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A
Mobility and Transportation

Preliminary Workshop Discussion Draft of the
City of Fresno General Plan Update

The Mobility and Transportation Chapter is one of the many Elements noted below that when
combined will ultimately comprise the Draft Fresno General Plan Update, anticipated to be
released as a comprehensive document for public review and formal comments in March-April

2013, ¢X

Urban Form, Land Use, and Design Element N\
Mobility & Transportation Element § O
Parks, Open Space and Schools Element <§\
Healthy Communities Element N\

Historic and Cultural Resources Element v
Resource Conservation and Resilience Element

Public Utilities Element and Services Element ()‘

Noise and Safety Element \

Economic Development and Fiscal Sustamablht

Implementation Element

Housing Element 0«»
r

This version of the Mobility and Tragsp ation Element is a Preliminary Workshop
Discussion Draft of the City of Fresn %’lan Update, intended for introduction to the
public, with a request for pubhc revle an& ments to be received via emails, letters, and oral
presentations as part of a series of work W1th the City of Fresno Planning Commission and

other community engagement me Qscheduled through February — March

The purpose of the Mopili } Transportation Element is to provide an efficient, multi-modal

transportation sys that will meet the needs of all residents throughout the planning period.
The Element is “on a fundamental philosophy that travel needs can be met through a
comprehensive gpregram of transportation planning, land use planning, and growth management
strategies, This ‘Element includes objectives and policies for all modes and all users of streets and
highways, it, sidewalks and trails, and bicycle transportation modes, as well as goods
movemefit,Strategies.

This Element has a strong connection to the Urban Form, Lland Use, and Design Element, as the
intensity, type, and location of land uses directly affects demand for transportation, and the idea
of complete neighborhoods and pedestrian-oriented shopping districts must be supported by a
well-connected system of complete streets, transit, pedestrian and bicycle networks. A good
transportation system also is critical to achieving the economic goals of this General Plan. Issues
of transportation and connectivity also influence issues in other elements, such as supporting
healthy communities, a resilient city, fiscal sustainability, improving air quality, access to police,
fire, and medical services, and the ability to go for a walk. The appearance and function of public
roadways is also one of the major components of a city’s character and functionality, and one of
the City government’s main investments in the public realm and sense of place of its community.

This element is organized as follows:
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Strategic Initiatives
Roadways and Automobiles
Bikes and Pedestrians
Transit

Objectives and Policies
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RELATIONSHIP TO GENERAL PLAN GOALS

The Mobility and Transportation Element supports a number of General Plan goals, in
particular the following:

1. Increase opportunity, economic development, business and job creation.

Use urban form, land use, and Development Code policies to streamline permit approval, promote local
edncational excellence and workforce relevance, significantly increase business development and expansion,
attract and retain talented people, create jobs and sustained economic growth, strategically locate employment
lands and facilities, and avoid over-saturation of a single type of housing, retail or employment.

3. Emphasize conservation, successful adaptation to climate and changing resource
conditions, and performance effectiveness in the use of energy, water, land, buildings, natural
resources, and fiscal resources required for the long-term sustainability of Fresno.

9. Promote a city of healthy communities and improve quality of life in existing
neighborhoods.

Emphasize supporting existing neighborhoods in Fresno with safe, well maintained, and accessible streets,
public utilities, education and job training, proximity to jobs, retail services, and health care, affordable
housing, youth development opportunities, open space and parks, transportation options, and opportunities for
home grown businesses.

11. Emphasize and plan for all modes of travel on local and major streets in Fresno.

Facilitate travel by walking, biking, transit, and motor vebicle with interconnected and linked neighborhoods,
districts, major campuses and public facilities, shopping centers and other service centers, and regional
transportation such as air, ratl, bus and highways.

13. Emphasize the City as a role model for growth management planning, regional
cooperation, collaborative planning, efficient processing and permit streamlining, public-
private partnerships and shared financing, sustainable urban development policies,
environmental quality, and a strong economy, and work with other jurisdictions and
institutions to further these values throughout the region.

Positively influence the same attributes in other jurisdictions of the San Joaquin 1 alley —and thus the potential
Jor regional sustainability - and improve the standing and credibility of the City to pursue appropriate State,
LAFCO, and other regional policies that would curb sprawl and prevent new unincorporated community
development which compete with and threaten the success of sustainable policies and development practices in
Fresno.

14. Provide a network of well-maintained parks, open spaces, athletic facilities, and walking
and biking trails connecting the city’s districts and neighborhoods to attract and retain a broad
range of individuals, benefit the health of residents, and provide the level of public amenities
required to encourage and support development of higher density urban living and transit use.

16. Protect and improve public health and safety.!

~,

I'The commentary in italics following certain goals is not part of the goal itself, but is instead advisory language intended to
further discuss and clarify the goal to help guide the objectives of this General Plan
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STRATEGIC INITIATIVES

Fresno has an effective and well-planned transportation system that is one of the strengths of the
city. However, looking ahead, the city has unmet transportation needs, and a “re-think” is needed
about how to meet them, given emerging concerns about urban form and economic development,
performance measures for multi-modal planning, fiscal realities, and environmental considerations
as well as the State mandates that the concept of “complete streets” be integrated into the local
general plan. How all of these ideas can be brought together is the focus of this section.

COMPLETE STREETS

The California Complete Streets Act requires general plans updated after January 30, 2011 to
develop a plan for a multi-modal transportation system. The goal of the Act is to encourage cities
to rethink policies that emphasize automobile circulation and prioritize miggor vehicle
improvements, and come up with creative solutions that emphasize all modes of%‘@prtarjon.
Complete Streets design has many advantages. When people have more tranﬁlt) i0n options,
there are fewer traffic jams and the overall capacity of the transportationtne increases.
Additionally, increased transit ridership, walking, and biking can rec{{%\}oﬂurjon, energy
consumption, and greenhouse gas emissions, while improving the overall travel experience for

road users. 0

Specifically, the legislation requires roadways to be desigfied(to accommodate all users and
provide a balance of the multiple uses. Users could include orists, pedestrians, bicyclists,
children, seniors, individuals with disabilities, and use o blic transportation. Each street
segment is not required to be complete street on its o er all streets within the system as a
whole must be considered. However, major thoroughfarcs such as Fresno’s arterials are among
those roadways that should be complete streetsf alogte’ their entire length. The only exception
would be if an immediately proximate roadwa‘ea ered a faster, safer, and more convenient route,

such as a bike boulevard running paral%& traffic corridor.
\

While there is no standard design temN‘eﬁor a Complete Street, it generally includes one or
more of the following features: b& e lanes, wide shoulders, plenty of well-designed and well
placed crosswalks, crossing isla propriate midblock locations, bus pullouts or special bus
lanes, audible pedestrian‘si&n\ éwalk bulb-outs, center medians, and street trees, planter
strips and ground cover. G ml*: Streets create a sense of place and improve social interaction
due to their emphasis @ uraging pedestrian activity. The street sections presented in this
ctestreets designs.
4

element represent %

USING PE!{@\ INCE STANDARDS FOR MULTI-MODAL SYSTEMS
A\

The Ci&’sﬁcutrsnt method of evaluating roadway performance needs to be updated to bring it in
line with st practices” for transportation planning and the Complete Streets legislation and
align with General Plan goals for a multi-modal system. The current performance criteria dictate
the number of street lanes constructed in order to prevent traffic congestion from exceeding a
certain level, without consideration of other transportation modes that also should be
accommodated. Issues with the City’s traditional approach to roadway performance include:

e The current “one size fits all” approach that treats all areas of the city the same;

e The absence of other modes of travel—walking, bikes, transit—from the criteria; and

e The City’s past practice of giving relatively high priority to vehicle travel level of service ,
which emphasizes keeping traffic congestion low but require a roadway system that is
expensive to construct and maintain, which distorts the land development market and is
not consistent with the General Plan’s urban form concepts.
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SYSTEM CAPACITY DESIGN

Related to the City’s high performance standards, Fresno’s roadway system is built to handle a
very short peak period of usage. The City does not have a full rush “hour” but rather a peak 15-
minute period. Similar to a giant parking lot built to accommodate shoppers on the busiest day of
the year only, but which is almost empty most of the time, the street system is designed for a very
small portion of overall demand.

This approach does create minimal traffic congestion even at peak times, but results in an over-
supply of capacity the majority of the time. It also requires a large amount of land to be devoted
to streets, using up land that could be used for residential and commercial development, parks,
schools and civic facilities, creates environmental impacts, and discourages travel by other
modes—which paradoxically increases the amount of traffic on Fresno’s streets. It is also
expensive for the City to maintain this robust roadway system. e

&

MAKING USE OF EXCESS CAPACITY \v

€0 the recent

Fresno’s existing street system has excess capacity in several key

construction of the freeway system. The City can take advantage of tlg situation by promoting
denser development on these streets, which will make the most efficient u$ an existing public
resource, increase opportunities for economic development and pr@ values, and encourage a

diversity of development types. ( ) N
..\

COMPREHENSIVE CONNECTIVITY to
Fresno has transportation facilities that meet all g'(\)f circulation, but the systems for
pedestrians and bicycles are largely incomplete. In eas of Fresno, there is also difficulty in

getting from one neighborhood to another, and t%a stores, services, and public facilities such
as schools and parks, by any means othet t}m ate automobile. Completing these citywide
networks will encourage faster and sim utes for work, errands, and recreation.

A well-connected street system, with m}x%tersecuons and relatively short blocks, also offers a
choice of routes and enables mo ct connections. At the neighborhood scale a street grid
facilitates walking, as conveni direct routes are very important to pedestrians. What is
good for walking is also go&ns‘it in a well-connected street system, buses can travel along
routes easily reached on_foet fftem the neighborhood interior. At a district or city scale, a grid
provides ideal condmon‘ Q robust bicycle network. Cyclists prefer direct routes with moderate
or low auto traffic; eeting both these descriptions can only be found in a system where

streets connect actoss not only within neighborhoods. Critically, a connective pattern is good
for automobilef traffie. With many routes to choose from, cars are able to distribute across the
system raghefit relying on a few arterials. This is also a valuable component of safe and

efficient,emergency vehicle response.

PARKING AND GOODS MOVEMENT

Fresno does not have any particular issue with parking and goods movement, but faces similar
concerns of many other cities, which is ensuring adequate infrastructure and logistics to keep the
costs of economic development low, while simultaneously aiming to improve visual appearance,
the safety of walking and biking, and reduce the costs of road maintenance. The reliance of both
inter-regional and local goods movement on Highway 99 is an important issue for both Fresno
and the San Joaquin Valley, and plans for future development need to avoid loading unnecessary
personal traffic onto this crucial corridor when possible.
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ROADWAYS AND AUTOMOBILES

The City and County public roadway network, together with State highway routes, comprise the
predominant transportation infrastructure in and around Fresno. Although this network primarily
serves travel by private automobiles it also accommodates persons travelling by all modes as well
as the distribution of goods and services. Streets and highways are also the most widespread
element of the public realm, constitute a prominent urban form defining feature, and establish a
common environment and image of the city.

Automobile travel has been the main emphasis of transportation planning and is the dominant
mode in Fresno. According to Fresno COG’S Travel Demand Model about 91.2 percent of the
total average daily trips beginning or ending in the County are made by private auto. About 7.41

percent of the daily average trips are made by walking and bicycling and less than one percent
(0.86%) use transit.

