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Dear Fresno GP Implementation Review Committee Chair Catalano and Vice-Chair Yovino,

The advantages of Complete Streets are described on Page 3-11 of City of Fresno General Plan (GP)
Chapter 3: Urban Form, Land Use, and Design to be discussed tomorrow.

As documented in the attached 2015 national research study and report about the diverse positive
impacts of Complete Streets projects around the U.S. by Smart Growth America and the National
Complete Streets Coalition - Complete Streets have broad relevance to all City of Fresno GP Chapters
and GP implementation activities - especially:

e Economic Development and Fiscal Sustainability
e Urban Form, Land Use, and Design

e Mobility and Transportation

e Resource Conservation and Resilience

e Healthy Communities

e Housing and Implementation

| have also attached a copy of the DRIVE Fresno Opportunity Corridor investment plan - which
speaks to the critical role of Complete Streets in support of Infill Development and equitable Transit-
Oriented Development (eTOD) - both key aspects of implementing Urban Form, Land Use, and
Design as well as many other GP Chapters' goals and policies.

Thanks for your consideration of the important role of Complete Streets in GPIRC discussions and

the applicability of the attached references.

Regards, Keith

Keith Bergthold
Executive Director
Fresno Metro Ministry
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The National Complete Streets Coalition, a program of Smart Growth America, seeks
to fundamentally transform the look, feel and function of the roads and streets in our
communities, by changing the way most roads are planned, designed and constructed.
Complete Streets policies direct transportation planners and engineers to consistently
design with all users in mind.

Smart Growth America is the only national organization dedicated to researching,
advocating for and leading coalitions to bring better development to more communities
nationwide. From providing more sidewalks to ensuring more homes are built near public
transportation or that productive farms remain a part of our communities, smart growth
helps make sure people across the nation can live in great neighborhoods.
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care. We are recognized as one of America’s leading health care providers

and not-for-profit health plans. Founded in 1945, Kaiser Permanente has a
mission to provide high-quality, affordable health care services and to improve

the health of our members and the communities we serve. We currently serve
approximately 9.9 million members in eight states and the District of Columbia.
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Executive summary

What do communities get

for their investments in Complete Streets?

In this study of 37 projects, Smart Growth America found that Complete Streets projects
tended to improve safety for everyone, increased biking and walking, and showed a mix of
increases and decreases in automobile traffic, depending in part on the project goal. Compared
to conventional transportation projects, these projects were remarkably affordable, and
were an inexpensive way to achieve transportation goals. In terms of economic returns, the
limited data available suggests Complete Streets projects were related to broader economic
gains like increased employment and higher property values.

These findings are based on data collected directly
by local transportation and economic development
agencies as reported to Smart Growth America’s
National Complete Streets Coalition. The Coalition
surveyed Complete Streets projects from across the
country, and found 37 with transportation and/or
economic data available from both before and after
the project.

Safer Streets, Stronger Economies analyzes that data
and explores the outcomes communities get for
their investments in Complete Streets. In this tight
budget climate, transportation staff and elected
leaders want to get the most out of every dollar.
This research shows Complete Streets projects can
help them do just that.

®

In the majority of cases collision rates declined after
Complete Streets projects were built, and there were
fewer injuries as well. These safety improvements have

The data showed that streets were
usually safer after Complete Streets
improvements than before.

real financial value: Our analysis found that the safer
conditions created by Complete Streets projects
avoided a total of $18.1 million in collision and injury
costs in one year alone. These savings start as soon
as a project is complete, and continue long after.
And this was just the amount saved by the projects
included in our sample. The financial impact of
automobile collisions and injuries nationwide is
in the billions of dollars annually. Targeting the
country’s more dangerous roads and taken to any
meaningful scale, a Complete Streets approach over
time has the potential to avert hundreds of millions
or billions of dollars in personal costs.

®

The data also showed that
Complete Streets projects
encouraged more multimodal travel.

Trips by foot, bicycle, and transit almost always
increased after the Complete Streets projects.
Taken along with the safer conditions mentioned
above, this support for active transportation options
adds to an already impressive case for the health
benefits of a Complete Streets approach. In about






half the projects, automobile volume increased or
remained unchanged after the redesigns.

®

The projects surveyed include a wide range of
costs, from projects with limited scopes that cost
just a few thousand dollars to extensive corridor
redesigns that cost several million. For the most
part, however, Complete Streets projects cost
significantly less than conventional transportation
projects, yet can still deliver transportation benefits like
better safety performance and more people using
the facility.

®

Before-and-after data in this area are scarce for
all kinds of transportation investments and
Complete Streets projects are no exception. Of the
37 projects included in our survey, we were able
to examine changes in employment in 1 places,
and changes in business impacts, property values,
and/or total private investment in 14 places. We
found that employment levels rose after Complete
Streets projects—in some cases, significantly.
Communities reported increased net new businesses
after Complete Streets improvements, suggesting

Complete Streets projects were
also remarkably affordable.

This project also examined how
Complete Streets projects related
to economic goals.

that Complete Streets projects made the street
more desirable for businesses. In eight of the ten
communities with available data, property values
increased after the Complete Streets improvements.
And eight communities reported their Complete
Streets projects at least partly responsible for
increased investment from the private sector. These
data support the economic outcomes reported
anecdotally by many communities but more data
are needed here (and for other transportation
projects) to conclusively connect Complete Streets
with economic success.

Communities interested in these kinds of benefits
can get started on their own Complete Streets
approach, and this report also includes ideas for
policy changes, transportation design standards,
project evaluation guidelines, and ways to measure
project performance to help in that effort.

More than 700 towns, cities, counties, regions, and
states have made official commitments to these
practices by passing Complete Streets policies,
with more being passed every year. Whether it’s
planting trees or adding crosswalks, making travel
lanes narrower or creating space for people on bikes,
hundreds of communities are changing how their
streets look and work—and this study suggests
they’re getting a great return on their public
investments in the process.

“Our analysis found that the safer conditions created by Complete Streets projects
avoided a total of $18.1 million in collision and injury costs in one year alone.”






GUs

Introduction

WHEN DUBUQUE, IA, WAS PLANNING THE REDEVELOPMENT of its historic Millwork
District, local leaders knew the project’s success hinged on whether people would want
to walk or bike there. So the city took a long look at the District’s four main avenues—
Jackson, Washington, 9th and 10th streets—and figured out how to make them work
better for people walking and biking. They replaced sidewalks, made it easier to cross
the street, added new street lights, painted “sharrows,” and created a multi-use trail.
Within a year, bicycling use increased by 273 percent—and that was just the beginning.

Since the project’s completion, the neighborhood
has experienced more than $34 million in new
private investment, with another $150 million in
the pipeline. The first warehouse to be redeveloped
is leasing 72 residential units, 39,000 square feet of
retail and commercial space, and 20,000 square feet
foranincubatorforartsand nonprofit organizations.
The fact that the neighborhood’s streets work for
everyone who uses them is a key part of this success.

Dubuque isn’t the only city using a Complete
Streets approach. Hundreds of communities are
using Complete Streets strategies to improve
how their streets work and how they serve the
local economy. What are communities getting
for these investments! Are they achieving their
transportation goals? How do costs compare to
conventional transportation projects! And how do
these projects relate to broader economic gains?

To answer these questions, Smart Growth
America’s National Complete Streets Coalition
scoured the country for every Complete Streets
project we could find. We asked local departments
of transportation for before-and-after data on
transportation and economic performance for
those projects. Ultimately, 37 projects had enough
data available to be included in our analysis.

Safer Streets, Stronger Economies examines these
37 projects, spread across 31 cities in 18 states.
This study explores how well these Complete
Streets projects achieved transportation goals
like improving safety and throughput, as well as
how their costs compare to other transportation
projects. It also examines what happened to
employment, businesses, and property values
along a subset of these corridors.





To date, many studies of Complete Streets have
focused on the health benefits these projects
yield. These studies have clearly documented the
connection between walking, biking, and transit
ridership and more active lifestyles to reduce
rates of chronic disease and the healthcare costs
associated with them.' People who live in walkable
neighborhoods get 35-45 more minutes of moderate
physical activity each week, making them less likely
to be overweight or obese. People who ride transit
tend to move more, too, taking 30 percent more
steps a day than people who drive.> Converting
short automobile trips to walking or biking curbs
air pollution, which can help reduce asthma and
other respiratory diseases. Youth who walk or bike
to school, among other physical activities, tend to
focus more and perform better in the classroom.

For the projects examined in this study, these
benefits undoubtedly hold true. Rather than focus
on these well-documented results, this study
focuses on the value of Complete Streets projects
as transportation investments and their link to local
economies.

We hope the information in this study will be of
particular use for transportation professionals and
local elected officials, providing a clearer picture of
how Complete Streets projects compare to their
other transportation investment options.

A note about the data

Our research looked at 10 main data points: collisions;
automobile, pedestrian, bicycle, and transit counts;
project construction costs; employment; number of
businesses; property values; and private investment.
Data availability varied by project.

Readers will clearly see that the data are not ideal.
A majority of communities we interviewed did
not have before-and-after data and thus were not
included here. Among those with data, localities
collected it using different methodologies.

There is clearly a need for more standardized data
measures, as well as more consistency in their
collection. These issues are not unique to Complete
Streets, but reflect broader issues in transportation
data collection.

Nonetheless, these data are the best available
for understanding the impact of Complete
Streets projects and significantly advance our
understanding of Complete Streets effectiveness
as transportation and economic investments. We
congratulate and thank the communities that
have taken steps to collect the performance data
discussed here. But for their efforts there would be
no way to have any meaningful understanding of
project performance.

“Since the project’s completion, the Millwork District in Dubuque, IA, has
experienced more than $34 million in new private investment, with another
$150 million in the pipeline. The first warehouse to be redeveloped is leasing 72
residential units, 39,000 square feet of retail and commercial space, and 20,000
square feet for an incubator for arts and nonprofit organizations.”
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Meet the pkojecté
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Normal, IL

Smart Growth America collected before-and-after data for 37 Complete Streets projects. Here is a brief
description of all of them. Read more details of each project in Appendix B on page 29.

ARIZONA: TEMPE

College Avenue

Added dedicated bike lanes and streetscape
improvements near Arizona State University.

CALIFORNIA: BERKELEY/ALBANY

Marin Avenue

Converted four travel lanes to three, and links
a residential neighborhood in Berkeley to a
commercial area in Albany.

CALIFORNIA: LANCASTER a

West Lancaster Boulevard

Created a tree-lined median, widened sidewalks,
added landscaping, and created a community
destination known as the BLVD.

CALIFORNIA: LONG BEACH

Broadway & Third avenues

Redesigned two one-way downtown streets to
each carry two lanes of traffic, parking on both
sides of the street, and a protected bike lane.

CALIFORNIA: NOVATO

Grant Avenue

Improved sidewalks, and added streetscaping,
bulb-outs, and bicycle racks along 11 blocks of
Novato’s main commercial street.

DC: WASHINGTON

15th Street NW

Created 1.8 miles of a two-way bike lane
separated from automobile traffic.

DC: WASHINGTON

16th Street/U Street/

New Hampshire Avenue NW

Simplified this complicated intersection to make
it safer for cyclists, pedestrians, and drivers.

FLORIDA: ORLANDO

Edgewater Drive

Completed a road conversion to calm traffic and
make biking and walking easier.

ILLINOIS: CHICAGO

Kinzie Street

Created the city’s first bike lane by converting
four travel lanes to two on each side of a two-
way street.

ILLINOIS: URBANA

Philo Road

Resurfaced a street and enhanced two bus
stops with real-time signage and streetscaping.
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Cambridge, MA- N\

ILLINOIS: NORMAL a

Uptown District

Widened and repaired sidewalks, reconstructed
Constitution Boulevard, created a new traffic
circle, and built the new Uptown Station.

IOWA: DES MOINES

Ingersoll Avenue

Completed a two-phase streetscaping and road
conversion project.

IOWA: DUBUQUE

Millwork District

Constructed an off-road multi-use trail, added
streetscaping, and reconstructed the road along
Jackson, Washington, 9th, and 10th streets.

LOUISIANA: NEW ORLEANS

South Carroliton Avenue

Added bike lanes, landscaping, improved
crosswalks, and sidewalks to a section of New
Orleans’ historic streetcar route.

LOUISIANA: NEW ORLEANS

Esplanade Avenue

Completed a 4-to-2 lane conversion to increase
pedestrian and bicycle use.

LOUISIANA: NEW ORLEANS

Decatur Street

Improved pedestrian intersections and added
bike features for this busy route in New Orleans’
historic center.

MASSACHUSETTS: CAMBRIDGE a

Porter Square

Simplified pedestrian and bicycle crossings,
created a large pedestrian plaza, added

bike lanes and a signalized bike crossing,
coordinated auto signal timing, and widened the
sidewalk in this historic retail center.

MINNESOTA: MINNEAPOLIS

Franklin Avenue

Reduced the number of travel lanes on the
street for one half mile, including over the
Franklin Avenue Bridge, from four to three lanes
and added bicycle lanes.

MISSOURI: COLUMBIA

Providence & Stewart roads

Improved turn lanes, pedestrian crossing
signals, new sidewalks, and trail access; added
new lighting and drainage enhancements; and
added striping and markings for bicycle and
pedestrian safety.

MISSOURI: COLUMBIA

Windsor & Ash streets

Built a bicycle boulevard linking two residential
neighborhoods and helping bicyclists safely
access downtown Columbia.

MISSOURI: GRANDVIEW

Main Street

Improved pedestrian features along several
blocks to help reinvigorate Main Street.





MISSOURI: LEE’S SUMMIT

Third Street

Improved sidewalks, new lighting, and street
trees to calm traffic and encourage more people
walking in the town’s downtown district.

NEVADA: RENO a

Wells Avenue

Converted four travel lanes to two, added bike
lanes and widened sidewalks along a key one-
mile segment.

NEW MEXICO: ALBUQUERQUE

Central Avenue

Converted four travel lanes to three, and added
two dedicated bike lanes and on-street parking
to this historic tourist destination.

NEW YORK: HAMBURG A

Route 62

Added two roundabouts, narrower travel lanes,
bicycle lanes, curb extensions, street trees, and
marked pedestrian crossings.
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NEW YORK: NEW YORK A

Columbus Avenue

Reduced lane widths and added street trees,
pedestrian islands, and a bike lane.

NORTH CAROLINA: CHARLOTTE A

East Boulevard

Converted four travel lanes to three and added
bike lanes on both sides of the street, pedestrian
refuge medians, wheelchair ramps, and
landscaping.

NORTH CAROLINA: CHARLOTTE

Selwyn Avenue

Converted four travel lanes to three, added
a center turn lane and bicycle lanes in each
direction.

NORTH CAROLINA: RALEIGH

Hillsborough Street

Widened sidewalks, built a median, reduced
the four-lane road to two lanes with on-street
parking, and constructed a roundabout at the
corridor’s entrance.






West Jefferson, NC ! :

NORTH CAROLINA: WEST JEFFERSON A
Downtown streetscape

Replaced two traffic lights with four-way stops,
added diagonal parking, curb extensions, better
crosswalks and streetscaping in the historic
downtown.

OHIO: CLEVELAND A

Euclid Avenue

Created the city’s first bike lane, repaired
sidewalks, added streetlights and bus shelters,
and planted 1,500 trees along the “HealthLine.”

OREGON: EUGENE

Alder Street

Added a two-way buffered bike lane and
bike signal, and widened sidewalks near the
University of Oregon campus.

OREGON: PORTLAND

NE Multnomah Street

Converted four travel lanes to two, added
protected bike lanes and made crossing the street
safer for pedestrians in Portland’s Lloyd District.

1
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PENNSYLVANIA: PHILADELPHIA

Spruce & Pine streets

Created 3.7 miles of buffered bike lanes along
these two one-way streets.

WASHINGTON: SEATTLE

Nickerson Street

Converted four travel lanes to two, added a two-
way turning lane, bicycle lanes, and two new
crosswalks.

WASHINGTON: SEATTLE A

NE 125th Street

Converted four travel lanes to two, with a center
left turn lane and bicycle lanes.

WASHINGTON: SEATTLE

Stone Way N

Converted four lanes to two, added a two-way
turning lane, bike lanes, sharrows, and updated
crosswalks.






Project outcomes

WHAT WERE THE OUTCOMES associated with these 37 projects? How did the streets
perform on safety, traffic, and economic measures before and after the projects? What did
these communities get for their investment in Complete Streets?

To answer these questions we asked local transportation and economic development
agencies for before-and-after data on the street in question. We analyzed most of this data
using a straightforward before-and-after comparison. In addition, where methodologically
sound and where data were available, we also compared the Complete Streets project to
an unimproved “control” corridor as well as citywide trends. Here is what the data show.

@ Safer streets

Complete Streets projects tended to make streets
safer for everyone. Specifically, the majority of roads
with Complete Streets features had fewer collisions
and fewer injuries after their retrofits than before.

About 7o percent of projects experienced a
reduction in collisions, and in many cases the
reduction amount was significant (see Figure 1).#
Approximately 56 percent of projects experienced
a reduction in injuries’ In some projects where
collisions and injuries went down, automobile
volumes were essentially unchanged or increased,
while pedestrian and bicycle traffic increased—
meaning the rates of collision and injury dropped
the same or more than the absolute change.

Some communities also looked at speeding as an
important metric related to reducing collisions
and injuries.

In many of the projects where collisions or injuries
increased, travel across modes also increased by
a large percentage. In many instances, the rate (as
opposed to the absolute number) of crashes or
injuries (or both) fell. For example, in Porter Square
in Cambridge, MA, bicycle collisions increased 150
percent after the Complete Streets improvements—
but bicycle volumes increased 929 percent. The rate
of collision among bicyclists decreased from 2.5 to
0.6 collisions per 100 bicycle trips after the Complete
Streets changes.
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A NE 125th Street in Seattle, WA before (left) and after (right) Complete Streets improvements.

CASE STUDY
Fewer collisions and injuries in Seattle, WA

Three projects included in this study are located in Seattle, WA: Nickerson Street, NE
125th Street, and Stone Way N. All three projects aimed to reduce speeding and make
the street more inviting for people walking or bicycling. All three projects used similar
design changes to achieve these goals: reducing the number of travel lanes from four to
two, adding a center turn lane, bike lanes, and new crosswalks.

In all three cases, speeding, collisions, and injuries decreased after the projects’
completion.

» On Nickerson Street, speeding fell by two-thirds after the Complete Streets
improvements and total collisions fell by 23 percent.

®» On NE 125th Street, the number of drivers “speeding excessively” decreased by 11
percent, collisions fell by 10 percent, and collisions resulting in injuries fell by 17 percent.

» On Stone Way N, speeding drivers decreased 75 percent, total collisions fell 14
percent while collisions involving pedestrians declined by 80 percent, and collisions
resulting in injuries fell 33 percent.

The Seattle Department of Transportation (SDOT) completed all three projects, which are
part of a citywide effort to implement its 2007 Complete Streets ordinance. That policy
vision, as well as a Complete Streets checklist within the Department, have helped SDOT
remain focused on these goals. “Not only does redesigning our streets make them safer,”
SDOT explains, “it keeps people and goods moving.”®






Saving money through safety

COMPLETE STREETS PROJECTS can make streets safer for everyone who uses them,
and this yields tangible financial benefits for individuals and families.

Within our sample,
Complete Streets
improvements
collectively
averted

$1 8.1 million

in collision costs in

1 year.

Each collision that a safer street helps to avert
represents potential costs from emergency room
visits, hospital charges, rehabilitation, and doctor
visits, as well as the cost of property damage. Within
our sample, Complete Streets improvements
collectively averted $18.r million in total collision
costsin just one year.” We rely on standard estimates
and methodology from the U.S. Department of
Transportation to calculate these costs. For more
information see Appendix A on page 27.

Comparing total averted costs for one year to the
total cost of 34 projects in this survey (excluding

Euclid Avenue, which is an outlier in terms of
cost), these projects would pay for themselves in
less than 8 years. Every year after that, the savings
are unencumbered as the Complete Streets
improvements continue to keep travelers safe.

In some of these cases, the averted cost of collisions
in the first year is much larger than the original
project cost. Along Wells Avenue in Reno,
NV, for example, 128 collisions occurred before
the Complete Streets improvements, and 47 of
those collisions involved injuries. After the city
added bike lanes in each direction and widened
sidewalks, collisions fell by about 45 percent—to 71
collisions following the improvements, with 18 of
those involving injuries. The value of Reno’s safer
conditions within one year’s time ($5.8 million) is
more than its entire project cost ($4.5 million).

In West Jefferson, NC, the value of safer streets
equaled more than $2.7 million in the first year, or g
times the total cost of the town’s Complete Streets
improvements ($300,000).

The averted costs described here are enormously
important to the individuals and families who avoid
them. However, these numbers are dwarfed by the
total cost of unsafe streets in the United States:
Nationwide, the cost of automobile collisions and
injuries is in the billions of dollars. The 37 projects
in our sample represent just 44 miles of road; the
entire U.S. paved roadway network is about 2.7
million miles.® If a Complete Streets approach
was used strategically on even a small fraction of
this total, the savings over time could run into the
hundreds of millions or billions of dollars.





Encouraging multimodal travel

FROM A TRANSPORTATION PERSPECTIVE, a good way to understand a corridor’s travel
value is to look at the number of people it accommodates in cars, on bikes, on foot, and
by transit. Unfortunately, very few places have all of these data points. This study found
nine projects that had before-and-after data for pedestrians, bicycles, and automobiles (the
number of places with transit data are sufficiently few that we treat them separately).

Of the nine projects with bicycle, walking, and
automobile counts, three showed increases in
trips by all three modes. In three projects the data
showed a decrease in the total number of car trips,
while the total number of bicycle and pedestrian
trips increased. In the remaining three projects, the
results were mixed: The Providence and Stewart
project in Columbia, MO showed no change in
automobiles trips while bike and pedestrian trips
increased. Foot traffic went up in Albuquerque,
while bicycling and automobile traffic fell. In the
Millwork District, people on foot decreased. At
the same time, the area experienced significant
increases in cycling (273 percent) and automobiles
(1,416 percent).

A greater number of projects, including the nine
above, measured the change in travel by individual
modes. Looking separately at the projects’ modal
outcomes, the data showed that the Complete
Streets projects nearly always supported more
biking and walking trips. In 12 of 13 projects with
pedestrian counts, trips by foot increased after
the Complete Streets improvements (see Figure
2). In 22 of 23 projects with bicycle counts, bicycle
trips increased (see Figure 3). Of 33 projects with

The health benefits
of multimodal travel

More people walking and bicycling can
improve a street’s throughput without
increasing traffic, and that’s a great
outcome for transportation professionals.

These active options also come with big
public health benefits. By making walking
and biking safe and convenient, we can
make it much easier for people to build
routine physical activity into their daily lives.

automobile counts, 13 projects carried more
automobile trips than before, and in one instance
automobile counts did not change (see Figure 4).
The remaining 19 projects carried fewer cars, which
was a design goal in some projects. For instance, the
installation of a bicycle boulevard along Windsor
and Ash streets in Columbia, MO aimed to move





vehicles to a parallel street. As a result, automobile street became quieter, and bicycling increased 124
trafficfell by nearly half, even asautomobilestraveled  percent along this 1.5-mile connection between two
along the street in less time. The neighborhood neighborhoods.

number of people bicycling and walking on the Complete Streets corridor, supporting travel by

@ As the following figures show, Complete Streets projects were associated with increases in the
more modes than previously.

FIG. 2

® \ore walking trips.

Thirteen projects collected pedestrian counts. Of those, pedestrian activity
increased in 12 projects after their Complete Streets improvements.
This figure shows the amount of change in walking trips in each place.
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r1  More bicycle trips.

FIG. 3

Twenty-three projects collected bicycle counts. Of those, bicycling
increased in 22 projects after their Complete Streets improvements.
This figure shows the amount of change in bicycle trips in each place.
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FIG. 4

Change in automobile trips after
® 9 Complete Streets improvements.
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ridership information at stops along these corridors.

We also found that Complete Streets projects

Of those, ridership increased in six projects and

decreased in one (see Figure 5).

supported more trips on public transportation.
Of the 37 projects we examined, 7 reported transit






FIG. 5

W Of the 37 projects we examined, seven reported transit ridership information.

’ ! Of those, 6 measured increased ridership. This figure shows the amount of

change in trips by transit in each place.
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Completing “the last mile”

Walking is the most common way to access public transportation: 60 percent of people
walk to transit stops.® Yet even if these stops are close by, walking to them can often be
inconvenient or even dangerous.

A Complete Streets approach creates critical first- and last-mile connections to transit stops
and improves the overall connectivity of a transportation network. This is especially vital for
households without access to a car, who rely on public transportation to get to work, school,
doctors’ offices, and more. Helping people complete the first or last part of their trip safely
and conveniently makes these trips possible.





Low costs, big results

THIS STUDY ASKS fundamentally, are Complete Streets projects a good transportation
investment? The answer depends on both the outcomes and costs of these projects.

Of the 37 projects in this survey, 31 had construction costs available.™ This data was
collected and supplied by departments of transportation and public works. And one thing
was clear from their responses: Compared to most conventional transportation projects,

Complete Streets projects are cheap.

The surveyed Complete Streets projects include
a full spectrum of design elements, from simple
striping to mark a new crosswalk, to complete
reconstruction of a roadway to accommodate
heavier transit vehicles. Because so many of
the projects in our sample rely on inexpensive
upgrades within the existing right-of-way, the
average project cost was just $2.1 million—far less
than the $9 million average cost of projects in state
transportation improvement plans.”

These projects also cost less per mile than average
arterials. The Federal Highway Administration
estimates that construction of an average “normal-
cost” urban arterial costs $3.58 million per mile, and
average “high-cost” arterials cost $12.75 million
per mile. Seventy-four percent of the projects
examined here cost less than an average normal-
cost arterial, and 97 percent cost less than the
average high-cost arterial (see Figure 6). The eight
projects that cost more than an average arterial fall
into one of two categories: 1) projects that close
critical gaps in the existing pedestrian and bicycle

networks, like Porter Square in Cambridge, MA
(where changes to an intersection created better
connectivity in the city’s bicycle network); or
2) projects that were designed to achieve non-
transportation benefits, such as supporting
economic development or managing stormwater,
and included construction of additional facilities,

like in Normal, IL and Raleigh, NC.

