JUNE 2021

FRANKFORD AVE
MULTIMODAL STUDY

RRRRRRRR
NNNNNNNNNNNNNNNNNN



DVRPC's vision for the Greater Philadelphia Region

Philachelphi:
Chester e

Delaware B Burlington
Nm
— . Gloucester
Wilmington »
MD  #7 Ve

41 L )
o [ \ :’

B .-B'Iaitimore :. DE .

The Delaware
Valley Regional
Planning
Commission

is the federally designated

Metropolitan Planning
Organization for a diverse
nine-county region in two

states: Bucks, Chester,
Delaware, Montgomery,
and Philadelphia in
Pennsylvania; and
Burlington, Camden,
Gloucester, and Mercer in
New Jersey.

New York City y
; j,f DELAWARE VALLEY
PA .,:Nh\ 3 % vrpc is a prosperous, innovative, equitable, resilient, and

Montgomery ; 1
"

sustainable region that increases mobility choices

by investing in a safe and modern transportation system;
that protects and preserves our natural resources while
creating healthy communities; and that fosters greater
opportunities for all,

REGIONAL
PLANNING COMMISSION

DVRPC's mission is to achieve this vision

by convening the widest array of partners to inform and
facilitate data-driven decision-making. We are engaged
across the region, and strive to be leaders and innovators,
exploring new ideas and creating best practices.

TITLE VI COMPLIANCE | DVRPC fully complies with Title VI of the Civil Rights Act of 1964, the Civil Rights Restoration Act
of 1987, Executive Order 12898 on Environmental Justice, and related nondiscrimination mandates in all programs and activities.
DVRPC's website, www.dvrpc.org, may be translated into multiple languages. Publications and other public documents can
usually be made available in alternative languages and formats, if requested. DVRPC's public meetings are always held in
ADA-accessible facilities, and held in transit-accessible locations whenever possible. Translation, interpretation, or other auxiliary
services can be provided to individuals who submit a request at least seven days prior to a public meeting. Translation and
interpretation services for DVRPC's projects, products, and planning processes are available, generally free of charge, by calling
(215) 592-1800. All requests will be accommodated fo the greatest extent possible. Any person who believes they have been
aggrieved by an unlawful discriminatory practice by DVRPC under Title VI has a right to file a formal complaint. Any such
complaint must be in writing and filed with DVRPC's Title VI Compliance Manager and/or the appropriate state or federal agency
within 180 days of the alleged discriminatory occurrence. For more information on DVRPC's Title VI program or to oblain a

Title VI Complaint Form, please visit: www.dvrpc.org/Getinvolved/TitleVl, call (215) 592-1800, or emall public_affairs@dvrpc.org.

DVRPC is funded through a variety of funding sources including federal grants from the US. Department of Transportation's
Federal Highway Administration (FHWA) and Federal Transit Administration (FTA), the Pennsylvania and New Jersey departments
of transportation, as well as by DVBPC'’s state and lacal member governments. The authors, however, are solely responsible for
the findings and conclusions herein, which may not represent the official views or policies of the funding agencies.



TABLE OF CONTENTS

INTRODUCTION. ... e 3
Project Background...................... 4
Transit First ... 4
North Delaware District Plan............................................... 6
PennDOT Highway Safety Improvement Program (HSIP)............... 7
Study Area Characteristics....................................ccoooiii ] 9
Land USe. ... 9
ZONING. ... 9
Population Characteristics........................cccoooiiiiie . 10
TRANSPORTATION. ... e 13
Roadway Characteristics.....................................ccocco 13
Functional Classification (PennDOT)....................................... 13
Street Type Designation (Philadelphia)........................................ 13
Traffic Control and Access.............................cccociiii 13
Lane Configuration..................cooiiii e 16
Speed Limit . ... 16
Traffic Volumes and Performance.......................................... 16
TranSIt 18
Pedestrians................................... 21
Bicycle Network ... 23
Parkingand Loading.............................o 23
PUBLICOUTREACH. ... . ... .. 25
Public Open House #1.............................ol 26
Public Open House #2. ... 27
ACHIVILY A 27
ACHIVITY B, . 28
Additional Public Review 28

ISSUES e 29
Vehicle Speeding and Crash History........................................... 30
Pedestrian Crashes, ... 33
Bicycle Crashes ... ... 33
Transit ISSUES ... 36
Traffic Flow Issues. ... 36
Parking and Loading ISsues...................................ccoo 37
CoNSraiNts. ... 38
Route 66 Trackless Trolley. ... 38
Traffic Performance........................ccooiiiiii 38
Parking and Truck ACCESS...................ociiiiioiieeeeeeeeee . 38
RECOMMENDATIONS .. e 40
Recommended Improvements. ... 40
Road Diet. ... 40
Back-In Angle Parking.....................ooiii o 40
Curb EXTeNSION ... .. 42
Floating Boarding Island............................cooiiii e 42
Transit Shelters ... 43
Queue JUMP, ... A3
Raised Median. ... 43
Hardened Centerline..... ... 43
Pedestrian Refuge Island....................................................... 44
Marked Crossing at Unsignalized Intersection............................ 44
Raised Crosswalk ... 44
Pedestrian-Scale Lighting.................................o 45
New or Enhanced Bicycle Facilities ... 45
Bicycle Intersection Improvements ... 46
Leading Pedestrian Interval (LPI)......................c.ccooiiiii 46
Leading Left Turn Phase (Protected/Permitted)........................... 46

¢%dvrpc i



Conceptual Designs for Select Locations 47

Frankford Avenue from Benner Street to Harbison Avenue_.. ... ... 47
Frankford Avenue from Robbins Street to Levick Street................ 50
Frankford Avenue and Magee Avenue,................................... 52
Frankford Avenue and Tyson Avenue ... 53
Frankford Avenue and St. Vincent Street.................................. 54
Frankford Avenue, Cottman Avenue, and Ryan Avenue, . ................ 55
Frankford Avenue, Aldine Street, and Tudor Street....................... 55
Frankford Avenue from Bleigh Avenue to Rhawn Street. . ............. 58
Traffic Performance ... 62
Implementation Considerations. ... 64