In Fresno, the roadway system configuration has been primarily based on monal grid
pattern. The oldest part of the city (the traditional downtown area) is an ur ang r1 ented to the
Burlington Northern Santa Fe (BNSF) Railroad alignment that traverse{‘ Yoaquin Valley in
a northwest to southeast direction. Outside of this area the grid shifts’'to a north-south
orientation. Almost all of the arterial and collector (major) streets withig the metropolitan area are
regularly spaced at half-mile intervals. This major street pattern h ‘@modiﬁed in past several
decades to include several curvilinear and diagonal alignments ’e‘fghborhood street patterns
sometimes deviate from the grid pattern. \

Opver time, Fresno’s street circulation system and develog\gn form have also been framed by
limited access State highways that traverse the city. Stafc Route 99 traverses the city from
northwest to southeast, connecting Fresno to affie mmunities throughout the central and
southern San Joaquin Valley. State Routes 41andn80 bisect the city north-south and east-west
. . . \ g . .
connecting Fresno to Yosemite and Ki ‘1@ National Parks, respectively. State Route 168
links Fresno to Clovis and Sierra Nev&c&e ional attractions at Shaver and Huntington Lakes
to the northeast. The construction of t fﬁeway system removed a substantial amount of the
“through” traffic from the local r etwork (Blackstone Avenue, Golden State Boulevard,
Kings Canyon Road, etc.), freei %ﬁjaclty on the local streets.

ROADWAY SYSTEM \\

Figure MT-1, th 1rcuat10n Diagram, designates the planned roadway network of the
General Plan. Th eﬂ roadway system focuses primarily upon major streets which include
the express er-arterial, arterial, collector and connector streets. For some roadways,
especially at are not yet developed with urban uses, the diagram indicates the future and
not th resen character of the road. The construction of planned major streets occurs during the
course general plan’s implementation through the execution of the City’s capital
improvements program utilizing funds from a variety of sources. In addition, portions of major
streets are constructed by private property owners and developers in accordance with applicable
property development standards.

STREET TYPOLOGIES

This General Plan update establishes a refined street classification system to categorize roadways
and other transportation facilities, as shown in Figure MT-1. Each classification reflects the
character of the facility as well as its function within the context of the entire transportation
system. Each classification has standards considering a facility’s relation to surrounding land uses,
existing right-of-way, accessibility via other roadways, and appropriate travel speeds. While
roadway classification types were originally based upon a priority given to vatrious types and
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lengths of motor vehicle tips, they now give substantial consideration to the accommodation of
multiple travel modes and trips (public transportation, bicycle, pedestrian).

This classification system will be used for engineering design and traffic operation standards; these
classifications may be modified for the growth areas described in the Urban Form, .and Use, and
Design Element (e.g., SEGA or the Westside Growth Area) based on specific master planning, if
approved by the City in the development review process.

Freeway: Multiple-lane divided (median island separation) roadways on adopted state route
alignments servicing through and crosstown traffic, with no access to abutting property and no at-
grade intersections.

Expressway — Suburban: Four- to six-lane divided (median island separation) roadways
primarily serving through and crosstown vehicle traffic, with at-grade major streetglu ersections
located at approximately one-half mile intervals and no driveways for direct moto cle access

to abutting property. m

Superarterial — Activity Center and Suburban: Four- to six-lan medlan island
separanon) roadways with a primary purpose of moving multiple mod%s\gf avel traffic to and
from major traffic generators and between community plan areas. A selegt number of motor
vehicle access points to adjacent properties or local streets betwee ajor street intersections
may be approved by the City of Fresno. Access points will Q}S be limited to right-turn
entrance and exit vehicular movements. Special circumstances 1 tify a median island opening

between intersections to allow left-turn movement from t perarterlal street to an adjoining
property or local street. O, 1

. L
Arterial — Activity Center and Suburban: Fou ix-lane divided (median island separation)

roadways with somewhat limited motor veh;gl aceess to abutting properties, and with the
primary purpose of moving traffic within ﬁ&&?een neighborhoods and to and from freeways
and expressways. In addition to major q ections, appropriately designed and spaced local
street intersections may allow left—turn m\ovents to and from the arterial streets.

Collector — Activity Center and%rbzm: Two- to four-lane undivided (opposing travel lanes
not separated by a median isla ays, with the primary function of connecting local streets
and arterials and neighberhee ffic generators and providing access to abutting properties.
Local street intersection %Botor vehicle access points from abuttmg propernes are allowed
consistent with the Clty eering standards and accepted traffic engineering practices.

Quarter-mile and omector. Two- to three-lane undivided roadways planned to provide access
to larger wi i‘l@ﬁ ed neighborhoods typically 40 to 160 acres in size and having a range of
residentidlMde and one or more supporting uses, such neighborhood setving recreational

open spac%c‘m)ol, civic, quasi-public and shopping,.

Local — Activity Center and Suburban: Two- to three-lane roadways designed to provide direct
access to properties, while discouraging excessive speeds and volumes of motor vehicle travel
incompatible with neighborhoods being served through the implementation of multiple well
connected routes and traffic calming measures. The alignments of future local streets are typically
not specified by the General Plan Circulation Diagram, but existing local streets may be depicted
for informational purposes. In specific circumstances local streets are designated where necessary
to assure adequate access and implementation of complete neighborhoods with well-connected
routes for motor vehicle, bicycle and pedestrian travel.

STREET DESIGN STANDARDS

Over the past 35 years the planned roadway hierarchy has shifted from being singularly focused
on the automobile and moving automobiles to a more complete multi-modal network. However,
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the relationship of street function to land use characteristics has continued to focus upon
ameliorating adverse impacts of traffic nuisances with landscaped setbacks, walls and parking
areas separating buildings from the street and sidewalk public realm. This system does not
adequately account for land uses along streets that may be more focused on pedestrians, bicycles,
and transit, as seen in the Downtown, activity centers, and intensity corridors. A new approach to
street classification must now be considered to account for the specific characteristics sought in
these areas.

The General Plan expands the roadway classification descriptions to include specific
characteristics, such as pedestrian realm, on-street parking, number of vehicle lanes, bike lanes,
and landscaped median, as shown in Table MT-1. Activity centers, defined in the Urban Form,
Land Use, and Design Element, represent areas of greater land use intensity located in close
proximity to each other in a manner which is particularly conducive to travel by walking, bicycling
and public transportation. The Suburban standards represent the also suppott,multi-modal
transportation and connectivity but are more similar to current roadway standards@{n les for
informational purposes are provided in an appendix to illustrate potential differenees in these

major street typologies which would ultimately be implemented through qt paration a
adoption of implementing Public Works Street Design Standards. < \ \
TABLE MT-1: ROADWAY CHARACTERISTIC MATRIX
Roadway Type Number of Bike Lanes Pedestrian Faci &\On Street Parking Median
Vehicle Lanes g d“
ACTIVITY CENTERS p ,
Superarterial 4106 Possible Sldewal Possible Yes
Arterial 2to4 Yes Sldw" Yes Possible
Collector 2-4 Yes Yes Possible
Local 2 Possible (or alter- ¢ alks Yes Possible
natively a Rou@
SUBURBAN J
Expressway 4106 No No Yes
Superarterial 4to6 Possibl D Possible No Yes
Arterial 4106 0 Sidewalks Possible Possible
Collector 2to4 Sidewalks Yes Possible
Local Yes Possible

2to3 \ l Peable (or alter- Sidewalks

natlvely a route)

Source: Fehr &K\m}ﬂﬂ
N
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STANDARDS FOR LEVEL OF SERVICE

This General Plan calls for the City to use a more flexible system of multi-modal measures or
indicators of “Level of Service” (LOS) provided by public roadways to evaluate current and
projected conditions and identify congestion points or deficiencies which need to be addressed in
planning for future improvements. Historically, LOS analysis has relied upon a conventional
perspective of the primary use of public streets by motor vehicles rather than considering all
modes of travel, including public transportation, bicycling and walking. This system provides a
ranking of the efficiency of a street segment or intersection with six categories ranging from “A”
(free traffic flow with individual vehicles virtually unaffected by the presence of other vehicles) to
“F” (forced, stop-and-go travel with the volume of vehicles substantially exceeding the capacity of
the street and often referred to as “gridlock”). (Refer to Definitions in Appendix)

Level of service is typically evaluated using a peak hour travel condition rather Sfa*n a_24-hour
average daily travel condition. However, in analyzing current and future projecte%&jons, City
traffic engineers acknowledge that there would need to be notable exceptionsffo 1 fiXed standard

where it would not be reasonably feasible to provide the sufficient ¢ ee th necessary to
accommodate projected traffic volumes at that level of service. N

v
Context-Sensitive LOS 0»

A 4

A more dense urban development pattern will focus traffic igt ge)vithin the urban core of the
city when compared to a less dense pattern where develo this located on the urban fringe.
However, a denser development pattern brings with it mel mode choices and can result in
more short trips and more trips made by bus, by bicyele or on foot, compared to a more
dispersed pattern. Thus, more compact infill devv*gp ent can tend to have a smaller impact per
dwelling unit on roadway level of service and_the,déinand for street widening and extension as
compared with more dispersed developui the urban edge. An example of this is the
congestion that currently occurs on Fr@N ring the AM and PM peak periods in northeast
Fresno due to low-density development on)the urban fringe, as compared to the low level of
congestion that occurs in the area unrﬁlde Tower District. The General Plan envisions that a
context-sensitive LOS system can veloped which will be more responsive to the City’s needs

and support achieving the urba oncepts of the Plan.
D 4

N N\
All-Day vs. Peak Pe&id\tbe

LOS is measured b& ogafﬁc conditions during the morning and evening peak periods. Good
or satisfactory cor*irj ns (“free flow” at LOS A to “tolerable delays” at LOS D) are ascribed to
roadways wher 5 &stion does not become acute even during rush hour. Meeting this standard
requires t&\iﬂcdon of roadways that provide far more capacity than is needed for most
hours of the day. Accommodating a LOS of D or better for vehicular traffic may necessitate six-
and eight- roadways with dual left turn lanes. These roadways then become extremely wide
and unfriendly for pedestrian and bicycle use. Responding to this problem, the General Plan sets a
direction for a complete streets system that will be more efficiently used. This may mean a greater
emphasis on distributing traffic across a more connective network, and a greater tolerance for
peak-hour congestion.

Multi-Modal LOS

As mentioned above, the General Plan proposes a balanced transportation system which serves
public transit, bicyclists and pedestrians as well as motor vehicles. This multi-modal system will
support more compact development patterns, which in turn will support other goals, including
farmland preservation and neighborhood walkability. Less reliance on the automobile is critical
for Fresno if the city is to improve air quality and reduce greenhouse gas emissions. A multi-
modal system will ensure mobility for all community members. Ultimately, a truly multi-modal
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system is more resilient from a transportation perspective, giving Fresno attributes it needs to
manage congestion over the long-term.

Fresno can create a transportation system that performs well for all modes, in part by measuring
performance with qualitative indicators for each mode based on inputs covering facility design,
facility controls, and volumes. This multi-modal LOS concept is illustrated in Table MT-3.
Implementing a multi-modal LOS standard would mean that environmental impact assessments
cannot propose traffic congestion mitigations that widen roads at the expense of walking and
bicycling—a result that ironically adds more traffic to streets since other travel modes are no
longer possible. A multi-modal LOS system will also help support the development of more
intense land uses where desired by permitting localized automobile congestion if walking, biking,
and transit systems operate at high levels.

TABLE MT-3: MULTI-MODAL LEVEL OF SERVICE INDICATORS x

LOS Transit Bicycle Peg tﬂ%’
(Good walk access to bus (Few driveway and cross (Low traffic vol es, wide
stops, frequent service, street conflicts, good bu ating sidewalk
good bus stop amenities.) pavement condition, ample from, traffic, numerous

A width of outside lane, street\trees, and high

including parking and bike Mng occupancy.)

