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1 Introduction
After successful “ThinkBike Workshops” in 6 other US cities in 2010, 2011 and 2012 the
Royal Netherlands Embassy in Washington, DC has invited the Dutch Cycling Embassy to
conduct another series of ThinkBike workshops in four cities in 2012.
ThinkBike workshops bring together Dutch cycling experts, local politicians, planners,
advocates, engineers and business people in each city to plan and discuss how it can
become more cycling-friendly by applying elements of the Dutch approach. Teams consisting
of Dutch experts and a mix of local experts convene for two days during which they will
survey the cities by bicycle and discuss in workshop format how streets, intersections and
whole neighborhoods can be improved to create better conditions for bicycle use. The format
allows to discuss all relevant aspects of cycling-related policies of the concerning city. The
workshops consist of a kick-off session, open to the general public, followed by the
workshops behind closed doors and then concluded with a closing session, again open to
the public, where the findings and recommendations of the workshop sessions will be
presented by the teams.
After ThinkBike workshops in Philadelphia and Pittsburgh in June 2012, and San Jose
earlier in the same week, Austin was the fourth city this year to host a ThinkBike workshop
on 25 and 26 October 2012.
The workshop was a collaboration between the City of Austin, Dutch Cycling Embassy, and
the Royal Netherlands Embassy. The program was agreed in consultations between the
Royal Netherlands Embassy, the Dutch Cycling Embassy, and the City of Austin. It was very
helpful that an Austin delegation participated in a Bikes Belong excursion to the Netherlands
in the first week of October 2012 and to meet the Dutch experts that were selected for
conducting the ThinkBike workshop in Austin. The problem areas that were chosen to work
on were:
Central City Cycle Track Planning
Problem #1 is to envision a network of separated bicycle facilities for the Central City that
accounts for mobility needs of all roadway users and provides direct and safe bicycle
facilities for cyclists of all skill levels.
and
South Lamar Corridor
Problem #2 is to re-envision a bicycle friendly South Lamar Boulevard both for through travel
and to travel across. The section of South Lamar under consideration will be from Riverside
Drive to US 290.
A more detailed explanation of the assignments can be found in chapter 4
Objectives of workshop
Exchange ideas on the role of cycling and related policies
Reflect on objectives of Austin cycling policies
Explore applicability of Dutch concepts and designs in in an existing situation
Find an appropriate mix of interventions and policies (based on both US and Dutch
experiences) to strengthen the position of cycling in San Jose
Short overview of the workshop sessions
Opening session
At Thursday 25 October 2012 the workshop started off with a well attended public session.
Council Member Chris Riley, City Manager Marc Ott, Director of Public Works Howard
Lazarus did a few words of welcome, each of them making reference to their recent visit to
the Netherlands and the inspiration they got from that. Then Ambassador Rudolph Bekink of
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the Kingdom of the Netherlands gave an opening address welcoming participants of the
workshop with comments about the Dutch way of life as it pertains to cycling, and how the
infrastructure can complement the cultural shift to riding as a way of transportation.
After a 7 minutes clip ‘Cycling for everyone’ Tom Godefrooij of the Dutch Cycling Embassy
gave a comprehensive overview of the Dutch cycling culture: some statistics about use,
related policies and planning principles and the utilitarian nature of the Dutch cycling culture
(see chapter 2).
After the opening session there was also a press conference featuring Mayor Lee
Leffingwell, Council Member Chris Riley, Ambassador Rudolph Bekink and City Manager
Marc Ott. The ThinkBike workshop was being used to show Austin’s commitment to integrate
cycling in its urban transport system.
Subsequently there was a taped (small scale) round table session in which the ambassador,
Dutch Cycling Embassy expert Tom Godefrooij, Council Member Riley and Public Works
Director Howard Lazarus exchanged views on problems, challenges and policies to be
implemented.
Small group work sessions
After the opening session the two teams started to work on their assignment. They discussed
the nature of the problem, explored the study area by bicycle and brainstormed and
discussed possible solutions, and subsequently they elaborated the assignment into
Street plans showing major choices
Conceptual designs of cross sections
Visual impressions of how the public space will look
Reference examples
Argumentation for choices made
Upon that on 26 October representatives of both teams discussed wider policy issues,
approaches and implications for policy development.
Closing sessions
On Friday 26th of October ThinkBike was closed off with a public presentation of the two
teams and the policy group. The two teams shared the results of their work to a wider
audience and subsequently they answered questions from the public. The closing session
again was well attended and can be watched at http://austintx.swagit.com/play/10262012527/#2.
In the following chapters we will give background information about the cycling culture of the
Netherlands (chapter 2), and a description of the current state of affairs with regard to cycling
in Austin (chapter 3). Subsequently chapter 4 will report the findings and recommendations
of the two workshop teams

