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Remembering Lives Lost

The Vision Zero T San Luis Obispo® Safe Streets Action Plan is dedicated to the community members who lost their lives
on San Luis Obispo streets, including the 22 victims killed between 2020 and 2025. Their loss reminds us that every life is
precious and inspires us all to continue our efforts toward the vision of zero traffic-related deaths and severe injuries on City
Streets.
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The Vision Zero i San Luis Obispo® Safe Streets Action Plan is organized into the following sections:

Executive Summary 1 Page 3

1 This section provides an overview of the plan, including key findings and recommendations.
Chapter 1: Introduction i Page 39

1 This section outlines the background of Vision Zero and highlightst h e p loasrarid perfgrmance measures.
Chapter 2: Current Safety Trends 1 Page 49

1 This section describes the state of traffic safety in the City, identifying trends in traffic collisions over the most recent
five-year period (2020-2024), analysis of where the most severe collisions are typically occurring, what road users
are most directly affected, and what factors contribute to these collisions.

Chapter 3: Safer Streets 1 Engineering Safe Systems i Page 111

1 This section introduces the toolbox of engineering safety countermeasures, recommendations for systematic
(proactive) street design improvements, and specific engineering recommendations to address collision trends on
the streets and intersections with the highest concentrat

Chapter 4: People 1 Public Education and Enforcement Efforts T Page 162

9 This section describes the ongoing efforts to improve traffic safety through public education, encouragement and
enforcement, and provides specific recommendations to further prioritize future traffic safety education and
enforcement resources most effectively.

Chapter 5: Post -Crash Care & Emergency Access 1 Page 180

1 This section describes the importance of efficient post-crash medical care with improving the chances of surviving
traffic collisions and provides recommendations to support general emergency vehicle response and evacuation
needs in San Luis Obispo.

Chapter 6: Safer Vehicles 1 Page 193

9 This section discusses the effect of vehicle design on traffic safety outcomes, and what actions the City can support
at the local, state and federal levels to improve safety for both vehicle occupants and others involved in collisions
with vehicles.
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AppendixA T Hi gh Col lision Rate (AHot Spoto) Locations

1 This appendix includes detailed information on street segments and intersections within the City with the highest
collision rates, including | ocations both on and off the

Appendix B i Case Studies of Recently Completed Safety Projects

1 This appendix includes detailed information on case studies of recently completed safety projects to monitor and
evaluate their outcomes.

Appendix C T Vision Zero Resolution (2016)
T The 2016 City Counci l Resolution affirming support for th

Appendix D i Resolution to Adopt the Vision Zero 1 San Luis Ob i s pSafé Streets Action Plan (2026)

1 The 2026 City Council Resolution formally adopting the Vision Zero i San Luis Obispo® Safe Streets Action Plan.



Executive Summary

The City of San Luis Obispo is facing a traffic safety crisis, with 19 community members killed on  city streets between

2020 and 2024 i the highest five-yeartotals i nce t he Ci ty 06s Toeganfofer 20 yeSra dge, g a $harp g r a m
increase from seven deaths in the previous five-year period (2015-2019). While this rise in local traffic fatalities mirrors

similar public health crisis trends seen nationwide in recent years, loss of life is simply not an acceptable recurring outcome

for San Luis Obispo residents and visitors traveling within our city. In fact, the San Luis Obispo City Council formally adopted

t he goal of AViIision Zer o0 i orsefedelinfuries as f redult ofra callgiontistaceptabieoon dityo s s o f
roadways. The Vision Zero i San Luis Obispo& Safe Streets Action Plan lays out the blueprint of priority actions needed to
accomplish this ambitious, yet crucially important goal.

Althought he Ci t y érmfficcSafetyoProgram has successfully reduced the total number of collisions by nearly 60%
over the past two decades, the program has been less effective at preventing the most catastrophic types of collisions i
those that result in severe injury or death. The Vision Zero i San Luis Obispo & Safe Streets Action Plan shifts the focus
to a more proactive iSafe Sy s t e mpmach, with a target of not just reducing overall collisions, and to eliminate the most
severe types of collisions. Rather than singularly faulting road users for mistakes or unsafe behavior, the Vision Zero
viewpoint recognizes the role that the overall road system design plays in reducing collision severity. The premise is that
humans are fallible and will make mistakes, but properly designed streets can help minimize the consequences of these
mistakess o t hat the i mpact of a crash on the human body doesnot

The Safe Systems approach is the method by which Vision Zero is achieved. Adopted by both the U.S. Department of
Transportation and many other state and local organizations, the Safe Systems approach builds and reinforces multiple
layers of protection to both prevent crashes from happening in the first place and minimize the harm caused to those
involved when crashes do occur.



Vision Zero is the goal.
A Safe System is how we get there.

TRADITIONAL APPROACH

Traffic deaths are INEVITABLE
PERFECT human behaviour
Prevent COLLISIONS
INDIVIDUAL responsibility

Saving lives is EXPENSIVE

Source: Vision Zero Network

VISION ZERO

Traffic deaths are PREVENTABLE

Integrate HUMAN FAILING in approach

Prevent FATAL AND SEVERE CRASHES
SYSTEMS approach

Saving lives is NOT EXPENSIVE
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The Safe Systems approach can be organized into five primary
focus areas:

1. Safer Roads: Design the transportation system to
mitigate human mistakes and facilitate safe travel by the N .
most vulnerable users. 2han

2. Safer Speeds: Promote appropriate speeds in all Safe Road
roadway environments through design, speed-limit

setting, education, and enforcement.

Safe
Vehicles

THE
3. Safer People: Encourage responsible driving and SAPPROACH

behavior by those who use our roads.

4. Safer Vehicles: Expand the availability of vehicle
systems and features that help to prevent crashes and
minimize crash severity.

5. Post-Crash Care: Enhance crash survivability through
expedient access to emergency services while creating a
safe working environment for vital first responders.

R 0
“SPONSIBILITY 1S SHARE

Source: Federal Highway Administration

The Action Plan covers each of these focus areas, providing detailed data-driven analysis of current traffic safety trends
and specific recommendations that the City should implement in areas of street design (Safer Roads and Safer Speeds),
education and enforcement (Safer People), Post-Crash Care and Safer Vehicles to reach the goal of zero traffic deaths and
severe injuries on our roadways.
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How this Action Plan Relates to Other Documents

The Vision Zero i San Luis Obispo& Safe Streets Action Plan is a comprehensive safety plan that uses a data-driven
approach to provide detailed recommendations for improving traffic safety. However, it is not intended to stand alone. The
Action Plan integrates research, recommendations from previously adopted local and regional plans, and best practices
from various national safety and street design resources, all with the goal of eliminating traffic fatalities and severe injuries.
While there are several recommendations in the Action Plan that were not identified explicitly in previous city planning

documents, all street improvement and active transportation safety project recommendations in the Action Plan build off
existing adopted City plans as a starting point.

City of San Luis Obispo
Active Transportation Plan
Circulation Element
Specific Plans
Previous Traffic Safety Reports

National Highway Traffic

Safety Administration
(NHTSA)

New Car Assessment Program

(NCAP)

San Luis Obispo Council of
Governments (SLOCOG)

Regional Road Safety Action Plan

VISION

National Association of City )
Transportation Officials 7
(NACTO) sy

Urban Street Design Guide

National Road Safety Guidance
FHWA Traffic Calming Toolbox
FHWA Proven Safety Countermeasures

. . , FHWA Natiogal Roadway Safety
Urban Bikeway Design Guide San Luis ObISpO S Strategy

AASHTO Highway Safety Manual

Safe Streets Action Plan
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Key Findings on Current Traffic Safety Trends
Chapter 2 of this Action Plan includes detailed analysis of existing collision trends in San Luis Obispo, including examination

of where the most severe collisions are occurring, what types of road users have been most disproportionately impacted,
and what types of street characteristics and user behaviors are most directly tied to the most serious traffic safety outcomes.
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Key Takeaways on Citywide Collision Trends:

. Most severe collisions occur on a small number of our streets

1 80% of fatal and severe injury collisions in San Luis Obispo occur on just 11% of San Luis Obispo roadways (the
AHi-lgmj ury Networ ko)

f Multi-lane arterial streets with posted speeds 040 mph make up only 6% of city road miles, but account for 56%
of all fatal crashes.

. Most traffic deaths involve a victim traveling outside of a motor vehicle

1 69% of fatal collisions involve a victim traveling on foot or by bicycle.

1 People traveling by motorcycle or motorized scooter account for 6% of fatal collisions, despite accounting for
only 1% of citywide trips.

. Unhoused community members are disproportionately affected by traffic violence

1 Unhoused persons account for 1% of the citywide population but are involved in 25% of fatal traffic crashes.

. Speed Kills

1 58% of fatal and severe injury collisions, and 81% of fatal collisions, occurred on streets with a speed limit of 35
mph or higher, with prevailing speeds often exceeding the posted limit by 5 to 10 mph.

. Impaired driving is a significant problem

1 1in 4 fatal collisions (25%) involved a person driving under the influence of drugs or alcohol.

. Extra vigilance is needed when traveling at night

1 42% of fatal and severe injury collisions, and 44% of fatal collisions, occur between sunset and sunrise, despite
less than 10% of travel occurring at night on average.

Based on this analysis, the Ci t y 6 siInjuryiNetWwork was identified i this represents the limited number of roadways

where the vast majority of fatal and severe injuries are occurring, and where City safety resources should be prioritized.
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Overarching Vision Zero Goal:

Eliminate traffic -related deaths and severe injuries on City of San Luis Obispo streets by 2030.

Vision Zero i San Luis Obispo & Safe Streets Action Plan Guiding Principles:

1. Implement the priority recommendations identified in the Action Plan with urgency and as expeditiously as
resources will allow.

2. Prioritize act i on sinjuyrNetwornke, th€ ioadwa§ss withl the Highest rates of recent severe
collisions, with a particular focus on  reducing motor vehicle speeding _ and increasing protection for people
walking and bicycling

3. Focus resources on proven engineering solutions that can be implemented rapidly, utilizing lower -cost
Aquibcuki | dO0 materials and t e malze safetybemefitsl ironedigtely avijile alawsg t o
additio nal opportunity for monitoring, refinement, community input and education before making permanent
road design investments.

4. Monitor progress towards the Cityo6s ViAstioroPhn, greviding adaah |
updates on safety statistics and progress on priority Vision Zero projects and programs, and providing
transparent information on collision trends in a format readily available to City leaders, elected officials, and
community members.

The Vision Zero i San Luis Obispo® Safe Streets Action Plan aims to make significant progress towards Vision Zero by

2030, a goal formally adopted by City Council in 2016. Achieving this ambitious, yet crucially important goal within the given
timeframe will be highly dependent on staffing and financial resources.

11
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Summary of Action Plan Recommendations

The tables below summarize the priority recommendations from this Action Plan across the areas of street design (Safer
Roads and Safer Speeds), education and enforcement (Safer People), Post-Crash Care & Emergency Access, and Safer

Vehicles. These recommendations are not listed in order of priority. For additional details, refer to the individual chapters of
this report.

The following table summarizes the priority Systematic (Proactive) Safety Recommendations identified in this Plan i these

are proactive engineering strategies that are not specific to any location or project but should be considered as part of every

City-led street design project and incorporated into City maintenance projects and development-driven circulation
improvements. This list is organized into two sections: ( 1) pol i ci es and planning recommend
overarching transportation policies, and (2) engineering solutions that support safer street design. Please note that these
recommendations are not listed in order of priority, and delivery timelines will be based on various factors, such as
complexity, availability of staffing resources, aeadfinamciadi | abl ¢
planning process.

0o Any street design changes , especially strategies with the emergency siren icon, will be reviewed
ﬂ early in the planning process with  emergency service providers to ensure proposed improvements
do not impede emergency response  or evacuation needs.

Table ES-1: Safer Streets (Engineering) Proactive Safety Recommendations

SAFER STREETS (ENGINEERING) i SYSTEMATIC (PROACTIVE) SAFETY RECOMMENDATIONS:

POLICIES & PLANNING

1 Post-Crash Audit
City Transportation Engineering and SLO PD should meet within 30 days after any fatal collision to assess collision details,
contributing factors, and whether there are any viable opportunities for short-term safety improvements. Consider dedicating
an annual funding amount specifically to support design and implementation of reasonable quick-build safety improvements
where warranted. Any quick-build safety improvements should be advanced as pilot projects, with the intent to evaluate
efficacy after 1-2 years to determine whether improvement should be removed, refined, or recommended for permanent
installation.

12
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Reduce Posted Speed Limits
Evaluate opportunities to reduce posted speed limits where appropriate and consistent with the California Vehicle Code,
including:

a. Recent amendments that allow for 5 mph reductions to posted speeds on designated safety corridors and areas
within proximity of high ped/bike generators.
b. Recent amendments that allow setting 15 mph or 20 mph speed limits in designated school zones.

Supplement any speed limit reductions with measures outlined in Systematic Engineering Solutions Action Item #1 to
increase visibility and community awareness of posted limits. Prioritize street segments on the High Injury Network and
arterials with multiple lanes in each direction and/or existing limits posted at 40 mph or higher.

3 City Engineering Standards
Continue to update and refine the Cityds Engineering St a
practice design guidance that prioritizes lower vehicle speeds (where appropriate), protection of vulnerable road users, and
improved emergency response access.

4 Signal Timing Policy
Adopt a signal timing policy document, including standard procedures for determining left turn signal phasing (i.e.
permissive, protected, flashing yellow arrows, etc.), pedestrian signal timings and lead pedestrian crossing interval use, and
other parameters. Regularly audit signal timings based on latest standards and safety best practices.

5 Crosswalk Policy
Develop a formal City Crosswalk Policy document that aligns with latest industry standards and safety best practices for
where marked crosswalks should or should not be considered, types of design measures recommended for various crossing
contexts, etc.
6 Neighborhood Traffic Management (NTM) Program
«.1_, | Revise the current Neighborhood Traffic Management (NTM) Program Guidelines to streamline data collection, evaluation,
and community engagement processes, enabling more efficient advancement of traffic calming projects while retaining
opportunities for neighborhood input and engagement. Include a streamlined path for city-initiated traffic calming projects on
routes near schools, along neighborhood greenways, near senior living facilities, or areas with a history of crashes.

Historically, the Transportation Division has been able to implement only one to two NTM projects per year, while the current
program has a backlog of more than 30 NTM requests awaiting review or implementation. Updating the guidelines would
improve program efficiency and allow staff to address neighborhood traffic safety concerns in a timelier manner.

In addition, revise the NTM Program guidelines to clarify that physical traffic calming measures on priority emergency

response routes must be carefully evaluated to ensure they do not impede emergency vehicle response times.
7 Safe Routes to Schools Planning

13
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recommended in the Cityéds Active Transportation Pl an,
each K-12 school within the city limits, focusing on strategies that improve safety for vulnerable road users and reduce
barriers to walking and biking to school.
Integrate Safety Improvements into Infrastructure & Development Projects
Leverage opportunities to implement safety improvements as part of larger infrastructure projects such as routine pavement
maintenance or underground utility replacements, and through public/private partnerships as part of land development
projects.
Regional Agency Partner Coordination
Coordinate with regional agency partners, such as Caltrans and San Luis Obispo County, to implement transportation safety
projects where state and county roads and intersections overlap or interface with city facilities.

SAFER STREETS (ENGINEERING) 1 SYSTEMATIC (PROACTIVE) SAFETY RECOMMENDATIONS:
SYSTEMATIC ENGINEERING SOLUTIONS

Improve Visibility and Awareness of Posted Speed Limits
Install speed feedback signs and additional speed limit signs and markings to increase awareness of posted speed limits to
address illegal speeding.

Implement Traffic Calming Measures

a. Consider striping changes to narrow vehicle lanes and reduce number of traffic lanes where capacity far exceeds
demand, where feasible and including review and input from emergency services.

b. Install curb extensions and bulb outs at intersections with large pedestrian crossing distances or high vehicle turning
speeds.

c. Install raised medians to consolidate left-turns and restrict minor street movements where appropriate.

d. Install radar speed feedback signs on high-speed arterial and collector streets.

e. Explore addition of physical traffic calming elements on streets with high collision rates, history of high speeds, and near
concentrations of vulnerable road users (i.e. schools, parks, senior living facilities, priority ATP corridors). Consider use
of speed humps, speed tables/raised crosswalks, speed cushions (on priority emergency response and transit corridors)
and neighborhood traffic circles at appropriate locations and including review and input from emergency service
providers.

14
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Bicyclist Safety Recommendations

a.
b.

c.
d.

e.

f.

Evaluate the feasibility of bicycle left turn boxes at high-speed signalized intersections.

Install protected bike lanes (including review and input from emergency services), shared use paths, and buffered bike

| anes pursuant to the Cityobés Active Transportation Pl a
Install green pavement markings and warning signage where bike lanes cross high-traffic driveways and intersections.
Explore bicyclist crossing improvements, such as dedicated bicycle signals, and high-visibility crossings with flashing
beacon systems, when appropriate, on high-speed streets with roadway sections that have a long distances between
controlled crossing opportunities and/or high levels of bicycle crossing demand.

Il nstall A WRONG WAYO bicycle | ane signage at | ocations
cyclists and where opportunities to provide two-way bicycle access are not appropriate/feasible.

Install right/left turn yield to bikes signage when appropriate.

Pedestrian Safety Recommendations

a.
b.

oo

SQ ™o

Install high-vis crosswalks at all marked crosswalks and advance limit lines at stop signs and signalized intersections.
Explore pedestrian crossing improvements, such as traffic signals or Pedestrian Hybrid Beacons (PHBs) when
appropriate, on high-speed streets with roadway sections that have a limited presence of controlled intersection
crossings for large distances.
Enhance unsignalized crosswalks with Rectangular Rapid Flashing Beacons (RRFBs) with median refuge islands.
Install sighage to discourage crossings at locations with a history of illegal/unsafe pedestrian behavior and explore
opportunities to install alternative facilities at nearby locations.
Evaluate right-turn on red blank out signs or restrictions at signalized intersections.
Implement leading pedestrian intervals (LPIs) at signalized intersections.
Install right/left turn yield to peds signage when appropriate.
Reduce conflicts between right-turning vehicles and pedestrians by exploring potential to remove existing slip free right-
turn lanes by tightening corner radii or signalizing right-turn movements. Potential candidate locations include the
following intersections:
i. Foothill/Chorro

ii. California US 101 NB ramps

iii. Tank Farm/Higuera

iv. LOVR/Calle Joaquin

v. Madonna/Higuera

vi. California/Marsh

Traffic Signal Recommendations

a.