Ianes.)
C‘
p \\

B
\o e
C c
D o
A
E C,
P

(Poor walk access to bus (Poor pave t condition, (High traffic volumes,

stops, infrequent service, n of outside lane, limited buffer separating

poor schedule adherence, frequent driveways and cross  sidewalk from traffic, few
F no bus stop amenities.) streets! street trees, low parking

occupancy.)

Source: Dowling Associates, 2010.
Q 4\\ e
N )
W
PN
>
AV
\ “’
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//”’” ~ TS

/ Performance Measures Recommended by the Sustainable \\
Transportation Council

v

1. Reduce Vehicle Miles Traveled (VMT). Reducing VMT frequently
involves providing more and better transportation options and improving
land use so that frequent origins and destinations are closer. Reducing
VMT improves prosperity by reducing private vehicle use and therefore
retaining in the local economy approximately 75% of money no longer
spent on fuel and vehicle wear and tear. Reducing VMT improves
prosperity by shifting trips that don't need to drive, preserving scarce
roadway capacity for trips that do need to drive. Reducing VMT helps

people by (usually) increasing walking, bicycle and transit use, all of y
which increase physical activity and therefore health. (l N

N
2. Prioritized Funding for Improvements to Areas That Have Reported m

Fatalities and Injuries. Reducing fatalities and injuries clearly helps o
people. Reducing fatalities and injuries improves prosperity by reducwﬁ ’\
unanticipated congestion, which can wreak havoc on trip reliability fo

freight and other high value trips. Reducing unanticipated congesaélgo
reduces braking, acceleration and idling, all of which reduc.e f I)‘
consumption and therefore greenhouse gas emissions. *\

3. Improve Travel Time Reliability. For high value trigs .ereight and
commute), predictable/reliable travel times are often more valuable to
users than improvements to average travel tlmg;d ing travel time
reliability helps prosperity by creating more _teh blé freight trips.
Improving travel time reliability helps pé %wmg them to avoid

wasting time by leaving early in ordefr t I'With unpredictable trip
times. It also helps reliability and peQ‘or nce of emergency response
vehicles. y

4. Improve Speed Conswﬁanroving speed consistency can help
reduce fuel consumptions, a measure based on speed, braking and
acceleration. Improv:o eed consistency helps prosperity by retaining
money in the _loca my by reducing fuel consumption, as well as
helping the pl N &ucing greenhouse gas emissions. 2

/////////

2 The example performance measures presented I the text box are for informational purposes only and are not considered to
be adopted by this plan.
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BIKES AND PEDESTRIANS

Fresno has made a strong commitment to improving non-motorized travel. The City established a
permanent Bicycle-Pedestrian Advisory Committee in 2010 and subsequently completed the
Bicycle, Pedestrian and Trails Master Plan (BPTMP). The General Plan supports the BPTMP’s
aspirations for a comprehensive bicycle and pedestrian facilities network consisting of sidewalks,
lanes, routes, paths and trails and identifies implementation strategies to achieve that vision. The
BPTMP identifies more detailed implementation strategies with cost estimates and prospective
funding sources, evaluates priorities of prospective improvements, and identifies a complete
inventory of both short-and long-range bicycle improvements.

PEDESTRIAN FACILITIES AND THE PEDESTRIAN REALM
Sidewalks Q\

The presence of sidewalks and the quality of the pedestrian realm is a critical f )}h’e ability
to walk around the city. Certain areas of Fresno lack continuous sidewalks, 1 destrians to
share road space with cars. The City began addressing this problem W1<1§ Neighborhood
Left Behind” program, which has since concluded.

Accessible Design 0

Most of the City was built before the federal Americans Wlt\g)blhues Act (ADA) required
streets to be accessible to persons in wheelchairs or Wltﬁgpmred mobility. The City made
significant progress in rebuilding sidewalks to add ¢ or accessibility ramps and will
continue striving to do so with a focus on areas with _theshighest pedestrian usage.

. C .
Comfort and Amenities - \d
In a typical neighborhood, continu s and ADA-compliant curb cuts may be
satisfactory to provide for pedestrlan veme t In areas where high pedestnan use exists or is
desired, a successful pedestrian envlron also requires street design that is comfortable and

attractive to people on foot.

While sidewalk capacity is w@raﬂy an issue, sidewalks should be designed to comfortably
accommodate people on {0 Seme of whom will walk in groups, use wheelchairs, push strollers
or delivery trolleys. T e@%lk should be ample enough to signal that walking is expected and
encouraged. Trees %ﬁ‘b provided at an adequate spacing, and placed to help provide a buffer
between cars and trians and shading in summer. On-street parking can be an important
supporting v providing an additional buffer between the sidewalk and vehicle travel
lanes anchan%& ant vehicle calming mechanism encouraging lower vehicle operating speeds.
Finallyssbenches, fountains, and other amenities help to make pedestrian use a reality and a
pleasure. 3

BICYCLE FACILITIES

Bicycle facilities consist of three types of classification, as follows:

e (lass I: Bicycle or multi-use (bicycle-pedestrian) path which is completely separated from
vehicle traffic and typically a 10- to 12-foot wide concrete/asphalt-concrete paved surface
with two-foot wide shoulders;

e (lass II: Designated on-street bicycle lane which is identified with painted pavement
striping and signing and is typically at least five feet in width; and

e (lass III: On-street bicycle route which is designated by signs and markings and utilizes
the paved surface shared with a low volume of motorized vehicles.
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Fresno now has approximately 167 miles of on-street striped bike lanes and 17 miles of trails or
paths, built over an approximately 35-year period generally beginning with adoption of the 1974
Fresno General Plan and the City’s first bicycle master plan.

Class I paths have been built within abandoned rail spur lines, municipal parkland, dedications
made adjacent to canals or expressways as a condition of property development and land along
the San Joaquin River. Due to an inability to resolve issues identified by the Fresno Irrigation
District, past efforts by the City to accomplish development of path or trail improvements along
canals within the urban area have only been successful where new development has provided
additional space adjacent to the canal. However, in the future the City will continue efforts to
resolve impediments and implement paths along canal alignments. .

PLANNED IMPROVEMENTS

. %
Pedestrian (o W

During the past five to 10 years, the City Council has made constructing imp, nts to meet
ADA accessibility requirements for public street sidewalks a City pri fesources have
become available, the City has also pursued the construction of rniss{;g segments of partially
completed bicycle-pedestrian paths. " 4

The following ideas for improving the pedestrian env1ronment(rgported by the objectives

and policies in this element.

e Continuous sidewalks will be required along p Qets within all new development.
Sidewalks or alternative pedestrian routes 6@1@0 be required within developments

which utilize private street access.

e New or improved pedestrian crosgln nd.additional safety features such as pedestrian
refuges raised or lighted cross g?% signals will be built, as funding is available, in
“pedestrian priority areas.’

e Where freeways and railroads creJ major barriers to pedestrian travel, overpasses may

be built as funding is avail %

e Lighting that prov1d‘si r’ ot and visibility to pedestrians will be a priority on streets
where pedestrian igh and on streets transitioning from a more auto-oriented to
more mixed- s ¢ Xter

e Connectivi &ments and/or maximum block size or block length standards will
apply to néy development to ensure pedestrian travel is supported.

. C{r! regs where walking is or has the potential to be most common may be identified
o forsthe implementation of improvements to promote a high-quality pedestrian
“perience. These areas might include arboretum corridors, main street commercial;

mixed use centers or corridors; transit corridors; and areas around schools, following the
“Safe Routes to School” model, which is addressed in the Healthy Communities Element.

Complete Streets and Multi-Model roadway measures and performance characteristics,
discussed elsewhere in this element, will also support greater walkability.

Bicycle

The City’s planned bikeway network will support significant increases in bicycle use. It strives to
ensure that major destinations are well-served by Class II bike lanes, well-marked Class III bike
routes are extended into neatly all neighborhoods, and an attractive system of Class I bike paths is
provided in new development areas and along key corridors where right-of-way exists. These
three bicycle transportation components are described more below.
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Separate Multi-Use Paths (Class I)

Bike or multi-use (bicycle-pedestrian) paths are completely separated from vehicle traffic (Class I
bikeways) and may be considered the most desirable type in terms of safety and comfort,
particularly by the casual bicyclist. New Class I bikeways should be included as part of master
planning for all new development areas, and should be developed in existing parts of the city
where opportunities to obtain right-of-way may exist which would provide meaningful pathway
connections.

Improved Bike Lanes (Class II)

Providing Class I facilities may not practical or cost effective in many parts of the developed
urban area, and not necessarily preferable in terms of convenience and travel utility. Bike lanes e
(Class 1I facilities) are the heart of the bicycle network and are to be accommodated along all
major streets in new development areas. They can often also be accommodated within already
developed areas with the reconfiguration of travel lanes and on-street motor vehic%ng Bike
lanes will have a minimum width of at least five feet whenever possible. Whil dequate,
bike lanes should be wider where space is available. They must be well sw‘ d marked.
Additional features that can improve bike lanes are: < \ \

e Bike priority boxes at intersections;

e Solid-color striping of entire bike lane, for visibility;

) 3
e Stripping of a bike buffer; and ”\C ’
e Barriers providing partial separation from vehicles, o

Improved Shared Bike Routes (Class Ill) \ o

Bike routes (Class I1I bikeways) which are identifie thh signage and lane markings indicating a
shared roadway has been particularly 1deﬂt1ﬁ appropriate for bicycle use , are like the
capillaries of the bikeway system. Class allow the bike system to provide critical links
even where roadways are constrained and t9 extend into all neighborhoods. Class III bikeways
will be expanded citywide and included iydew development. Safety is especially critical on Class
IIT bikeways, and improving marM%d signage should be a high priority.

Table MT-4 summatizesy I existing bikeway system compared to the planned bikeway

system in terms of mileaé thﬂity type.

TABLE MT-4: F"NETWORK

L Existing System Planned System Change
Facility Tyhe g (miles) (miles)
Class \\ 14 210 196
Class Il "3 113 616 503
Class Il 7 79 72

TRANSIT SERVICE

Transit is a term used to cover all forms of public transportation, such as buses and various forms
of rail (light rail, subways, heavy rail).

EXISTING TRANSIT SERVICE

The City operates Fresno Area Express (FAX), the city’s major provider of urban public
transportation services. The FAX fixed route conventional bus transportation system integrates
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with the City of Clovis’ fixed route system and together these systems potentially serve a
population of 650,000. The FAX fixed route system is comprised of routes that typically follow
many of the city’s arterial major streets, which are generally spaced with a one-mile separation.
The system currently includes 15 standard fixed routes of bus service and one express bus
connection between the Riverpark regional commercial center located at North Blackstone and
East Nees Avenues and Children’s Hospital of Central California located on Avenue 9 in Madera
County. Many routes converge on the Downtown and meet at the main transit center located on
“M” and Fresno Streets (County of Fresno’s Courthouse Park). Most of the FAX routes operate
at 30-minute frequencies, with four routes providing 20-minute frequencies during peak commute
periods.