2 Cycling in The Netherlands
Short introduction
From the perspective of other countries all Dutch cities are cycling cities (although according
to Dutch standards some cities like The Hague and Rotterdam are looked upon as
mediocre). They all have qualities that make bicycling so prevalent, and consequently they
all enjoy the related co-benefits with regard to health, livability, environment and the local
economy.
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27% of all trips are made by bicycle and 40% of all trips shorter than 5 km are by bicycle. 2
cities (Zwolle en Groningen) have reached the 50% mark in trip share for the bicycle. The
Netherlands is the only country in the World with more bicycles (18 million) than inhabitants
(16.5 million). Of course the moderate (mostly mild) weather and the flat surface contribute to
the bike-ability of the Netherlands.
Cycling in the Netherlands is a quite common mainstream mode of transport, used by all
ages and both by men and women (women actually cycle more often than men). Boys and
girls between 12 and 16 cycle 6.5 km per day on average. The bicycle is used for all
purposes (25% of all commuter trips are by bicycle and around 70% of the trips to school).
Cycling has an excellent image in the Netherlands and is so common that nobody considers
himself a cyclist any more than anyone considers himself a tooth brusher: everyone does it.
The Netherlands has the lowest use of cycle helmets in the World: less than 0.5% of the
cyclists wear helmets and we are often asked: why? First of all we prefer to promote active
safety (prevention of accidents) rather than passive safety (softening the outcome of
accidents). Thereupon we know that obligatory bicycle helmets or even the promotion of
helmet use has a discouraging effect on bicycle use. After all the Netherlands is despite (or
thanks to) the low helmet use the safest cycling country in the world with less than 10
fatalities per billion cycled kilometers (Denmark being second with around 20 fatalities per
billion cycled kilometers). Resuming: the alleged advantages of helmet use are largely
outweighed by the disadvantages of the cycling discouraging effect of helmet promotion.
Philosophy Dutch cycling policies
Dutch bicycle policy has two cornerstones:
1. Dutch traffic and transport planners take cycling seriously as a fully fledged mode of
transport;
2. Dutch urban transport policies are aiming at the optimal mix of transport modes to meet
the need for travel of individuals on the one hand and the best overall result for society on
the other hand. Dutch municipalities try to utilize the strengths of each mode of transport,
including cycling; that is promoting the most appropriate mode of transport for the type of
trip being made.
When it comes to the promotion of bicycle use then it is important to bear in mind the
following notions:
1. People cycle because it is practical and convenient for them, and fun to do so. They don’t
cycle because of all kinds of societal goals like the environment, however important these
may be for decision makers! Therefore it cannot be stressed enough what are the
benefits of cycling for the actual bicycle user: it is fun, practical, enjoyable, cheap, healthy
and in the open air.
2. Perceived safety is for successful promotion of bicycle use at least as important as the
factual safety. If people feel endangered, they won’t cycle (and thus they won’t enjoy the
fun of cycling either). People appear to have an outspoken preference for the option of
undisturbed cycling without the need of being alert all the time for (the dangers of) motor
traffic. Hence the Dutch emphasis on segregated cycling facilities along busy arterials
and the disentanglement of car traffic and bicycle traffic.
Dutch design principles
Functional road design based on road classification according to the principles of
sustainable road safety. In principle we distinguish 3 road categories: through roads with
a flow function, distributor roads with the function to open up areas, and access roads
with a residential or habitat function.
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Complementary principles for integration and segregation of modes: segregation when
high volumes and high speeds of motorized traffic; in cases where segregation is
impossible or undesirable: traffic calming, i.e. decreasing speed and volumes.
Application of the five main requirements for cycling infrastructure: coherence, directness,
safety, comfort and attractiveness.
Solutions that may follow from the application of these design principles could be:
Cycle paths are recognizable and surfaced with reddish asphalt;
At intersections cycling facilities are continuous, and whenever feasible cyclists get right
of way;
Bicycle boxes can be applied at some types of intersections so as to make sure that
cyclists won’t be cut off by right turning car drivers;
In case of car parking along the road: positioning of the cycling facility on the right hand
side of the parking lane instead of on the left hand side to minimize the number of
potential conflicts.
In general we can observe that over the past 4 decades the Netherlands has seen a reallocation of urban road space in favor of cyclists and pedestrians. Whenever appropriate
space for motorized traffic is confined and traffic calming measures are being applied.
Road safety education
At primary schools in the Netherlands ‘traffic education’ is part of the curriculum for children
at the age of 10. The curriculum pays attention to traffic rules, road behavior and road safety.
As a part of this traffic education children have to pass a ‘traffic examination’. For this
examination the children have to cycle a specific route, and observers along the route check
whether their road behavior is in accordance with the rules. Thus every Dutch person is
confident with the basic principles of cycling and appropriate road behavior as a cyclist.
In addition to this road authorities pay attention to a good design of school routes and traffic
calmed school zones so as to enable children to use the road safely.
Integration of cycling and public transport
Being the second most important mode of transport in the Netherlands for its own right,
cycling has also an important role for the functioning of the Dutch public transport system.
Public transport in the Netherlands is predominantly being used for interurban trips and the
backbone of the public transport system is the railway system. About 40% of the train
passengers use bicycles to get to the railway station, and about 12% is (also) using a bicycle
to get from the station to their final destination address. A number of facilities and services is
enhancing a smooth transfer between the bicycle and the public transport vehicle.
Bicycle parking
No cycling without bicycle parking. The substantial share of cycling in the urban transport mix
is also a challenge to road authorities and other stakeholders to provide sufficient bicycle
parking facilities at major attraction points. Over the past 20 year there is a growing attention
for high quality bicycle parking facilities. These facilities offer (some) protection against theft,
stimulate orderly bicycle parking (thus enhancing the quality of public space) and make
bicycle use more attractive as well. A quality mark has been created so as to assist involved
parties to select good quality bicycle parking facilities.
More information
A broad overview of Cycling in the Netherlands can be found in the generic presentation of
Cycling in the Netherlands; the brochure “Cycling in the Netherlands” and “Fietsberaad
publication 7. Bicycle policies of the European principals: continuous and integral” (see
Reference list for links). Or watch the short film on the site of the Dutch Cycling Embassy:
www.dutchcycling.nl.
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3 Cycling in Austin
Background & Safety Figures
Austin is known as a great City for cycling, both for transportation and recreation. We have
had a Bicycle Program within the City since approximately 1980, however the Program
ceased for several years in the late 1980’s and reformed in 1994 (due to landmark federal
transportation legislation that provided funds and policy direction for non-motorized
transportation). From 1994 to 2006 the Bicycle Program aimed to find its place within the
City’s Transportation Department and to establish funding. In 2006, coinciding with an
overall US focus on sustainability and the environment, the Bicycle Program and the City
finally understood its place within the City (the Bicycle Program was placed within the Public
Works Department to focus on plan implementation), had notable funding, and was poised to
make progress. Since 2006 we have steadily been improving our network, while also
focusing on the encouragement of bicycling, safety, evaluation of our projects, and law
enforcement. We also have seen a stronger emergence of bicycle advocacy groups since
2006. In 2011 we finally hit a 2% mode split City wide (doubling the number of bicyclists
between 2010 and 2011), which is a big accomplishment for the City (our adopted policy goal
is to hit 2% by 2015) and we are poised to make even more progress in years to come.
Our Austin population is approximately 790,390. Below are some statistics on bicycling,
walking, and transit conditions in the recent past:
Mode
Bicycle
Walked
Public
Transportation
Other
Bicycle Collisions

2009
1.1%
2.4%

2010
1.1%
3.2%

2011
2.0%
3.0%

5.3%

4.6%

4.4%

318

306

NA

Current Use & Existing Facilities and Programs
Below is information from our City Council adopted Bicycle Master Plan which shows our
proposed bicycle network as adopted in the 2009 update to the Bike Plan, in relation to the
overall motor vehicle network and compared to the then existing Bicycle Plan. Below the
chart you will find specific statistics on bicycle use for the journey to work for the City as a
whole and for a smaller area in the central city (see map for Problem #1). Our federal
government eliminated certain census data with the 2010 census, therefore comparisons
between 2000 and 2010 for the Central City area is not possible. However, as noted
previously, we just received City as a whole data and our proud to say in 2011 our bicycle
mode split for the journey to work was 2% and we hypothesize that the central city statistics
are likely at approximately 5%.
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Transportation to Work: Travis County, City of Austin, Central Austin Areas, 1990 and
2000 (see map for defined areas)

Area
Travis County
City of Austin*
Central Area**

1990
Bicyclists
1,951
1,885
1,254

Rate
0.66%
0.79%
2.12%

2000
Bicyclists
3,341
3,280
2,368

Rate
0.80%
0.96%
3.23%

Change
1,390
1,395
1,114

Source: U.S. Census Bureau, 1990 Summary Tape File 3 Table P049. Means of
Transportation to Work; 2000 Summary Tape File 3 Table P30. Means of Transportation to
Work for Workers 16+ Years.