Frankford Avenue Multimodal Study

FIGURES

Figure 1: Study Goals.................. 5
Figure 2: Timeline of Previous PlanningWork ... 5
Figure 3: Potential Road Diet Extent from PennDOT Study.................. 7
Figure 4: Study Area............................ 8
Figure 5:Land Use ... 10
Figure 6: ZONing................oooiiiiii i n
Figure 7: Functional Class (PennDOT)........................................ 14
Figure 8: Street Type Designation (Philadelphia)............................... 15
Figure 9: Transit Service. ..o 17
Figure 10: Route 66 Ridership................................................... 20
Figure 11: Bicycle Network ... 22
Figure 12: Parking..................cooiiii i 24
Figure 13: High Injury Network ... 31
Figure 14: Bicycle and Pedestrian Crashes.................................... 34
Figure 15: Pedestrian Crashes in Walkable Commercial Corridor........ 35
Figure 16: Recommended Improvements....................................... 11
Figure 17: Frankford Avenue, Benner Street, and Battersby Street,
EXISTING. ... 47
Figure 18: Frankford Avenue, Benner Street, and Battersby Street,
Proposed. ... ... 48
Figure 19: Frankford Avenue, Harbison Avenue, and Devereaux Avenue,
EXISTNG. ... 49
Figure 20: Frankford Avenue,

Harbison Avenue, and Devereaux Avenue, Proposed ........................ 50
Figure 21: Frankford Avenue and Robbins Street, Proposed............... 51
Figure 22: Frankford Avenue and Levick Street, Proposed................. 51
Figure 23: Frankford Avenue and Magee Avenue, Proposed............... 52
Figure 24: Frankford Avenue and Tyson Avenue, Proposed................ 53
Figure 25: Frankford Avenue and St. Vincent Street, Proposed........... 54
Figure 26: Frankford, Cottman, and Ryan Avenues, Existing............... 56
Figure 27: Frankford, Cottman, and Ryan Avenues, Proposed............ 56



Figure 28: Frankford Avenue, Aldine Street, and Tudor Street,

EXISTING. ... 57
Figure 29: Frankford Avenue, Aldine Street, and Tudor Street,

Proposed. ... 57
Figure 30: Frankford Avenue and Sheffield Avenue, Existing .............. 59
Figure 31: Frankford Avenue and Sheffield Avenue, Proposed............. 59
Figure 32: Frankford Avenue and Decatur Street, Existing.................. 60
Figure 33: Frankford Avenue and Decatur Street, Proposed............... 60
Figure 34: Frankford Avenue and Rhawn Street, Existing................... 61
Figure 35: Frankford Avenue and Rhawn Street, Proposed................. 61
Figure 36: Intersection Level of Service (LOS), Proposed................... 63
TABLES

Table 1: Average Daily Traffic (ADT) Volumes ................................. 16
Table 2: Route 66 Statistics, Bustleton Avenue to Rhawn Street,

SPring 2019, 19
Table 3: Results from Open House Activity A ... 27
Table 4: Results from Open House Activity B................................... 28
Table 5: Frankford Avenue Crashes by Year. ... ... 31
Table 6: Frankford Avenue Crashes by Type. ... 32

APPENDICES ... 65
A: MARCH 2020 PUBLIC OPEN HOUSE POSTERS... ... A-01
B: PUBLIC COMMENTS ON DRAFT REPORT ... ... B-01
C: DETAILED TRAFFIC PERFORMANCE RESULTS ... ... C-01
Table C-1: Level of Service Overview.......................................... C-02
Table C-2: Performance Measures, AM Existing............................ C-04
Table C-3: Performance Measures, PM Existing........................... C-09
Table C-4: Performance Measures, AM Proposed........................| C-14
Table C-5: Performance Measures, PM Proposed.......................... C-19

i

¢dvrpc



DVRPC would like to thank the following agency and
community representatives for their participation
on the project steering committee.

iv

Alex Smith, Philadelphia City Planning Commission

David Munson, Philadelphia City Planning Commission
Larissa Klevan, Philadelphia City Planning Commission (former)
Patrick Callahan, Philadelphia Streets Department

Nick Cincurik, Philadelphia Streets Department

Kelley Yemen, Philadelphia Office of Transportation,
Infrastructure and Sustainability

Andrew Simpson, Philadelphia Office of Transportation,
Infrastructure and Sustainability

Ariel Ben-Amos, Philadelphia Water Department

Rebecca Ziefle, Philadelphia Water Department

Katie Drake, Philadelphia Water Department

Denis Murphy, Philadelphia Commerce Department

Giana Lawrence-Primus, Philadelphia Commerce Department
Jennifer Dougherty, SEPTA

Daniel Nemiroff, SEPTA

Lex Powers, SEPTA

Steve D'Antonio, SEPTA (former)

Joe Banks, Pennsylvania Department of Transportation

Fran Hanney, Pennsylvania Department of Transportation
Representative Bobby Henon, City Council District 6

Stan Cywinski, City Council District 6

Courtney Voss, City Council District 6

Lauren Atwell, City Council District 6

Donny Smith, Mayfair Business Improvement District

Marc Collazzo, Mayfair Business Improvement District (former)
Michael Serverson, Mayfair Civic Association

Tara Gontek, Holmesburg Civic Association

John Nolen, Wissinoming Civic Association

Frankford Avenue Multimodal Study

The following DVRPC staff contributed to this study:

m Al Beatty, Senior Transportation Planner,

Office of Mobility Analysis and Design
Kelsey McEIlduff, Transportation Engineer,
Office of Mobility Analysis and Design
Marco Gorini, Senior Transportation Planner,
Office of Safe Streets

Derek Lombardi, Senior Planner,

Office of Smart Growth

Ronald Landis, Associate Planner,

Office of Mobility Analysis and Design

Erin Curry, Associate Planner,

Office of Safe Streets

Glenn McNichol, Principal GIS Analyst,
Office of Geographic Information Systems
Natalie Scott, Communications Coordinator,
Office of Communications and Engagement
Rebecca Maule, Senior Graphic Artist,
Office of Creative Services



DUCTION

FRANKFORD AVE MULTIMODAL STUDY




CHAPTER 1

INTRODUCTION

Frankford Avenue serves many roles for adjacent communities and for the City of Philadelphia. As a thriving commercial
corridor, it provides space for family-owned businesses and anchors the local retail economy. As a high-frequency transit
route, it provides essential trackless trolley service for riders in northeast Philadelphia. As a high-volume north-to-south
arterial roadway paralleling the Delaware River, it connects freight to businesses and drivers of personal vehicles to the
wider highway network between Center City and the Bucks County line. As a cultural center and destination, it famously
hosts large pedestrian gatherings such as Cottman Triangle sports celebrations and an annual Thanksgiving parade.