A demand-responsive service, Handy Ride, provides for seniors and persons with disabilities. The
Fresno County Rural Transit Agency provides transit services to communities located outside of
the Fresno Clovis Metropolitan Area. In addition, the Fresno County Economic &portunities

Commission provides transportation for access to specific social services. W

The FAX bus system provides connections to the Amtrak passenger rail %\n and the
Greyhound bus station both of which are located in the Downtown. San Joaquin line
provides seven trains daily traveling both northbound to the San Fgancisco Bay Area and
southbound to Los Angeles. Greyhound has eleven daily buses to Los Angéles and five to San
Francisco. Intercity bus service is also provided by Orange Belt Sta@{\d Transportation Inter-

Californias. . N
~O
BUS RAPID TRANSIT (BRT) *o‘

A first phase bus rapid transit (BRT) system has heen, approved and funded to run along the
Ventura Street/Kings Canyon Boulevard and th?'B’ one Avenue corridors, meeting in the
Downtown. This system is presently in the design'stage with implementation anticipated over the
next two to three years. v

\
>
The General Plan suppotts the proposed ]%r system through its designation of complementary
land uses along and near its routesgsuch a8 higher-density development and land uses that may
gravitate toward use of BRT. The Use Diagram (Figure LU-1) designates mixed-use, multi-
family residential uses, and majér \ity areas” along the BRT routes.
R 5%,

N
HIGH SPEED RAIL ( N
The proposed Cali 1gh Speed Rail (HSR) line, if approved and funded, would ultimately

extend through the SanJoaquin Valley, linking San Francisco with Los Angeles. The first segment
to be constructed would be from Modesto to Bakersfield with the plans calling for a station to be
located in\Fedsnds downtown area. The HSR tracks through Fresno’s metropolitan area are
project\edﬁw primarily at surface grade with some shorter sections being depressed (below
surface grade) to clear existing structures such as the interchange of Highways 99 and 180.
However, all surface level (at grade) roads presently crossing the proposed HSR alignment will
require grade separation structures.

Implementation of a high speed rail system would significantly increase the accessibility of Fresno
to the major population and economic hubs of California. It also provides an opportunity for the
redevelopment of the area around the station with a walkable district that includes offices, retail,
and multi-family housing meant to take advantage of the HSR station and capture value from
disembarking passengers.

While detailed planning has not yet occurred for the HSR station, the City is examining and

proposing to accommodate the access and space requirements and the potential effects upon
surrounding properties and land uses through the Downtown Neighborhoods Community Plan
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and Fulton Corridor Specific Plan. When high speed rail is built, the City will link the FAX and
BRT systems with the HSR station.

ACCESS TO TRANSIT

Fresno’s bus lines travel along many of the city’s heavily traveled major arterial roads which serve
the most densely populated neighborhoods and most intense office and commercial employment
centers. With the expansive urban growth that occurred during the past decade there are notable
exceptions to transit accessibility, primarily in the west, northwest, northeast and southeastern
edges of the urban area. The bus system has not been expanded commensurate with peripheral
urban development over the past decade, leaving predominantly lower density developed areas on
the city’s outer edges without public transit services. This appears generally due to a combination
of insufficient resources and decreasing performance (excessive cost per passenger and low
farebox recovery) of routes serving lower density urban edge development. ('x
\\ 4
OBJECTIVES AND POLICIES ;‘h’
v
MT-1 Create and maintain a transportation system that is saF@cient, provides access in

O

ith“'General Plan. Continue to review
n plans and capital improvement plans
projects consistent with the General Plan.

an equitable manner, and optimizes travel by all mo

IMPLEMENTING POLICIES

MT-1-a Transportation Planning Consiste
local, regional and inter-regional trangport
and advocate the approval and, fundin:

* &

MT-1-b Circulation Plan Diagr@nﬁkmentation. Design and construct planned streets
and highways that complemtent/and enhance the existing network, as shown on the
Circulation Diagram re MT-1), to ensure that each new and existing roadway
continues to functi “aended.
o IS ¢
MT-1-c Plan Line Adoptioen. Prepare and adopt Official Plan Lines, or other appropriate
documen h as Director Determinations, for transportation corridors, major
streets%\:ecter or quarter-mile streets, and bicycle/pedestrian paths/trails as
necess preserve and obtain right-of-way needed for planned circulation

Vkol}rﬁents.

L\

MT—l—N Integrated Land Use and Transportation Planning. Plan for and maintain a
%oordinated and well integrated land wuse pattern, circulation network and
transportation system that accommodates planned growth, minimizes traffic
conflicts, reduces impacts on adjacent land uses, and preserves the integrity of
existing neighborhoods.

MT-1-¢ Ensure Interconnectivity Across Land Uses. Update development standards and
design guidelines applicable to public and private property to achieve activity centers,
neighborhoods and communities which are well connected by pedestrian, bicycle,
appropriate public transportation and automobile travel facilities.
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MT-1-f

MT-1-g

MT-1-h

MT-1-1

Matching Travel Demand with Transportation Facilities. Designate the types
and intensities of land uses at locations such that related travel demands can be
accommodated by a variety of transportation modes and support complete
neighborhoods while avoiding the routing of excessive or incompatible traffic
through local residential streets.

Travel Demand Modeling. Use the Fresno Council of Governments’ travel
forecast modeling process to determine circulation network and capacity deficiencies
resulting from land use decisions made in the general plan update process,
community plan updates, plan amendments and proposals for major development
projects.

“Complete Streets” Concept Implementation. Provide transportation facilities
based upon a “Complete Streets” concept that facilitates the balanced use of all travel
modes (pedestrians, bicyclists, motorists, and transit usersmge?ng the
transportation needs of all ages and abilities and providing mobility for"a variety of
trip purposes. Implementation actions will include: <

e Meeting the needs of all users within the str sys% as a whole; each
individual street does not need to provide 2 ¢és of travel, but travel by
all modes must be accommodated throug ‘planmng area;

e Continuing to adopt refined street crois—ﬁ ion standards as appropriate in
response to needs identified;

e Considering the impact of stre blic health by addressing storm water

runoff quality, air quality, ancma onservation among other factors; and
e Adhering to the City’ ss\X/ icient Landscape Ordinance for median and

streetscape planu?l \ tion methods.

Update Standards for ComMe Streets. Update the City’s Engineering and Street

Design Standards to that roadway and streetscape design specifications are in
accordance with t ete Streets concept while addressing the needs of through
traffic, transit sﬁp turnouts, passenger loading needs, bike lanes, and short- and

long-term pf

Comm, &/‘Fﬂr instance, transit stops and bus turnouts may have higher priority than through
traffieq. wpon‘am‘ transit corridors; through traffic may have higher priority than parking on major

jalsy and pedestrian and bicycle movement may have bigh priority in areas with high pedestrian
inberest and activity (such as the Downtown).”

Local Street Standards. Establish and implement local street standards addressing
characteristics such as alignment, width, continuity and traffic calming to provide
efficient neighborhood circulation; to allow convenient access by residents, visitors
and public service and safety providers; and to promote neighborhood integrity and
desired quality of life by limiting intrusive pass-through tratfic.

3 The commentary in italics following certain policies is not patt of the policy itself, but is instead advisory and
informational language intended to further discuss and clarify the policy to help guide the understanding and
relevance of policies of this General Plan.
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MT-1-k Transportation Improvements Consistent with Community Character. With
respect to mobility and transportation improvements, give the highest priority to
transportation improvements consistent with the character of surrounding
neighborhoods and supportive of safe, functional and complete neighborhoods;
minimize negative impacts upon sensitive land uses (such as residences, hospitals,
schools, natural habitats, open space areas and historic/cultural resources). Design
improvements to:

e Facilitate provision of multi-modal transportation opportunities;

e Provide added safety, including appropriate traffic calming measures;
e Promote achievement of air quality standards;

e Provide capacity in a cost effective manner; and

e Create improved and equitable access with increased %m‘rqqcy and

connectivity.

MT-1-1 Multi-Modal Level of Service Standards. Utilize to t gxt Yeas1ble a tiered
system of flexible, multi-modal Level of Service standards tog, streets designated by
the General Plan Circulation Diagram (Figure MT-1). C@Hy the City will strive to
accommodate a peak hour vehicle LOS of “D” ‘(&t 60N street segments and at

intersections except as further elaborated by followi lices.

MT-1-m  Level of Service in the Downtown Are tQ the Downtown Neighborhoods
Community Plan area and the Fulton ridor Specific Plan area, accept motor
vehicle LOS “F” conditions during rs on street segments and intersections
in the vicinity of these areas as spectﬁewr the applicable policies of these plans.

Commentary: The Dou/ﬂmw@xoodf Community Plan and Fulton Corridor Specific Plan
provide additional information o&Of policies applicable to these areas.

MT-1-n Standards for Pla %aigh Capacity Transit Corridors and Intensive Urban
Activity Cegtet& ¢ to maintain the following traffic LOS standards on major
street segments, and intersections along designated Bus Rapid Corridors and in the
designated @(}y Center areas intended to accommodate intensive urban scale
develo us Rapid Transit and Activity Centers designated by the Land Use

i “the General Plan, Figure LU-1, see Appendix ). These areas are
hiradtetized by more frequent transit service, enhanced pedestrian and bicycle
L\ g a mix of uses, and higher-density development.
g
\ % o Maintain operations on all roadways and intersections in multi-modal
districts at LOS A-E at all times, including peak travel times, unless
maintaining this LOS would, in the City’s judgment, be infeasible and/or
conflict with the achievement of other General Plan policies.

e Accept LOS F conditions in Activity Centers and High Intensity Transit
Cotridors only if provisions are made to improve the overall system and/or
promote non-vehicular transportation and transit as part of a development
project or a City-initiated project. In accepting LOS F conditions, the City
Traffic Engineer may request limited analyses of operational issues at
locations near Activity Centers and along High Intensity Transit Corridors,
such as queuing or left-turn movements.
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e  Where conflicts between objectives for LOS for different transportation
modes occur, give priority to maintaining pedestrian LOS first, followed by
transit service LOS over vehicle LOS.

e As part of General Plan implementation, the City will identify pedestrian-
priority and transit-priority streets where these modes would have priority in
order to apply a multi-modal priority system.

MT-1-0 Peak Hour LOS. Maintain a peak-hour LOS standard of D or better for all roadway
areas outside of identified Activity Center and High Intensity Transit Corridor
districts, unless maintaining this LOS would, in the City’s judgment, be infeasible
and/or conflict with the achievement of other General Plan policies.

MT-1-p LOS Deviations Outside of Multi-Modal Districts. Accept E or F
conditions outside of identified multi-modal districts only Rrpvisions
commensurate with the level of impact and approved by the Clty fk Engineer

non-vehicular transportation as part of a development{a r City-initiated
project.

are made to sufficiently improve the overall transportation s tex& or promote
1o 5

MT-1-q Participate in Sustainable Communities Strat eglonal Transportation

Plan. Continue to work with the Fresno Council ernments in developing the
Sustainable Communities Strategy and Regional%}portatlon Plan.

MT-2 Make efficient use of the City's exlw and proposed transportation system and
strive to ensure the plannmg dgwmon of adequate resources to operate and
maintain it.

IMPLEMENTING POLICIES

MT-2-a Intensification o Capac1ty Corridors. Provide incentives for more intense
development® ets s and roadways where through-traffic has been diverted to
freeways an(l ‘thege 15 additional capacity.

Comm, W(f Land Use Diagram (Figure LLU-1) shows corridors where increases in allowable
denstties ute permztted
MT-2-k uce Vehicle Miles Traveled and Trips. Work with major employers and the
ongestion Management Agency to reduce total vehicle miles traveled and the total
number of daily and peak hour vehicle trips and provide better utilization of the
transportation system.

MT-2-c Reduce VMT through Infill Development. Provide incentives for infill
development that would provide jobs and services closer to housing, and vice versa,
in order to reduce citywide vehicle miles travelled (VMT).

