending on proximity to these ramps. For
traffic exiting to Abby Street, signing for direction to Tuolumne Street or P Street would be the simplest. It might
be appropriate to rename Tuolumne Street to Abby or vice versa to provide a clear access route.

Traveling within Downtown — The difficulties experienced while traveling within Downtown relate to the
discontinuous street network and lack of destination signage. Remediation of the street network discontinuities
(including the one block of N Street that is one-way), better destination signage, better sighage to parking and street
address information would all be helpful. Destination signage would include signage to major buildings like City
Hall, Federal Courthouse, convention center and stadium. Signage of this type should be bold enough to be seen by
passing traffic and should be encouraged throughout the downtown. Address signage can be simply accommodated
by including block address numbers in the street signs (e.g. 300 with an arrow indicating direction). More prominent
display of building addresses on the building itself also would be helpful. Signage for parking is discussed below.

Access to Parking

Current off-street parking resources are fragmented; it is difficult to find the location of these facilities, verify if they
are open to the public and determine the cost of parking. The perimeter common use parking program
recommended in Chapter 5 will help to simplify the search for the most convenient available parking for a specific.
As part of this program or other wayfinding improvements, it is necessaty to include signage to direct users to
parking facilities (Photo 6) and to prominently display the parking rate schedule so that patrking fees information is
available before entering the parking facility (Photo 7). Free parking periods, such as late night or weekend hours,
should also be posted.

{

Photo 6: Signage directing to entrance of parking lot in San Photo 7: Very visible posting of special hours at parking garage.
Francisco. Other rates could be more visible.
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Transit Riders

Bus riders need to know locations of stops, route destinations, route frequencies and actual bus arrival/depatture
times. Currently, bus stops in Downtown Fresno are not very visible and many do not have route maps or
schedules posted at shelters or near the stop. Nextbus arrival information is only available at the courthouse transit
shelters. The technology for Nextbus arrival information is getting better and less expensive which will allow the
technology to be used at more locations.

Pedestrians

The lack of wayfinding, particularly at entrances to the downtown, is not specific to pedestrians although taking a
wrong turn is more of an inconvenience to a person on foot. Because of the juxtaposition of the street grid layouts
between the downtown core and surrounding city, there are several forks along the routes into Downtown,
particularly along Divisadero. As discussed above for entering motorists, it is often difficult to know which fork to
take. Added to this are the detours caused by street closures.

Improved wayfinding signage would assist pedestrians in finding their way through the downtown and to their
destinations especially at complex intersections and other decision points. In addition, signage should identify
alternative pedestrian pathways around or through barriers. Downtown maps including key destinations, ‘you are
here’ locations, and walking times would help orient pedestrians, particularly less frequent visitors. The same
wayfinding signage may be used for pedestrian, bicycle and motor vehicle traffic; however, pedestrians, and to some
extent bicyclists, require that signage be available at more frequent intervals, at a height easily seen by pedestrians,
and include more detailed information than is necessary for a driver. Wayfinding for pedestrians should include:

e Direction to key destinations (Photos 8 and 9);

e Distance (for pedestrians, distance measured in time is more useful-Photo 10);
e Direction to pedestrian shortcuts including destination;

e Direction to amenities;

e Maps with “You are Here’ location (Photos 11 and 12); and

e Ample lighting so signage and maps are visible at night.

Bicyclists

As discussed above in relation to motorists and pedestrians, the lack of wayfinding, especially at key decision points
and road merges, is also an issue for bicyclists. The placement of advance warning signs should be adequate to allow
bicyclists to safely merge for left-turns or to avoid right-turn only lanes. Bicyclists can easily find themselves on the
wrong street causing them to travel many blocks out of their way or encourage them to ride on the sidewalk or
against the traffic flow to get back to where they want to be. Highway directional signs are posted at many of these
decisions points especially at interchanges with SR-41; these can mislead one in thinking that they are on-ramps only
when in fact they are also provide access into Downtown.

A wayfinding signage and downtown map program would help all road users to enter/exit and travel through the
downtown including bicyclists. Signs should provide destination and distance information (Photos 13 and 14) as
well as the location of bicycle parking locations (Photo 15).
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Photo 8: Wayfinding at County Courthouse. Photo 9: (left) FAX Trolley stop map, (right) Wayfinding in San
Francisco.
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Photo 10: Signage including distance to destination (Atlanta N3 e
Airport). Walking time would also be helpful.

Photo 11: Kiosk in Downtown Minneapolis showing destinations.
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Photo 12: Pedestrian wayfinding map.

Photo 14: Guide Sign for Bike Route with destinations. Photo 15: Sign showing location of bicycle parking.
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RECOMMENDATIONS

A five element wayfinding plan is recommended consisting of:
9-1. Making the downtown simpler to understand,;

9-2. Improved traffic and parking signage;

9-3. Improved transit signage;

9-4. Improved pedestrian signage; and

9-5. Improved signage for bicyclists.