Improve traffic signal visibility by:
i. Installing high visibility signal backplates with retroreflective borders.
ii. Upgrading traffic signals to add mast arm signal heads over the roadway, where needed.
i.h. Upgrading any existing 80 traffic signal heads to 12

15
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InstallR10-15 A Turning Vehicles Yield to Pedestrianso signs
phase.
c. Evaluate potential to convert traffic signal configurations to protected only left turn signal phasing on high speed/volume
roadways.
d. Explore red clearance extension feasibility (radar detection predicts vehicles likely to run red light, extends all red time).
e. Explore signal timing progression to stop/slow traffic.
6 Intersection Daylighting
Evaluate sight distance at unsignalized intersections and crosswalks (marked and unmarked). Implement minor parking
restrictions and trim vegetation as needed. Prioritize routes near schools, parks and senior living, along neighborhood
greenway routes, and locations with crash history.
7 Safety Lighting
Install additional streetlighting where existing lighting does not meet current City Standards. Prioritize lighting at intersections
and locations with trends of evening collisions and higher pedestrian/bicycle activity.

8 Roundabouts
Where feasible, continue to implement the Cityds adopt dad
intersection control option where traffic signals or all-way stops would otherwise be considered. Commission a study to
evaluate the feasibility of converting existing high crash rate signalized and unsignalized intersections into roundabouts and
considerations for quick-build roundabout pilot projects using low-cost/temporary materials.

9 Alternative Low -Stress Bicycle Routes
Advance wayfinding, guide signage and community awareness messaging to highlight existing low-stress bicycle routes that
run parallel to higher-speed arterial streets, particularly those on the High Injury Network. Additionally, prioritize
implementation of new low-stress bicycle facilities identified in the ATP that provide parallel routes to high traffic
volume/speed corridors, as resources allow. See Figure 19 for priority existing and future parallel low-stress bikeways.

10 Access Management
Pursuant with the Cityés Engineering Standards, pursue o
particularly on streets with operating speeds over 30 mph, limiting left-turn access to/from major streets to controlled
intersections, consolidating and relocating driveways to lower-traffic side streets, and limiting access within the functional
areas of intersections.

The following table highlights priority engineering recommen
the roadways with the highest rates of recent severe collisions. These are the locations where the City should focus the
most attention on safety improvements.
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Recommended strategies include preliminary estimates of implementation difficulty, considering project complexity, cost,
right-of-way constraints, and coordination needs (e.qg., utility relocation, Caltrans or Union Pacific Railroad right-of-way). The

timing and delivery of these recommendations will depend largely on the availability of staffing and funding resources.
Prioritization and funding of p fyea| fimandias plamning processcandumay dlsb beo u g h t
influenced by opportunities for external grant funding and, where feasible, public/private partnerships associated with private

development.

All recommendations are conceptual and subject to further study. Proposed street design changes will be reviewed with
emergency service providers to ensure they do not impede emergency response or evacuation needs. As a result of this
review, some strategies may be modified or determined infeasible. Additional information on emergency access, post-crash
care, and the evaluation process is provided in the Post-Crash Care & Emergency Access Chapter of this plan.

o Any street design changes , especially strategies with the emergency siren icon, will be reviewed
ﬂ early in the planning process with ~ emergency service providers to ensure proposed improvements
do not impede emergency response  or evacuation needs.

Table ES-2: High Injury Network Engineering Recommendations

Broad Street (Upham to Southern City Limit ) Recommendation s Difficulty
1. 4. Complete preparation of a Complete Street Corridor Plan for South Broad Street to further evaluate and
define infrastructure improvement recommendations, potential costs, and prioritization/phasing for safety B0
improvements. (This action is planned to begin in 2026).
2. Install radar speed feedback signs, additional speed limit signs and other strategies such as speed limit
pavement markings to increase visibility and awareness of posted speed limits. Explore potential to reduce [ ||
posted speed limits, where supported per the California Vehicle Code and applicable engineering standards.
3. Upgrade traffic signals along the corridor to include high-visibility traffic signal backplates to discourage red
light running, ADA-compliant pedestrian signals with countdown timers, and emergency vehicle preemption mCOd
equipment.
4., Restrict parking and trim vegetation to intersectionsf or fidayl i ghti ngd pur pos-es B0
of-sight.
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5. ﬂ Restripe South Broad Street, with potential to narrow travel lane widths, add high-visibility crosswalk
markings, advanced stop lines, and install buffered and/or protected on-street bike lanes to provide physical
separation between bicyclists and motor vehicles. Install green bike lane markings at intersection and BCO
driveway conflict areas and add pedestrian and bicycle warning signage at conflict points, where
appropriate.
6. ﬂ Pursue future reconstruction of Broad Street to provide corner bulbouts, wider sidewalks, sidewalk-level
protected bike lanes and continuous elevated sidewalks across side streets at intersections, additional EEE
safety lighting and mid-block pedestrian-s cal e |1 i ghti ng, and figreen stre
street trees, drainage and stormwater improvements where feasible.
7. ﬂ Explore installation of right-turn on red restrictions at the Broad/South intersection and other signalized
intersections along Broad St. with a history of pedestrian collisions and/or reports/observations of regular B0
close calls between vehicles and pedestrians.
8. I Evaluate opportunities to improve bicycle crossings and reduce conflicts between turning vehicles and
bicycles at signalized intersections. Design strategies may include addition of bike boxes, bicycle signals or
protected intersection designs. Based on crash history and community input, the Broad/South intersection
should be considered as a priority candidate for these design measures, with careful review of potential
impacts to emergency access to/from Fire Station 1. 1 Im

Note: Consistent with City Engineering Standards and Active Transportation Plan Design Guidelines,
roundabouts should be considered as a first priority where new traffic signals are considered or where major
intersection reconstructions are planned. Where roundabouts are infeasible or not appropriate, bicycle
protected intersections should be the next design priority at signalized intersections on primary bike routes.
9. ﬂ Evaluate installation of raised medians to consolidate left-turns and restrict minor street movements where
appropriate, particularly between Upham and Orcutt, and between Tank Farm and Farmhouse Ln.
Implement left-turn restrictions at other unsignalized intersections and driveways with a history of collisions, EEC
and/or where recommended in accordance with the City's Engineering Standards and Access Management
Guidelines. The Broad/Aerovista and Broad/Branch intersections should be priority candidates for left-turn
restrictions based on crash history.
10. EL Evaluate warrants for traffic signal installation on Broad between South and Rockview and between Tank
Farm and Aero to enhance pedestrian and bicyclist connectivity and safety for vehicle left turns to/from 1 Im
Broad Street. Monitor warrants to explore the potential conversion of existing Broad/Woodbridge Pedestrian
Hybrid Beacon to full traffic signal.

11. ﬂ Pursue construction of a roundabout or traffic signal at Broad/Farmhouse, as recommended in EEE
SLOCOG/ SLO Countybés Highway 227 Corridor Study.
12. Pursue completing sidewalk gaps on Broad Street, particularly on west side between Rockview and EEE

Industrial and between Industrial and Tank Farm, and both sides of the street between Aero and Farmhouse



13.

14.

o

1.
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Ln. Explore opportunities to coordinate with SLO County, SLOCOG and Caltrans to advance the planned
Edna Valley Trail shared-use path from the southern City Limits south to Los Ranchos Drive, improving
connectivity to/from Los Rancho Elementary.

Increase awareness of existing low-stress bicycle/pedestrian routes parallel to Broad Street, including Emily
Street and Victoria Avenue, as shown in Figure 19, through additional guide signage and public education.
Implement new low-stress bicycle/pedestrian routes parallel to Broad Street, including the planned Railroad
Safety Trail on the west side of the UPRR tracks between High Street and McMillan Avenue, as identified in
the ATP and shown in Figure 19. A portion of this Railroad Safety Trail segment is anticipated to be
constructed with LOSSAN rail facility project.

California Boulevard/San Luis Drive (Foothill to Johnson) Recommendations
Initiate a Complete Street Corridor Plan for the California Blvd. and San Luis Dr. HIN corridor, which may
also include portions of Johnson Avenue and other nearby streets near SLO High School to capture the
larger Safe Routes to School circulation needs in this vicinity. The plan will provide more analysis and
community input to guide more detailed infrastructure recommendations, cost estimates and priority/phasing
for safety improvements.
Install radar speed feedback signs, additional speed limit signs and other strategies such as speed limit
pavement markings to increase visibility and awareness of posted speed limits. Explore potential to reduce

posted speed limits, where supported per the California Vehicle Code and applicable engineering standards.

Restripe California Blvd., with potential to narrow travel lane widths, add high-visibility crosswalk markings,
advanced stop lines, install buffered and/or protected on-street bike lanes. Consider eliminating the second
northbound traffic lane between Taft and Hathway and the northbound right-turn slip lane onto Hathway.
Install green bike lane markings at intersection and driveway conflict areas and add pedestrian and bicycle
warning signage at conflict points, where appropriate.
Upgrade traffic signals along the corridor to include high-visibility traffic signal backplates to discourage red
light running, ADA-compliant pedestrian signals with countdown timers, and emergency vehicle preemption
equipment.
Implement planned improvements on San Luis Drive between California and Johnson as part of the 2026
Paving Project, which include:

a. Install buffered bike lanes and increase bikeway widths, where street widths allow.

b. Install high-visibility crosswalks and pedestrian crossing warning signage.

c. Install green bike lane markings and warning signage at intersection and driveway conflict areas.

Provide additional markings and design elements to discourage illegal parking in bike lanes.
d. Install bicycle turn box on San Luis Drive at intersection with Johnson Avenue.
e. Adjust auto lane widths to discourage illegal speeding.

W0

mon

W0

W0

W0

mon

f. I nstall red curb paint to fidaylighto intersect
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Explore feasibility of future improvements on San Luis Drive, which may include protected bike

lanes/shared-use paths, new sidewalks on the west side of the street, physical traffic calming elements, and 1 .
enhanced pedestrian/bicycle crossings between California and Johnson.

7. Restrict parkingandt r i m v e g aaylghtdintersectioms ari driveways to improve minor street sight B
distance along the full corridor.

8. ﬂL Evaluate the potential for an enhanced pedestrian/bicycle crossing on California between Foothill and Taft,
which may include potential for curb extensions, a center median refuge, hi-vis crosswalk markings, and HEC
RRFB beacon system or Pedestrian Hybrid Beacon.

9. Pursue installation of bicycle turn boxes at signalized intersections, where feasible, to eliminate the need for WO
cyclists to merge across high-speed traffic lanes when making left turns.

10. Continue to pursue the construction of a roundabout as planned for the intersection of California/Taft,
including RRFB beacons at roundabout crosswalks and additional design considerations for mid-block [ 1 | |
pedestrian safety on Taft St between California and the US 101 SB Ramps.

11. ﬂ Pursue intersection upgrades, such as a roundabout or traffic signal at the California/US 101 NB Ramps EEE

intersection, as recommended in City General Plan and Active Transportation Plan.

12. ﬂL Pursue intersection upgrades at California/San Luis Drive, as recommended in City General Plan and Active
Transportation Plan, as well as at the San Luis Drive/SLO High Main Driveway to improve traffic operations EEE
and safety for all road users. Explore viability of roundabout or traffic signal control as potential intersection
configurations.

13. ﬂ Consider opportunities to improve Marsh/California intersection as part of California/San Luis Drive
intersection design, including potential -fumrestrittiors! NN
to/from Marsh Street.

14. EL Pursue future reconstruction of California Blvd between Monterey and San Luis Drive to provide sidewalk- EEE
level protected bike lanes and continuous elevated sidewalks across side streets at intersections.

15. Increase awareness of existing low-stress bicycle and pedestrian routes parallel to California Blvd, such as
the Railroad Safety Trail from Cal Poly to Mill, as shown in Figure 19, through additional guide signage and B0
public education.

16. Implement new low-stress bicycle and pedestrian routes parallel to California Blvd, including the planned 1 Im
Pepper Street Bikeway Improvements from Mill to Marsh, as identified in the ATP and shown in Figure 19.

1. Install R10-1 5 A Tur ni ng Vehi cl es Yandcbndidetrright tBre aheed prohibitonssatd s B0
signalized intersections with a history of pedestrian collisions.

2. ﬂ. Evaluate potenti al f osignalphapeattte Choro/Momerefi intersectionbdoresider
additional #fAgatewayodo treatments at this intersect M
pavement treatments.
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3. ﬂ Conduct a sight distance evaluation at Chorro/Mill and assess the feasibility of installing higher visibility stop
signs, vegetation trimming, and lighting enhancements to improve visibility. Consider installing speed humps [ |||
or other traffic calming measures on Mill Street approaching the stop signs at Chorro.

4. Install high-visibility signal backplates with retroreflective borders, ADA-compliant pedestrian signals, and
emergency vehicle preemption equipment at all signalized intersections along Chorro Street. The B0
Chorro/Palm intersection currently lacks any pedestrian signal equipment.

5. Upgrade the Chorro/Palm, Chorro/Higuera and Chorro/Marsh traffic signals to add mast arm signal heads
over Chorro Street and Higuera Street approaches and evaluate feasibility of a protected left-turn phases 1 Im
from Chorro to Higuera and Marsh Streets to reduce/eliminate conflicts between left-turning vehicles and
pedestrians.

6. Increase awareness of existing low-stress bicycle and pedestrian routes parallel to Chorro, specifically the
Morro neighborhood greenway, as shown in Figure 19, through additional guide signage and public mCO
education.

Foothill Boulevard (Western City Limit to California Boulevard) Difficulty

1. EL Complete preparation of the in-progress Foothill Complete Streets Plan, which will include additional
analysis to guide specific infrastructure improvements, cost estimates, and priorities/phasing for safety
improvements. Begin implementation of corridor plan recommendations as funding allows, which may
include features such as:

a. Restripe Foothill Blvd. to provide narrower vehicle lanes (where appropriate), addition of hi-vis
crosswalk markings, advanced limit line stripes, and potential for buffered and/or protected bike lanes
along the full corridor between western City Limits and California Blvd.

b. Install green bike lane conflict markings and warning signs at driveways and intersections with a
history of conflicts between turning vehicles and pedestrians/bicycles.

c. Potential to convert eastbound/westbound left turns to protected only phasing at the W0
Foothill/Chorro/Broad and Foothill/Patricia signalized intersections.

d. Evaluate the feasibility of a Pedestrian Hybrid Beacon or signalized intersection crossing at the
Foothill/Casa intersection.

e. Potential to convert the Foothill/Ferrini Pedestrian Hybrid Beacon to a full traffic signal, or consider
eliminating left turn movements to/from Ferrini Rd.

f. Install radar speed feedback signs along the corridor, increase visibility of speed limits signs, and
reduce posted limits where feasible.

g. Consider installation of a raised center median on Foothill between Ferrini and City Limits.

h. Upgrade street lighting to current City Engineering Standards. Install pedestrian-scale lighting mid-
block.
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i. Pursue intersection geometric modifications, potential right-turn on red restrictions and lead
pedestrian/bicycle crossing intervals to the Foothill/Santa Rosa intersection to reduce crossing
distance and exposure for pedestrians and bicycles crossing Santa Rosa Street (State Route 1).
j. Install hi-visibility traffic signal backplates at all signalized intersections.
2. ﬂ Implement planned improvements currently in final design as part of the California/Foothill Rail Crossing and
Intersection Improvement Project, which includes:
a. Addition of hi-vis crosswalks, a diagonal crossing and pedestrian/bicycle allway fA s cr a mb |
phase.
b. Prohibitrightt ur ns on red for all vehicle approaches BERC
c. Add hi-visibility signal backplates.
d. Install improvements to railroad crossing gates, including pedestrian/bicycle gates and pre-signal,
which holds eastbound drivers at a red light upstream from the rail crossing ahead of a train crossing
event.
3. Consider installing signage to discourage wrong-way bicycle riding and pedestrian crossings at locations
along the corridor with a history of illegal/unsafe behavior by cyclists and pedestrians and explore - Imm
opportunities to install alternative facilities at nearby locations.

4, EL Explore future potential to reconstruct Foothill Blvd to provide wider sidewalks, parkway with street trees,
sidewalk-level protected bike lanes, continuous raised sidewalks through side street intersections, and

narrower roadway width, where feasible, to reduce illegal speeding and improve safety for vulnerable road HEEN
users.
5. Increase awareness of existing low-stress bicycle and pedestrian routes parallel to Foothill Blvd, such as the
Cerro Romauldo Greenway to the north and the Ramona/Murray/Casa route to the south, as shown in [ mm
Figure 19, through additional guide signage and public education.
6. Explore potential to implement new low-stress bicycle and pedestrian routes parallel to Foothill, including a
potential future pedestrian/bicycle connection between Ferrini and Boysen as identified in the ATP and
shown in Figure 19. See Santa Rosa Street HIN recommendations for Santa Rosa/Boysen crossing HER
recommendations.
Grand Avenue (Slack to Monterey) Recommendations Difficulty
1. Install radar speed feedback signs, additional speed limit signs and other strategies such as speed limit
pavement markings to increase visibility and awareness of posted speed limits. Explore potential to reduce B0

posted speed limits, where supported per the California Vehicle Code and applicable engineering standards.
2. ﬂ Based on Grand Avenue Complete Street pilot project monitoring results and community input, pursue future 1 I
implementation of permanent complete street improvements such as:
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Retain the five-lane to three-lane road reconfiguration for portions of Grand between Monterey and
Slack Street, if supported by City emergency services.

Buffered and protected bike lanes and green bike lane markings through conflict areas.

Hi-visibility pedestrian crosswalks.

Consider installing bus boarding platforms, with bikeways aligned behind the bus boarding area per
NACTO Guidelines, to reduce conflicts between bicyclists and buses.

More permanent turn restrictions at Grand/Loomis, such as addition of concrete center medians
and/ or HApor k c h.Epaluateinstallatioreof additianaliracsed medians or left-turn
restrictions at additional minor street intersections if broadside collision trends continue following pilot
complete street improvements.

Pedestrian crossing enhancements, including corner bulbouts, sidewalk widening, median refuges,
and centerline hardening where appropriate.

Consider upgrading existing RRFB crossing to a Pedestrian Hybrid Beacon at Grand/McCollum.

3. ﬂ Pursue intersection upgrades at the Grand/Loomis/US 101 and Grand/Slack intersections, which could
include roundabout or signal control. If signalization is recommended, explore implementing protected [ 1] |
intersectond esi gn features consistent with the Cityé6s

4, Upgrade street lighting to current City Engineering Standards and consider pedestrian-scale lighting mid- EEC
block between intersections.

5. Improve pedestrian facilities within Grand Ave undercrossing under US 101, which could include widened 1 Im
sidewalks, elevated protected bike lanes, lighting and public artwork.

6. Install hi-visibility traffic signal backplates and consider converting southbound left turns to protected only
signal phasing at Grand Ave/US 101 NB Ramps/Abbott St if pattern of broadside collisions continues [ |m]m
beyond pilot complete street project.

7. EL Consider extending protected bike lanes on the full Grand Ave corridor from Monterey to Slack, as identified 1 Im
in ATP (Tier 2 Project). Requires on-street parking removal and further community outreach.

Higuera Street (Marsh to South ern City Limit) Difficulty

1. ﬂ Implement the improvements planned as part of the Higuera Complete Street Project, which include:

a.

b.

C.

Addition of buffered and protected bike lanes along the full Higuera corridor between Marsh and Los

Osos Valley Road.

