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f ( : an we, as a planet, please retire the idea that cities face a choice between POST A JOB SEE MORE JOBS
v putting all-ages bikeways on low-traffic side streets and putting all-ages

bikeways on busy arterials?
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The data show exactly the opposite — and also suggest that putting bikeways Riding Transit Should Never Be a

Pathway to Deportation

only on side streets might actually be the worst course of action.

On Monday, Canada’s national Globe and Mail newspaper offered the latest
installment of this understandable but misguided narrative. It’s part of a series
about projects “that aren’t often talked about because they actually work.”

Today's Headlines

El Paso's Suburbs Are Getting Sidewalks
and Local TV News Talked to
Pedestrians About It

The idea is that the bike boulevards of Vancouver are uncontroversial, and
therefore good:

[Protected bike lanes’] most ardent critic, CKNW radio shock jock Bruce Allen,
has spent numerous segments railing against the “big ugly cement barriers that Landmark Study Tests a Bike Network's
Effects on Safety and Ridership

turned our streets into eyesores.”

And yet, he is a fan of the more understated network of traffic-calmed residential

streets that allow cyclists to traverse the city in relative safety and peace. ... Blaming People for Wearing Black Wins

the Prize for Anti-Pedestrian Idiocy
Urban-planning and transportation experts have long feted Vancouver’s
extensive system of bike-friendly side streets as a cheap and uncontroversial way
for bike-resistant North American cities to create the infrastructure that gets

people out of their cars and onto two wheels.

It’s true that Vancouver’s bike boulevards are relatively cheap and
uncontroversial. It’s also true that they’re good.

Atiny park reduces auto traffic on Vancouver’s Adanac bike boulevard.

‘What isn’t true is that bike boulevards (also known in various cities as
“neighborhood greenways,” “neighborhood bikeways” and even “neighborways”)

function as a good alternative to protected bike lanes.

‘When the Adanac bikeway enters downtown Vancouver, it becomes the Dunsmuir protected bike lane.
Installed in 2010.
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In fact, Vancouver’s recent experience tells the opposite story. In the 1990s and
2000s, the city built a network of bike boulevards and biking gradually edged
upwards, reaching four percent bike commuting by 2011.

Then the city shifted toward building protected bike lanes to go with them ... and
bike commuting more than doubled in four years, rapidly turning Vancouver into
the bikingest large city on the continent.
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The truth is that protected bike lanes and bike boulevards are complements. As
the Dutch have been proving for decades, they work far better in combination.

How much better? Let’s spin the globe to Auckland, New Zealand, where a 2014
academic study put some numbers on this question. Using available estimates of
the ridership changes that result from various types of bikeways, a team of
researchers simulated four scenarios for the future of Aukland: one with a
network of mostly conventional striped bike lanes; one that put protected bike
lanes on arterial streets; one that retrofitted all local streets into “self-explaining
roads” (essentially, bike boulevards where bikes and cars can safely share the
lane) and one that combined protected bike lanes with bike boulevards.
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Source on data in charts: Macmillan et al, Environmental Health Perspectives, April 2014.

They concluded that a network entirely of bike boulevards would increase biking
— but only to about five percent of trips, about the same as conventional bike
lanes.

A network of protected bike lanes would do better, moving biking to something
like 20 percent of trips.

But the real payoff, they found, was a network that combined comfortable biking
on side streets with comfortable biking on main streets. That combo multiplied
the impact of both treatments, leading to a whopping 40 percent of trips by bike.

Estimated % of commutes by bike in 2051
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‘And when 40 percent of trips in your city happen by bike, you start saving a huge
amount of money from reduced fatality rates, hospitalizations, fuel costs and air
pollution. (Here’s the full list.) Those cost savings more than offset the cost of
the infrastructure:

http://usa.streetsblog.org/2017/01/06/side-street-bikeways-only-pay-off...
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Economic gains from increased biking,
minus cost of various types of bike networks

Which means that if you look at the true economics of bikeways, the best option
for saving money is to build an all-ages biking network on both small and large
streets:

Benefit-cost ratio for various types of bike networks

becoma bike
boulevards

There are a lot of assumptions embedded in these figures, and different
researchers would doubtlessly tally things differently. But the fact is that we
already know what cities with 40 percent biking look like — and they have
protected bike lanes on big streets and traffic calming on side streets.

Do bike boulevards “work,” as the Globe and Mail puts it?
Absolutely.

They work to multiply the power of your protected bike lanes.

@ pecpleforbikes Michael Andersen blogs for The Green Lane Project, a
PeopleForBikes program that helps U.S. cities build better
bike lanes to create low-stress streets. You can follow it on LinkedIn, Twitter and

Facebook or sign up for its weekly news digest about protected bike lanes.
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Landmark Study Tests a Bike Network's Effects
on Safety and Ridership

By Michael Andersen, PlacesForBikes May 31,2017 @B 10

Photo: Claudio Olivares Medina

f W hich is more important to making a city great for biking: the number of
v high-quality bikeways, or whether they’re connected to each other?

g+ Anew study from Spain offers an unexpected answer: The amount of biking
actually tracks most closely with the number of bikeways, while the safety of
biking tracks most closely with the connectedness of bikeways.

But if you want lots of people biking safely, you eventually need both.