These roles bring different roadway users and travel modes into close
contact, and conflict, on a daily basis. High vehicle volumes and speeds
create safety issues for pedestrians and bicyclists as well as drivers.
Heavy traffic and congestion can impede transit service and restrict
access to local businesses.

Bringing these travel modes into better balance would not only improve
safety and mobility for the traveling public, but would also support the
local business community as the corridor becomes safer and more
pleasant to visit.

The purpose of the Frankford Avenue Multimodal Study is to identify
traffic calming and roadway design strategies that better balance travel
modes to serve all roadway users and the local community. Figure 1
outlines the goals of the study by travel mode.

04 Frankford Avenue Multimodal Study

Project Background

Thisreportfocuses onthe section of Frankford Avenue from Cheltenham
Avenue to Rhawn Street. This section of Frankford Avenue has been the
subject of planning studies in the past several years (Figure 2).

Transit First

In 2015, the corridor was studied as part of Transit First, an inter-agency
initiative to enhance transit throughout Philadelphia. The study led to
operational improvements to SEPTA's Route 66 Trackless Trolley, such
as transit signal priority and stop consolidation.!

' A detailed list of improvements made as part of this initiative can be found at www.
septa.org/notice/frankford-ave-corridor.html



Figure 1: Study Goals
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Figure 2: Timeline of Previous Planning Work
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North Delaware District Plan

In 2016, the Philadelphia City Planning Commission (PCPC) adopted
the North Delaware District Plan, the culmination of a series of public
and stakeholder workshops conducted to identify transportation and
development goals for the communities that fall within the city's North
Delaware planning district, including the neighborhoods of Holmesburg,
Mayfair, Tacony, and Wissinoming. The North Delaware District Plan?
included transportation recommendations for Frankford Avenue and
intersecting roadways including:

® Identifying Complete Streets projects on wide, crash prone streets
such as Frankford, Cottman, Torresdale, and Harbison Avenues;

® Improving safety for pedestrians and bicyclists across major
streets such as Frankford Avenue;

® Identifying strategies to increase safety at priority intersections,
including Frankford Avenue at Cottman Avenue, Tyson Avenue,
and Harbison Avenue;

® Improving walkability along the Frankford Avenue corridor;

® Improving the overall commercial experience along Frankford
Avenue; and

m Creating a gathering space at Frankford Avenue and Ryan Avenue.

The District Plan also led to a series of zoning amendments encouraging
more residential and employment density, a more diverse mix of land
uses, and safer pedestrian access within the existing commercial
corridor.

2North Delaware District Plan: www.phila2035.org/north-delaware
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Public workshop supporting the North Delaware District Plan. Source: Philadelphia City

Planning Commission, 2015



PennDOT Highway Safety Improvement Program (HSIP)

In 2018, the Pennsylvania Department of Transportation (PennDOT)
identified Frankford Avenueasapriority corridor for safetyimprovements
under its Highway Safety Improvement Program (HSIP).

As part of this work, a study was conducted by HNTB to determine
whether aroad diet, or reallocation of vehicle travel lanes for other uses,
was feasible. That study found that a three-lane configuration would
create unstable traffic conditions between Harbison Avenue and Bleigh
Avenue, but that three lanes could provide adequate capacity between
Comly Avenue and Harbison Avenue, and between Bleigh Avenue and
Rhawn Street (Figure 3).

Figure 3: Potential Road Diet Extent from PennDOT Study
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Figure 4: Study Area

N/

Study Extent

mvf e
RO St e @
e
e > .va__@
.4@»@ (=]
@4@ : Afv..',-
A
o®
.@o TN\
)
AW
y N\

N\

2,000

1.000

Feet

Basemap: ESRI

Frankford Avenue Multimodal Study

08



Study Area Characteristics

The study area consists of Frankford Avenue from Cheltenham Avenue
to Rhawn Street, a 2.75-mile segment in the North Delaware District
(Figure 4). This section of Frankford Avenue travels through and between
the Wissinoming, Tacony, Mayfair, and Holmesburg neighborhoods.

Land Use

Frankford Avenue is a vital commercial corridor for North Philadelphia,
with retail and other commercial and mixed uses lining both sides of the
roadway from Battersby Street to Rhawn Street (Figure 5). Storefront
typologies vary along the corridor. Large chain retailers with ample off-
street parking can be found south of Cottman Avenue, particularly on
the west side of Frankford Avenue and in the Mayfair Shopping Center
on Levick Street. Auto-oriented retailers such as car repair shops, car
dealerships, and drive-through restaurants are concentrated south
of Wellington Street and north of Shelmire Avenue. Smaller shops
and restaurants are located throughout the study area, including a
substantial cluster between Wellington Street and Bleigh Avenue. Shops
in this area are more pedestrian-oriented, with storefronts fronting the
sidewalk and fewer driveways and parking lots. Businesses between
Harbison Avenue and Sheffield Avenue are served by the Mayfair
Business Improvement District (BID).

Between Cheltenham Avenue and Battersby Street, land use is
dominated by Wissinoming Park and three cemeteries. South of the
study area, commercial activity picks back up near the Frankford
Transportation Center, while the north end of the corridor connects to
Pennypack Park. Land use east and west of the corridor is primarily
residential, with mostly medium-density residential (row homes with
rear driveway parking) to the west, and medium-density interspersed
with single-family detached homes to the east.

