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Bradley, Oleta

From: Dana Wehrman <danawehrman@gmail.com>
Sent: Thursday, May 23, 2024 11:38 AM
To: TransportationCommission; Council
Subject: Written Communications - May 23rd, 2024

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Please support Bike Bellevue and real bike infrastructure, not meaningless gestures like sharrows.   
 
I'm writing as a Woodinville resident, but as someone who travels to Bellevue frequently for 
appointments, shopping, and eating out. I am an example of an "LTS 2" cyclist; I am capable but not 
highly confident. I would jump at the chance to take my bike into Bellevue instead of my car if I felt safe 
and the infrastructure supported it, but until then, I am yet another car adding to Bellevue's traffic 
problem. Please give Bike Bellevue a fighting chance by supporting real bike infrastructure, and not a 
neutered, ineffective alternative (sharrows, gutter lanes) that sabotages the very goals you're trying to 
achieve of safety and encouraging alternative modes of transport. Please keep people like me in mind, 
who are not expert cyclists but who would love to ditch our cars. There are plenty of us out there.  
 
Thank you, 
Dana Wehrman 
Woodinville  

 Some people who received this message don't often get email from danawehrman@gmail.com. Learn why this is important  



1

Bradley, Oleta

From: Cameron Kast <cameronkast456@gmail.com>
Sent: Thursday, May 23, 2024 8:36 AM
To: TransportationCommission
Subject: Written Communications - May 23, 2024

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
To the Bellevue Transportation Commission, 
 
My name is Cameron Kast and I live and work in Bellevue and I am writing to express my concerns about 
the recent proposal to implement sharrows on corridor 6A. I believe it is paramount that the city prioritize 
community safety above all. The implementation of sharrows contradicts our shared goal of creating a 
safe and inclusive transportation environment for all road users. We must not compromise on measures 
protecting residents and families. The two-way cycle track originally proposed by Bike Bellevue is more 
than a path for cyclists, it is a step towards building safe streets for our community and progressing with 
Vision Zero.  
 
Sharrows do not offer protection for vulnerable road users such as children, those walking, and those on 
bikes. Sharrows don't conform to Vision Zero best practices and several studies show implementing 
sharrows alone can be more dangerous than doing nothing at all. This doesn't mean we should do 
nothing. In the feedback collected by the city, access to the Downtown Bellevue Park playground and 
surrounding developments were citizens' concerns and these concerns were not brought up during the 
original implementation of the cycle track. However, they're being brought up now as detrimental to the 
project. Why would these factors not have been prohibitive from the suggestion of a two-way cycle track 
in the first place? What has materially changed between when the project was conceived & now? 
 
Bike Bellevue had a plan with substantial work, rigorous analysis, and robust public outreach. It doesn't 
seem the proposal for sharrows is accounting for all the feedback the City of Bellevue received during the 
Bike Bellevue outreach process. Additionally, it doesn't seem like this decision is being made based 
upon any sort of data or analysis. This is a stark contrast to the Bike Bellevue proposal, which had ample 
data on the positive safety, mobility, and sustainability impacts of a two-way cycle track. Bike Bellevue 
had data, what data does the decision to implement sharrows have?  

In addition to my near-daily bike commuting, I drive around Bellevue from time to time. As a driver, it is 
easier to navigate around cyclists and pedestrians when they have a dedicated and separated space for 
movement, making their actions more predictable and the driving environment better. As a cyclist, this 
separated bike infrastructure makes me feel safer, leading to a more pleasant environment to bike in, 
fewer cars in the city, less traffic, and movement towards sustainability goals. I never would've started 
biking had previous separate bike infrastructure such as the two-way cycle lane and infrastructure on 
120th Avenue NE in Bellevue not been implemented. Sharrows would not have made me feel 
comfortable enough to cycle every day. 
 

 You don't often get email from cameronkast456@gmail.com. Learn why this is important  
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As a resident, citizen, employee, and commuter, I believe safety should be of the utmost importance for 
all users and I would like commitments to Vision Zero to continue moving forward . Please keep the 
current Bike Bellevue proposal of a two-way cycle track on corridor 6A. Thank you for the work you've 
done thus far making this community a safer place for all. 
 
Best, 
Cameron Kast 
Resident 
Cameronkast456@gmail.com 
(360) 907-2887  
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Bradley, Oleta

From: RTKimzey <rtkimzey@gmail.com>
Sent: Wednesday, May 22, 2024 9:48 PM
To: TransportationCommission; Council
Subject: Sharrows are NOT bike infrastructure

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello Bellevue City Council and Transportation Commission, 
 
My name is Robin Kimzey and I frequently conduct business in Bellevue. I am writing in support of Vision 
Zero and the Bike Bellevue project.  
 
At the last transportation commission meeting it was suggested that the city could just paint a couple of 
sharrows on the road and they have fulfilled their bike infrastructure requirements. Sharrows are not the 
answer. Ask yourself, What does it mean when there is a sharrow on the road? Ask a few friends or 
coworkers that same question and see if you get a consistent response. Also ask yourself and your 
friends, What streets do you consistently use that have sharrows on them? Are you ok with 2, 10, 20, or 
50 cyclists on the road with you during rush hour or when you are rushing to get to a Dr.'s appointment? 
What kind of damage is going to happen when a 10 pound bicycle and a 3000 pound car slam into each 
other? Would you want your children or significant other riding a bicycle on a road with sharrows so that 
they can make it to an appointment or grocery store? 
 
Sharrows are NOT viable bike infrastructure!!! 
 
You can read this report to get the full story: https://trid.trb.org/view/1393928 
TLDR; "Results suggest that not only are sharrows not as safe as bike lanes, but they could be more 
dangerous than doing nothing at all." 
 
Please, table all discussions of sharrows. Do NOT even mention them again because they are in 
complete opposition to Vision Zero and safe bike infrastructure.  
 
Each of you were elected or appointed to improve the lives of your city's citizens, sharrows do NOT help 
you achieve that goal. There are better choices than sharrows.  
 
Choose Wisely, 
Robin 
 
--  
If you're doing nothing wrong, you have nothing to hide from the giant surveillance apparatus the 
government's been hiding.  - Stephen Colbert 

 Some people who received this message don't often get email from rtkimzey@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Riley Avron <ravron@posteo.net>
Sent: Wednesday, May 22, 2024 8:09 PM
To: Council; TransportationCommission
Subject: Written Communications - May 23rd, 2024

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
I want to express my support for the current two-way cycle track design on corridor 6A. Sharrows are at 
best useless, and some evidence suggests they may actually make things worse by encouraging bikers 
to ride on streets freely intermingled with cars.   
 
The commission talks periodically about the importance of balancing modes, which I agree with. The 
balance is, and remains, totally skewed towards motor vehicles to the detriment of everyone else. No 
one ever says "hey, is there a car lane on that street?" Of course there is — every street has a car lane — 
usually several! Yet when cyclists request a safer, separated lane on even a few streets, that's a bridge 
too far. 
 
--  
Riley 
 

 You don't often get email from ravron@posteo.net. Learn why this is important  
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Bradley, Oleta

From: Mark Hakanson <hakanson.mark@gmail.com>
Sent: Wednesday, May 22, 2024 5:17 PM
To: TransportationCommission; Council
Subject: I Do Not Support Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
To whom it may concern,  
 
I would like to voice my opposition to spending additional tax dollars to add more bike lanes in Bellevue. 
This is already one of the most bikeable cities in the country. In fact, it's more accessible by bike than 
foot (lookin at you, 112th Ave NE). 
 
Please allocate these funds to initiatives that will benefit more than just the narrow population of 
bicyclists in our city. 
 
Sincerely, 
Mark Hakanson 
Bellevue Homeowner/Resident 

 Some people who received this message don't often get email from hakanson.mark@gmail.com. Learn why this is important  
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Bradley, Oleta

From: David Wasserman <david.wasserman.plan@gmail.com>
Sent: Wednesday, May 22, 2024 10:13 AM
To: TransportationCommission; Council
Subject: Bike Bellevue Comments

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi Bellevue Commision & Council,   
I would like to voice my support for the original Bike Bellevue project. I think Bellevue's Downtown really 
needs to be reimagined as a center for walking, biking, and transit as more of the Link light rail comes 
online. I think the City Council and Commission should consider differentiating whether these projects 
have merit vs. whether they should be phased in to more align with plans for Link light rail. Bellevue's 
Downtown is known for having the places to be, but no easy way to get there during the crowded parts of 
the day because of how wide the streets are. If sharrows are considered, they should be considered 
alongside other traffic calming measures and even possible turn restrictions and diverters in and around 
areas we want to enable more access to such as parks.  
 
I live in the Robinswood neighborhood.   
 
David Wasserman  
Email: david.wasserman.plan@gmail.com 
Cell: 407 325 6242 

 Some people who received this message don't often get email from david.wasserman.plan@gmail.com. Learn why this is important  
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Phyllis White <hello@livablebellevue.com>
Sent: Monday, July 8, 2024 8:55 PM
To: TransportationCommission
Subject: Opposition to the Bike Bellevue Plan

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Transportation Commission, 
 
Please do not replace travel lanes with bike lanes on Bel-Red Road or Northup Way – and remove these 
major arterial corridors from consideration for bike lanes as we have a great alternative in Spring Blvd. 
With the growth that is being planned in Wilburton and Bel-Red, we need to preserve these important 
roads to accommodate growth in traffic and keep our communities moving. Please focus on completing 
the multi-purpose path on Spring Boulevard, which is safer and would comply with the city’s Vision Zero 
goals, while bike lanes on major arterials like Bel-Red Road and Northup, which have high levels of traffic 
and many driveways, would increase the likelihood of collisions. 
 
Further, instead of removing travel lanes on 140th Avenue, or moving this project to the Transportation 
Facilities Plan as staff recommend, please refresh existing sharrow markings in the short-term and 
consider using existing right-of-way at Highland Park to create a multi-purpose path without reducing 
vehicle capacity in the long term. There is plenty of right-of-way to create safe bike lanes without 
removing travel lanes and making traffic worse than it already is along these major corridors.  
 