Addition of dashed lane extension markings for the dual eastbound-to-northbound left turn

movements at Higuera/Los Osos Valley Road. BER[C]
Potential installation of bicycle signal phases to separate bicycle movements from conflicting right-

turning vehicles at Higuera/Madonna and Higuera/Los Osos Valley Road.

Conversion of the northbound left turn phase at Higuera/Los Osos Valley Road to protected only

phasing.
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e. Install hi-visibility crosswalks at all marked pedestrian crossings, green bike lane markings and
warning signs at intersections and driveways with history of bicycle and pedestrian collisions.
Install bike left turn boxes at signalized intersections to allow cyclists to make left-turns from Higuera
without merging across multiple high-speed traffic lanes.
Close Walker Street at Higuera, eliminated confusing/skewed intersection at Higuera/Walker/Pacific
Street.
Install a signalized intersection at Higuera/Elks.
Install a marked crosswalk and RRFB beacon system at the Higuera/Pacific intersection.
Implement a four-lane to three-lane road reconfiguration on Higuera from north of Margarita to just
south of Bridge St.
k. Install hi-visibility signal backplates, ADA-compliant pedestrian signals, and emergency vehicle
preemption equipment at all city-owned signalized intersections along corridor.
I. Addition of radar speed feedback signs on Higuera St.
2. ﬂ Implement the improvements planned as part of the Prado Creek Bridge Replacement Project, including:
a. Reconstruction of the Higuera/Prado intersection with additional turning movement capacity, ADA-
compliant sidewalks and bicycle protected intersection features.
b. Addition of hi-vis crosswalk markings and green bikeway conflict markings, as well as ADA-compliant
pedestrian signals and curb ramps.
c. All left-turn movements converted to protected only left turn phasing. HEER
d. Install hi-visibility traffic signal backplates.
e. Addition of sidewalks and protected bike lanes on west leg of intersection (on Prado across creek
bridge).
f. Addition of protected bike lanes on Prado east of Higuera Street.
g. Additional streetlighting illuminating crosswalks and sidewalks.

-

s @

3. Implement the improvements currently in design to complete the sidewalk gap and widen the paved EEE
shoulder/bike lane on the east side of Higuera St between Chumash and Fontana

4, Consider installing signage to discourage wrong-way bicycle riding and pedestrian crossings at locations
along the corridor with a history of illegal/unsafe behavior by cyclists and pedestrians, and explore B0
opportunities to install alternative facilities at nearby locations.

5. Il nstall protected only |l eft turn signal phasing f

Turning Vehicl es Yi e lodtsigndortBe norhoolne riglit turn Bifuerd dpproash at the mCC
Suburban intersection (Planned for implementation first half of 2026).

6. Evaluate conversion to protected only left turn signal phasing for the Higuera St approaches at the EmO0
intersections with High/Pismo/Bianchi, and Margarita.
7. 5. Pursue future intersection improvement project at Higuera/Suburban to address northbound right-turn vs. EEE

bicycle right-hook collision trend. Potential solutions include widening to provide width for a northbound right-
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turn pocket, which would allow for bike lane channelization to the left of the turn lane, protected/setback
intersection corner design, and/or addition of a bicycle signal phase.
8. Evaluate potential for additional upstream driver guide signage/markings to indicate the correct traffic lane to
use approaching the Higuera/Madonna and Higuera/South St intersections.
9. ﬂ Explore installation of a raised center median to limit left turn access and potential for broadside collisions at
mid-block driveways, as appropriate, and where supported by local emergency services.
10. I Pursue future reconstruction of Higuera Street to provide sidewalk-level protected bike lanes and continuous
elevated sidewalks across side streets at intersections, where feasible.
11. ﬂ Explore the following street realignments as proposed in the General Plan Circulation Element and Mid
Higuera Enhancement Plan to improve undesirable intersection offsets and spacing:
a. Realign Madonna Road to intersection with Higuera further away from South St (likely further south
at Bridge Street) with a new signal or roundabout intersection.
b. Realign Bianchi Road further south to align opposite of High St.

12. Increase awareness of existing low-stress bicycle and pedestrian routes parallel to Higuera, specifically the
Bob Jones Trail from Prado to LOVR, as shown in Figure 19, through additional guide signage and public
education.

13. Implement low-stress bicycle and pedestrian routes parallel to Higuera, including the planned bikeway

connection between Tank Farm and Prado to the east of Higuera (partially following Innovation Way), as
identified in the ATP and shown in Figure 19.

moo
] |u
HEN

MO0

Los Osos Valley Road (Western City Limit to Higuera) Recommendations Difficulty

1. ﬂ Implement the transportation improvements planned along LOVR as required mitigation measures and
conditions of approval of the Froom Ranch Specific Plan development project, which include:
a. Installation of protected bike lanes on portions of LOVR between Diablo and S. Higuera.
b. Construction of a signalized intersection at LOVR/Auto Park, with bicycle protected intersection
features, protected left turn phasing, hi-visibility crosswalks, and median pedestrian refuges.
c. Construction of sidewalks and streetlighting on the west side of LOVR between Froom Ranch Way
and Calle Joaquin.
d. Install a raised landscaped median on LOVR between Auto Park and Calle Joaquin.

2. I Explore implementing traffic calming measures on LOVR to reduce unsafe vehicle speeds, such as speed
feedback signage (between Froom Ranch and Calle Joaquin) and striping changes to narrow vehicle lanes,
where feasible.

3. Install high-vis crosswalks at all marked crosswalks and advance limit lines at stop signs and signalized
intersections to encourage drivers to stop ahead of crosswalk and watch for pedestrians.

4, Install green bike lane markings and warning signage at intersection and driveway conflict areas with history
of vehicle vs. bicycle collisions.

] |u

W0

__|EIN
__|EIN
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Install modified R10-1 5 A Tur ni ng V Pddestidne&BiYkieesiod stiogn f or east B0

vehicles at the US 101 SB Ramps intersection.
6. ﬂ Explore feasibility of a dedicated bicycle signal phase to separate SB right-turning traffic from SB bicyclists at

the US 101 SB Ramps intersection. This requires Caltrans coordination and would likely create policy [ 1 | |
deficiency per Citgshodds. LOS & queueing thr

7. ﬂ Install a separated northbound bikeway or shared-use path on LOVR between Madonna and Oceanaire. EEE

8. Jl Pursue installation of a Class | path on the east side of LOVR between Descanso and Laguna as EEE
recommended in the ATP.

9. Evaluate the feasibility of installing a signalized pedestrian crossing or Pedestrian Hybrid Beacon (PHB) at 1 Im
LOVR/Diablo, LOVR/Prefumo, and LOVR/Oceanaire as recommended in the ATP.

10. Evaluate the feasibility of bicycle left turn boxes at signalized intersections to eliminate need for bicycles to B0
merge across high-speed traffic lanes when making left-turns from LOVR.

11. Consider installing signage to discourage wrong-way bicycle riding and pedestrian crossings at locations
along the corridor with a history of illegal/unsafe behavior by cyclists and pedestrians, and explore B0
opportunities to install alternative facilities at nearby locations.

12. Convert traffic signal configuration to protected only left turn phasing for the LOVR approaches at
LOVR/Royal and LOVR/Descanso intersections, and explore potential to install a signalized pedestrian B0
crossing at remaining legs of LOVR/Royal intersection.

13. Evaluate potential for left turn restrictions at unsignalized side streets on LOVR, such as at LOVR/Diablo,
LOVR/Prefumo Canyon, LOVR/Oceanaire, LOVR/Los Verdes (if alternative access can be provided to HBE
nearby signalized intersection).

14. Pursue extension of Bob Jones Trail between LOVR and Octagon Barn, including measures to improve EEE
connectivity to/from the existing Bob Jone Trail terminus.

15. ﬂ. Explore installation of right-turn on red restrictions (permanent or using illuminated signs during pedestrian EmO0
crossing intervals) at the LOVR/Madonna intersection and other signalized intersections along LOVR.

16. Install high visibility signal backplates with retroreflective borders to reduce rear-end collisions by increasing EmO0O

awareness of the signal heads and vehicles responding to the signals.

Madonna Road (Oceanaire to Higuera) Recommendations Difficulty

1. ﬂ Further evaluate the concepts for separated bikeways or shared-use path along Madonna between Higuera EEE
and US 101 that were reviewed as part of Higuera Complete Street project.
2. ﬂ Implement the improvements planned for Madonna Rd as part of the Higuera Complete Street Project,
which includes:
a. Addition of buffered and protected bike lanes and green bikeway conflict markings along Madonna B0
Road between the US 101 SB Ramps and Higuera Street. (Protected bikeways not currently feasible
between US 101 SB and NB Ramps).
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b. Install hi-vis crosswalks and hi-vis signal backplates at each signalized intersection on Madonna
between US 101 SB Ramps and Higuera St.

Install radar speed feedback signs and additional speed limits signs on Madonna Road between Higuera St

and Los Osos Valley Rd.

Install high visibility signal backplates with retroreflective borders to reduce rear-end collisions by increasing

awareness of the signal heads and vehicles responding to the signals.

Evaluate the feasibility of eliminating the third westbound traffic lane on Madonna between US 101 SB

Ramps and Dalidio Dr or converting the third westbound lane from a thru lane to a right-turn and

acceleration only lane to reduce illegal speeding and allow increased opportunity for vehicles entering/exiting

driveways to reduce speed and yield to conflicting peds/bikes.

Explore installation of raised vertical elements, such as concrete median and/or flex posts to physically

restrict illegal left-turns out of the side street driveways at Madonna Plaza (south side) and Best

Western/IHOP (north side).

ﬂ. Evaluate potential to restrict westbound left-turns from Madonna to unsignalized Madonna Plaza driveway or

installation of a half traffic signal providing a signalized left-turn phase from westbound Madonna to the
Madonna Plaza driveway.

Install additional guide sighage and pavement markings upstream of the Madonna/US 101 NB Ramps
intersection to help drivers align in the correct traffic lane and reduce unsafe lane changes.

Consider installing signage and other measures as appropriate to discourage wrong way bicycle riding on
the south side of Madonna Road near US 101 SB Ramps and Madonna Plaza Shopping Center. Install
signage to discourage pedestrian crossings mid-block on Madonna Rd between the US 101 SB Ramps and
Dalidio Dr.

Explore installation of right-turn on red restrictions at each intersection along Madonna Rd.

'rv- Explore installation of a raised center median on Madonna Rd west of Dalidio Dr.

Explore reconfiguration of the Madonna/Oceanaire intersection to simplify the number of access points and
signal phases, reduce crossing distance/exposure for pedestrians crossing Madonna Rd, and improve
access for bicycles crossing from terminus of Madonna Rd bike path to Oceanaire south of the intersection.
Increase awareness of existing low-stress bicycle and pedestrian routes parallel to Madonna, including the
Madonna Shared-Use Path from the Madonna Inn to Oceanaire, Oceanaire Neighborhood Greenway to the
north, and Dalidio and Froom Ranch Way Shared-Use Paths to the south, as shown in Figure 19, through
additional guide signage and public education.

Implement low-stress bicycle and pedestrian routes parallel to Madonna, specifically the completion of the
connection from the Madonna Shared-Use Path to the Higuera/Marsh intersection through the Cerro San
Luis trailhead and Marsh/US 101 undercrossing, as identified in the ATP and shown in Figure 19.
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Monterey Street (Santa Rosa to Buena Vista) Recommendations Difficulty

1. Install radar speed feedback signs, additional speed limit signs, and hi-visibility traffic signal backplates to B0
address illegal speeding and red light violations along corridor.

2. Install hi-visibility crosswalk markings andgreen-b acked shared | ane markings B0
Monterey St between California at Buena Vista.

3. Implement the following traffic signal modifications at the Monterey/Grand intersection:

a. Convert northbound approach to protected only left-turn phasing.

b. Convert eastbound/ westbound Grand Ave and Andr B0
configuration.

c. Install ADA-compliant pedestrian signals

d. Install bicycle detection at westbound Andrews St approach.

4. Evaluate potential for protected only left-turn signal phasing on Monterey Street at the Monterey/Johnson B0
and Monterey/California intersections.

5. InstalR10-15 ATurning Vehicles Yield to Pedestrianso s mOO
California that occur during a pedestrian phase.

6. Support implementation of the intersection safety improvements planned at the Monterey/California
intersection as part of the 1422 Monterey St deve HMOO:
TURN YI ELD TO BI CYCLESO i | | dwestbound Galfornga Blgdragprofices. e a s

7. Explore future upgrades to California/Monterey intersection to address congestion and turning conflicts
between vehicles and bicyclists, which could include potential intersection widening for dedicated right-turn EEE

lanes and/or protected intersection corners, and potential signal modifications to provide dedicated
bicycle/pedestrian crossing signal phases with no conflicting vehicle movements.

8. Install high visibility signal backplates with retroreflective borders to reduce rear-end collisions by increasing B0
awareness of the signal heads and vehicles responding to the signals.
9. Evaluate sight distance at unsignalized intersections along Monterey St and implement minor parking
restrictions and vegetation trimming as needed to improve intersection and pedestrian crossing visibility. moo
10. Increase awareness of existing low-stress bicycle and pedestrian routes that run parallel to Monterey, such
as Mill to the north and Marsh to the south, as shown in Figure 19, through additional guide signage and B0

public education.

Santa Rosa Street (Highland to Marsh) Recommendations Difficulty

1. Initiate focused corridor planning efforts and develop preliminary concept designs for the Santa Rosa HIN B
corridor.
2. Install additional radar speed feedback signs, speed limit signs, and high visibility signal backplates with EmO0O

retroreflective borders to discourage illegal speeding and reduce rear-end collisions and red light violations.
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Install high-vis crosswalks at all marked crosswalks and advance limit lines at stop signs and signalized EmO0
intersections to encourage drivers to stop ahead of crosswalk and watch for pedestrians.
4, ﬂ Pursue right-turn on red restrictions at all signalized intersections on corridor with history of pedestrian B0
collisions and reports/observations of right-turning traffic failing to yield to pedestrians.
5. Install green bike lane markings and warning signage at intersection and driveway conflict areas. | ||
6 Evaluate the feasibility of bicycle left turn boxes at signalized intersections to eliminate need for bicycles to imlm
merge across high-speed traffic lanes when making left-turns from Santa Rosa.
ﬂ Evaluate potential to install raised medians between Murray and Olive to consolidate left-turns to/from side 1 Im
street intersections.
8. ,EL Evaluate potential for enhanced crosswalks with signalized or flashing beacon crossings to facilitate 1 Im
pedestrian crossings at Santa Rosa/Oak and/or Santa Rosa/Montalban intersections.
ﬂ Explore installation of a raised median at Santa Rosa/Boysen to restrict northbound and southbound left
turns and serve as a refuge for bicycle/pedestrian crossings. Consider widening sidewalk on west side of 1 Im
Santa Rosa and removing existing southbound right-turn pocket at Santa Rosa/Boysen to reduce
pedestrian/bicycle crossing distance and exposure.
10. Explore further measures to discourage bicycle/pedestrian crossings at Boysen and redirect users to cross 1 Im
at the adjacent signalized intersections at Highland and Santa Rosa.
11. Evaluate feasibility of future grade-s e par at ed crossing at Santa Rosal/ EEE
General Plan and Active Transportation Plan.
12. ﬂ Evaluate potential for traffic lane narrowing and/or deceleration curves on southbound Santa Rosa between 1 Im
Highland and Santa Rosa.
13. Jl Explore potential for intersection improvements at Santa Rosa/Peach to address trend of broadside
collisions. Potential solutions include evaluating warrants for signalization or installing measures to restrict BE[]
left-turns to/from Peach St, directing users to adjacent signalized intersections at Mill or Walnut.
14. Explore protected only left turn phasing for left turns from Santa Rosa at the existing signalized intersections mOO
at Mill, Palm, and Higuera Streets.
15. Monitor results of recent intersection safety improvements installed at Santa Rosa/Monterey intersection to
confirm if trends of unsafe left turn collisions between vehicles and pedestrian have been resolved. If | ||
collision trends persist, consider protected only left turn phasing at this intersection.
16. Support the implementation of intersection improvements at Santa Rosa (State Route 1)/Highland planned
by Caltrans, which are expected to include:
a. Hi-vis crosswalk markings.
b. Rel ocation of upstream ASI GNAL AHEADO flashin¢ HOO
c. Bikeway markings through conflict areas.
d. Hi-vis signal backplates and other modifications to traffic signal equipment for added visibility.
e. Addition of bicycle left-turn boxes for eastbound/westbound approaches.
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17. Increase awareness of existing low-stress bicycle and pedestrian routes that run parallel to Santa Rosa,
such as the North Chorro Greenway to the west and the Railroad Safety Trail to the east, as shown in Figure [ |H]H|
19, through additional guide signage and public education.

Tank Farm Road (Higuera to City Limits) Recommendations Difficulty

1. Initiate focused corridor planning efforts and develop preliminary concept designs, cost estimates, B0
priorities/phasing for improvements to the Tank Farm HIN corridor.

2. ﬂ Consider roadway striping modifications, speed feedback signs, and additional warning signage to reduce
unsafe vehicle speeds and discourage illegal passing maneuvers, particularly in the eastbound direction. B0
Consider restriping Tank Farm to one lane in each direction east of Long St until future traffic volumes
warrant additional travel lanes.

3. EL Pursue installation of protected bike lanes, green pavement markings and warning signage where bike lanes B0
cross high-traffic driveways and intersections on Tank Farm between Higuera and Innovation Way.

4, Install high-visibility signal backplates and modify traffic signal to provide protected only left-turn phasing for B0
eastbound/westbound approaches at Tank Farm/Long intersection.

5. ﬂL Install planned intersection control upgrades at Tank Farm/Innovation Way, with a roundabout as the 1 Im
preferred option. A traffic signal may be required as an interim measure due to right-of-way constraints.

6. 4y Explore installationofar ai sed center median and 86 shoul der s/

yiy Way. ] ]

7. ﬂ\. Pursue completing gaps in sidewalk network on Tank Farm west of Innovation Way and construct future off-

street shared-use pedestrian/bicycle paths on north and south sides of Tank Farm between Innovation Way EEE

and Santa Fe Rd, as recommended in ATP. Prioritize continuous elevated sidewalks/paths and sidewalk-
level protected bike lanes across side street intersections, where feasible.
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The following tables summarize the priority Education and Enforcement recommendations of this Plan.