Despite our very hot weather for June, July, and August, our potential for bicycle commuting
is very high given our demographics and the location of the University of Texas campus in
central Austin. While we just started to focus on cycle-track implementation, our bicycle
network generally consists of the following types of facilities:
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Austin Bicycle Network by Year
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The City hosts a variety of bicycle transportation programming aimed towards the
encouragement, education, evaluation, and enforcement aspects of bicycle transportation.
Major programs in these areas include:
Austin celebrates Bicycle Month every May and the City plays a role in promoting and
organizing Bike to Work Day, as well as other promotional activities during that
month.
In 2011 Austin held its first Ciclovia event, named Viva Streets!; we hope to hold a
similar event yearly, though ongoing funding is a current challenge.
A Bicycle Defensive Driving Course offered through our Municipal Court whereby
those who receive a traffic violation citation while on their bicycle can take a bicycle
safety course to have the citation fee reduced; this is analogous to the same system
for motor vehicle drivers. It is a successful and unique program.
We just started to collect and create a baseline local corridor bicycle use data; we
hope this data will give us more precise information about use of our bicycle network
and help us communicate the importance of cycle-tracks to the bicycle system by
showing rates of increase in use of these projects through before and after data.
Perceptions
Current perceptions about bicycling are sometimes our biggest challenge. While Austin is
known for being a progressive, green, forward thinking city, a large portion of our residents
heavily rely on the automobile and do not readily embrace bicycle transportation or multimodal transportation options in general. To be fair, this is likely due to the fact that the
majority of our City was built around the single occupancy vehicle mode of transport; so it is
hard for the general public to embrace bicycling because it does not seem realistic to them
with our current road network and densities. Yet local surveys and bond elections have
shown over time that people do want safe places to use a bicycle (like separate paths) and
we have been successful in passing bond elections with significant, and sometimes specific,
funds for bicycle infrastructure. In summary, many of our residents and business community
stakeholders like the idea of providing for more sophisticated and safe bicycle infrastructure,
but they are reluctant to sacrifice motor vehicle road space to allow for the infrastructure
given our current City layout and densities (and climate to a certain extent). Solutions that
preserve motor vehicle space are far more expensive, and are often impossible due to lack
or public right of way to utilize for full road redesign. That is our biggest challenge.
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Like most major metropolitan areas, we also have challenges with affordability and
gentrification. To the extent that our bicycle network is expanding during the same time older
predominately black and/or Hispanic neighborhoods are changing, new bicycle infrastructure
often becomes a highlighted service that the City is providing that is perceived to encourage
and/or support gentrification and cultural change within those neighborhoods. Finally, we
struggle with the perception of our society to separate bicycle transportation from recreation.
Therefore bicycle transportation planning and parks planning are not currently seamlessly
integrated.
Current Policies
Over the last several years our City Council has passed numerous policy documents and
laws that are meant to guide the City towards better places and opportunities for residents
and visitors to bicycle for recreation and transportation. The most important guiding law for
bicycle transportation is our Bicycle Plan, which is adopted by City Ordinance. Its stated
goals are to “significantly increase bicycle use across the City of Austin over the next decade
and to increase bicycle safety across the city”. A few key policies and laws passed within the
last five years related to bicycle infrastructure and safety are listed below:
020418-40: Resolution requiring implementation of the bicycle plan and sidewalks with
any major road re-construction project
20080110-050: Resolution related to identifying easements related to implementation of
the Country Club Creek Hike and Bike Trail
20080131-077: Resolution directing the securing of easements for the extension of the
Upper Bull Creek Greenbelt
20080424-063: Resolution adopting the Street Smarts Task Force final report; which
supports off-road bicycle facilities/trails
20080424-064: Resolution for City-wide Comprehensive Trails Planning
20080618-062: Resolution directing the long-term lease of related to the regional Brushy
Creek Trail and Greenway
20090115-057: Resolution endorsing the development of a regional Walk for a Day Trail
system
20090129-018: Resolution adopting the Lady Bird Lake Trail Enhancement Plan
20090305-010: Resolution approving the alignment of the Boardwalk Trail at Lady Bird
Lake
20090611-075: Ordinance adopting the City of Austin 2009 Bicycle Plan Update and
updating the Austin Metropolitan Area Transportation Plan and the Austin Tomorrow
Comprehensive Plan.
20090827-055: Resolution directing the City Manager to prepare ordinances prohibiting
operators of moving motor vehicles and bicycles from text messaging and requiring a
safe passing distance between vehicles and vulnerable road users.
20091022-028: Ordinance amending Section 12-1-1 and creating Section 12-1-34 of the
City Code to prohibit the use of wireless communication device for electronic messaging
while operating a motor vehicle, and creating an offense.
20091022-030: Ordinance adding a new section 12-1-35 of the City Code relating to
restrictions on operating a motor vehicle near vulnerable road user and creating an
offense.
20091119-070: Resolution directing the City Manager to work with the community to
create a Ciclovia type of event (motor-vehicle free event that connects runners, skaters
and cyclists) for May 2010, with the potential for future events, to improve public health
and encourage cycling.
20091210-042: Resolution directing the City Manager to identify funding opportunities
and recommend a planning process for developing a form-based code to facilitate
innovative, pedestrian, bicycle and transit-oriented development along the segment of
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Airport Boulevard generally located between North Lamar Boulevard and IH-35, which
will serve as a pilot project for future corridor development.
20100325-050: Resolution directing the City Manager to prepare a proposed bond
package totalling $100 million in roads, sidewalks, bicycle infrastructure, trails and other
transportation-related investments for possible consideration by Austin voters in
November 2010, to facilitate citizen review of the proposed transportation bond package
prior to its presentation to City Council, and to present the City Council with a revised
timeline for development of an urban rail proposal.
20100527-054: Resolution directing the City Manager to provide free parking in city parks
for volunteers working on city trails in observance of the annual National Trails Day
event.
20100729-091: Resolution confirming that the City Council recognizes and endorses U.S.
Department of Transportation bicycle and pedestrian policies and encourages
interdepartmental cooperation in on-going processes related to the goals reflected in
these policies.
20110804-023: Resolution recognizing the National Association of City Transportation
Officials' Urban Bikeway Design Guide as a resource for guidance on the development of
bicycle facilities in Austin.
20120412-018: Authorize the director to issue a street closure permit under City Code
Chapter 14-8-3(B)(3) for the VIVA STREETS! event which is to be held on East Sixth
Street on May 20, 2012.
20120412-022: Resolution directing the City Manager to create and implement a system
of street markings designating pedicab staging areas.
20120426-075: Resolution in support of a shared-use bicycle and pedestrian facility in
the MoPac corridor in conjunction with the managed lanes project.
20120426-077: Resolution directing the City Manager to include bicycle detours within
the scope of work for certain capital improvement projects that affect bicycle routes and
multi-use trails.
20120426-082: Resolution directing the City Manager to assess implementation of
bicycle parking at all City sponsored events on City public rights of way and city facilities
for which the city waves rental fees.
20120614-058: Ordinance adopting the Imagine Austin Comprehensive Plan
Stakeholders
1. Austin Bicycle Advisory Council (BAC)
2. Bike Austin (formerly League of Bicycling Voters)
3. Austin Cycling Association (ACA)
4. BikeTexas (formerly Texas Bicycle Coalition)
5. Yellow Bike Project
6. Please BE KIND to cyclist
7. Citizens of Austin
8. Local Bicycle Shops
9. Downtown Austin Alliance
10. Real Estate Council of Austin
11. Chamber of Commerce
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4 The Assignments