As we look to shape the future of our city, please save the streets we depend on for mobility and expand 
the bike network at the same time by making reasonable and careful decisions about where we place 
bike planes. 
 
Phyllis White 

WILBURTON 
To help 
protect your 
privacy, 
Micro so ft 
Office 
prevented 
auto matic  
download of 
this pictu re  
from the  
In ternet. 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Anne Coughlin <hello@livablebellevue.com>
Sent: Monday, July 8, 2024 7:47 PM
To: TransportationCommission
Subject: Opposition to the Bike Bellevue Plan

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Transportation Commission, 
 
Please do not replace travel lanes with bike lanes on Bel-Red Road or Northup Way. Moving these 
projects to the Transportation Facilities Plan, as staff recommend, leaves the door open for travel lanes 
to be removed in the future. With the growth that is being planned in Wilburton and Bel-Red, we need to 
preserve the travel lanes we have to accommodate growth in traffic and remove both Bel-Red and 
Northup from consideration. Instead, please focus on completing the multi-purpose path on Spring 
Boulevard. Spring Boulevard is safer and would comply with the city’s Vision Zero goals, while bike lanes 
on major arterials like Bel-Red Road and Northup, which have high levels of traffic and many driveways, 
would increase the likelihood of collisions.  
 
Further, instead of removing travel lanes on 140th Avenue, or moving this project to the Transportation 
Facilities Plan as staff recommend, please refresh existing sharrow markings in the short-term and 
consider using existing right-of-way at Highland Park to create a multi-purpose path without reducing 
vehicle capacity in the long term. There is plenty of right-of-way to create safe bike lanes without 
removing travel lanes and making traffic worse than it already is along these major corridors.  
 
As we look to shape the future of our city, please save the streets we depend on for mobility and expand 
the bike network at the same time by making reasonable and careful decisions about where we place 
bike planes. 
 
Anne Coughlin 

NE Bellevue 
To help 
protect your 
privacy, 
Micro so ft 
Office 
prevented 
auto matic  
download of 
this pictu re  
from the  
In ternet. 
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Bradley, Oleta

From: jchelminiak@comcast.net
Sent: Monday, July 8, 2024 3:41 PM
To: TransportationCommission
Cc: John Chelminiak
Subject: Do Not Surrender Item 1 7-11-24 meeting

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Chair Stash and members of the Commission: 
 
On Thursday evening, you will receive a briefing on Department Director Andrew Singelakis decion to surrender 
city bicycle policy to the “all cars-all the time” advocates. This is terrible public policy and was not what the 
Bellevue City Council asked you to do. 
 
For over two decades, city council led policy moved away from the single drive model of transportation to a multi -
modal style including ways for trains, buses, bikes, and pedestrians to safely use our city rights of way.  
 
Please do not abandone Bike Bellevue and Rapid Implementation programs. Using the development process to 
create bike lanes on several corridors will create a more fractured bike-ped system than we have now. It’s a recipe 
for disaster and is not safe. 
 
This proposed policy should be abandoned and allow the Council to make a decision in the budget process now 
underway. 
 
The recent legislative history of the vote in March 2024 shows the council did not decide to remove “repurposing 
lanes” from the Bike Bellevue program. The motion to remove “repurposing” was defeated on a 3 – 4 vote. The 
motion to add the words “last resort” came later in the meeting and was a separate motion. Anyone telling you it 
was a motion to reconsider the defeated motion is wrong.  
 
My request is to let the council decide what “last resort” means and let them do that in the budget process now 
underway. Then Council can provide the policy direction to the Transportation Director. That is the way a Council - 
Manager governing system is supposed to work. 
 
Thank you for your consideration. 
 
John Chelminiak. 
Bellevue resident, former Mayor and Councilmember. 
 

 You don't often get email from jchelminiak@comcast.net. Learn why this is important  
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Bradley, Oleta

From: jchelminiak@comcast.net
Sent: Monday, July 8, 2024 3:41 PM
To: TransportationCommission
Cc: John Chelminiak
Subject: Do Not Surrender Item 1 7-11-24 meeting

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Chair Stash and members of the Commission: 
 
On Thursday evening, you will receive a briefing on Department Director Andrew Singelakis decion to surrender 
city bicycle policy to the “all cars-all the time” advocates. This is terrible public policy and was not what the 
Bellevue City Council asked you to do. 
 
For over two decades, city council led policy moved away from the single drive model of transportation to a multi -
modal style including ways for trains, buses, bikes, and pedestrians to safely use our city rights of way.  
 
Please do not abandone Bike Bellevue and Rapid Implementation programs. Using the development process to 
create bike lanes on several corridors will create a more fractured bike-ped system than we have now. It’s a recipe 
for disaster and is not safe. 
 
This proposed policy should be abandoned and allow the Council to make a decision in the budget process now 
underway. 
 
The recent legislative history of the vote in March 2024 shows the council did not decide to remove “repurposing 
lanes” from the Bike Bellevue program. The motion to remove “repurposing” was defeated on a 3 – 4 vote. The 
motion to add the words “last resort” came later in the meeting and was a separate motion. Anyone telling you it 
was a motion to reconsider the defeated motion is wrong.  
 
My request is to let the council decide what “last resort” means and let them do that in the budget process now 
underway. Then Council can provide the policy direction to the Transportation Director. That is the way a Council - 
Manager governing system is supposed to work. 
 
Thank you for your consideration. 
 
John Chelminiak. 
Bellevue resident, former Mayor and Councilmember. 
 

 You don't often get email from jchelminiak@comcast.net. Learn why this is important  
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Bradley, Oleta

From: Betsi Hummer
Sent: Monday, July 8, 2024 3:06 PM
To: TransportationCommission; Stash, Karen; Ting, Albert; Magill, Drew; Marciante, Loreana; 

Helland, Brad; Kurz, Jonathan; Rebhuhn, Nik
Subject: Bike Lanes On Arterials (AKA Bike Bellevue)

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Hello TransportaƟon Commissioners 
I am wriƟng to express my ongoing concerns on the Bike Bellevue iniƟaƟve. 
 
I remind you all that Bellevue City Council unequivocally voted to amend the TR2 policy of the TransportaƟon Element of 
the Comprehensive Plan. 
The Bellevue City Council overrode the recommendaƟon of both the TransportaƟon and Planning Commissions Bellevue 
City Council, just over 2 years ago, to avoid violaƟon of the State Growth Management Act penned and approved this 
policy. 
There is no interpretaƟon needed, it is very clear: 
TR-2. To aggressively plan, manage, and expand transportaƟon investments to reduce congesƟon and expand 
opportuniƟes in a mulƟmodal and comprehensive manner and improve the quality of the travel experience for all users. 
 
As we are all well aware, a minimum of 35,000 new housing units (a minimum of 2 people per each unit) and 70,000 new 
jobs (1 person each) (=105,000 people, current populaƟon is 150,000) are forecast for the next couple decades (which 
pass quicker than we realize.) Every traffic report shows most of those people will arrive by independent vehicle. 
No report shows that more people will live and work in Bellevue; the trend is for people to live in one jurisdicƟon and 
work in another. 
All traffic reports indicate the majority of traffic comes from commuters, not residents. 
 
Commuters and delivery trucks as well as police and fire depend on a flowing traffic corridor, especially on our main 
arterials - but you already know all that. 
To even consider the removal of any traffic lanes for bike lanes not only violates TR2 of the current Comprehensive Plan, 
it thwarts the growth plans and safety of everyone living in, commuƟng to, or visiƟng our fair city. 
 
I am asking you to amend whatever it is you need to so that the eliminaƟon of any traffic lane is off the table. 
 
When Bike Bellevue was first presented to Bellevue City Council, I was impressed by the emphaƟc direcƟon from 
Councilmember Jennifer Robertson to Buy Right Of Way. At that first direcƟonal meeƟng, there was no indicaƟon of 
enƟre lanes being given over to bikes. It seems that a wild interpretaƟon of Council's direcƟon took place. Please take 
the direcƟon and make sure that all transportaƟon is kept safe, otherwise you can kiss Complete Streets and Vision Zero 
goodbye - more people will be killed because of the unsafe crowding on our arterials. 
 
Also, speaking on Complete Streets, whatever it may connote poliƟcally, let's look at it realisƟcally. 
Since I moved back to Bellevue in 1990, I have regularly ridden my bike for exercise. 
On the 4th of July last week I rode my bike from Bellevue College to Redmond on 140th. 
As one of the Eastside's oldest thoroughfares, it has a pleasant grade, and is fairly wide, and the bike lanes are good 
enough for me. At every lighted intersecƟon, there is a bicycle marker and a place for the light to change because of the 
bike. I regularly ring my bell, sit up, and wave at people driving cars since my experience shows me I am not in their top 



2

of mind. It was a great ride. The green paint at 24th at Dunn Lumber was good to get me out of the right turn only lane.  
At 24th the bike lane changed: someƟmes it is in the roadway, someƟmes it is an asphalt ped-bike path; and it is only on 
the EAST side of the street. I maneuvered the changes preƩy well unƟl NE 40th  when the ped-bike lane switches to the 
WEST side of the street.  I had to quickly switch lanes. The ride improved when I reached Redmond - somehow that 
smaller city has regular sidewalks AND bike lanes on BOTH sides of the street. I was SURPRISED! My Annie Oakley 
personality appeared - anything they can do we can do beƩer! 
I ask that instead of focusing on recreaƟng the wheel, invenƟng something that doesn't need it, that we finish what we 
started, and do at least as well as Redmond! 
 
So, no bike lanes on Bel Red Street - keep it on the right of way, or the parallel Spring Boulevard. 
And complete what we have already begun. 
 
Also 
From the December 2021 TransportaƟon Element of the Comprehensive Plan: 
WHAT DOES SUCCESS LOOK LIKE? ƒ 
The transportaƟon system accommodates growth, and complements and enhances neighborhood character, the 
environment, and quality of life. 
Greater CongesƟon Does not Equal Greater Quality Of Life. 
 