ES-3: Safer People (Education and Enforcement) Recommendations

. Responsibility
Action (Partner)

1  Vision Zero Education Campaign
Initiate a SLO Vision Zero education campaign, with the purpose of communicating the severity of
the current traffic safety crisis, articul ati
strategies to be implemented by the City to improve safety, and highlighting the most common
areas of correctable road user behavior that contribute to severe traffic safety outcomes. Outreach
campaign strategies may include yard signs, targeted media advertisements, pop-up booths at Public Works
popular citywide destinations/events, and rotating changeable message signs (CMS) and branded Mobility Services
roadway signage. The program may include post-crash messaging, signage and other temporary City
traffic control measures to increase community awareness following a fatal or severe injury crash. Admin/Communications

SAFE DRIVES [§| {= ——-- sor

(COJS/AFEILYY}

& @ D SAVE LIVES £

2  Target focused road user education on the following topics, which address the user behavior

identified in collision data and violation analysis that contribute to the most severe collision types:

Driver s

1 lllegal Speeding

Distracted Driving Public Works/Mobility
Impaired Driving Services
Dangerous behaviors during nighttime hours
Yielding Right-of-Way to Bicycles and Pedestrians at Intersections/Driveways and
Crossings with Pedestrian Beacons

Pedestrians

1
1
1
1
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Safe Practices for Street Crossings & Right-of-Way Laws
Night-Time Visibility
Tips for Using Pedestrian Beacons
Proper Use of Scooters and Micro-mobility Devices (with a focus on middle and high school
age users)
Bicyclists
1 Wrong-Way & Sidewalk Riding
9 Night-Time Visibility
i Safety Tips at Intersection Crossings

9 Proper Use of E-Bikes, motorized bicycles/mopeds, and non-street-legal motorized devices
(with a focus on young and older age users)

= —a —a -9

3  Target traffic safety education and outreach to unhoused community members, who are
overrepresented in roadway fatalities and severe injuries. Topic areas include pedestrian right-of-
way laws, pedestrian/bicycle visibility, and available services for overnight shelter and transitional
housing.

4 Continue to update the Citybds Legislative Act
advocate for policy and regulatory changes at the state and national levels to support mental health
services and transitional housing for unhoused community members.

5 I nitiate an education campai g nstréssbicyck roates, asashavn e
in Figure 19, highlighting them as alternative routes parallel to the High Injury Network.

Action

1  Continue regular ongoing collaboration between the City of San Luis Obispo Police Department and
Transportation Division to identify and enforce unsafe travel behaviors at problem locations.

2 Implement a crash response team meeting, where Transportation Division and San Luis Obispo

Police Department staff meet in person, ideally at the location of the incident within 30 days
following a fatal crash, to discuss collision details, contributing factors, focus areas for short-term
and long-term enforcement and opportunities for short-term and long-term engineering efforts.

Public Works/Mobility
Services

City Administration

Public Works
Mobility Services
City
Admin/Communications

Responsibility
(Partner)

Police Department
Transportation Division

Police Department
Transportation Division
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3  Seekadditionalf undi ng in the Cityods budget, s upwphere me
possible, to support increased traffic enforcement resources and dedicated staffing. The San Luis
Obispo Police Department currently has three full-time traffic enforcement officers. Based on
i ndustry best practices, a ci t ydingCal Roly Suglents living s
on campus and a significant daily influx of workers commuting from surrounding areas, would
typically warrant at least five to six full-time staff members dedicated to traffic enforcement duties.
Establishing and maintaining this staffing level is essential to promote compliance with the vehicle
code and create a safer environment for all road users. See the San Luis Obispo Police Department
20241 2029 Strategic Plan and supplemental Police Operations and Data Analysis Report for
additional detail on current staffing and operational conditions, as well as recommended strategies.

4 Implementii Focus o0 n, atatyeted Enforcaament initiative addressing the five most prevalent
behaviors that contribute to fatal and severe injury collisions. Track and evaluate the violations
related to these identified dangerous behaviors:

Police Department

1. Speeding
2. Impaired or Distracted Driving: focus on anti-DUI enforcement (publicized sobriety Police Department
checkpoints) to encourage voluntary adherence to traffic laws. Transportation Division

3. Failing to yield or provide right of way to bicyclists or pedestrians while turning.

4. Pedestrians and Bicyclists entering the roadway or crossing at unsafe locations.

5. Dangerous driving behaviors at night: prioritize enforcement during nighttime hours as
resources allow.

5  Conduct ongoing traffic enforcement along the High Injury Network. As resources allow and when
not on the High I njury Networ k, consider tar g Police Department
in Appendix AT Hi gh Col I i si on Rat eofthiérEport. M@®ipochandes in.ovasha t Transportation Division
type, crash severity, and contributing behaviors over time.

6 Report on AFocus on the Fi v eidatia trehdskhieachsubdsegpentr y

Action Plan update and biennially on the cCijty _ PoliceDepartment

Transportation Division

7  Assess the potential for automated traffic enforcement programs such as red-light cameras or
automated speed camera programs in San Luis Obispo. If prioritized by the City Council for funding,
a recommended first course of action is initiating a feasibility study on red light camera enforcement
to evaluate the potential safety benefits, costs, experiences from peer agencies with existing red Police Department
light camera systems, candidate locations and staffing needs to guide future planning. Automated Transportation Division
speed enforcement is not legally feasible at this time in San Luis Obispo; however, staff should
monitor the status of the pilot speed camera program currently underway in a select number of
California cities to monitor feasibility of local adoption if allowed statewide in the future.
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The following table summarizes the Post-Crash Care & Emergency Response recommendations of this Plan.

Table ES-4: Post-Crash Care Recommendations

POST CRASH-CARE & EMERGENCY ACCESS RECOMMENDATIONS

Responsibility

AEIE (Partner)
1  Consider Emergency Response and Emergency Evacuation in Street Design
Follow the Cityds established project developm
design projects, beginning with an early screening in the scoping phase to determine whether the
project has potential to impact emergency response or evacuation needs. Projects that meet either Public Works
criterion require additional analysis in coordination with Emergency Services to evaluate potential Fire Department
impacts on emergency response times, vehicle maneuverability, and evacuation performance. Police Department
Coordination continues throughout the planning and design phases to confirm compliance with
emergency access requirements. Where necessary, project elements may be refined, modified, or
deemed infeasible to avoid substantial impacts to emergency response or evacuation capability.
2  Pilot and Demonstration Projects
Public Works

Where appropriate, implement street design changes as pilot/demonstration projects using flexible or
temporary materials to test proposed safety improvements, monitor and evaluate potential impacts to
emergency access, and inform design refinements prior to installing in permanent materials.

Fire Department
Police Department

3 Establish Emergency Access Design Requirements

Develop and formalize local emergency access street design policies to streamline and guide the
evaluation of future street design and traffic safety projects. While current City Engineering Standards
articulate minimum design standards per applicable Fire Code requirements, additional policy
guidance would be useful to document recommended design guidance beyond minimum standards
based on operational experience of the San Luis Obispo Fire Department and best practices for
emergency vehicle access and maneuverability.

Public Works
Fire Department
Police Department

Design requirements should establish a standard review process and ensure projects are consistently

evaluated for compliance with emergency access criteria. Guidance should address minimum roadway
lane widths and horizontal clearances, hydrant access, turning radii at intersections and driveways,

34



ZERD

types of traffic control permitted on various street types, and other operational needs beyond minimum
Fire Code requirements to maintain reliable emergency response. These requirements will provide
clarity and predictability during street design.

Reduce Friction on Emergency Response Routes

Analyze recent EMS response routing and travel time data to identify the destinations and emergency
response routes in the city with the slowest response times, with specific consideration for locations
with frequent EMS calls (40 Prado Shelter, Senior Living Facilities, etc.) and areas with average
response times exeneienduitnegs tohre | Qeistsyod se niiedr gGoordingting ¢
closely with the Fire Department, Transportation Engineering staff should consider street design
modifications, where feasible, to remove friction points and improve access for EMS services.

Public Works
Fire Department
Police Department
IT Department

Emergency Vehicle Preemption (EVP)

Install EVP equipment at all City-owned traffic signals located on arterial/collector streets, prioritizing
streets designated as Primary Emergency Response Routes, as shown on Figure 20. Install EVP
equipment as needed on SLO Fire and SLO Police response vehicles and support the installation of
EVP equipment on response vehicles operated by other emergency services providers, including SLO
Ambulance and Cal Fire. Regularly test EVP functionality as part of routine traffic signal preventative

maintenance inspections. Public Works

a. Coordinate with Caltrans to install EVP equipment on Caltrans-owned traffic signals within the city F'f_e Department
limits. Police Department

b. Explore opportunities to implement innovations in EVP/Traffic Signal technology, such as: IT Department

i. GPS-based emergency vehicle location, which allows for earlier detection of approaching
emergency vehicles compared to existing infrared line-of-sight based equipment.

ii. Adaptive EVP/Integrated Corridor Management Systems, which utilize real-time routing and
vehicle-to-infrastructure communications capabilities to identify recommended incident-
specific response routes, and proactively communicate with traffic signal systems to clear
traffic on specific response routes well ahead of approaching EMS vehicles.

Nimble Emergency Response Vehicles

The City Fire Department should continue to explore opportunities for utilizing smaller, more nimble

vehicles for certain response calls that do not require larger fire engines or ladder trucks. SLO Fire has Fire Department
been considering a pilot project to test this concept with a two-person EMS unit designed for low acuity  p\w Fleet Services
calls. However, the program has been temporarily paused due to staffing constraints. Since most Fire

Department response calls are for medical emergencies, not fires, and navigating narrower,

pedestrian-friendly urban streets can be challenging for large fire trucks, San Luis Obispo may benefit
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from following the path of other fire departments in Tuscan, Arizona, Portland, Oregon, Memphis,
Tennessee, and Boulder, Colorado, who have tested using smaller SUVs and pick-up trucks to
improve EMS response times in urban environments. Any future implementation should carefully
consider potential impacts on staffing levels and ongoing financial obligations. The use of smaller
vehicles for EMS calls would complement, not replace, larger fire apparatus, providing an additional
tool for more efficient EMS response; however, the City should also explore the feasibility of more
nimble, maneuverable vehicles when planning future purchases and replacements of other fire
apparatus.

Emergency Evacuation Study

Continue progress on preparing a Citywide Emergency Evacuation Study to model potential
evacuation scenarios, analyze traffic conditions, estimate average evacuation times by evacuation
zone, and identify congestion hotspots and bottlenecks on the city's evacuation routes and street
network. The study will also develop recommendations to improve traffic flow during evacuation
events.

Emergency Evacuation Signal Timing Plans and Traffic Signal Communication Upgrades

Develop and pre-program traffic signal timing plans designed specifically for emergency evacuation
scenarios. These plans should provide extended greentime alongpr i mary evacuatic
traffic away from potential evacuation zones during critical events. Pair these timing plans with

strategic investments in traffic signal communications equipment to ensure that signal timing plans can
be effectively deployed remotely during time-critical events. Prioritize communication network

upgrades along primary evacuation corridors to enable reliable, rapid activation of special timing plans
when emergencies occur. In addition, provide internal staff training to increase preparedness and
ensure personnel are equipped to promptly implement evacuation timing strategies during emergency
events.

Public Works
Fire Department
IT Department

Public Works
Fire Department
IT Department
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The following table summarizes the Safer Vehicles recommendations of this Plan.

Table ES-5: Safer Vehicles Recommendations

SAFER VEHICLES RECOMMENDATIONS ‘

Responsibility

Aglien (Partner)

1 ' Continue to update the Citybés Legislative Actio
support for policy and regulatory changes at the state and national level to improve motor vehicle safety,
including but not limited to the following topic areas:

1. New Car Safety Ratings: Support updates to the National H
(NHTSA) New Car Assessment Program (NCAP) vehicle rating system to incorporate the following
considerations:

a. Factor the safety of passengers in other vehicles and non-motorists in the NCAP rating system.
(NCAP safety ratings do not fully consider safety of parties outside of the vehicle, though safety
models that do are adopted in Europe and other nations).
b. Evaluate vehicle size, weight and height/profile in the NCAP rating system.
C. sE;/;Er%te the risks of onboard screens and other infotainment systems in the NCAP safety rating City Administration
2. Intelligent Speed Assistance (ISA): Support addition of ISA systems as a standard feature in new City Public Works
motor vehicles( | SA systems track a vehicleds speed an
comply with the speed limit).

3. Advanced Driver Assistance Systems (ADAS): Support increased proliferation of and advancements
to ADAS in new vehicles (ADAS are electronic technologies that use sensors and cameras to detect
potential hazards and response by alerting the driver or automatically applying the brakes).

4. Commercial Truck Safety: Support potential rulemaking efforts to require rear and side impact guards
on newly manufactured trailers and semi-trailers.

5. US Department of Transportation (U.S. DOT) National Roadway Safety Strategy (NRSS): Support
the recommended actions for safer vehicles as

2 | Consider safety ratings and availability of innovative safety technologies, such as Intelligent Speed
Assistance (ISA) and Advance Driver Assistance Systems (ADAS), when guiding decisions on new City
vehicle purchasing.

Public Works Fleet
Services
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1. Introduction

Background

Since its inception, the Cityof SanL u i s O WiafficibafgiysProgram has been effective at reducing total traffic collisions,
decreasing citywide collisions by nearly 60% over the past 20 years. However, the program has been less effective at
reducing the most impactful types of collisionsd those that result in severe injury or loss of life. The number of traffic-related

fatalities has increased dramatically over the past several years,with19p eopl e ki |l | ed ooverthépastfive t y 0 s
years alone (2020-2024), compared to seven (7) deaths in the preceding five years (2015-2019). For reference, there have

been three (3) homicides in the city in the most recent five-year period (2020-2024). While these local traffic safety trends

track with similar increases in traffic deaths throughout the country, it is clear that a paradigm shift is needed to address this

urgent public safety crisis.

The Ci t prefigus Traffic Safety Program applied a traditional approach to traffic safety analysis, with a somewhat reactive

focus on targeting streets and intersections with a high frequency of recent collisions, regardless of severity, and with little

analysis of underlying street design context. The Vision Zero i San Luis Obispo & Safe Streets Action Plan shifts this
focus to a more proact i v e prifriizas ceatisgya snore forgiving teapspartatiencsystent, rerte

despite the inevitable human error, traffic-related deaths and catastrophic injuries are exceedingly rare.

What is Vision Zero ?

Theconcept of ,AWriesfieornr eZde rtood a sr achISI@

ATowar d Z e bysoni2erganihagoas, was first adopted

in Sweden in 1997 and has since spread around the world. The

core message of Vision Zero, adopted as a formal policy goal by

the San Luis Obispo City Council in 2016, is simple: one death

on our streets is too many

San Luis Obispo families, workers, students and visitors all deserve safe streets on which to walk, bike, get on the bus, and
driveavehicle.Bui | ding on the Citybés existing Traffic Safety Progra
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shifting to a Vision Zero Action Plan and Safe Systems Approach, with a target of not just reducing overall collisions, but to
eliminate the most severe types of collisions.

Rather than singularly faulting road users for mistakes or unsafe behavior, the Vision Zero viewpoint places the core
responsibility for collision severity on the overall road system design. The premise is that humans are fallible and will make
mistakes, but properly designed streets can help minimize the consequences of these mistakes so that the impact of a
crashon t he human b odgevatedrngus/ nrivorserQuality load dasign and management should encourage
safe speeds and conflicts between motor vehicles and vulnerable road users to accomplish this goal.

With over 41,000 traffic-related deaths per year in the United Statesd more than twice the number of homicide deaths by
gund traffic safety has become a significant public health crisis in American cities. It is time that our community and City of
San Luis Obispo organization adopt a culture that places safety first and foremost with how we navigate and manage our
transportation system.

TRADITIONAL APPROACH VISION ZERO

Traffic deaths are INEVITABLE Traffic deaths are PREVENTABLE
PERFECT human behaviour Integrate HUMAN FAILING in approach
Prevent COLLISIONS Prevent FATAL AND SEVERE CRASHES

INDIVIDUAL responsibility SYSTEMS approach

Saving lives is EXPENSIVE Saving lives is NOT EXPENSIVE

Source: Vision Zero Network
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Shifting to a fASafe System so Approach

The Safe System approach is the method by which Vision Zero is achieved. Adopted by both the U.S. Department of
Transportation and many other state and local organizations, the Safe Systems approach builds and reinforces multiple
layers of protection to both prevent crashes from happening in the first place and minimize the harm caused to those
involved when crashes do occur.

Vision Zero is the goal
A Safe System is how we get there.

Safe Systems Principles

1.

Death and serious injuries are unacceptable. Resources should be focused on reducing the most serious
collisions.
. Humans make mistakes. The transportation system can be designed and operated to accommodate certain levels

of human mistakes.

Humans are vulnerable. It is critical to design and operate a transportation system that is human-centric for all
users.

Responsibility is shared.  Participation of all stakeholders i system users, government bodies, advocacy groups,
etc. i is vital.

Safety if proactive. Issues should be identified and addressed as soon as possible instead of waiting for crashes to
occur.

Redundancy is crucial. All parts of the transportation must be strengthened, such that if one part fails, other parts
still protect people.
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Safe Systems Focus Areas

1. Safer Roads: Design the transportation system to Lai0US INJURY IS Upyq cor
L. . . S|

mitigate human mistakes and facilitate safe travel by the g“"‘ ©

most vulnerable users.

2. Safer Speeds: Promote appropriate speeds in all
roadway environments through design, speed-limit
setting, education, and enforcement.

3. Safer People: Encourage responsible driving and

oy
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Safe Road Safe ‘5‘:“
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behavior by those who use our roads. o
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4. Safer Vehicles: Expand the availability of vehicle APPROACH
systems and features that help to prevent crashes and

minimize crash severity. "

5. Post-Crash Care: Enhance crash survivability through
expedient access to emergency services while creating
a safe working environment for vital first responders.

All focus areas listed above are equally important, and each

R \Y)
L ESPONSIBILITY 15 SHARE
objective affects all others.

Source: Federal Highway Administration

The ASwi ss Cheese Mo de lfive Safel | ustr at es how t he
Systems focus areas work together to create layers of protection. If one layer or objective fails, there are redundant systems
in place to prevent crashes. Death and severe injuries only occur when all layers fail simultaneously.
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The “Swiss Cheese Model” of redundancy Death and serious injuries only happen
creates layers of protection when all layers fail

S Safe road 8 Safe road
Safe users Safe users

speeds speeds

p Saf p

Safe Vehicles Safe Vehicles

roads
Post- Post- roads

crash crash
care care

Source: U.S. Department of Transportation Federal Highway Administration

While this Action Plan covers each of these five Safe Systems focus areas, the Plan primarily focuses on the first three
objectives (Safer Roads, Safer Speeds and Safer People), as these areas cover things the City has the most direct control

overd engineering safer infrastructure, targeting effective traffic enforcement, and public safety education and
encouragement.
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Why Does this Action Plan Focus Most Heavily on Engineering Solutions?

The primary focus of the analysis and recommendations in this Action Plan is on engineering/infrastructured why is this?
The Hierarchy of Controls (shown below) can help explain this. This hierarchy is a standard method for identifying and
ranking priorities based on the proven effectiveness of strategies for safeguarding workers and/or the public from safety
hazards, with measures arranged from top to bottom in order of most to least effective.