4.1

Central City Cycle Track Planning

4.1.1 The assignment
Problem #1 is to envision a network of separated bicycle facilities for the Central City that
accounts for mobility needs of all roadway users and provides direct and safe bicycle
facilities for cyclists of all skill levels. This analysis should take into account existing network
assets and opportunities with the aim to create a network with highest quality, highest value,
over a short period of time. The Central City will be defined as Mopac and Lake Austin to the
west, RM 2222 to the North, Pleasant Valley, and Oltorf to the south. The intent of this
exercise is to publically start the upcoming Austin Bicycle Master Plan update to include a
network of cycle tracks.
The City of Austin adopted bicycle plan plans for an extensive network of bicycle lanes
mostly on streets collector and arterial streets across the City. Off-street trails complement
this system where opportunities exist along creeks, parks and railroad right of ways. For the
last 30 years this network has been built out and while recent progress has been swift, the
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network is far from complete. It is important to note that the implementation has taken
advantage of ongoing regular street maintenance projects; along with standalone bicycle
improvement projects.
Recently there has been a surge in awareness among US bicycle transportation
professionals of the importance of creating on-street physically protected bicycle facilities.
This has been fueled by rapid changes in mode share in Cities such as Seville after creating
networks of physically separated facilities, the white paper produced by the City of Portland
that identified the 60% Interested but Concerned (interested in riding bicycle but concerned
about safety in traffic), and the release of the NACTO guide that includes US based guidance
for cycle tracks.
Over the last two years those engaged in creating Austin’s bicycle network are pursuing
several projects to create cycle tracks. A few of these are on the ground and many others
are in planning stages. City Staff has collected opportunities through upcoming projects,
underutilized public ROW, private developments, and corridor plans that could coalesce to
form a network of cycle track. The current City of Austin Bicycle plan identifies a hierarchy of
bicycle facilities that includes cycle tracks but does not outline a potential network. The City
of Austin has just received a grant to update our bicycle plan with guidance to create network
of protected bicycle facilities that will attract the Interested but Concerned.
4.1.2 Work session report
Context analysis
The group started with a sharing of first
views on qualities and problems of the
city center. Mentioned qualities of the
city center are:
>
>
>
>

>

Diversity and concentration of
functions;
The Lake and Creeks;
Congress Avenue: central axis to
Capital building;
Amtrak and Austin Metrostation/lines provide access by
transit;
A University with 50.000 students!

Problems that were mentioned are:
> Wide roads with a mix of cars and bikes are experienced as dangerous;
> Land Uses are incomplete: shops and playgrounds are missing;
> Commuter trips from the suburbs are often very long;
> Highways disrupt the connections of cycle routes and thus the coherence of the cyclenetwork;
> On the trails along creeks lighting is lacking;
> Offices don’t provide ‘end-of-trip facilities’ like bicycle parking and showers.
The exploration of the study area by bicycle resulted in the following observations:
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Austin has some very nice cycle environments….

…and some great bridges, but also bridges that could be better.

There are on street facilities, both painted and physically segregated…
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…but also streets with high volumes of car traffic without any facility and many places where
cyclists have to make a stop.
When proposing the implementation of a coherent and comprehensive cycle network it is
worthwhile to have a look at what more bicycle use could bring to the city of Austin.
Therefore is was a lucky coincidence that the participation of Austin city officials in an
excursion to the Netherlands a few weeks before this ThinkBike workshop raised their
interest in the ‘Move Meter’ tool developed by the Dutch consultancy Goudappel Coffeng.
(The English version of this web-based transportation planning tool is called MOVE Meter en
shall be distributed by the firm Move mobility (www.movemobility.nl)). This tool enables cities
to make a ‘mobility scan’, to quickly analyze and assess current traffic data and generate
promising scenario’s for improving the performance of the urban transport system. The
Austin officials partnered with Goudappel to make an analysis of the current traffic patterns of
Austin. The results were shared with the participants in this workshop.

The above map is showing the current volume / capacity ratio of down town Austin. The
darker the colors, the higher (and more problematic) this ratio is. The map shows that some
of the streets have serious congestion problems.
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The above maps are showing the percentage of trips arriving down town that is shorter than
7,5 miles (left) and shorter than 20 mile (right). About 40% appear to be shorter than 7,5 mile
and 80% of the trips is shorter than 20 mile.

This map is also showing the percentage of short trips, but now as a percentage of the traffic
volumes in the streets of down town, The map shows clearly that some destinations are
more attractive for people coming from origins near by.
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These two spider webs are showing the car trip of 0 – 3 mile and 3 – 7 mile respectively.
These short car trips are an obvious target for a shift towards cycling. Of course not all these
car trips can be substituted by cycling trips, but a shift of 15% of short car trips to cycling
wouldn’t be unrealistic. The map below shows the impact of a shift of 15% of car trips below
7 mile to cycling on the volume / capacity ratio and thus on the level of congestion. The right
map shows a clear improvement of congestion levels as a consequence of increased bicycle
use.
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Of course the shorter the (car) trip the easier it will be to substitute those trips by cycling. The
graph below shows the share of bicycle (green) and car (red) in the Netherlands in different
distance classes below and above 10 km. As can be seen the share of cycling is most
significant below distances of 5 km.
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Currently policy makers in the Netherlands are trying to promote bicycle use also for slightly
longer distances by the creation of so called ‘bicycle highways’ and the promotion of electric
assisted bicycles. The combination of both policies is expected to enlarge the radius of action
of cycling considerably and subsequently to higher shares of cycling on those longer
distances.
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A shift from car to other
modes immediately results
in a more efficient use of
road space, as this diagram
is showing.