Commentary: This policy is intended to reduce citywide congestion even if local congestion increases,
and 1o improve air quality by reducing per capita antomobile emissions.
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MT-2-d Street Redesign where Excess Capacity Exists. Along streets with excess
roadway capacity where adjacent land use is not expected to change in the
foreseeable future, evaluate opportunities to reduce right of way and/or re-design
streets to support non-automobile travel modes.

Commentary: Examples of strategies that could be evaluated include, but are not limited to,
narrowing roads (“road diets”), adding landscape medians, adding street parking, and adding bike
lanes.

MT-2-¢ Driveway and Access Consolidation. Take advantage of opportunities to
consolidate driveways, access points, and curb cuts along designated arterial, super-
arterial and expressway streets when a change in development or a change in intensity
occurs or when traffic operation or safety warrants.

MT-2-f Optimization of Roadway Operations. Optimize roadway \c\mns

continuing to expand the use of techniques such as the’ 1r1telhgent
transportation system (ITS) to manage traffic signal timin<) tion in order to
improve traffic operations and increase traffic carrying eapa while reducing

unnecessaty congestion and decreasing air pollution em&ms, 4

MT-2-¢ Transportation Demand Management ¢ a‘d 'Transportation System
Management. Pursue the implementation of Tra ftation Demand Management
and Transportation System Management strﬁx@) reduce peak hour vehicle traffic

demands and supplement the capacity of t: a
‘ a

MT-2-h Traffic, Transportation and Connéctl Impact Studies. Unless waived by the
Traffic Engineering Managery rdg \?lTrafﬁc, Transportation and Connectivity
Impact Study (TTCIS) to SND;mpacts of new development projects on the
existing and/or planned Stcee /system for projects meeting one or more of the
following criteria:

sportation system.

e  When pr Qerated traffic during any peak period is expected to be one
100 & or t new vehicle trips greater than the vehicle trips projected for
th land use and anticipated by the regional travel forecast model.

2 project includes a General Plan Amendment that changes the
& eral Plan land use designation to a category with a greater vehicle trip
=N

) generation characteristic.
\\ e

When the project will substantially change the off-site transportation system
\ - (auto, transit, bike or pedestrian) or connection to the system as determined
> by the Traffic Engineering Manager.

MT-2-1 Update TTCIS. Update the City’s Traffic, Transportation and Connectivity Impact
Study (TTCIS) (formerly Traffic Impact Study: see Policy MT-2-g) guidelines to
address all modes of transportation and complete streets concepts, to be consistent
with and implement the General Plan.

MT-2+ Funding for Multi-Modal Transportation System. Continue to seek and secure
adequate financing to construct and maintain a complete multi-modal system through
such measures as development impact fees, local sales tax measures, special tax
measutes, assessment/improvement districts, and regional, state and federal
transportation funds and grants.
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MT-2-k

MT-2-1

Funding for Complete Streets Retrofits. Continue to participate in a
comprehensive analysis of transportation needs and the funding of transportation
improvements, including State and Federal grant funding to support complete street
retrofit improvements, within the metropolitan areas. This will be done cooperatively
with the Council of Fresno County Governments (COFCG), other government
agencies and public interest groups.

Region-wide Transportation Impact Fees. Continue to support the
implementation of metropolitan-wide and region-wide transportation impact fees
sufficient to cover the fair share proportion of a development’s impacts to and need
for a comprehensive multi-modal transportation system that is not funded by other
sources. Work with the Council of Fresno County Governments, transportation
agencies (Caltrans, Federal Transportation Agency) and other juris%i'%ons in the
region to develop a method for determining:

\V
e Regional transportation impacts of new development; P %

e Regional highways, streets, trails, public transpo‘ation ods movement
system components necessary to mitigate those impaetsgind serve projected

demands; (\
3

e Projected full lifetime costs of the g nal transportation system
components, including construction, opg& nd maintenance; and

e Costs covered by established fundir&&@s‘.

|

MT-3

MT-3-a

A\
N

IMPLEMENTING POLICIES

Identify, promote and preserve s Mesthericaﬂy unique corridors by application
of appropriate policies and{g%%
>

Scenic Corridors ent measures to preserve and enhance scenic qualities

along scenic gogri or boulevards, including:

. Vaﬁ és Boulevard - Weldon to Shaw

ONQ?Ness Extension - Shaw to San Joaquin River Bluff
S)S(earney Boulevard - Fresno Street to Polk

e Van Ness/Fulton couplet - Weldon to Divisadero

e Butler Avenue - Peach to Fowler

e  Minnewawa Avenue - Belmont to Central Canal

e Huntington Boulevard - First to Cedar

e  Shepherd Avenue - Friant to Willow

e Audubon Drive - Blackstone to Herndon

e  Friant Road - Audubon to Millerton Road

e Tulare Avenue - Sunnyside to Armstrong

e Ashlan Avenue- Palm to Maroa
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MT-3-b Preserve street trees lining designated scenic corridors or boulevards. Replacement
will be done with trees of the predominant type and in a comparable pattern to
existing plantings if there will be no detriment to public safety.

OBJECTIVE

MT-4 To establish and maintain a continuous, safe, and easily accessible bikeways system
throughout the metropolitan area to reduce vehicle use, improve air quality and the
quality of life, and provide public health benefits.

IMPLEMENTING POLICIES

MT-4-a Bicycle, Pedestrian and Trails Master Plan. Continue to implement and
periodically update a Bicycle, Pedestrian, and Trails Master Plan, Wh1 s adopted
on October 28, 2010, and may be subsequently amended to meet re e‘f‘h{s of the
California Streets and Highways Code Section 891.4, includin dards and
recommended improvements and funding proposals as de Xckap'propnate and
feasible. z ‘

v
MT-4-b Bikeway Improvements. Implement property develo standards to assure that

projects adjacent to designated bikeways (as depic @ the Bicycle, Pedestrian and
Trails Master Plan) provide adequate right-of-way at necessary improvements
are constructed to implement the planned bi h\@system provide for bikeways to
the extent feasible when existing major e

inadequate right-of-way is available Wltil tablished urban areas strive to provide
alternative bikeway alignments or roﬂtesa dentified by the Bicycle, Pedestrian and
Trails Master Plan.

s are reconstructed; and where

MT-4-c Bikeway Linkages. W@hosmble provide linkages between bikeways, the
City’s multi-purpose paths, d other regional networks such as the San Joaquin
River Trail and adjacent jugisdiction bicycle systems.

MT-4-d Prioritization o&@wz‘& Improvements. Give priority to bikeway components
that link existt &parated sections of the system, or that are likely to serve the
highe jﬁ}@aﬁon of existing or potential cyclists, or that are likely to serve

destin areas with the highest demand (such as schools, shopping areas,

recpeational eait-heads and park areas, and employment centers).

MT-4-¢ S §ov1de not less than 10 feet of street width (five feet for each travel direction)
o?mplement bike lanes for designated Class II bikeways along major streets.
Strive for 14 feet of stree width (seven feet for each travel direction) for
curbside bike lanes where right-of-way is achievable.

MT-4-f Include bicycle detection devices when new intersection traffic control signals
are installed and strive to retrofit existing traffic control signals to provide
bicycle detection and retiming of signal phases to make them more bicycle
friendly.

MT-4-g Advocate that new or upgraded State freeways/highweys and railroad

construction projects accommodate bicycle facilities and support construction
of bicycle (and pedestrian) crossings of freeways and railroads.
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MT-4-h Bicycle Parking Facilities. Promote the installation of bicycle locking racks and
bicycle parking facilities at public buildings, transit facilities, public and private
parking lots, and recreational facilities. Establish and adopt standards for bicycle
parking in the Development Code.

MT-4-i Bicycling and Public Transportation. Promote the integration of bicycling with
other forms of transportation, including public transit. Continue to provide bike
racks or space for bicycles on FAX buses.

MT-4-j Street Maintenance for Bicycle Safety. Provide regular sweeping and other
necessary maintenance to clear bikeways of dirt, glass, gravel, and other debris and
maintain the integrity of the bicycling network.

MT-4-k Bicycle Safety, Awareness, and Education. Encourage increased b&e ridership
by providing secure bicycle facilities, promoting traffic safety aw eﬁ%r both
bicyclists and motorists, promoting the air quality benefits, promdt%e fossil fuel

savings, and promoting the public health benefits of physic* &'

ities to accommodate safe,
ificluding those with physical

Establish a well-integrated network of pedestsian{ ta
convenient, practical and inviting travel by w;
D ¢

mobility and vision impairments. do

IMPLEMENTING POLICIES |
&~ ’

MT-5-a Sidewalk Development. Pursue # and implement standards for development
of sidewalks, with provisi? K with physical and vision limitations on public
streets. J v

N\
MT-5-b Sidewalk RequiremQAssure adequate pedestrian and handicap access in new
single-family residefiti divisions, reeuire with sidewalks on both sides of leeal
public streets gan ng private streets or drives within residential planned

developmerits,&;l\kiple family residential complexes.

o dssa{s shall be separated horizontally and vertically from the adjacent
‘S%tréet with continuous curbing, landscape strips or other barrier(s) approved
[ ]

\ J  the City.
o \K‘. As an alternative to constructing sidewalks on both sides of the private
Q street, a pedestrian access plan may be approved with on-site pedestrian
paths throughout the subdivision and connection(s) to public rights-of-way.
The access plan must connect all residences to common buildings, facilities,
amenities, and other residences, in a manner that minimizes out-of-direction
travel, and also provides access to adjacent schools, parks and other public
or private community amenities.

e All pedestrian walks must be accessible routes, as defined by the California
Building Code (CBC), and constructed in accordance with the Americans
with Disabilities Act (ADA).
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e Some planned developments were approved by the City with either no
sidewalks, sidewalks on one side of the private street or sidewalks on both
sides of the private street. The City recognizes that developers may have
prepared engineered infrastructure and other design improvement plans with
the intent on developing projects as approved. In those cases the developer
shall be allowed to rely upon prior approvals for sidewalk requirements.

MT-5-c New Subdivision Design. Do not approve new single-family residential
subdivisions with lots that front on a major street, unless it can be satisfactorily
demonstrated that no other feasible alternative means of vehicle access can be
provided and that sufficient design measures can be implemented, such as an on-site
driveway turnaround, landscaped buffering, and an on-street parking lane to assure a
desirable and enduring residential environment. The City may requite an evaluation
of alternative means of access including frontage roads, backup ent, and

substantial redesign of the subdivision proposal. ‘h\i\ 4
@

MT-5-d Pedestrian Safety. Minimize vehicular and pedestrian cogc Bl\b‘b'th major and
non-major streets through implementation of traffic access design and control
standards addressing street intersections, median island Openings and access
driveways to facilitate accessibility while reducing con e&nd increasing safety.

S A g

MT-5-¢ Traffic Management in Existing Neighbosh ¥ Establish acceptable design
and improvement standards and provide ﬁf@ﬁlanning assistance to existing
neighborhoods to identify practical traf céal
enhance the pedestrian environment_$with Costs equitably assigned to properties
receiving the benefits or generating egcsal vehicle traffic.

- 3

agement and calming methods to

\ 4
MT-5-f Modifications to Stre . gds. Continue to evaluate and consider
modifications to street s dar&s to achieve overall objectives of providing good
access and travel opportuniti &hﬂe calming traffic, promoting pedestrian and other
transportation optionsiandyreducing the amount of land devoted to streets.

MT-6 Establish gta\ork of multi-purpose pedestrian and bicycle paths, as well as limited
access oto link residential areas to local and regional open space and urban
actiiri&

P %&@rtadon options.

IMPLEMENTING POLICIES

MT-6-a Link Residences to Destinations. Design a pedestrian and bicycle path network
that links residential areas with activity centers such as parks and recreational
facilities, educational institutions, employment centers, cultural sites, and other focal

eriters in order to enhance Fresno's recreational amenities and alternative

points of the city environment.