Particularly striking are the projects achieved with
a small public investment that yielded significant
results. Portland, OR, for example, spent $95,000
to restripe and add plastic bollards and new signage
to NE Multnomah Boulevard. The project created
34 new automobile and 12 bicycle parking spaces.
Cycling along the corridor increased 44 percent,
and the number of vehicles exceeding the speed
limit fell by half. Washington, DC, spent $367,000
to add a two-way bike lane to 1.8 miles of 15th Street
NW. The project used restriping, plastic bollards,
signage, and signal timing to increase safety and
convenience for cyclists. The result? Use by cyclists
tripled and automobile volumes increased slightly.
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FIG. 6

The cost per mile to build Complete Streets
~~ projects vs. an average arterial road

Complete Streets projects are remarkably affordable —some of the projects in our survey cost just
a few thousand dollars. They cost less to build than an average urban arterial, yet, as explained
earlier, can still increase bicycle, pedestrian, and automobile activity.

Grant Avenue in Novato, CA, improved
sidewalks and added streetscaping, [ J
bulb-outs, and bicycle racks along 11

blocks of Novato’s main commercial street.
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Downtown West Jefferson,
NC, replaced two traffic
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A whole network for a bargain

THE REAL VALUE OF A TRANSPORTATION SYSTEM is in creating an interconnected
network, whether designed for people in cars, on transit, walking, or bicycling. Building
unconnected individual facilities without connecting them reduces their utility. WWhat does
an investment in a Complete Streets network achieve, and what are its costs?

Several local examples illustrate just how cost-
effective Complete Streets networks can be.
The City of Portland analyzed the benefits of its
investment in a complete bicycle network.” In the
mid-1990s, the City of Portland started building
bicycle lanes, bike boulevards and off-street paths.
For what the city called a “modest investment” of
an estimated $60 million, it built a 300-mile bicycle
network."”

From 1990 to 2008, bicycling commuting increased
by 400 percent (or 14,912 daily trips) citywide, while
driving alone declined by 4 percent. From 1990 to
2008, bicycle fatalities steadily declined and for five
years over that time period, the city reported no
bicycle fatalities. That happened again in 2010 and
2013.% Portland’s investment in a connected bike
network helped meet growing travel demand: The
City accommodated a 12 percent increase in trips
along four key roadways almost entirely by bicycle,
keeping automobile volumes constant. For the same
investment, Portland could have built just one mile
of a four-lane urban freeway.

Theresults from Portland suggest a significant change
in travel behavior for a small public investment,
particularly over several years. It is interesting to
think of another use of the $60 million that could

produce the same impact on travel behavior and
safety outcomes.

We can also look at projections of future costs
and benefits to understand the value of a network
of Complete Streets. Over the next 25 years, for
example, the Washington, DC region plans to
spend $2 billion on 643 bicycle and pedestrian
projects. This amount represents less than 1 percent
of the region’s $243 billion budget for that time, but
the region plans to accommodate one million new
trips by foot or by bike—or 25 percent of all new
trips in the region.”

Between 2015 and 2025, the Southern California
region planstospend $6.7billion—again, 1 percent of
its budget over that time—on active transportation
projects. For that amount, the region will be able to
build 5,800 miles of bikeways, improve sidewalks, as
well as improve access to schools and parks, among
other projects. The region projects bicycle mode
share to rise as high as 4.4 percent in 2020 and 16
percent by 2035.%

Each of these projects will create entire networks of
facilities that allow millions of people to get to their
destinations safely and efficiently—for a fraction of
aregion’s transportation budget.

“For an estimated $60 million, Portland built 2 300-mile interconnected
bicycle network. For that same amount, the City could have built just one
mile of urban freeway.”
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A strategy for economic development

ECONOMIC GOALS OFTEN MOTIVATE communities’ Complete Streets projects as much
as transportation goals. Many communities report that a Complete Streets approach
played an integral role in neighborhood or downtown economic revitalization efforts, but
few have studied it comprehensively. Municipal transportation departments and agencies
in New York and San Francisco studied the connection between project-level street
improvements and retail sales, and in both cities found higher retail sales along improved
corridors.’” We sought to build on their work, and expand our understanding of the
economic benefits of Complete Streets projects.'®

Of the 37 projects examined in this study, our
economic analysis focused on the 22 projects .
that occurred in commercial areas to assess The economic

business impacts, among other metrics.” Fourteen

communities reported data about total private | m p aCt Of h ea | t h | er
investment, property values, and net new businesses .t rans po rta.t | on o p.t | ONs

through primary and secondary sources. Data from
the U.S. Census Bureau provided employment and

- ) i ) Two-thirds of American adults and nearly
earnings information for 11 projects.

one-third of children are now considered
overweight or obese, with obesity-related
health care costs now estimated at $160
billion per year.2° Overweight adults

spend $395 more each year on health-
related expenses than adults at a healthy
weight,?' and physical inactivity costs the
United States $75 billion per year.?? Private
businesses are also impacted, through
reduced productivity, higher absenteeism,
and higher insurance premiums. Complete
Streets projects clearly supported biking
and walking, which can help reduce and
prevent obesity and its related costs.

We detail our findings below. However to provide
context for them, we start with this conclusion:
Taken together, these economic measures suggest
that Complete Streets projects were supportive of
employment, new businesses, and property values.
However, the limited availability of project-level
data and small sample size make these findings
suggestive only for these projects. Additional data
collection is needed in this area, and we encourage
more cities to measure the economic impacts of their
Complete Streets projects (and other transportation
projects) to assess how Complete Streets relate to
their economic goals.
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@ Higher employment levels

We found that more people were employed along
Complete Streets projects after a project was
completed than before. More people were employed
along Complete Streets projects than other
unimproved comparison streets.

U.S. Census provided employment and earnings
data for 1 projects. We looked at change in
employment two years before and at least one year
after the project’s completion within 1—2 blocks
of these projects. In 7 of the 11 Complete Streets
projects, employment increased over that time.

In order to understand whether changes in
employment were related to the Complete Streets
project or the result of other factors, we compared
employment growth to “control” groups: citywide
trends in all 11 cases, and similar corridors that were
not redesigned in g cases. Six of the 1 projects
outperformed citywide employment growth
during the same time period. Of the nine projects
with similar corridors that were not redesigned,
six outperformed their comparison corridors.
Two showed mixed results with Urbana, IL
outperforming citywide employment growth but
not the comparison corridor, and Ingersoll Avenue
in Des Moines, IA outperforming its comparison
corridor but not the citywide average.

Four Complete Streets corridors outperformed
growth both citywide and along their comparison
corridors, and in some cases, this difference was
significant. Along West Lancaster Boulevard, for
example, employment grew by 64 percent between
2008 and 2011, while employment grew by less
than 3 percent citywide. Its comparison corridor
lost employment during that time. Since West
Lancaster Boulevard’s redesign, the city reports
more than 802 permanent jobs were added within
the BLVD district. Interestingly, the four projects
that outperformed on employment are downtown
or commercial main streets.”* Wage levels for
employment along these four corridors generally

performed well compared to their unimproved
“control” sites or citywide trends.

@ Net new businesses

Six communities reported data on net new
businesses following their redesigns: Orlando, FL;
Normal, IL; Lee’s Summit, MO; West Jefferson, NC;
Washington, DC; and Lancaster, CA. All six of
these communities reported increases in businesses
following their Complete Streets improvements.

In West Jefferson, NC, 10 new businesses opened
along Jefferson Avenue following the small
mountain town’s Complete Streets improvements,
adding 55 new jobs. The number of visitors to West
Jefferson’s downtown also increased an average of 14
percent since the Complete Streets work. “When we
put in four-way stops, that's when we really started
hearing positive feedback from businesspeople,” said
Dean Ledbetter, lead engineer on this project for
the North Carolina Department of Transportation.
“The streetscaping looks nice, but putting the stop
signs up, putting in islands and crosswalks, it was
quieter, it was friendlier, people felt like it was better
for their customers.”

Of these six communities, two also noted that retail
sales increased at businesses after their redesigns. In
Lancaster, CA, retail sales shot up 96 percent in the
BLVD district, and in Normal, IL, retail sales rose
46 percent in the Uptown District. And although
net business data was not available in these two
additional projects, retail sales went up 42 percent
along Hillsborough Street in Raleigh, NC, and 20
percent along Columbus Avenue in New York City.

While the Complete Streets projects are not alone
responsible for these gains, these examples are
encouraging. Indeed, taken as a whole and keeping
in mind the small number of data points, the positive
economic trends along most corridors in our survey
suggest that Complete Streets made more desirable
places to locate and operate businesses.

“‘Putting the stop signs up, putting in islands and crosswalks —it was quieter, it was

friendlier, people felt like it was better for their customers.

LR L)





A Private investment ranged from $500,000 in West Jefferson, NC (left) to $5.8 billion in Cleveland, OH (right).

Higher property values and
private investment

Property values and private investment are other
measures frequently used as benchmarks for
economic progress. They are closely related but not
the same. New private investment in buildings and
projects along a corridor can raise property values,
and vice versa. If a person buysabuilding and invests
$1 million in it, for example, one could measure that
as the change in property value or as the $1 million
invested in the property. The investment would
influence the property’s value in most cases, but
the measures might not be exact matches. Similarly,
investment in one property might raise the values
of surrounding properties, and these changes also
would not be reflected in a private investment
figure. In this study we report changes in both
property value and private investment where data
are available.

Ten projects reported before-and-after data for
property values. Of those ten projects, eight
reported increased property values, while the
remaining two reported no change. In six of these
ten projects, we were able to take an additional step
and compare property values along the Complete
Streets project to an unimproved corridor or to
citywide trends (or both) before and after the

project’s completion. Of those six projects, four
outpaced both the comparison and/or city. In
the two remaining projects, the differences are
negligible. Where property values did increase,
the rate was sometimes striking: In Dubuque, 1A,
property values increased 111 percent.

Building two
kinds of equity

Complete Streets projects are related to
higher property values, and that can be a
great thing for citywide growth. However,
it can also create rent pressures for
existing businesses and residents.

Public policies that support small
businesses and entrepreneurs, encourage
first-source hiring practices and living
wages, keep housing affordable, and
reinvest projects’ value in the area

can help make sure everyone in a
neighborhoods reaps the benefits
associated with Complete Streets
improvements.





A Pedestrians, cars, and bicycles share Complete Streets improvements in Orlando, FL.

» CASE STUDY

Safer streets make for better business
in Orlando, FL

Edgewater Drive acts as the main street for College Park, a neighborhood four miles north
of downtown Orlando, FL. When the street was scheduled to be resurfaced in 2001, the
community saw an opportunity “to reinvent Edgewater Drive into a vibrant, pedestrian-
friendly commercial district with cafés and shops.”

The City of Orlando proposed a 4-to-3 lane conversion for 1.6 miles between Par Street
and Lakeview Street, adding bicycle lanes, a center turn lane, and wider on-street parking.
With resident input, the City of Orlando devised an extensive series of performance
measures to monitor the project’s progress. These measures included travel times, traffic
volumes for all modes, and safety-related crash and injury rates, and speeding data.

The newly improved street was clearly safer than before. Total collisions dropped 40
percent, from 146 to 87 annually. The crash rate was nearly cut in half, from 1 crash every
2.5 days to 1 crash every 4.2 days. Injuries fell by 71 percent, from 41 per year to 12 per
year, and instead of 1 injury every 9 days, the reconfigured street saw 1 injury every 30
days. These safety findings are particularly impressive considering that automobile traffic
only decreased 12 percent within a year following the redesign, while bicycle counts
surged by 30 percent and pedestrian counts by 23 percent.

As a result, more people want to be on Edgewater Drive. The corridor has seen 77 net
new businesses open and 560 new jobs created since 2008. Average daily automobile
traffic, which saw a slight dip following project completion, has returned to its original pre-
project level and on-street parking use has gone up 41 percent.

The most dramatic results, however, were in long-term real-estate and business
investment. Since the project was first proposed, the value of property adjacent to
Edgewater Drive has risen 80 percent, and the value of property within half a mile of the
road has risen 70 percent.?*

The street was resurfaced again in 2012. No one suggested it should go back to its original
configuration.





PRIVATE INVESTMENT along many of the Complete Streets projects was also significant. In total,

eight communities reported private investment data, primarily for investments made after the Complete
Streets projects. Private investment figures ranged from $500,000 in West Jefferson, NC, to $5.8 billion
in Cleveland, OH.

®» Private companies invested $160 million in the Uptown District in Normal, IL, after that area’s
Complete Streets project was completed. The new roundabout that replaced a complicated
intersection now serves as the heart of the Uptown District and is a place that residents of all ages
can enjoy. “People love Uptown Normal,” said Normal Mayor Chris Koos. “They ride the bus, they
bike the trail, they shop, they socialize, and they recreate in a wonderful urban center.”

» Gronen Properties, a local real-estate developer in Dubuque, IA, renovated a former window
manufacturing plant building and added 72 residential units and 15,000 square feet of retall,
restaurant, and office space to the Millwork District. Other historic properties including the Novelty
Iron Works and Linseed Oil Paintworks are currently being renovated for a combined investment of
$37 million, adding another 120 apartment units and 320,000 square feet of commercial space to
the area.

» Both Washington, DC, and Raleigh, NC, saw new or renovated apartment buildings and hotels
built along their Complete Streets projects, totaling $63.3 million and $25.5 million, respectively.?®

p And in Cleveland, OH—a city recovering from population loss and widespread disinvestment—
private companies invested an astonishing $5.8 billion along Euclid Avenue’s HealthLine. Several
Cleveland-based institutions, including the Cleveland Clinic and University Hospital, have built new
projects in tandem with the new bus rapid transit line making Euclid Avenue a “front door” for people
visiting the area. Cleveland’s reconstruction of Euclid Avenue, along with investment in transit, also
improved access to two employment hubs that together are home to more than 170,000 jobs.

Many of the Complete Streets projects with
property values and private investment data
were part of broader public or private economic
development strategies that included additional
infrastructure upgrades, business recruitment,
branding and marketing, and event programming.
In these cases it is difficult to tell how much of
the private investment or property value gains

were attributable to the Complete Street projects.
However, it’s clear that in all cases, the retrofits were
considered a necessary component and catalyst
for these economic strategies. In addition, the
outperformance of the Complete Streets corridors
compared to the city and comparison corridors
suggests that Complete Streets projects were
instrumental in drawing investment to them.

““People love Uptown Normal,” said Normal Mayor Chris Koos. ‘They ride the
bus, they bike the trail, they shop, they socialize, and they recreate in a wonderful
urban center.






What your community can do

THIS RESEARCH DETAILS how a Complete Streets approach can yield transportation
and economic benefits. Here are some ways to get started on a Complete Streets

approach in your community.

Adopt a Complete
Streets policy and strong
implementation plan

Complete Streets policies direct transportation
planners and engineers to routinely design and
operate the entire right-of-way to enable safe access
for all users, regardless of age, ability, or mode of
transportation. Passing a Complete Streets policy
creates a vision for a street network that fully
integrates the needs of people traveling by foot,
bicycle, transit or automobile into a city or town’s
transportation project development and delivery.
A strong implementation plan complements this
policy: It directs a department of transportation
(DOT) or public works to update their internal
decisionmaking guidance, build staff buy-in for
a Complete Streets approach, and measure the
results of their projects.

Update design policies
and standards

By reviewing and revising existing standards
to support design flexibility, departments of
transportation and public works can advance their

community’s Complete Streets vision and support
the exploration of more cost-effective ways to
achieve their transportation goals. The American
Association of State Highway and Transportation
Officials, Institute of Transportation Engineers,
and National Association of City Transportation
Officials have all produced guidelines for how to
integrate context-sensitive, multimodal design into
transportation projects.

Use existing data and
information to evaluate projects

Many departments of transportation (DOTs)
collect data and information that can be used
to build public support for and inform future
Complete Streets work. This data—mode counts,
automobile travel time or delay, and collisions—can
be used to set baselines at the beginning of projects
and evaluate the conditions after the Complete
Streets work is complete. DOTs interested in
evaluating their Complete Streets work should
start with data they already have or that they can
request from other local, regional, or state agencies.
Police departments, departments of environment,
economic development agencies, county-level
health organizations, metropolitan planning
agencies, and state DOTs are all good places to start.





Measure performance in ways
that account for all users and
capture the multiple benefits of
Complete Streets projects

In some cases, a transportation agency builds
a project with a specific goal in mind and then
measures only a limited set of outcomes to
understand if the project has met that specific
goal. Instead, use a broad range of metrics to assess
how the roadway changes are affecting all people
traveling on it. Consider whether auto-oriented
measures like level-of-service will be most valuable,
and consider additional factors like overall travel
speed and time for automobiles, people walking,
bicycling and riding transit, and overall comfort and
ease of travel. Also consider metrics that account
for changes beyond the right-of-way, connecting
Complete Streets work to broader community goals
like health, equity, and economic development.
Tangible, local examples of this broader connection
can help bolster community or political support for
similar transportation projects.

Collaborate directly with
residents and other
stakeholders on measuring
performance

®

Through public engagement during the planning
and design phases of a project, ask residents
and other stakeholders to define a successful
transportation project. Use this information to
set baselines and compare a project’s results to the
community’s definition of success. Communicate
the project’s results in straightforward, concise
ways, such as one-page summaries, that directly
relate to the community’s definition of success.
Public engagement not only makes transportation
decision-making more transparent to residents and
responsive to their needs, but also builds a body of
local evidence with tangible local examples and a
base of support to advance future projects.

For more details and resources on all of these recommendations, visit
www.smartgrowthamerica.org/completestreets.




www.smartgrowthamerica.org/completestreets



Conclusion

WHETHER TO REDUCE COLLISIONS AND INJURIES, encourage multimodal travel,
make the most of small investments, create a complete network for a bargain, or
support economic development, communities have gotten impressive returns for their

investments in Complete Streets.

Complete Streets projects usually made streets
safer. Streets generally had fewer collisions
and fewer injuries after their Complete Streets
improvements than before. These safer conditions
yield tangible financial benefits to individuals and
families. Collectively, the projects included in this
survey have averted $18.r million in collision and
injury costs. These cost savings can quickly outstrip
the total cost of some projects, making them clearly
worthwhile from a personal cost perspective.

Complete Streets projects encouraged more
multimodal travel. More people walked, biked,
and took transit on streets after their Complete
Streets improvements than before. Automobile
traffic increased in 13 cases and decreased in 19
cases—and sometimes a reduction was a goal of the
project. Compared to conventional transportation
projects, Complete Streets projects are cheap and
can vyield significant results. And transportation
agencies can create a whole network of streets that
work for people bicycling and walking for a small
fraction of their budgets.

For transportation professionals the clear
implication is that Complete Streets may be one of
the best transportation investments they can make.
These projects should be allowed to compete and
be evaluated against other projects on the basis of

their low costs and the benefits they provide.

The economic data available were more limited
than the transportation data. Where data were
available the results across different measures
consistently suggested that the Complete Streets
projects aided economic development efforts
for the bulk of the projects. In some cases, the
Complete Street project was an integral part
of a larger economic redevelopment effort and
some of these showed large-scale economic
gains. These projects were supportive of higher
employment rates, new businesses, and property
values. And several of the projects have seen
significant private investment since their
completion. The data available suggest that
Complete Streets projects can leverage private-
sector investment, create conditions prime for
economic development, and help to revitalize a
neighborhood or corridor.

Local officials, transportation professionals, and
economic development specialists can all learn
from these findings. Other communities have
reaped significant benefits from their investments
in Complete Streets projects. These are strategies
any community can use to improve streets, support
local economies, and get an impressive return on
their public investments.





Appendix A: Methods

Transportation benefits

This method tests that investments in Complete Streets achieve conventional transportation goals, such
as improving safety and encouraging multimodal travel, with a smaller public investment. Working under
the guidance of a diverse project advisory team and with the assistance of transportation professionals,
the project team at Smart Growth America identified and surveyed 100 projects planned, designed, and
constructed with specific Complete Streets goals. The project team developed a comprehensive survey

to gather qualitative and quantitative data about transportation performance at each site, such as mode
counts, LOS grades, travel time, and frequency and severity of crashes. Based on available data gathered
through these surveys, the project sample was narrowed to 37 projects. Projects with inadequate or
incomplete data were excluded from further analysis.

For the purposes of the transportation analysis, the sites in the project sample have traffic counts along
the Complete Streets project corridor for one or more of the following modes: pedestrian, bicycle, or
automobile. Selected sites also have data available on total number of crashes along the project corridor.
Additional data such as transit ridership and injury statistics is also included in our analysis for sites
when available.

The analytic method for the collected data was a straightforward before-and-after analysis, which
calculates the difference between the relevant measures before and after project completion. While the
timing of these assessments varies by project and is dependent on when individual agencies collected
data, in most cases “before” represents at least one year before the project was built, and “after”
represents at least one full year after its completion. For projects where more than one year of data was
available, we used an average of those years.

To gather this information, researchers interviewed transportation agency professionals and consultants
who worked on or had first-hand knowledge of the project. Local agencies, including departments of
transportation, planning, police, and public works, provided almost all of the data in this report. Due

to variations in the methods municipalities used to collect transportation and safety data, this study
does not calculate the total change in each measure across the project sample. Instead, it calculates and
summarizes the direction of change for all projects. The before-and-after analysis is conducted on a
project-to-project basis to limit data collection inconsistencies. Appendix B provides an overview of
individual transportation and economic results.

Economic analysis

The analysis tests the basic idea that Complete Streets investments create economic value and support
local economic development goals. The analytical methods for economic activity draw on the Missouri
Department of Transportation’s jobs analysis, which uses U.S. Census data to study changes in
employment and earnings in the vicinity of these projects.

This study uses the Center for Economic Studies at the U.S. Census Bureau’s Longitudinal Employer-
Household Dynamics (LEHD) OntheMap tool to analyze change in employment and earnings.** To
capture localized effects, we used a 1—2 block buffer to assess change in employment on the Complete
Streets corridor, and for ease of comparison, a one-block buffer for all projects when comparing the





Complete Streets corridor to its “control” site and citywide trends.
p Yy

Transportation professionals familiar with the project and local context identified the comparison
corridors—streets with similar conditions to the study corridor before its Complete Streets
improvements.” Change in jobs and earnings were indexed to two years prior to project completion.

We reported the change for all projects at least one year after, and where data was available, two years.
Outperforming, in this study, means employment levels were higher along the Complete Streets corridor
than its control site, citywide, or both, within one block of the project.

This study also reports primary and secondary data on private investment, property values, net new
businesses, and retail sales, as available, to capture the value of corridor becoming a community
destination. It examines the before-and-after change in property values in 10 projects. For 6 projects, it
also compares property values for properties adjacent to the Complete Streets and “control” corridors
and citywide. Change in property values was indexed at least one full year prior to project completion. In
some cases, localities supplied this information for a district, where multiple Complete Streets projects
were built at the same time.

Because LEHD data is available from 2002 to 2011, jobs and earnings analysis includes 11 projects in 1
communities in 11 states that were completed between 2002 and 20r0. Primary and secondary data was
collected for 14 projects in 14 communities in 10 states and reported throughout this study.

Monetizing safety benefits

To estimate the value of averted costs, we simply estimate the average costs for collisions (with and
without injuries to persons), using widely accepted standards and practices in risk analysis and following
federal guidance on economic values, and apply that value to the number of collisions avoided.*®

Because fatalities rarely occurred along the projects in our sample before their Complete Streets
improvements, this analysis focuses on the value of economic benefits accrued through fewer total
collisions and collisions that result in fewer injuries. To calculate the total cost of a non-fatal collision, we
use 2.1 percent of USDOT’s “value of a statistical life,” or $193,000. To calculate the total cost of a non-
fatal collision that results in property damage, but not injury, we use 3.5 percent of $193,000, or $6,755.

To assess the economic value of future averted collisions, we derive the present discounted value
of benefits accrued in future years. Because Complete Streets improvements permanently change
aroadway, we treat these benefits as permanent, like a “perpetuity” (a bond with permanent fixed
payments and no principal redemption). We use the following formula to calculate present value:
Present Value = Payment/i.

“:
1

In this equation, “payment” represents annual averted cost, and “i” equals the discount rate (or interest

rate). The discount rate accounts for the value of time (i.e., the difference in the value of a dollar today
versus one paid at some point in the future). It can be seen as the opportunity cost of money (i.e.,

what it could earn if invested) at reasonable levels of risk. The values chosen for the discount rates
(which incorporates the effects both of future inflation and time-value of money) affects the estimate’s
magnitude. For our analysis, we assumed 3 percent and 7 percent discount rates to generate a reasonable
range for our estimated future cost-savings, and calculated the averted costs of all projects with a 5
percent discount rate.*




avoided.iii
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Appendix B: Project descriptions

ARIZONA: TEMPE

This 2-mile project along College Avenue added dedicated bike lanes in each direction, created a

link between Arizona State University (ASU) and a pedestrian/bicycle bridge over US 60; 183 cyclists
enter the bike lane near ASU each hour. It also installed streetscape improvements, including raised
medians, raised intersections, shade trees, and desert landscaping, to improve pedestrians’ experience.
The corridor experienced higher crashes and injuries after the project was completed in absolute terms.
Because before-and-after pedestrian and bicycle counts were unavailable, it is not possible to calculate
the crash rate among these users and understand how this project affected safety results along the street.

CALIFORNIA: BERKELEY/ALBANY

Marin Avenue, a 4-to-3-lane road conversion, links a residential neighborhood in Berkeley to a
commercial area in Albany. The project, aimed at encouraging bicycling and improved safety,
experienced more crashes. At the same time, automobile traffic fell by 22 percent. Without bicycle and
pedestrian counts and collision data for these modes, it’s difficult to determine if Marin Avenue met its
stated goals. The project, completed in 2003, cost $520,000.