9-1 Simplifying Downtown

Perhaps the most effective means of strengthening wayfinding downtown is to make access to/from Downtown
and movement within Downtown easier. This simplification minimizes the need for complex wayfinding programs
and increases effectiveness of basic wayfinding measures. The preceding chapters of this report identify a wide
range of elements that are currently confusing to downtown circulation. Confusion is clearly a major issue for
people not familiar with the downtown. This chapter more specifically describes a number of wayfinding problems
and potential improvement opportunities. The transportation network can be made simple by mending the
discontinuities in the network, better organization of parking destinations (perimeter belt concept), and the
establishment of a stronger more recognizable hierarchy of street using urban design measures. Specifically by:

a. Implementing the street network simplifications that are described in Chapter 3, which include reconnecting
H Street, converting the one block of one-way N Street to two-way operation, fixing channelizations for
remnants of the Broadway Loop removal, and simplifying intersections along the Divisadero Street seam;

b. Using urban design and signage to define a user-oriented hierarchy of downtown streets. Size of cross
street signs, lighting and streetscape are amongst the tools that might be used; and

c. Organizing destinations (parking) of motorists in an easy to understand framework as was discussed in
Chapter 5.

9-2 Traffic and Parking Signage

Implement the remedial signing measures that were discussed eatlier in this chapter for traffic access, egress and
internal circulation along with improving parking signage. Specifically:

a. Strategically attempt to encourage access and egress traffic to minimize use of Van Ness Street, Tulare
Street and Fresno Street via directional signage to/from freeway gateways that push unfamiliar motorists to
perimeter streets (Tuolumne, Stanislaus, H Street, M and P Street and Ventura Street);

b. Sign SR-180 westbound traffic to Downtown via SR-41;

c. Indicate that Van Ness Street is the last southbound exit to Downtown on SR-41;

d. Add street names to overhead lane designation signs to complement movement arrows;

e. Change the name of Stanislaus Street to Blackstone Avenue to improve continuity;

f. Add advance signage to the Tulare Street’s westbound approach to the SR-41 northbound ramp

intersection, perhaps including pavement markings;

g.  Add advance signage to Fresno Street’s eastbound approach to G Street regarding the split for H Street and
Fresno Street;

h. Implement signage to support H Street’s reconnection to the downtown network near Tuolumne and
Stanislaus Streets;

i.  Improve the signage at H Street and Divisadero Street intersection;

j. Consider renaming Tuolumne Street to Abby Street for naming continuity;
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k. Improve signage at Ventura and R Street intersection;

. Provide signage directing motorists how best to connect to the other half of Divisadero Street that is
currently blocked by the Medical Center (this traffic might not be desired, but they should not just be
abandoned);

m. Consider a requirement that requires parking lots and garages to clearly identify their rates to passing
motorists in order to allow them to make informed parking decisions; and

n. Use of color coded major generator signs within the downtown area to sort motorists, pedestrians and
bicyclists to their desired destinations. These major generators are seen to include ballpark, train station,
conference/arena facilides, city hall and the Fulton Mall.

9-3 Transit Signage
Increase the visibility of downtown bus stops by using bolded stop flags, more shelters and increased lighting.

Include transit coverage maps and schedules at all bus stops and local area maps posted in Downtown. Also
expedite the implementation of a next-bus type of real-time bus arrival time system for downtown stops.

9-4 Pedestrian Signage

Almost all trips beginning or ending in the downtown involve some amount of pedestrian travel; consequently,
signage for pedestrian movement is very important. Wayfinding must comply with ADA requirements and desirably
would minimize the number of new signage poles that must be installed (which only would add to sidewalk clutter).
Wayfinding improvements for pedestrians should include:

a. Installation of “you are here map” kiosks at key points in the downtown area. These can be triangular, two-
sided boards or even tubular. The maps should show all key destinations, parking locations, transit routes
and stops, pedestrian pathways through large developments; bikeways and location of bicycle parking;

b. Directional signage (including distance and walking times) to key destinations leading from parking areas,
bus stops and other key locations where people may begin their walking trip;

c. Signage to public restrooms and other amenities;

d. The range of block number addresses should be included on cross street signage;
e. Prominent display of building address numbers; and

f. Prominent display of the building name (e.g. Federal Courthouse etc.).

9-5 Bicyclist Signage
A wayfinding signage and downtown map program would help all road users to enter/exit and travel through the
downtown including bicyclists. Wayfinding specific to bicyclists should include:
a. Signage to bicycle parking facilities;
Location of bicycle paths, lanes, routes and shortcuts through large developments on “you are here” maps
located in Downtown;
c. Signage to shortcuts through large developments that are accessible to bicyclists;
Signage for bicycle facilities should include destination and distance information; and

e. Advance warning signs at complex intersections to include destination and street directions.
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Appendix A

SAMPLE BICYCLE PARKING ORDINANCE

BICYCLE PARKING REQUIREMENT RECOMMENDATIONS

Use

Required Number of Bicycle Spaces®™®

Residential (such as apartments & townhouses)