Hierarchy of Controls
Physically remove the hazard
Example: car-free streets
Replace the hazard
Example: Off-street paths/sidewalks, grade-separated
intersections
= 3 Isolate people from the hazard
Engineering B o ik | eal taiic calrm
C trols xample: protected bike lanes, physical traffic calming,
on roundabouts, bollards, pedestrian/bicycle signal phases
Administrative Change behavior
Controls Example: speed enfqrcement, safety campaigns to
encourage safer driving habits

Protect people with equipment
Example: bike helmets, high-visibility clothing

Most effective

Least effective

The concept can also be applied to traffic safety. For example, elimination, substitution, and engineering control strategiesd
measures generally driven by physical changes to the transportation systemd generally have a more sustained effect at
improving safety than strategies that focus primarily on changing user behavior through education, encouragement and
enforcement. This is not to say that non-engineering strategies should not be part of the larger Vision Zero program, but
that City resources would be most effective when prioritized on engineering solutions
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Overarching Vision Zero Goal:

Eliminate traffic -related deaths and severe injuries on City of San Luis Obispo streets by 2030.

Vision Zero i San Luis Obispo & Safe Streets Action Plan Guiding Principles

1. Implement the priority recommendations identified in the Action Plan with urgency and as
expeditiously as resources will allow.

2. Prioritize act i on dnjury Network,ehe ©adivaysowsth theihighlest rates of recent
severe collisions, with a particular focus on reducing motor vehicle speeding and increasing
protection for people walking and bicycling.

3. Focus resources on proven engineering solutions that can be implemented rapidly , utilizing lower -
cost firlg w ii lodktérials and temporary pilot project s to allow opportunity for monitoring,
refinement , community inputand education before making permanent road design investments.

4. Monitor progress towards t he Cityo6s Vi si amintahieg @ defaded |ActidnyPlan |,
providing annual updates on safety statistics and progress on priority Vision Zero projects and
programs, and providing transparent information on collision trends in a format readily available
to City leaders, elected officials, and community members.

The Vision Zero i San Luis Obispo® Safe Streets Action Plan aims to make significant progress towards Vision Zero by
2030, a goal formally adopted by City Council in 2016. Achieving this ambitious, yet crucially important goal within the given
timeframe will be highly dependent on staffing and financial resources.
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Measuring Success

An effective Vision Zero program requires both a clear roadmap of proposed actions and priorities, as well as a transparent
process for how progress will be measured. The City Public Works Department, in collaboration with others, will utilize the
following strategies to track progress and measure success:

1. Vision Zero i San Luis Obispo & Safe Streets Action Plan i Endeavor to update this comprehensive Action Plan
every five years, to reflect current data trends, refine priorities, and report on progress using the metrics shown below
in Table 1.

2. Annual Status Updates 1 Post annual Vision Zero progress updates, summarizing the latest annual collision trends
(total collisions, fatal and severe injury collisions, bicycle and pedestrian collisions), listing locations and factors
involved in recent fatal collisions, and providing a status update on priority Vision Zero projects & programs.

3. Collision Map T Provide anonline collisionmapavai |l able to the public on the Cityéo
annually, which shows collision locations, severity, and travel modes involved.

Table 1: Vision Zero Progress Tracking Metrics

Performance Measure Baseline

1 Number of citywide fatal and severe injury crash victims (annual total = 23 (2024 total)
and 5-year running average) 19.6 (5-year annual average)

24 (2024 total)
22.2 (5-year annual average)

48 (2024 total)
36.2 (5-year annual average)

2 | Pedestrian Collisions (annual total and 5-year running average)

3  Bicycle Collisions (annual total and 5-year running average)

4 | Percent of Traffic Violations issued on the High Injury Network 61%

5 Percent of Traffic Violationsi ssued f or i F obehaworso 76%

The traffic safety information for these metrics is sourced from traffic collision reports and violation data provided by the City
of San Luis Obispo Police Department.
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Plan Development & Key Stakeholders

The Vision Zero 7 San Luis Obispo& Safe Streets Action Plan was developed throughac ol | abor ati ve effort |
Public Works Department, working closely with the Police Department, Fire Department, and City Administration. In addition

to these core departments, City Communications, Information Technology, and others will play key roles in implementing

and ongoing monitoring of the p | an .
across the Safer Streets, Safer People, Post-Crash Care, and Safer Vehicles priority recommendation sections of this Action

Plan.

Each departmenoulisedirespbasiiiRekipbines bheeP:

Beyond internal coordination, the City partnered with regional traffic safety stakeholders throughout the planning process to
guide development of this plan and regional safety planning efforts, including participation in the technical advisory
committee for SLOCOG6 Regional Road Safety Plan, leading local road safety audits, and presentations at SL OCOGO0 s
annual SLO Safe Streets Forum. The City is dedicated to ongoing regional collaboration, including future refinements to
S L O C O @agisnal plan and supplemental action plans, engaging in future road safety audits, and continuing involvement

inS L OC O GbGSafe Streets Forum.

Community engagement was also a key component in shaping the Action Plan. Community members were invited to share
their input through the Vision Zero Public Input Map and other public input opportunities. Additional details can be found in

the APublic I nput

on

S infChapt& 2 of thisplan.Pr i or i ti esdo secti on

VISIO
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2. Current Safety Trends

Overall Collision Trends

The following section summarizes various collision trends in San Luis Obispo over the past 20 years through 2024, the most
recent year with complete collision data. In the recent five-year history (2020-2024), the City of San Luis Obispo has seen
generally a flat trend in overall collisions and injury collisions. However, there has been a concerning increase in fatal
crashes, with 19 fatalities between 2020 and 2024 alone. Pedestrian collisions have remained relatively stable, while bicycle
collisions increased slightly in 2024, but remain below historic levels.

Total Collision s?
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! Collision data presented in this report excludes collisions on private streets/parking lots and collisions on the US 101 mainline. It
should also be noted that the drop in total collisions and injury collisions in 2020 is likely due to decreased travel during the COVID-19

pandemic.
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Injury Collision s
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Bicycle Collision s
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How Do Fatal Traffic Collision Trendsin  SLO Compare to Other Places?

Comparison of Traffic Fatality Rates by Jurisdiction 2
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Despite the significant uptick in fatal traffic collisions occurring in San Luis Obispo in recent years, the average rate of traffic-
related deaths within the City remains below the regional, state and national averages. For example, the rate of traffic
fatalities per capita in San Luis Obispo is 34% lower than the national average and 22% below the state average.

2 Data Sources: United States 2023 Population & Fatalities, California 2023 Population & Fatalities, County of San Luis Obispo: 2020
Population, 2020-2023 Fatalities, City of San Luis Obispo: 2020 Population, 2020-2024 Fatalities (SLO PD)
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Comparison of Bicycle and Pedestrian Traffic Fatality Rates by Jurisdiction 3
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3 Data Sources: ACS Commute Mode Share (2018-2022 average), Census (2022) Population, and Collisions: City of SLO (2020-2024
avg), California (2020), US (2020).
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As shown in the charts above and discussed further in the following section of this Action Plan, people walking and bicycling
are disproportionally represented in fatal traffic collisions. When evaluating the total number of bicycle and pedestrian
fatalities on a per capita basis, the City of San Luis Obispo generally experiences a higher rate than the state and national
averages. While these totals are clearly concerning, this discrepancy is largely driven by the comparatively high walk and
bike mode share in San Luis Obispo. Just as there is a higher number of deaths by shark attack in Hawaii than in Arizona,
there is a higher number of traffic-related walking and bicycling deaths in San Luis Obispo than in locations with much lower
rates of walking and bicycling. When adjusted for mode share, the rate of local traffic fatalities per capita is 62% lower for
people walking and 30% lower for people bicycling compared to national averages.

Latest History of Fatal Collisions (2020-2024)

1.

2020 (2/11) Tank Farm Rd East of Old Windmill: On 2/11/20 at 10:42 PM, a 52-year-old unhoused
male pedestrian walking in the roadway at night died after being struck by an eastbound driver on Tank Farm (3
lane, 45 mph, parkway arterial) east of Old Windmill.

2020 (12/9) Marsh St at Higuera St: On 12/9/20 at 11:58 AM, an 83-year-old male driver had a medical
emergency while traveling eastbound on Marsh (3 lane, 30 mph, arterial). The vehicle left the roadway and hit the
signal pole at the Marsh/Higuera intersection. Both the driver and 83-year-old female passenger died.

2021 (1/11) Broad St at Aerovista Pl: On 1/11/21 at 11:42 AM, a 96-year-old female passenger in an eastbound
vehicle later succumbed to her injuries after her car collided with a southbound vehicle on Broad (4 lane, 45 mph,
highway/regional route) at Aerovista when the eastbound driver failed to yield the right -of-way.

2021 (7/20) S Higuera St at Suburban Rd:On 7/20/21 at 7:19 AM, a 61l-year-old
male bicyclist died after a distracted northbound driver right-turned improperly into him at the S Higuera (4 lane, 40
mph, arterial) and Suburban intersection.

2021 (8/6) Foothill Blvd at Broad St:On 8/6/21 at 12:38 AM, a 23-year-old male Cal Poly
student bicycling westbound in the travel lane died after being rear-ended by an intoxicated driver on Foothill (4
lane, 30 mph, arterial) at the Broad intersection.
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6. 2021 (9/4) Broad St at Woodbridge St: On 9/4/21 at 8:27 PM, a 48-year-old female pedestrian crossing Broad (4
lane, 40 mph, highway/regional route) at Woodbridge, an uncontrolled intersection , died after being struck by a
northbound driver.

7. 2022 (4/17) Broad St at Industrial Way: On 4/17/22 at 11:37 AM, a 29-year-old female intoxicated driver died after
her northbound vehicle on Broad (4 lane, 45 mph, highway/regional route) entered the northbound left turn lane
and rear-ended another vehicle at the Industrial intersection.

8. 2022 (11/17) LOVR North of Calle Joaquin: On 11/17/22 at 7:06 PM, a 58-year-old male
unhoused bicyclist died after swerving into the motor vehicle lane and being struck by a northbound vehicle
on LOVR (4 lane, 40 mph, parkway arterial street) north of Calle Joaquin.

9. 2022 (11/21) Sacramento Dr South of Basil Ln: On 11/21/22 at 5:36 PM, 39-year-old male and 37-year-old
female pedestrians died after being struck by a reckless driver who drove onto the sidewalk on Sacramento (2
lane, 35 mph, commercial collector) south of Basil.

10.2023  (2/11) S Higuera St South of Prado Rd: On 2/11/23 at 9:01 PM,a 22-year-old male
unhoused bicyclist crossing diagonally mid -block died after being struck by a southbound driver on S Higuera (4
lane, 40 mph, arterial) south of Prado.

11.2023 (4/21) Grand Ave at Fredericks St: On 4/21/23 at 4:33 PM, a 20-year-old male Cal Poly
student bicycling southbound on Grand (4 lane, residential arterial, 35 mph) died in a collision with a vehicle turning
left at the Grand/Fredericks intersection.

12.2023 (6/26) Broad St at Caudill St: On 6/26/23 at 3:37 PM, a 27-year-old male motorcyclist traveling southbound,
who was speeding , died after colliding with a northbound driver turning lefton Broad (4 lane, 40 mph,
highway/regional route) at the Caudill intersection, who failed to yield the right -of-way.

13.2023 (8/16) Foothill Blvd at Casa St: On 8/16/23 at 4:14 PM, a 70-year-old male pedestrian crossing Foothill (4
lane, 30 mph, arterial) at Casa, an uncontrolled intersection , died after being struck by a driver making
a northbound left turn.

14.2024 (1/20) Santa Rosa St at Montalban St: On 1/20/24 at 11:12 PM, a 65-year-old male pedestrian
crossing Santa Rosa (4 lane, 35 mph, highway/regional route) at Montalban, an uncontrolled
intersection , died after being struck by a southbound driver in the rain.

15.2024 (5/15) Beach Stat Pismo  St: On  5/15/24 at 9:30 PM, a 49-year-old male reckless
and intoxicated driver traveling southbound on Beach (2 lane, 25 mph, local street) failed to stop at a stop sign and
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collided with a westbound driver on Pismo (2 lane, 25 mph, residential collector) at approximately 55 mph. The driver
and a passenger died after being ejected from the vehicle as they were not wearing seat belts.

16.2024 (7/23) S Higuera St North of Fontana Ave: On 7/23/24 at 12:00 PM, an 87-year-old male bicyclist traveling
southbound on Higuera (4 lane, 40 mph, arterial) died while riding in the bike lane by an intoxicated hit-and-run
driver . The driver swerved into the bicycle lane, sideswiping another bicyclist, then hitting the second bicyclist, who
later succumbed to their injuries.

The summaries above are provided for informational and
Vision Zero efforts by identifying general trends related to roadway conditions, road user types and behaviors, and collision
characteristics. The information is based on available collision reports at the time of preparation and details may be
preliminary, subject to change, incomplete, or under review. Descriptions are not intended to assign fault or determine legal
responsibility and should not be considered legal conclusions. Official findings regarding fault or liability are made by
the appropriate investigating or adjudicating authorities. The City of San Luis Obispo makes no representations or
warranties regarding the completeness or accuracy of the information presented.
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Where are Deaths and Severe Injuries Occurring on SLO Streets?

The maps below illustrate the locations of traffic collisions for the most recent five-year period (2020-2024). Figure 1 displays
all reported citywide collisions, while Figure 2 focuses on severe injury and fatal collisions. Figure 3 shows pedestrian
collisions and Figure 4 shows bicycle collisions.
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The High Injury Network

The City of S aHgh Ibjuryi NetwddkyHIN) peprésents the streets with the highest concentrations of collisions
with the most severe outcomes. This was created by reviewing the previous five years of collision data from the San Luis
Obispo Police Department (2020-2024), and screening road segments for locations with the highest rates of injury collisions,
particularly those resulting in severe injury or death. Individual street segments were connected along routes with logical
continuity and similar characteristics (speed limit, number of lanes, etc.) to create a list of 11 corridors forming the HIN.

These key corridors are known for frequent, high injury collisions, and represent the greatest barriers to walking and
bicycling, as 71% of pedestrian and bicycle fatal and severe injury collisions occurred on the High Injury Network.

The HIN represents the locations where the vast majority of fatal and severe injury collisions have occurred based on historic
data i these are the locations where the City should prioritize resources.

While representingonly 1 1%oft he Cityods tot al mjara Nietwark | ¢
accounts for over 80% of all fatal and sever e injury collisions.
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Figure 5 through Figure 16 illustrate the High Injury Network corridors, while the next chapter of this Action Plan includes

more detailed analysis of collision trends and recommendations for the High Injury Network.

See Chapter 3 (Safer Streets i Engineering Safe Systems) or Appendix AT Hi gh Col I i si on Rat e)fof iHot
collision rates in the HIN corridors.

Table 2: High Injury Network

_ _ _ Street T_ot_al F_atal & S_e\_/ere
High Injury Network Segment Length (mi) Classification Collisions Injury Collisions
(2020-2024) (2020-2024)

Broad (Upham to City Limits) 2.95 Highway/Arterial 138 10
California/San Luis (Foothill to Johnson) 1.29 Arterial 74 6
Chorro (Walnut to Marsh) 0.41 Arterial/Collector 48 4
Foothill (City Limits to California) 1.45 Arterial 101 10
Grand (Slack to Monterey) 0.54 Arterial 24 2
Higuera (Marsh to City Limits) 2.63 Arterial 184 13
LOVR (City Limits to Higuera) 2.50 Arterial 161 5
Madonna (Oceanaire to Higuera) 1.00 Arterial 90 2
Monterey (Santa Rosa to Buena Vista) 0.79 Arterial 60 3
Santa Rosa (Highland to Marsh) 1.50 Highway/Arterial 153 9
Tank Farm (Higuera to City Limits) 0.60 Arterial 20 3
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What Factors Contribute to Fatal and Severe Injury Collisions?

Fatal & Severe Injury Collisions by Type

The chart below illustrates that vehicle/pedestrian, vehicle/bicycle, and vehicle/motorcycle collisions were the leading types
of collisions resulting in fatal or severe injuries, accounting for 65% of all fatal and severe injury collisions from 2020 to
20244,
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“TheMoft or cy c |feBiCayhcelr,ed/,@rt ch eifii 8 c o ategpries edcommass @ollisions such as single-motorcycle, bicycle,
and scooter crashes with objects or unsafe speed-related rollovers.
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Fatal & Severe Injury Collisions by Context
Table 3 below displays the context involved with the most recent five years of fatal and severe injury collisions.

* These statistics only reflect collisions where excessive speed could be confirmed as the primary factor . Speed is
likely underreport ed as a contributing factor to  additional fatal and severe injury collisions involving high speeds

Table 3: Fatal and Severe Injury Collisions by Context

Fatal Collisions

/| cunt | % | Cout | % |
Lighti Day 49 58% 9 56%
'ghting Night 35 42% 7 44%
25 mph 19 23% 0 0%
Primary Street 30 mph 15 18% 3 19%
Posted Speed Limit 35 mph 21 25% 4 25%
40 mph 13 15% 6 38%
45 mph 15 18% 3 19%
. Two or less 31 37% 2 13%
;“T?ryﬁs.“fet Three to four 50 60% 14 88%
ot Traffic Lanes Five or more 2 2% 0 0%
<5,000 15 18% 2 13%
5,000-10,000 6 7% 0 0%
Primary Street Average 10,000-15,000 22 26% 4 25%
Daily Traffic (ADT) 15,000-20,000 17 20% 4 25%
20,000-25,000 7 8% 1 6%
>25,000 16 19% 5 31%
Roadway Segment vs Roadway Segment 35 42% 3 19%
Intersection Intersection 49 58% 13 81%
| | DUI Part Yes 14 17% 4 25%
nvolves ary No 70 83% 12 75%
Invol Speedi . Yes 13 15% 2 13%
nVolves speeding No 71 85% 14 88%
Involves State Highway City Jurisdiction 73 87% 15 94%
Facility Caltrans Jurisdiction 11 13% 1 6%
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Impact of Vehicle Speeds on Road Safety
High traffic speed is one of the most

prominent factors involved with fatal and GOl N G TOO FAS T FOR SA FETY

severe injury collisions, as supported by
- g - ’ I I
ot s
100 L_',_

the collision statistics in Table 3 above.
B ?

58% of fatal and severe injury collisions,
and 81% of fatal collisions, occurred on
sFreets wit_h a speednlimit of 35 mph or . 20 ., (% aé‘u\rn‘ . TR gax@ : 'l n
hlgher,. with prevalllng. §peeds often ﬂkﬂkkﬂﬂkkﬂ \i""?} R — P 1
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The higher the speed, the greater the
likelihood that a collision will result in
injury or death. Human bodies are 30
vulnerable to the increased kinetic Wi T

energy generated in a traffic collision. ﬂﬂﬂﬂkkkkﬁk
Crash severity is directly related to this g9 Lioe o
kinetic energy transfer and kinetic energy

increases exponentially as speed
increases, resulting in more severe
impacts and lower likelihood of survival,

particularly for people walking and 40 120
bicycling. Additionally, traveling at higher : : 2 2 2 2 ;4
speeds requires longer braking distances Ksﬂﬂoﬁﬁﬁfﬁﬁk

and a longer reaction time, making it 0% iy 88" sraxie
harder to avoid a collision in the first place.
The graphic to the right illustrates these
effects of travel speeds.
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Source: City of Monterey Vision Zero Action Plan
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Fatal & Severe Injury Collisions by Intersection Type

The chart below illustrates that most fatal or severe injury collisions took place at intersections. Among these, the number

of collisions at side-street stop controlled and signalized intersections were comparable. No fatal or severe injury
collisions were recorded at roundabouts between 20 20 and 2024.
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Not All Community Members are Impacted Equally

Fatal & Severe Injury Collisions b vy Demographic Characteristics

The following charts illustrate fatal and severe injury victims from citywide traffic collisions occurring over the past five years,
broken down by age, gender, race, and housing status.