CALIFORNIA: LANCASTER

Narrowing nine blocks of West Lancaster Boulevard from four to two travel lanes, installing a rambla (a
tree-lined median for gathering and parking), widening sidewalks and landscaping created a retail and
entertainment destination and a hub for community events, known as the BLVD. The City of Lancaster
estimates its $11.6 million public investment in the project spurred $125 million in private investment
and more than $273 million in total economic output, including 48 businesses and 1,902 new jobs (1,100
construction and 8oz permanent jobs). In 2012, sales tax revenue was g6 percent greater than 2007 pre-
construction revenue. By 2013, three years after project completion, total collisions fell by nearly one-
third, and injuries among all users decreased by 6 percent. LOS went from D to E.

CALIFORNIA: LONG BEACH

In 2011, the City of Long Beach added mile-long cycle tracks along two one-way streets, Broadway &
Third avenues, in its downtown. The project replaced one travel lane with a protected bike lane, and
modified a total of 23 signals to add bike signals and left-turn signalization. Both streets now carry two
lanes of traffic, parking on both sides of the street, and a bike lane. One year after construction, bicycle
volumes increased 33 percent; the number of cyclists traveling on sidewalks fell; and bicycle crashes
decreased (from 6 to 3). Pedestrian activity also increased by about 13 percent. Average daily traffic
volumes fell by 13 percent. Collisions fell by 27 percent, with pedestrians and bicyclists involved in fewer
collisions.

CALIFORNIA: NOVATO

The Grant Avenue project reconstructed 11 blocks of Novato’s main commercial street, installing
improved sidewalks, streetscaping, bulb-outs, and bicycle racks. Although automobile traffic fell by 20
percent, the street benefited from a 55 percent decrease in total collisions and 67 percent decrease in total
injuries. The $7.2 million project included an overhaul of the street’s pavement structure, irrigation, and
drainage system, taking advantage of needed upgrades to create a more pedestrian-friendly corridor.





DISTRICT OF COLUMBIA: WASHINGTON

The cycle track on 15th Street NW, a project completed in 2010, provides 1.8 miles of two-way bike lanes
separated from traffic by on-street parking or a 3-foot painted buffer and flex posts. Previously, bikes
shared the road with automobiles. The improvements, which connect to the District’s growing network
of separated bikeways, included pavement markings, flex posts, signs, and signal timing changes. The
total cost of the improvements was about $367,000.

After the cycle track was added, cycling volumes at two intersections in the corridor increased by 229
percent on average. Automobile volumes at three intersections increased by 4 percent on average.
Opverall, vehicle speeds increased slightly, with an average increase (during AM peak hours northbound,
and mid-day peak hours in both directions) of 1.1y mph and an average decrease (during AM peak
southbound, and PM peak in both directions) of 0.97 mph. Crashes increased by 10 percent overall, from
I31.3 per year to 144 per year along the length of the corridor. Crashes involving pedestrians increased by
14 percent, while crashes involving cyclists decreased by 10 percent.

DISTRICT OF COLUMBIA: WASHINGTON

In 2010 the District Department of Transportation (DDOT) made improvements to the six-way
intersection, which includes 16th Street, U Street, and New Hampshire Avenue to make bike traffic more
visible to cyclists and drivers. The changes to the intersection included approximately two blocks of

lane restriping, eight flex posts, instructional signs, and a new signal head. After the improvements were
installed in 2012, bicycle volumes increased by 133 percent during AM peak hours and 187 percent during
PM peak hours. Traffic volumes slightly decreased (by 1 percent), while the intersection’s LOS grade did
not change. Crashes at the intersection increased by 13 percent, with no crashes involving pedestrians (a
reduction from 1.3 per year) and 1.6 per year involving cyclists (a slight increase from 1.3 per year).

FLORIDA: ORLANDO

Edgewater Drive, a 2001 road conversion completed by the City of Orlando, calmed traffic and
encouraged pedestrian activity in the College Park neighborhood. The percentage of vehicles

traveling at excessive speeds (over 36 miles per hour) fell by 19 percent. Slower speeds encouraged safer
conditions and more activity among people traveling on foot and by bike (increases of 23 and 30 percent,
respectively). The redesign also resulted in fewer crashes (40 percent) and injuries (71 percent), especially
for pedestrians and cyclists. Immediately following the redesign, property values within the College Park
neighborhood kept pace with property values in Orange County, where the annual growth rate among
residential properties was 8—10 percent and 1—2 percent among commercial properties.

ILLINOIS: CHICAGO

Chicago’s first protected bike lanes were installed along a one-half-mile stretch of Kinzie Street,
providing cyclists with east—west access in and out of downtown. The 4-to-2 lane conversion created
space for cyclists on each side of the two-way street and quickly proved popular. Morning rush hour
bicycle traffic increased 65 percent. At the same time, automobiles experienced just a modest 11-second
average travel time increase during peak hours. On safety, overall collisions fell by 11 percent, but injuries
increased from 6 before to 15 after. Still, 49 percent of surveyed cyclists say that motorist behavior is
improving and 41 percent claim that they are newcomers to the corridor. Protected lanes have made
Kinzie Street a preferred choice for accessing downtown jobs, retail, and entertainment by bike.






ILLINOIS: URBANA

Philo Road, a $495,000 street resurfacing project that enhanced two bus stops with real-time signage
and the streetscape in Urbana, IL, encouraged higher ridership on its local bus system, CUMTD.
Ridership increased by 24 percent within two years of the changes. The project has improved the curb
appeal of the area, too. The city’s Director of Community Development called the beautification of the
roadway “stunning.” Fewer automobiles used the roadway after the redesign, where its LOS grade fell
from B to C. Because before-and-after pedestrian and bicycle counts were unavailable, it is impossible
to calculate the crash rate among these users and understand how this project affected safety outcomes
along the street.

ILLINOIS: NORMAL

Normal upgraded its transportation system throughout the Uptown District, the heart of the 52,497
person—town in central Illinois, spending $47.4 million, including a $22 million 2010 TIGER grant. As
the centerpiece of its 1999 Uptown Renewal Plan, these improvements included sidewalk widening and
repairs; reconstruction of Constitution Boulevard; a new trafhic circle; and Uptown Station, a multimodal
transportation center. The city experienced an increase in all modes traveling in the district, with more
than 40 percent of all trips by foot or bike. It also benefited from higher property values (16 percent
increase over pre-construction values) and new private investment ($160 million). Increased activity in
the Uptown District and newly configured traffic patterns caused crashes to peak after the initial changes.

IOWA: DES MOINES

Ingersoll Avenue, a two-phase streetscaping and road conversion project completed in 2007—2008

and 2010, functions as an important bus and commuter route in the capital city of lowa. Even though
Ingersoll Avenue’s LOS grade fell from B to C, the roadway handled 6 percent more automobiles daily.
After the Complete Streets changes, crashes fell by 57 percent (49 to 21) and injuries fell by 59 percent (22
to 9). The conversion accomplished in-house, with paint, cost $10,000, while the construction costs of
the streetscaping project totaled $292,772. The corridor experienced significant redevelopment over past
several years, including several renovations and the siting of a $15 million grocery store.

IOWA: DUBUQUE

The City of Dubuque used several Complete Streets projects to complement redevelopment of the
Millwork District, home to former warehouses and industrial buildings that are being redeveloped as part
of a reinvigoration of the downtown economy. Primary work included construction of an off-road, multi-
use trail along two blocks of a highway viaduct, and streetscaping and reconstruction of 4,050 linear feet
of roadway along four different streets: Jackson, Washington, gth, and roth streets. All of the streetscape
projects included sidewalk replacement, pedestrian bulb-outs, mid-block crossings, new pedestrian
lighting, and narrowed streets with sharrows. The city also replaced century-old water mains and storm
and sanitary sewers at the same time.

Within a year, cycling increased 273 percent. Automobile volumes increased by 1,416 percent. City
officials note that many of the repurposed warehouses and retail uses had not yet opened when these
measurements were taken in 2or13, and they expect foot traffic to increase.

Coupled with these public investments, early signs suggest the redevelopment efforts within the district
have also been successful: More than $34 million in new private investment has been made, with another
$150 million in real-estate investment in the pipeline. The first warehouse to be redeveloped now is
leasing 72 residential units; 39,000 square feet of retail and commercial space; and 20,000 square feet for
an incubator for arts and nonprofit organizations.





LOUISIANA: NEW ORLEANS

The major mixed-use corridor of South Carrollton Avenue, which includes a branch of New Orleans’
historic streetcar system, underwent a 4-to-2 lane conversion in 20r10. The project cost $3.4 million and
added bicycle lanes, landscaping, and improved crosswalks and sidewalks. Following this investment,
the street saw a dramatic 676 percent increase in bicycle traffic while accommodating 20 percent more
automobiles. Although collisions increased 3 percent and injuries spiked 118 percent, the crash rate along
the street improved. The rate of collision among bicyclists, for example, decreased slightly from 0.63 to
0.54 collisions per 100 bicycle trips following the project’s completion.

LOUISIANA: NEW ORLEANS

Esplanade Avenue, a street comparable in scale to South Carrollton Avenue, saw a similar 4-to-2 lane
conversion to increase pedestrian and bicycle use. This $1.9 million project resulted in 62 percent more
pedestrians and 123 percent more bicyclists along the corridor. Total collisions decreased 1o percent;
however, the increased severity of those collisions saw total injuries jump 300 percent.

LOUISIANA: NEW ORLEANS

Decatur Street, cutting through the French Quarter along the Mississippi River, is one of the busiest
routes for both tourists and locals in the city’s historic center. This $1.5 million project improved
pedestrian intersections while adding sharrows in one direction and a bike lane in the other to
accommodate bicyclists. Like Esplanade Avenue, the street saw improved pedestrian (37 percent) and
bicycle (13 percent) counts but had mixed safety results—collisions fell 7 percent while injuries rose 212
percent.

MASSACHUSETTS: CAMBRIDGE

Porter Square is an historic retail center and home to a shopping center, commuter and subway rail
station, and moderate-density retail and residential uses along one-quarter mile of Massachusetts
Avenue. A citizen committee worked with the City of Cambridge to develop several project goals,
including improving conditions for pedestrians, bicyclists and transit users; reducing cut-through and
shopping center—related vehicular traffic on neighboring residential streets, improving the streetscape
and creating a sense of place in Porter Square; and improving traffic safety. To achieve these goals, the
project, completed in 2007, added marked crossings, reconfigured traffic lanes to simplify pedestrian and
bicycle crossings and turn movements, combined pedestrian islands to create a single pedestrian plaza,
added bike lanes and a signalized bike crossing, coordinated vehicular signal timing, and widened a
portion of the sidewalk.

Cycling increased by 929 percent, automobile traffic decreased by 11 percent, and daily subway ridership
increased slightly, mirroring similar citywide trends. After the project, crashes decreased 12 percent (from
34 to 30). Crashes involving pedestrians remained constant at 1.5 per year, while the average number of
crashes involving cyclists increased from 2 to 5, although the rate of crashes involving cyclists fell.

MINNESOTA: MINNEAPOLIS

To improve bicycle access and safety, this $28 million Complete Streets project narrowed Franklin
Avenue for one half mile, including over the Franklin Avenue Bridge, from four to three lanes and added
bicycle lanes. While automobile traffic fell slightly (3 percent) after the redesign, bicyclist and pedestrian
activity increased 20 and 36 percent respectively. The project made traveling safe for everyone using the
roadway: Crashes decreased by 38 percent, and injuries decreased by 37 percent.





MISSOURI: COLUMBIA

The intersection at Providence and Stewart roads acts as a central crossroads, connecting the 8.5-mile
multi-use MKT Nature and Fitness Trail, residential neighborhoods, the University of Missouri campus,
and Columbia’s downtown area. Improvements to this area included changing the geometry of turn
lanes, installing pedestrian crossing signals, constructing new sidewalks, improving trail access and
connections, adding lighting and drainage enhancements, modifying signals, and adding striping and
markings for bicycle and pedestrian safety. The upgrades also created a plaza where the MKT Trail meets
the Providence/Stewart intersection. Total project cost was $396,000.

On average, pedestrian volumes at the intersection increased by 74 percent while cycling volumes
increased by 51 percent. There was no change in automobile volumes. Crashes were largely unaffected:
Annual average crashes fell by o.5 percent overall, with no change to pedestrian- or bicycle-involved
crashes (r and o per year, respectively). Injuries increased slightly, from 1 per year to 3.

MISSOURI: COLUMBIA

The Windsor & Ash bicycle boulevard links two residential neighborhoods for approximately one-
half-mile. It provides a critical connection in an area without many safe east—west options, helping
bicyclists to bypass two busy streets and access downtown Columbia, parks, and retail centers. Modifying
an existing low-volume residential street created the bicycle boulevard. These modifications included
diverting through vehicle traffic to a parallel street; creating six-foot “advisory” bicycle lanes in the center
of street with a yellow center line and white dashed lines; adding shared lane markings in the bicycle
lane; installing a new “safety island” for bicyclists and pedestrians at street crossings; and painting street
murals at two intersections, signaling the start of the bike boulevard. The total project cost was about
$37,000.

One year after project completion, cycling increased by 124 percent. While traffic decreased by 4
percent—an intentional outcome of this project—automobile travel time was 7 percent faster. Total
crashes fell from 7.5 per year to 1.5 per year, with a slight increase in pedestrian-involved crashes (from o.5
per year to 1) and a slight decrease in cyclist-involved crashes (0.5 to o).

MISSOURI: GRANDVIEW

A three-phase, $3.1 million project to reinvigorate Main Street, improved capacity and the quality

of environment for pedestrians along several blocks. The number of people traveling in the area by

all modes increased: Pedestrians by goo percent; bicyclists by 40 percent; automobiles by 20 percent,
although its level-of-service grade (B) did not change. It was also safer, as evidenced by go percent fewer
crashes after the changes. Residents responded positively to the new street design, with 85 percent of
surveyed residents reported being satisfied or very satisfied with it.

MISSOURI: LEE’S SUMMIT

Lee’s Summit reconstructed several streets within its downtown district, improving sidewalks and
adding lighting and street trees, to calm traffic and encourage more pedestrian activity. The city improved
sidewalks and added bump-outs, streetlights, benches, and planters. Along Lee’s Summit main street,
Third Street, automobile traffic increased (13 percent), as did crashes in absolute terms by 6 percent.
Crashes involving injuries, however, fell by 33 percent. Acting a catalyst for redevelopment, Downtown
Lee’s Summit estimates 1o net new business, 58 net new jobs, and nearly $3.5 million in private investment
has occurred since the changes. The total cost of the project was $10.5 million, which included utility
upgrades.





NEVADA: RENO

A $4.5 million, 4-to-2 lane conversion of Wells Avenue improved safety and accessibility in downtown by
adding bike lanes and wider sidewalks along a key one-mile segment. The project resulted in a much safer
roadway—total collisions decreased 45 percent while total injuries decreased 62 percent. These safety
benefits were realized across modes, with pedestrian collisions dropping from 6 to o and bicycle collisions
remaining steady at 3 incidents. Pedestrian and bicycle counts were unavailable, while automobile traffic
experienced a 1o percent drop.

NEW MEXICO: ALBUQUERQUE

Central Avenue, which connects Albuquerque’s downtown business district to Old Town, the oldest
area of the city and a tourist destination, became much safer after a road conversion. The conversion
narrowed the roadway from 4 to 3 lanes with two dedicated bike lanes and on-street parking. After the
redesign, crashes fell by 38 percent and injuries fell by 44 percent. Walking increased by 16 percent,
whereas automobile traffic decreased by 4 percent. The project cost $67,792.

NEW YORK: HAMBURG

The reconstruction of Route 62 through downtown Hamburg, NY, involved significant changes to the
streetscape and traffic controls—all with the goal of creating a more attractive place for people to linger and
shop. Collaborating with the New York State Department of Transportation (NYSDOT), the village and

its residents worked to develop design solutions to meet their goals, as well as accommodate truck traffic.
The NYSDOT installed two roundabouts, along with narrower travel lanes, bicycle lanes, curb extensions,
street trees, and marked pedestrian crossings. Route 62 became safer as a result of these changes: During the
year after the project was completed, there were 33 crashes, 66 percent fewer than the two-year average prior
to the project. The total cost of the 1.2-mile project was approximately $23 million.

The project also helped Route 62 act as a true gathering place for village residents, meeting one of the
village’s goals for the roadway. An additional $3 million of private funds were invested into the buildings
lining the streets. Residents participate in civic activities along the street, including a soapbox derby and
street-music festival.

NEW YORK: NEW YORK

Before 2010, New York City’s Columbus Avenue between g6th and 77th streets carried three 12-foot
travel lanes and two curbside parking lanes. In order to add a protected bike lane in the existing right-
of-way, the city reduced lane widths and added street trees and pedestrian islands to buffer the bike lane
and reduce pedestrian crossing distances. The total cost of the one-mile project was $625,000. In 2014, the
city reported that bicycle volumes along the improved portion increased by 51 percent, with a 27 percent
reduction in crashes with injuries.* There was a slight overall decrease in traffic volumes and travel time
during morning peak hours.

NORTH CAROLINA: CHARLOTTE

To calm traffic and create a more pedestrian-friendly environment, Charlotte Department of
Transportation (CDOT) implemented a three-phase project along East Boulevard. In the second phase,
CDOT narrowed eight blocks of the thoroughfare from four to three lanes, added bike lanes on both
sides of the street, and installed pedestrian refuge medians, wheelchair ramps, and landscaping. The
project, which completed a nearly seamless on-street bicycle lane for 1.5 miles, created safer conditions
for all users: Crashes decreased by 6 percent and crashes with injuries fell by 39 percent (23 to 14), even
though automobile traffic along the corridor increased slightly by 2 percent. Phase II’s construction costs
were $550,000.





Charlotte experienced similar results after its road conversion of Selwyn Avenue from four to three
lanes, with a center turn lane and bicycle lanes in each direction. Crashes fell by 15 percent, even as the
roadway carried 5 percent more automobiles daily.

NORTH CAROLINA: RALEIGH

Hillsborough Street is a half-mile road diet and streetscape project meant to improve pedestrian

safety and spur investment in the area around NC State University. Occurring in two phases, the
project cost $7.5 million. Phase I of the project widened sidewalks, built a median, reduced the 4-lane
roadway to 2 lanes with on-street parking, and constructed a roundabout at the corridor’s entrance,
and was completed in 2010. Despite a 5 percent increase in pedestrians, a Phase Il became necessary to
replace what proved to be a crash-prone roundabout. Prior to Phase 11, collisions were up 269 percent
and injuries up 38 percent, even while automobile traffic saw a 21 percent decrease. The redesigned
roundabout, completed in 2012, addressed these issues with a simpler, single-lane roundabout that can
better achieve the project’s safety goals. This project has had a significant economic impact as well:
Following this redesign, the street has added $25.5 million in real-estate projects, with several more in the
works, and experienced a 42 percent increase in food and beverage tax.

NORTH CAROLINA: WEST JEFFERSON

In partnership with the North Carolina Department of Transportation (NCDOT), the town of

West Jefferson improved the streetscape along 3 blocks of its historic downtown, with a bulk of the
improvements along Jefferson Avenue. In order to calm traffic and make the area more welcoming to
pedestrians, NCDOT replaced 2 signalized intersections with 4-way stops, added diagonal parking, curb
extensions, high-visibility mid-block crossings, and street furniture.

The $300,000 reconfiguration dramatically changed the feeling of downtown, with a NCDOT engineer
reporting that people perceive slower speeds but the roadway has maintained consistent travel times. No
crashes have occurred at intersections in this area—once considered among the state’s most dangerous—
contributing to a 24 percent reduction in crashes and 53 percent reduction in injuries district-wide. At
the same time, automobile volumes increased slightly (by 1 percent). Local leaders specifically credit the
slower traffic and improved pedestrian environment with bringing 1o new businesses, 55 new jobs and
$500,000 worth of investment to Jefferson Avenue.

OHIO: CLEVELAND

Cleveland transformed seven miles of Euclid Avenue from an uninviting street to a thriving cultural

and employment center, striping the city’s first bike lane, repairing sidewalks, installing streetlights

and bus shelters, and planting 1,500 trees. A bus rapid transit project, christened the HealthLine, takes
people from Public Square to University Circle in 20 minutes. Since the new transit service, ridership
increased 61 percent, while crashes and injuries among users fell by 24 and 25 percent, respectively. The
$200 million public investment, including a $82.2 million federal grant, attracted more than $5.8 billion in
private investment through more than 110 projects.

OREGON: EUGENE

Alder Street, a $2.3 million project that installed a two-way buffered bike lane and bike signal and
widened sidewalks near the University of Oregon campus, encouraged more cycling within the city of
156,000 people. Cyclists using the street increased by 68 percent, while people on foot increased by 8
percent after the Complete Streets project. Crashes in absolute terms increased by 53 percent, although
accounting for the increase in cycling in particular, the crash rate decreased from 2.3g incidents per 100
cyclists to 1.77 per 100 cyclists. Transportation professionals in Eugene credit the changes to an uptick in
“social riding” and more entrepreneurship along the street’s sidewalks.





OREGON: PORTLAND

Northeast Multnomah Street runs through Portland’s Lloyd District, an area anticipating new residential
development and a streetcar extension in the next few years. Two of the four existing travel lanes were
converted to bike lanes using a combination of paint, traffic wands, concrete planters, and on-street
parking to delineate and buffer a curb-tight bike lane. The project added 34 new on-street parking spaces
for automobile and 12 bicycle parking spaces in a bike corral. The reduction in travel lanes also decreased
crossing distance for pedestrians. Since 2013, when the project was completed, bicycle volumes increased
by 44 percent. Automobile traffic decreased by 23 percent and travel time fell by 33 percent—results

that may be related to construction in the area. Total crashes fell by 6 percent, with pedestrian-involved
and cyclist-involved crashes both increasing by 1 (from 1 to 2 and from 2 to 3, respectively) following the
improvements.

PENNSYLVANIA: PHILADELPHIA

In 2009 Philadelphia created bike lanes along a pair of one-way streets—Spruce and Pine streets—in
Center City Philadelphia. Pine and Spruce streets had constrained rights-of-way with mature trees and
sidewalks abutting buildings (largely multifamily residences); these conditions created a need to consider
how to use the existing space differently. The city painted 3.7 miles of buffered bike lanes along these
streets, replacing a travel lane with bike lanes while maintaining one travel lane and on-street parking
along one side of the street. Average hourly cycling volumes increased by an average of 131 percent, while
daily automobile traffic was largely unaffected: It increased by less than 1 percent.

WASHINGTON: SEATTLE

In 2007, the Seattle Department of Transportation narrowed Stone Way N, a 1.2 mile stretch connecting
the Fremont and Wallingford neighborhoods with several nearby schools and parks, from four lanes

to two general travel lanes with a two-way left turn lane and added bike lanes, sharrows, and updated
crosswalks. After the improvements, total collisions fell 14 percent (159 to 137); collisions resulting in
injuries fell 33 percent (52 to 35); and collisions involving pedestrians declined by 8o percent (from 5 to 1).
After its changes, speeding automobiles (i.e., traveling at 10 mph above the posted speed limit of 30 mph)
fell by 75 percent (from 150 to 75 vehicles per day). This project, completed as part of routine repaving,
cost approximately $300,000.

WASHINGTON: SEATTLE

To create safer pedestrian conditions, the Seattle Department of Transportation (SDOT) rechanneled

.2 miles of Nickerson Street, turning its four lanes into two travel lanes, two-way left turn lane, and
bicycle lanes. SDOT also installed two new crosswalks. After the redesign, speeding drivers fell by go
percent, with drivers exceeding the street’s 85th percentile speed declining by two-thirds. Average annual
collisions fell by 23 percent, from 33.6 to 26 incidents. Average weekday traffic fell by 1 percent, even as
freight vehicle use increased slightly. This project, funded through Seattle’s Bridging the Gap levy, cost

$241,073.

WASHINGTON: SEATTLE

To improve safety and access for pedestrian and cyclists, the Seattle Department of Transportation (SDOT)
converted four travel lanes to two lanes, one center left turn lane, and bicycle lanes along 1 mile of NE 125th
Street. After the improvements, speeding drivers decreased by 11 percent, with drivers exceeding the 125th
Street’s posted speed limit of 30 mph by 10 mph declining by 69 percent. The collision rate fell by 10 percent
(5.83 per million vehicles to 5.24 per million vehicles), with fewer collisions resulting in injuries (2.41 per
million vehicles to 1.99 per million vehicles, a change of 17 percent). Pedestrian activity along NE 125th Street
increased 105 percent (from 330 to 676 persons on foot). This project cost approximately $60,000.
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OVERVIEW & VISION: Fresno is the .
fifth largest city in California and a ~Fresno Opportunlty
key education, government, health, Corridor

transportation, logistics, and food

processing center for the San . .

Joaquin Valley. However, Fresno An 11-mile transit

sprawl for many decades and

realized associated adverse central Fresno that will
outcomes. Indeed, listed as top foster healthier, more

“‘community concerns” the City’s inabl
General Plan are “residential growth prosperous, sustainable

patterns that negatively impact and better-connected

natural resources and deplete .
strategic farmland” and “fiscal nelghborhoods through

instability related to the city's infill, equity-based TOD
existing spread out urban form and

land use”.! Sprawl has also

accelerated disinvestment from established neighborhoods across the urban
core, which is disproportionately home to people of color, in favor of greenfield
development.

The Fresno Opportunity Corridor (FOC) initiative will boldly counteract this trend
by fostering healthier, more prosperous, sustainable and better-connected
neighborhoods through infill, equity-based transit-oriented development (eTOD).
Leveraging previously adopted mixed-use zoning policy, existing Bus Rapid
Transit (BRT) corridors, and new deployment of express bus services the FOC
initiative will expand these areas to 11 miles made up of four distinct sub-
corridors along Southern Blackstone Avenue, through the Downtown core, and
connecting from Downtown to both Southeast Fresno along Ventura-Kings
Canyon Blvd. and to Southwest Fresno along Ventura-California Avenue. Each
FOC corridor segment is located in high poverty, disinvested neighborhoods. This
initiative will spur significant infill eTOD, which aims to create and support
communities of opportunity where residents of all incomes, ages, races, and
ethnicities participate in and benefit from living in connected, healthy, vibrant
places connected by transit. These transit-oriented communities of opportunity
include a mixture of affordable housing, office, retail and other amenities as part
of a walkable neighborhood generally located within a half-mile of quality public
transportation.” Our equitable, neighborhood coalition approach will ensure that
the eTOD benefits significantly accrue to the existing low-income communities
and residents of color in these neighborhoods with minimal to no displacement.