® General, multi-dwelling

® Primarily for students & low-income families, multi-
dwelling

® Primatily for residents 62 and older, multi-dwelling

1 Class 1/3 units + 1 Class 11/15 units.
1 Class I/2 units + 1 Class II/15 units

1 Class I/30 units + 1 Class II/30 units

Schools
® Elementary, middle & high schools

® Colleges - Student residences

® Academic buildings and other university facilities

1 Class 1/30 employees® + 1 spot/12 students (50% Class 1
and 50% Class II)

1 Class 1/4.5 beds + 1 Class 1/30 employees

1 Class 1/30 employees + 1 spot/9 student seats (25% Class
I and 75% Class II)

Park-and-Ride Lots/Parking Garages

7% of auto parking (75% Class I & 25% Class 1I)

Transit Centers

5% of daily boardings (75% Class I and 25% Class 1I)

Cultural/Rectreational (includes libraries, theaters,
museums, & religious institutions)

1 Class 1/30 employees + (1 Class II 1500 sq. ft. or 1 Class
11/60 seats (whichever is greater)

Parks/Recreational Fields

1 Class 1/30 employees + 1 Class II/9 usets duting peak
daylight times of peak season

Retail Sales/Shopping Center/ Financial Institutions/
Supermarkets

1 Class 1/30 employees + 1 Class I1I/6000 sq. ft.

Office Buildings/Offices

1/6000 sq. ft. (75% Class I & 25% Class II)

Hotels/Motels/Bed-&-Breakfasts

1 Class 1/30 rooms + 1 Class 1/30 employees

Hospitals 1 Class 1/30 employees + 1 Class 11/45 beds
Restaurants 1 Class 1/30 employees + 1 Class II/3000 sq. ft.
Industrial 1 Class 1/30 employees or 1 Class 1/15,000 sq. ft.

(whichever is greater) + 1 Class 11/15,000 sq. ft.

Day Care Facilities

1 Class 1/30 employees + 1 Class II/75 children

Auto-Oriented Services

1 Class 1/30 employees

Other Uses

Same as most similar use listed

Notes

in which case 2 bicycle spaces must be provided.

Sonrce:  Leagne of American Bicyclists, 1994.

(1) For cities with less than 2% bicycle commuter rate. Pro-rate for cities with higher commute rates.
(2) The minimum number of required Class II Bicycle parking spaces is 4, except when the code would require 1 or less

(3) Employees = maximum number of employees on duty at any one time.
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Appendix B
BICYCLE EDUCATION/PROMOTION PROGRAMS

ABOUT BICYCLE EDUCATION/PROMOTION

The California Vehicle Code gives bicycle operators the same rights and duties as motor vehicle operators; in
California as in all states, bicyclists are drivers. Riding a bicycle, something most people can learn by themselves,
involves knowing bicycle handling characteristics and one's own capabilities. Driving a bicycle competently on streets
requires, in addition, knowing how all traffic operates and how to become part of the traffic stream based on your
speed and destination. Unlike balancing and braking, these skills do not come automatically - they must be taught.
The payoff is potentially large: many cycling educators believe that because safe and legal bicycle driving follows the
same "rules of the road" as motor vehicle driving, teaching children how to drive bicycles will make them better
motor vehicle drivers when they are older.

Unfortunately, too many bicyclists in the United States lack the basic skills or knowledge to safely drive a bicycle in
traffic. Many people are simply afraid of bicycling on streets because they do not grasp that the undetlying
principles are the same as for driving a car, except that bicycles are thinner and generally slower.

Bicycle education programs are designed to improve cyclists' ability to operate with traffic. The challenges of
helping people develop this skill and knowledge stems from the wide range of age groups that require this training
and the need to tailor programs to each one. Other cycling-related education and promotion is designed to raise
awareness among motorists, parents and child care providers, law enforcement personnel, and the community at
large. More details on the many types of target audiences and appropriate programs are described below.

DELIVERY FORMATS

We classify bicycle safety education programs as informational, such as posters, brochures, videos, and classroom
presentations, or hands-on, such as off-street practice and escorted on-street training rides. Informational programs
are intended to develop awareness and provide knowledge. Hands-on programs are designed to change behavior
and/or develop skills. Comprebensive programs employ both presentation and practice. Finally, there are Promotion
programs which are intended more for encouragement than education.

Informational Programs

Classroom Presentations - Although they must practice on a bicycle before becoming competent, children can learn
the basic rules of the road in a classtoom or assembly environment. In many cities this is the only "cycling
education" offered, if any. Because school yeats ate almost entirely pre-allocated and because few districts have in-
house personnel trained as bicycle driving educators, a one-hour presentation once every year or two is all that many
children receive. In many communities, these presentations are delivered by police officers as part of a ‘Bike Rodeo’
program provided to elementary schools and service organizations. In addition, traffic violators under the age of 13
may be required to attend a Bicycle Safety Program sponsored by the local police department or service group.