Thanks for you aƩenƟon to your public 
 
 
Betsi Hummer 425.591.4784 betsihummer@yahoo.com 
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Bradley, Oleta

From: Steve Poltrock <spoltrock@gmail.com>
Sent: Monday, July 8, 2024 2:28 PM
To: Council; TransportationCommission
Subject: I Support Bike Bellevue

[Some people who received this message don't oŌen get email from spoltrock@gmail.com. Learn why this is important 
at hƩps://aka.ms/LearnAboutSenderIdenƟficaƟon ] 
 
[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Dear Councilmembers and TransportaƟon Commissioners, 
 
I'm wriƟng to you in support of the Bike Bellevue project. Bellevue has been a progressive city in many respects, but it 
has been a laggard in support of both bicycling and pedestrians. We need more safe places to ride. 
Steve Poltrock 
 
Sent from my iPhone 
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Bradley, Oleta

From: Valentina Vaneeva <eittaf@outlook.com>
Sent: Monday, July 8, 2024 1:07 PM
To: PlanningCommission; TransportationCommission
Cc: Shull, Janet
Subject: Bike Bellevue needs your support

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello Planning Commission members and Transportation Commission members,  
 
I would like to share with you results of a personal project I worked on for the last two weeks of June:  

 

Bicycles at Crossroads 
bikes-at-crossroads.tilda.ws 

 

 
Please at least scroll through it. People in those pictures are already riding bicycles where there's no bike 
infrastructure, and it is a clear sign that bike infrastructure is needed and that the city should support its 
residents who choose to or have to ride bicycles or scooters. 
 
I know that there has been some indecision in terms of how Bike Bellevue’s implementation should 
proceed. I think that it should be implemented as soon as possible. Even temporary facilities will be a 
huge improvement in many places like Bel-Red. In addition, I think that Bike Bellevue should be extended 
to include 156th Ave NE between Overlake and Crossroads. If you look at the pictures, you will see why. 
 
Thank you! 

 Some people who received this message don't often get email from eittaf@outlook.com. Learn why this is important  
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Chanda Welch <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:44 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
Stop crippling our roadways and causing more accidents due to narrower crowded lanes. 
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Chanda Welch 

Sherwood Forest 
To help 
protect your 
privacy, 
Micro so ft 
Office 
prevented 
auto matic  
download of 
this pictu re  
from the  
In ternet. 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Tuan Wong <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:43 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Tuan Wong 

Eastgate 
To help 
protect your 
privacy, 
Micro so ft 
Office 
prevented 
auto matic  
download of 
this pictu re  
from the  
In ternet. 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Yi-Min Wang <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:42 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Yi-Min Wang 

Lake Samm 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Ted Celmer <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:42 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Ted Celmer 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Greg Shaw <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:36 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Greg Shaw 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Katy Mowrer <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:34 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Katy Mowrer 

Lake Samm 
To help 
protect your 
privacy, 
Micro so ft 
Office 
prevented 
auto matic  
download of 
this pictu re  
from the  
In ternet. 



1

Bradley, Oleta

From: hello@livablebellevue.com on behalf of Jennifer Robertson 
<hello@livablebellevue.com>

Sent: Sunday, August 4, 2024 3:33 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Jennifer Robertson 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of John Iwanski <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:18 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic. This has been personally 
experienced when one-lane is shut down for various construction projects. 
 
Please do not allow outside interests to dictate the will of the a large majority of Bellevue residents and 
constituents.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
John Iwanski 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Diane Tebelius <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:14 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Diane Tebelius 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Lois Diemert <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:13 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Lois Diemert 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Melissa Peterson <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:11 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Melissa Peterson 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Lawrence Mast <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:03 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Lawrence Mast 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of IVAN VELKOV <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 3:01 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
IVAN VELKOV 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Ruth Vaughan <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:57 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Ruth Vaughan 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Tom Skalski <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:57 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Tom Skalski 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Gerald Kvinge <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:57 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Gerald Kvinge 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Norm Hansen <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:56 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Norm Hansen 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Kelley Price <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:51 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Kelley Price 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of cheryl wang <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 2:01 PM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in support of the Transportation Commission’s recommendation that Bel-Red Road be removed 
from consideration for bike lanes. Please support this recommendation and the hundreds of letters and 
community feedback you’ve received over the last year opposing road diets, and do not study Bel-Red 
Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the few cyclists 
who may ride along that corridor would still have to interact with busy intersections and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
Cheryl Wang 
 
cheryl wang 
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Bradley, Oleta

From: hello@livablebellevue.com on behalf of Richard Hughes <hello@livablebellevue.com>
Sent: Sunday, August 4, 2024 11:25 AM
To: Council; cityclerk
Subject: Don’t go backwards on Bel-Red Road!

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Council members,  
 
I am writing in strong support of the Transportation Commission’s expertly investigated and reviewed 
recommendation that Bel-Red Road be removed from consideration for bike lanes. Please support this 
recommendation and the hundreds of letters and community feedback you’ve received over the last year 
opposing road diets, and do not consider Bel-Red Road any further. 
 
Additional study on this major east-west arterial is both unnecessary and wasteful of taxpayer dollars. 
We have already learned from the hundreds of thousands spent on the Bike Bellevue Guide that road 
diets would cripple our arterial network. Adding bike lanes will not make it more safe, as the very few but 
very vocal cyclists who may ride along that corridor would still have to interact with busy intersections 
and driveways. 
 
We cannot afford to sacrifice a lane of Bel-Red Road, even on a “temporary” basis during a trial or 
demonstration – which will only frustrate residents and hurt public trust. Please consider the interests 
and concerns of the 70% of residents who oppose replacing travel lanes with bike lanes, especially on 
Bel-Red Road. We need to be able to get to work, run errands, pick up our kids, visit downtown, and take 
care of our personal needs in Bellevue without sitting in an hour of artificially created traffic.  
 
Let’s focus our time and resources on finishing the safer bicycle connection at Spring Boulevard. Thank 
you for your consideration. 
 
Sincerely, 
 
Richard Hughes 

Bridle Trails 
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Bradley, Oleta

From: John Wu <john.wu12@gmail.com>
Sent: Sunday, August 4, 2024 5:54 AM
To: Council; Robinson, Lynne; Malakoutian, Mo; Hamilton, Dave; Lee, Conrad; Nieuwenhuis, 

Jared; Stokes, John; Zahn, Janice
Subject: Preserving Bel-Red Road for Future Growth and Safety

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 

Dear Mayor Robinson, Deputy Mayor Malakoutian, and Councilmembers Hamilton, Lee, 
Nieuwenhuis, Stokes, and Zahn, 

I am a resident of Wilburton. I want to express my gratitude and support for the Bellevue Transportation 
Commission's decision to exclude Bel-Red Road from consideration for bicycle lanes. This decision 
aligns with the city's Vision Zero goals by prioritizing road safety, considering the road's busy 
intersections and many driveways. 

Bel-Red is one of the most heavily used roads in our area, connecting West Bellevue with East Bellevue. 
Given the anticipated growth in the Bel-Red District, Spring District, and Wilburton Vision 
Implementation, preserving Bel-Red Road for vehicular traffic is essential to accommodate increased 
congestion.  

I support prioritizing the completion of Spring Boulevard, which includes protected bike lanes and wide 
sidewalks. This decision enhances safety for all road users and provides a direct connection between the 
Spring District Station and the Bel-Red rail station. Interestingly, I have encountered only a few bicyclists 
on NE 8th, Bel-Red, or Northrup in a year, suggesting the need for further study on cyclist usage in these 
areas. 

Additionally, I appreciate the Council's decision last March to replace car lanes only as a last resort. I 
want to thank Deputy Mayor Malakoutian, Councilmembers Hamilton, Nieuwenhuis, and Lee for 
prioritizing safety and considering resident input. This decision aligns with the majority of Bellevue 
voters, as a recent EMC research poll shows that 69% oppose converting road lanes to bike lanes. 

Thank you for considering these points. 

John Wu 

 Some people who received this message don't often get email from john.wu12@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Nick Ton
Sent: Sunday, August 4, 2024 4:18 AM
To: Council; TransportationCommission; Singelakis, Andrew
Subject: 8/6/2024 Public comment on bel red changes

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Does anyone here actually need to drive on bel red during commuting hours? I do because I have to use it 
to get to work. I have my dentist along bel red. I shop for groceries at that asian family market off bel red 
weekly.   
 
Its horrible. I don't even care about the biking experience I care that there's constantly people parked in 
the middle of the road backing up traffic because there's no middle lane for people to turn left.  
 
What kind of delusions does a person need to be under to think that keeping bel-red this way is a 
good thing? 
 
Its dangerous to anyone that needs to turn left into a business because they need to just sit their car still 
in an active traffic lane anxiously waiting for oncoming traffic to provide a gap that they can snake 
into.  It's dangerous for people behind them because there's just random people stopping in the middle 
of the road with barely any warning most times. 
 
Who benefits from this? The car repair businesses? The hospitals? Certainly not the normal people just 
trying to get to work nor the people trying to visit the dental offices or other businesses along bel red.  
 
Make it a 3 lane road with the middle to turn in. That works! Do whatever studies are needed, but the 
current situation sucks and works for nobody.  
 
At this point any pervert advocating for bel red to be unchanged is actively and purposefully trying to get 
more accidents to happen. Something is wrong in the head with these people. 
 
Bel-red road needs changing. To remove it from consideration is absolutely crazy and the people who are 
advocating for such need their motivations examined because they sure do not represent the people that 
actually actively use that corridor.  
 
Apologies for my discourteous phrasing. I and the people I talk to who share my situation of needing to 
use bel red road to commute to work are very unhappy with the comission's delusional 
recommendation.  
 
 

 Some people who received this message don't often get email from nichkt@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Steven Fricke <fricke_family@msn.com>
Sent: Saturday, August 3, 2024 11:06 PM
To: Council
Subject: Bel-Red Bike Lanes Study

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Mayor Robinson and Councilmembers,  
 
I write in opposition of the Transportation Commission’s recommendation regarding the removal of 
bike lanes from their traffic study. Please reject this recommendation and continue studying Bel-Red 
Road as a viable path for bikes and cars. 
 