OUR COMMUNITY’S SOLUTION: The FOC initiative includes several focus areas:

e Form the “FOC Coalition” and FOC project area ($8M): Form the cross-
sector FOC Coalition for diverse, inclusive and equitable community
engagement. The Coalition will be operated as an MOU partnership between
neighborhood organizations in each of the four sub-corridors with a dedicated
staff of five. Its initial focus will be to design and pursue City Council adoption
of an eTOD implementation, community benefit, and anti-displacement policy
within the FOC Project Area.
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e Conduct “complete street” improvements in the FOC ($330M): Develop
“‘complete street” policies, standards, and design options. Simultaneously, the
FOC Coalition will complete a street funding mechanisms study (identifying
primarily state and federal funds) and apply for and secure available funding.
The Coalition will subsequently partner with the City Council and City Staff to
adopt and deploy these funding mechanisms.

e Collectively build FOC eTOD development plans ($3M): For each of the
four sub-corridors, the Coalition will lead the creation of a development plan
that is economically feasible for existing property owners / developers,
imaginatively designed, and community supported and inclusively beneficial.
This combination will require cross-sector understandings and accountable
collaboration (among public, private, and community interests) around the
development of specific properties and eTOD projects.

e Leverage gap financing for mixed-use, affordable housing eTOD
projects [Note, the funding ask for this core component is included in the
Fresno Revitalization Fund found in the DRIVE Permanent Affordable
Housing Initiative]: In order to ensure our aspiration of minimal to no
displacement, leverage Fresno revitalization funds in eTOD projects to build
800 affordable housing units (200 units in strategic sites across each sub-
corridor) and an associated 160,000 square feet of ground floor commercial
space.

THiE
L PN 1l &

Photo rendition of an elevation closely approximating an eTOD that is planned for construction along the
Blackstone Corridor.

POTENTIAL IMPACT: Over the course of the next decade and when fully
implemented, the strategies articulated above could create:

e Significant new capital investment: $341M in seed funding scaling to
up to ~$1.5B after multiplier effects

e Reduce racial and economic isolation: The location and design of the
FOC project area and its emphasis on mixed-use and mixed-income
oriented living, working, playing and business opportunities along
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complete streets, is an intentional approach to transformative and creative
placemaking meant to reduce racial and economic isolation.® These
emerging inclusive urban development patterns hold promise for
improving accessibility, fostering increased sociability and civic
engagement, and generating job growth, creativity, and innovation among
and between existing residents and new comers, and across racial and
demographic differences

e Support environmental justice and stability: eTOD along BRT
corridors has multiple environmental and health impacts including
increased access to public transit (and reduced transportation costs) and
improved air quality

e Job growth: eTOD is associated with new tax revenue, job growth, and
increased family incomes to reinforce a positive community economic
development reinvestment cycle

INVESTMENT AsK: Seeking $341M through 2030

NEXT STEPS AND CONSIDERATIONS:

The Fresno Opportunity Corridor is intimately connected to other DRIVE
initiatives, including Permanent Affordable Housing and Civic Infrastructure.
These initiatives come together to ensure that new mixed-use corridors include
affordable housing options, and that neighborhood interests and equity remain at
the center of any new development. This work is also supported by existing
policies and programs in Fresno, including the City of Fresno’s general plan
policy framework, the development code for mixed use, and bus rapid transit
system.

However, there is more work to be done in partnership with the City and other
public agencies to ensure this work is successful. For example, collaboration with
the City, Fresno Metropolitan Flood Control District, PG&E, and other utility
companies will be required to increase any dry and wet utility capacities to
accommodate ‘complete streets’ improvements and eTOD implementation. Other
short-term priorities include increasing densities allowed in mixed-use zoning
districts, expediting eTOD development application review, strengthening code
and police enforcement safety along BRT corridors, reducing / eliminating
development impacts fees for eTOD projects that increase local property and
sales taxes, advancing studies and clear rules for renovating historic buildings
and adaptive reuse requirements, and prioritizing BRT corridors for annual capital
improvement budgeting.
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THE PROBLEM

There are a lack of meaningful, equity-based transit-oriented development
(eTOD) projects in Bus Rapid Transit (BRT) corridors, with disinvested
neighborhoods disproportionately housing low-income residents and
people of color: Over the last 10 years, there have been a series of policy
changes in Fresno designed to improve development in Fresno’s BRT corridors.
First, in 2014, the Fresno City Council adopted a new General Plan, which led to
a new Development Code in 2015 with mixed-use districts which accommodate
high density (affordable) multi-family housing eTOD. By 2018, Fresno deployed
BRT routes in under-resourced neighborhoods, in an effort to further enhance
development and transportation options in these areas. However, these policy
changes have not led to meaningful eTOD projects in these areas (e.g., in the
sub-corridors of the Fresno Opportunity Corridor), leaving neighborhoods without
affordable housing, private sector investment, or improvements in public
infrastructure. Specific disinvested neighborhoods are located along the southern
portion of the Blackstone BRT Corridor in central Fresno such as the Lowell,
Susan B. Anthony, and Heaton elementary school neighborhoods. These
neighborhoods have disproportionately high concentrations of low-income
residents of color, and score worse on measures of poverty, pollution, education
and civic participation than 98% of all other communities in Fresno County. The
Winchell and Lane neighborhoods along the Ventura-Kings Canyon BRT Corridor
in Southeast Fresno, and the Lincoln and King neighborhoods in Southwest
Fresno face similar challenges.

This investment deficit is driven in part by the lack of "complete streets"
and affordable housing along BRT routes, which disincentivize developers
from investing in this land: “Complete streets” are defined as safe and
convenient streets for everyone — pedestrians, bicyclists, and transit passengers
of all ages and abilities, as well as for trucks, buses and automobiles. Yet in
Fresno’s BRT corridors, streets are nearly unusable for anyone not traveling by
car. Where sidewalks do exist, they are characterized by gaps, inconsistent sizes,
utility obstructions and inconsistent lighting, and lack benches, shade, and
coordinated bike paths. Residents are hesitant to use these streets due to safety
concerns, resulting in minimal foot traffic for prospective new businesses. With
respect to bicyclists, Fresno’s primary BRT corridor, Blackstone Avenue, does not
have existing or planned bike lanes or separate bike paths, creating an unsafe
situation for residents who rely on bicycles for transit. These conditions are not
attractive for prospective customers from other parts of Fresno or the region. As a
result, private sector developers and investors are incentivized to build in other
areas perceived as more convenient, safe, and economically productive than the
BRT corridors. In addition to an absence of complete streets, a lack of affordable
housing along BRT corridors further disincentivizes eTOD. Fresno’s low rent / low
real estate lease rates mean income generation requires significant subsidies to
make capital financing structures feasible for new mixed-use eTOD: The average
gap financing required for eTOD affordable housing over the past 10 years in
Fresno was 25-40% as a percentage of the total capital stack. Low capital
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availability and access to capital are barriers for all but the largest infill
developers.

Current rent commercial building property owners, businesses, lenders, and
developers also inhibit progress with their longstanding beliefs that the existing
substandard development reality along BRT corridors in Fresno cannot be
substantially changed or improved. This serves to sustain a default consensus for
continued low rent / low real estate lease income generation conditions.

OUR COMMUNITY’S SOLUTION

The FOC approach distinguishes itself from Fresno’s long local history of cyclical
public policy debates and periodic City plan updates about infill development that
have not embraced the inclusive, persistent, and accountable follow-through
required to make infill a major influencer of resilient urban form. Public
infrastructure improvements made in piecemeal fashion by fragmented private
infill projects have not achieved the scale of impact that complete street public
amenities and infill development could produce for our core area economy,
environment, community members and businesses. This coalition is declaring a
bold departure from the past via complete streets improvements, systemic gap
financing, and new affordable housing units to scale eTOD production that will
achieve greater equity and shared prosperity from land use development and
transportation systems in Fresno.

By 2030, this coalition aspires to transform FOC into an urban landscape defined
by dense infill eTOD — a mixture of affordable housing, office, retail and other
public space amenities — as part of walkable, bikeable neighborhoods close to
BRT stops. For these neighborhoods, there will be local revitalization, improved
accessibility and reduced transportation costs, improvements in air quality, and
increases local economic development and reinvestment.

Unlike many corridor development initiatives, the FOC initiative puts social equity
and shared prosperity goals at the heart of both its design and implementation.
The FOC will connect and revitalize four sub-corridors, each in neighborhoods
that experience high poverty and are disproportionately home to people of color.
We will ensure robust, inclusive community engagement so residents have a
strong voice in development of their own neighborhoods. Additionally, affordable
housing will be a critical focus of the eTOD projects to ensure the FOC initiative is
a driver of positive, transformational change with minimal-to-no displacement. We
plan to achieve this by partnering with existing neighborhood organizations and
working closely with the community hubs built through the DRIVE Civic
Infrastructure initiative.

This group will prioritize four corridors: Blackstone Avenue, Ventura-Kings
Canyon Boulevard, Ventura-California, Fruit, Church, and Elm Avenue, and
Downtown. These are the strategies required to turn the vision for the FOC
initiative into a reality:

Form the “FOC Coalition” and FOC project area ($8M): To ensure diverse,
inclusive, and equitable community engagement, we will stand up an “FOC
Coalition” operated as an MOU partnership between neighborhood organizations

DRIVE COMMUNITY INVESTMENT PLAN 6





in each of the four sub-corridors with a dedicated staff of five. The initial Coalition
focus will be to design and pursue City Council adoption of an eTOD
implementation, community benefit, and anti-displacement policy within the FOC
Project Area. The FOC Coalition will be an integral part of executing on the FOC
strategy including securing funding, ensuring equitable community engagement
throughout all phases, and focusing on critical policy levers required to ensure
this project benefits all residents. The FOC Coalition will develop complete street
policies, standards, and design options, leveraging the Southern Blackstone
Smart Mobility Strategy as a baseline (already approved by City Council).

Conduct “complete street” improvements in the FOC ($330M):
Simultaneously to the above activities, the Coalition will also complete a street
funding mechanisms study (identifying primarily state and federal funds) and
apply for and secure available funding. The Coalition will partner with the City
Council to adopt and deploy these funding mechanisms to build complete streets.
Complete streets are the essential enabler of eTOD projects gaining momentum.
With complete streets, developer off-site costs are minimized and urban
placemaking becomes easier. Many cities and states have connected the
success of eTOD to complete streets, including Los Angeles®, Chicago®,
Honolulu’, and New Jersey®. Complete streets along the 11 miles of the FOC
project area will create safe and convenient streets for everyone — pedestrians,
bicyclists, and transit passengers of all ages and abilities, as well as for trucks,
buses and automobiles — and be the platform necessary for eTOD. Complete
streets will be characterized by an integration of well-designed and secure transit
stations, enhanced pedestrian safety-oriented road crossings, wide tree lined
sidewalks with public furniture and resting areas along with separate cycle tracks
and other amenities. These improvements are a necessary precursor to and
encourager of the scale of development and connectivity of housing, jobs,
schools, shopping, services, cultural, recreation, open space, and other
opportunities needed in our underserved neighborhoods in south and central
Fresno.

Invitation Art, Complete Streets Forum, Local First Arizona, Friday, March 22, 2019°
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Collectively build FOC eTOD development plans ($3M): For each of the four
sub-corridors, the FOC Coalition will build a development plan that is
economically feasible for existing property owners and developers, imaginatively
designed, community supported, and inclusively beneficial. This combination will
require cross-sector collaboration (among public, private, and community
interests) around the development of specific properties and eTOD projects, and
include community needs, equity goals, and provision of meaningful
improvements in public facilities, spaces, and services. Inspiring existing property
owners will require conducting and publishing detailed mixed-use zoned parcel
capacity evaluations (e.g., “best use” development scenarios) and forming
conceptual design visions for eTOD along the four sub-corridors. Ensuring a
community supported and beneficial plan will require the FOC Coalition to partner
with 1-2 neighborhood organizations (e.g., CDCs, EDCs, other nonprofit
organizations) and the community hubs formed in the DRIVE Civic Infrastructure
initiative to create a community development agenda and to spearhead
community-led eTOD projects. These eTOD projects will achieve shared
prosperity and community-specific goals through community leadership and
public sector partnership. eTOD throughout the FOC will create compact,
affordable, mixed-use, pedestrian oriented communities built along Bus Rapid
Transit (BRT) corridors that can generate numerous local and regional impacts
forecast to be 4 to 5 times the amounts of initial public investments that over 10+
years. There are documented successes for similar projects in Minneapolis,
Seattle, Denver and Los Angeles.'**!

Leverage gap financing for mixed-use, affordable housing eTOD projects:
[Note, the funding ask for this core component is included in the Fresno
Revitalization Fund found in the DRIVE Permanent Affordable Housing Initiative]:
In order to ensure our aspiration of minimal to no displacement, the FOC will
leverage Fresno revitalization funds in eTOD projects to build 800 affordable
housing units (200 units in strategic sites across each sub-corridor) and an
associated 160,000 square feet of ground floor commercial space. To achieve
this, we will provide gap financing to support the construction of 800 affordable
housing units in mixed-use eTOD projects. Each sub-corridor will have
approximately 200 of those units. These projects together will also create
approximately 160,000 square feet of ground floor space to be used for offices,
local restaurants, public/community space, etc. Investing in affordable housing is
a critical component of eTOD development to ensure the shared prosperity and
benefits for residents. Ground floor space can also contribute to local economic
revitalization and job creation.

POTENTIAL IMPACT

Through these strategies, we aim to transform our south and central Fresno’s
BRT corridors — improving the quality of life for existing residents and spurring
additional economic activity and reinvestment. Specifically, these investments will
help achieve:

e Significant new capital investment: $341M in seed funding scaling to
up to ~$1.5B after multiplier effects

e Reduce racial and economic isolation: The location and design of the
FOC project area and its emphasis on mixed-use and mixed-income
oriented living, working, playing and business opportunities along

DRIVE COMMUNITY INVESTMENT PLAN 8





complete streets, is an intentional approach to transformative and creative
placemaking meant to reduce racial and economic isolation.”” These
emerging inclusive urban development patterns hold promise for
improving accessibility, fostering increased sociability and civic
engagement, and generating job growth, creativity, and innovation among
and between existing residents and new comers, and across racial and
demographic differences

e Support environmental justice and stability: eTOD along BRT
corridors has multiple environmental and health impacts including
increased access to public transit (and reduced transportation costs) and
improved air quality

e Job growth: eTOD is associated with new tax revenue, job growth, and
increased family incomes to reinforce a positive community economic
development reinvestment cycle

¢ Increase the number of affordable housing units: With appropriate
mixed-use and affordable housing development gap financing incentives
and community engaged and supported eTOD feasibility analysis, design
and development planning, the FOC project area can accommodate 4,000
to 5,000 additional affordable housing units over the next 10 plus years
and contribute to meeting the need for tens of thousands of units across
then city.

e Community engagement: With appropriate inclusive community
engagement, eTOD can achieve integrated land use, transportation,
environmental, housing, social equity and shared prosperity goals.
Planning and implementing intentional eTOD can be a driver of positive
transformation without displacement - ensuring that a more vibrant,
prosperous, healthy, and resilient community connected to opportunities
along the BRT corridor and throughout the city and region - may be
enjoyed by all residents, and in particular, low-income communities and
residents of color, who stand to gain the most from greater prosperity and
connectivity.

INVESTMENT ASK

We seek $341 million over the next 10 years, which will scale over time:
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At run-rate, these investments will support the following specific efforts:

$8M to set up and operate the FOC Coalition: Key cost items for the FOC
coalition include staffing costs, outreach and engagement expenses, travel / local
transportation, overhead, and funding for meetings and materials.

$330M for complete streets construction: Funding for complete streets
provides extensive new streetscape construction with significant multi-mobility
improvements and covers the costs to meet regulatory hurdles for reducing
posted vehicular speeds and related modifications of traffic signal timing and
coordination. Specific improvements will vary depending on the characteristics of
particular corridor segments. FOC complete street improvements will generally
include features such as continuous and universally accessible 10 foot or wider
sidewalks with 6 foot tree-lined landscape buffers; 12 foot or wider raised two-
way separated bikeways on one side of the street, or 6 foot or wider raised one-
way separated bikeways on both sides; pedestrian and bicycle-friendly
wayfinding signage, intersections, and dedicated mid-block traffic signals; street
median pedestrian and bicyclist refuges and trees; pedestrian scale light fixtures
and bicycle parking facilities; public street furniture; reduced driveways; and other
enhanced public safety and transit use promoting facilities and stations. The
remainder of the funds will be used for scoping, design, compliance with the
California Environmental Quality Act, construction engineering, and
administration.

$3M for crafting eTOD development plans: Funding will allow the following
activities for each of the four corridor segments: Formation of multi-disciplinary
analytical and design teams including community organizers, planners, architects,
engineers, urban economists, business consultants, and real estate development
professionals; documentation of existing conditions and development opportunity
and constraint data on each mixed-use zoned parcel along corridors; extensive
community resident, property owner, and business outreach and engagement;
development of cross-sector community informed eTOD design alternatives for all
parcels with varying levels of site development optimization, affordable housing
intensities, and combinations of parcel uses and site configurations; comparative
evaluations of design alternatives versus existing conditions using UrbanFootprint
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multi-variate impact software, gap financing needs tools, and traffic impact
assessments; creation of exhibits of all parcel data, mapping, design and
assessments for public feedback at various local venues; and hosting a robust
website with all eTOD parcel level analyses, alternative design products and
evaluations available as tools for the community, prospective investors, and
funders to encourage imagination and to attract investment and development.

NEXT STEPS AND CONSIDERATIONS

Next steps: As funding is secured, we are actively continuing to make progress
on these strategies. Over the course of the following 12 months, we are focused
on the following key activities across component parts:

FOC coalition: To stand up the FOC coalition, we will Bring together
Better Blackstone CDC (BBCDC), Lowell Neighborhood CDC, Southeast
Fresno Community Economic Development Association (SEFCEDA),
Jackson Neighborhood CDC, Southwest Fresno Development Corp, Saint
Rest EDC, Downtown Fresno Partnership, and other FOC project area
Community Building Organizations (CBOs) to form the initial community-
based FOC Coalition via a formal MOU partnership. We will also recruit
appropriate public and private sector members. The first key activity for
this group will be drafting the eTOD policy.

Complete streets construction: Once established, the FOC Coalition
will work with the City of Fresno, the Fresno Council of Governments, and
the Fresno County Transportation Authority to prioritize city and county
capital improvement funds and seek external regional, state and federal
agency grant funding for complete streets. Various known funding sources
include pursuing the Active Transportation Program (ATP), Surface
Transportation Block Grant Program (STBG), Congestion Mitigation and
Air Quality Improvement Program, Highway Safety Improvement Program
(HSIP), Affordable Housing and Sustainable Communities (AHSC)
Program, Fresno County Measure 'C', Regional Sustainable
Infrastructure, San Joaquin Valley Air Pollution District Bikeway Incentive
Program, and more.
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e eTOD development plans: The FOC Coalition will then begin writing
specific eTOD development plans for each relevant BRT corridor,
including construction planning and planning for inclusive community
engagement.

Key enablers and stakeholders to involve:

To enable the eTOD corridor, we are pursuing a number of policy changes that
would make a significant difference in our work:

¢ Increase allowed densities: Densities are artificially low in mixed use
zone districts regulations and need to be raised to full parcel development
capacities (while maintaining other design and development standards
and requirements) in order to increase economic feasibility of eTOD
projects with a multiple family component.

e Streamline and expedite City and other agency permitting: Long
application processing schedules can defeat eTOD projects. eTOD
projects should be raised to top priority for expedited processing by all
agencies to avoid being trapped in the agency queue.

o Reduce fees, exactions and complex compliance rules for code
compliant and tax revenue increasing and economically productive
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eTOD projects: eTOD projects that increase property and sales taxes
should not pay fees or exactions because they produce multiplier effects
and municipal revenues over time due to favorable locations in historical
tax sharing agreements with the County.

e Strengthen code and police enforcement and measurable safety for
residents, employees, and shoppers along BRT corridors: Safety
concerns discourage residents from visiting BRT corridors, hurting
business and making them an undesirable place to live

In order to achieve these goals, this group is actively engaging with City Council
members to identify sponsors for each charge.

This initiative has already secured the committed partnership of local
organizations including: Better Blackstone CDC, supporting the Blackstone
Avenue segment; Southeast Fresno Community Economic Development
Association and the Jackson neighborhood CDC, supporting Ventura-Kings
Canyon Boulevard; and Southwest Fresno Development Corporation and Saint
Rest EDC, supporting the downtown segment. In addition to our neighborhood
partners, the Fresno Metro Ministry and Every Neighborhood Partnership, with
funding from the Kresge Foundation, are working to grow a network of
neighborhood-based CDCs and EDCs, including in the areas prioritized by this
work.

Key risks: The greatest implementation risk foreseen by this group is that the
eTOD corridor will be hindered by ongoing suburban sprawl development, located
in proximate unincorporated areas and cities in SE Madera County, Clovis,
Sanger, and even in expanding City of Fresno growth areas. This sprawl
competes for investment and reduces the positive investment impact made along
BRT corridors and in underserved urban neighborhoods in South and Central
Fresno. To mitigate this risk, we are leading implementation with complete
streets, banking on the belief that this development will be an unlock for new
investment. Our synergies with permanent affordable housing are also key, as
ensuring new residences in these corridors will also incentivize development.
This project must reach scale immediately in the FOC project area or risk
incremental small changes that fail to improve these neighborhoods.

APPENDIX

A. Fresno City Decades Annexation Map
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B. FOC Project Area details

The FOC Project Area is designed to completely connect opportunity areas and
concentrate prospective benefits of eTOD for Central and South Fresno
communities. It includes four sub-corridor street segments for complete street
development on existing and proposed BRT corridors with existing and proposed
mixed-use zoned parcels that can accommodate eTOD on:

1. Blackstone Avenue south of Shields;

2. West along Divisadero, south through Downtown Fresno encompassing
development along both Van Ness Avenue and Fulton Street;

3. West along Ventura/California Avenue into a proposed Southwest Fresno
Corridor Loop down Fruit to Church, Church to EIm, and EIm back to Ventura;
and

4. A Southeast Fresno Corridor leg east from Van Ness along Ventura/Kings
Canyon to Chestnut Avenue.

Beyond the north and east boundaries of the FOC Project Area (Blackstone and
Ventura/Kings Canyon), larger parcel sizes and higher projected traffic counts
diminish reasonable prospects for full complete street implementation and
benefits. The Southwest Fresno Corridor Loop configuration will promote greater
social, economic and cultural opportunities, multi-mobility options, and more
coherent urban design and transportation linkages between and among the
existing built environment in Southwest Fresno, the proposed Southwest Fresno
City College Campus and complementary intense eTOD along the Loop
Corridors, with other places and people in the Fresno-Clovis metropolitan area
and economy.

Geographic Scope of Fresno Opportunity Corridor — CalEnviroScreen 3.0
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CalEnviroScreen 3.0 Results
(June 2018 Update)
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Geographic Scope of Fresno Opportunity Corridor — City of Fresno General Plan
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“In the open spaces of democracy, we are listening — ears alert — we are watching — eyes open —
registering the patterns and possibilities for engagement. Some acts are private; some are public.
Our oscillations between local, national, and global gestures map the full range of our
movement. Our strength lies in our imagination, paying attention to what sustains life, rather
than what destroys it.” Terry Tempest Williams
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The National Complete Streets Coalition, a program of Smart Growth America, seeks
to fundamentally transform the look, feel and function of the roads and streets in our
communities, by changing the way most roads are planned, designed and constructed.
Complete Streets policies direct transportation planners and engineers to consistently
design with all users in mind.

Smart Growth America is the only national organization dedicated to researching,
advocating for and leading coalitions to bring better development to more communities
nationwide. From providing more sidewalks to ensuring more homes are built near public
transportation or that productive farms remain a part of our communities, smart growth
helps make sure people across the nation can live in great neighborhoods.

PROJECT LEADS
Geoff Anderson and Laura Searfoss; Smart Growth America

PROJECT TEAM

Alexander Cox, Alex Dodds, Masumi Kikkawa, Hanna Kite, Roger Millar, Colin Murphy,
Elizabeth Schilling, Stefanie Seskin, Sam Warlick, and Chris Zimmerman;

Smart Growth America

Report Design: Cecily Anderson / Anagramist.com



Anagramist.com

Acknowledgements

Smart Growth America is indebted to the transportation, planning, and economic
development professionals who provided most of the data and information for
the projects analyzed in this report. Smart Growth America thanks you for being
generous with your time, as well as for your enthusiasm for local Complete
Streets work.

The original scope of this project benefited from the guidance of a diverse group
of thought-leaders in the transportation and planning fields, who provided helpful
feedback to narrow the research questions examined here. Throughout this
project, Smart Growth America’s coalition members and the National Complete
Streets Coalition’s Steering Committee and Partners provided valuable leads and
connections to Complete Streets projects around the country.

Kaiser Permanente provided generous support for this project—in part to
complement the growing evidence base on the health benefits of Complete
Streets, with a better understanding of related economic, mobility, and equity
benefits.

X
B

Kaiser Permanente is committed to helping shape the future of health and health '
care. We are recognized as one of America’s leading health care providers

and not-for-profit health plans. Founded in 1945, Kaiser Permanente has a
mission to provide high-quality, affordable health care services and to improve

the health of our members and the communities we serve. We currently serve
approximately 9.9 million members in eight states and the District of Columbia.
Care for members and patients is focused on their total health and guided by their
personal physicians, specialists and team of caregivers. Our expert and caring (
medical teams are empowered and supported by industry-leading technology
advances and tools for health promotion, disease prevention, state-of-the-art
care delivery and world-class chronic disease management. Kaiser Permanente is
dedicated to care innovations, clinical research, health education and the support
of community health. For more information, go to: kp.org/share. k

~

33’.