Road capacity in people per hour on a width of 3.5 m in the city

Network design
Looking at the travel patterns for short trips in combination with the road structure of the city,
the group concluded that the cycle network will more or less look like a ladder:

Special points of attention are at the blue circles where an important east – west cycle
corridor is crossing the main north – south highways (Mopac Expressway and Interstate
Highway 35).
The cycle network should meet the five main requirements for cycling infrastructure, i.e. the
network should be coherent, and provide direct, safe, attractive and convenient connections
between relevant origins and destinations.
The density (or mesh-width) of the network has a direct impact on the average directness (or
the average detour ratio) of cycle connections. In the Netherlands the typical mesh width is
about 1/3 mile. In the group’s Austin conceptual network the mesh width is ½ - ¾ mile. Given
the fact that the density in Austin is less than in the Netherlands this might be acceptable for
the next decades. In the future this mesh width can be revisited.
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Proposed Bicycle Route Network
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This network is the result of two days workshop. The green lines are the existing physically
protected bicycle facilities, which mostly consist of trails and a few true cycle tracks. The red
solid lines are planned physically protected facilities. Red lines with a short dashed pattern
are routes at could be accomplished in the near term but are still tentative alignments. The
long dashed lines would be longer term opportunities, for example adopted corridor plans
based on corridor plans whereas the fine dashed lines are promising alignments for further
improvements of the network. The main difference with previous network diagrams is that
those earlier designs where only the streets where cycle lanes would be implemented,
whereas this network is showing all the streets that safely and conveniently can be used for
cycling by a wider range of the population (all ages and abilities), thus providing continuous
routes.
This network will not be created in a vacuum. So the group also looked at existing networks
for motor vehicles and transit. The cycle network will have to be integrated in these networks
and be discussed during ongoing transportation planning processess. It is worthwhile to
mention the great developments with transit in downtown. The blue lines are the current
vision for future more efficient transit lines, and the circles show the catchment area of the
stations in downtown based on bicycle trips. As the catchment area of a station for walking
has a radius of about ¼ to ½ mile, for cycling this is 1,5 mile, and thus 16 times a larger area.
This could serve to support the new investments in transit well. And as the circles show
almost the whole downtown area can be served by the combination of bicycle and transit.
The bike share system that is planned to be implemented next year will work well with the
transit system to improve mobility in the downtown area.

Motor vehicle (black) and transit (blue) networks

20

The 3 networks superimposed on each other

The 3 networks superimposed on each other
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Looking at the map of current infrastructure, the Butler trail along the lake is an important
back bone in the cycle network. But currently the trail is for combined use by pedestrians and
cyclists. This is not very convenient for either of them due to the width and densities found on
portions of the facility, and for cyclists it is often not the fastest option, though this has the
potential to be the safest and most desirable place to cycle. So the proposal is to better
utilize the potential of this area. An example of separated facilities in Montreal could serve as
inspiration.

Butler Trail today

Facilities in park in Montreal

The next step in the development of the cycle network is to determine where which facilities
have to be implemented. The group came up with the following table:
Speed
High

Separated
Facility
Colored Bicycle
Lane

>30mph
Medium
20-30mph

No Specific
Bicycle Facility

Low
<20mph

Volume

Destinations

Intersection
Density

High

Long
Connections

Low

Medium

Local Access

Medium or High

Low

Local Access

Medium or High

And with regard to the choice between one and two directional facilities the table below is
giving suggestions for when to apply what:
One-Way Travel

Two-Way Travel

→

↔

Destinations
(e.g. shops, cafes, etc.)
High Traffic Volume
(e.g. 4 or more car lanes)
High Speed/High Volume
with Short Detour
(convenient parallel route)
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Then the group looked at some specific cross sections:
For the Lady Bird Lake corridor a proposal was made to better serve both cycling and
pedestrians by making separated facilities:

Guadalupe & Lavaca

Currently Guadalupe & Lavaca
are 4 lane streets, and there are
plans to implement a bus rapid
transit system or possibly a light
rail system.

The proposal is to
implement a twodirectional bicycle
track, a bus lane
and 3 traffic lanes.
Eventually the outer
right lane could be
used for parking
outside the rush
hours.
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The third cross section the
group looked at was
Congress Avenue, the
main street of Texas.
Currently it is very wide,
with 6 traffic lanes with
angle parking and
sidewalks.

The proposal is to have
wider sidewalks, onedirectional cycle tracks
on both sides wide
enough to ride side by
side, then a landing
zone for transit and two
or three traffic lanes.
The central turning lane
could be left out to
create wider sidewalks.

This photo from
Amsterdam is not exactly
how it would look like, but
could serve as a
reference.

One of the sub groups looked at the complicated intersections with Mopac and IH-35. These
situations are complicated and the group looked at both short time intermediate solutions and
long term solutions that require more drastic interventions like tunnels and (spiral) ramps. As
two days is too short to come up with well considered solutions the group presented some
basic ideas that need to be looked at for further elaboration. As these ideas aren’t elaborated
yet we just present the basic ideas for the improvements here without extensive explanation.
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N. Mopac at Lake Austin Blvd/ 5th / 6th

E. 4th Street at IH-35

25

First Street Bridge at City Hall

This is an existing design to accommodate
cyclists coming off the bridge heading north.
Currently they have to use the pedestrian
crosswalk, deal with right turning cars and try
to find a gap to enter traffic. This design
brings them in front of the right turning cue,
thus enabling them to cross and not having
to negotiate the right turning traffic. But this
would only be an intermediate solution.

A long term solution would be the creation of a tunnel and a spiral ramp like the
Pfluger Bridge ramp.

26

The group presented the following conclusions:
> Austin is a starting bike-city but well on its way to improve;
> Austin has a ladder-shaped road system for cars and a cross for bicycles;
> A real heart in downtown is good for everybody (residents, offices, visitors, shopkeepers,
restaurants);
> If short car trips can be substituted by bicycle trips it will improve the situation for all
traffic;
> There is a need for short term solutions to make initial improvements but for the long term
more far-reaching interventions are required.

4.2

South Lamar Corridor

4.2.1 The assignment
Problem #2 is to re-envision a bicycle friendly South Lamar Boulevard both for through travel
and to travel across. The section of South Lamar under consideration will be from Riverside
Drive to US 290.
South Lamar is a major urban arterial that carries over 35,000 vehicles per day with average
speeds around 35-40 MPH. It is a major commercial corridor and commuter route and is
located adjacent to urban neighborhoods. It is currently configured as a five lane roadway
(including the center turn lane) and is operating at capacity. Over the last three years the
City has been installing minimum width (5’) bicycle lanes as the street is resurfaced by
narrowing motor vehicle lanes that make travel along South Lamar possible for most
confident cyclists. For less confident cyclists South Lamar still serves as a major barrier,
dividing otherwise bicycle friendly neighborhoods and restricting access to the many
commercial destinations along the corridor. Additionally, because it is the only arterial street
located between an active railroad line and a protected greenbelt, both with limited crossings,
and with no real alternate routes, travel in this area is largely dependent on South Lamar.
South Lamar is experiencing a high degree of new development as it is located on an urban
arterial close to the City center with existing low intensity uses. Since Lamar is designated as
a “core transit corridor”, new developments are required to construct a 15’ pedestrian zone
including a furniture zone and walkway that meets the active edge of the building. This
substantial infrastructure that creates a high quality pedestrian realm is being located at the
back edge of the existing curb line and will make widening the roadway in the future very
difficult and expensive. If space is to be carved out to create more protected bicycle facilities
in addition to the 5’ currently allotted, a plan is needed to require the 15’ pedestrian zone to
set back from a future curb line that includes protected bicycle facilites.
A map showing the South Lamar corridor is shown below.
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4.2.2 Work session report
The group started off with discussing the assignment and observing today’s realities at South
Lamar. This is how South Lamar Boulevard looks like today:

It has 60’ width from curb to curb: 5 road lanes of 10’ each (including a central turning lane)
and at both sides a 5’ bicycle lane. Traffic volumes are about 35,000 motor vehicles per day.
The Dutch expert André Botermans was shocked about the cycling conditions: the bicycle
lanes are pretty narrow and there is no protection but a tiny painted line. But the experience
of South Lamar isn’t agreeable for any road user, not for cyclists, not for pedestrians and
neither for car drivers.
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South Lamar Boulevard is used at its capacity and the land use along Lamar is mixed. This
results in a mix of (through) commuter traffic and local traffic. Maps are showing that Lamar
has a varying right of way, varying between 110’ at some sections to 70’ at the narrowest
sections. Future developments in this area are likely to generate even more traffic.

Not the scenario we want for S Lamar Boulevard

It is clear that this is a very difficult challenge. As Lamar is being used at its capacity it will be
difficult to create safe space for protected cycling at the cost of the number of car lanes
unless we could reroute a certain proportion of the current traffic volumes. It might be
worthwhile to explore the possibilities to further increase the road capacity of MoPac
Expressway to reroute at least all through traffic on South Lamar Boulevard. This would be
an intervention at the motor traffic network level to change circulation patterns and thus
relieve the problem at South Lamar. However, the group did not discuss this option in depth.
The creativity of the group was triggered by a suggestion to create an elevated bicycle way.
Some sketches were made how this could look like. However visionary such a solution would
be, it would also have some disadvantages: cyclists would have to cycle up and down ramps,
and such a solution would also hamper bicycle access to origins and destinations along
Lamar. Therefore the group decided to make a detailed analysis of the Right of Way
available to determine where such creative and innovative solutions are required and which
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parts have enough space to accommodate a segregated cycling facility. So the first exercise
was to explore the possibilities for a 110’ right of way to design a satisfactory cross section
with physically protected bikeways.
For narrower stretches the group identified some opportunities that can be utilized to create
space. The regulations below are currently in process of being amended to require that the
15’ pedestrian space set back from a future curb line that allows for protected bicycle lanes,
or cycletracks, this will allow the corrdidor to improve for all modes overtime:
Existing Regulations
25-2, Subchapter E: Section 2.2.2-(B)
“In order to create an environment that is supportive of pedestrian and transit mobility, public
sidewalks shall be located along both sides of all Core Transit Corridors in accordance with
the requirements of this section…..
…..For development that is subject to the requirements of this section, no sidewalk shall be
less than 15 feet in width, unless otherwise approved as part of the site plan review process.
The 15-foot minimum requirement shall apply regardless of the available right- of-way.
Where required, the sidewalk shall extend onto private property to fulfill the 15-foot minimum
requirement, with a sidewalk easement provided.”
Also existing mobility data provide an opportunity:
60% of trips in the US are 3 miles or less.
Most folks will use their bike for trips less than 5 miles.
20% - 40% of folks using Lamar are traveling less than 5 miles.

Thus a substantial proportion of the car trips on Lamar could potentially be substituted by
bicycle trips. And as cyclists are using road space much more efficently than motor traffic,
this shift should ‘free up’ the necessary road space to create safe and convenient cycling
facilities. Another balance between travel modes on South Lamar can help address capacity
issues that will result from future growth.
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The Dutch original

Therefore the group formulated the
following vision as the basis for its
proposal to be developed:
25% of trips on South Lamar by
bicycle.
Targeting local trips.
Planning for growth by balancing
mobility options.
Increase safety for all users of South
Lamar.

Based on this vision the group formulated the following areas of potential solutions:
Solutions should be in accordance with relevant time frames: thus we should provide
immediate and future solutions for growth. It is also important that the solutions we are
coming up with can be implemented quickly.
‘Access Management’ can also help to use the road space more efficiently, e.g. by
controlling left hand turns. Those turning lanes are often a serious safety hazard and can
slow down traffic. We can keep the cars moving by limiting the possibilities for making a
left turn and at some places even modify or remove the turning lane completely to create
space for separated cycling facilities.
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‘Physically separated bicycle paths’ are key to provide a recognizable space for bikes
and cars (as can be concluded from Dutch experiences over the past decades).
With these starting points in mind the group developed a number of typical cross sections for
the varying available rights of way. The pavement from curb to curb is consistently 60’ over
the total length of South Lamare with varying property width varying from 120’ to 75’.
Street Section: 110’

The group is suggesting to make use of the earlier mentioned subchapter E design guideline
that requires property owners when redeveloping to provide a street tree and sidewalks zone
if there is insufficient right of way. As in this proposal to put separate cycle paths in the right
of way, this will be the case. In the recent past some opportunities have been missed to use
this regulation, but it can be utilized in future occasions. For the interim near time solution a
shared cycle and pedestrian facility (6’each) can be implemented as indicated between the
dashed lines. In the long term 12’can be used for a two-directional cycle path on both sides.
The group has deliberately chosen for two-directional facilities at both sides of the road as
the principle design, as there are a lot of businesses along South Lamar. Without twodirectional facilities it will be very difficult if not impossible to get access to those businesses
mid-block.
In this right of way there will be a 7’ buffer zone between the main carriageway and the cycle
path and a 16’median.
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Street Section: 80’

The main difference between this cross section and the wider one is that bufferzones and
median are narrowed down, and also the traffic lanes are 10’ instead of 11’. The bufferzones
can be used as rain garden for run off water and irrigation of the native plants that the group
has put in. Again between the dashed lines the near term solution.
Street Section: 75’

In the 75’ right of way cross section the central turning lane has been taken out to create the
necessary space for the cycling facilities. The group has looked at the adjacent landuses
along the corridor at the narrowest parts and has come to the conclusion that it make sense
to take out the turning lane at these stretches. And again between the dashed line the interim
solution for the near term.
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Street Section: 70’

This cross section was put in
because of the retaining wall at that
specific part of South Lamar. At this
pinchpoint the sidewalk along the
retaining wall has only 4’.

The intermediate solution for the
bicycle/pedestrian path could look like
this.

34

And this is how the two-directional cycle
path in the future could look like.

Intersections
The group looked also at some intersections, as the intersection design often is crucial for
both safety and continuity of the cycle connection. If not designed well intersections may
constitute serious discontinuities in the bicycle network.