Additional study on this major east-west arterial is both necessary and a good use of taxpayer dollars. 
Adding bike lanes will make it safer, as the cyclists who ride will have a dedicated lane with minimal 
impact to motor vehicle traffic flow. 
 
Let’s focus our time and resources on making Bellevue safer for bicycle riders. Thank you for your 
consideration. 
 
Sincerely 
Steven Fricke 
 
 
Sent from my iPad 
Get Outlook for iOS 

 Some people who received this message don't often get email from fricke_family@msn.com. Learn why this is important  
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Bradley, Oleta

From: Leha Kon <lehakon@gmail.com>
Sent: Saturday, August 3, 2024 9:18 PM
To: Council
Subject: Written Communications, 8/6/24, Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello, 
 
My name is Alex Kon, and I am a resident of Crossroads in Bellevue. I’m writing to voice my concerns about recent 
changes in the “Bike Bellevue” program where Bel-Red was excluded. First of all, I’d like to clarify that I do own a car and 
I do drive regularly. I like driving, been doing it for 25+ years and do not plan to stop.  
 
However, I don’t like to have to drive everywhere.  
 
I’m living at Crossroads and most of the places I need to visit are within easy 20-30 minutes on a bicycle: Bellevue 
downtown, Redmond downtown, Microsoft campus, Spring District, Bellevue park/mall. Not always, but in many cases I’d 
prefer to use a bicycle because it’s good for me (cheaper, better for my mental and physical health) and for others (no 
risk, no pollution, no contribution to traffic/noise). 
 
Biggest obstacle to riding is lack of infrastructure in places where it matters. That’s why Bel-Red is so important. Spending 
money on infrastructure “in the middle of nowhere” is ineffective at best and wasteful at worst. Infrastructure needs to be 
added in places where most people go already, where business are present, where light rail stops are.  Currently situation 
is bad there. Speed limits are high, bicycle lanes are non-existent. Sidewalks are even more dangerous than riding on a 
road due to the fact that drivers don’t notice bicyclists there. 
 
That’s exactly why changes there will have a positive impact. Bel-red is a great candidate for upgrade to become a less 
car-centric street. There are multiple new residential developments already, multitude of existing and new businesses, 
YMCA, light rail access, proximity to Spring district, new developments on 148th. It could connect many parts of Bellevue 
and become a place where people could walk or ride, run errands, visit shops and restaurants - all without a car. And 
everybody who lives there would benefit from less noise and pollution.  
 
And as a driver - I wouldn’t mind if going through would take me some minutes longer, while I’m sitting in a comfortable 
seat with music and air-conditioning.  
 
Please re-consider this decision. Most bicyclists (or scooter users, or people who like to walk) are also drivers. And most 
would prefer to have alternatives to driving! 
 
— 
Alex 

 Some people who received this message don't often get email from lehakon@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Valentina Vaneeva <eittaf@outlook.com>
Sent: Saturday, August 3, 2024 7:56 PM
To: Council; TransportationCommission; Singelakis, Andrew
Subject: Written Communications, 8/6/24, Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello Councilors, Commission members, and Transportation Director, 
 
My name is Valentina, and I have been a resident of Bellevue for 7 years. I have already expressed my profound 
disappointment in the latest Transportation Commission decision on Bike Bellevue, but in light of the upcoming Council 
meeting on Tuesday, I feel like I need to do it again. 
 
The Commission’s decision does nothing to improve safety of existing users of Bel-Red Rd who are not driving. It also 
does nothing to reduce the amount of car traffic in Bellevue which is the major emission source in Washington State, 
and Bellevue is very unlikely to be an exception. Given that new housing construction is scheduled for Bel-Red, it is of 
utmost importance to provide people with opportunities to not drive. 
 
One of the reasons Bike Bellevue has enjoyed so much public support (and consequent frustration) is presence of Bel-
Red Rd in its plans. The original Bike Bellevue recommendations for it are not just about building bike lanes, but also 
calming traffic and improving safety for all street users, all that in time for 2030 which is the year when the City is 
supposed to achieve Vision Zero. And there are plenty of cyclists and scooter riders there already! Take a look:  
 

Why Bel-Red Rd? 
why-belred.tilda.ws 

 

 
In short, if the City is serious about its street safety goals, its commitments to reduce emissions, and its stated goal of 
improving transportation for everyone and not just drivers, this decision cannot be accepted by the Council. A single 
car lane should not be in the way of safer and cleaner future of our city!  

 Some people who received this message don't often get email from eittaf@outlook.com. Learn why this is important  
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Bradley, Oleta

From: Kurt Dresner <kurt.dresner@gmail.com>
Sent: Saturday, August 3, 2024 4:11 PM
To: Council
Subject: Written Communications, 8/6/24, Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 

Dear Bellevue City Council Members, 

My name is Kurt Dresner, and I live in Kirkland. I frequently commute by bike to Bellevue for various 
reasons, including dental appointments on Bel-Red Road. I would love to utilize my bicycle more often 
for errands and shopping within Bellevue, but the current lack of safe cycling infrastructure deters me - 
sometimes from using my bike, and sometimes from going to Bellevue at all. 

I believe the current Bike Bellevue recommendations fall short in addressing the critical safety and 
connectivity needs of cyclists like myself. In particular, excluding Bel-Red Road, a major route with an 
increasing number of important destinations, is a significant oversight. Bel-Red Road's high traffic 
speeds and lack of dedicated bike lanes create a hazardous environment for cyclists. Implementing pilot 
bike facilities on Bel-Red Road would be an excellent way to gather data on usage, safety, and impact, all 
while addressing the concerns of the community. 

Furthermore, the proposals for sharrows on NE 2nd St and the reliance on future redevelopment for bike 
facilities on Northup Way do not provide adequate protection or guarantee a connected network of bike 
lanes. These approaches contradict the council's stated goals of prioritizing safety and connectivity for 
cyclists. 

While I understand the council's previous directive about reallocating motor vehicle lanes as a "last 
resort," it seems this guidance may have been misinterpreted. The primary objective of the Bike Bellevue 
project should be to deliver safe and efficient bicycle infrastructure promptly. In cases where 
reallocating vehicle lanes is the only viable option to achieve this goal, I urge the council to consider it a 
necessary step. 

It is imperative to act decisively to improve cycling safety in Bellevue. I strongly advocate for the council 
to approve the original proposals for bike infrastructure on the Bike Bellevue corridors. These proposals 
offer a swift and cost-effective solution that enhances safety not only for cyclists but for all road users. 
It's time to make Bellevue's streets safer and more accessible for everyone. 

Thank you for your time and dedication to improving our city. 

Sincerely, 

 Some people who received this message don't often get email from kurt.dresner@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Raymond Zhao <rzhao271@gmail.com>
Sent: Saturday, August 3, 2024 3:54 PM
To: Council; TransportationCommission; Singelakis, Andrew
Subject: Written Communications, 8/6/24, Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Councilmembers, Commissioners, and staff, 
 
I am Yuanmeng, a resident of Overlake Village in Redmond who visits Bellevue by public transit to shop and dine. I would 
like to bike around Bellevue, but I do not believe the current experience is safe. Several of my friends and coworkers 
already bike, and none of them enjoy biking on the roads in Bellevue, especially while downtown. 
 
Firstly, there are certain roads a cyclist would need to take to even get to downtown or to visit shops and businesses 
along the way. For those living in Crossroads, and for those who will be living in Bel-Red, one of the less hilly options 
available to them is Bel-Red Rd. Thus, I believe that removing Bel-Red Rd entirely from the Bike Bellevue plan was a 
mistake that needs to be corrected. To assuage community concerns, we should build and fully fund pilot bike 
facilities on Bel-Red Rd so that we can collect real-world data on usage, safety, and impact to vehicle throughput. 
 
A larger issue in general is that the commission’s recommendations have not always been in line with Council’s guiding 
principles around safety, with one principle being minimizing conflicts between roadway users through bikeway design. 
For example, sharrows on NE 2nd St would not offer protection or added safety for bicyclists. As staff themselves note, 
sharrows are not infrastructure. Instead, sharrows keep bikes and cars on the same lane, resulting in tension and conflict 
between the two groups, a lose-lose situation. Similarly, staff’s Northup recommendation to rely on private redevelopment 
for the delivery of bicycle facilities will, by their own admission, leave significant gaps between isolated projects. We must 
ensure that we deliver bike facilities that are in line with Council-approved principles of safety, connectivity, and 
equity. 
 
Lastly, at your July 9th meeting, many Councilmembers spoke to the importance of funding the rapid implementation of 
Vision Zero infrastructure. The originally-proposed Bike Bellevue corridor treatments are exactly that: rapid, cost-effective 
treatments that not only deliver high-quality bicycle facilities, but are best-practice tools to calm traffic and improve safety 
for all road users. Please maintain the emphasis on the rapid implementation of Vision Zero infrastructure by 
approving the original proposals for bike infrastructure on Bike Bellevue corridors. 
 
In the end, I believe that through the implementation of the originally-proposed Bike Bellevue corridors, more residents 
and visitors, including my friends, my coworkers, and I, would be willing to explore Bellevue's parks and local businesses 
not just by bike, but also by walking or rolling, simultaneously reducing car congestion for those driving around the city. 
 
Thank you, 
Yuanmeng 
 

 Some people who received this message don't often get email from rzhao271@gmail.com. Learn why this is important  
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From: Jay Bazuzi <jay@bazuzi.com>
Sent: Saturday, August 3, 2024 11:56 AM
To: Council; TransportationCommission; Singelakis, Andrew
Subject: Written Communications - 2024-08-06 - Bike Bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi, my name is Jeryas Bazuzi and I first moved to Bellevue in 1999. I live in the Lake Hills / Crossroads 
area and my employer's offices are in downtown Bellevue.  
 