-

-



http://kp.org/share

Contents

Executive summary
Introduction
A note about the data
Meet the projects
Project outcomes
Safer streets
Saving money through safety
Encouraging multimodal travel
Low costs, big results
A whole network for a bargain

A strategy for economic development
Higher employment levels
Net new businesses
Higher property values and private investment

What your community can do
Conclusion
Appendix A: Methods
Transportation benefits
Economic analysis
Monetizing safety benefits
Appendix B: Project descriptions

Endnotes




Executive summary

What do communities get

for their investments in Complete Streets?

In this study of 37 projects, Smart Growth America found that Complete Streets projects
tended to improve safety for everyone, increased biking and walking, and showed a mix of
increases and decreases in automobile traffic, depending in part on the project goal. Compared
to conventional transportation projects, these projects were remarkably affordable, and
were an inexpensive way to achieve transportation goals. In terms of economic returns, the
limited data available suggests Complete Streets projects were related to broader economic
gains like increased employment and higher property values.

These findings are based on data collected directly
by local transportation and economic development
agencies as reported to Smart Growth America’s
National Complete Streets Coalition. The Coalition
surveyed Complete Streets projects from across the
country, and found 37 with transportation and/or
economic data available from both before and after
the project.

Safer Streets, Stronger Economies analyzes that data
and explores the outcomes communities get for
their investments in Complete Streets. In this tight
budget climate, transportation staff and elected
leaders want to get the most out of every dollar.
This research shows Complete Streets projects can
help them do just that.

®

In the majority of cases collision rates declined after
Complete Streets projects were built, and there were
fewer injuries as well. These safety improvements have

The data showed that streets were
usually safer after Complete Streets
improvements than before.

real financial value: Our analysis found that the safer
conditions created by Complete Streets projects
avoided a total of $18.1 million in collision and injury
costs in one year alone. These savings start as soon
as a project is complete, and continue long after.
And this was just the amount saved by the projects
included in our sample. The financial impact of
automobile collisions and injuries nationwide is
in the billions of dollars annually. Targeting the
country’s more dangerous roads and taken to any
meaningful scale, a Complete Streets approach over
time has the potential to avert hundreds of millions
or billions of dollars in personal costs.

®

The data also showed that
Complete Streets projects
encouraged more multimodal travel.

Trips by foot, bicycle, and transit almost always
increased after the Complete Streets projects.
Taken along with the safer conditions mentioned
above, this support for active transportation options
adds to an already impressive case for the health
benefits of a Complete Streets approach. In about




half the projects, automobile volume increased or
remained unchanged after the redesigns.

®

The projects surveyed include a wide range of
costs, from projects with limited scopes that cost
just a few thousand dollars to extensive corridor
redesigns that cost several million. For the most
part, however, Complete Streets projects cost
significantly less than conventional transportation
projects, yet can still deliver transportation benefits like
better safety performance and more people using
the facility.

®

Before-and-after data in this area are scarce for
all kinds of transportation investments and
Complete Streets projects are no exception. Of the
37 projects included in our survey, we were able
to examine changes in employment in 1 places,
and changes in business impacts, property values,
and/or total private investment in 14 places. We
found that employment levels rose after Complete
Streets projects—in some cases, significantly.
Communities reported increased net new businesses
after Complete Streets improvements, suggesting

Complete Streets projects were
also remarkably affordable.

This project also examined how
Complete Streets projects related
to economic goals.

that Complete Streets projects made the street
more desirable for businesses. In eight of the ten
communities with available data, property values
increased after the Complete Streets improvements.
And eight communities reported their Complete
Streets projects at least partly responsible for
increased investment from the private sector. These
data support the economic outcomes reported
anecdotally by many communities but more data
are needed here (and for other transportation
projects) to conclusively connect Complete Streets
with economic success.

Communities interested in these kinds of benefits
can get started on their own Complete Streets
approach, and this report also includes ideas for
policy changes, transportation design standards,
project evaluation guidelines, and ways to measure
project performance to help in that effort.

More than 700 towns, cities, counties, regions, and
states have made official commitments to these
practices by passing Complete Streets policies,
with more being passed every year. Whether it’s
planting trees or adding crosswalks, making travel
lanes narrower or creating space for people on bikes,
hundreds of communities are changing how their
streets look and work—and this study suggests
they’re getting a great return on their public
investments in the process.

“Our analysis found that the safer conditions created by Complete Streets projects
avoided a total of $18.1 million in collision and injury costs in one year alone.”
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Introduction

WHEN DUBUQUE, IA, WAS PLANNING THE REDEVELOPMENT of its historic Millwork
District, local leaders knew the project’s success hinged on whether people would want
to walk or bike there. So the city took a long look at the District’s four main avenues—
Jackson, Washington, 9th and 10th streets—and figured out how to make them work
better for people walking and biking. They replaced sidewalks, made it easier to cross
the street, added new street lights, painted “sharrows,” and created a multi-use trail.
Within a year, bicycling use increased by 273 percent—and that was just the beginning.

Since the project’s completion, the neighborhood
has experienced more than $34 million in new
private investment, with another $150 million in
the pipeline. The first warehouse to be redeveloped
is leasing 72 residential units, 39,000 square feet of
retail and commercial space, and 20,000 square feet
foranincubatorforartsand nonprofit organizations.
The fact that the neighborhood’s streets work for
everyone who uses them is a key part of this success.

Dubuque isn’t the only city using a Complete
Streets approach. Hundreds of communities are
using Complete Streets strategies to improve
how their streets work and how they serve the
local economy. What are communities getting
for these investments! Are they achieving their
transportation goals? How do costs compare to
conventional transportation projects! And how do
these projects relate to broader economic gains?

To answer these questions, Smart Growth
America’s National Complete Streets Coalition
scoured the country for every Complete Streets
project we could find. We asked local departments
of transportation for before-and-after data on
transportation and economic performance for
those projects. Ultimately, 37 projects had enough
data available to be included in our analysis.

Safer Streets, Stronger Economies examines these
37 projects, spread across 31 cities in 18 states.
This study explores how well these Complete
Streets projects achieved transportation goals
like improving safety and throughput, as well as
how their costs compare to other transportation
projects. It also examines what happened to
employment, businesses, and property values
along a subset of these corridors.



To date, many studies of Complete Streets have
focused on the health benefits these projects
yield. These studies have clearly documented the
connection between walking, biking, and transit
ridership and more active lifestyles to reduce
rates of chronic disease and the healthcare costs
associated with them.' People who live in walkable
neighborhoods get 35-45 more minutes of moderate
physical activity each week, making them less likely
to be overweight or obese. People who ride transit
tend to move more, too, taking 30 percent more
steps a day than people who drive.> Converting
short automobile trips to walking or biking curbs
air pollution, which can help reduce asthma and
other respiratory diseases. Youth who walk or bike
to school, among other physical activities, tend to
focus more and perform better in the classroom.

For the projects examined in this study, these
benefits undoubtedly hold true. Rather than focus
on these well-documented results, this study
focuses on the value of Complete Streets projects
as transportation investments and their link to local
economies.

We hope the information in this study will be of
particular use for transportation professionals and
local elected officials, providing a clearer picture of
how Complete Streets projects compare to their
other transportation investment options.

A note about the data

Our research looked at 10 main data points: collisions;
automobile, pedestrian, bicycle, and transit counts;
project construction costs; employment; number of
businesses; property values; and private investment.
Data availability varied by project.

Readers will clearly see that the data are not ideal.
A majority of communities we interviewed did
not have before-and-after data and thus were not
included here. Among those with data, localities
collected it using different methodologies.

There is clearly a need for more standardized data
measures, as well as more consistency in their
collection. These issues are not unique to Complete
Streets, but reflect broader issues in transportation
data collection.

Nonetheless, these data are the best available
for understanding the impact of Complete
Streets projects and significantly advance our
understanding of Complete Streets effectiveness
as transportation and economic investments. We
congratulate and thank the communities that
have taken steps to collect the performance data
discussed here. But for their efforts there would be
no way to have any meaningful understanding of
project performance.

“Since the project’s completion, the Millwork District in Dubuque, IA, has
experienced more than $34 million in new private investment, with another
$150 million in the pipeline. The first warehouse to be redeveloped is leasing 72
residential units, 39,000 square feet of retail and commercial space, and 20,000
square feet for an incubator for arts and nonprofit organizations.”
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Normal, IL

Smart Growth America collected before-and-after data for 37 Complete Streets projects. Here is a brief
description of all of them. Read more details of each project in Appendix B on page 29.

ARIZONA: TEMPE

College Avenue

Added dedicated bike lanes and streetscape
improvements near Arizona State University.

CALIFORNIA: BERKELEY/ALBANY

Marin Avenue

Converted four travel lanes to three, and links
a residential neighborhood in Berkeley to a
commercial area in Albany.

CALIFORNIA: LANCASTER a

West Lancaster Boulevard

Created a tree-lined median, widened sidewalks,
added landscaping, and created a community
destination known as the BLVD.

CALIFORNIA: LONG BEACH

Broadway & Third avenues

Redesigned two one-way downtown streets to
each carry two lanes of traffic, parking on both
sides of the street, and a protected bike lane.

CALIFORNIA: NOVATO

Grant Avenue

Improved sidewalks, and added streetscaping,
bulb-outs, and bicycle racks along 11 blocks of
Novato’s main commercial street.

DC: WASHINGTON

15th Street NW

Created 1.8 miles of a two-way bike lane
separated from automobile traffic.

DC: WASHINGTON

16th Street/U Street/

New Hampshire Avenue NW

Simplified this complicated intersection to make
it safer for cyclists, pedestrians, and drivers.

FLORIDA: ORLANDO

Edgewater Drive

Completed a road conversion to calm traffic and
make biking and walking easier.

ILLINOIS: CHICAGO

Kinzie Street

Created the city’s first bike lane by converting
four travel lanes to two on each side of a two-
way street.

ILLINOIS: URBANA

Philo Road

Resurfaced a street and enhanced two bus
stops with real-time signage and streetscaping.
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Cambridge, MA- N\

ILLINOIS: NORMAL a

Uptown District

Widened and repaired sidewalks, reconstructed
Constitution Boulevard, created a new traffic
circle, and built the new Uptown Station.

IOWA: DES MOINES

Ingersoll Avenue

Completed a two-phase streetscaping and road
conversion project.

IOWA: DUBUQUE

Millwork District

Constructed an off-road multi-use trail, added
streetscaping, and reconstructed the road along
Jackson, Washington, 9th, and 10th streets.

LOUISIANA: NEW ORLEANS

South Carroliton Avenue

Added bike lanes, landscaping, improved
crosswalks, and sidewalks to a section of New
Orleans’ historic streetcar route.

LOUISIANA: NEW ORLEANS

Esplanade Avenue

Completed a 4-to-2 lane conversion to increase
pedestrian and bicycle use.

LOUISIANA: NEW ORLEANS

Decatur Street

Improved pedestrian intersections and added
bike features for this busy route in New Orleans’
historic center.

MASSACHUSETTS: CAMBRIDGE a

Porter Square

Simplified pedestrian and bicycle crossings,
created a large pedestrian plaza, added

bike lanes and a signalized bike crossing,
coordinated auto signal timing, and widened the
sidewalk in this historic retail center.

MINNESOTA: MINNEAPOLIS

Franklin Avenue

Reduced the number of travel lanes on the
street for one half mile, including over the
Franklin Avenue Bridge, from four to three lanes
and added bicycle lanes.

MISSOURI: COLUMBIA

Providence & Stewart roads

Improved turn lanes, pedestrian crossing
signals, new sidewalks, and trail access; added
new lighting and drainage enhancements; and
added striping and markings for bicycle and
pedestrian safety.

MISSOURI: COLUMBIA

Windsor & Ash streets

Built a bicycle boulevard linking two residential
neighborhoods and helping bicyclists safely
access downtown Columbia.

MISSOURI: GRANDVIEW

Main Street

Improved pedestrian features along several
blocks to help reinvigorate Main Street.



MISSOURI: LEE’S SUMMIT

Third Street

Improved sidewalks, new lighting, and street
trees to calm traffic and encourage more people
walking in the town’s downtown district.

NEVADA: RENO a

Wells Avenue

Converted four travel lanes to two, added bike
lanes and widened sidewalks along a key one-
mile segment.

NEW MEXICO: ALBUQUERQUE

Central Avenue

Converted four travel lanes to three, and added
two dedicated bike lanes and on-street parking
to this historic tourist destination.

NEW YORK: HAMBURG A

Route 62

Added two roundabouts, narrower travel lanes,
bicycle lanes, curb extensions, street trees, and
marked pedestrian crossings.
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NEW YORK: NEW YORK A

Columbus Avenue

Reduced lane widths and added street trees,
pedestrian islands, and a bike lane.

NORTH CAROLINA: CHARLOTTE A

East Boulevard

Converted four travel lanes to three and added
bike lanes on both sides of the street, pedestrian
refuge medians, wheelchair ramps, and
landscaping.

NORTH CAROLINA: CHARLOTTE

Selwyn Avenue

Converted four travel lanes to three, added
a center turn lane and bicycle lanes in each
direction.

NORTH CAROLINA: RALEIGH

Hillsborough Street

Widened sidewalks, built a median, reduced
the four-lane road to two lanes with on-street
parking, and constructed a roundabout at the
corridor’s entrance.




West Jefferson, NC ! :

NORTH CAROLINA: WEST JEFFERSON A
Downtown streetscape

Replaced two traffic lights with four-way stops,
added diagonal parking, curb extensions, better
crosswalks and streetscaping in the historic
downtown.

OHIO: CLEVELAND A

Euclid Avenue

Created the city’s first bike lane, repaired
sidewalks, added streetlights and bus shelters,
and planted 1,500 trees along the “HealthLine.”

OREGON: EUGENE

Alder Street

Added a two-way buffered bike lane and
bike signal, and widened sidewalks near the
University of Oregon campus.

OREGON: PORTLAND

NE Multnomah Street

Converted four travel lanes to two, added
protected bike lanes and made crossing the street
safer for pedestrians in Portland’s Lloyd District.

1

= EMBARQ BRAGIL

PENNSYLVANIA: PHILADELPHIA

Spruce & Pine streets

Created 3.7 miles of buffered bike lanes along
these two one-way streets.

WASHINGTON: SEATTLE

Nickerson Street

Converted four travel lanes to two, added a two-
way turning lane, bicycle lanes, and two new
crosswalks.

WASHINGTON: SEATTLE A

NE 125th Street

Converted four travel lanes to two, with a center
left turn lane and bicycle lanes.

WASHINGTON: SEATTLE

Stone Way N

Converted four lanes to two, added a two-way
turning lane, bike lanes, sharrows, and updated
crosswalks.




Project outcomes

WHAT WERE THE OUTCOMES associated with these 37 projects? How did the streets
perform on safety, traffic, and economic measures before and after the projects? What did
these communities get for their investment in Complete Streets?

To answer these questions we asked local transportation and economic development
agencies for before-and-after data on the street in question. We analyzed most of this data
using a straightforward before-and-after comparison. In addition, where methodologically
sound and where data were available, we also compared the Complete Streets project to
an unimproved “control” corridor as well as citywide trends. Here is what the data show.

@ Safer streets

Complete Streets projects tended to make streets
safer for everyone. Specifically, the majority of roads
with Complete Streets features had fewer collisions
and fewer injuries after their retrofits than before.

About 7o percent of projects experienced a
reduction in collisions, and in many cases the
reduction amount was significant (see Figure 1).#
Approximately 56 percent of projects experienced
a reduction in injuries’ In some projects where
collisions and injuries went down, automobile
volumes were essentially unchanged or increased,
while pedestrian and bicycle traffic increased—
meaning the rates of collision and injury dropped
the same or more than the absolute change.

Some communities also looked at speeding as an
important metric related to reducing collisions
and injuries.

In many of the projects where collisions or injuries
increased, travel across modes also increased by
a large percentage. In many instances, the rate (as
opposed to the absolute number) of crashes or
injuries (or both) fell. For example, in Porter Square
in Cambridge, MA, bicycle collisions increased 150
percent after the Complete Streets improvements—
but bicycle volumes increased 929 percent. The rate
of collision among bicyclists decreased from 2.5 to
0.6 collisions per 100 bicycle trips after the Complete
Streets changes.
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A NE 125th Street in Seattle, WA before (left) and after (right) Complete Streets improvements.

CASE STUDY
Fewer collisions and injuries in Seattle, WA

Three projects included in this study are located in Seattle, WA: Nickerson Street, NE
125th Street, and Stone Way N. All three projects aimed to reduce speeding and make
the street more inviting for people walking or bicycling. All three projects used similar
design changes to achieve these goals: reducing the number of travel lanes from four to
two, adding a center turn lane, bike lanes, and new crosswalks.

In all three cases, speeding, collisions, and injuries decreased after the projects’
completion.

» On Nickerson Street, speeding fell by two-thirds after the Complete Streets
improvements and total collisions fell by 23 percent.

®» On NE 125th Street, the number of drivers “speeding excessively” decreased by 11
percent, collisions fell by 10 percent, and collisions resulting in injuries fell by 17 percent.

» On Stone Way N, speeding drivers decreased 75 percent, total collisions fell 14
percent while collisions involving pedestrians declined by 80 percent, and collisions
resulting in injuries fell 33 percent.

The Seattle Department of Transportation (SDOT) completed all three projects, which are
part of a citywide effort to implement its 2007 Complete Streets ordinance. That policy
vision, as well as a Complete Streets checklist within the Department, have helped SDOT
remain focused on these goals. “Not only does redesigning our streets make them safer,”
SDOT explains, “it keeps people and goods moving.”®




Saving money through safety

COMPLETE STREETS PROJECTS can make streets safer for everyone who uses them,
and this yields tangible financial benefits for individuals and families.

Within our sample,
Complete Streets
improvements
collectively
averted

$1 8.1 million

in collision costs in

1 year.

Each collision that a safer street helps to avert
represents potential costs from emergency room
visits, hospital charges, rehabilitation, and doctor
visits, as well as the cost of property damage. Within
our sample, Complete Streets improvements
collectively averted $18.r million in total collision
costsin just one year.” We rely on standard estimates
and methodology from the U.S. Department of
Transportation to calculate these costs. For more
information see Appendix A on page 27.

Comparing total averted costs for one year to the
total cost of 34 projects in this survey (excluding

Euclid Avenue, which is an outlier in terms of
cost), these projects would pay for themselves in
less than 8 years. Every year after that, the savings
are unencumbered as the Complete Streets
improvements continue to keep travelers safe.

In some of these cases, the averted cost of collisions
in the first year is much larger than the original
project cost. Along Wells Avenue in Reno,
NV, for example, 128 collisions occurred before
the Complete Streets improvements, and 47 of
those collisions involved injuries. After the city
added bike lanes in each direction and widened
sidewalks, collisions fell by about 45 percent—to 71
collisions following the improvements, with 18 of
those involving injuries. The value of Reno’s safer
conditions within one year’s time ($5.8 million) is
more than its entire project cost ($4.5 million).

In West Jefferson, NC, the value of safer streets
equaled more than $2.7 million in the first year, or g
times the total cost of the town’s Complete Streets
improvements ($300,000).

The averted costs described here are enormously
important to the individuals and families who avoid
them. However, these numbers are dwarfed by the
total cost of unsafe streets in the United States:
Nationwide, the cost of automobile collisions and
injuries is in the billions of dollars. The 37 projects
in our sample represent just 44 miles of road; the
entire U.S. paved roadway network is about 2.7
million miles.® If a Complete Streets approach
was used strategically on even a small fraction of
this total, the savings over time could run into the
hundreds of millions or billions of dollars.



Encouraging multimodal travel

FROM A TRANSPORTATION PERSPECTIVE, a good way to understand a corridor’s travel
value is to look at the number of people it accommodates in cars, on bikes, on foot, and
by transit. Unfortunately, very few places have all of these data points. This study found
nine projects that had before-and-after data for pedestrians, bicycles, and automobiles (the
number of places with transit data are sufficiently few that we treat them separately).

Of the nine projects with bicycle, walking, and
automobile counts, three showed increases in
trips by all three modes. In three projects the data
showed a decrease in the total number of car trips,
while the total number of bicycle and pedestrian
trips increased. In the remaining three projects, the
results were mixed: The Providence and Stewart
project in Columbia, MO showed no change in
automobiles trips while bike and pedestrian trips
increased. Foot traffic went up in Albuquerque,
while bicycling and automobile traffic fell. In the
Millwork District, people on foot decreased. At
the same time, the area experienced significant
increases in cycling (273 percent) and automobiles
(1,416 percent).

A greater number of projects, including the nine
above, measured the change in travel by individual
modes. Looking separately at the projects’ modal
outcomes, the data showed that the Complete
Streets projects nearly always supported more
biking and walking trips. In 12 of 13 projects with
pedestrian counts, trips by foot increased after
the Complete Streets improvements (see Figure
2). In 22 of 23 projects with bicycle counts, bicycle
trips increased (see Figure 3). Of 33 projects with

The health benefits
of multimodal travel

More people walking and bicycling can
improve a street’s throughput without
increasing traffic, and that’s a great
outcome for transportation professionals.

These active options also come with big
public health benefits. By making walking
and biking safe and convenient, we can
make it much easier for people to build
routine physical activity into their daily lives.

automobile counts, 13 projects carried more
automobile trips than before, and in one instance
automobile counts did not change (see Figure 4).
The remaining 19 projects carried fewer cars, which
was a design goal in some projects. For instance, the
installation of a bicycle boulevard along Windsor
and Ash streets in Columbia, MO aimed to move



vehicles to a parallel street. As a result, automobile street became quieter, and bicycling increased 124
trafficfell by nearly half, even asautomobilestraveled  percent along this 1.5-mile connection between two
along the street in less time. The neighborhood neighborhoods.

number of people bicycling and walking on the Complete Streets corridor, supporting travel by

@ As the following figures show, Complete Streets projects were associated with increases in the
more modes than previously.

FIG. 2

® \ore walking trips.

Thirteen projects collected pedestrian counts. Of those, pedestrian activity
increased in 12 projects after their Complete Streets improvements.
This figure shows the amount of change in walking trips in each place.
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r1  More bicycle trips.

FIG. 3

Twenty-three projects collected bicycle counts. Of those, bicycling
increased in 22 projects after their Complete Streets improvements.
This figure shows the amount of change in bicycle trips in each place.
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FIG. 4

Change in automobile trips after
® 9 Complete Streets improvements.
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ridership information at stops along these corridors.

We also found that Complete Streets projects

Of those, ridership increased in six projects and

decreased in one (see Figure 5).

supported more trips on public transportation.
Of the 37 projects we examined, 7 reported transit




FIG. 5

W Of the 37 projects we examined, seven reported transit ridership information.

’ ! Of those, 6 measured increased ridership. This figure shows the amount of

change in trips by transit in each place.
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Completing “the last mile”

Walking is the most common way to access public transportation: 60 percent of people
walk to transit stops.® Yet even if these stops are close by, walking to them can often be
inconvenient or even dangerous.

A Complete Streets approach creates critical first- and last-mile connections to transit stops
and improves the overall connectivity of a transportation network. This is especially vital for
households without access to a car, who rely on public transportation to get to work, school,
doctors’ offices, and more. Helping people complete the first or last part of their trip safely
and conveniently makes these trips possible.



Low costs, big results

THIS STUDY ASKS fundamentally, are Complete Streets projects a good transportation
investment? The answer depends on both the outcomes and costs of these projects.

Of the 37 projects in this survey, 31 had construction costs available.™ This data was
collected and supplied by departments of transportation and public works. And one thing
was clear from their responses: Compared to most conventional transportation projects,

Complete Streets projects are cheap.

The surveyed Complete Streets projects include
a full spectrum of design elements, from simple
striping to mark a new crosswalk, to complete
reconstruction of a roadway to accommodate
heavier transit vehicles. Because so many of
the projects in our sample rely on inexpensive
upgrades within the existing right-of-way, the
average project cost was just $2.1 million—far less
than the $9 million average cost of projects in state
transportation improvement plans.”

These projects also cost less per mile than average
arterials. The Federal Highway Administration
estimates that construction of an average “normal-
cost” urban arterial costs $3.58 million per mile, and
average “high-cost” arterials cost $12.75 million
per mile. Seventy-four percent of the projects
examined here cost less than an average normal-
cost arterial, and 97 percent cost less than the
average high-cost arterial (see Figure 6). The eight
projects that cost more than an average arterial fall
into one of two categories: 1) projects that close
critical gaps in the existing pedestrian and bicycle

networks, like Porter Square in Cambridge, MA
(where changes to an intersection created better
connectivity in the city’s bicycle network); or
2) projects that were designed to achieve non-
transportation benefits, such as supporting
economic development or managing stormwater,
and included construction of additional facilities,

like in Normal, IL and Raleigh, NC.

Particularly striking are the projects achieved with
a small public investment that yielded significant
results. Portland, OR, for example, spent $95,000
to restripe and add plastic bollards and new signage
to NE Multnomah Boulevard. The project created
34 new automobile and 12 bicycle parking spaces.
Cycling along the corridor increased 44 percent,
and the number of vehicles exceeding the speed
limit fell by half. Washington, DC, spent $367,000
to add a two-way bike lane to 1.8 miles of 15th Street
NW. The project used restriping, plastic bollards,
signage, and signal timing to increase safety and
convenience for cyclists. The result? Use by cyclists
tripled and automobile volumes increased slightly.


plans.ii

FIG. 6

The cost per mile to build Complete Streets
~~ projects vs. an average arterial road

Complete Streets projects are remarkably affordable —some of the projects in our survey cost just
a few thousand dollars. They cost less to build than an average urban arterial, yet, as explained
earlier, can still increase bicycle, pedestrian, and automobile activity.
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A whole network for a bargain

THE REAL VALUE OF A TRANSPORTATION SYSTEM is in creating an interconnected
network, whether designed for people in cars, on transit, walking, or bicycling. Building
unconnected individual facilities without connecting them reduces their utility. WWhat does
an investment in a Complete Streets network achieve, and what are its costs?