The first intersection the group looked at is South Lamar & East Riverside, at the beginning
of the study area in the north. The cyclists coming from Pfluger Bridge will here access South
Lamar Boulevard. As the cross section design of South Lamar is based on the principle of
having two-directional bicycle paths at both sides of the road, the intersection design has to
connect both sides of South Lamar with the Pfluger Bridge in both directions. Traffic lights for
motor vehicles will turn red in all directions activated by cyclists to allow cyclists to cross the
intersection diagonally across the intersection to the other side of the road. At the other side
of the road the bicycle crossing has been made in red to alert car drivers on the crossing
cyclists coming from South Lamar that have to make a right turn at the other side of West
Riverside Drive.
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The next intersection is South Lamar
Boulevard and Barton Springs Road.
It is a typical intersection regulated
with traffic lights. Cyclist and
pedestrian crossings are separated,
and the red color indicates the
conflict zones. Betrween barton
Springs and Riverside the traffic
volumes allow to take out one
through lane to create the twodirectional bicycle paths. Also the
median has been narrowed down to
16’.

Then the group looked at South Lamar
and Mary Street W. The photo is
showing the current situation with a slip
lane from Lamar onto Mary Street to the
north east that makes the situation very
dangerous for cyclists that want to
continue their ride along Lamar. The
proposal is to close the slip lane for
motor vehicles, thus allowing safe
cycling connections both along Lamar
and onto Mary Street.
The three businesses at this section can
be accessed with motor vehicles from
the intersection with Hether Street (with
a sign ‘cars are guest’). Here cars also
can access Mary Street for going east.

Design for S Lamar Blv & Mary St
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4.3

Policy Topics

For the second day of ThinkBike (26th of October) a sub-session was held with a few
representatives from both teams to discuss wider policy issues. A number of issues had
been mentioned in advance that would be worthwhile to be discussed, such as: policies and
necessary infrastructure to support children riding to school; the building of a culture of road
safety including infrastructure, enforcement (including penalties / prosecution); policies on
effective traffic calming to encourage safe streets; perceptions of gentrification and diversity
that follow bicycle facilities; and trade-offs with the real-estate development community. At
the session it appeared that the overarching framework for all these items was the revision of
Austin’s Bike Plan. From the Green Lane Project funds have been made available for this
revision, and such a revision is very relevant also because the target set for 2015 (a 2%
share of cycling) has already been reached.
The Dutch expert suggested to look at a comprehensive hierarchy of goals so as to make
cycling an integral part of wider Austin policies. For this he presented the following diagram:

Of course the distinction of only
three levels (i.e. ‘strategic’,
‘tactical’ and ‘ operational’) is a
simplification of reality. In fact
there is a continuum from
strategic through tactical to
operational goals and thus goals
can be more strategic, more
tactical or more operational. The
advantage of such a scheme is
that it helps to explain how goals
will be achieved (when looking
down) but also why activities
and projects are being done
(when looking up in the scheme.
To make the connection with wider Austin policies the group agreed upon the following
strategic goal for Austin’s Bike Plan:
“Maximize the contribution of cycling to the quality of life in Austin.”
Austin recently has published a comprehensive vision
for Austin under the title ‘Imagine Austin’, identifying 8
program priorities. Instead of discussing the earlier
mentioned topics the group decided to discuss the
relevance of cycling for each of those 8 program
priorities in ‘Imagine Austin’.
The session resulted in the formulation of how cycling
can contribute to achieving a vibrant, livable and
connected Austin for each of the programs, thus
providing the tactical goals for Austin’s Bike Plan.
Subsequently for each of those goals operational
goals can be formulated resulting in concrete projects
and activities.
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1. Invest in a compact and connected Austin.
Increase connectivity through creating quality bicycle linkages.
2. Sustainably manage our water resources.
Use bicycle facility implementation as an opportunity to protect our watershed
resources.
3. Continue to grow Austin’s economy by investing in our workforce, education systems,
entrepreneurs, and local businesses.
Create a destination driven bicycle network to enhance mobility and accessibility to
school, work, and business thereby reducing peak hour congestion and maximizing
return on infrastructure investment.
4. Use green infrastructure to protect environmentally sensitive areas and integrate nature
into the city.
Bicycling infrastructure is green infrastructure: create opportunities where key cycling
facilities travel through natural areas and parks, including Lady Bird Lake.
5. Grow and invest in Austin’s creative economy.
Brand and market Austin’s cycling culture as a tool to recruit and retain creative
talent.
6. Develop and maintain household affordability throughout Austin.
Ensure that the bicycle system - integrated with our transit, pedestrian, and carshare
networks – promotes and provides a viable and affordable option for getting around.
7. Create a Healthy Austin Program.
Accommodate cycling as a daily means of transport to permit the incorporation of
physical activity into daily routines, enhance physical fitness, and improve road safety
for all users.
8. Revise Austin’s development regulations and processes to promote a compact and
connected city.
In developing new regulations and processes, recognize the synergistic and powerful
role that cycling plays in realizing a compact and connected city.
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5 Composition of the teams
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City of Austin Transportation
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Imagine Austin Task Force
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Director
City Council aide
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Rasheed

Shawn

Cooper

Beth Ann

bray@austinchamber.com
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(damicoaustin@yahoo.com)
khafeziz@austinisd.org
shannon.halley@austintexas.gov
neil.kopper@austintexas.gov

Isham

City of Austin Bicycle Program
Design EIT
Engineer/Consultant

Tom

Wald

Bike Austin Advocacy Group

tom@bikeaustin.org

Jack

Stanford

Bike Texas Advocacy Group

Nathan

Wilkes
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nathan.wilkes@austintexas.gov
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Vargas

victor.vargas@txdot.gov

Peter
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Texas Department of
Transportation, Engineer
City of Austin Traffic Engineer

KC

Willis

Real Estate Council of Austin

kc@willis-company.com

Richard

Ter Avest

Goudappel Coffeng,
The Netherlands

rtavest@goudappel.nl

Rashed.Islam@hdrinc.com

peter.marsh@austintexas.gov

Group 2: South Lamar Corridor
Hill

Abell

Citizen/Bicycle Advocate

hill@bicyclesportshop.com

Jolinda

Marshal

Captial Metro Transit Provider

jolinda.marshal@capmetro.org

Kevin

Sweat

City of Austin Design Engineer

kevin.sweat@austintexas.gov

Chris

Leblanc

Bicycle Advisory Council

chris_m_leblanc@hotmail.com

Chad

Crager

chad.crager@austintexas.gov

Christine

Freundl

City of Austin Bicycle/Urban Trail
Project Manager
City of Austin Urban Design

Andy

Moore

City Council aide

andy.moore@austintexas.gov

Donna

Tieman

City Council aide

donna.tiemann@austintexas.gov

Joseph

Cazilares

Eilien

Schaubert

State Department of
Joseph.Carrizales@txdot.gov
Transportation
Urban Transportation Commission eileenstx@yahoo.com

Ed

Beaudet

Kit

Johnston

City of Austin Transportation
Department
City of Austin, City Architect

Stanton

Truxillio

Austin Cycling Association

stgetr@gmail.com

Eric

Bollich

City of Austin Traffic Engineer

eric.bollich@ausitntexas.gov
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Kent