I like the idea of combining my commute and my workout by biking to work. I have a bike that I like, our 
weather is mild, the distance is reasonable, and there are showers with towel service in our office 
building. It's a great setup except that the path is hazardous for cyclists. Every time I take this trip by bike, 
I feel like I am taking my life in my hands.  
 
Please move forward with the full Bike Bellevue plan. Reallocating lanes from cars to bikes is the right 
tradeoff and will make Bellevue better. 
 
- Jeryas (Jay) Bazuzi 
Lake Hills 
 

 Some people who received this message don't often get email from jay@bazuzi.com. Learn why this is important  
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Abstract

Despite Vision Zero’s moral appeal and its expansion throughout the world, it has
been criticized on different grounds. This chapter is based on an extensive
literature search for criticism of Vision Zero, using the bibliographic databases
Philosopher’s Index, Web of Science, Science Direct, Scopus, Google Scholar,
PubMed, and Phil Papers, and by following the references in the collected
documents. Even if the primary emphasis was on Vision Zero in road traffic,
our search also included documents criticizing Vision Zero policies in other safety
areas, such as public health, the construction and mining industries, and work-
places in general. Based on the findings, we identify and systematically charac-
terize and classify the major arguments that have been put forward against Vision
Zero. The most important arguments against Vision Zero can be divided into three
major categories: moral arguments, arguments concerning the (goal-setting)
rationality of Vision Zero, and arguments aimed at the practical implementation
of the goals. We also assess the arguments. Of the 13 identified main arguments, 6
were found to be useful for a constructive discussion on safety improvements.

Keywords

Vision Zero · Nollvisionen · Criticism · Road Safety · Ethics · Systems Thinking

Introduction

The adoption of Vision Zero (“Nollvisionen”) in Sweden in 1997 represented a crucial
shift in road safety management (Government Bill 1996/97:137). Road safety work at
the time was heavily influenced by utilitarian cost-benefit analysis and by an approach
that considered failing road users to be the main cause of road accidents. In contrast,
Vision Zero emphasized the responsibility of system designers and clearly prioritized
safety over mobility and cost containment. It declared that the fatalities and serious
injuries that result from preventable crashes are morally unacceptable. Moreover, it
assumed that road users want health and self-preservation and that this is what the
design and operation of the road system has to deliver. The moral appeal and relative
success of Vision Zero has led to its acceptance in more and more countries, states, and
cities around the world, and it has had a considerable impact also in other areas of
public safety than road traffic (Mendoza et al. 2017; Kristianssen et al. 2018).

However, the global proliferation of Vision Zero policies does not imply that it is
without flaws. In fact, Vision Zero has sustained a fair amount of criticism, both in
academic literature and in the public debate. So far, these criticisms have not been
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investigated systematically. Therefore, in this chapter we aim to identify, categorize,
and critically assess the arguments that have been put forward against Vision Zero.
Our categorization of arguments is based on a desk-based review of academic
research articles, reports, and policy documents from the last two decades. The
documents were retrieved through searches in the bibliographic databases, Philoso-
pher’s Index, Web of Science, ScienceDirect, Scopus, Google Scholar, PubMed, and
Phil Papers, and by following the references in the collected documents. Even if the
primary emphasis was on Vision Zero in road traffic, our search also included
documents criticizing Vision Zero policies in other safety areas, such as public
health, the construction and mining industries, and workplaces in general.

Our analysis shows that the most important arguments against Vision Zero can be
divided into three major categories: moral arguments, arguments concerning the
(goal-setting) rationality of Vision Zero, and arguments aimed at the practical
implementation of the goals. See Fig. 1.

Firstly, critics target the central moral assumptions behind Vision Zero, such as its
uncompromising prioritization of safety and its assumption that deaths and serious
injuries in the road traffic system are morally unacceptable. For instance, the ethical
assumption behind Vision Zero has been criticized by authors who claim that it is
morally acceptable that some people die on the road, since driving is a risky activity
that they chose voluntarily to engage in. Moreover, it has been argued that the
resources required to realize Vision Zero will have to be taken from other policy
areas where they could be used to greater advantage from an ethical point of view.
Vision Zero has also been accused of being paternalistic and unjust, and some of the
measures proposed to realize it have been accused of threatening the freedom,
autonomy, and privacy of road users.

Secondly, critics question the rationality of setting and working toward the goal to
prevent all fatalities and serious injuries in traffic safety. It has been argued that such
a goal is unrealistic and therefore irrational to pursue. Doing so is counterproductive,
according to the critics, since the agents who are responsible for achieving it will
become demotivated when they realize that no matter how great effort they invest,
the goal will never be achieved. In addition, Vision Zero has been criticized for being
too imprecise to be serviceable as a goal for public policy.

Thirdly, criticisms target specific operationalizations of Vision Zero that have
been used in its practical application. The ways in which safety is measured in the
application of Vision Zero to road system design has been criticized. Some critics
have claimed that too little responsibility is assigned to system designers. Others
maintain that system designers are assigned too much responsibility and that this will
reduce drivers’ sense of responsibility and make them drive more dangerously.

In section “Vision Zero: What It Is,” we introduce Vision Zero and its central
assumptions. Sections “Moral Criticism,” “Rationality-Based Criticism,” and “Oper-
ational Criticism” present and analyze the arguments that we have found in each of
the three categories just mentioned. Section “Conclusion” summarizes our findings
and identifies some arguments against Vision Zero that are, in our view, particularly
worthy of further consideration and analysis.
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Fig. 1 The arguments against Vision Zero discussed in this chapter
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Vision Zero: What It Is

A significant number of countries have adopted and are committed to Vision Zero. It
was first adopted in 1997 when the Swedish parliament unanimously endorsed it as
the country’s traffic safety policy (Belin and Tillgren 2012). Currently, similar Vision
Zero policies are in force in a number of other countries, including Finland, Norway,
Denmark, the Netherlands, Germany, Poland, the UK (London), Australia,
New Zealand, and Canada (see part II of this handbook). While New York was the
first city to adopt the policy in the USA (in 2014), many other cities have joined the
group since then (Mendoza et al. 2017). So, what is Vision Zero and how does it
differ from the safety policies it came to replace?

Vision Zero as a Goal

According to the Swedish government, the long-term goal of road safety is that “no
one should be killed or seriously injured as a result of traffic accidents in the road
transport system” (Government Offices of Sweden 2016, p. 6). Despite the govern-
ment’s use of the term “vision,” it is clear from the preparatory work that Vision Zero
is in fact a policy goal that is supposed to guide all road safety work in Sweden
(Government Bill 1996/97:137). To reach the goal, which is not temporally speci-
fied, substantial adjustments of the road transport system will have to be made over
an extended period of time.

As a policy goal, Vision Zero functions not only as a symbolic expression of the
government’s ambition to reduce the number of fatalities and serious injuries in the
road system. The goal also guides and induces action toward achievement of the
desired end-state. Using terminology from goal-setting literature, the goal is
“achievement-inducing” (Edvardsson and Hansson 2005). As with most policy
goals, Vision Zero coordinates action both temporally and between individuals and
organizations. Vision Zero can be used by the national transport administration as a
departure point for developing and implementing a series of safety measures over
time in such a way that the desired end-state can more easily be reached. It can also
be used to allocate resources among various sub-agencies or departments to the same
effect. Based on Vision Zero, implemented road safety measures can be evaluated
and adjusted, and responsibility for insufficient goal achievement can be established.
Thus, Vision Zero functions as a normative framework against which road safety
measures can be developed, implemented, evaluated, and adjusted (Rosencrantz
et al. 2007; see also Edvardsson Björnberg 2021, in this handbook). In this effort,
Vision Zero posits the fallibility of human beings as a starting point for the design
and operation of roads and vehicles (Johansson 2009). But, importantly, Vision Zero
is not only a goal but also a strategy.
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Vision Zero as a Strategy

Vision Zero is a strategy that relies on both social and technological innovations in
the process of approaching the goal of zero fatalities and serious injuries (Belin et al.
2012). Vision Zero differs fundamentally from the traditional approach to road safety
management in terms of its “problem formulation, its view on responsibility, its
requirement for the safety of road users, and the ultimate objective of road safety
work” (Belin et al. 2012, p. 171).

Problem formulation and ultimate objective: In the traditional approach to road
safety, traffic accidents were presented as the major problem to be solved, and
individual road users were believed to be causally responsible for up to 95% of
those accidents (Evans 1996). In contrast, Vision Zero puts focus not on the
accidents per se but on the resulting fatalities and serious injuries. The difference
between the traditional approach and Vision Zero can be clearly seen from the
measures advocated by proponents of the two approaches. In Vision Zero, a road
safety measure that leads to an overall decline in fatalities and serious injuries is
preferable, even if it involves a greater number of accidents or minor injuries. This is,
for instance, the main logic behind the shift from traffic lights to roundabouts in four-
way intersections in most Vision Zero-committed countries, such as Sweden and the
Netherlands (Mendoza et al. 2017). While roundabouts, as compared to traffic lights,
tend to lead to a greater number of crashes, the reduced speed in roundabouts makes
the crashes less severe, and the number of fatalities and severe injuries is consider-
ably lower (ibid.). When it comes to road and street design, Vision Zero goes
contrary to the traditionally dominant safety strategy of increasing space for vehicles
through the construction of wider roads, wider lanes, straighter roads, and larger
crossings (Bergh et al. 2003; Johansson 2009). Although these measures facilitate
the flow of traffic and reduce the number of crashes, they often have negative effects
on safety since “the most predominant effect of creating more space is an increase in
driving speed, which means higher levels of kinetic energy in crashes” (Johansson
2009, p. 828).

Two prominent improvements in vehicle technology that have brought huge
safety gains in Swedish roads are the introduction of seat belt reminders (SBR)
and alcohol interlocks. A study by Krafft et al. (2006) of the driving behavior of
3000 Swedish drivers showed that “in cars without SBR, 82.3 percent of the drivers
used the seat belt, while in cars with SBR, the seat belt use was 98.9 percent”
(p. 125). Furthermore, “in cars with mild reminders, the use was 93.0 percent”
(p. 125). From this, the authors concluded that installing seat belt reminders in all
cars would have a dramatic impact on the number of fatal and seriously injured car
occupants. Seat belt reminders are a prime example of a measure that aims at
reducing the consequences rather than the probability of crashes.