Youth “Diversion” Programs - City police departments often offer remedial classes for youths stopped for illegal
cycling (typically wrong-way or stop sign/signal violations). These are often taught on a Saturday by police
personnel, sometimes by a bicycle-mounted patrol officer.

Warning Stops - Police officers may stop cyclists who are behaving improperly or whose bicycle lacks required
equipment such as lights. If an officer is propetly prepared, these stops ate opportunities for behavior-targeted
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education. Violation-specific handouts, ideally available in each language spoken in a jurisdiction, can help to
reinforce each message. Bike shops sometimes work with law enforcement to add coupons to these handouts, good
for discounts on helmets, lights, locks, and accessories.

“Good Driving” Stops and Rewards - Some police departments make “good bicycle driving” stops of youths,
rewarding proper bicycle driver behavior with coupons for attractions and restaurants. Such programs are usually
pre-announced to the community and coupled with other educational outreach and promotion.

Videos - Hundreds of general-audience bicycling videos are available but most feature races, athletic training, off-
road biking, or bicycle maintenance. Some, often produced by alternative-transportation programs, combine bicycle
commuting information with a bit of education. Only a few bike videos teach bicycle driving, and not all do so
competently.

Bike Maps - A bicycle route map is one of the items most frequently requested by commuter and recreational
cyclists. The purpose of a bike map is to show cyclists routes they would otherwise have to discover by trial and
error or by driving, with information as to facility type (e.g. bike lane, route, or path) and traffic level. Many city and
county bicycle route maps include detailed bicycle driver information, typically on the back.

Some cities have gone beyond the traditional folding paper map by publishing their maps in the local telephone
book. Other maps are available on the internet. Costs for printing maps are often subsidized by incorporating
advertising for local businesses.

Hands-on Programs

Physical Education and After-school Events - The class-time-availability obstacle can be avoided if cycling is
made part of the curriculum - often as part of physical education or sports. Programs offered this way often depend
on the initiative of a particular teacher who is also a cyclist. Children leaving campus for instructional purposes
during school hours are typically required to be under the supervision of a certified teacher, which limits the use of
volunteer cycling instructors. Liability concerns in some districts may prohibit off-campus travel even for
instructional purposes.

Bike Rodeos - A bicycle rodeo is an outdoor, on-bike event, which may be offered during school or on a weekend
day. Rodeos are usually set up in a parking lot and typically include helmet fitting, equipment safety checks, and
several on-bike "skill stations" such as slaloms, spiral courses, and "slowest finisher wins" races. Most of these on-
bike activities test handling skills but not driving skills; if any driving material is included it may be as a short video.

"Roadshow' Setups - Some school districts, counties, and states bring fully equipped youth cycling setups to their
schools and cities. Trained instructors atrrive with a trailer stocked with helmets and fully-maintained children's
bicycles, which means that parents need not have putrchased these items nor ensured that their child's bike is in
working order. Such setups can of course be used as the basis for off-street-only or on-street education.

Bike Club Rides and Classes - Most recreational bicycle clubs have scheduled rides. Adult and teen cyclists can
gain on-street experience in a group setting on these rides, though there is no guarantee that the ride leader or
participants understand the principles of safe and legal bicycle driving. Several ride leaders of local clubs have,
however, taken Effective Cycling or other classes.

Youth "Earn A Bike" and bike repair programs - Many organizations around the country have created
programs which offer disadvantaged youths the opportunity to "earn a bike" by learning repair skills and using them
to fix up donated or abandoned bicycles. These programs help give kids an alternative to gang activity and petty
crime, and an opportunity to learn useful work skills. They do not typically include bicycle driver education
instruction, but are a potential channel for it. Related options include after-school and drop-in bike repair clinics.
The Youth Bicycle Education Network (YBEN) is a national resource group for such operations. (www.yben.org)
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"Trips for Kids" Programs - Organized rides for children, usually of middle school age or above, can provide a
teaching opportunity. This Marin County-based non-profit organization provides materials, moral support and
inspiration to help disadvantaged youths discover the joys of mountain biking.

Police Cyclist Training - Bicycle-mounted patrol forces now number in the hundreds across the country; Police
Cyclist training is offered by two organizations; one is IPMBA, the International Police Mountain Bike Association.
Such training may encompass an entire week, and is equivalent to an Effective Cycling course combined with high-
performance maneuvering and police techniques such as pursuit, rapid dismounting, situation control, and disarming
of offenders.

Promotional Programs

Helmet Giveaways - Many public health agencies and city police departments offer free or discounted helmets to
children and parents, often at bicycle rodeos. Another strategy is to offer free helmets as an incentive to sit through
a bicycle safety presentation.

National Bike Month / Bike To Work [School] Day - The month of May is National Bike Month, during which
Americans are encouraged to ride a bike at least once. The third week is typically when cities and other jurisdictions
hold Bike To Work Day promotions, often on Tuesday. In recent years this promotion has been expanded to Bike
To School Day as well. California's statewide Bike To Work Day promotion is coordinated by the California Bicycle
Coalition (CBC), based in Sacramento (www.calbike.org).