Severely Injured or Killed Victims by Age
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m San Luis Obispo Population m Severely Injured or Killed Victims m Killed Victims

As shown above, community members aged 50-59 and 65 or over represent the age groups most overrepresented in fatal
collisions totals compared to their share of the overall population, representing 48% of all fatal collisions compared to 25%
of the city population totald this group is nearly two times more likely to be killed in a traffic collision on city streets
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Collisions Involving Unhoused Party
(2020-2024)
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population , is disproportionally involved in 25% of fatal collisions
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Severely Injured or Killed Victims by Gender
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Male

74%

m San Luis Obispo Population
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30%
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m Killed Victims

26%

As shown above, male community members are overrepresented in fatal collisions, representing 74% of all fatal collisions

compared to 51% of the city6 s

tpapladidn.
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Severely Injured or Killed Victims by Race

90%
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hispanic) hispanic) hispanic) (non-hispanic) hispanic) (non-hispanic) hispanic)

m San Luis Obispo Population m Severely Injured or Killed Victims m Killed Victims

As shown above®, white (non-Hispanic) community members are overrepresented in fatal collisions, representing 79% of
all fatal collisions comparedto66% of t he cityod6s total popul ation.

5 The chart above excludes two severe injury victims for which the race was not reported.
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Fatal & Severe Injury Collisions b vy Travel Mode

Community members on foot, bike, and motorcycle are disproportionately involved in fatal and severe injury collisions, with
this disparity being even more pronounced in fatal collisions. These groups account for 75% of fatal collisions (2020-2024),
despite making up a much smaller percentage of total trips (37%). The mode split data provided below is from the 2024
Citywide Household Transportation Survey, and motorcycle trips are categorized under "carpool and other."”

Total Collisions by Mode Fatal & Severe Injury Collisions by Mode Fatal Collisions by Mode
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EEEDIE Bicycle 38%
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2024 Citywide Household Transportation Survey
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Single-Occupancy
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Scooter) 11%
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Fatal & Severe Injury Collision Trends i Pedestrians

The following section provides an analysis of fatal and severe injury collisions involving pedestrians (2020-2024), examining
factors such as collision type, party at fault, location, and crossing facilities. Pedestrian collision locations are mapped in
Figure 3 and Table 4 below summarizes the intersections with the highest pedestrian collision rates. While collision
investigators do their best to determine a party at fault, not all information may be apparent at the scene of the incident, and
the primary party deemed to be at fault on the collision report may not always be sole party at fault for the collision.

Table 4: High Collision Rate Intersections - Pedestrians

I . ., Total Ped Pl Fatql e Crash High Injury

ntersection Control Collisions Sever_e_lnjury Rate? N
Collisions

1* SANTA ROSA & MONTALBAN SSSC 4 1 570 Yes

2 BROAD & WOODBRIDGE SSSC/PHB? 1 1 542 Yes

2 FOOTHILL & CASA SSSC 1 1 542 Yes

4* SANTA ROSA & OLIVE Signal 4 1 47 Yes

5 CALIFORNIA & MONTEREY Signal 3 1 46 Yes

6* FOOTHILL & SANTA ROSA Signal 2 1 40 Yes

7 SANTA ROSA & HIGUERA Signal 3 1 31 Yes

8 BROAD & EL CAPITAN SSSC 1 1 29 Yes

8 ISLAY & GARDEN SSSC 1 1 29 -

8* LOS OSOS VALLEY & US 101 NB RAMPS Signal 1 1 29 Yes

8 MONTEREY & JOHNSON Signal 1 1 29 Yes

12 SANTA ROSA & MILL Signal 3 0 28 Yes

12 SANTA ROSA & MONTEREY Signal 3 0 28 Yes

14 FOOTHILL & CHORRO Signal 3 0 23 Yes

14 SANTA ROSA & PALM Signal 3 0 23 Yes

* = Intersection under Caltrans jurisdiction (or with LOVR/Calle Joaquin, traffic signal system managed by Caltrans).

1. Signal = Signalized Intersection, SSSC = Side-Street Stop-Control, and AWSC = All-Way Stop-Control.

2. Crash rates are weighted by frequency and severity (see calculation methodology in Appendix). Crash rates in this table include only
collisions involving pedestrians.

3. The Pedestrian Hybrid Beacon (PHB) at the Broad/Woodbridge intersection was installed after the fatal pedestrian collision in October
2021.
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As shown in Table 5 and the graphic below, pedestrians were primarily found to be at-fault in most fatal and severe injury
collisions involving pedestrians. These collisions often occurred when pedestrians crossed mid-block or entered the

roadway at unsafe times or locations where the pedestrian did not have the crossing right-of-way. No pedestrian fatal or
severe injury collisions were recorded involving a person hit by a bicycle, scooter or motorcycle.

Pedestrian Fatal & Severe Injury Collisions

Table 5: Pedestrian Fatal and Severe Injury Collisions by Type Party at Fault
Pedestrian Collision Type %

Pedestrian Violation: Unsafe Crossing or Entering Roadway 57%
Pedestrian Violation: Crossing Against Signal 9%
Motorist Violation: Unsafe Motorist Left-Turn 9% a\ -
Motorist Violation: Unsafe Motorist Permissive Left-Turn at Signal 9% Driver 35% ﬂ
Motorist Violation: Roadway Departure 9%
Motorist Violation: Unsafe Vehicle Speed 4% Ped:;;fia"
Motorist Violation: Failed to Yield to Pedestrian in Crosswalk 4%
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As shown below, pedestrian fatal and severe injury collisions are generally evenly distributed between roadway segments

(midblock) and intersections. All collisions at intersections occurred at signalized or side-street stop control locations. No

pedestrian fatal and severe injury collisions were recorded at roundabouts, pedestrian hybrid beacons (PHBs), or all-way
stop control intersections.

Location of Pedestrian Fatal & Severe Injury Collisions

. Side-Street

Roadway Inters?}ctlon Stop Control Signalized

Segment 48% 459, 559%
52%
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Pedestrian Fatal & Severe Injury
Collisions Crossing Facilities

Signalized
Crossing 26%

No Crosswalk
57%
Not Related
" to Crossing
17%

Pedestrian Fatal & Severe Injury Collisions
Time of Day

Night 57%

J

Pedestrian fatal and severe injury collisions at night are disproportionally
high compared to the number of pedestrian trips that occur  during the day .




Fatal & Severe Injury Collision Trends i Bicycles

The following section provides an analysis of fatal and severe injury bicycle collisions from 2020-2024, examining factors
such as collision type, party at fault, location, and crossing facilities. Bicycle collision locations are mapped in Figure 4 and
Table 6 below summarizes the locations with the highest bicycle collision rates. For purposes of this table, the crash
locations ranked were limited to intersections, as most bicycle collisions within the city occurred at an intersection or
driveway. While collision investigators do their best to determine a party at fault, not all information may be apparent at the
scene of the incident, and the primary party deemed to be at fault on the collision report may not always be sole party at
fault for the collision.

Table 6: High Collision Rate Locations - Bicycles
Bike Fatal &

Intersection Control 1 Tota}I .B'ke Severe Injury Cras@ =Ll Lllyy
Collisions . Rate Network
Collisions

1 HIGUERA & SUBURBAN Signal 3 1 554 Yes
1* LOS OSOS VALLEY & CALLE JOAQUIN Signal 3 1 554 Yes
3 FOOTHILL & BROAD Signal 2 1 553 Yes
3 HIGUERA & PRADO Signal 2 1 553 Yes
5 GRAND & FREDERICKS/HOPE SSSC 2 1 548 Yes
6 CHORRO & WALNUT SSSC 2 1 40 Yes
6 HIGUERA & MARGARITA Signal 2 1 40 Yes
6 SANTA ROSA & MONTEREY Signal 2 1 40 Yes
9 JOHNSON & BUCHON SSSC 2 1 35 -

10 BUCHON & TORO SSSC3 3 0 33 -

10 CALIFORNIA & MONTEREY Signal 3 0 33 Yes
12 CALIFORNIA & TAFT SSSC 5 0 30 Yes
12 HIGUERA & MADONNA Signal 2 1 30 Yes
14 BROAD & RAMONA AWSC 1 1 29 -

14 CHORRO & PALM Signal 1 1 29 Yes
14 FREDERICKS & ALBERT AWSC 1 1 29 -

14 LOS OSOS VALLEY & OCEANAIRE SSSC 1 1 29 Yes
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: Bike Fatal & , :
Intersection Control * TOta.d .B'ke Severe Injury S AlEln Mty
Collisions e Rate? Network
Collisions
14 MARSH & BROAD Signal 1 1 29 -
14 MONTEREY & NIPOMO AWSC* 1 1 29 -

* = Intersection under Caltrans jurisdiction (or with LOVR/Calle Joaquin, requires Caltrans approval of proposed changes).
1. Signal = Signalized Intersection, SSSC = Side-Street Stop-Control, and AWSC = All-Way Stop-Control.

2. Crash rates are weighted by frequency and severity (see calculation methodology in previous section). Crash rates in this table include only
collisions involving bicycles.

3. The neighborhood traffic circle at the Buchon/Toro intersection was installed after the three bicycle collisions occurred.
4. The Monterey/Nipomo intersection was temporarily operated as an all-way stop during construction of the Cultural Arts District Parking
Structure in 2024, will be returned to side-street stop control with RRFB crossing system in 2026.

As illustrated in Table 7 and the graphic below, the responsibility for fatal and severe injury bicycle collisions was nearly
equally divided between drivers and bicyclists, which slightly more crashes with a motor vehicle driver at fault. When cyclists
were found at fault, the most common causes of the collision were unsafe crossing or entering the roadway (often involving
an unhoused community member) or cyclists failing to stop at a stop sign or traffic signal. When drivers were at fault, the
collisions typically involved motorists failing to maintain a safe distance, such as encroaching or swerving into the bike lane,
or motorists performing an unsafe turn vs a bicyclist. Additionally, the chart below excludes bicycle-only collisions and those
in which the police department was unable to determine fault due to insufficient data.

Bicycle Fatal & Severe Injury Collisions

Table 7: Bicycle Fatal and Severe Injury Collisions by Type Party at Fault
Bicycle Collision Type %

Motorist Violation: Encroaching Into Bicycle Lane 26%

Bicycle Violation: Unsafe Crossing or Entering Roadway 16%

Bicycle Violation: Cyclist Failed to Stop 16% a‘

Motorist Violation: Unsafe Left-Turn 11% Driver 63% Bicycle 47%
Motorist Violation: Unsafe Right-Turn 11%

Bicycle Violation: Red Light Violation 11%

Motorist Violation: Under the Influence 5%

Bicycle Violation: Wrong-Way Cyclist 5%
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The majority (64%) of bicycle fatal and severe injury collisions occurred at intersections, which all occurred at signalized,

all-way stop control, or side-street stop control locations. No bicycle fatal and severe injury collisions were recorded at
roundabouts, pedestrian hybrid beacons (PHBSs), or signalized intersections with bike signals.

Location of Bicycle Fatal & Severe Injury Collisions

--------
-
T
i
- i —
- - -

Side-Street
Stop Control

Roadway s

Segment
36%

Intersection

Signalized
64%

56%

_ All-Way Stop
Control 19%
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The majority (92%) of fatal and severe bicycle collisions occurred on striped bike lanes without physical separation from
traffic, on shared streets, or where no bicycle facilities were present. No bicycle fatal and severe injury collisions were

recorded within protected bike lanes to date. Two bicycle severe injury collisions occurred on shared-use paths and are
summarized as follows:

1. Oceanaire/LOVR: A cyclist traveling eastbound on the LOVR shared-use path failed to stop at the stop sign and
yield to an oncoming Oceanaire driver, resulting in collision due to a bicycle right-of-way violation.

2. Bob Jones Trail Near LOVR: A cyclist stopped on the Bob Jones Trail was struck by another cyclist in low visibility
conditions. Neither cyclist had lights or helmets, and both sustained severe injuries.

The chart showing on-street parking excludes shared-use paths and highlights that the majority of bicycle fatal and severe
injury collisions occurred at locations without on-street parking.

Bicycle Fatal & Severe Injury Collisions Bicycle Fatal & Severe Injury Collisions
Facilities Present On-Street Parking Present

Shared Street/
No Facilities

32%
No On-Street On-Street

Parking Parking
70% 30%

Striped Bike
Lane 60%

Shared-Use
Path 8%
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Bicycle Fatal & Severe Injury Collisions Bicycle Fatal & Severe Injury Collisions
Helmet Usage Time of Day

J

L/
No Helmet Night 32% -.-
52% A

Helmet 28% Day 68%

As shown in the chart above, the majority of severe injury and fatal bicycle collisions involved a cyclist not wearing a
helmet (where helmet use could be verified in collision reports).

Bicycle fatal and severe injury collisions at night are disproportionally high
compared to the number of bicycle trips that occur during the day .
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HowDoestheHigh 1| nj ury Network Relate to the Cityodos Active Transpor

In 2021, the City of San Luis Obispo adopted its first Active Transportation Plan (ATP), which is a document that provides
a blueprint for planning, policies and projects related to bicycle and pedestrian transportation. The Active Transportation
Plan designated bicycle and pedestrian improvement projects into three tiers, with Tier 1 projects representing the highest
priority and Tier 3 projects representing the lowest priority. The ATP Tier 1 Network designates the primary cross-town
routes that should be prioritized first for safety and access improvementsd these are routes where improvements would
have the greatest potential impact on bicycle and pedestrian safety and increasing mode share.

As noted previously, people walking and bicycling are overrepresented in the share of fatal and severe injury collisions,
representing 69% of citywide fatal collision victims from 2020 to 2024. Thus, it is no surprise th
Network overlays closely with the High Injury Network. As shown in Figure 17 below, 67% of the ATP Tier 1 Network

overlaps with the High Injury Network. Further, 59% of citywide pedestrian and bicycle fatal and severe injury collisions

occurred on the ATP Tier 1 Network. These facts highlight the importance of continuing investment progress with

building out the ATP Tier 1 networkas acorestrategy i n achi eving both the Cityds mobili
as well as the goal of Vision Zero.
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Fatal & Severe Injury Collision Trends i Motorcycles & Motorized Scooters

Similar to trends with bicycle and pedestrian collisions, community members riding motorcycles and motorized scooters are
involved in a disproportionate share of citywide fatal and severe injury collisions, represented in 18% of fatal and severe
injury collisions, despite accounting for only 1% of citywide travel mode share®. Severe collisions involving motorcyclists
and scooters generally fall into two main categories:

1. Drivers making unsafe left turns in front of motorcyclists and scooter riders , either at traffic signals or on high-
speed streets. Motorcyclists are often difficult to see, and their excessive speed likely exacerbates the issue.
2. Motorcyclists speeding , which can lead to a loss of control, resulting in overturning or running off the road.

Contributing factors suchas motor cy c | i s tinsted visibity, ertd lack of protection likely exacerbate the issue. Like
pedestrians and cyclists, motorcyclists lack a protective exterior, yet they share the road with larger, faster motor vehicles.
Additionally, there is a stereotype i whether accurate or noti that motorcyclists may engage in riskier behavior on the road.

The Caltrans Office of Traffic Safety (OTS) ranks the City of San Luis Obispo very high in terms of motorcyclist collisions.
However, this data includes collisions occurring on state highways passing through the city, such as US 101, which may
inflate the number of motorcycle-related fatal and severe injury collisions within City Limits. Regardless, it is clear that safety
strategies targeted motorcycli st and motorized scooter
program, particularly with education and enforcement priorities.

People riding motorcycles and  motorized scooters represent 18% of citywide
fatal and severe injury collisions, despite representing only 1% of citywide trips

6 Source: 2024 Citywide Household Transportation Survey
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The City of San Luis Obispo has embraced Diversity, Equity and Inclusion as one of the four Major

City Goals adopted by the City Council. In turn, equityi s an i mportant consi der a
Vision Zero program, ensuring that all community members, regardless of their socioeconomic

status, race, age, or ability, can travel safely within the city.

Disadvantaged communities are generally defined as disproportionately burdened areas that are
economically distressed and/or historically underrepresented as a part of the local government
process. While some areas of San Luis Obispo meet the St a t lewdirccome community definition
under Assembly Bill (AB) 1550, no locations within the city current meet the formal state or federal disadvantaged community
definition. The San Luis Obispo Council of Governments (SLOCOG) has developed a methodology for designating
disadvantaged communities within the San Luis Obispo County Region, which is used locally to help ensure decision-
making regarding regional funding priorities includes an equity lens. The SLOCOG regional disadvantaged community
definition considers 13 variables that address a wide range of socioeconomic and population-based factor, including:

Racial Minority Status

Ethnic Minority Status
Disability Status

Household Income

Free or Reduced-Price Meals
Educational Attainment
Language Proficiency

Renter Affordability

Housing Ownership Affordability

Older Adults: Age 75 Years and Older

Youth: Age 15 Years and Under

Households with No Vehicle Available
Households with No Computing Device Available

= =4 -8 _-48_-9_95_23
= =4 =8 =4 -4 =

It is challenging to extract detailed demographic and socioeconomic data regarding victims of traffic violence from collision

reports; however, it is possible to evaluate whether a disproportionate number of collisions are occurring in disadvantaged

communities in San Luis Obispo. Figure 18 shows citywide fatal and severe injury collisions overlayed with the areas of

San Luis Obispo that meet the SLOCOG di s adyv ow-in@mgecomnmumtynmu ni t
definition.
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As shown in the map, 76% of fatal and severe injury collisions occurred on streets within designated low-income and/or
disadvantaged communities, despite these areas making up only 64% of the overall city boundary. This suggests that lower-
income and disadvantaged populations are disproportionately affected by serious, injury-causing traffic collisions,
highlighting the need for equitable traffic safety investments in these areas.

This Action Plan recommends focusing resources on the High Injury Network, where there have been historically high
concentrations of fatal and severe injury collisions. Given that these severe collisions predominately take place on streets
within low-income and/or disadvantaged communities, it is reasonable to conclude that the project recommendations are
not only equitably distributed but may also be disproportionately prioritized in these areas.

When prioritizing investments in transportation safety infrastructure projects, education and
enforcement efforts, the City should consider this data to ensure that resources are distributed
equitably within areas of the city with higher concentrations of historically disadvantaged and/or
underrepresented community members.