Alcohol interlocks provide another important example of a technological inno-
vation with huge safety benefits. Drunk driving is one of the major factors involved
in crashes leading to fatalities and serious injuries. According to the WHO’s global
status report (WHO 2018), between 5% and 35% of all road fatalities are alcohol-
related. In Sweden and many other European countries, alcohol interlocks have been
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introduced as a remedy to the problem of drunk driving. The technology is now
widely employed in professional settings. In 2017, 97% of the busses operating in
public transport in Sweden had an alcohol interlock (Sveriges Bussföretag 2018).
The technology requires a driver to exhale into the machine and prevents the driver
from starting the vehicles if a certain amount of alcohol is detected in their breath.
Alcohol interlocks is one of many measures in traffic safety that have positive
impacts both on the probability and the severity of crashes. Drunk drivers are
more often involved in crashes, and these crashes also tend to lead to more serious
injuries.

Vision Zero as New Responsibilities

In the traditional approach to traffic safety, the individual road user was identified as
the most important causal factor in traffic accidents. Based on accident investiga-
tions, it was reported that road users’ behavior was the cause of about 95% of traffic
crashes (Evans 1996). Consequently, it was assumed that road users carry almost the
whole responsibility for traffic safety, and it was often concluded that safety propa-
ganda, rather than technical improvement, was the best way to deal with the
problem.

However, these reports were based on a questionable approach to causality, and
the conclusions were largely unhelpful in attempts to improve road safety. Although
we usually prefer to think in terms of “the cause” of an accident or other event, the
assumption of a single cause is in many cases a gross oversimplification. Events do
not typically follow from one single cause. Instead, there are several causal factors,
all of which contribute to the effect. Various practical considerations influence which
causal factor we tend to call “the cause,” for instance, how certain we are of its
influence, its conspicuity, whether it could plausibly have been absent, and whether
it could have been changed by human action (Hoover 1990). For instance, if you ask
a bacteriologist what is the cause of cholera you can expect the answer “the
bacterium Vibrio cholerae,” but a public health expert will probably give an answer
referring to the lack of proper sanitation. These causal descriptions are useful for
different purposes. In the treatment of cholera patients, the answer mentioning the
microorganism may be the most adequate one, whereas the answer referring to
sanitary conditions is more useful for disease prevention.

In much the same way, most traffic accidents have causal factors pertaining both
to the behavior of the driver and to the construction of the vehicle and the road
system. For instance, a driver’s decision to drive drunk is often a causal factor
contributing to an accident. However, there are also various other causal factors,
including the social conditions that led the driver to drinking too much, the lack of
resources for treatment of alcoholism, and vehicle-related causal factors such as the
lack of an alcohol interlock on the car in question. In discussions on how to reduce
traffic accidents involving drunk drivers, the drivers’ decisions were previously
almost exclusively at focus, whereas the decisions by regulators and manufacturers
to allow respectively market cars without alcohol interlocks have not been part of
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the discussion. The situation was similar for other types of traffic accidents.
(On causality and responsibility in road traffic, see also Hansson 2021b.)

One of the basic insights behind Vision Zero is that it is often inefficient to focus
on the causal factors that have traditionally been called “the cause” of various
accidents. Instead, the focus should be on the causal factors that are most accessible
to interventions that improve safety. It then becomes clear that technological factors
such as the construction of vehicles and roads are usually much easier to change than
human behavior. This has led to a whole range of new technological solutions that
have reduced the number of serious road accidents. Where individual road users fail
to act or behave as they are expected to, due to factors such as negligence,
incompetence, lack of knowledge, or health issues, the road system can be
redesigned so that people do not die or get seriously injured even when mistakes
are made. As noted by Johansson (2009, p. 827): “It is true, that 95% of all crashes or
collisions depend on human error, but according to Vision Zero philosophy, 95% of
the solutions are in changing roads, streets or vehicles.”

In consequence, Vision Zero has led to a new focus on the responsibilities of the
governmental, regional, and local authorities that are involved in the design of the
road environment, as well as the responsibilities of vehicle manufacturers. These two
groups are called the system designers, and according to Vision Zero they shared the
ultimate responsibility for traffic safety (McAndrews 2013; Government Offices of
Sweden 2016). According to Tingvall (1997, p. 41), the road system designers “bear
the responsibility to do everything in their power to make the system as safe as
possible. . . they are also responsible for meeting the road user demands for road
safety in the system.”

In part this is an institutional responsibility, carried by the agencies and compa-
nies that construct roads and vehicles. However, it also has an important component
of professional responsibilities. The engineers and other professionals who perform
the actual construction tasks have responsibilities, both individually and collectively,
to make the choices that save lives and avert suffering. A comparison can be drawn
with healthcare. Governments are responsible for organizing healthcare systems that
save lives and preserve health. This is an institutional responsibility. At the same
time, physicians, nurses, and other healthcare professionals have a responsibility –
again, both individually and collectively – to make the choices that best serve the
health and well-being of their patients.

The professional responsibilities in Vision Zero go beyond traditional blame
responsibility (often called backward-looking responsibility), which assigns blame
for causing a traffic safety problem. The main focus is put on task responsibility,
which is concerned with who can do something about the problem. In Vision Zero,
the overarching task responsibility falls on the system designers. But unavoidably,
blame responsibility can also become involved. System designers can be held
responsible for inactivity or misdirected activity that leads to fatalities or serious
injuries that could otherwise have been prevented. (On responsibility ascriptions, see
also Hansson 2021b.)

Responsibility is not a zero sum game. In other words, if one group takes on more
responsibilities, then this does not mean that some other group has to become less
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responsible. The fact that system designers assume new responsibilities does not
relieve individual road users of their responsibility to drive safely and respect traffic
regulations (Tingvall 1997). On the contrary, in Vision Zero, the moral responsibility
of road users goes beyond what was traditionally expected of them. In addition to the
duty of respecting and abiding by the traffic rules and regulations, the “moral
responsibility of road users extends to the health of all road users in all situations–
even those not anticipated or defined by the legislative and governing bodies. The
moral responsibility of road users also involves making clearly stated and powerful
demands on the designers of the system” (Tingvall 1997, p. 42).

Four Central Assumptions of Vision Zero

The above discussion suggests that Vision Zero builds on a set of important but
controversial assumptions, all of which are necessary to justify the adoption and
promotion of the policy.

Ethical Assumption: “It Can Never Be Ethically Acceptable That People
Are Killed or Seriously Injured When Moving Within the Road Transport
System”
Vision Zero is based on the ethical assumption that it is morally unacceptable that
people get killed or seriously injured due to preventable traffic crashes. For the
proponents of Vision Zero, any goal other than zero amounts to voluntarily permit-
ting that people are killed or seriously injured on the road (Tingvall and Haworth
1999). This ethical basis of Vision Zero is the major justification for the adoption of
the policy in many Vision Zero-committed countries and cities. Importantly, it has
called established practices in safety work and transport decision-making into doubt.
For instance, this applies to the use of cost-benefit analysis in road safety planning,
since CBA often trades the safety of road users to promote other values. Moreover,
monetary valuation of human life and the use of willingness to pay in determining
the economic value of traffic safety measures are deemed morally problematic from
a Vision Zero perspective (Hokstad and Vatn 2008).

From this point of view, the level of road fatalities and serious injuries is the
product of our choices as a political society regarding which values we should
prioritize. Fatalities and serious injuries are not deemed to be necessary costs.
Instead, they show what price a society is willing to pay for mobility. This is a
radical departure from the traditional approach to traffic safety, in which traffic
fatalities and injuries are viewed as the necessary costs of using the road system
(Belin et al. 2012). Unlike the traditional approach to traffic safety in which safety is
usually compromised to promote mobility, Vision Zero considers such a compromise
as an unsatisfactory situation that should be changed. According to Tingvall (1997,
p. 56):

It goes without saying that human life cannot be exchanged for some gain. To give an
example, if a new road, new car design, new rule etc. is judged as having the potential to save
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human life, then the opportunity must always be taken, provided that no other more cost-
effective action would produce the same safety benefit.

Empirical Assumption: Human Fallibility Is Unavoidable and Therefore
Has to be Taken into Account in Traffic Safety Work
There is a long history from industrial safety of attempts to avoid accidents by
identifying the workers who cause them and taking measures aiming at these
individuals. However, this strategy has been found to be inefficient, since accidents
are not limited to the actions of a special category of particularly accident-prone
individuals. Therefore, industrial safety instead focuses on making operations “fail-
safe,” or “inherently safe,” which means essentially that the prevalence of human
mistakes is accepted and focus is put on minimizing the negative consequences
following from such mistakes (Hansson 2010; Hammer 1980; Harpur 1958; Jones
et al. 1975). A similar development has taken place in patient safety, where a “blame
culture” looking for scapegoats has largely been replaced by a focus on how the
probabilities and the consequences of such mistakes can be reduced (Rall et al.
2001).

Vision Zero can be seen as representing the same trend, applied primarily to
traffic safety. Traditionally, the mistaken behavior of individual road users was taken
to be the dominant cause of safety problems in the road traffic system. Consequently,
traffic rules and regulations, education, training, licensing, and other mechanisms for
behavioral change were emphasized, with the pronounced intention of promoting the
required behavior and adjusting the road user to the road system (Belin et al. 2012).
Vision Zero instead focuses on making the road system “fail-safe,” so that human
mistakes do not lead to serious accidents. This approach is based on the simple
observation that, in contrast to human nature, vehicle technology and road infra-
structure are accessible to radical change.