Walk Our Children To School Day - The growing movement to restore and improve pedestrian safety and
"walkability" in neighborhoods and cities has spawned a worldwide event devoted to encouraging parents to walk
with their children to school. International Walk To School Day occurs in October. For information contact
http://www.walktoschool-usa.org.

Street Fairs with Attended Bike Parking - Bicycle transportation advocacy groups work with event promoters to
offer free guarded bicycle parking at street fairs and athletic events. These groups usually offer informational
pamphlets about bicycle driving and safety at their tables. For how-to information contact East Bay Bicycle
Coalition at http://www.ebbc.org.

"Charity" Rides - Many charity campaigns have organized walking and cycling events to raise funds through mileage-
based pledges. These events are so far untapped as opportunities for street cycling education, but could provide an
opportunity if pamphlets or other materials were supplied to the organizers.
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TARGET AUDIENCES

Target audiences are divided into cyclists and non-cyclists, and subdivide cyclists by age level because of the diverse
readiness levels involved.

Audience: Child Cyclists

Children begin to bicycle by learning handling skills: balancing, steering, braking, turning, safe starting and stopping.
Many kids quickly become competent bicycle riders, but until about third grade (age 9 or 10) they are not ready to
become independent bicycle drivers on the street; they lack the attention span, peripheral vision, and understanding
of consequences requited to operate in traffic. They can, however, learn essential "pre-driving" skills such as
checking over each shoulder while steering straight. They can also experience cycling on the street with parents in
well-controlled situations.

By third grade most children are ready to learn to bicycle on two-lane residential streets on pre-selected routes to
and from school. They should be taught the basic rules of the road in conjunction with hands-on (on-bike)
instruction. By the end of fifth grade they are typically ready to learn the skills required for longer trips to middle
school, involving distances up to two miles, four lane streets with moderate traffic, and busier intersections. The
middle school transition provides a "teachable moment" for this knowledge. By seventh grade, most children can be
taught to safely handle most streets and traffic flows.

Programs directed at children are best handled by schools or day care centers, but are often compromised by the
time constraints of school curriculum and the unfamiliarity of instructors with sound bicycle driving principles.
"Citation alternative" classes provide an "after the fact" way to reach youths who are using bicycles but not
following the rules of the road.

Bicycle Helmets

Bicyclists under the age of 18 are required by California state law to be wearing a properly fitted and fastened bicycle
helmet. Before 1994 when this law went into effect, over 25% of bicycle accidents involved head injuries. Of these,
more than one-half were life-threatening. Many communities have developed special programs to encourage the
purchase and use of bicycle helmets. Helmet companies and bicycle shops have offered discounts for community
and school programs to provide helmets at little or no cost.

Audience: Adult Cyclists

Few materials and programs exist that focus on the adult rider, with the exception of Bike Ed. Most adult bicyclists
have not had any formal bicycle education in childhood outside of learning the basic mechanical skills. At the same
time, there are misconceptions, myths and outdated advice that further challenge adult bicyclists' safety. For
instance, some believe a bicyclist should ride facing traffic, and many bicyclists bike at night without the required
headlights and reflectors. Bicycle education programs developed for the adult cyclist need to educate cyclists about
bicyclists’ rights and responsibilities on the road and techniques for sharing the road with motorists. In addition,
publicizing typical behaviors that cause accidents help bicyclists avoid common crashes.

Most unsafe bicycle riding occurs simply because the violator does not know the laws. Educating non-English-
speaking cyclists poses an additional barrier. The American Automobile Association (AAA) has numerous
brochures in English and Spanish on the vehicle codes. Recently, the City of Half Moon Bay implemented an
aggressive program to educate their Latino/Hispanic communities in response to several bicycle accidents and three
fatalities. Spanish-speaking police officers stop cyclists who are riding on the wrong side of the road or at night
without a light. Instead of issuing a citation, the officer explains the relevant laws to the cyclist, distributes
information brochures in the cyclist’s native language and, when the cyclist is riding at night without a light, gives
them a free light and tells them how to use it correctly. This form of education works because it addresses the
problem directly and, in the case of the free lights, the recipient is excited about receiving free equipment. In
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addition, the Half Moon Bay Police Department also works through employers. Spanish-speaking police officers
give bicycle-safety presentations at large nurseries that have a number of Spanish-speaking employees.

The Bike Ed course by the League of American Bicyclists (LAB) would serve the public need for cycling education
and can be offered at work sites, bike shops, bike clubs, schools, churches and community centers. Promotional
events also provide an opportunity to enhance bicycle education and encourage motorists to share the road. While
it is often difficult to get adults to attend classes, community events such as charity bike rides, bike fairs and bicycle
rodeos are useful in attracting adults and families in more recreational surroundings. Since most adult cyclists are
also motorists, they can also be reached through programs discussed in the next section.