In addition, priority Vision Zero outreach and education strategies should endeavor to reach
audiences with lower English proficiency and who are historically underrepresent ed in typical
government engagement processes, such as unhoused persons.
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Human and Economic Impact

Traffic collisions result in direct economic costs to those involvedd wages and productivity losses, medical expenses and
legal costs, and motor vehicle damagesd but this represents only a portion of total costs associated with collisions. Traffic
collisions also have indirect impacts on the families of those involved, employers and society as a whole. A study by the
NHTSA found that more than 75 percent of collision costs are borne by society in the form of insurance premiums, taxes
and congestion-related costs such as travel delay, excess fuel consumption and lost quality of life associated with deaths
and injuries.

Comprehensive costs include the economic cost components associated with traffic collisions, but also the indirect societal
costs. Using cost estimates by crash severity published in the American Association of State Highway transportation
Oof fi ci al s dlighivdyS&dtyTManual, adjusted to reflect 2024 dollars, the comprehensive costs in 2020-2024 were
$238 million . Comprehensive collision costs for 2020-2024 by collision type are summarized in Table 8 below.

Table 8: 2020-2024 City of San Luis Obispo Comprehensive Collision Costs

Collision Severity Collisions  Cost per Collision Comprehensive Collision Cost
Fatal 16 $7,626,670 $122,026,720
Disabling Injury 67 $402,501 $26,967,600
Non-Incapacitating Injury 299 $146,991 $43,950,369
Possible Injury 363 $82,671 $30,009,482
Property Damage Only 1,104 $13,298 $14,680,946
Total 1,849 - $237,635,117

Sour ce: Crash Cost Est i mr@ghwaysSafétyaMarudl, 2010. Cestd &didiSted b 2024 dollars
based on Consumer Price Index and Employment Cost Index per Highway Safety Manual guidance.

In 2023, the estimated minimum cost of building out the Tier 1 Active Transportation network using quick-build strategies
was around $19 million, representing just 8% of the comprehensive collision costs incurred between 2020 and 2024.
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Public Input on Safe Street Priorities
Local community members were invited to provide their input to guide development of this Action Plan via a Vision Zero
Public Input Map. This map allowed users to add pins to specific locations and provide comments on specific transportation
safety or mobility concerns based on their observations and experiences. The Public Input Map was shared with local
community groups, local and regional government agencies (SLOCOG, County Public Health Department), Bike SLO
County and SLO Bicycle Club, the SLO
Downtown Association, Chamber of Commerce,

E/.Camineg Res

the San Luis Coastal Unified School District, the bis24 1 @ ()ifornia

A . e Polgtechnic State
Citydps Active Transportat . ‘ @_ve—rsﬁ;t
California Polytechnic University (Cal Poly) ” ' Y < '

student association, anc
media channels.

Cerro San"_
Luisi0bispp’
1

Community members reported concerns that A
may not be fully captured in reported collision
data, including near misses while walking,
biking, or driving on City of San Luis Obispo
streets. Because some collisions go unreported
to law enforcement and near-misses are often
not recorded at all, robust engagement with the
public and relevant stakeholders allows for both
community representation and the identification
of areas of concern that may not be clear when
reviewing collision data alone. The responses
recorded in this survey are used to supplement
other quantitative analysis and data to guide the
safety priorities and recommendations provided Screenshot of Comments on Cityos
in this report.
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Over a three-month period between March and May of 2024, participants shared 444 comments on the Vision Zero Public
Input Map, with each comment linked to a specific point on the map. A map showing all responses is available on the City
of San L udwebsi® ithis the Idaffic Safety page.

Overall, the majority (>70%) of the public comments received were focused on four primary areas of concern:

Vision Zero Public Input Map 1 Primary Areas of Concern

1. Unsafe Speeds
1 Predominantly related to motor vehicle speeds, but some comments focused on bicyclists/scooters

2. Failure to Yield to Pedestrians and Bicyclists
1 Motor vehicles failing to yield to pedestrian in crosswalks
1 Motor vehicles making unsafe right-turns across bike lanes

3. Failure to Obey Traffic Signals/Signs
1 Motor vehicles failing to stop at red lights and stop signs
1 Motor vehicles making unsafe/illegal turns at intersections
1 Bicyclists failing to stop at red lights and stop signs

4. Misc. Infrastructure Comments
1 Requests for new stop signs, traffic signals, marked crosswalks
Concerns with intersection/driveway visibility
Poor pavement quality
Gaps in active transportation connectivity
General comments on perceived safety concerns

= —a —a -1

A more detailed breakdown of the public comment data is summarized in Table 9 below.
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. VISION Ei
Table 9: Public Input Summary

By Travel Mode

Pedestrian 117 26.4%
Bicycle 178 40.1%
Auto 102 23.0%
Other 47 10.6%
By Area of Concern
Speed 62 14.0%
Failure to Yield 41 9.2%
Failure to Obey Signs and Signals 44 9.9%
Misc. Infrastructure 173 39.0%
Other 159 35.8%
211
Broad 50 11.3%
California/San Luis 16 3.6%
Chorro 13 2.9%
Foothill 8 1.8%
Grand 4 0.9%
Los Osos Valley Road 15 3.4%
Madonna 34 7.7%
Monterey 6 1.4%
Santa Rosa 10 2.3%
South Higuera 51 11.5%
Tank Farm 4 0.9%

Total Number of Responses 444 =]
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Approximately 35.8% of comments received did not fall into any of the four primary categories, including some comments
on topics not related to transportation safety. | n gener al, these fiothero comments rel at

1. Traffic delays

Signal timing or detection issues
Requests for increased transit service
Perceived inconvenience

Aggressive driving

lllegal parking in bicycle lanes

Near miss collisions

Nooakrwd

As shown in the table above, approximately 47% of t he comments received wemuey | ocat ed
Network, which representsonly 11% of t he Ci t y 6 $he hightcandentratioraoticornmemtsewsthin the High

|l njury Network suggests that survey respondentsd perception
where actual collision data indicates the most severe types of collisions are occurring.
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The following key findings are clear based on detailed analysis of citywide collision data and input provided by community
members regarding traffic safety concerns in San Luis Obispo:

1. Most severe collisions occur on a small number of our streets

1 80% of fatal and severe injury collisions in San Luis Obispo occur on just 11% of San Luis Obispo roadways (the
AHilgrhj ury Networ ko)

f Multi-lane arterial streets with posted speeds O40 mph make up only 6% of city road miles, but account for 56%
of all fatal crashes.

2. Most traffic deaths involve a victimt  raveling outside of a motor vehicle
1 69% of fatal collisions involve a victim traveling on foot or by bicycle.

1 People traveling by motorcycle or motorized scooter account for 6% of fatal collisions, despite accounting for
only 1% of citywide trips.

3. Unhoused community members are disproportionately affected by traffic violence
1 Unhoused persons account for 1.1% of the citywide population but are involved in 25% of fatal traffic crashes.
4. Speed Kills

1 58% of fatal and severe injury collisions, and 81% of fatal collisions, occurred on streets with a speed limit of 35
mph or higher, with prevailing speeds often exceeding the posted limit by 5 to 10 mph.

5. Impaired driving is a significant problem
1 1in 4 fatal collisions (25%) involved a person driving under the influence of drugs or alcohol.
6. Extra vigilance is needed when traveling at night

1 42% of fatal and severe injury collisions, and 44% of fatal collisions, occur between sunset and sunrise, despite
less than 10% of travel occurring at night on average.
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3. Safer Streets T Engineering Safe Systems

Vision Zero and the Safe Systems Approach acknowledge that humans make mistakes. However, properly designed
transportation systems can help minimize the consequences and severity of these mistakes when they occur. Streets should
be designed to discourage dangerous behaviors, create physical and time-related separation between travel modes, and
provide clear visual cues that indicate shared spaces among users.

Afs t r oa stréet and road hybrid, attempts to serve both functions of moving auto traffic quickly from point A to point B
and connecting people of varying travel modes with key destinations, but often fails at accomplishing both efficiently and
safety. Stroads typically feature four or more lanes of fast-moving traffic with little access control or infrastructure separating
pedestrians and bicycles from high-speed vehicle traffic. The graphic below illustrates common elementsof a fstroado.

ANATOMY OF A "STROAD"

This graphic identifies the common features of a "stroad", using a photo of
southern Broad Street as a visual example. A "stroad" combines certain features

of a road (moves auto traffic at high speeds with few conflicts or complexity) and LONG DISTANCE BETWEEN SIGNALS
a street (provides frequent access to many destinations for a variety of travel
modes), but provides neither the benefit of well-designed road or street all that

effectively. High-speed, multi-lane arterials with little access control or physical

protection for people walking and bicycling are where the majority of fatal and i (o g

severe injury collisions occur in San Luis Obispo. LACK OF CONTROLLED/PROTECTED &
PEDESTRIAN & BICYCLE CROSSINGS [

LITTLE-TO-NO STREET LIGHTING R, o .y._. a4 .
i - . 3 Do : . - =

: -t .- ‘ ; : NARROW SIDEWALKS & LITTLE
MANY ACCESS POINTS AND i SEPARATION BETWEEN TRAFFIC AND
DRIVEWAY/INTERSECTION CONFLICTS - s ) L) o Ldr PEDESTRIAN SPACE
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The Safe Systems Toolbox

The followingSaf e Systems fATool box o hi gh Ispegdnmamagement, medestnan dne tscyclispr act i «

safety, roadway design, and traffic signal strategies, all of which should be integrated in future city projects, where feasible.
However, City staff recognize that not all countermeasures are suitable for every context. To assist in context evaluation,
countermeasures are ranked by typical level of effectiveness, cost, and difficulty. The ranking of each strategy in the toolbox
is based on the Safe Systems Roadway Design Hierarchy, which ranks strategies based on their proven effectiveness in
protecting users from traffic safety hazards. The most effective strategies focus on removing severe conflicts, while the less
effective ones aim to improve attentiveness and awareness.

<1 , Any street design changes , especially strategies with the emergency siren icon , Will be
ﬂ reviewed early in the planning process with emergency service providers to ensure
proposed improvements do not impede emergency response or evacuation needs.

The City has already begun implementing several of the strategies outlined in the toolbox. For detailed case studies on
recently completed projects, refer to Appendix B i Case Studies of Recently Completed Safety Projects.

112



VISION

ZE

Table 10: Safer Streets (Engineering) Safe Systems Toolbox

SAFER STREETS (ENGINEERING) 1 SAFE SYSTEMS TOOLBOX

Strategy Description Photo Rating

Speed Management

o Effectiveness
Reduce posted speed limits
where appropriate and allowed
Speed Limit Reduction i fins EHe. Cost
(Effectiveness often dependent
on level of enforcement) i
Complexity -
Effectiveness . .
Improve awareness of vehicle Cost -
Speed Feedback Sign speeds and posted limit to
encourage compliance.
Complexity .
Install additional speed limit Effectiveness .
Speed Limit Visibility signs and markings to improve
Enhancements visibility and awareness of
posted speed limits. Cost .

113



Complexity -

Uses cameras and sensors to
automatically detect speeding
and issue citations.

Effectiveness . .
ox HEN

Automated Speed (Currently, automated speed

Enforcement enforcement is not legally
allowed in California, outside a
limited number of pilot
installations allowed for a small

Complexity . . .
number of cities.)
Pedestrian & Bicyclist Safety

Physically Protected/ Separated Bi keways (See Citybds Active

Effectiveness - .
Cost - .
Complexity - .

A striped bike lane separated
@ Buffered Bike = from vehicle traffic or parked
Lanes cars by striping for one-way bike
travel on a street.
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Protected

@ Bike Lanes

0 @ Shared-Use
Path

Closing
6 Sidewalk

Gaps
Crossing Enhancements
Accessible

6 Pedestrian
Signals

(APS)

A bike lane separated from
vehicle traffic by a vertical
barrier (such as flex posts or
concrete curbs) or vertical grade
(can be elevated or sidewalk
level) for one- or two-way bike
travel.

A completely separated right-of-
way for the exclusive use of
bicycles and pedestrians with
few intersections with motor
vehicle traffic. Special attention
required for design of
intersection and driveway
conflict points.

Provide dedicated space for
pedestrians.

APS buttons and countdown
heads improve accessibility and
clearly communicate when and

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost
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how much time remains to
Cross.

Complexity . .

Effectiveness . .
Cost . .
Complexity . .

Bicycle .
. Separates bicycle movements at
Signals ) . L
w1, an intersection from conflicting
gl vehicle movements.

Pedestrian .
Hybrid A series of red and yellow lights Effectiveness . .
Beacons activated by pushing a button to
PHBs notify oncoming motorists to
6 @ ( ) stop at unsignalized Cost - . .
N intersections or mid-block

ﬂ-_ crosswalks. Complexity . .

Effectiveness . .

Pedestrian-activated flashing
Rectangular | lights with additional signage to

Rapid alert motorists of a pedestrian
6 Flashing crossing. Increases visibility of a Cost . .
Beacons marked crosswalk and provide
(RRFBs) motorists a cue to yield to
pedestrians. Complexity -
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Pedestrian
Refuge
Islands

AL R

Continuous/
Raised
Crosswalks

s 1o,

Protected
Intersections

A e

ﬂ..

Leading
Pedestrian/
Bike Intervals
(LPIs/LBISs)

Provide a space for pedestrians
to pause between traffic.

Reduce vehicle speeds and
enhance the pedestrian/bicycle
crossing environment.

The design establishes
dedicated spaces for each road
user, creating physical
separation within the
intersection. It promotes slower
turning speeds, driver yielding,
and reduces the crossing
distance for pedestrians.

Improves pedestrian and
bicyclist visibility by providing
time for people to start crossing
the street before automobiles
have a green light.

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity
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Allows pedestrians to cross in all ¥ o, S N(Y Effectiveness . . .

Pedestrian directions at the same time while
Cost -

6 Scramble stopping vehicle traffic,
Complexity .

LI separating pedestrian
Effectiveness . .

Cost -
Complexity -

movements from conflicting
vehicle movements.

Standard left turn boxes are
designated areas at the head of
a traffic lane at a signalized
intersection that provides
@ Bicycle Turn  bicyclists with a visible way to

Boxes get ahead of queuing traffic
during the red signal phase.
Two-stage turn boxes offer
bicyclists a multi-stage process
to make a left turn.

Effectiveness . . .

Help drivers detect the presence

High-Visibility ;

@ Crosswalk of a cro_sswalk and potential for Cost -
. pedestrians at marked
Markings
crosswalks.
complexity [}

gifei? a Help drivers detect the presence Effectiveness -
@ y of a bikeway and potential for

Pavement i\ clists

Markings y ' Cost -
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Right-turn on
Red
Restrictions

~ 1,

i

Warning
Signage

Roadway Design

Road Reconfigurations and
Auto Lane Narrowing

a1,

Fixed signs or blank-out signs
restricting right turns on red at
signalized intersections to
reduce conflicts between right-
turning vehicles and
pedestrians.

Warning signage helps drivers
detect the presence of a
crosswalk or bikeway and
potential for pedestrians or
bicyclists and/or encourages
safe pedestrian and bicyclist
behavior.

Reallocate street space to
discourage illegal speeding and
better serve all road users.
Narrow vehicle lanes to

Complexity -

Effectiveness . .
Cost . .
Complexity . .

Effectiveness -

Cost -
Complexity -

Effectiveness - . .

Cost
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Roundabouts

R

Traffic Calming

AL

Safety Lighting

encourage slower speeds by
creating a feeling of greater
enclosure and friction for drivers.

Direct flow in a continuous
circular direction around the
intersection, forcing slower
vehicle speeds, and reducing
conflict points.

Reduce vehicle speeds with
speed humps, speed tables,
speed cushions, chicanes,
neighborhood traffic circles,
diverters, raised intersections

Sm——
————————

Improve nighttime visibility.

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost
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Slip Lane
Closures/Signalization

AL 2

Intersection Tightening

AL

Correcting Skewed
Intersections

s 1,

ﬂ..

Close channelized slip lanes or
convert from YIELD control to
signalized control. Reduces
vehicle turning speeds and
improves pedestrian visibility
and exposure.

Curb extensions
corner radii tightening can
shorten pedestrian and bicyclist
crossing distances and force
drivers to take turns at slower —
speeds. e ™

Improve intersection sight
distance and enhance
pedestrian crossing conditions
by shortening crossing distances
and improving visibility.

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity
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Raised Medians

LR

Access Control

1.

ﬂ..

Centerline Hardening

sy

Intersection & Driveway
Daylighting

Provides a physical barrier
between opposing traffic lanes
and restricts illegal or unsafe
turns.

Consolidate left-turns and
restrict minor street movements,
eliminating unnecessary conflict
points.

Encourage slower vehicle
turning speeds and improve
pedestrian visibility.

Implement minor parking
restrictions and vegetation
trimming to improve visibility.

Effectiveness

Cost

Complexity

Effectiveness

Cost

Complexity

- Effectiveness

Cost

Complexity

Effectiveness

Cost
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Complexity

Traffic Signals

Traffic Signal Visibility Enhancements

High visibility signal
backplates with
retroreflective borders

Add a contrasting background.

Mast Arm Signal Heads

Add mast arm signal heads over
the roadway for added visibility.

120 Traffic

S

Effectiveness [

Cost ]
complexiy [}
Effectiveness [ [l
T
complexity [} [ I}
Effectiveness [ [
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Upgr ade edidameteri n Cost ..

traffic signal indicationst o 1 Z
for added visibility. Complexity . .

Effectiveness [} [ I
T
complexity [ Il
Effectiveness | [}
T
complexity [ I
effectiveness [} [l I
Cost ]
complexity [ Il
Effectiveness [ [l Il

Protected Only Left-Turn Allowing vehicles dedicated time
Signal Phasing to turn and minimize conflicts.

Flashing Yellow Left/Right Indicate drivers may turn after
Turn Arrows yielding to oncoming traffic.

Refine and audit signal timings
based on latest standards and
Signal Timing Refinements  best practices: minimum green,
and Audits yellow change, red clearance
intervals, and pedestrian walk
and flash donot
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Signal timing progression to

stop/slow traffic. Dynamic all-red ol - . -
Explore New Signal Timing = extension uses radar to measure
Strategies approach speed and extends all
red phase if vehicle is predicted Complexity - . .
to run red light.
Effectiveness . .
Cost
. Cameras/sensors used to detect - . -
Automated Red Light d liah . qi
Enforcement red light running and issue
citations.
Complexity - . -

1. Photography credit: Joel Rose/NPR
2. Photography credit: Jonathan Roberts
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When engineering a Safe System, it is important to both (a) target focused safety improvements to specific locations with
demonstrated history of collisions, and (b) deploy proven safety countermeasures proactively as part of other planned
transportation improvement projects, including routine road maintenance activities and private development-driven roadway
modifications, where feasible and funding resources allow.

As described in the previous section of this Plan, the most prominent factors contributing to fatal and severe injury collisions
in San Luis Obispo include:

1 High traffic speeds, particularly on multi-lane arterial roadways with posted limits of 40 mph or greater.

1 Arterial and collector streets with infrequent controlled pedestrian crossings and no physical separation between
vehicle traffic and bicycles.

1 Unsafe left- and right-turns at intersections and right-of-way violations at signalized intersections, with particular
concern with vehicle vs. pedestrian/bicycle collisions at intersections with traffic signals.