The paper is unique because it draws on a once-in-a-generation opportunity to
measure what happens when a big city that has very little biking makes a sudden,
massive investment in a biking network.

Seville’s bike network was literally a Communist

Photo: Steven Vance.

The paper by R. Marqués and V. Herndndez-Herrador, published this month in
the journal Accident Analysis and Prevention, provides one of the first academic
studies of one of the largest rapid bike-infrastructure investments in world
history.

In 2003, the 2,200-year-old Spanish city of Seville (population 700,000) voted
more Communists than usual onto its city council. (Yes, this is a thing that
happens in Seville.) The left-wing party had pledged a major investment in bike
transportation — and after they joined a coalition with the center-left Socialist
party, they delivered. In 2007 alone, the city built 40 miles of protected bike
lanes, a 542 percent increase over the existing 7 miles. It created an imperfect
but connected network through the central city.

;1?‘2 fX";‘{“(‘é’é‘{ﬁ Ele;n‘])loe”i :Jylylée(;ﬂ:lly_rr::arﬁﬂf‘r&m 2006 (upper left) to 2010 (lower right). Source: Marqués
Another 46 miles were installed over the next six years, along with a popular new
bike-sharing system. (These six years overlapped, it’s worth noting, with the
global financial crisis and a particularly deep recession in Spain — national
unemployment peaked at 27 percent in 2013. Seville’s tourism-heavy region,
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‘Andalucia, had the worst job market in the country, and the city itself fared only
a bit better.)

Two things started happening in Seville almost immediately: The number of bike
trips soared and the risk of a bike trip plummeted.

Guess when the protected bike lane network was built
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Source: R. Marqués and V. Hernandez-Herrador (2017).

The basic story of Seville’s bike boom has been known for a few years. But in their
study, Marqués and Hernandez-Herrador wanted to know what had happened in
what order.

‘Was biking safer because the protected bike lane network had gotten more
people biking (the so-called “safety in numbers” theory)? Or was biking safer
because the new barriers reduced collisions directly? And did the change come
gradually, or all at once?
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Photo: Claudio Olivares Medina.

To explore these questions, the researchers considered four main policy
variables:

© The total length of all bikeways in Seville

® Whether or not the “starter” network of 2007 had been built (a yes or no
question)

® The number of bike trips in Seville per year

® The risk that a given bike trip would involve a death or serious injury

That second item is what made their study most unique. Many cities build
low-stress networks gradually. Only Seville had built a large connected network
in a single year.

“Since the cycle paths existing before 2007 were few and unconnected, there was
a qualitative change between 2006 and 2007,” the authors write.

In other words, Seville gave scientists a chance to test an important question:
How much does bike network connectedness matter?

Here’s what they found: bike network d seems to i
pay off in the form of lower risk to people biking. The risk of a biking trip in
Seville seems to have fallen dramatically in 2007 and stayed mostly flat
afterward. No other single variable predicted bike safety as well as that single
yes/no question: Has a network been built yet?

More accurate still was a formula that took into account both variables — the
length of bikeways built and that yes/no question about whether or not the
network had been connected.

In other words: Generally speaking, every additional mile of protected bike lane
somewhere in the city improved safety. But network connections improved safety
most.

The network itself didn’t directly boost ridership —
at least, not immediately

http://usa.streetsblog.org/2017/05/31/landmark-study-tests-a-bike-ne...
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The most surprising finding of Marqués and Herndndez-Herrador is probably that
the network connections didn’t correlate very well with ridership.

Instead of jumping abruptly as soon as the network was in place, the number of
people biking in Seville rose steadily.

Here’s what the authors say about this:

Our interpretation is that the primary cause for the aforementioned big drop of
risk was the implementation of the network of bik and that the sut
reduction of risk was the primary cause for the increase in the number of bicycle
trips.

It’s worth adding that the authors also believe that even as safety was boosting
ridership, ridership was also improving safety. They describe their findings as “an
independent numerical confirmation of the theory of ‘safety in numbers,”
proposed by Peter Jacobsen: the rising probability of seeing bikes on the road
seems to have boosted safety on streets without dedicated bike lanes.

One possibility Marqués and Hernéandez-Herrador don’t explore is that the
network did increase ridership directly, just not immediately. It’s plausible that
infrastructure-related biking increases are inherently gradual. New bike lanes
may lie in wait for their future users to experience a triggering event like a new
home, new job, fuel price spike, or personal income shock.

In any case, the paper offers strong evidence that even massive network
investments can’t drive instantaneous ridership change.

In an email, American biking researcher John Pucher called the article “a
landmark study”:

No one knows cycling in Sevilla better than Prof. Marqués. His data for Sevilla are
superb, his statistical analysis right on target, and his conclusions are definitely
justified by the data and analysis. This is a very important article because it
examines more carefully than any previous academic article the various impacts
of expanded and improved cycling facilities over time.

Pucher said the new finding “fully reinforces” his paper published in February in
the American Journal of Public Health, which drew on an overview of data from
many affluent countries to conclude that “constructing physically separated,
protected cycle tracks and providing key connections within the overall bikeway
network are the most effective bikeway investments.”

“Simply racking up total bikeway mileage by putting down stripes for
unprotected bike lanes is obviously cheaper,” Pucher said. “But it does not attract
nearly as much new cycling.”
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