Table B - 1: Bicycle Education Programs for Cyclists

Audience Relevant Bicycling Knowledge and Skills
Child cyclists, Pedestrian skills: stopping, looking, crossing, waiting, alertness
Grades K-2 Helmet use and promotion (all ages)
Basic bicycle control and handling (mounting, dismounting, balancing, starting, stopping, turning,
braking)
"Pre-driving" skills: Shoulder checks, driveway "rideout" hazard, eye contact
Child cyclists, Opportunity: Start of 3™ grade, when most children can be taught to safely bike to elementary
Grades 3-5 school along quiet neighborhood streets.

Rules of the Road: Riding on the right, yielding, stop signs and signals, shoulder checks, lateral
position changes, safe turns at intersections. Conspicuity, hand signals. School commutes on
prearranged routes

Child cyclists, Opportunity: Summer transition between 5™ and 6™ grade, when most children are ready to learn
Grades 6-8 the additional skills for commuting to middle school on routes that involve somewhat busier
streets.

Intermediate Rules of the Road: Positioning at intersections by destination, where to ride on busier
streets. Emergency braking and obstacle avoidance.

Compliance with Vehicle Code regulations

Child cyclists, Compliance with Vehicle Code regulations including equipment
High school Encouragement of bicycle use as a practical transport mode for work and errand-running trips
Adult cyclists Compliance with Vehicle Code regulations including equipment

Knowledge of real and perceived safety hazards and how to reduce risk
Human performance and practical and enjoyable cycling

Where and how to ride on various types of streets and lane widths.
Local route and hike/transit options
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Audience: Motorists

Motorists are probably the most difficult group to reach with bicycle education. Existing motorist-oriented
programs typically reach their intended audience only at specific points. Some amount of bicycle education is
distributed during driver education courses, driver licensing exams and traffic schools for violators, but these events
will only occur once every several years and are generally felt to be ineffective in changing driving behavior.

Public awareness campaigns are most useful for educating motorists on how to safely share the road with bicyclists,
while at the same time reminding bicyclists of their rights and responsibilities. Media campaigns, community events
and family activities can be useful in raising awareness regarding bicycle/motorist safety. For example, many cities
distribute information on sharing the road with bicyclists in its utility bills. In addition, parents who attend bicycle
education events with their children may learn something themselves about bicycle/motorist safety that can help to
reinforce the safe-cycling of their children.

Audience: Law Enforcement Officials

The most common violations causing accidents are cycling on the wrong side of the road, failure to stop at stop
signs and signals, cycling at night without lights, or behaving unpredictably while proceeding down the road.
Consequently, enforcement should be viewed as an integral part of the bicycle education program and as the most
effective way to reduce the frequency of bicycle/automobile accidents.

In order for a bicycle traffic enforcement program to work effectively, officers need education on how best to
approach an offender and what violations should be earmarked for enforcement. Such training is available through
the Office of Traffic Safety and is best if it is provided to the full police force. The bicycle fine structure should be
reviewed periodically to ensure that fines are not excessive. Since 1994, with the passage of AB 669, cities have had
the discretion to reduce fines for infractions of the vehicle code incurred by bicyclists. It has been found in cities
throughout California that a reduced fine structure has simulated enforcement of bicycle violations.

Several local police department have recently implemented a program “Bicycle Diversion Training” to integrate
bicycle safety education with citations. When given a ticket for illegal (unsafe) riding, a cyclist must attend safety
training in lieu of paying a fine or appearing in court. This may be accompanied by a media campaign to inform
residents that bicycling offenders will be cited. This program may target juvenile offenders or may also include
adults. Juvenile offenders are required to attend a safety class with their parents, thereby providing the opportunity
to educate both children and adults.

To enhance the observance of the traffic regulations by bicyclists, this plan encourages a Police Department bicycle
patrol. Throughout the country, many cities have demonstrated the effectiveness of community-based policing
utilizing bicycles in place of patrol cars. Cleatly, an officer on a bicycle can speak with greater authority about unsafe
cycling practices and code violations committed by bicyclists.
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Table B - 2: Bicycle Education Programs for Non-Cyclists

Audience Relevant Bicycling Knowledge and Skills, or Messages

Parents and child-care Helmet fitting and adjustment
providers Basic bicycle fit and safety check

Knowledge of common child cyclist errors, on and off streets

Knowledge of children's' limitations in perception, attention, and ability to understand
situations

Motorists Recognition of cyclists' right to use the road as drivers

Understanding, anticipation and avoidance of common cyclist mistakes
Understanding and avoidance of common motorist mistakes

Law Enforcement Recognition of cyclists' right to use the road as drivers
personnel Knowledge of Vehicle Code sections regarding cyclists, including often-misinterpreted

provisions such as "as far to the right as practicable", legality of occupying a traffic lane, and
vehicular left turns

Knowledge of common motorist errors and violations which obstruct and endanger cyclists,
especially right-of-way violations

Knowledge of non-moving-violation issues related to cyclist safety, such as improper car
parking, and obstruction of bike lanes

Community Promation of cycling as healthy and clean transportation.