Several local examples illustrate just how cost-
effective Complete Streets networks can be.
The City of Portland analyzed the benefits of its
investment in a complete bicycle network.” In the
mid-1990s, the City of Portland started building
bicycle lanes, bike boulevards and off-street paths.
For what the city called a “modest investment” of
an estimated $60 million, it built a 300-mile bicycle
network."”

From 1990 to 2008, bicycling commuting increased
by 400 percent (or 14,912 daily trips) citywide, while
driving alone declined by 4 percent. From 1990 to
2008, bicycle fatalities steadily declined and for five
years over that time period, the city reported no
bicycle fatalities. That happened again in 2010 and
2013.% Portland’s investment in a connected bike
network helped meet growing travel demand: The
City accommodated a 12 percent increase in trips
along four key roadways almost entirely by bicycle,
keeping automobile volumes constant. For the same
investment, Portland could have built just one mile
of a four-lane urban freeway.

Theresults from Portland suggest a significant change
in travel behavior for a small public investment,
particularly over several years. It is interesting to
think of another use of the $60 million that could

produce the same impact on travel behavior and
safety outcomes.

We can also look at projections of future costs
and benefits to understand the value of a network
of Complete Streets. Over the next 25 years, for
example, the Washington, DC region plans to
spend $2 billion on 643 bicycle and pedestrian
projects. This amount represents less than 1 percent
of the region’s $243 billion budget for that time, but
the region plans to accommodate one million new
trips by foot or by bike—or 25 percent of all new
trips in the region.”

Between 2015 and 2025, the Southern California
region planstospend $6.7billion—again, 1 percent of
its budget over that time—on active transportation
projects. For that amount, the region will be able to
build 5,800 miles of bikeways, improve sidewalks, as
well as improve access to schools and parks, among
other projects. The region projects bicycle mode
share to rise as high as 4.4 percent in 2020 and 16
percent by 2035.%

Each of these projects will create entire networks of
facilities that allow millions of people to get to their
destinations safely and efficiently—for a fraction of
aregion’s transportation budget.

“For an estimated $60 million, Portland built 2 300-mile interconnected
bicycle network. For that same amount, the City could have built just one
mile of urban freeway.”
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A strategy for economic development

ECONOMIC GOALS OFTEN MOTIVATE communities’ Complete Streets projects as much
as transportation goals. Many communities report that a Complete Streets approach
played an integral role in neighborhood or downtown economic revitalization efforts, but
few have studied it comprehensively. Municipal transportation departments and agencies
in New York and San Francisco studied the connection between project-level street
improvements and retail sales, and in both cities found higher retail sales along improved
corridors.’” We sought to build on their work, and expand our understanding of the
economic benefits of Complete Streets projects.'®

Of the 37 projects examined in this study, our
economic analysis focused on the 22 projects .
that occurred in commercial areas to assess The economic

business impacts, among other metrics.” Fourteen

communities reported data about total private | m p aCt Of h ea | t h | er
investment, property values, and net new businesses .t rans po rta.t | on o p.t | ONs

through primary and secondary sources. Data from
the U.S. Census Bureau provided employment and

- ) i ) Two-thirds of American adults and nearly
earnings information for 11 projects.

one-third of children are now considered
overweight or obese, with obesity-related
health care costs now estimated at $160
billion per year.2° Overweight adults

spend $395 more each year on health-
related expenses than adults at a healthy
weight,?' and physical inactivity costs the
United States $75 billion per year.?? Private
businesses are also impacted, through
reduced productivity, higher absenteeism,
and higher insurance premiums. Complete
Streets projects clearly supported biking
and walking, which can help reduce and
prevent obesity and its related costs.

We detail our findings below. However to provide
context for them, we start with this conclusion:
Taken together, these economic measures suggest
that Complete Streets projects were supportive of
employment, new businesses, and property values.
However, the limited availability of project-level
data and small sample size make these findings
suggestive only for these projects. Additional data
collection is needed in this area, and we encourage
more cities to measure the economic impacts of their
Complete Streets projects (and other transportation
projects) to assess how Complete Streets relate to
their economic goals.
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@ Higher employment levels

We found that more people were employed along
Complete Streets projects after a project was
completed than before. More people were employed
along Complete Streets projects than other
unimproved comparison streets.

U.S. Census provided employment and earnings
data for 1 projects. We looked at change in
employment two years before and at least one year
after the project’s completion within 1—2 blocks
of these projects. In 7 of the 11 Complete Streets
projects, employment increased over that time.

In order to understand whether changes in
employment were related to the Complete Streets
project or the result of other factors, we compared
employment growth to “control” groups: citywide
trends in all 11 cases, and similar corridors that were
not redesigned in g cases. Six of the 1 projects
outperformed citywide employment growth
during the same time period. Of the nine projects
with similar corridors that were not redesigned,
six outperformed their comparison corridors.
Two showed mixed results with Urbana, IL
outperforming citywide employment growth but
not the comparison corridor, and Ingersoll Avenue
in Des Moines, IA outperforming its comparison
corridor but not the citywide average.

Four Complete Streets corridors outperformed
growth both citywide and along their comparison
corridors, and in some cases, this difference was
significant. Along West Lancaster Boulevard, for
example, employment grew by 64 percent between
2008 and 2011, while employment grew by less
than 3 percent citywide. Its comparison corridor
lost employment during that time. Since West
Lancaster Boulevard’s redesign, the city reports
more than 802 permanent jobs were added within
the BLVD district. Interestingly, the four projects
that outperformed on employment are downtown
or commercial main streets.”* Wage levels for
employment along these four corridors generally

performed well compared to their unimproved
“control” sites or citywide trends.

@ Net new businesses

Six communities reported data on net new
businesses following their redesigns: Orlando, FL;
Normal, IL; Lee’s Summit, MO; West Jefferson, NC;
Washington, DC; and Lancaster, CA. All six of
these communities reported increases in businesses
following their Complete Streets improvements.

In West Jefferson, NC, 10 new businesses opened
along Jefferson Avenue following the small
mountain town’s Complete Streets improvements,
adding 55 new jobs. The number of visitors to West
Jefferson’s downtown also increased an average of 14
percent since the Complete Streets work. “When we
put in four-way stops, that's when we really started
hearing positive feedback from businesspeople,” said
Dean Ledbetter, lead engineer on this project for
the North Carolina Department of Transportation.
“The streetscaping looks nice, but putting the stop
signs up, putting in islands and crosswalks, it was
quieter, it was friendlier, people felt like it was better
for their customers.”

Of these six communities, two also noted that retail
sales increased at businesses after their redesigns. In
Lancaster, CA, retail sales shot up 96 percent in the
BLVD district, and in Normal, IL, retail sales rose
46 percent in the Uptown District. And although
net business data was not available in these two
additional projects, retail sales went up 42 percent
along Hillsborough Street in Raleigh, NC, and 20
percent along Columbus Avenue in New York City.

While the Complete Streets projects are not alone
responsible for these gains, these examples are
encouraging. Indeed, taken as a whole and keeping
in mind the small number of data points, the positive
economic trends along most corridors in our survey
suggest that Complete Streets made more desirable
places to locate and operate businesses.

“‘Putting the stop signs up, putting in islands and crosswalks —it was quieter, it was

friendlier, people felt like it was better for their customers.

LR L)



A Private investment ranged from $500,000 in West Jefferson, NC (left) to $5.8 billion in Cleveland, OH (right).

Higher property values and
private investment

Property values and private investment are other
measures frequently used as benchmarks for
economic progress. They are closely related but not
the same. New private investment in buildings and
projects along a corridor can raise property values,
and vice versa. If a person buysabuilding and invests
$1 million in it, for example, one could measure that
as the change in property value or as the $1 million
invested in the property. The investment would
influence the property’s value in most cases, but
the measures might not be exact matches. Similarly,
investment in one property might raise the values
of surrounding properties, and these changes also
would not be reflected in a private investment
figure. In this study we report changes in both
property value and private investment where data
are available.

Ten projects reported before-and-after data for
property values. Of those ten projects, eight
reported increased property values, while the
remaining two reported no change. In six of these
ten projects, we were able to take an additional step
and compare property values along the Complete
Streets project to an unimproved corridor or to
citywide trends (or both) before and after the

project’s completion. Of those six projects, four
outpaced both the comparison and/or city. In
the two remaining projects, the differences are
negligible. Where property values did increase,
the rate was sometimes striking: In Dubuque, 1A,
property values increased 111 percent.

Building two
kinds of equity

Complete Streets projects are related to
higher property values, and that can be a
great thing for citywide growth. However,
it can also create rent pressures for
existing businesses and residents.

Public policies that support small
businesses and entrepreneurs, encourage
first-source hiring practices and living
wages, keep housing affordable, and
reinvest projects’ value in the area

can help make sure everyone in a
neighborhoods reaps the benefits
associated with Complete Streets
improvements.



A Pedestrians, cars, and bicycles share Complete Streets improvements in Orlando, FL.

» CASE STUDY

Safer streets make for better business
in Orlando, FL

Edgewater Drive acts as the main street for College Park, a neighborhood four miles north
of downtown Orlando, FL. When the street was scheduled to be resurfaced in 2001, the
community saw an opportunity “to reinvent Edgewater Drive into a vibrant, pedestrian-
friendly commercial district with cafés and shops.”

The City of Orlando proposed a 4-to-3 lane conversion for 1.6 miles between Par Street
and Lakeview Street, adding bicycle lanes, a center turn lane, and wider on-street parking.
With resident input, the City of Orlando devised an extensive series of performance
measures to monitor the project’s progress. These measures included travel times, traffic
volumes for all modes, and safety-related crash and injury rates, and speeding data.

The newly improved street was clearly safer than before. Total collisions dropped 40
percent, from 146 to 87 annually. The crash rate was nearly cut in half, from 1 crash every
2.5 days to 1 crash every 4.2 days. Injuries fell by 71 percent, from 41 per year to 12 per
year, and instead of 1 injury every 9 days, the reconfigured street saw 1 injury every 30
days. These safety findings are particularly impressive considering that automobile traffic
only decreased 12 percent within a year following the redesign, while bicycle counts
surged by 30 percent and pedestrian counts by 23 percent.

As a result, more people want to be on Edgewater Drive. The corridor has seen 77 net
new businesses open and 560 new jobs created since 2008. Average daily automobile
traffic, which saw a slight dip following project completion, has returned to its original pre-
project level and on-street parking use has gone up 41 percent.

The most dramatic results, however, were in long-term real-estate and business
investment. Since the project was first proposed, the value of property adjacent to
Edgewater Drive has risen 80 percent, and the value of property within half a mile of the
road has risen 70 percent.?*

The street was resurfaced again in 2012. No one suggested it should go back to its original
configuration.



PRIVATE INVESTMENT along many of the Complete Streets projects was also significant. In total,

eight communities reported private investment data, primarily for investments made after the Complete
Streets projects. Private investment figures ranged from $500,000 in West Jefferson, NC, to $5.8 billion
in Cleveland, OH.

®» Private companies invested $160 million in the Uptown District in Normal, IL, after that area’s
Complete Streets project was completed. The new roundabout that replaced a complicated
intersection now serves as the heart of the Uptown District and is a place that residents of all ages
can enjoy. “People love Uptown Normal,” said Normal Mayor Chris Koos. “They ride the bus, they
bike the trail, they shop, they socialize, and they recreate in a wonderful urban center.”

» Gronen Properties, a local real-estate developer in Dubuque, IA, renovated a former window
manufacturing plant building and added 72 residential units and 15,000 square feet of retall,
restaurant, and office space to the Millwork District. Other historic properties including the Novelty
Iron Works and Linseed Oil Paintworks are currently being renovated for a combined investment of
$37 million, adding another 120 apartment units and 320,000 square feet of commercial space to
the area.

» Both Washington, DC, and Raleigh, NC, saw new or renovated apartment buildings and hotels
built along their Complete Streets projects, totaling $63.3 million and $25.5 million, respectively.?®

p And in Cleveland, OH—a city recovering from population loss and widespread disinvestment—
private companies invested an astonishing $5.8 billion along Euclid Avenue’s HealthLine. Several
Cleveland-based institutions, including the Cleveland Clinic and University Hospital, have built new
projects in tandem with the new bus rapid transit line making Euclid Avenue a “front door” for people
visiting the area. Cleveland’s reconstruction of Euclid Avenue, along with investment in transit, also
improved access to two employment hubs that together are home to more than 170,000 jobs.

Many of the Complete Streets projects with
property values and private investment data
were part of broader public or private economic
development strategies that included additional
infrastructure upgrades, business recruitment,
branding and marketing, and event programming.
In these cases it is difficult to tell how much of
the private investment or property value gains

were attributable to the Complete Street projects.
However, it’s clear that in all cases, the retrofits were
considered a necessary component and catalyst
for these economic strategies. In addition, the
outperformance of the Complete Streets corridors
compared to the city and comparison corridors
suggests that Complete Streets projects were
instrumental in drawing investment to them.

““People love Uptown Normal,” said Normal Mayor Chris Koos. ‘They ride the
bus, they bike the trail, they shop, they socialize, and they recreate in a wonderful
urban center.




What your community can do

THIS RESEARCH DETAILS how a Complete Streets approach can yield transportation
and economic benefits. Here are some ways to get started on a Complete Streets

approach in your community.

Adopt a Complete
Streets policy and strong
implementation plan

Complete Streets policies direct transportation
planners and engineers to routinely design and
operate the entire right-of-way to enable safe access
for all users, regardless of age, ability, or mode of
transportation. Passing a Complete Streets policy
creates a vision for a street network that fully
integrates the needs of people traveling by foot,
bicycle, transit or automobile into a city or town’s
transportation project development and delivery.
A strong implementation plan complements this
policy: It directs a department of transportation
(DOT) or public works to update their internal
decisionmaking guidance, build staff buy-in for
a Complete Streets approach, and measure the
results of their projects.

Update design policies
and standards

By reviewing and revising existing standards
to support design flexibility, departments of
transportation and public works can advance their

community’s Complete Streets vision and support
the exploration of more cost-effective ways to
achieve their transportation goals. The American
Association of State Highway and Transportation
Officials, Institute of Transportation Engineers,
and National Association of City Transportation
Officials have all produced guidelines for how to
integrate context-sensitive, multimodal design into
transportation projects.

Use existing data and
information to evaluate projects

Many departments of transportation (DOTs)
collect data and information that can be used
to build public support for and inform future
Complete Streets work. This data—mode counts,
automobile travel time or delay, and collisions—can
be used to set baselines at the beginning of projects
and evaluate the conditions after the Complete
Streets work is complete. DOTs interested in
evaluating their Complete Streets work should
start with data they already have or that they can
request from other local, regional, or state agencies.
Police departments, departments of environment,
economic development agencies, county-level
health organizations, metropolitan planning
agencies, and state DOTs are all good places to start.



Measure performance in ways
that account for all users and
capture the multiple benefits of
Complete Streets projects

In some cases, a transportation agency builds
a project with a specific goal in mind and then
measures only a limited set of outcomes to
understand if the project has met that specific
goal. Instead, use a broad range of metrics to assess
how the roadway changes are affecting all people
traveling on it. Consider whether auto-oriented
measures like level-of-service will be most valuable,
and consider additional factors like overall travel
speed and time for automobiles, people walking,
bicycling and riding transit, and overall comfort and
ease of travel. Also consider metrics that account
for changes beyond the right-of-way, connecting
Complete Streets work to broader community goals
like health, equity, and economic development.
Tangible, local examples of this broader connection
can help bolster community or political support for
similar transportation projects.

Collaborate directly with
residents and other
stakeholders on measuring
performance

®

Through public engagement during the planning
and design phases of a project, ask residents
and other stakeholders to define a successful
transportation project. Use this information to
set baselines and compare a project’s results to the
community’s definition of success. Communicate
the project’s results in straightforward, concise
ways, such as one-page summaries, that directly
relate to the community’s definition of success.
Public engagement not only makes transportation
decision-making more transparent to residents and
responsive to their needs, but also builds a body of
local evidence with tangible local examples and a
base of support to advance future projects.

For more details and resources on all of these recommendations, visit
www.smartgrowthamerica.org/completestreets.
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Conclusion

WHETHER TO REDUCE COLLISIONS AND INJURIES, encourage multimodal travel,
make the most of small investments, create a complete network for a bargain, or
support economic development, communities have gotten impressive returns for their

investments in Complete Streets.

Complete Streets projects usually made streets
safer. Streets generally had fewer collisions
and fewer injuries after their Complete Streets
improvements than before. These safer conditions
yield tangible financial benefits to individuals and
families. Collectively, the projects included in this
survey have averted $18.r million in collision and
injury costs. These cost savings can quickly outstrip
the total cost of some projects, making them clearly
worthwhile from a personal cost perspective.

Complete Streets projects encouraged more
multimodal travel. More people walked, biked,
and took transit on streets after their Complete
Streets improvements than before. Automobile
traffic increased in 13 cases and decreased in 19
cases—and sometimes a reduction was a goal of the
project. Compared to conventional transportation
projects, Complete Streets projects are cheap and
can vyield significant results. And transportation
agencies can create a whole network of streets that
work for people bicycling and walking for a small
fraction of their budgets.

For transportation professionals the clear
implication is that Complete Streets may be one of
the best transportation investments they can make.
These projects should be allowed to compete and
be evaluated against other projects on the basis of

their low costs and the benefits they provide.

The economic data available were more limited
than the transportation data. Where data were
available the results across different measures
consistently suggested that the Complete Streets
projects aided economic development efforts
for the bulk of the projects. In some cases, the
Complete Street project was an integral part
of a larger economic redevelopment effort and
some of these showed large-scale economic
gains. These projects were supportive of higher
employment rates, new businesses, and property
values. And several of the projects have seen
significant private investment since their
completion. The data available suggest that
Complete Streets projects can leverage private-
sector investment, create conditions prime for
economic development, and help to revitalize a
neighborhood or corridor.

Local officials, transportation professionals, and
economic development specialists can all learn
from these findings. Other communities have
reaped significant benefits from their investments
in Complete Streets projects. These are strategies
any community can use to improve streets, support
local economies, and get an impressive return on
their public investments.



Appendix A: Methods

Transportation benefits

This method tests that investments in Complete Streets achieve conventional transportation goals, such
as improving safety and encouraging multimodal travel, with a smaller public investment. Working under
the guidance of a diverse project advisory team and with the assistance of transportation professionals,
the project team at Smart Growth America identified and surveyed 100 projects planned, designed, and
constructed with specific Complete Streets goals. The project team developed a comprehensive survey

to gather qualitative and quantitative data about transportation performance at each site, such as mode
counts, LOS grades, travel time, and frequency and severity of crashes. Based on available data gathered
through these surveys, the project sample was narrowed to 37 projects. Projects with inadequate or
incomplete data were excluded from further analysis.

For the purposes of the transportation analysis, the sites in the project sample have traffic counts along
the Complete Streets project corridor for one or more of the following modes: pedestrian, bicycle, or
automobile. Selected sites also have data available on total number of crashes along the project corridor.
Additional data such as transit ridership and injury statistics is also included in our analysis for sites
when available.

The analytic method for the collected data was a straightforward before-and-after analysis, which
calculates the difference between the relevant measures before and after project completion. While the
timing of these assessments varies by project and is dependent on when individual agencies collected
data, in most cases “before” represents at least one year before the project was built, and “after”
represents at least one full year after its completion. For projects where more than one year of data was
available, we used an average of those years.

To gather this information, researchers interviewed transportation agency professionals and consultants
who worked on or had first-hand knowledge of the project. Local agencies, including departments of
transportation, planning, police, and public works, provided almost all of the data in this report. Due

to variations in the methods municipalities used to collect transportation and safety data, this study
does not calculate the total change in each measure across the project sample. Instead, it calculates and
summarizes the direction of change for all projects. The before-and-after analysis is conducted on a
project-to-project basis to limit data collection inconsistencies. Appendix B provides an overview of
individual transportation and economic results.

Economic analysis

The analysis tests the basic idea that Complete Streets investments create economic value and support
local economic development goals. The analytical methods for economic activity draw on the Missouri
Department of Transportation’s jobs analysis, which uses U.S. Census data to study changes in
employment and earnings in the vicinity of these projects.

This study uses the Center for Economic Studies at the U.S. Census Bureau’s Longitudinal Employer-
Household Dynamics (LEHD) OntheMap tool to analyze change in employment and earnings.** To
capture localized effects, we used a 1—2 block buffer to assess change in employment on the Complete
Streets corridor, and for ease of comparison, a one-block buffer for all projects when comparing the



Complete Streets corridor to its “control” site and citywide trends.
p Yy

Transportation professionals familiar with the project and local context identified the comparison
corridors—streets with similar conditions to the study corridor before its Complete Streets
improvements.” Change in jobs and earnings were indexed to two years prior to project completion.

We reported the change for all projects at least one year after, and where data was available, two years.
Outperforming, in this study, means employment levels were higher along the Complete Streets corridor
than its control site, citywide, or both, within one block of the project.

This study also reports primary and secondary data on private investment, property values, net new
businesses, and retail sales, as available, to capture the value of corridor becoming a community
destination. It examines the before-and-after change in property values in 10 projects. For 6 projects, it
also compares property values for properties adjacent to the Complete Streets and “control” corridors
and citywide. Change in property values was indexed at least one full year prior to project completion. In
some cases, localities supplied this information for a district, where multiple Complete Streets projects
were built at the same time.

Because LEHD data is available from 2002 to 2011, jobs and earnings analysis includes 11 projects in 1
communities in 11 states that were completed between 2002 and 20r0. Primary and secondary data was
collected for 14 projects in 14 communities in 10 states and reported throughout this study.

Monetizing safety benefits

To estimate the value of averted costs, we simply estimate the average costs for collisions (with and
without injuries to persons), using widely accepted standards and practices in risk analysis and following
federal guidance on economic values, and apply that value to the number of collisions avoided.*®

Because fatalities rarely occurred along the projects in our sample before their Complete Streets
improvements, this analysis focuses on the value of economic benefits accrued through fewer total
collisions and collisions that result in fewer injuries. To calculate the total cost of a non-fatal collision, we
use 2.1 percent of USDOT’s “value of a statistical life,” or $193,000. To calculate the total cost of a non-
fatal collision that results in property damage, but not injury, we use 3.5 percent of $193,000, or $6,755.

To assess the economic value of future averted collisions, we derive the present discounted value
of benefits accrued in future years. Because Complete Streets improvements permanently change
aroadway, we treat these benefits as permanent, like a “perpetuity” (a bond with permanent fixed
payments and no principal redemption). We use the following formula to calculate present value:
Present Value = Payment/i.

“:
1

In this equation, “payment” represents annual averted cost, and “i” equals the discount rate (or interest

rate). The discount rate accounts for the value of time (i.e., the difference in the value of a dollar today
versus one paid at some point in the future). It can be seen as the opportunity cost of money (i.e.,

what it could earn if invested) at reasonable levels of risk. The values chosen for the discount rates
(which incorporates the effects both of future inflation and time-value of money) affects the estimate’s
magnitude. For our analysis, we assumed 3 percent and 7 percent discount rates to generate a reasonable
range for our estimated future cost-savings, and calculated the averted costs of all projects with a 5
percent discount rate.*
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Appendix B: Project descriptions

ARIZONA: TEMPE

This 2-mile project along College Avenue added dedicated bike lanes in each direction, created a

link between Arizona State University (ASU) and a pedestrian/bicycle bridge over US 60; 183 cyclists
enter the bike lane near ASU each hour. It also installed streetscape improvements, including raised
medians, raised intersections, shade trees, and desert landscaping, to improve pedestrians’ experience.
The corridor experienced higher crashes and injuries after the project was completed in absolute terms.
Because before-and-after pedestrian and bicycle counts were unavailable, it is not possible to calculate
the crash rate among these users and understand how this project affected safety results along the street.

CALIFORNIA: BERKELEY/ALBANY

Marin Avenue, a 4-to-3-lane road conversion, links a residential neighborhood in Berkeley to a
commercial area in Albany. The project, aimed at encouraging bicycling and improved safety,
experienced more crashes. At the same time, automobile traffic fell by 22 percent. Without bicycle and
pedestrian counts and collision data for these modes, it’s difficult to determine if Marin Avenue met its
stated goals. The project, completed in 2003, cost $520,000.

CALIFORNIA: LANCASTER

Narrowing nine blocks of West Lancaster Boulevard from four to two travel lanes, installing a rambla (a
tree-lined median for gathering and parking), widening sidewalks and landscaping created a retail and
entertainment destination and a hub for community events, known as the BLVD. The City of Lancaster
estimates its $11.6 million public investment in the project spurred $125 million in private investment
and more than $273 million in total economic output, including 48 businesses and 1,902 new jobs (1,100
construction and 8oz permanent jobs). In 2012, sales tax revenue was g6 percent greater than 2007 pre-
construction revenue. By 2013, three years after project completion, total collisions fell by nearly one-
third, and injuries among all users decreased by 6 percent. LOS went from D to E.

CALIFORNIA: LONG BEACH

In 2011, the City of Long Beach added mile-long cycle tracks along two one-way streets, Broadway &
Third avenues, in its downtown. The project replaced one travel lane with a protected bike lane, and
modified a total of 23 signals to add bike signals and left-turn signalization. Both streets now carry two
lanes of traffic, parking on both sides of the street, and a bike lane. One year after construction, bicycle
volumes increased 33 percent; the number of cyclists traveling on sidewalks fell; and bicycle crashes
decreased (from 6 to 3). Pedestrian activity also increased by about 13 percent. Average daily traffic
volumes fell by 13 percent. Collisions fell by 27 percent, with pedestrians and bicyclists involved in fewer
collisions.