Zoning

Prior to the 2016 North Delaware District Plan, most parcels along
Frankford Avenue were zoned as either Auto-Oriented Commercial
(CA-1, CA-2) or Neighborhood Commercial Mixed Use (CMX-1, CMX-
2, CMX-2.5). The District Plan proposed zoning changes on a number
of properties on Frankford Avenue in order to encourage new and
different forms of development. Several auto-oriented parcels were
to be changed to "mixed use" commercial zoning. A smaller number
of parcels were designated to be rezoned for corrective reasons, to
match the existing land use. The stated purpose for all rezoning was to
“encourage residential density to support the commercial corridor and
promote pedestrian-oriented scale.”

Two rezoning bills were passed in 2016 (Comly Street to Sheffield
Avenue) and 2018 (Sheffield Avenue to Rhawn Street) to implement
the changes proposed in the District Plan (Figure 6).> The updated
zoning specifications may promote changes to the built environment
in the study area over the next five to ten years, including denser
residential development and a shift from auto-oriented to compact
walkable commercial uses. Many CMX parcels will no longer allow
front loaded parking and, if redeveloped, will contribute to a more
walkable corridor. This is particularly true where front loaded off-street
parking is abundant, such as on the east side of Frankford Avenue
between Harbison Avenue and Cottman Avenue. The transportation
recommendations developed over the course of this study seek to
support this transition by enhancing the pedestrian environment.

3See bills 160916 and 180173, phila.legistar.com/Legislation.aspx
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Population Characteristics

The total population of the study area, comprised of the census tracts
that primarily overlap the neighborhood boundaries of Wissinoming,
Mayfair, Tacony, and Holmesburg, is about 78,000 (U.S. Census
Bureau, American Community Survey 2017 5-year estimates). About
20,000 residents, or 27 percent of the population, are under 18 years
old, and over 8,500, or 11 percent, are 65 or older. Taken together, over
a third of the population falls under these vulnerable age categories,

Figure 5: Land Use
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underscoring the need for safe, accessible infrastructure. Fifteen
percent of area residents have a disability. The unemployment rate
is 12 percent, and the household poverty rate is 21 percent. Thirty-
five percent of residents identify as a racial minority, and 19 percent
are Hispanic. Transit is an essential resource in the study area, with
18 percent of residents commuting primarily by transit. Over 4,500
study area households, about 16 percent, do not have access to a
personal vehicle.

Basemap: ESRI
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CHAPTER 2

TRANSPORTATION

Frankford Avenue is a priority transit corridor as well as a principal arterial serving high volumes of traffic. The Avenue
features high pedestrian volumes, particularly in the walkable commercial corridor. Bicyclists and trucks also use the
roadway. This mix of travel modes, common for an urban commercial corridor, creates conflict between roadway users.

Roadway Characteristics

Functional Classification (PennDOT)

Within the study area, Frankford Avenue is designated as a principal
arterial in PennDOT's functional classification system (Figure 7).
Arterials play an important role in connecting local roadways and land
uses to the highway network, and often serve high volumes of truck
traffic. From Robbins Street northward, Frankford Avenue is also
designated as US Route 13, a major route that runs from Bucks County
to Fayetteville, North Carolina.

Cross streets in the study area include:

® Four principal arterials: Harbison Avenue, Robbins Street, Levick
Street, and Cottman Avenue;

B One minor arterial: Rhawn Street; and

= Two major collectors: Tyson Avenue and Princeton Avenue.

Roosevelt Boulevard (US Route 1), another principal arterial, runs
parallel to Frankford Avenue about a mile to the west, and Interstate
95 runs parallel about a mile to the east. Cottman Avenue, Princeton
Avenue, Longshore Avenue, and Harbison Avenue connect this section
of Frankford Avenue to 1-95 ramps, as does Bridge Street just south
of the study area. In addition to feeding traffic to 1-95 and Roosevelt
Boulevard, Frankford Avenue serves as a reliever route to these two
major roadways during peak hours.

Street Type Designation (Philadelphia)

The City of Philadelphia's street type designation (Figure 8) mirrors
PennDOT's classification system. Frankford Avenue is designated as
an urban arterial, as are many intersecting streets including Harbison,
Rowland, Tyson, Cottman, and Ryan Avenues, and Robbins, Levick,
and Rhawn Streets. Frankford Avenue is also designated as an urban
arterial through most of the study area, except between Tyson Avenue
and Chippendale Street where it is a walkable commercial corridor.
Needs and priorities for traffic calming treatments differ between these
street types.*

Traffic Control and Access
There are twenty signalized intersections on this segment of Frankford
Avenue, including four intersections with more than four legs:

m Benner Street and Battersby Street;
m Harbison Avenue and Devereaux Avenue;
® Unruh Avenue and Rowland Avenue; and
® Ryan Avenue and Cottman Avenue.

From Robbins Street northward, every block between signalized
intersections includes at least one intersecting stop-controlled side
street, and many of these minor intersections are offset. Additionally,
many blocks feature driveways to commercial parking lots.

“Philadelphia Complete Streets Design Handbook, 2017:
www.philadelphiastreets.com/complete-streets/the-handbook

&dvrpc 13



Figure 7: Functional Class (PennDOT)
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Figure 8: Street Type Designation (Philadelphia)
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Lane Configuration

South and north of the study area, Frankford Avenue is primarily a
two-lane (one northbound and one southbound) or three-lane (one
northbound, one southbound, and one two-way left turn) configuration.
From Cheltenham Avenue to Comly Street, there are two lanes,
and between Comly Street and Battersby Street there are four: one
northbound, two southbound, and one two-way left turn. The majority
of the study area, from Battersby Street to Rhawn Street, is a five-lane
configuration: two northbound, two southbound, and one center lane
that alternates uses between a painted median, a two-way left turn
lane, and dedicated turning lanes approaching signals. North of Rhawn
Street, the outer lanes drop and the roadway continues as a standard
three-lane configuration.

Speed Limit

The posted speed limit on Frankford Avenue throughout the study area
is 30 miles per hour (mph). Posted speed limits on cross streets are
generally 30 mph for arterials and 25 mph for minor roads.