1 High concentration of severe collisions occurring during evening hours.

1 Pedestrians and cyclists entering the roadway or crossing at unsafe locations, often due to longer gaps between
controlled/signalized crossing locations.

The High Injury Network identifies locations with the highest historical occurrence of fatal and severe injury collisions, then
connects these locations into a cohesive corridor with logical continuity and common characteristics. Rather than focusing
solelyonisolatedc ol | i si o n essentia tp take a proadtive @pproach by implementing safety measures throughout
the entire corridor, where the risk of serious collisions remains high, addressing the broader patterns that contribute to the
High Injury Network.

While location-specific safety improvement recommendations are provided for the High Injury Network corridors later in this

chapter, Table 11 below summarizes the priority list of systematic safety solutions that should be considered throughout

the Cityos, asopmatunsies sutdeesources allow. This list is organized into two sections: (1) policies and

planning recommendations t o i mprove the Cityods over ar cehgineegngtsoldions phatr t at i o
support safer street design. Please note that these recommendations are not listed in order of priority, and delivery timelines
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will be based on various factors, such as complexity, availability of staffing resources, and available financial resources
all ocated t hr owyeahfinahdmleplar®ing pyoéess. t wo

<1, Any street design changes , especially strategies with the emergency siren icon, will be reviewed
ﬂ early in the planning process with  emergency service providers to ensure proposed improvements
do not impede emergency response  or evacuation needs.

Table 11: Safer Streets (Engineering) Proactive Safety Recommendations
SAFER STREETS (ENGINEERING) i SYSTEMATIC (PROACTIVE) SAFETY RECOMMENDATIONS:

POLICIES & PLANNING

1 Post-Crash Audit
City Transportation Engineering and SLO PD should meet within 30 days after any fatal collision to assess collision details,
contributing factors, and whether there are any viable opportunities for short-term safety improvements. Consider dedicating
an annual funding amount specifically to support design and implementation of reasonable quick-build safety improvements
where warranted. Any quick-build safety improvements should be advanced as pilot projects, with the intent to evaluate
efficacy after 1-2 years to determine whether improvement should be removed, refined, or recommended for permanent
installation.

2 Reduce Posted Speed Limits
Evaluate opportunities to reduce posted speed limits where appropriate and consistent with the California Vehicle Code,
including:

a. Recent amendments that allow for 5 mph reductions to posted speeds on designated safety corridors and areas
within proximity of high ped/bike generators.
b. Recent amendments that allow setting 15 mph or 20 mph speed limits in designated school zones.

Supplement any speed limit reductions with measures outlined in Systematic Engineering Solutions Action Item #1 to
increase visibility and community awareness of posted limits. Prioritize street segments on the High Injury Network and
arterials with multiple lanes in each direction and/or existing limits posted at 40 mph or higher.

3 City Engineering Standards
Continue to update and r ef i n doalighwith &feiSystérs prikciplgsibyircaponatmgbess-t a
practice design guidance that prioritizes lower vehicle speeds (where appropriate), protection of vulnerable road users, and
improved emergency response access.
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Signal Timing Policy

Adopt a signal timing policy document, including standard procedures for determining left turn signal phasing (i.e.
permissive, protected, flashing yellow arrows, etc.), pedestrian signal timings and lead pedestrian crossing interval use, and
other parameters. Regularly audit signal timings based on latest standards and safety best practices.

5 Crosswalk Policy
Develop a formal City Crosswalk Policy document that aligns with latest industry standards and safety best practices for
where marked crosswalks should or should not be considered, types of design measures recommended for various crossing
contexts, etc.
6 Neighborhood Traffic Management (NTM) Program
«1_ . | Revise the current Neighborhood Traffic Management (NTM) Program Guidelines to streamline data collection, evaluation,
and community engagement processes, enabling more efficient advancement of traffic calming projects while retaining
opportunities for neighborhood input and engagement. Include a streamlined path for city-initiated traffic calming projects on
routes near schools, along neighborhood greenways, near senior living facilities, or areas with a history of crashes.

Historically, the Transportation Division has been able to implement only one to two NTM projects per year, while the current
program has a backlog of more than 30 NTM requests awaiting review or implementation. Updating the guidelines would
improve program efficiency and allow staff to address neighborhood traffic safety concerns in a timelier manner.

In addition, revise the NTM Program guidelines to clarify that physical traffic calming measures on priority emergency
response routes must be carefully evaluated to ensure they do not impede emergency vehicle response times.

7 Safe Routes to Schools Planning
As recommended in the Cityds Active Transportation Pl an,
each K-12 school within the city limits, focusing on strategies that improve safety for vulnerable road users and reduce
barriers to walking and biking to school.

8 Integrate Safety Improvements into Infra  structure & Development Projects
Leverage opportunities to implement safety improvements as part of larger infrastructure projects such as routine pavement
maintenance or underground utility replacements, and through public/private partnerships as part of land development
projects.

9 Regional Agency Partner Coordination

Coordinate with regional agency partners, such as Caltrans and San Luis Obispo County, to implement transportation safety

projects where state and county roads and intersections overlap or interface with city facilities.

SAFER STREETS (ENGINEERING) i SYSTEMATIC (PROACTIVE) SAFETY RECOMMENDATIONS:
SYSTEMATIC ENGINEERING SOLUTIONS

See location-specific engineering recommendations for the High Injury Network in Table 127 Table 22
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Improve Visibility and Awareness of Posted Speed Limits
Install speed feedback sighs and additional speed limit signs and markings to increase awareness of posted speed limits to
address illegal speeding.

2 Implement Traffic Calming Measures

NI a. Consider striping changes to narrow vehicle lanes and reduce number of traffic lanes where capacity far exceeds
demand, where feasible and including review and input from emergency services.

b. Install curb extensions and bulb outs at intersections with large pedestrian crossing distances or high vehicle turning

speeds.

Install raised medians to consolidate left-turns and restrict minor street movements where appropriate.

Install radar speed feedback signs on high-speed arterial and collector streets.

e. Explore addition of physical traffic calming elements on streets with high collision rates, history of high speeds, and
near concentrations of vulnerable road users (i.e. schools, parks, senior living facilities, priority ATP corridors).
Consider use of speed humps, speed tables/raised crosswalks, speed cushions (on priority emergency response and
transit corridors) and neighborhood traffic circles at appropriate locations and including review and input from
emergency service providers.

oo

3 Bicyclist Safety Recommendations
ol o a. Evaluate the feasibility of bicycle left turn boxes at high-speed signalized intersections.
ﬂ b. Install protected bike lanes (including review and input from emergency services), shared use paths, and buffered
bi ke | anes pursuant to the Cityds Active Transportat.
c. Install green pavement markings and warning signage where bike lanes cross high-traffic driveways and
intersections.

d. Explore bicyclist crossing improvements, such as dedicated bicycle signals, and high-visibility crossings with flashing
beacon systems, when appropriate, on high-speed streets with roadway sections that have a long distances between
controlled crossing opportunities and/or high levels of bicycle crossing demand.

e. l nstall i WRONG WAYO bicycle | ane signage at | ocati on:
cyclists and where opportunities to provide two-way bicycle access are not appropriate/feasible.

f. Install right/left turn yield to bikes signage when appropriate.

4 Pedestrian Safety Recommendations
o1, a. Install high-vis crosswalks at all marked crosswalks and advance limit lines at stop signs and signalized intersections.
ﬂ b. Explore pedestrian crossing improvements, such as traffic signals or Pedestrian Hybrid Beacons (PHBs) when

appropriate, on high-speed streets with roadway sections that have a limited presence of controlled intersection
crossings for large distances.

c. Enhance unsignalized crosswalks with Rectangular Rapid Flashing Beacons (RRFBs) with median refuge islands.

d. Install signage to discourage crossings at locations with a history of illegal/unsafe pedestrian behavior and explore
opportunities to install alternative facilities at nearby locations.

e. Evaluate right-turn on red blank out signs or restrictions at signalized intersections.
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f. Implement leading pedestrian intervals (LPIs) at signalized intersections.

g. Install right/left turn yield to peds signage when appropriate.

h. Reduce conflicts between right-turning vehicles and pedestrians by exploring potential to remove existing slip free
right-turn lanes by tightening corner radii or signalizing right-turn movements. Potential candidate locations include
the following intersections:

I.  Foothill/Chorro
II.  California US 101 NB ramps
lll.  Tank Farm/Higuera
IV. LOVR/Calle Joaquin
V.  Madonna/Higuera
VI.  California/Marsh
5 Traffic Signal Recommendations
a. Improve traffic signal visibility by:
I.  Installing high visibility signal backplates with retroreflective borders.
II.  Upgrading traffic signals to add mast arm signal heads over the roadway, where needed.
M. Upgrading any existing 806 traffic signal heads to

b. InstalR10-15 ATurning Vehicles Yield to Pedestrianso sign:
phase.

c. Evaluate potential to convert traffic signal configurations to protected only left turn signal phasing on high
speed/volume roadways.

d. Explore red clearance extension feasibility (radar detection predicts vehicles likely to run red light, extends all red
time).

e. Explore signal timing progression to stop/slow traffic.

6 Intersection Daylighting
Evaluate sight distance at unsignalized intersections and crosswalks (marked and unmarked). Implement minor parking
restrictions and trim vegetation as needed. Prioritize routes near schools, parks and senior living, along neighborhood
greenway routes, and locations with crash history.

7 Safety Lighting
Install additional streetlighting where existing lighting does not meet current City Standards. Prioritize lighting at intersections
and locations with trends of evening collisions and higher pedestrian/bicycle activity.

8 Roundabouts
Where feasible, continue to implement the Cityds adopt @d
intersection control option where traffic signals or all-way stops would otherwise be considered. Commission a study to
evaluate the feasibility of converting existing high crash rate signalized and unsignalized intersections into roundabouts and
considerations for quick-build roundabout pilot projects using low-cost/temporary materials.
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9 Alternative Low -Stress Bicycle Routes
Advance wayfinding, guide signage and community awareness messaging to highlight existing low-stress bicycle routes that
run parallel to higher-speed arterial streets, particularly those on the High Injury Network. Additionally, prioritize
implementation of new low-stress bicycle facilities identified in the ATP that provide parallel routes to high traffic
volume/speed corridors, as resources allow. See Figure 19 for priority existing and future parallel low-stress bikeways.

10 Access Management
Pursuantwitht he Cityés Engineering Standards, pursue opportuni
particularly on streets with operating speeds over 30 mph, limiting left-turn access to/from major streets to controlled
intersections, consolidating and relocating driveways to lower-traffic side streets, and limiting access within the functional
areas of intersections.

Because City staffing and financial resources are limited, these systematic safety measures should generally be prioritized
in the following order of priority:
1. Locations on the designated High Injury Network.
2. Locations not on the High Injury Network, but with higher crash rates (See Appendix AT Hi gh Col |l i si on Ra
Spot 0) D patauailydigher-speed arterial and collector streets.
Locations on the Cityds ATP Tier 1 Network
4. Locations with higher concentrations of vulnerable road users, particularly people walking and bicycling, such as
within 500 feet of schools, parks, community centers, senior living facilities, and the downtown core.

w
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This Action Plan prioritizes the High Injury Network, which includes the streets in San Luis Obispo with the highest
concentrations of traffic collisions resulting in severe injury or loss of life. While the City recognizes that the safety of all
streets is important, the High Injury network experiences frequent, serious collisions and represents the greatest barriers to
walking and cycling. As 71% of pedestrian and bicycle fatal and severe injury collisions occurred within the High Injury
Network, an approach targeting the High Injury Network will maximize the benefit of the Cityd available staffing and funding
resources.

City staff reviewed and analyzed collision trends along each High Injury Network corridor and identified practical engineering
recommendations informed by collision data and firsthand field observations. The following section summarizes key collision
trends and recommended engineering strategies, along with preliminary estimates of relative difficulty of implementation,
considering factors such as project complexity, potential cost, right-of-way constraints, and coordination requirements (e.g.
potential need to relocate utilities, encroachment within Caltrans or Union Pacific Railroad right-of-way, etc.).

The timing and delivery of these recommendations will depend largely on the availability of staffing and funding resources.
Prioritization and funding of projects wi | | occur t hr oyea financid planring prgcéss antd may also be
influenced by opportunities for external grant funding and, where feasible, public/private partnerships associated with private
development.

All engineering recommendations presented are conceptual and subject to further study. Proposed street design changes
will be reviewed early in the planning process in coordination with emergency service providers to ensure that improvements
do not impede emergency response or evacuation needs. As a result of this review, some strategies may be modified or
determined infeasible. Additional information on emergency access, post-crash care, and the evaluation process is provided
in the Post-Crash Care & Emergency Access Chapter of this plan.

< 1 , Any street design changes , especially strategies with the emergency siren icon, will be
I \ reviewed early in the planning process with emergency service providers to ensure
proposed improvements do not impede emergency response or evacuation needs.
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Broad Street : Upham to Southern City Limit

Table 12: Broad Street - Collision Trends and Engineering Recommendations

Collision Totals (20 20-2024)

Total Collisions thal & S(_av_ere Fatal Collisions Ped Collisions Bike Collisions Length Erash Ra;[e per
Injury Collisions (mi) Mile
138 10 4 9 13 2.95 973

Collision Trends

1 Concentration of collisions related to unsafe vehicle speeds, DUI, distracted driving and unsafe passing maneuvers.

I Unsafe left turns from Broad to/from side street intersections and driveways, complicated further by the lack of
controlled/signalized intersections and presence of closely spaced, offset, side street intersections between South and Orcutt.
These conflicts also exist at Broad/High, Broad/Chorro and Broad/Branch St intersections north of South Street, and at
Broad/Aerovista and Broad/El Capitan intersections south of Orcutt Rd.

1 Pattern of wrong-way and illegal sidewalk bicycle riding, along with unsafe pedestrian crossings, likely related to the lack of
separated/protected bikeways or continuous parallel low-stress bicycle routes, and limited presence of controlled pedestrian
crossings between South and Orcutt and between Tank Farm and Aero.

1 Unsafe right hooks and left turns involving vehicles vs. bicyclists at minor streets and driveways, particularly southbound right
turns at South Street. Frequent reports for failure of right-turning vehicles to yield to pedestrians at Broad/South (all
approaches).

1 Unsafe right turns involving vehicles vs. pedestrians at unsignalized minor street intersections.

1 Unsafe maneuvers when backing out of driveways on the western side of Broad between Caudill and Lawrence.

1 Red light running.

Difficulty

1. y Complete preparation of a Complete Street Corridor Plan for South Broad Street to further evaluate and
define infrastructure improvement recommendations, potential costs, and prioritization/phasing for safety BCO
improvements. (This action is planned to begin in 2026).

2. Install radar speed feedback signs, additional speed limit signs and other strategies such as speed limit
pavement markings to increase visibility and awareness of posted speed limits. Explore potential to reduce EmO0O
posted speed limits, where supported per the California Vehicle Code and applicable engineering
standards.

3. Upgrade traffic signals along the corridor to include high-visibility traffic signal backplates to discourage red
light running, ADA-compliant pedestrian signals with countdown timers, and emergency vehicle mCa
preemption equipment.
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10. ﬂ

"

Restrict parking and trim vegetation to intersectionsf or fiday |l i ght i n g ovisipiliyram dne-e
of-sight.

Restripe South Broad Street, with potential to narrow travel lane widths, add high-visibility crosswalk
markings, advanced stop lines, and install buffered and/or protected on-street bike lanes to provide
physical separation between bicyclists and motor vehicles. Install green bike lane markings at intersection
and driveway conflict areas and add pedestrian and bicycle warning signage at conflict points, where
appropriate.

Pursue future reconstruction of Broad Street to provide corner bulbouts, wider sidewalks, sidewalk-level
protected bike lanes and continuous elevated sidewalks across side streets at intersections, additional
safety lighting and mid-block pedestrian-scale lighting, and i g r e e n fesitures sueh a8 landscaping,
street trees, drainage and stormwater improvements where feasible.

Explore installation of right-turn on red restrictions at the Broad/South intersection and other signalized
intersections along Broad St. with a history of pedestrian collisions and/or reports/observations of regular
close calls between vehicles and pedestrians.

ﬂ Evaluate opportunities to improve bicycle crossings and reduce conflicts between turning vehicles and

bicycles at signalized intersections. Design strategies may include addition of bike boxes, bicycle signals
or protected intersection designs. Based on crash history and community input, the Broad/South
intersection should be considered as a priority candidate for these design measures, with careful review of
potential impacts to emergency access to/from Fire Station 1.

Note: Consistent with City Engineering Standards and Active Transportation Plan Design Guidelines,
roundabouts should be considered as a first priority where new traffic signals are considered or where
major intersection reconstructions are planned. Where roundabouts are infeasible or not appropriate,
bicycle protected intersections should be the next design priority at signalized intersections on primary bike
routes.

Evaluate installation of raised medians to consolidate left-turns and restrict minor street movements where
appropriate, particularly between Upham and Orcutt, and between Tank Farm and Farmhouse Ln.
Implement left-turn restrictions at other unsignalized intersections and driveways with a history of
collisions, and/or where recommended in accordance with the City's Engineering Standards and Access
Management Guidelines. The Broad/Aerovista and Broad/Branch intersections should be priority
candidates for left-turn restrictions based on crash history.

Evaluate warrants for traffic signal installation on Broad between South and Rockview and between Tank
Farm and Aero to enhance pedestrian and bicyclist connectivity and safety for vehicle left turns to/from
Broad Street. Monitor warrants to explore the potential conversion of existing Broad/Woodbridge
Pedestrian Hybrid Beacon to full traffic signal.

MO0

moo

moo

HEO

HEO

] |u
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11. ﬂL Pursue construction of a roundabout or traffic signal at Broad/Farmhouse, as recommended in EEE
SLOCOG/ SLO Countydéds Highway 227 Corridor Study.

12. Pursue completing sidewalk gaps on Broad Street, particularly on west side between Rockview and
Industrial and between Industrial and Tank Farm, and both sides of the street between Aero and
Farmhouse Ln. Explore opportunities to coordinate with SLO County, SLOCOG and Caltrans to advance BER

the planned Edna Valley Trail shared-use path from the southern City Limits south to Los Ranchos Drive,
improving connectivity to/from Los Rancho Elementary.

13. Increase awareness of existing low-stress bicycle/pedestrian routes parallel to Broad Street, including
Emily Street and Victoria Avenue, as shown in Figure 19, through additional guide signage and public [ |m]m|
education.

14. Implement new low-stress bicycle/pedestrian routes parallel to Broad Street, including the planned
Railroad Safety Trail on the west side of the UPRR tracks between High Street and McMillan Avenue, as EEE

identified in the ATP and shown in Figure 19. A portion of this Railroad Safety Trail segment is anticipated
to be constructed with LOSSAN rail facility project.
1. Crash rates are weighted by frequency and severity, and segment length (see calculation methodology in Appendix A). Crash rates for
roadway segments include collisions that occurred both at intersections and mid-block along each segment.
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