CALIFORNIA: NOVATO

The Grant Avenue project reconstructed 11 blocks of Novato’s main commercial street, installing
improved sidewalks, streetscaping, bulb-outs, and bicycle racks. Although automobile traffic fell by 20
percent, the street benefited from a 55 percent decrease in total collisions and 67 percent decrease in total
injuries. The $7.2 million project included an overhaul of the street’s pavement structure, irrigation, and
drainage system, taking advantage of needed upgrades to create a more pedestrian-friendly corridor.



DISTRICT OF COLUMBIA: WASHINGTON

The cycle track on 15th Street NW, a project completed in 2010, provides 1.8 miles of two-way bike lanes
separated from traffic by on-street parking or a 3-foot painted buffer and flex posts. Previously, bikes
shared the road with automobiles. The improvements, which connect to the District’s growing network
of separated bikeways, included pavement markings, flex posts, signs, and signal timing changes. The
total cost of the improvements was about $367,000.

After the cycle track was added, cycling volumes at two intersections in the corridor increased by 229
percent on average. Automobile volumes at three intersections increased by 4 percent on average.
Opverall, vehicle speeds increased slightly, with an average increase (during AM peak hours northbound,
and mid-day peak hours in both directions) of 1.1y mph and an average decrease (during AM peak
southbound, and PM peak in both directions) of 0.97 mph. Crashes increased by 10 percent overall, from
I31.3 per year to 144 per year along the length of the corridor. Crashes involving pedestrians increased by
14 percent, while crashes involving cyclists decreased by 10 percent.

DISTRICT OF COLUMBIA: WASHINGTON

In 2010 the District Department of Transportation (DDOT) made improvements to the six-way
intersection, which includes 16th Street, U Street, and New Hampshire Avenue to make bike traffic more
visible to cyclists and drivers. The changes to the intersection included approximately two blocks of

lane restriping, eight flex posts, instructional signs, and a new signal head. After the improvements were
installed in 2012, bicycle volumes increased by 133 percent during AM peak hours and 187 percent during
PM peak hours. Traffic volumes slightly decreased (by 1 percent), while the intersection’s LOS grade did
not change. Crashes at the intersection increased by 13 percent, with no crashes involving pedestrians (a
reduction from 1.3 per year) and 1.6 per year involving cyclists (a slight increase from 1.3 per year).

FLORIDA: ORLANDO

Edgewater Drive, a 2001 road conversion completed by the City of Orlando, calmed traffic and
encouraged pedestrian activity in the College Park neighborhood. The percentage of vehicles

traveling at excessive speeds (over 36 miles per hour) fell by 19 percent. Slower speeds encouraged safer
conditions and more activity among people traveling on foot and by bike (increases of 23 and 30 percent,
respectively). The redesign also resulted in fewer crashes (40 percent) and injuries (71 percent), especially
for pedestrians and cyclists. Immediately following the redesign, property values within the College Park
neighborhood kept pace with property values in Orange County, where the annual growth rate among
residential properties was 8—10 percent and 1—2 percent among commercial properties.

ILLINOIS: CHICAGO

Chicago’s first protected bike lanes were installed along a one-half-mile stretch of Kinzie Street,
providing cyclists with east—west access in and out of downtown. The 4-to-2 lane conversion created
space for cyclists on each side of the two-way street and quickly proved popular. Morning rush hour
bicycle traffic increased 65 percent. At the same time, automobiles experienced just a modest 11-second
average travel time increase during peak hours. On safety, overall collisions fell by 11 percent, but injuries
increased from 6 before to 15 after. Still, 49 percent of surveyed cyclists say that motorist behavior is
improving and 41 percent claim that they are newcomers to the corridor. Protected lanes have made
Kinzie Street a preferred choice for accessing downtown jobs, retail, and entertainment by bike.




ILLINOIS: URBANA

Philo Road, a $495,000 street resurfacing project that enhanced two bus stops with real-time signage
and the streetscape in Urbana, IL, encouraged higher ridership on its local bus system, CUMTD.
Ridership increased by 24 percent within two years of the changes. The project has improved the curb
appeal of the area, too. The city’s Director of Community Development called the beautification of the
roadway “stunning.” Fewer automobiles used the roadway after the redesign, where its LOS grade fell
from B to C. Because before-and-after pedestrian and bicycle counts were unavailable, it is impossible
to calculate the crash rate among these users and understand how this project affected safety outcomes
along the street.

ILLINOIS: NORMAL

Normal upgraded its transportation system throughout the Uptown District, the heart of the 52,497
person—town in central Illinois, spending $47.4 million, including a $22 million 2010 TIGER grant. As
the centerpiece of its 1999 Uptown Renewal Plan, these improvements included sidewalk widening and
repairs; reconstruction of Constitution Boulevard; a new trafhic circle; and Uptown Station, a multimodal
transportation center. The city experienced an increase in all modes traveling in the district, with more
than 40 percent of all trips by foot or bike. It also benefited from higher property values (16 percent
increase over pre-construction values) and new private investment ($160 million). Increased activity in
the Uptown District and newly configured traffic patterns caused crashes to peak after the initial changes.

IOWA: DES MOINES

Ingersoll Avenue, a two-phase streetscaping and road conversion project completed in 2007—2008

and 2010, functions as an important bus and commuter route in the capital city of lowa. Even though
Ingersoll Avenue’s LOS grade fell from B to C, the roadway handled 6 percent more automobiles daily.
After the Complete Streets changes, crashes fell by 57 percent (49 to 21) and injuries fell by 59 percent (22
to 9). The conversion accomplished in-house, with paint, cost $10,000, while the construction costs of
the streetscaping project totaled $292,772. The corridor experienced significant redevelopment over past
several years, including several renovations and the siting of a $15 million grocery store.

IOWA: DUBUQUE

The City of Dubuque used several Complete Streets projects to complement redevelopment of the
Millwork District, home to former warehouses and industrial buildings that are being redeveloped as part
of a reinvigoration of the downtown economy. Primary work included construction of an off-road, multi-
use trail along two blocks of a highway viaduct, and streetscaping and reconstruction of 4,050 linear feet
of roadway along four different streets: Jackson, Washington, gth, and roth streets. All of the streetscape
projects included sidewalk replacement, pedestrian bulb-outs, mid-block crossings, new pedestrian
lighting, and narrowed streets with sharrows. The city also replaced century-old water mains and storm
and sanitary sewers at the same time.

Within a year, cycling increased 273 percent. Automobile volumes increased by 1,416 percent. City
officials note that many of the repurposed warehouses and retail uses had not yet opened when these
measurements were taken in 2or13, and they expect foot traffic to increase.

Coupled with these public investments, early signs suggest the redevelopment efforts within the district
have also been successful: More than $34 million in new private investment has been made, with another
$150 million in real-estate investment in the pipeline. The first warehouse to be redeveloped now is
leasing 72 residential units; 39,000 square feet of retail and commercial space; and 20,000 square feet for
an incubator for arts and nonprofit organizations.



LOUISIANA: NEW ORLEANS

The major mixed-use corridor of South Carrollton Avenue, which includes a branch of New Orleans’
historic streetcar system, underwent a 4-to-2 lane conversion in 20r10. The project cost $3.4 million and
added bicycle lanes, landscaping, and improved crosswalks and sidewalks. Following this investment,
the street saw a dramatic 676 percent increase in bicycle traffic while accommodating 20 percent more
automobiles. Although collisions increased 3 percent and injuries spiked 118 percent, the crash rate along
the street improved. The rate of collision among bicyclists, for example, decreased slightly from 0.63 to
0.54 collisions per 100 bicycle trips following the project’s completion.

LOUISIANA: NEW ORLEANS

Esplanade Avenue, a street comparable in scale to South Carrollton Avenue, saw a similar 4-to-2 lane
conversion to increase pedestrian and bicycle use. This $1.9 million project resulted in 62 percent more
pedestrians and 123 percent more bicyclists along the corridor. Total collisions decreased 1o percent;
however, the increased severity of those collisions saw total injuries jump 300 percent.

LOUISIANA: NEW ORLEANS

Decatur Street, cutting through the French Quarter along the Mississippi River, is one of the busiest
routes for both tourists and locals in the city’s historic center. This $1.5 million project improved
pedestrian intersections while adding sharrows in one direction and a bike lane in the other to
accommodate bicyclists. Like Esplanade Avenue, the street saw improved pedestrian (37 percent) and
bicycle (13 percent) counts but had mixed safety results—collisions fell 7 percent while injuries rose 212
percent.

MASSACHUSETTS: CAMBRIDGE

Porter Square is an historic retail center and home to a shopping center, commuter and subway rail
station, and moderate-density retail and residential uses along one-quarter mile of Massachusetts
Avenue. A citizen committee worked with the City of Cambridge to develop several project goals,
including improving conditions for pedestrians, bicyclists and transit users; reducing cut-through and
shopping center—related vehicular traffic on neighboring residential streets, improving the streetscape
and creating a sense of place in Porter Square; and improving traffic safety. To achieve these goals, the
project, completed in 2007, added marked crossings, reconfigured traffic lanes to simplify pedestrian and
bicycle crossings and turn movements, combined pedestrian islands to create a single pedestrian plaza,
added bike lanes and a signalized bike crossing, coordinated vehicular signal timing, and widened a
portion of the sidewalk.

Cycling increased by 929 percent, automobile traffic decreased by 11 percent, and daily subway ridership
increased slightly, mirroring similar citywide trends. After the project, crashes decreased 12 percent (from
34 to 30). Crashes involving pedestrians remained constant at 1.5 per year, while the average number of
crashes involving cyclists increased from 2 to 5, although the rate of crashes involving cyclists fell.

MINNESOTA: MINNEAPOLIS

To improve bicycle access and safety, this $28 million Complete Streets project narrowed Franklin
Avenue for one half mile, including over the Franklin Avenue Bridge, from four to three lanes and added
bicycle lanes. While automobile traffic fell slightly (3 percent) after the redesign, bicyclist and pedestrian
activity increased 20 and 36 percent respectively. The project made traveling safe for everyone using the
roadway: Crashes decreased by 38 percent, and injuries decreased by 37 percent.



MISSOURI: COLUMBIA

The intersection at Providence and Stewart roads acts as a central crossroads, connecting the 8.5-mile
multi-use MKT Nature and Fitness Trail, residential neighborhoods, the University of Missouri campus,
and Columbia’s downtown area. Improvements to this area included changing the geometry of turn
lanes, installing pedestrian crossing signals, constructing new sidewalks, improving trail access and
connections, adding lighting and drainage enhancements, modifying signals, and adding striping and
markings for bicycle and pedestrian safety. The upgrades also created a plaza where the MKT Trail meets
the Providence/Stewart intersection. Total project cost was $396,000.

On average, pedestrian volumes at the intersection increased by 74 percent while cycling volumes
increased by 51 percent. There was no change in automobile volumes. Crashes were largely unaffected:
Annual average crashes fell by o.5 percent overall, with no change to pedestrian- or bicycle-involved
crashes (r and o per year, respectively). Injuries increased slightly, from 1 per year to 3.

MISSOURI: COLUMBIA

The Windsor & Ash bicycle boulevard links two residential neighborhoods for approximately one-
half-mile. It provides a critical connection in an area without many safe east—west options, helping
bicyclists to bypass two busy streets and access downtown Columbia, parks, and retail centers. Modifying
an existing low-volume residential street created the bicycle boulevard. These modifications included
diverting through vehicle traffic to a parallel street; creating six-foot “advisory” bicycle lanes in the center
of street with a yellow center line and white dashed lines; adding shared lane markings in the bicycle
lane; installing a new “safety island” for bicyclists and pedestrians at street crossings; and painting street
murals at two intersections, signaling the start of the bike boulevard. The total project cost was about
$37,000.

One year after project completion, cycling increased by 124 percent. While traffic decreased by 4
percent—an intentional outcome of this project—automobile travel time was 7 percent faster. Total
crashes fell from 7.5 per year to 1.5 per year, with a slight increase in pedestrian-involved crashes (from o.5
per year to 1) and a slight decrease in cyclist-involved crashes (0.5 to o).

MISSOURI: GRANDVIEW

A three-phase, $3.1 million project to reinvigorate Main Street, improved capacity and the quality

of environment for pedestrians along several blocks. The number of people traveling in the area by

all modes increased: Pedestrians by goo percent; bicyclists by 40 percent; automobiles by 20 percent,
although its level-of-service grade (B) did not change. It was also safer, as evidenced by go percent fewer
crashes after the changes. Residents responded positively to the new street design, with 85 percent of
surveyed residents reported being satisfied or very satisfied with it.

MISSOURI: LEE’S SUMMIT

Lee’s Summit reconstructed several streets within its downtown district, improving sidewalks and
adding lighting and street trees, to calm traffic and encourage more pedestrian activity. The city improved
sidewalks and added bump-outs, streetlights, benches, and planters. Along Lee’s Summit main street,
Third Street, automobile traffic increased (13 percent), as did crashes in absolute terms by 6 percent.
Crashes involving injuries, however, fell by 33 percent. Acting a catalyst for redevelopment, Downtown
Lee’s Summit estimates 1o net new business, 58 net new jobs, and nearly $3.5 million in private investment
has occurred since the changes. The total cost of the project was $10.5 million, which included utility
upgrades.



NEVADA: RENO

A $4.5 million, 4-to-2 lane conversion of Wells Avenue improved safety and accessibility in downtown by
adding bike lanes and wider sidewalks along a key one-mile segment. The project resulted in a much safer
roadway—total collisions decreased 45 percent while total injuries decreased 62 percent. These safety
benefits were realized across modes, with pedestrian collisions dropping from 6 to o and bicycle collisions
remaining steady at 3 incidents. Pedestrian and bicycle counts were unavailable, while automobile traffic
experienced a 1o percent drop.

NEW MEXICO: ALBUQUERQUE

Central Avenue, which connects Albuquerque’s downtown business district to Old Town, the oldest
area of the city and a tourist destination, became much safer after a road conversion. The conversion
narrowed the roadway from 4 to 3 lanes with two dedicated bike lanes and on-street parking. After the
redesign, crashes fell by 38 percent and injuries fell by 44 percent. Walking increased by 16 percent,
whereas automobile traffic decreased by 4 percent. The project cost $67,792.

NEW YORK: HAMBURG

The reconstruction of Route 62 through downtown Hamburg, NY, involved significant changes to the
streetscape and traffic controls—all with the goal of creating a more attractive place for people to linger and
shop. Collaborating with the New York State Department of Transportation (NYSDOT), the village and

its residents worked to develop design solutions to meet their goals, as well as accommodate truck traffic.
The NYSDOT installed two roundabouts, along with narrower travel lanes, bicycle lanes, curb extensions,
street trees, and marked pedestrian crossings. Route 62 became safer as a result of these changes: During the
year after the project was completed, there were 33 crashes, 66 percent fewer than the two-year average prior
to the project. The total cost of the 1.2-mile project was approximately $23 million.

The project also helped Route 62 act as a true gathering place for village residents, meeting one of the
village’s goals for the roadway. An additional $3 million of private funds were invested into the buildings
lining the streets. Residents participate in civic activities along the street, including a soapbox derby and
street-music festival.

NEW YORK: NEW YORK

Before 2010, New York City’s Columbus Avenue between g6th and 77th streets carried three 12-foot
travel lanes and two curbside parking lanes. In order to add a protected bike lane in the existing right-
of-way, the city reduced lane widths and added street trees and pedestrian islands to buffer the bike lane
and reduce pedestrian crossing distances. The total cost of the one-mile project was $625,000. In 2014, the
city reported that bicycle volumes along the improved portion increased by 51 percent, with a 27 percent
reduction in crashes with injuries.* There was a slight overall decrease in traffic volumes and travel time
during morning peak hours.

NORTH CAROLINA: CHARLOTTE

To calm traffic and create a more pedestrian-friendly environment, Charlotte Department of
Transportation (CDOT) implemented a three-phase project along East Boulevard. In the second phase,
CDOT narrowed eight blocks of the thoroughfare from four to three lanes, added bike lanes on both
sides of the street, and installed pedestrian refuge medians, wheelchair ramps, and landscaping. The
project, which completed a nearly seamless on-street bicycle lane for 1.5 miles, created safer conditions
for all users: Crashes decreased by 6 percent and crashes with injuries fell by 39 percent (23 to 14), even
though automobile traffic along the corridor increased slightly by 2 percent. Phase II’s construction costs
were $550,000.



Charlotte experienced similar results after its road conversion of Selwyn Avenue from four to three
lanes, with a center turn lane and bicycle lanes in each direction. Crashes fell by 15 percent, even as the
roadway carried 5 percent more automobiles daily.

NORTH CAROLINA: RALEIGH

Hillsborough Street is a half-mile road diet and streetscape project meant to improve pedestrian

safety and spur investment in the area around NC State University. Occurring in two phases, the
project cost $7.5 million. Phase I of the project widened sidewalks, built a median, reduced the 4-lane
roadway to 2 lanes with on-street parking, and constructed a roundabout at the corridor’s entrance,
and was completed in 2010. Despite a 5 percent increase in pedestrians, a Phase Il became necessary to
replace what proved to be a crash-prone roundabout. Prior to Phase 11, collisions were up 269 percent
and injuries up 38 percent, even while automobile traffic saw a 21 percent decrease. The redesigned
roundabout, completed in 2012, addressed these issues with a simpler, single-lane roundabout that can
better achieve the project’s safety goals. This project has had a significant economic impact as well:
Following this redesign, the street has added $25.5 million in real-estate projects, with several more in the
works, and experienced a 42 percent increase in food and beverage tax.

NORTH CAROLINA: WEST JEFFERSON

In partnership with the North Carolina Department of Transportation (NCDOT), the town of

West Jefferson improved the streetscape along 3 blocks of its historic downtown, with a bulk of the
improvements along Jefferson Avenue. In order to calm traffic and make the area more welcoming to
pedestrians, NCDOT replaced 2 signalized intersections with 4-way stops, added diagonal parking, curb
extensions, high-visibility mid-block crossings, and street furniture.

The $300,000 reconfiguration dramatically changed the feeling of downtown, with a NCDOT engineer
reporting that people perceive slower speeds but the roadway has maintained consistent travel times. No
crashes have occurred at intersections in this area—once considered among the state’s most dangerous—
contributing to a 24 percent reduction in crashes and 53 percent reduction in injuries district-wide. At
the same time, automobile volumes increased slightly (by 1 percent). Local leaders specifically credit the
slower traffic and improved pedestrian environment with bringing 1o new businesses, 55 new jobs and
$500,000 worth of investment to Jefferson Avenue.

OHIO: CLEVELAND

Cleveland transformed seven miles of Euclid Avenue from an uninviting street to a thriving cultural

and employment center, striping the city’s first bike lane, repairing sidewalks, installing streetlights

and bus shelters, and planting 1,500 trees. A bus rapid transit project, christened the HealthLine, takes
people from Public Square to University Circle in 20 minutes. Since the new transit service, ridership
increased 61 percent, while crashes and injuries among users fell by 24 and 25 percent, respectively. The
$200 million public investment, including a $82.2 million federal grant, attracted more than $5.8 billion in
private investment through more than 110 projects.

OREGON: EUGENE

Alder Street, a $2.3 million project that installed a two-way buffered bike lane and bike signal and
widened sidewalks near the University of Oregon campus, encouraged more cycling within the city of
156,000 people. Cyclists using the street increased by 68 percent, while people on foot increased by 8
percent after the Complete Streets project. Crashes in absolute terms increased by 53 percent, although
accounting for the increase in cycling in particular, the crash rate decreased from 2.3g incidents per 100
cyclists to 1.77 per 100 cyclists. Transportation professionals in Eugene credit the changes to an uptick in
“social riding” and more entrepreneurship along the street’s sidewalks.



OREGON: PORTLAND

Northeast Multnomah Street runs through Portland’s Lloyd District, an area anticipating new residential
development and a streetcar extension in the next few years. Two of the four existing travel lanes were
converted to bike lanes using a combination of paint, traffic wands, concrete planters, and on-street
parking to delineate and buffer a curb-tight bike lane. The project added 34 new on-street parking spaces
for automobile and 12 bicycle parking spaces in a bike corral. The reduction in travel lanes also decreased
crossing distance for pedestrians. Since 2013, when the project was completed, bicycle volumes increased
by 44 percent. Automobile traffic decreased by 23 percent and travel time fell by 33 percent—results

that may be related to construction in the area. Total crashes fell by 6 percent, with pedestrian-involved
and cyclist-involved crashes both increasing by 1 (from 1 to 2 and from 2 to 3, respectively) following the
improvements.

PENNSYLVANIA: PHILADELPHIA

In 2009 Philadelphia created bike lanes along a pair of one-way streets—Spruce and Pine streets—in
Center City Philadelphia. Pine and Spruce streets had constrained rights-of-way with mature trees and
sidewalks abutting buildings (largely multifamily residences); these conditions created a need to consider
how to use the existing space differently. The city painted 3.7 miles of buffered bike lanes along these
streets, replacing a travel lane with bike lanes while maintaining one travel lane and on-street parking
along one side of the street. Average hourly cycling volumes increased by an average of 131 percent, while
daily automobile traffic was largely unaffected: It increased by less than 1 percent.

WASHINGTON: SEATTLE

In 2007, the Seattle Department of Transportation narrowed Stone Way N, a 1.2 mile stretch connecting
the Fremont and Wallingford neighborhoods with several nearby schools and parks, from four lanes

to two general travel lanes with a two-way left turn lane and added bike lanes, sharrows, and updated
crosswalks. After the improvements, total collisions fell 14 percent (159 to 137); collisions resulting in
injuries fell 33 percent (52 to 35); and collisions involving pedestrians declined by 8o percent (from 5 to 1).
After its changes, speeding automobiles (i.e., traveling at 10 mph above the posted speed limit of 30 mph)
fell by 75 percent (from 150 to 75 vehicles per day). This project, completed as part of routine repaving,
cost approximately $300,000.

WASHINGTON: SEATTLE

To create safer pedestrian conditions, the Seattle Department of Transportation (SDOT) rechanneled

.2 miles of Nickerson Street, turning its four lanes into two travel lanes, two-way left turn lane, and
bicycle lanes. SDOT also installed two new crosswalks. After the redesign, speeding drivers fell by go
percent, with drivers exceeding the street’s 85th percentile speed declining by two-thirds. Average annual
collisions fell by 23 percent, from 33.6 to 26 incidents. Average weekday traffic fell by 1 percent, even as
freight vehicle use increased slightly. This project, funded through Seattle’s Bridging the Gap levy, cost

$241,073.

WASHINGTON: SEATTLE

To improve safety and access for pedestrian and cyclists, the Seattle Department of Transportation (SDOT)
converted four travel lanes to two lanes, one center left turn lane, and bicycle lanes along 1 mile of NE 125th
Street. After the improvements, speeding drivers decreased by 11 percent, with drivers exceeding the 125th
Street’s posted speed limit of 30 mph by 10 mph declining by 69 percent. The collision rate fell by 10 percent
(5.83 per million vehicles to 5.24 per million vehicles), with fewer collisions resulting in injuries (2.41 per
million vehicles to 1.99 per million vehicles, a change of 17 percent). Pedestrian activity along NE 125th Street
increased 105 percent (from 330 to 676 persons on foot). This project cost approximately $60,000.
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on local data sources to analyze property and business impacts.

20. Partnership for Active Transportation. “Making the Case.” Available at: www.partnershipgat.org/
why/case.

21. Finkelstein, E. et al. (2003). “National Medical Spending Attributable To Overweight And Obesity:
How Much, And Who’s Paying.” Health Affairs: doi: 10.1377/hlthaff.w3.219.

22. Centers for Disease Control and Prevention. (2o11). “Nutrition and Physical Activity.” www.cdc.gov/
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23. The terms and the definitions used to describe Complete Streets projects draws on the street types
outlined in the City of Boston’s Complete Streets Guidelines. According to the City of Boston’s
Complete Streets Guidelines, downtown commercial streets with dense commercial uses “play key roles
in the regional movement of people and designs must support extremely high user volumes.” Main
Streets function as the heart of neighborhood or local economies, typically characterized by dense,
single-floor commercial and retail uses. They need to accommodate both through traffic and support
gatherings and community events.

24. Between 2000 and zor2.

25. The Washington DC Economic Partnership provided real-estate projects and their value for this
figure.

26. This analysis uses LEHD data for “All jobs” for “All Workers,” meaning data reflect characteristics of
the workers with jobs in the Census blocks along each corridor and citywide. In other words, residents
outside the municipality with the Complete Streets project could hold these jobs. Analyzing the
complex interplay of commuting patterns between municipalities to determine this distinction goes
beyond the scope of this report.

27. These transportation professionals were asked to consider the following factors in making this
determination: presence of traffic control devices; functional classification; traffic volumes;
surrounding land-use mix; levels of business activity; and demographic characteristics of residents in
the area. The study and comparison corridors vary in length, although this variation is consistent with
similar analyses.

28. For an example of this technique, see Cambridge Systematics. (2011). “Crashes versus Congestion:
What’s the Cost to Society?” Report prepared for AAA. Special thanks to Eric Tang of Cambridge
Systematics for his guidance in replicating this technique as part of this study.

29. To estimate the cost of a crash, we use USDOT’s “Value of a Statistical Life,” which is $9.2 million
in the most recent guidance. Focusing only on non-fatal crashes produces a conservative bias to
our estimates. With a more robust data set over a greater period of time, it would be possible to
incorporate an estimate of the economic values derived from fewer fatalities—where a small reduction
in fatal collisions would yield large economic savings. For more information, see U.S. Department of
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30. The U.S. Environmental Protection Agency (EPA) issued guidance to calculate net present value
using a “bounding exercise,” with the lower bound as the “private consumption rate of interest,”
about 3 percent, and the upper bound as the return on private capital, about 7 percent. For more
information, please see U.S. EPA, National Center for Environmental Economics, Office of Policy
(2014, May). “Guidelines for Preparing Economic Analyses.” Available at http://yosemite.epa.gov/ee/
epa/eed.nsf/webpages/homepage.

31. New York City Department of Transportation. (September 2014).“Protected Bicycle Lanes in NYC.”
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OVERVIEW & VISION: Fresno is the .
fifth largest city in California and a ~Fresno Opportunlty
key education, government, health, Corridor

transportation, logistics, and food

processing center for the San . .