Table 1: Average Daily Traffic (ADT) Volumes

Traffic Volumes and Performance

Average daily traffic (ADT) volumes on Frankford Avenue vary along
the corridor (Table 1). The lowest volumes occur in the southernmost
portion of the study area, between Comly Street and Harbison Avenue.
The highest volumes are between Levick Street and Unruh Avenue, with
a smaller spike between Princeton Avenue and Cottman Avenue.

While traffic volumes are high and some delay occurs during peak
hours, conditions are generally stable, with all intersections performing
at a Level of Service C or better during both the AM and PM peaks.
Average travel speeds range from 15 to 20 mph accounting for signal
delay, which is typical for a heavily traveled urban commercial corridor.
The average travel time index (TTI) on the corridor ranges from 0.98
to 1.34, indicating light to medium congestion during peak hours. This
falls short of the TTI threshold of 1.5, which indicates a more serious
congestion problem. Overall, although there is likely variation from day
to day, the level of congestion faced by the average driver in the study
area is appropriate for the roadway context.

Roadway Segment Average Daily Traffic ~ Average Daily Transit Passenger Load
Comly Street to Harbison Avenue 10,800 7,800
Harbison Avenue to Robbins Street 16,500 7,500
Robbins Street to Levick Street 16,700 7,300
Levick Street to Unruh Avenue 26,600 6,800
Unruh Avenue to Princeton Avenue 16,800 6,700
Princeton Avenue to Cottman Avenue 17,500 6,200
Cottman Avenue to Rhawn Street 16,000 4,700

Locations listed from south to north. ADT values approximated based on traffic counts taken 2013-2017. Source: HNTB, SEPTA 2019

16 Frankford Avenue Multimodal Study



Figure 9: Transit Service

V4

@ 15-Minute Bus or Trackless Trolley Route

30-Minute Bus Route

60-Minute Bus Route

s Boulevard Direct Bus (limited stop)

=== Trenton Line (regional rail)

mmmmms  Market Frankford Line (elevated subway)
(o] Study Area Bus Shelter

7

—

0 1,000 2,000
— | ——
Feet

: N
/ 3 nkford, / Basemap: ESRI
3 ranspodatlon
Center d
gdvrpc
-

Source: SEPTA 2019

&dvrpc 77



Transit

The SEPTA Route 66 trackless trolley operates on Frankford Avenue
throughout the study area, providing critical service to commuters
and other riders in the Wissinoming, Tacony, Mayfair, and Holmesburg
communities as well as points northward. In total, the route serves

WHAT'S A TRACKLESS TROLLEY?

Trackless trolleys, also known outside the Philadelphia region as
trolley buses, are a transportation mode incorporating elements of
trolleys and buses. Like a trolley or a light rail vehicle, a trackless
trolley vehicle is propelled by electric power received from an
overhead wire, not a battery, but like a bus it travels on rubber
tires. SEPTA operates trackless trolleys on three routes, including
Routes 59, 66, and 75. The Route 66 runs on Frankford Avenue from
Frankford Transportation Center to the Philadelphia border with
Bucks County. Itis only one of five trackless trolley systems in the
United States and the oldest.

Trackless trolleys have several unique features. They are quiet
vehicles with zero source-point emissions. This makes them ideal
for dense, urban communities by reducing noise and air pollution.
While electric battery buses have the same qualities, this technology
is still evolving. Trackless trolleys are a proven technology with a
long record. Trackless trolleys also have a longer vehicle lifespan
than either electric or hybrid buses. The fixed overhead power
infrastructure can make
detours and curbing
difficult, but still allows
for more flexibility to
get around obstacles
than a trolley or light
rail vehicle. This fixed
infrastructure also adds
a level of "permanence”
to the service that cannot
be easily measured in
community perception.

A route 66 trolley prepares to board at
Cottman Avenue. Source: DVRPC
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7.1 miles of Frankford Avenue, terminating at Knights Road to the
north and at the Frankford Transportation Center one block south of
Cheltenham Avenue. Between the Frankford Transportation Center and
Cottman Avenue, an express route runs in addition to local service. At
the Frankford Transportation Center, riders can transfer to a number of
transit lines including the Market-Frankford Line connecting to Center
City and points west.

The 66 trackless trolley is one of SEPTA's highest-ridership routes,
serving an average of 10,367 riders per weekday in 2018° The line
provides 24-hour service and is designated as a 15-Minute Route,
arriving at least every 15 minutes for at least 15 hours a day, 5 days a
week (Figure 9). During the morning and evening peak hours, trolleys
arrive every eight minutes or less. The number of passengers served
by the line ranges from one quarter to three quarters of the number
of private vehicles served by a given roadway segment (Table 1).
Transit service connecting to the 66 in the study area includes:

® The Route 70 bus on Cottman Avenue, also a 15-Minute Route,
serving over 8,000 per day and connecting to the Roosevelt
Boulevard Direct Bus and Route 56 (15-Minute) bus;

® The Route 26 bus on Harbison Avenue, a 30-Minute Route, serving
over 11,000 riders per day and connecting to the Roosevelt
Boulevard Direct Bus; and

® The Route 28 bus on Rhawn Street, serving about 2,000 riders per
day and connecting to the Trenton Line regional rail at Holmesburg
Junction.

5SEPTA Route Statistics 2018, SEPTA Service Planning Department



Table 2 describes Route 66 operations in the study area (between
Bustleton Avenue and Rhawn Street, exclusive of operations north
of Rhawn) during different parts of the day as well as over a 24-hour
period. This data is reflective of a typical spring day in 2019. The PM
rush hour period is the busiest time of day, with 119 trolley trips in
the study area and nearly 4,000 passengers served. Moderate traffic
congestion during the PM rush hour period contributes to slower trolley
speeds at this time, with an average trolley speed just below 11 mph.®

Table 2: Route 66 Statistics, Bustleton Avenue to Rhawn
Street, Spring 2019

Average Trolley

Trolley Trips ST Passenger Load
Ii62‘r:l()),()'t\a“l”n:-6:59am 65 13.4 1,409
9%(?:2%0:5%% 89 11.0 2,763
lr{?(-)ggﬁ-z:sgpm 65 10.8 2,346
g!\gg:::;s:sgpm 19 10.9 3,898
;?(t)%gmill:%pm 18 13.2 459
24-Hour: 356 Tl S

12:00am-11:59pm

Data reflects daily averages in spring 2019. Source: SEPTA Spring 2019 APC data,
Philadelphia OTIS

6 Average trolley speed is defined as the distance traveled divided by the time taken to
travel. Like average speed for all vehicles, this measure includes time spent waiting
at traffic signals and should typically be lower than the posted speed limit. Average
trolley speeds also account for time spent boarding passengers, and is typically lower
than average speed for all vehicles.