Acknowledgement of cycling as a first-class transportation mode, and of cyclists as bona-fide
users of the public streets.

Audience: General Community Awareness

The following programs are designed to increase community awareness as to the benefits and opportunities for
bicycling. Many of these programs are sponsored by employers and targeted to their employees. In many
communities, the city government has taken the lead on providing programs as an example to other employers.
Programs are designed to impart the following messages.

Identify Benefits of Bicycle Commuting

Map - Publish a map of bikeways in Fresno and adjacent communities with safety information on bicycles
and other needed equipment, where safe and secure bicycle parking is located, where bike shops are located,
and the available transit-access options. (add to high priority projects)

Informational Materials — Publish a “Bicycle Commute Info Newsletter” with information on bicycles
and other needed equipment for bicycle commuting, safety and effective-cycling information and notices of
upcoming bicycle events.

Bicycle Club - Start a bicycle commuter club and information network to advise potential bicycle
commuters of their best commute routes, to locate expetienced bicycle commuters in their area (“Bicycle
Buddies”) who are willing to assist and escort them during their first bicycle commutes, and to find out
what events and activities ate coming up.

Bicycle Safety Demonstrations — Hold demonstrations during the lunch hour on safe-riding, how to
bicycle commute, and bicycle repair. The City, local businesses, local bicycling clubs or advocacy groups
can sponsor these events.
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Bicycle Commute Competition — Hold a competition between city departments and agencies to
determine who has the most bicycle commuters during a week.

Media Campaigns — Television and radio public service announcements can help reach a broad audience.
A weekly bicycle newspaper column can discuss local bicycling news as well as advertise upcoming events.

Bicycle Hot Line — Telephone Hot Line for reporting potholes, missing bike route signs or other bicycle-
related hazards. The system could also be expanded to provide bicycle news on upcoming events. Also
provide comparable service on the World Wide Web.

"Fresno Bicycle Safety Week" — Develop a week-long event to promote the benefits of bicycling to a
citywide audience. Include activities in the schools as patt of the program. This event can culminate in a
"Fresno Fun Ride", one evening bringing together all the patticipants.

City Bicycle Rides - To maintain interest and attention on bike commuting after the "Bicycle Safety
Week" is over, a monthly or quarterly City ride could be organized. These rides should be supervised and
designed with clear safety guidelines and a pre-determined route. A Bike Day could be instituted once a
month when everyone is encouraged to use a bicycle for that day’s trips. Alternatively, a ride could be
organized with a popular Fresno personality, like a writer or athlete.

Bike-To-Work and Walk-Your-Child-To-School events — Plan bicycling and walking events that
coincide with these national events.

Provide Incentives for Bicycle Commuting

Bikeways - Implementation of the bicycle network in this Plan will be critical to a successful
encouragement program. Bicycle route maps and identifiable route signage systems are also necessary to
support the route network.

Parking — Secure and protected long-term parking must be provided. Options include bicycle lockers,
bicycle storage rooms, attendant parking or allowing bicycles into the workplace.

Cash Incentives — There are many types of cash incentives which can be used to encourage bike
commuting. The cost of these programs can be mitigated by soliciting sponsorships from stores,
restaurants and other retailers. They include:

- Cash dividends for each day of bicycling, similar to a transit subsidy;

- Monthly drawings for prizes;

- Mileage reimbursement for city business travel by bike; (policy in place)

- Discount coupons or credit at bike stores, restaurants or other retail businesses;

- Bike purchase financing;

- Parking cash-out program.

Convenience Incentives — One of the major obstacles to bicycle commuting is the perceived
inconvenience factor. The following list of programs addresses these concerns.

- ‘Guaranteed Ride Home’

- Fleet bicycles for business travel

- Trial commute bikes

- On-site bicycle repair kits

- On-call bicycle repair services

- Flex hours

- Showers and locker rooms (or gym membership)

- Relaxed dress codes
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Support and Applaud Bicycle Commuting

® "Ride with an Elected Official" — Sponsor a ride for city employees with an elected official and/or
department heads to demonstrate their support and enthusiasm for bicycle commuting. (add to high
priority projects)

® Special Programs — Organize Fresno bicycle commute events for city employees to coincide with regional
and national events such as Bike to Work Day, Beat the Backup Day, Earth Day and Transit Week.

® ‘Dare to Spare the Air Campaigns - Continue and expand ‘Dare to Spare the Air Day’ programs to
include more participation by employers with incentives to bicycle commute.

® Bicycling Map — Prepare a map of existing bikeways for distribution to the general public. Cost of this
map can be offset by selling advertising to local bike shops, health clubs and other bicycle-friendly
businesses. Include information on safe bicycling, rules of the road and tips for bicycle commuting.

The City of Fresno could encourage other Fresno employers to organize bicycle commute programs of their own.
An employer resource kit could be provided to each interested employer. The kit could include:

® Text for a letter from the CEO/President explaining the Bicycle Commute Program and urging his/her
employees to consider the bicycle when making commute choices.