Joaquin Valley. However, Fresno An 11-mile transit

sprawl for many decades and

realized associated adverse central Fresno that will
outcomes. Indeed, listed as top foster healthier, more

“‘community concerns” the City’s inabl
General Plan are “residential growth prosperous, sustainable

patterns that negatively impact and better-connected

natural resources and deplete .
strategic farmland” and “fiscal nelghborhoods through

instability related to the city's infill, equity-based TOD
existing spread out urban form and

land use”.! Sprawl has also

accelerated disinvestment from established neighborhoods across the urban
core, which is disproportionately home to people of color, in favor of greenfield
development.

The Fresno Opportunity Corridor (FOC) initiative will boldly counteract this trend
by fostering healthier, more prosperous, sustainable and better-connected
neighborhoods through infill, equity-based transit-oriented development (eTOD).
Leveraging previously adopted mixed-use zoning policy, existing Bus Rapid
Transit (BRT) corridors, and new deployment of express bus services the FOC
initiative will expand these areas to 11 miles made up of four distinct sub-
corridors along Southern Blackstone Avenue, through the Downtown core, and
connecting from Downtown to both Southeast Fresno along Ventura-Kings
Canyon Blvd. and to Southwest Fresno along Ventura-California Avenue. Each
FOC corridor segment is located in high poverty, disinvested neighborhoods. This
initiative will spur significant infill eTOD, which aims to create and support
communities of opportunity where residents of all incomes, ages, races, and
ethnicities participate in and benefit from living in connected, healthy, vibrant
places connected by transit. These transit-oriented communities of opportunity
include a mixture of affordable housing, office, retail and other amenities as part
of a walkable neighborhood generally located within a half-mile of quality public
transportation.” Our equitable, neighborhood coalition approach will ensure that
the eTOD benefits significantly accrue to the existing low-income communities
and residents of color in these neighborhoods with minimal to no displacement.

OUR COMMUNITY’S SOLUTION: The FOC initiative includes several focus areas:

e Form the “FOC Coalition” and FOC project area ($8M): Form the cross-
sector FOC Coalition for diverse, inclusive and equitable community
engagement. The Coalition will be operated as an MOU partnership between
neighborhood organizations in each of the four sub-corridors with a dedicated
staff of five. Its initial focus will be to design and pursue City Council adoption
of an eTOD implementation, community benefit, and anti-displacement policy
within the FOC Project Area.
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e Conduct “complete street” improvements in the FOC ($330M): Develop
“‘complete street” policies, standards, and design options. Simultaneously, the
FOC Coalition will complete a street funding mechanisms study (identifying
primarily state and federal funds) and apply for and secure available funding.
The Coalition will subsequently partner with the City Council and City Staff to
adopt and deploy these funding mechanisms.

e Collectively build FOC eTOD development plans ($3M): For each of the
four sub-corridors, the Coalition will lead the creation of a development plan
that is economically feasible for existing property owners / developers,
imaginatively designed, and community supported and inclusively beneficial.
This combination will require cross-sector understandings and accountable
collaboration (among public, private, and community interests) around the
development of specific properties and eTOD projects.

e Leverage gap financing for mixed-use, affordable housing eTOD
projects [Note, the funding ask for this core component is included in the
Fresno Revitalization Fund found in the DRIVE Permanent Affordable
Housing Initiative]: In order to ensure our aspiration of minimal to no
displacement, leverage Fresno revitalization funds in eTOD projects to build
800 affordable housing units (200 units in strategic sites across each sub-
corridor) and an associated 160,000 square feet of ground floor commercial
space.

THiE
L PN 1l &

Photo rendition of an elevation closely approximating an eTOD that is planned for construction along the
Blackstone Corridor.

POTENTIAL IMPACT: Over the course of the next decade and when fully
implemented, the strategies articulated above could create:

e Significant new capital investment: $341M in seed funding scaling to
up to ~$1.5B after multiplier effects

e Reduce racial and economic isolation: The location and design of the
FOC project area and its emphasis on mixed-use and mixed-income
oriented living, working, playing and business opportunities along
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complete streets, is an intentional approach to transformative and creative
placemaking meant to reduce racial and economic isolation.® These
emerging inclusive urban development patterns hold promise for
improving accessibility, fostering increased sociability and civic
engagement, and generating job growth, creativity, and innovation among
and between existing residents and new comers, and across racial and
demographic differences

e Support environmental justice and stability: eTOD along BRT
corridors has multiple environmental and health impacts including
increased access to public transit (and reduced transportation costs) and
improved air quality

e Job growth: eTOD is associated with new tax revenue, job growth, and
increased family incomes to reinforce a positive community economic
development reinvestment cycle

INVESTMENT AsK: Seeking $341M through 2030

NEXT STEPS AND CONSIDERATIONS:

The Fresno Opportunity Corridor is intimately connected to other DRIVE
initiatives, including Permanent Affordable Housing and Civic Infrastructure.
These initiatives come together to ensure that new mixed-use corridors include
affordable housing options, and that neighborhood interests and equity remain at
the center of any new development. This work is also supported by existing
policies and programs in Fresno, including the City of Fresno’s general plan
policy framework, the development code for mixed use, and bus rapid transit
system.

However, there is more work to be done in partnership with the City and other
public agencies to ensure this work is successful. For example, collaboration with
the City, Fresno Metropolitan Flood Control District, PG&E, and other utility
companies will be required to increase any dry and wet utility capacities to
accommodate ‘complete streets’ improvements and eTOD implementation. Other
short-term priorities include increasing densities allowed in mixed-use zoning
districts, expediting eTOD development application review, strengthening code
and police enforcement safety along BRT corridors, reducing / eliminating
development impacts fees for eTOD projects that increase local property and
sales taxes, advancing studies and clear rules for renovating historic buildings
and adaptive reuse requirements, and prioritizing BRT corridors for annual capital
improvement budgeting.
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THE PROBLEM

There are a lack of meaningful, equity-based transit-oriented development
(eTOD) projects in Bus Rapid Transit (BRT) corridors, with disinvested
neighborhoods disproportionately housing low-income residents and
people of color: Over the last 10 years, there have been a series of policy
changes in Fresno designed to improve development in Fresno’s BRT corridors.
First, in 2014, the Fresno City Council adopted a new General Plan, which led to
a new Development Code in 2015 with mixed-use districts which accommodate
high density (affordable) multi-family housing eTOD. By 2018, Fresno deployed
BRT routes in under-resourced neighborhoods, in an effort to further enhance
development and transportation options in these areas. However, these policy
changes have not led to meaningful eTOD projects in these areas (e.g., in the
sub-corridors of the Fresno Opportunity Corridor), leaving neighborhoods without
affordable housing, private sector investment, or improvements in public
infrastructure. Specific disinvested neighborhoods are located along the southern
portion of the Blackstone BRT Corridor in central Fresno such as the Lowell,
Susan B. Anthony, and Heaton elementary school neighborhoods. These
neighborhoods have disproportionately high concentrations of low-income
residents of color, and score worse on measures of poverty, pollution, education
and civic participation than 98% of all other communities in Fresno County. The
Winchell and Lane neighborhoods along the Ventura-Kings Canyon BRT Corridor
in Southeast Fresno, and the Lincoln and King neighborhoods in Southwest
Fresno face similar challenges.

This investment deficit is driven in part by the lack of "complete streets"
and affordable housing along BRT routes, which disincentivize developers
from investing in this land: “Complete streets” are defined as safe and
convenient streets for everyone — pedestrians, bicyclists, and transit passengers
of all ages and abilities, as well as for trucks, buses and automobiles. Yet in
Fresno’s BRT corridors, streets are nearly unusable for anyone not traveling by
car. Where sidewalks do exist, they are characterized by gaps, inconsistent sizes,
utility obstructions and inconsistent lighting, and lack benches, shade, and
coordinated bike paths. Residents are hesitant to use these streets due to safety
concerns, resulting in minimal foot traffic for prospective new businesses. With
respect to bicyclists, Fresno’s primary BRT corridor, Blackstone Avenue, does not
have existing or planned bike lanes or separate bike paths, creating an unsafe
situation for residents who rely on bicycles for transit. These conditions are not
attractive for prospective customers from other parts of Fresno or the region. As a
result, private sector developers and investors are incentivized to build in other
areas perceived as more convenient, safe, and economically productive than the
BRT corridors. In addition to an absence of complete streets, a lack of affordable
housing along BRT corridors further disincentivizes eTOD. Fresno’s low rent / low
real estate lease rates mean income generation requires significant subsidies to
make capital financing structures feasible for new mixed-use eTOD: The average
gap financing required for eTOD affordable housing over the past 10 years in
Fresno was 25-40% as a percentage of the total capital stack. Low capital
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availability and access to capital are barriers for all but the largest infill
developers.

Current rent commercial building property owners, businesses, lenders, and
developers also inhibit progress with their longstanding beliefs that the existing
substandard development reality along BRT corridors in Fresno cannot be
substantially changed or improved. This serves to sustain a default consensus for
continued low rent / low real estate lease income generation conditions.

OUR COMMUNITY’S SOLUTION

The FOC approach distinguishes itself from Fresno’s long local history of cyclical
public policy debates and periodic City plan updates about infill development that
have not embraced the inclusive, persistent, and accountable follow-through
required to make infill a major influencer of resilient urban form. Public
infrastructure improvements made in piecemeal fashion by fragmented private
infill projects have not achieved the scale of impact that complete street public
amenities and infill development could produce for our core area economy,
environment, community members and businesses. This coalition is declaring a
bold departure from the past via complete streets improvements, systemic gap
financing, and new affordable housing units to scale eTOD production that will
achieve greater equity and shared prosperity from land use development and
transportation systems in Fresno.

By 2030, this coalition aspires to transform FOC into an urban landscape defined
by dense infill eTOD — a mixture of affordable housing, office, retail and other
public space amenities — as part of walkable, bikeable neighborhoods close to
BRT stops. For these neighborhoods, there will be local revitalization, improved
accessibility and reduced transportation costs, improvements in air quality, and
increases local economic development and reinvestment.

Unlike many corridor development initiatives, the FOC initiative puts social equity
and shared prosperity goals at the heart of both its design and implementation.
The FOC will connect and revitalize four sub-corridors, each in neighborhoods
that experience high poverty and are disproportionately home to people of color.
We will ensure robust, inclusive community engagement so residents have a
strong voice in development of their own neighborhoods. Additionally, affordable
housing will be a critical focus of the eTOD projects to ensure the FOC initiative is
a driver of positive, transformational change with minimal-to-no displacement. We
plan to achieve this by partnering with existing neighborhood organizations and
working closely with the community hubs built through the DRIVE Civic
Infrastructure initiative.

This group will prioritize four corridors: Blackstone Avenue, Ventura-Kings
Canyon Boulevard, Ventura-California, Fruit, Church, and Elm Avenue, and
Downtown. These are the strategies required to turn the vision for the FOC
initiative into a reality:

Form the “FOC Coalition” and FOC project area ($8M): To ensure diverse,
inclusive, and equitable community engagement, we will stand up an “FOC
Coalition” operated as an MOU partnership between neighborhood organizations
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in each of the four sub-corridors with a dedicated staff of five. The initial Coalition
focus will be to design and pursue City Council adoption of an eTOD
implementation, community benefit, and anti-displacement policy within the FOC
Project Area. The FOC Coalition will be an integral part of executing on the FOC
strategy including securing funding, ensuring equitable community engagement
throughout all phases, and focusing on critical policy levers required to ensure
this project benefits all residents. The FOC Coalition will develop complete street
policies, standards, and design options, leveraging the Southern Blackstone
Smart Mobility Strategy as a baseline (already approved by City Council).

Conduct “complete street” improvements in the FOC ($330M):
Simultaneously to the above activities, the Coalition will also complete a street
funding mechanisms study (identifying primarily state and federal funds) and
apply for and secure available funding. The Coalition will partner with the City
Council to adopt and deploy these funding mechanisms to build complete streets.
Complete streets are the essential enabler of eTOD projects gaining momentum.
With complete streets, developer off-site costs are minimized and urban
placemaking becomes easier. Many cities and states have connected the
success of eTOD to complete streets, including Los Angeles®, Chicago®,
Honolulu’, and New Jersey®. Complete streets along the 11 miles of the FOC
project area will create safe and convenient streets for everyone — pedestrians,
bicyclists, and transit passengers of all ages and abilities, as well as for trucks,
buses and automobiles — and be the platform necessary for eTOD. Complete
streets will be characterized by an integration of well-designed and secure transit
stations, enhanced pedestrian safety-oriented road crossings, wide tree lined
sidewalks with public furniture and resting areas along with separate cycle tracks
and other amenities. These improvements are a necessary precursor to and
encourager of the scale of development and connectivity of housing, jobs,
schools, shopping, services, cultural, recreation, open space, and other
opportunities needed in our underserved neighborhoods in south and central
Fresno.

Invitation Art, Complete Streets Forum, Local First Arizona, Friday, March 22, 2019°
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Collectively build FOC eTOD development plans ($3M): For each of the four
sub-corridors, the FOC Coalition will build a development plan that is
economically feasible for existing property owners and developers, imaginatively
designed, community supported, and inclusively beneficial. This combination will
require cross-sector collaboration (among public, private, and community
interests) around the development of specific properties and eTOD projects, and
include community needs, equity goals, and provision of meaningful
improvements in public facilities, spaces, and services. Inspiring existing property
owners will require conducting and publishing detailed mixed-use zoned parcel
capacity evaluations (e.g., “best use” development scenarios) and forming
conceptual design visions for eTOD along the four sub-corridors. Ensuring a
community supported and beneficial plan will require the FOC Coalition to partner
with 1-2 neighborhood organizations (e.g., CDCs, EDCs, other nonprofit
organizations) and the community hubs formed in the DRIVE Civic Infrastructure
initiative to create a community development agenda and to spearhead
community-led eTOD projects. These eTOD projects will achieve shared
prosperity and community-specific goals through community leadership and
public sector partnership. eTOD throughout the FOC will create compact,
affordable, mixed-use, pedestrian oriented communities built along Bus Rapid
Transit (BRT) corridors that can generate numerous local and regional impacts
forecast to be 4 to 5 times the amounts of initial public investments that over 10+
years. There are documented successes for similar projects in Minneapolis,
Seattle, Denver and Los Angeles.'**!

Leverage gap financing for mixed-use, affordable housing eTOD projects:
[Note, the funding ask for this core component is included in the Fresno
Revitalization Fund found in the DRIVE Permanent Affordable Housing Initiative]:
In order to ensure our aspiration of minimal to no displacement, the FOC will
leverage Fresno revitalization funds in eTOD projects to build 800 affordable
housing units (200 units in strategic sites across each sub-corridor) and an
associated 160,000 square feet of ground floor commercial space. To achieve
this, we will provide gap financing to support the construction of 800 affordable
housing units in mixed-use eTOD projects. Each sub-corridor will have
approximately 200 of those units. These projects together will also create
approximately 160,000 square feet of ground floor space to be used for offices,
local restaurants, public/community space, etc. Investing in affordable housing is
a critical component of eTOD development to ensure the shared prosperity and
benefits for residents. Ground floor space can also contribute to local economic
revitalization and job creation.

POTENTIAL IMPACT

Through these strategies, we aim to transform our south and central Fresno’s
BRT corridors — improving the quality of life for existing residents and spurring
additional economic activity and reinvestment. Specifically, these investments will
help achieve:

e Significant new capital investment: $341M in seed funding scaling to
up to ~$1.5B after multiplier effects

e Reduce racial and economic isolation: The location and design of the
FOC project area and its emphasis on mixed-use and mixed-income
oriented living, working, playing and business opportunities along
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complete streets, is an intentional approach to transformative and creative
placemaking meant to reduce racial and economic isolation.”” These
emerging inclusive urban development patterns hold promise for
improving accessibility, fostering increased sociability and civic
engagement, and generating job growth, creativity, and innovation among
and between existing residents and new comers, and across racial and
demographic differences

e Support environmental justice and stability: eTOD along BRT
corridors has multiple environmental and health impacts including
increased access to public transit (and reduced transportation costs) and
improved air quality

e Job growth: eTOD is associated with new tax revenue, job growth, and
increased family incomes to reinforce a positive community economic
development reinvestment cycle

¢ Increase the number of affordable housing units: With appropriate
mixed-use and affordable housing development gap financing incentives
and community engaged and supported eTOD feasibility analysis, design
and development planning, the FOC project area can accommodate 4,000
to 5,000 additional affordable housing units over the next 10 plus years
and contribute to meeting the need for tens of thousands of units across
then city.

e Community engagement: With appropriate inclusive community
engagement, eTOD can achieve integrated land use, transportation,
environmental, housing, social equity and shared prosperity goals.
Planning and implementing intentional eTOD can be a driver of positive
transformation without displacement - ensuring that a more vibrant,
prosperous, healthy, and resilient community connected to opportunities
along the BRT corridor and throughout the city and region - may be
enjoyed by all residents, and in particular, low-income communities and
residents of color, who stand to gain the most from greater prosperity and
connectivity.

INVESTMENT ASK

We seek $341 million over the next 10 years, which will scale over time:
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At run-rate, these investments will support the following specific efforts:

$8M to set up and operate the FOC Coalition: Key cost items for the FOC
coalition include staffing costs, outreach and engagement expenses, travel / local
transportation, overhead, and funding for meetings and materials.

$330M for complete streets construction: Funding for complete streets
provides extensive new streetscape construction with significant multi-mobility
improvements and covers the costs to meet regulatory hurdles for reducing
posted vehicular speeds and related modifications of traffic signal timing and
coordination. Specific improvements will vary depending on the characteristics of
particular corridor segments. FOC complete street improvements will generally
include features such as continuous and universally accessible 10 foot or wider
sidewalks with 6 foot tree-lined landscape buffers; 12 foot or wider raised two-
way separated bikeways on one side of the street, or 6 foot or wider raised one-
way separated bikeways on both sides; pedestrian and bicycle-friendly
wayfinding signage, intersections, and dedicated mid-block traffic signals; street
median pedestrian and bicyclist refuges and trees; pedestrian scale light fixtures
and bicycle parking facilities; public street furniture; reduced driveways; and other
enhanced public safety and transit use promoting facilities and stations. The
remainder of the funds will be used for scoping, design, compliance with the
California Environmental Quality Act, construction engineering, and
administration.

$3M for crafting eTOD development plans: Funding will allow the following
activities for each of the four corridor segments: Formation of multi-disciplinary
analytical and design teams including community organizers, planners, architects,
engineers, urban economists, business consultants, and real estate development
professionals; documentation of existing conditions and development opportunity
and constraint data on each mixed-use zoned parcel along corridors; extensive
community resident, property owner, and business outreach and engagement;
development of cross-sector community informed eTOD design alternatives for all
parcels with varying levels of site development optimization, affordable housing
intensities, and combinations of parcel uses and site configurations; comparative
evaluations of design alternatives versus existing conditions using UrbanFootprint
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multi-variate impact software, gap financing needs tools, and traffic impact
assessments; creation of exhibits of all parcel data, mapping, design and
assessments for public feedback at various local venues; and hosting a robust
website with all eTOD parcel level analyses, alternative design products and
evaluations available as tools for the community, prospective investors, and
funders to encourage imagination and to attract investment and development.

NEXT STEPS AND CONSIDERATIONS

Next steps: As funding is secured, we are actively continuing to make progress
on these strategies. Over the course of the following 12 months, we are focused
on the following key activities across component parts:

FOC coalition: To stand up the FOC coalition, we will Bring together
Better Blackstone CDC (BBCDC), Lowell Neighborhood CDC, Southeast
Fresno Community Economic Development Association (SEFCEDA),
Jackson Neighborhood CDC, Southwest Fresno Development Corp, Saint
Rest EDC, Downtown Fresno Partnership, and other FOC project area
Community Building Organizations (CBOs) to form the initial community-
based FOC Coalition via a formal MOU partnership. We will also recruit
appropriate public and private sector members. The first key activity for
this group will be drafting the eTOD policy.

Complete streets construction: Once established, the FOC Coalition
will work with the City of Fresno, the Fresno Council of Governments, and
the Fresno County Transportation Authority to prioritize city and county
capital improvement funds and seek external regional, state and federal
agency grant funding for complete streets. Various known funding sources
include pursuing the Active Transportation Program (ATP), Surface
Transportation Block Grant Program (STBG), Congestion Mitigation and
Air Quality Improvement Program, Highway Safety Improvement Program
(HSIP), Affordable Housing and Sustainable Communities (AHSC)
Program, Fresno County Measure 'C', Regional Sustainable
Infrastructure, San Joaquin Valley Air Pollution District Bikeway Incentive
Program, and more.
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e eTOD development plans: The FOC Coalition will then begin writing
specific eTOD development plans for each relevant BRT corridor,
including construction planning and planning for inclusive community
engagement.

Key enablers and stakeholders to involve:

To enable the eTOD corridor, we are pursuing a number of policy changes that
would make a significant difference in our work:

¢ Increase allowed densities: Densities are artificially low in mixed use
zone districts regulations and need to be raised to full parcel development
capacities (while maintaining other design and development standards
and requirements) in order to increase economic feasibility of eTOD
projects with a multiple family component.

e Streamline and expedite City and other agency permitting: Long
application processing schedules can defeat eTOD projects. eTOD
projects should be raised to top priority for expedited processing by all
agencies to avoid being trapped in the agency queue.

o Reduce fees, exactions and complex compliance rules for code
compliant and tax revenue increasing and economically productive
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eTOD projects: eTOD projects that increase property and sales taxes
should not pay fees or exactions because they produce multiplier effects
and municipal revenues over time due to favorable locations in historical
tax sharing agreements with the County.

e Strengthen code and police enforcement and measurable safety for
residents, employees, and shoppers along BRT corridors: Safety
concerns discourage residents from visiting BRT corridors, hurting
business and making them an undesirable place to live

In order to achieve these goals, this group is actively engaging with City Council
members to identify sponsors for each charge.

This initiative has already secured the committed partnership of local
organizations including: Better Blackstone CDC, supporting the Blackstone
Avenue segment; Southeast Fresno Community Economic Development
Association and the Jackson neighborhood CDC, supporting Ventura-Kings
Canyon Boulevard; and Southwest Fresno Development Corporation and Saint
Rest EDC, supporting the downtown segment. In addition to our neighborhood
partners, the Fresno Metro Ministry and Every Neighborhood Partnership, with
funding from the Kresge Foundation, are working to grow a network of
neighborhood-based CDCs and EDCs, including in the areas prioritized by this
work.

Key risks: The greatest implementation risk foreseen by this group is that the
eTOD corridor will be hindered by ongoing suburban sprawl development, located
in proximate unincorporated areas and cities in SE Madera County, Clovis,
Sanger, and even in expanding City of Fresno growth areas. This sprawl
competes for investment and reduces the positive investment impact made along
BRT corridors and in underserved urban neighborhoods in South and Central
Fresno. To mitigate this risk, we are leading implementation with complete
streets, banking on the belief that this development will be an unlock for new
investment. Our synergies with permanent affordable housing are also key, as
ensuring new residences in these corridors will also incentivize development.
This project must reach scale immediately in the FOC project area or risk
incremental small changes that fail to improve these neighborhoods.

APPENDIX

A. Fresno City Decades Annexation Map
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B. FOC Project Area details

The FOC Project Area is designed to completely connect opportunity areas and
concentrate prospective benefits of eTOD for Central and South Fresno
communities. It includes four sub-corridor street segments for complete street
development on existing and proposed BRT corridors with existing and proposed
mixed-use zoned parcels that can accommodate eTOD on:

1. Blackstone Avenue south of Shields;

2. West along Divisadero, south through Downtown Fresno encompassing
development along both Van Ness Avenue and Fulton Street;

3. West along Ventura/California Avenue into a proposed Southwest Fresno
Corridor Loop down Fruit to Church, Church to EIm, and EIm back to Ventura;
and

4. A Southeast Fresno Corridor leg east from Van Ness along Ventura/Kings
Canyon to Chestnut Avenue.

Beyond the north and east boundaries of the FOC Project Area (Blackstone and
Ventura/Kings Canyon), larger parcel sizes and higher projected traffic counts
diminish reasonable prospects for full complete street implementation and
benefits. The Southwest Fresno Corridor Loop configuration will promote greater
social, economic and cultural opportunities, multi-mobility options, and more
coherent urban design and transportation linkages between and among the
existing built environment in Southwest Fresno, the proposed Southwest Fresno
City College Campus and complementary intense eTOD along the Loop
Corridors, with other places and people in the Fresno-Clovis metropolitan area
and economy.

Geographic Scope of Fresno Opportunity Corridor — CalEnviroScreen 3.0
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Legend

CalEnviroScreen 3.0 Results
(June 2018 Update)

I 0 - 10% (Lowest Scores)

B - 20%
B 2 - 30%
I 31-40%
= [ 41-50%
[ 51-60%
61-70%
B 71 -80%
B 51 -90%

I o1 - 100 (Highest Scores)

Source: City of Fresno Planning and Development Department

Geographic Scope of Fresno Opportunity Corridor — City of Fresno General Plan

Fresno General Plan Land Use
RESIDENTIAL
Low Density (1-3.5 D.U./acre)

Medium Low Density (3.5-6 D.U./acre)
Medium Density (5.0-12 D.U./acre)
[ Medium High Density (12-16 D.U./acre)
B Urban Neighborhood (16-30 D.U./acre)

Il High Density (30-45 D.U./acre)
COMMERCIAL
I Main Street
I Community
I Recreation
B General
Il Highway & Auto
I Regional
EMPLOYMENT
. Office
Business Park
Regional Business Park
[ Light Industrial
Il Heavy Industrial
MIXED USE
[ Neighborhood Mixed Use
I Corridor/Center Mixed Use
Il Regional Mixed Use
DOWNTOWN
Il Downtown Core
Il Downtown General
I Downtown Neighborhood
OPEN SPACE
I Parks - Open Space
PUBLIC FACILITIES
I Public/Quasi-public Facility N

Source: City of Fresno Planning and Development Departr
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