Due to its high frequency service, the role of Frankford Avenue as a
long-standing commercial corridor, sufficient residential density, and
the presence of supporting infrastructure including overhead catenary
wires, the Route 66 trackless trolley is a well-established route that will
continue to be a vital link in the transit network. Service improvements
such as transit signal priority were implemented in 2015 as part of the
Transit Firstinitiative, and future improvements are being considered to
continue to maximize performance.

The portion of Route 66 that falls within the study area is characterized
by particularly high ridership, as shown in Figure 10. All of the stops
with the largest number of weekday boards are located in the study
area, with the exception of the Frankford Transportation Center. Based
on combined northbound and southbound average weekday boards in
2018, the highest-ridership stops within the study area are:

m Cottman Avenue (741 average weekday boards)
® Rhawn Street (576)

® Knorr Street (507)

® Hellerman Street (455)

® Levick Street (415)

® Shelmire Avenue (408)

Figure 10 also shows average weekday passenger loads by segment.
Passenger loads reflect the total number of people traveling on a given
roadway segment by trolley, and are used to understand how many
transit riders are being served on that roadway. Route 66 passenger
loads range from 4,000 to 8,000 in the study area, increasing steadily
with proximity to the Frankford Transportation Center. This indicates
that many riders use the route to connect to other transit services at the
transportation center. As a result, trolley operations in the study area
impact passengers who board and alight within the study boundaries,
but also those who board and alight at points northward to access the
Frankford Transportation Center.
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Figure 10: Route 66 Ridership
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Pedestrians

Pedestrian activity in the study area is high, particularly in the walkable
commercial corridor from Wellington Street to Sheffield Avenue.
Businesses in this area are small and lack off-street parking, so most
customers reach them on foot from homes, transit stops, or on-street
parking nearby. Pedestrians also use the area to reach transit stops
or transfer between lines, as well as to enjoy amenities such as the
pedestrian plaza at Frankford Avenue and Cottman Avenue.

On a typical weekday between 4:45 and 5:45 pm, over 300 pedestrians
were observed crossing the street at Frankford and Cottman, and about
150 were observed crossing the street at each of the Bleigh Avenue,
Shelmire Avenue, and Sheffield Avenue intersections. Significant foot
traffic occurs outside of the walkable commercial corridor near high-
ridership trolley stops such as Harbison Avenue, and where students
cross Frankford Avenue to reach nearby schools. Crossing guards
are posted at Harbison Avenue and Hellerman Avenue during school
opening and closing hours.

Crosswalks are marked at all signalized intersections in the study
area, though some markings are faded. Marked crosswalks across
Frankford Avenue and major cross streets are continental in style (with
high-visibility white bars perpendicular to pedestrians crossing), with
standard crosswalks (two stripes outlining the crosswalk) marked
across some minor cross streets. Some cross streets with high
pedestrian volumes within the BID service area are marked with a
Mayfair-branded honeycomb pattern.

Although crosswalks at signalized intersections are generally well-
marked, there are many unmarked locations where stop-controlled
side streets intersect Frankford Avenue. The Pennsylvania vehicle code
prohibits pedestrians from crossing outside of marked crosswalks
between controlled intersections in an urban district,” but this type of
crossingis common in walkable commercial corridors with unsignalized
side streets and a high density of attractions, particularly when the
distance between marked crosswalks is large enough to impede
pedestrian mobility.

There is one marked crosswalk at an unsignalized location: the
intersection of Frankford Avenue, Sackett Street, and Barnett Street.
Installed to enhance safety and visibility near the historic Devon Theater,
this crosswalk includes a landscaped median, a curb extension to
reduce crossing distance, rectangular rapid flashing beacons (RRFBs),
overhead flashing beacons, and advance warning signs to alert drivers
to the crosswalk. The landscaped median is maintained by the Mayfair
Community Development Corporation.

"Pennsylvania Vehicle Code 3543(c).
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Figure 11: Bicycle Network
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Bicycle Network

There are conventional bicycle lanes® striped in both directions on
Frankford Avenue between Cheltenham Avenue and Benner Street;
these continue south of the study area to Bridge Street (Figure 11).
South of the Comly intersection, there is a gap about 400 feet long in
the southbound bike lane, with sharrows marked on a vehicle lane to
accommodate a merge.

Facilities intersecting Frankford Avenue in the study area include:

= Buffered bicycle lanes on Devereaux Avenue in both directions
from Frankford Avenue to Bustleton Avenue, interrupted by one
block of sharrows from Brous Avenue to Revere Street where a
landscaped median reduces the available roadway width;

= Buffered bicycle lanes on Tyson Avenue in both directions,
connecting to bicycle facilities on Oxford Avenue to the west and
Torresdale Avenue to the east;

m Conventional bicycle lanes in both directions on Princeton Avenue
from Frankford Avenue east to James Street; and

m A westbound conventional bicycle lane on Ryan Avenue from
Frankford Avenue to Leon Street. Continuing west, there are
buffered lanes in both directions from Leon Street to Rowland
Avenue, and a parking-protected two-way cycle track west of
Rowland Avenue.

8Bicycle facility types are define on page 54.

Parking and Loading

On-street parking is available on Frankford Avenue throughout the
study area (Figure 12). South of Tyson Avenue, most on-street parking
is free, while north of Tyson it is mostly metered. On Ryan Avenue
between Frankford Avenue and Leon Street, there is metered on-street
angle parking on the south side of the street.

Free on-street parallel parking is included on most cross streets in the
study area. Additionally, most nearby residences include rear driveways
with a smaller number of front-access driveways for detached homes.