MT-6-b Multi-Agency Planning for Paths and Trail System. Continue to patticipate in
multi-agency planning and implementation partnerships for the coordinated
development of the Fresno-Clovis Metropolitan Area planned path and trail system.

MT-6-c Link Paths and Trails and Recreational Facilities. Eeeate Strive to provide path
or trail connections to recreational facilities, including parks and community centers;

adjaeentto-trail-eorrideors; where appropriate.
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MT-6-d Link Paths and Trails and Cultural Resources. Desiga Strive to designate and
implement paths and trails to pass by environmental amenities, historic sites, and
other cultural resources, where appropriate, and provide informational signage or
other interpretation of those resources to the public when feasible.

MT-6-¢ Utilize Public Rights of Way. Ageressively Pursue the attainment of path and trail
corridors within abandoned railroad rights-of-way, canal alignments, PG&E
transmission tower easements, major limited access streets (expressways, freeways),
and tiverbottom/bluff areas. Existing easements and rights-of-way should be
offered to local agencies before being sold to private parties.

MT-6-f Path and Trail Designation Process. Develop a network of multi-purpose path
and trail corridors by using the Local Planning and Procedures Ordinince, Official

Plan Line process, or other processes provided by the updated citywidesdeyelopment
code to obtain appropriate linear rights-of-way along riparian corri dgainage and
irrigation easements, utility easements, abandoned railroad rightsfo way, and major
street corridors. £

MT-6-g Path and Trail Development in Subdivisions. As ndition of tentative map
approval, require all subdivision maps to incorpora ed multi-purpose path and
trail development standards and corridor hnkage§ (€IS nt with the General Plan.

MT-6-h Equestrian Trail Location. Strive to locat
stables and other equestrian facilities, and
Provide for appropriately spaced wateti

ian trails in the vicinity of riding
g these trails to include staging areas.
s along each equestrian trail.

MT-6-i Equestrian Trail Connectlons \ﬂﬁe to collaborate with the City of Clovis, the
County of Fresno, Fresn Dlstrlct and other agencies to determine the
feasibility of planning an lopmg equestrian trail connections and providing
linkages between bike rJ ti-purpose paths/trails, and regional trail networks

such as the San J%@IVCI environs trail system and the Fancher Creek water

1

conveyance and ripar orridor.
N 5,

MT-6-j Preferenc a&.\}lic Ownership. Avoid path and trail alignments that will involve
privateéyo ne@p of sections of public path or trail right-of-way. If necessary, use
the N&?‘Determinaﬂon process to adjust planned path or trail rights-of-way to
avg e situations by realigning along more visible, publicly owned routes.

MT-6-k \Pq;h and Trail Design Standards. Designate and design paths and trails in
%ccordance with design standards established by the City which give consideration to
all path and trail users (consistent with design, terrain and habitat limitations) and
provide for appropriate widths, surfacing, drainage, design speed, barriers, fences,
signage, visibility, intersections, bridges, and street cleaning.

Commentary: Trail improvements and characteristics (accessibility, continuity, width and location,
surface treatment, et al.) within the Fancher Creek water conveyance and riparian corridor, and
other alignments immediately adjacent to existing or planned residential land, will be determined by
the City Council after providing for appropriate public participation as required by the Local
Planning and Procedures Ordinance.
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MT-6-1 Variety in Path and Trail Design. Provide for different levels and types of usable
pedestrian and bicycle corridors, including broad, shaded sidewalks; jogging paths;
paved and all-terrain bicycle paths; through-block passageways; and hiking trails.
Where a designated multi-purpose path route are is adjacent to a public right-of-way
which accommodates bike lane, allow for flexibility in path design so that bike lanes
may be substituted for the bicycle component of the multi-purpose path where it is
safe and appropriate to do so.

MT-6-m  Path and Trail Buffers. Use landscaping with appropriate and adequate physical and
visual barriers (e.g., masonry walls, chain link, wrought-iron, or square-tube fencing)
to screen path and trail rights-of-ways and separate paths and trails from dangerous
sites and nuisances such as irrigation canals, surface mining operations, and drainage

facilities. x

%
MT-6-n Equestrian Trail Design. Provide for an equestrian trail system f; }\)?n’conﬂjct
with bicycles and vehicular traffic, and ensure that equestrian im compatible
with pedestrian rights-of-way. Equestrian trails should ha{rzﬁﬁrﬁ' widths of 12
feet with a 9-foot clearance above ground and be constructediof
surface. v

uitable composite

MT-6-0 Environmentally Sensitive Path and Trail Dés'{@’&elop paths and trails with
minimum environmental impact. »
\ A 4
e Surface paths and trails with mate '%at are conducive to maintenance and
safe travel, choosing materialswhieh blend in with the surrounding area

whenever possible. Y
- A

e Design paths and trails, te*fdllow contour lines where the least amount of
grading (fewest glits \ ills) and least disturbance of the surrounding
habitat would occu J

e Beautify patl”q trail rights-of-way in a manner consistent with intended
use, safety, intenance.
e Use4ands g to stabilize slopes, create physical or visual barriers, and

pro hatled areas. Where possible, preserve and incorporate native plant
« s‘ s)nto the landscaping.
4
MT-6-p Paﬂa&d rail Crossings. Limit driveway crossings of multi-purpose trails to not
r block, except where there is no better feasible alternati
o \&}antwoper ock, except where there is no better feasible alternative.
MT—6—q\ ‘Emergency Vehicle Access along Paths and Trails. Provide points of emergency
vehicle access within the path and trail corridors, via parking areas, service roads,

emergency access gates in fencing, and firebreaks.

Commentary: Service roads will be interconnected where possible to permit through travel by
emergency vebicles only.
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OBJECTIVE

MT-7 Pursue a variety of funding sources to maximize implementation and development of
the City's path and trail system.

IMPLEMENTING POLICIES

MT-7-a Urban Path and Trail Development Funds. Continue to seek grants and other
funding sources for trail construction and maintenance, and support the enactment
of state and federal legislation that would expand urban path and trail development
funds.

MT-7-b Supporting Nonprofit Organizations. Support and assist, whenever possible,
nonprofit organizations whose purpose or charter is to promote and@port public
path and trail construction and maintenance. m\\'
N

MT-7-c Citywide Funding Program for Path and Trail Network: tw‘fo establish an
equitable citywide funding program for construction and{r@nt%ance of the path
and trail network, in order to: " 4
>
e Acquire right-of-way needed for paths @ndy trails in already-developed
neighborhoods and other areas, as may be' ied in community plans and
specific plans. v

e Reimburse developers for public &md trail development costs that they
may incur in excess of the t st attributable to the impact of their

development project (this will reqUiife a citywide nexus study).
~ N, j
¢ Adequately fund maint

Commentary: This program cﬁ bN ded into a comprebensive parks and trails funding program,
supported by voter-approved m/e}\th/enuey.

the citywide path and trail network.

MT-8 Provide publie, tragsit options that serve existing and future concentrations of
. ad . .. . .

residences, e‘ﬁ ment, recreation and civic uses and are feasible, efficient, safe, and
minimi%¢ envirénmental impacts.

>
IMPLEMENTING POLICIES

MT-8-a Street Design Coordinated with Transit. Coordinate the planning, design and
ionstruction of the major street network with transit operators to facilitate efficient
direct transit routing throughout the Planning Area.

Commentary: Neighborhoods with circuitons and discontinnous streets are more difficnlt for public
transit to serve efficiently than those with consistently spaced linear or semi-grid patterns.

MT-8-b Transit Serving Residential and Employment Nodes. Identify the location of
current and future residential and employment concentrations and activity centers
throughout the transit service area in order to facilitate planning and implementation
of optimal transit services for these uses. Work with California State University
Fresno to determine locations within the campus core for bus stops.
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MT-8-c New Development Facilitating Transit. Continue to review development
proposals in transportation corridors to ensure they are designed to facilitate transit.
Refer all projects that have residential or employment densities suitable for transit
services, locations along existing or planned transit corridors, or that otherwise have
the potential for transit orientation, for review by FAX and consider FAX comments
in decision-making.

MT-8-d Coordination of Transportation Modes. Plan, design and implement
transportation system improvements promoting coordination and continuity of
transportation modes and facilities, such as shared parking or park and ride facilities
at activity centers.

MT-8-¢ Regional Coordination for Transit. Coordinate with city, county, ,and regional
agencies to promote efficient transportation policies. Continue to with the
Council of Fresno County Governments, Caltrans, Madera Cou Rqsr'lo State
University, and other jurisdictions to encourage regional land us amnsportation

policies. < \ \ N

MT-8-f Multimodal Transportation Terminal. Support the oprfent of a multimodal
transportation terminal facility as identified by t o ntown Neighborhoods
Community Plan.

MT-8-g High Speed Rail. Support planning and ¢ @on of a High Speed Rail Transit
System serving Fresno and the San Joa %ﬂey, as approved by the California
High Speed Rail Authority, including 'a,g iop stop in the Downtown.

MT-8-h Increasing Mode Split. Suppor\cgt ued state and federal legislation that creates
y

incentives that reduce aut and encourage the use of alternatives to the
single occupant vehicle without ?)mprormsmg travel mobility.

R

4
Proyid lic transit opportunities to the maximum number and diversity of people

rActicable in balance with providing service that is high in quality, convenient,
A\ quent, reliable, and cost- effective.

g
IMPLEMENTING POLICIES

MT-9-a Equitable Transit Provision. Provide transit that can serve all residents, including
the elderly and physically impaired.

MT-9

MT-9-b Transit Service Productivity Evaluation. Continue evaluation of transit service
productivity and cost efficiency indicators, through a Short-Range Transit Plan
established in accordance with mandated federal transportation requirements, and
make necessary and appropriate service adjustments when operationally and
financially feasible.
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MT-9-c

MT-9-d

MT-9-¢

MT-9-f

Addressing Unmet Transit Needs. Continue to participate in the Council of
Fresno County Governments’ annual unmet transit needs hearing process, perform
market analysis, and pursue public education programs to identify segments of the
community with unmet transit needs, changes in demand characteristics and
opportunities to increase ridership which can be reasonably met given the resources
available.

Long-Range Transit Options. Advocate and participate in regional transportation
analyses and identification of implementation strategies to identify appropriate long-
range measures to support incorporation of light rail transit, personal rapid transit or
other advanced transit service within major transportation corridors, freeway and
railroad alignments, and in the Freeway 41 mid-rise/high-rise corridor.

Special Area Specific Transit Improvements. Continue to evaluate‘nx ursue the
planning and implementation of special area specific transit imers such as
street car facilities. ¢

Encouraging Telecommuting. Identify and support anlementatlon of

measures that will encourage, assist, or require the exp ed Wse of telecommuting

and other telecommunications technologies to reduc stion, energy use, and air
emissions (l.e., work at home, d1sperst (te commute work  centers,
teleconferencing).
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7

California State Health and
Safety Code Section 43845,
Parking Cash-Out Program

A. In any air basin designated as a
nonattainment area pursuant to Section
39608, each employer of 50 persons or
more who provides a parking subsidy to
employees, shall offer a parking cash-out
program. “Parking cash-out program”
means an employer-funded program
under which an employer offers to
provide a cash allowance to an employee
equivalent to the parking subsidy that
the employer would otherwise pay to
provide the employee with a parking
space.

B. A parking cash-out program may
include a requirement that employee
participants certify that they will comply
with guidelines established by the
employer designed to avoid neighborhood
parking problems...