Operational Assumption: The Ultimate Responsibility for Traffic Safety
Should be Assigned to System Designers
This assumption has largely the same motivation as the previous one. From a Vision
Zero perspective, the ultimate cause of accidents is taken to be the “imperfect
system.” Therefore, it is the system that needs to be adjusted to the needs and
capabilities of the individual road users, not the other way around. Since the problem
of traffic safety is systemic in nature (Larsson et al. 2010), Vision Zero presumes that
responsibility should be shared among the actors that directly or indirectly influence
the safety of the system.

Empirical Assumption: Technology Can Solve Most Road Traffic Safety
Problems
In most countries that have shown a significant improvement in traffic safety over the
past few decades, the role of technology has been significant. The introduction of
seat belts, seat belt reminders, airbags, automatic brakes, alcohol interlocks, motor-
cycle and bicycle helmets, and safer road and street designs have played and
continue to play a key role in preventing fatalities and injuries. It is generally
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believed that further progress can be achieved with new, innovative technologies.
However, the use and application of most of the technologies that improve traffic
safety has long been questioned and debated due to their impact on economy,
freedom, autonomy, and privacy. Nonetheless, in countries committed to Vision
Zero, a strong emphasis on the development and implementation of innovative
technologies appears to be the next step. The Swedish Vision Zero recommends
the use of the best available technology when addressing road safety problems,
hence emphasizing the role of technological innovation in promoting traffic safety.
In the USA, one of the three major strategies identified in The Road to Zero: A Vision
for Achieving Zero Roadway Deaths by 2050 (Ecola et al. 2018) is to accelerate the
production and use of advanced technologies.

Moral Criticism

We will consider six moral arguments against Vision Zero. Four arguments claim
that Vision Zero assigns too high priority to serious injuries in road traffic. These
arguments are presented in order of decreasing strength of the claims that they make.
We discuss the argument that Vision Zero is paternalistic and in section “Vision Zero
Goes Contrary to Equity and Social Justice” the argument that it counteracts social
justice.

“It Is Morally Misguided to Strive for a World Free from Suffering”

It has been argued that, because Vision Zero aims to achieve zero fatalities and
serious injuries through the categorical prioritization of safety and health of road
users, it seeks to create a risk-free society, which is considered problematic in various
ways. Firstly, there is the argument that creating a risk-free society conflicts with
individual liberty, interpreted as the freedom of individuals to choose what risks they
wish to expose themselves to (see section “Too Little Responsibility Is Assigned to
Drivers”). Ekelund (1999), for instance, criticized Vision Zero for aiming to elim-
inate all road traffic risks despite the fact that some people are willing to take more
risks than others. In the context of public health policy, Fugeli (2006) similarly
argued that Vision Zero is a luxurious quest of rich European countries to create a
risk-free, perfect society. In his view, Vision Zero seeks to purify life and remove
defects and risks, which will lead to undesirable consequences. What these authors
seem to argue is that by adopting and pursuing Vision Zero policies society may well
reduce suffering in the form of deaths and serious injuries caused by certain
activities, such as driving, but it also denies people the opportunities of enjoying
life to a fuller extent than what is possible under a Vision Zero regime.

Dekker et al. (2016) locate Vision Zero within the “Western Judeo-Christian
salvation narrative,” i.e., “the notion that a world without suffering is not only
desirable but achievable, and that efforts expended toward the goal are morally
right and inherently laudable” (p. 219). This narrative understands human suffering
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as the result of bad choices made by individuals. Consequently, suffering can be
relieved by hard work and better individual choices. This is in line with much
traditional safety work, according to which the causal responsibility for accidents
is largely attributed to the individual. However, Dekker et al. argue, aiming to relieve
suffering by focusing on individual choices invites gaming – both by individuals,
who in employment settings may refrain from reporting injuries for fear of being
blamed, and managers and CEOs, who may refrain from reporting incidents that may
lead to the loss of bonuses – and creates more suffering in the end.

The claim that Vision Zero seeks to achieve a perfect society is not backed up by
any evidence. We have found no indication of any such assumption in the written
documentation on Vision Zero. On the contrary, a major assumption behind Vision
Zero is the recognition that traditional approaches to traffic safety, criticized by
Dekker et al. (2016), have failed in their relentless attempts to create a perfect road
user. (Cf assumption 2 in section “Four Central Assumptions of Vision Zero”) Vision
Zero differs from this approach in accepting the occurrence of mistakes, and hence
even accidents, as an inevitable fact of life. This speaks strongly against the claim
that Vision Zero aims to create a perfect society, free from any suffering. It is difficult
to imagine a totally risk-free society, constituted of imperfect individuals who are by
their own nature liable to make mistakes and act on the basis of wrong judgments.
Furthermore, Vision Zero does not aim at eradicating all accidents and injuries but
only those that will lead to “an unacceptable loss of health” (Tingvall and Haworth
1999). Non-serious traffic injuries are outside the scope of Vision Zero. Therefore, as
was rightly indicated by Zwetsloot et al. (2013, 2017), the criticism that Vision Zero
seeks to create a risk-free society is more of a misconception than a genuine
argument against it.

In summary, the argument that Vision Zero errs in trying to create a perfect
society is based on a blatantly incorrect description of Vision Zero, and not worth
taking seriously. (Therefore, we do not see a need to discuss another assumption
underlying this argument, viz., that attempts to move in the direction of a “perfect”
state are condemnable.)

“It Is Not Ethically Unjustified That People Die on the Roads”

One of the underlying assumptions behind the adoption and promotion of Vision
Zero policies is the claim that it is morally unacceptable that people die and get
seriously injured due to predictable and preventable crashes. Therefore, Vision Zero
is “presented as a more, or perhaps the only, ethically sound approach” (Elvebakk
2005, p. 18). However, Elvebakk argues, the mere ambition to prevent all fatalities
and serious injuries cannot in itself justify the ethical superiority of Vision Zero
because “there are not necessarily major differences between wanting to reduce the
number of serious accidents as much as possible, and wanting to eradicate them
altogether. It would seem that either way, the best one can do is one’s best”
(Elvebakk 2005, p. 21). Moreover, “it is not necessarily in itself ethically
unjustifiable to allow hundreds of people die in traffic every year. [. . .] Death is,
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after all, a fact of life, and as a society we have to accept that people will die, for one
reason or another” (Elvebakk 2005, pp. 24–25).

Elvebakk goes on to present examples of cases of fatalities and serious injuries in
different aspects of human life, where the causalities, she argues, are often deemed
morally acceptable because of the mere fact that those who died or were injured had
voluntarily and knowingly chosen to engage in activities associated with consider-
able risk. Examples are deaths as a result of suicide, drug overuse, skiing, fishing,
swimming, etc. Although these risky activities claim a significant number of lives
every year, Elvebakk claims that “there are relatively few calls for regulation, as risk
seems to be accepted as an integral part of the activity” (Elvebakk 2005, p. 25).
For her, these different areas or activities, including road traffic, belong in the
“private space,” where individuals often voluntarily and knowingly choose to
engage in risky activities and accept responsibility for doing so. Elvebakk
comments:

Proponents of vision zero prefer not to compare road traffic to these areas, but to other
professional fields, where fatalities are typically not deemed acceptable. But, arguably, the
road traffic system cannot be straightforwardly compared to these professional areas, as they
belong to different spaces: road traffic is (for most of the drivers) not a professional space.
(Elvebakk 2005, p. 25)

Allsop (2005) advances a quite similar view regarding the nature of the road
system and road users’ responsibility. For him too, the road system is not a “closed
system in which everything can be defined as someone’s contractual responsibility,
but as part of everyone’s day-to-day lives, which they expect to be largely free to
lead” (p. 15). Moreover, Allsop identifies an additional similarity between these
other risky activities that people often engage in and road traffic: most of them serve
the same purpose of fulfilling and giving meaning to human life. Most people who
lose their lives due to involvement in one of these risky activities have engaged in it
“to meet either social needs, or demands for goods, or desires for fullness of life”
(ibid.). Using the roads, he says, serves similar purposes. He concludes that “neither
in terms of rational socioeconomic policy nor in terms of human desire for fulfill-
ment is it unacceptable in principle for use of the roads to involve some risk of death
or serious injury” (ibid.).

These arguments do not take into account that most of those who are killed and
seriously injured in road traffic did not wish to take any risks. They just had no other
choice than to travel in the risky traffic system that we have. Furthermore, the
assumption that a risk is unproblematic if it comes with a voluntarily chosen activity
is quite problematic. On the face of it, humans may seem to choose risk-taking.
However, people taking risks do not usually desire the risk per se, but rather
something else that it is associated it. For instance, consider a person who chooses
to bungee jump. Arguably, what she is looking for is not the risk of dying or being
seriously injured, but rather an advantage that it is associated with, namely, the thrill,
not the risk. If she had the choice of an otherwise exactly similar jump but with a
safer cord, then she would presumably choose the safer alternative (Hansson 2013).
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The same seems to be the case for dangerous behavior in road traffic, such as
speeding and drunk driving. These activities are undertaken for various reasons,
including the pursuit of thrill (in the case of speeding). The claim that people drive
dangerously because of a wish to increase the probability that they will end up in a
wheel chair or a coffin is not borne out by any empirical evidence or plausible
argument. To this should of course the observation be added that most dangerous
behaviors in road traffic impose risk on other road users. We therefore have good
reasons to write off the argument that we might as well let people die on the roads
since they have taken the risks themselves.

“Safety Should Not Have Higher Priority than Everything Else”

The adoption of Vision Zero was partly a reaction to the use of cost-benefit analysis
(CBA) in transport policy and decision-making. (See Hokstad and Vatn (2008) and
Hansson (2007) for elaborate discussions on the moral and philosophical issues
associated with use of CBA.) Unlike CBA, Vision Zero does not promote the
weighing of safety against other values in the traffic system. Life and health, it is
claimed, “can never be exchanged for other benefits within the society” (Tingvall
and Haworth 1999, p. 2).