Many businesses, particularly the larger retail plazas and "big-box"
stores south of Knorr Street, also have off-street parking lots. Trucks
and other delivery vehicles largely utilize the same on-street and off-
street parking spaces as non-delivery vehicles.
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Figure 12: Parking
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CHAPTER 3

PUBLIC OUTREACH

Public Open House #1

The first public open house was held on May 30, 2019 at the Mayfair
Community Center. Attendees learned about planned changes to the
intersection of Frankford Avenue, Cottman Avenue, and Ryan Avenue
under PennDOT's Highway Safety Improvement Program, and shared
ideas for transportation improvements they would like to see in the rest
of the corridor.

Seventeen community members attended this open house. Additionally,
representatives from the offices of several elected officials were in
attendance (State Representative Joseph Hohenstein, and aides from
the offices of State Representative Kevin Boyle, State Representative
Jared Solomon, and City Council Representative Bobby Henon).

Overall, responses to the changes presented for the intersection of
Frankford, Ryan, and Cottman Avenues were positive. Attendees agreed
that the current intersection configuration is problematic and that
safety improvements are needed. Several expressed excitement that
the issue will be addressed.

Responses to questions about transportation issues and potential
solutions in the study area are summarized below.

® Many comments emphasized the need for traffic calming,
improved pedestrian infrastructure, and sidewalk amenities (e.g.,
benches, trash receptacles, and landscaping).

® Improved traffic flow and the ability to bike along the corridor were
also desired.

® Frequent and wide curb cuts pose challenges for pedestrians.
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m Traffic calming was desired throughout the corridor, though
different strategies were suggested for different contexts.

m Several respondents suggested a road diet to reduce speeding.

B Curb extensions,” or bumpouts, were suggested as a traffic-
calming strategy that has a minimal impact to vehicle capacity.

B More placemaking such as signage and painted sidewalks could
support the BID.

 Better pedestrian-scale lighting is needed, particularly from
Harbison Avenue to Sheffield Avenue and near transit stops.
Branded lighting would also help with placemaking.

m Parklets could provide a boost to local businesses.

B The abrupt end to the Frankford Avenue bicycle lanes at Comly
Street creates an unsafe condition for cyclists.

B There is a need to connect existing bicycle facilities into a stronger
bicycle network.

B The westbound bike lane on Ryan Avenue between Frankford
Avenue and Leon Street needs an eastbound pair.

B Green stormwater infrastructure'® was desired where possible
throughout the corridor.

m Blocked traffic lanes due to truck parking and vehicle double
parking is a problem.

m ltisdifficulttoturnleftoff of Frankford Avenue at someintersections
due to signal timing, leading drivers to make fast turns.

B A marked crosswalk is needed near the transit stop pair at Decatur
Street, as many people cross here to reach the bus.

°Defined on page 42.
°Defined on pages 42-43.



Public Open House #2

The second public open house was held on March 4, 2020 at King's
Highway Tavern. Twenty-eight participants signed in, though total
attendance was somewhat higher. Attendees voted on strategies to
calm traffic and improve safety of Frankford Avenue.

Activity A

In Activity A, twelve different multimodal and traffic calming treatments
were presented, and respondents could choose up to five as their
preferred strategies for the corridor. Results from this voting activity are
presented in Table 3, and descriptions of each treatment are presented
in Appendix A: Presentation Boards, Public Meeting #2.

In general, the most popular treatments were raised structures that
control vehicle movements and reduce conflict exposure for pedestrians
(curb extension, pedestrian refuge island, and raised median). Transit
stop improvements and mid-block crossings were also popular, though
there was some concern about blocking the visibility of businesses.

Finally, raised crosswalks were not presented during the open house
because they would impact SEPTA operations on Frankford Avenue.
However, they were mentioned by one or more participants and may be
appropriate on some side streets.

Table 3: Results from Open House Activity A

Treatment Number of Votes

Curb extension (bumpout) 17
Pedestrian refuge island 15
Raised median 13
Transit stop improvements 11
Mid-block crossing 10
Leading pedestrian interval (LPI) 8
Hardened centerline 7
Parking and loading improvements 7
New and improved bicycle lanes 7
Parklets and pedestrian plazas 5
Bicycle intersection improvements 2
Business access and transit (BAT) lanes 2
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In Activity B, five different roadway configurations were presented to
evaluate public response to a potential road diet where feasible. The
five options are described below and presented in greater detail in
Appendix A: Presentation Boards, Public Meeting #2.

Option A was a “no change" scenario maintaining five travel lanes.
Option B removed two vehicle lanes and added two Business
Access and Transit (BAT) lanes, which would prioritize the
trackless trolley.

Option C removed two vehicle lanes and added parking-protected
bicycle lanes in both directions.

Option D removed two vehicle lanes and added buffered bicycle
lanes in both directions.

Option E removed two vehicle lanes and added back-in angle
parking on one side of the street, and a mix of parklets and widened
sidewalks on the other side of the street.

Results from this voting activity are presented in Table 4.

The most popular road diet scenario was Option E: Pedestrian and
Parking Improvements. While many participants expressed skepticism
or dislike of existing bicycle facilities, the two bike lane scenarios
combined received as many votes as the Pedestrian and Parking
Improvements. While several participants discussed concerns about
the impact of a road diet on traffic, only one participant voted for no
road diet. Several attendees did not vote in the road diet activity and
may have been undecided or felt they needed more information.
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Table 4: Results from Open House Activity B

Road Diet Option Number of Votes

Option E: Pedestrian and parking improvements 7
Option D: Buffered bicycle lanes 15
Option B: Business access and transit (BAT) lanes 3
Option C: Parking-protected bicycle lanes 2
Option A: No road diet 1

The recommendations presented in this report were informed by results
from the two public meetings described above. In addition, a draft
report was posted on the project website for a 30-day public comment
period promoted by steering committee organizations. The results of
the public comment period are presented in Appendix B.







CHAPTER 4

ISSUES

Prior plans have identified the need to create a Frankford Avenue corridor that is safer, more visually appealing, and more
pedestrian-friendly. Through existing conditions analysis and stakeholder outreach, this study identified specific issues

related to crash trends and multimodal access.