D. Subdivision (a) does not apply to any
employer who, on or before January 1,
1993, has leased employee parking, until
the expiration of that lease or unless the
lease permits the employer to reduce,
without penalty, the number of parking
spaces subject to the lease.

E. It is the intent of the Legislature, in
enacting this section, that the cash-out
requirements apply only to employers
who can reduce, without penalty, the
number of paid parking spaces ...

F. (2)(A) A city, county, or air district
may also adopt, by ordinance or
resolution, a penalty or other mechagl’sm
to ensure that an employer within t
jurisdiction of that city, count or air
district is in compliance with this section.

(2)(B) If a city, county or air district
establishes a penalty, the governing body
shall also establish procedures for
providing notice to employers that are in
violation of this section and for appeal by
the employer of any penalty imposed.*

-

=

S

p

N 4

;
i

74

MT-10

MT-10-a

MT-10-b

MT-10-c

MT-10-d

MT-10-¢

o S
)mmufz’ﬂg. These programs must be offered in any non-attainment area for

-

>

MT-10-f

‘OBJECTIVE

Establish parking standards that are strategically tuned to support
neighborhoods, shopping districts and employment centers well
served by a complete range of transportation choices.

IMPLEMENTING POLICIES

Updating Parking Standards. Update the off-street parking
ratios to reflect the context and location within activity areas of
multiple uses or mixed residential and non-residential uses and/or
are in proximity to existing or planned transportation corridors.

Shared Parking. Evaluate and establish, if approp@ a strategy
to promote the sharing of excess parking betwex‘ﬁes within

activity centers and primary transit corridors. g

@, W

Transportation Demand Manageme(Gu >Jines. Establish
transportation demand management guidelines to allow for
reduced off-street parking requirements.

S -
Considering Parking Maxi . If determined compatible
with promotion of a healthywafid vigorous business environment,
establish maximum off-s rking limits within activity centers
proximate to primajicz\tra it'corridors.

C .

Parking C@shio 1tndducate employers of 50 or more persons on

their ?‘1\ provide a “parking cash-out program” under
State 14 and\enforce compliance.
4

Ny

Coggmentary: Under such a program, an employer offers a cash allowance to
oyee equivalent to the cost of parking the employer wonld otherwise
e, “as an incentive to wsing alternative modes of transportation for

c ) air qualty.
4
: A 2009 amendment to State law on parking cash-out provides anthority for

cities to enforce these requirements, including penalties to be imposed on
employers who do not provide the “parking cash-ont” allowance to employees.
The ordinance establishing this program will need to provide notice to the
employer and allow for appeals. Current State provisions governing this
program are in the sidebar text box.

Parking Benefit Districts. Establish parking benefit districts to
fund consolidated public parking where supported by local
businesses.

Commentary: Net revennes collected from on-street parking pricing and permit
revenues can be dedicated to funding public improvements within designated

#The California State Health and Safety Code Section 43845 provisions presented in the text box are for informational
purposes only and are not considered to be adopted by this plan.
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Parking Benefit Districts, ensuring that revenue is used to benefit the blocks
where the money is collected. State laws that provide for public parking facility
construction, operation and maintenance include the V'ehicle Parking District
of 1943, Parking District Law of 1951, and Parking and Business
Tmprovement Area Law of 1989. All of these are in the California Streets
and Highways Code. Substantive requirements for assessment districts were
changed significantly with passage of Proposition 218 in 1996, so the City
Attorney will be consulted to determine the best statutory aunthority to use for
creation of parking benefit assessment districts and statutory restrictions on the
potential use of such funds.

OBJECTIVE

MT-11 Achieve necessaty capacity increasing and inter-modal connectiw enhancing
improvements to the goods movement transportation system to sum(}%growth
in critical farm product and value added industries. p

A 4

IMPLEMENTING POLICIES
) 4
MT-11-a  Improve Goods Movement for Product Export. @cate for and pursue all
appropriate available local, regional, state and natioel anning and implementation
opportunities to achieve necessary improvements ‘to regional, interregional and

international export opportunities beneficial wr‘esno area.

MT-11-b  Railroad Improvements. Continue tosparticipate in and advocate for collaborative
efforts to improve railroad transpoﬂztio facilities and reduce conflicts with the
street system, including relosati%\ef/ or consolidation of the BNSF and UP

mainline railroad track faciliti \
>

MT-11-c =~ Highway Improvements.\Cwnue to participate in and advocate for the planning
and implementation provements to the Highway 180 connection between
Fresno and Inter ﬁ completion of a continuous Highway 65 facility; and
completion of aHighway 99 goods movement bypass route.

AN

od
MT-11-d  Truck R 1& esignations. Continue to plan and designate truck routes within the
Metropolitan=Area to facilitate access to and from goods production and processing
areas&(le *minimizing conflicts with other transportation priorities.

\

MT-11-e \k ropriate Truck Route Roadway Design. Incorporate provisions for trucks in
.
esign of routes designated for truck movement. Ensure that truck routes meet
federal standards for intersections, pavement, and turning movements.

MT-11-f  Financing Truck Route Improvements. Explore funding sources, including those
from truck user fees if feasible, to help finance truck route improvements and truck
parking areas, at least in part.

MT-11-g  Railroad Crossing Improvements. Continue to improve and maintain the

condition and safety of existing railroad crossings by upgrading surface conditions
and installing signs and signals where warranted.

OBJECTIVE
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MT-12 Operate Fresno’s municipal airport facilities to meet present and anticipated demands
in a manner that maintains compliance with federal regulations, enhances safety to
the public, minimizes the adverse effects of aircraft operations on people, and
promotes the economic health of the community.

IMPLEMENTING POLICIES

MT-12-a  Funding for Airport Capital Improvements. Pursue appropriate funding sources
and capital improvement budget enhancements that will:

e Provide a modern, safe, and efficient municipal airport terminal facility
including the Federal Inspection Station, and airfield.

e  Maintain airfield compliance with FAA Part 139 operating req&nents.

e Maintain financial self-sufficiency and long-term sustainability. <%, "
4

Surface Movement Guidance and Control System (to allo MM movement on

@

MT-12-b  Airport Ground Movement Improvements. Obtain a\x:’cz\ a -approved

rg
the airfield in lower visibility conditions). v

MT-12-c ~ Airport Management and Viability. Pursue mpan, t policies to keep Fresno
Yosemite International Airport and Fresno ( t Executive Airport self-
sustaining and financially viable in compliance Witha"A A grant assurances.

e Implement aircraft rescue and fge htifig transition plan.
: L
e Implement the police transitibn .
o
e  Seck alternate ways to pjg:\tﬂe financial viability of the airports.

e Seck non-reimbutsable, Bort of Entry status with the United States
Department of Ho?‘laﬂd Security.

<

N

etitiveness of domestic and international air carrier service, and air

MT-13 Improve G

cargo opcfatiofis to and from Fresno Yosemite International Airport.

IMPLEMENTING POLICIES

MT-1 Inerease Competitiveness. Work with incumbent air carriers and new air carriers in
an attempt to increase the competitiveness of commercial air service to and from

Fresno.

MT-13-b  Marketing Air Travel. Create a marketing plan to attract the traveling public to the
FYI to reduce the number of drive-away travelers and to encourage the tourist traffic
to use FYT as a hub to Yosemite and Sequoia/Kings Canyon National Parks.

MT-13-c =~ Expanding Service. Continually solicit new airlines and seek expanded service from
incumbent air carriers for both domestic and international flights. Provide incentives
as market conditions dictate.

MT-13-d  International Air Service. Continue to meet with foreign and domestic air carriers
to include international service.
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MT-13-e  Airport Property Development. Develop airport properties as outlined in the
applicable airport and environs master plans to encourage economic growth.

MT-13-f  Aviation Support Services. Ensure necessary aviation support services are provided
while promoting a business friendly, but competitive environment through
appropriate land use policies.

MT-13-g  Environmental Remediation of Hammer Field. Ensure that environmental
remediation activities are conducted with the active participation of previous
landowners and tenants in accordance with the Settlement Agreement reached
among the Department, the Boeing Corporation, and the United States government
regarding Hammer Field.

&‘x\\\'
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APPENDIX A - DEFINITION OF TERMS AND CONCEPTS - FRESNO
GENERAL PLAN MOBILITY AND TRANSPORTATION ELEMENT

Activity Center: A type of urbanized development that can occur at multiple scales based upon its
planned density, intensity, and location. They include a close proximity of buildings with
mixed land uses and are typically integrated with and connected by multiple modes of transit
including walking, biking and public transit, providing a single destination where people can
live, work, and shop. An umbrella definition for a variety of types of activity centers (should also be
defined) such as Regional, Urban, Neighborhood, Suburban, etc. which are characterized based upon the
intensity, location, and mix of uses.

X

City of Fresno or City: Refers to the municipal entity and its functions as a governmeént entity.
Use of the term “city” typically refers to the area, population or activities og ‘within the

Fresno Plan Area. < \\\ @

Citywide: References to “Citywide” are in relation to a characteristi reguﬂﬁon or other factor
that occurs within the incorporated boundaries of the City while “citywide” may
refer to occurrences within the Fresno Planning Area (F "

Citywide Development Code: Refers to the proposed Ci @sno Municipal Code, Chapter 15,
Citywide Development Code which is propos e the new planning, zoning and
development implementing code. $

P ‘u

Community Plan: A refinement of th (gx an for a component geographic area of the

all adv

general plan. A community plan ce the provisions of the general plan to a more
precise level of detail and shall corNéoals, policies, maps, and standards that implement

the recommendations of thef ral plan. A community plan shall contain those plan

elements which are essengfal*to%the implementation of the general plan and may contain
. . .

additional components, tding specific plans, which are necessary to the development of

the goals, policies, e]qj ndards for the community plan area. A community plan shall be
OY ot

adopted, amen ealed by resolution of the Council.

Density and@bGeneral description of land use characteristics where Residential Density or

Density: refers to the ratio of residential dwelling units to acre (43,560 square feet) of
laIN ch¥is calculated by dividing the number of existing or proposed residential dwelling
units by the area of the subject property.

Intensity generally refers to the relative magnitude of the use or activity which may occur
upon a given property or area of land and is typically reflected by the ratio of building area to
land area calculated as floor area ratio (ie the building area divided by the land area). Intensity
may also be measured by other characteristics such as the rate at which the uses of a property
generate demand for water consumption, demand for wastewater disposal or generates
demand for travel such a private vehicle, public transportation, bicycling or walking.

Fresno-Clovis Metropolitan Area (FCMA) and Fresno Metropolitan Area: These terms have been
used in the past to refer to one or both of the City of Fresno and the City of Clovis and the
immediately surrounding environs the boundaries of which were defined by US Census
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Tracts. This term was widely used in the past and referred to a geographic area previously
defined by the US Census Bureau. The Fresno Metropolitan Area was referred to and the
boundary depicted in Exhibit 4 of the Amended and Restated Memorandum of
Understanding between the County of Fresno and the City of Fresno January 6, 2003. The
area included within the FMA is larger than the SOI and the FPA.

Fresno’s City Limits: Refers to the incorporated boundaries of the City of Fresno.
Fresnans: Refers generally to persons living within the City of Fresno’s planning area.