® Articles about bicycling as a great commute alternative. These stories can be used in company newsletters,
as all-staff memos, bulletin board fliers, or any other outreach method in place at the company.

® A list of programs and events for use in the company’s program. The list will provide details of existing
events as well as new programs that could be implemented. City-sponsored events should be included in
this list.

® A resource list detailing sample bicycle promotion programs, resource centers for bicycle promotion
assistance, and local bicycle clubs. This list will be invaluable for companies which may not be aware of the
benefits of bicycle commuting.

® Route maps showing the best bike commute routes in Fresno to the particular employer’s work site could

be distributed and/or posted.

® Bicycle Safety and Road Sharing Brochures developed through the education program earlier in this
chapter.

® Sample bicycle promotional items such as T-shirts, water bottles, etc.

® Listing of local bicycle stores where employees can find the correct equipment for their bicycle commute.
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RESOURCES

Bicycle Education Videos

Chicagoland Bicycle Federation has a library of VHS tapes covering a variety of bicycling and walking subjects
including child and youth bicycling safety, adult bicycling safety, bicycling encouragement, and motorists sharing the
road. For information, go to http://www.biketraffic.org/.

Getting There By Bike (TRT 20 minutes, for adults and older-teens)
Pedal Smarts (TRT 15 minutes, for middle-school age)
The Bicycle Zone (TRT 12 minutes, for elementary age)

Jeanne LePage, a professional videographer who was formerly the bicycle coordinator at the University of
California, Santa Cruz, created these three videos. The videos each present bicycle driving principles and helmet
use, with running times and themes tailored for their respective age groups. All three are notable for their
multicultural casts and a "What if Cars Didn't Follow Any Rules" cartoon segment. "Getting There" features actors
of diverse ages including an older woman motorist character who offers both cyclist and motorist perspectives. The
videos are available through Transit Media, 22-D Hollywood Ave, Ho-Ho-Kus, NJ 07423. Telephone: 800-343-
5540.

Trucks and Bicycles: Sharing The Road (TRT 20 minutes, for adults, older teens, and professional
drivers)

The American Trucking Association (ATA) created this excellent (but unfortunately out-of-print) video. Its narrator
and main actor is a real-life bicycle racer and professional truck driver. The running time is split evenly into cyclist
and trucker viewpoints; both segments offer technically sound driving, handling and passing tips. For more
information go to http://www.truckline.com.

Curriculum and Programs to Buy

Effective Cycling curriculum developed by John Foreseter focuses on cycling in traffic, enjoying cycling and
understanding and working for good cycling policy. For information go to http://johnforester.com.

League of American Bicyclists BikeEd program — Different courses to suit the needs of any and every group.
Includes courses for introductory to advanced bicyclists, children, bike commuters, and motorists. Trained League
Cycling Instructors (LCI) can be found throughout California.

http://www.bikeleague.org

Canbike (Canada) — Developed by members of the Canadian Cycling Association using John Forester’s book,
Effective Cycling. Includes courses for adults, children and advanced bicyclists.
http://www.canadian-cycling.com/English /programs/canbike/canintro.htm

Contacts

National Center for Bicycling and Walking
http://www.bikewalk.org

Bicycle Safety Education Resource Center of Federal Highway Administration
http:/ /www.bicyclinginfo.org/ee/fhwa.html

Youth Bicycle Education Network
http://www.yben.org
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International Bicycle Fund - A non-governmental, nonprofit, advocacy organization, promoting sustainable
transport and international understanding. Major areas of activity are non-motorized urban planning, economic
development, bike safety education, responsible travel and bicycle tourism, and cross-cultural, educational programs.
http://www.ibike.org

Trips for Kids
http://www.tripsforkids.org

International Police Mountain Bike Association
http://ipmba.org

Federal Highway Administration’s Bicycle and Pedestrian Program Office — responsible for promoting bicycle and
pedestrian transportation use and safety.
http:/ /www.fhwa.dot.gov/environment/bikeped/index.htm

League of American Bicyclists (LAB) - The League of American Bicyclists is the oldest bicycling organization in the
US. It works through its members to promote better education and better facilities for bicyclists
http://www.bikeleague.org/index.cfm

Pedestrian and Bicycle Information Center (PBIC) - The PBIC is a clearinghouse for information about health and
safety, engineering, advocacy, education, enforcement and access and mobility.
http://www.bicyclinginfo.or

Probicycle - Probicycle focuses on vehicular-style riding, education and training, and bicycle advocacy.
http://probicycle.com

Association for Commuter Transportation — Association for professionals who specialize in commute options and
solutions as well as organizations, businesses and individuals interested in creating a more workable transportation
system.

http://tmi.cob.fsu.edu/act/main.as

31 Ways You Can Promote Bicycling by Bicycle Alliance of Washington
http://www.bicyclealliance.org/resources/promote.html

Cascade Bicycle Club — Very active cycling club involved with education, advocacy and events.
www.cascade.org
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