Vehicle Speeding and Crash History

Portions of Frankford Avenue are on the High Injury Network, a City of
Philadelphia Vision Zero effort to identify corridors with the highest
rates of fatalities and severe injuries per mile. In the study area,
Frankford Avenue is a high injury corridor south of Comly Street and
between Disston Street and Meridian Street (Figure 13). Intersecting
Frankford Avenue in the study area, Cheltenham Avenue, Levick Street,
Tyson Avenue, St. Vincent Street, and Cottman Avenue are also on the
High Injury Network.

Between 2014 and 2018, there were 287 crashes on or approaching
Frankford Avenue between Cheltenham Avenue and Rhawn Street.
Three of these crashes resulted in a fatality, and five resulted in a severe
injury. The number of crashes per year trended slightly upward during
this period, with some variation (Table 5).

The intersections with the highest number of total crashes over this
period were Harbison Avenue and Devereaux Avenue (33 total crashes),
Cottman Avenue and Ryan Avenue (21), and Levick Street (18).

Table 6 shows the percentage of crashes by type in the study area,
compared to the crash type breakdown in the City of Philadelphia
as a whole. Angle crashes were the most common, which is typical
of Philadelphia crashes. Almost a quarter of all study area crashes
involved a hit pedestrian, substantially higher than the citywide average
of 14 percent.
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Table 5: Frankford Avenue Crashes by Year

Year Number of Crashes

2014 41
2015 54
2016 53
2017 72
2018 67

Source: PennDOT 2019



Figure 13: High Injury Network
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High vehicle travel speeds are likely a contributor to study area crashes,
particularly those that result in fatality or severe injury. To determine
whether speeding occurs on the corridor, travel speeds were measured
by radar at mid-block locations during off-peak hours. These sample
measurements were averaged to estimate free-flow operating speeds—
the speed at which a typical driver will travel if there are no impediments,
such as traffic congestion or red lights. The analysis found that the
average free-flow operating speed is 35.1 mph (+/- 4.5), and the 85th
percentile free-flow operating speed is 39.0 mph.

Table 6: Frankford Avenue Crashes by Type

Crash Type % of Study Area % of Philadelphia
Crashes Crashes

Angle 39% 34%
Hit pedestrian 24% 14%
Rearend 17% 23%
Sideswipe (same direction) 9% 11%
Hit fixed object 6% 12%
Hit bicyclist 2% 2%

Sideswipe (opposite direction) 1% 2%

Head-on 1% 2%

Study area crashes include crashes occurring on or approaching Frankford Avenue
between Cheltenham Avenue and Rhawn Street. Source: PennDOT 2019, 2014-2018 crash
dataset.
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This indicates that outside of peak hour traffic conditions, a substantial
number of drivers are traveling at least 5-10 mph faster than the
posted speed limit of 30 mph. Several factors can contribute to
speeding, including a wide roadway design, wide turning radii, and
lack of pedestrian-scale amenities that alert drivers to the presence
of vulnerable users. Field observation and stakeholder comments
indicate that poor sight lines, difficulties in finding gaps to make
turns, and illegal or erratic driving behavior also contribute to roadway
safety issues.

Below: Higher vehicle travel speeds lead increase the risk that a pedestrian crash will
result in a fatality. Source: City of Philadelphia
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Pedestrian Crashes

Pedestrian crashes on this segment of Frankford Avenue are a serious
concern. Twenty-four percent of study area crashes from 2014 to
2018 involved a hit pedestrian (72 in total), higher than the citywide
average of 14 percent. Two of the three fatalities on the corridor were
a hit pedestrian (the third was a hit bicyclist), and three pedestrian
crashes resulted in a severe injury. Long crossing distances, speeding,
and aggressive driving behavior all contribute to safety issues for
pedestrians in the corridor.

Figure 14 shows the locations of crashes involving a hit pedestrian,
as well as hit bicyclists. Rhawn Street had the highest number of hit
pedestrian crashes (8), followed by Tyson Avenue (5), Robbins Street (5),
Cottman and Ryan Avenues (4), and Harbison and Devereaux Avenues
(3). Two of the pedestrian crashes at Tyson Avenue resulted in fatalities.
All of these intersecting roadways are high-volume urban arterials, most
with wide roadway designs and heavy turning volumes that create crash
risks at the intersection. Redesigning these intersections to discourage
speeding, encourage yielding to pedestrians, and reduce pedestrian
exposure to vehicles could help address crash-prone locations.

Pedestrian crashes also occured outside of signalized intersections,
including three that resulted in a severe injury at St. Vincent Street,
Aldine Street, and Hartel Avenue. The safest way for pedestrians to
cross any street is in a marked crosswalk. However, crossing outside
of marked intersections is a common behavior in walkable commercial
corridors with mid-block destinations, and suggests a demand for
additional crossing facilities to support pedestrian safety and mobility.
This is a particular problem in the walkable commercial corridor section
of Frankford Avenue between Princeton Avenue and Oakmont Street
(Figure 15). Providing crossing facilities and encouraging drivers to
watch for and yield to pedestrians could help address this crash issue.

Bicycle Crashes

There were nine bicyclists hit in the study area from 2014 to 2018,
including three at Devereaux Avenue. North of Benner Street, there are
no bicycle facilities on Frankford Avenue, and bicyclists were observed
using the sidewalk, travel lanes, shoulders and parking lanes to travel
along the avenue. Many bicyclists alternate between the roadway
and sidewalk based on traffic and pedestrian conditions and parking
saturation. This results in bicyclists weaving in and out of driver sight
lines, creating a crash risk.

Bicyclists are also exposed to crash risks while crossing Frankford
Avenue fromintersecting bicycle facilities. For example, at Tyson Avenue
in both directions, the buffered bicycle lane merges with a vehicle lane
approaching the intersection. Bicyclists moving straight through the
intersection share a green phase with drivers turning onto Frankford
Avenue, and drivers may not see or yield to approaching bicyclists.

In general, connectivity between bicycle facilities is an issue in and near
the study area. The City of Philadelphia is developing a High Quality
Bike Network (forthcoming) to guide future development of bicycle
facilities. Where possible, improvements to Frankford Avenue should
support this network by connecting and enhancing existing facilities.
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