General Plan: Use Municipal Code Definition 12-105-G-6.1: Shall mean an integrated, internally

consistent, comprehensive, and long-range set of goals and policies for the general physical
development of the city and any land outside the city’s boundaries which bear tion to the
city’s planning. The general plan shall include diagrams which identify the elv‘l%cations
and types of land uses that are consistent with the goals and policies of the he general
plan and its recommendations shall address physical, social, economi€, e N;r'nental, design,
and public service delivery system issues that have a bearing on the gtowth and change of the
city. The general plan shall contain the mandatory elements preséti ed!y State Planning and

Zoning Law (Title 7, Division 1, commencing with Seeti ‘6§OOO, of the California
Government Code), which may be combined where ap iate. The general plan may also
include any other elements or address any other suby which, in the judgment of the
Council, are needed for the appropriate physical d§ nt of the city.
Sl
Goal: A goal is a general direction-setter. It is af ideal future end related to the public health,

safety or general welfare. A goal is a geng ession of community values and, therefore,
may be abstract in nature and is ge{a& 3y uantifiable or time-dependent.

toward attaining a goal. It sho % achievable, and preferably measurable.

o o .‘\d‘gf . o ,
Objective: An objective is a s‘aﬁe nd, condition, or state that is an intermediate step

g
Policy: A policy is "af spec éc statement that guides decision-making and indicates a
commitment of the(l Y gislative body to a particular course of action to accomplish goals

and objecrives.w -

>
ZEEN
Implemﬁdo’&fleasure: An implementation measure is an action, procedure, program or
technhae at carries out general plan policy. (State of CA, GP Guidelines, OPR)

4
Growth o%rban Growth Area: Urban growth is development of properties over a period of
time with uses and improvements which are intensive and urban in character. Urban growth
areas are typically specifically defined geographic areas within which urban development may
be managed through the application of policies and implementation measures to assure that
commensurate urban public facilities and improvements are provided as necessary to
accommodate the planned development.

Infill or Urban Infill Area: Infill or urban infill areas typically refers to properties and
improvements  which are largely vacant, underdeveloped or developed with uses and
structures which are antiquated or harmful given the site’s location and surrounding uses.
Infill development typically refers to the reuse or redevelopment of such properties to
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accommodate activities which are more viable and compatible with the location and
surroundings.

Infill opportunity areas and Infill Priority Zone: General or specifically defined geographic atreas
for which policies and implementation measures are established to promote development or

planned land uses.

Level of Service, Motor Vehicle Travel: Level of Service (LOS) is a general measure of traffic
operating conditions whereby a letter grade, from A (best or free flow) to I (worst or very
congested) is assigned representing the perspective of the driver. This LOS is an indication of
the comfort and convenience associated with driving. The LOS grades are generally defined

as:

LOS A: represents free-flow travel with an excellent level of comfort and co I\’e}d'e where
>
individual vehicles are virtually unaffected by the presence of other Veh1cles( Ix

LOS B: a stable operating condition, but the presence of otheélhes begins to be a

noticeable, though slight. Freedom to select desired speeds is 1 'Vely{naffected, but there

is a slight reduction in comfort, convenience, and maneuveri

LOS C: a stable operating condition, but this level mar 5 eginning of congestion and the

operation of individual users is affected by the 1nters@ th others in the traffic stream.

. . N\ .
LOS D: represents high-density and crowded \but stable traffic flow condition. Users
experience substantial restriction in speed and\f‘gdiom to maneuver with drivers experiencing

generally poor level of comfort an qu\

LOS E: represents operating condlt‘lxs,at or near capacity. Speeds are reduced to a low but
relatively uniform value. Freedom®o maneuver is difficult with users experiencing frustration

and poor comfort and con @ . Small increases in traffic volume will cause breakdown in
3

\\

LOS F: is usedio e@ forced or breakdown conditions (stop-and-go). This condition exists

traffic movement.

when the amc& fraffic exceeds the amount that can travel to a destination. Long queues
orm behind these bottleneck points with the queued traffic traveling in a

of vehi esiax
stop-dngd- Qnion.
=

Master Plan‘or Master Planning (S§45), master public facility plan, Sub-area Master Planning for

BRT transit corridors and growth areas designed (designated) by the General Plan to include
urban design principles (page 3-21,5126) (page 3-22,S127 & S128 requiring Master Plans and
Sub-Area Master Plans), subsequent specific or master plans, (page 3-5, S23, 24)“subsequent
specific plans for identified growth areas and certain larger infill areas are subsequent

<

projects”, “precise development plan” to be allowed by Development Code (page 3-32). To

be defined in glossary.

Sub-area Master Plan: Typically refers to a land use and circulation plan refinement for an
area which is 160-acres or less in size and provides for a mix of land use proportionate to
those identified by the Fresno General Plan Land Use Diagram and is prepared and adopted
as provided by the City of Fresno’s Development Code.
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Mixed-Use: A development type consisting of a diversity of both residential uses and
nonresidential uses, which may include but are not limited to office, retail, public, or

entertainment, in a compact urban form with a strong pedestrian orientation.
Vertical Mixed-Use: A development that contains at least one multistory mixed-use building.

Horizontal Mixed-Use: An integrated mixed-use development consisting of adjacent
residential and non-residential uses.

Planning Area: Referred to as the Fresno Planning Area (FPA) which is the geographic area
defined by the boundary depicted in FGP Land Use Element Figure 2. It is consistent with
the expanded SOI boundary depicted by the Amended and Restated Memorandum of
Understanding between the County of Fresno and the City of Fresno, ]anua@x 2003 with
the addition of the entirety of the Fresno-Clovis Regional Wastewater Rec tQﬁ’Faahty
The FPA includes properties which are within the City of Fresno incorpora undaries as
well as those which ate located within the unincorporated area.” < \\'

Specific Plan: Use Municipal Code Definition 12-105-S-20.1: meah a precise plan or
redevelopment plan based on, and consistent with, the gene n and the community plan
within which it is located, and shall contain prec1se‘l e demgnanons regulations,
programs, and legislation that are required for the syst s implementation of the general

plan and community plan.
) [

Sphere of Influence (SOI): The City of Fresno’s $OI fsedefined as the geographic area within the
boundaries depicted by the Fresno Gen %ﬂ Land Use Diagram, Figure -, which are
consistent with the boundaries by the Fresno Local Agency Formation

} 2012. The expanded SOI boundary as identified by

m of Understanding between the County of Fresno

Commission (LAFCo) as of Septe

the Amended and Restated Memoran
and the City of Fresno, Janua 2003 includes the remaining portion of the 2025 Fresno
General Plan’s North \G;@@i}rea which has not been included within the LAFCo approved
SOI as of September 1, 018,

Street, Major: sha %Q street designated by the General Plan Circulation Diagram as a

connector, collector, arterial, super-arterial, expressway or state highway as depicted by the

Circul iagram, Figure MT-1, of the Mobility.
cu @\D& a gure of the Mobility
Street, \Lo%a?all mean a street which is not a major street.

Urban and urban area: Areas characteristic of, or constituting a city or more intensively
developed community generally comprised of moderate and higher density residential
development (i.e. three or more dwelling units per acre although urban areas often include
estate sized lots ranging from one to five acres in area) together with office, retail commercial
development, industrial, public and institutional uses. The intensity of such uses typically
require the provision of public services and infrastructure including water supply system,
sewage collection and treatment system, roadways and other improvements for motor
vehicle and non-motorized travel, public transit, and police and fire suppression safety
services.
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Urban Form or Urban Design: urban form and design is concerned with the location, mass, and
design of various urban components and combines elements of urban planning, architecture,

and landscape architecture.

Urban Use, Commercial Use, Residential Use, agri-business or agricultural business uses versus

general agricultural use. Will define if necessary but these are typically generic term at a plan

level but would be specifically defined in the development code.

Zoning Ordinance and Zoning Regulations: Presently City of Fresno Municipal Code, Chapter
12, Articles 1,2,3, and 4.5 comprise the “Comprehensive Zoning Ordinance” and can be
referred to as “Zoning Ordinance of the City of Fresno”. The present Zoning Ordinance and
many other Articles of Chapter 12 will be repealed and replaced by updated Code provisions.
Use of these terms should be in reference to old implementing tools to be repl

2
R
’~A
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APPENDIX B - LAND USE DIAGRAM - FRESNO GENERAL PLAN
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APPENDIX C - CONCEPTUAL URBAN FORM ORGANIZING ELEMENTS
DIAGRAM - FRESNO GENERAL PLAN



Figure UF-1: Conceptual Urban Form Organizing Diagram

Conceptual Urban Form
Organizing Elements Diagram

P=——=
MILES

Dischaimer: This map is not a final product and
is forillustrative purposes only, to facilitate
conversation around the topic(s) represented.
Growth Area boundaries are cono=ptual and
highly generalized. More peecise illustrati
and maps with definitive boundaries shoud be
additionally consulted within this Element.
There may be errors or omissions and if any

are fourd, please contact the City of Fresno
DARM Department staff at 559-621-8003 or

Contact Us at www.fresno.gow/mewplan.

Legend
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== Sphereoflnﬂuence- 6 b &%
Minor Activity Center - r

i 3
Major Activity Center [

.
g
=y
@( Primary Center (Downtown)

Growth Areas Designated & Future
A. West Shaw TransitVillage Proposed BRT Corridors
B. Grantland TransitVillage 1. Blackstone Avenue Corridor
C. Grantland, East Communities 2. Ventura-Kings Canyon Boulevard Corridor
D. Veteran’s Community Transit Village 3. Clovis Avenue-SR 180/Belmont Avenue Corridor
E. Southwest Neighborhoods & 4. Shaw Avenue Corridor
Martin Luther King Village 5. West Shaw Avenue Corridor
F. Southeast Growth Area 6. California Avenue Corridor

G. Peach - Jensen Neighborhood
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APPENDIX D - CONCEPTUAL POTENTIAL MAJOR STREET AND LOCAL
STREET CROSS-SECTIONS - FRESNO GENERAL PLAN MOBILITY AND
TRANSPORTATION ELEMENT



Roadway Cross-Sections ACTIVITY CENTERS

Super or 6-Lane Arterial (126" R.0O.W.)

E‘| - ]?l 1" | 12 |

| 2o

|?'i8‘|ﬁ'

Side- |Partww Filwl.ansl BRT/BAT ‘ l'maIL-urrs‘ M;:m | Tmlems| BRT/BAT  [Bika Lane Parkway | Side-
walk | Lane Lane | I walk
104' ROW.

4-Lane Arterial, No Parking (104’ R.O.W.)




Note: These street cross sections
are illustrative and conceptual.
The actual roadway configura-
tions are subject to comprehen-
sive engineering and design.

4-Lane Arterial, With Parking (120° R.0.W.)

3-lane Arterial (86" R.O.W.)



Collector, With Parking (64° R.0.W.)



s |

y 16 8 | 3
Side- m\m| Travel Lane and Travel Larie and Parlwav‘Siw
walk Parking Parking walk

60" R.OW.

Local (60" R.O.W.)




Roadway Cross-Sections SUBURBAN

Parkway ‘ Travel Lanes (3] with Shoulder ‘ Median ‘ Travel Lanes (3] with Shoulder | Parkway | Bike

Expressway (140 R.O.W.)

sua:\.:i w %ahrmnﬂl Travel Lanes (3) ‘ Median \ Travel Lanes {3} [Bikn mls&umucw;

Trea weall Tree well

124 ROW.,

B-Lane Super Arterial (124° R.0O.W.)



110°R.OMW.

4-Lane Divided Arterial (110" R.0.W.)

Sfds::Ihw;"Pa:im | B;m ‘[ Trave! Lanes (2) | Left-tum ‘ Travel Lanes {2) | Bike |Pnrl:ing Sidawalk w/
Tree well Lane Lane Lane Tree well
106" ROW.

4-Lane Collector With Bike Lanes and Parking (106' R.0.W.)
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4-Lane Collector With Bike Lanes and No Parking (94' R.O.W.)
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