Collins

Developer

kcollins@centrodevelopment.com

André

Botermans

City of Houten, The Netherlands

Andre.botermans@houten.nl

Special Advisors "floaters" to Teams
Annick

Beaudet

COA NCD

annick.beaudet@austintexas.gov

Zack

Vanderkooy

Green Lane Project

zach@bikebelong.org

Nadia

Barrera

COA NCD

nadia.barrera@austintexas.gov

Lewis

Leff

City Council Place 1

lewis.leff@austintexas.gov

Leah
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City Council Place 1

leah.bojo@austintexas.gov

Tom
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Dutch Cycling Embassy

tom.godefrooij@dutchcycling.nl

6 Suggestions for additional sources of information
This chapter contains a detailed overview of web resources which can be used by the teams
for preparation purposes.
Cycling in the Netherlands
Brochure “Cycling in the Netherlands”(2009)
http://www.fietsberaad.nl/library/repository/bestanden/CyclingintheNetherlands2009.pdf
Report Fietsberaad Publication 7: Bicycle policies of the European principals: continuous
and integral
http://www.fietsberaad.nl/index.cfm?lang=nl&repository=Fietsberaad+publication+7+als+
dochter+van+de+nederlandse+versie
Generic Presentation on Cycle Policy and design in the Netherlands
http://www.fietsberaad.nl/index.cfm?lang=nl&repository=Generic+presentation+Fietsbera
ad+International
Amsterdam Bicycles (82 pictures)
http://www.ski-epic.com/amsterdam_bicycles/
Video “Amsterdam: The Bicycling Capitol of Europe”
http://www.youtube.com/watch?v=qk6YxhKH590
Video “How the Dutch got their cycle paths”
http://www.youtube.com/watch?v=XuBdf9jYj7o
Bicycle Dutch: blog with lots of interesting posts, comments and links
http://bicycledutch.wordpress.com/
Fietsberaad (or: Bicycle Council) a governmental expertise centre on bicycle planning.
The buttons ‘knowledge bank’ and ‘examples bank’ give access to a variety of
publications and examples.
http://www.fietsberaad.nl/index.cfm?lang=en
Dutch Cycling Embassy (also featuring the video “Cycling for everyone”)
http://www.dutchcycling.nl
General
Wikipedia about sustainable mobility
http://en.wikipedia.org/wiki/Sustainable_mobility
Wikipedia about mobility (utility) cycling
http://en.wikipedia.org/wiki/Utility_cycling
A definition of mobility management
http://www.epomm.eu/index.php?id=2590
An interesting German campaign to make cycling hip and cool
http://www.radlust.info/en/
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Cycling Rules!
http://www.cyclingrules.org
Cycle Chic from Copenhagen
http://www.copenhagencyclechic.com/
Website from an Amsterdam bicyclist to inspire others
http://amsterdamize.com/

7 CVs Dutch Experts
Tom Godefrooij, Dutch Cycling Embassy
Tom Godefrooij (1950) is a sustainable transport specialist.
After his graduation in architecture in 1975 he worked a few
years as an architect. In 1981 he joined the Dutch Cyclists’
Union to make a publication on traffic calming. Subsequently
he became policy director of the Dutch Cyclists’ Union and
dealt with virtually all aspects of cycling, ranging from road
safety and infrastructure design and policy development to
technical standards for vehicles and equipment.
From 1996 to 1999 he was president of the European
Cyclists’ Federation (ECF), and in 2000 he was programme
director for the international cycling conference Velo Mondial
2000 in Amsterdam.
In 2001 took up office with the Dutch Province of NoordBrabant to become project manager for the drafting of the
Provincial Traffic and Transport Plan. This plan defines the
roles of the various modes of transport in the transport system and provides a framework the
transport policies of the municipal governments in the province. The plan was approved in
2006.
From 2006 - 2011 he was employed by Interface of Cycling Expertise (I-CE), being
responsible for capacity building activities in the field of cycling-inclusive policy development.
In this capacity he worked in India, South Africa, Tanzania, Chile, Peru, Ecuador, Brazil,
Colombia, Israel, Turkey and Ghana.
Now he is senior policy advisor at the newly created Dutch Cycling Embassy

Richard ter Avest, Goudappel Coffeng
Richard ter Avest (1962) studied Urban and Transport
Planning. Richard has been working at Goudappel Coffeng
since 1992 as senior advisor and team leader of our team
of traffic designers.
Richard helps regional en local governments in projects
where cooperation between governments and business and
social organisations is vital for solving transport and traffic
problems. He is specialized in complete streets and
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complete cities, in cycle-highways, in sustainable safety and in developing attractive and
liveable city centres. Examples are people friendly new towns like Almere and Houten, and
historical cities like Groningen, Utrecht and Den Bosch.
Besides advising Richard gives lectures and organizes workshops at Universities and
Colleges. Since 1995 he also teaches for the CROW, which is the central office for
knowledge about traffic planning and designing infrastructure. Together with the ANWB, the
Dutch national tourist organisation, he organizes excursions in various cities and countries.
In cooperation with I-CE Richard has advised architects and engineers in India on various
subjects. Since 2008 he gives interactive (planning and design) lectures and workshops for
delegations from cities/states and students from universities in the USA. In 2011 he was
member of the Dutch delegation in the ThinkBike workshops in San Francisco and Los
Angeles.

André Botermans, City of Houten
André Botermans (1966) works at the urban planning
department of the City Council of Houten and since 2011
he is associated with the Dutch Cycling Embassy.
Graduated in 1989 as an engineer in urban planning and
design, he worked with several city councils, a regional
government and 5 years for an office for urban design.
During this period he studied part-time at the Academy for
architecture and urban design. In 2001 André started as
urban planning officer in the city of Houten. Houten,
originally a small village close to Utrecht in the heart of the
Netherlands, started to be developed as new town some
40 years ago and has now a population of nearly 50.000
inhabitants. By a very advanced urban design Houten
became an early success in sustainable urban planning.
Specific feature is the smart designed network with
bicycle-paths in a green and carfree public space. It is
perfectly adapted for cycling by making it very convenient
and logic to use the bicycle for urban transportation. Within four decades Houten has built up
a worldwide reputation as bicycle-town.
As an urban planner André has a passion for nature, and environment-friendly and
sustainable design. As a Houten resident André is an experienced expert in everyday
bicycle-use. He strongly believes that cycling is a potential major solution for long-term
megacity-problems and for environmental, sustainability and pollution issues.
Cortney Mild, University of Oregon
Cortney Mild has recently completed her Master of Community and Regional Planning at the
University of Oregon. In the framework of her master she participated in summer studies in
Denmark and the Netherlands on cycling planning, and she participated in the ThinkBike
Workshop in San Francisco in 2011. She volunteered to assist the Dutch experts and can
help to bridge differences in the various aspects of the cycling (planning) culture in the US
and the Netherlands.
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