Proponents of Vision Zero have claimed that it rectified a previous double
standard for different transport systems. Safety had the highest priority in aviation
and rail traffic, where accidents were treated as unacceptable events. In contrast,
accidents in the road system were taken to be unavoidable and a price worth paying
for mobility (Johnston et al. 2014). The high demands on airplane safety have
seldom been criticized, and no attempts seem to have been made to systematically
evaluate safety measures in that area with cost-benefit analysis. In contrast, the
application of a similarly strict attitude to road traffic, which is promoted as part of
Vision Zero, has attracted much criticism. Elvik (1999) maintained that the uncom-
promising prioritization of safety and health in the road traffic system would divert
economic resources from other societal objectives to the promotion of road safety.
Since resources are limited, he argued, this would reduce measures against other
causes of death and injury in society, leading to an increase in general mortality. For
similar reasons, Elvebakk maintained that from a utilitarian point of view, “rather
than being a more ethical approach to road safety, vision zero is a less ethically sound
basis for policy” (Elvebakk 2005, p. 24). Allsop (2005) argued that “the cold socio-
economic logic of the human mind and the warm aspiration of the human spirit join
their voices to say: no, they are not paramount, and yes, they can be traded. [. . .]
Safety is for living: living is much more than just keeping safe” (p. 15).

Nihlén Fahlquist (2009) argued that Vision Zero could potentially be used to
justify radical limitations of freedom of movement and individual autonomy and that
it could lead to privacy infringements if inbuilt technologies and safety/surveillance
cameras store data on drivers’ behavior.

This criticism is based on the assumption that Vision Zero implies that traffic
safety always has a higher priority than everything else. That is a misunderstanding.
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Proponents of Vision Zero accept that it cannot immediately be fully implemented. If
traffic safety had higher priority than everything else, then all road traffic would have
to be stopped immediately and only be restarted to the extent that it could be
undertaken with no risk of fatalities. However, contrary to proponents of CBA,
defenders of Vision Zero do not treat trade-offs, for instance, between safety and
economy as optimal and satisfactory states. Instead, they treat such trade-offs as
temporary compromises that should as soon as possible be superseded by new
arrangements ensuring improved safety.

This can be clarified by a comparison with other social goals. There are a large
number of policy areas in which society has goals that are subject to compromises
with other goals. However, the relationship between goal-setting and compromises is
different for different areas. In some areas, the tradition is to work with goals that are
believed to be fully attainable. Economic policies illustrate this practice. It would be
highly desirable to eradicate unemployment, but economic and labor market policies
are not conducted in terms of such goals. Instead, more realistic goals are used, in
this case a reduction in unemployment that is considered to be compatible with other
goals for economic policies. In other areas, goals are used that represent the most
desirable state rather than a compromise. For instance, law enforcement policies do
not aim at an economically optimal frequency of manslaughter. Instead, they are
based on the assumption that every case of manslaughter is one too much. Similarly,
agencies for workplace health and safety are not instructed to try to achieve an
economically optimal frequency of fatal accidents on workplaces but to reduce their
number as much as possible. The difference between these two approaches is shown
in Fig. 2. Either we make compromises and adjustments first and then set the goals
(as in economic policies) or we set goals first and make compromises afterward (as in
law enforcement and workplace safety). Vision Zero can be seen as an attempt to
transfer traffic safety from the first to second of these patterns. This does not mean
that the avoidance of traffic fatalities will be the only social goal that is never subject
to trade-offs. Instead, it means that Vision Zero will be one of several goals that are
given so high priority that any trade-offs will be treated as temporary and unsatis-
factory concessions.

In this perspective, the argument that Vision Zero crowds out all other social goals
is essentially a straw man argument. However, since the relationship of Vision Zero

Fig. 2 Two approaches to goal-setting and compromising
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to other social goals is seldom sufficiently clarified, this is a criticism that has the
virtue of giving rise to useful and clarifying discussions.

“It Is Immoral to Focus Only on Fatal and Serious Injuries”

One important point where Vision Zero differs fundamentally from traditional safety
approaches is its problem formulation (Belin et al. 2012). As noted above, the
traditional goal of road safety was to prevent accidents, regardless of how severe
they were. In contrast, Vision Zero accepts that accidents are inevitable in a complex
system filled with cognitively fallible individuals. Therefore, it is argued, the road
system should be forgiving, and so constructed that predictable crashes do not have
severe consequences. Notably, crashes are often not a result of conscious negligence
of instituted traffic rules and regulations but of honest and minor errors of judgment
(Elvebakk 2007). Another reason for emphasizing fatalities and serious injuries in
road safety is, of course, that it is those accidents that bear the largest personal,
social, and economic costs.

In a recent book criticizing the Vision Zero approach in Victoria, Australia,
Morgan (2018) identifies some debatable aspects of Vision Zero’s emphasis on
fatal and serious injuries. Singling out and focusing on such crashes, he argues,
fails to take into account the magnitude of suffering caused by minor injuries and the
economic cost associated with them. He claims that “fatal and serious injury crashes
are only a small part of the total road safety/vehicle collision problem” (Morgan
2018, p. 48).

It is fairly easy for a defender of Vision Zero to address this argument. It is
generally accepted that saving lives has a much higher priority than preventing
accidents that will only lead to temporary impairments of health and mobility.
Furthermore, it can be argued that the focus on severe accidents was a crucial factor
for making Vision Zero realistic enough to be adopted as a national traffic safety
policy in several countries. However, it should also be conceded that the avoidance
of minor accidents cannot be given zero priority. Although there does not seem to be
a need to give up the strong priority for avoiding fatalities and serious injuries, there
is certainly a need to discuss how less serious accidents can be included in preventive
work that has a Vision Zero framework as its major driving force.

“Vision Zero Is Paternalistic”

There is a long history of criticism against safety measures in road traffic that are
perceived as restricting individual liberty. Legislation against drunk driving has been
a major target of such criticism and so have seat belts and bicycle and motorcycle
helmets (Jones and Bayer 2007; McKenna 2007). One major argument that is
usually presented against the promotion of such safety interventions is that they
tend to diminish individual autonomy and pose undue interference in an individual’s
personal life. Much of this criticism has been couched in anti-paternalist terms
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(Hansson 2021a). It has been argued that as long as no harm is done to others,
individuals should be allowed to do what they voluntarily choose to do in road
traffic. This type of criticism has repeatedly been directed at Vision Zero. Ekelund
(1999) argues that people who so wish should be allowed not to use safety belts,
helmets, or other safety technologies. Allsop (2005) maintains that Vision Zero is
morally problematic due to the restrictions it imposes on individuals seeking to
engage in activities that make their life complete and meaningful, even at the
expense of losing their health and safety. Elvebakk (2015) has presented what is
probably the most extensive criticism along these lines. She provided two major
reasons why road traffic systems operating in accordance with Vision Zero will be
problematic from the viewpoint of individual liberty.

The first reason is related to the responsibility ascriptions in Vision Zero.
Traditionally, individual road users almost exclusively took the blame for accidents.
Moreover, the road system was conceived as a private sphere of individual road
users, where they could act and behave as they wanted, so long as they took
responsibility for their actions and behavior (Elvebakk 2007). According to Vision
Zero, however, it is the responsibility of the system designers to design a road system
that takes into account the fallibility and physical vulnerability of road users.
Individual road users will still be responsible for respecting traffic rules, but “if
they do not live up to these expectations, the system designers must take measures”
(Nihlén Fahlquist 2009, p. 391). This, Elvebakk claims, means that contrary to
previous systems in which road users themselves could determine the level of risk
they wanted to take, in Vision Zero only the system designers determine the level of
risk in the system. This argument is obviously fallacious since it is based on the
incorrect assumption that road users in a traditional system can choose the level of
risk they are exposed to. Many of the people who have been killed on the roads drove
as carefully and safely as they could but were hit by another vehicle that suddenly
appeared in a place where it should not be. This applies not least to pedestrian and
cyclist fatalities.

Elvebakk’s second argument is based on the observation that if the intention in
Vision Zero is to bring down the number of killed and injured to zero, then system
designers cannot allow road users to engage in “high risk activities” in the road
traffic system. This observation is correct, and it is also true that proponents of
Vision Zero have proposed and partially implemented measures that restrict the
liberty to engage in high-risk activities on the road, such as speeding and drunk
driving. The use of alcohol interlocks, seat belt locks, and intelligent speed adapta-
tion (ISA) will have a significant impact on the safety of the road system. According
to Elvebakk (2015, p. 301):

Although these technologies only reinforce existing regulation, they do in fact represent a
considerable reduction of the individual road user’s actual autonomy: while a ban merely
adds a legal risk to the existing risk of the action, a coercive technology – if successful –
physically prevents the individual from carrying out the undesired action. Thus, to the extent
that the measures are introduced to protect the road users performing the undesired action,
they do take paternalism to a significantly higher level.
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When evaluating this criticism, it is important to note that few if any of the
measures proposed to implement Vision Zero are in fact paternalistic. For instance,
Elvebakk commits a serious conceptual mistake when claiming that the introduction
of alcohol interlocks is an expression of paternalism. According to the Global Road
Safety Partnership (2007), the presence of even small amounts of alcohol in drivers’
blood increases the risk of being involved in crashes. A recent report by the
International Transport Forum shows that more than 273,000 annual deaths in the
road traffic systems are alcohol-related (Vissers 2017). Obviously, a drunk driver
poses a risk not only to her- or himself but also to other users of the road system. For
instance, a report by the Centers for Disease Control and Prevention (1997, p. 104)
indicates that “approximately one fourth of all traffic deaths among children aged
<15 years involved alcohol and that in nearly two thirds of passenger deaths
involving a legally drunk driver, the child was in the car driven by the legally
drunk driver.”

Alcohol interlocks, as well as speed limits that are also essential components of
Vision Zero implementation, restrict the freedom of drivers to drive as they wish.
However, the issue at play is not:

My freedom to drive as I like
versus

Public measures to protect me.

Instead it is:

My freedom to drive as I like
versus

Public measures to protect others on the roads and pavements.

Thus, criticism against Vision Zero for being paternalistic is largely misdirected.
It is not paternalistic to prevent a person from engaging in an activity that exposes
others to risks of death. It should be noted that even before Vision Zero, major
reductions in the number of road traffic causalities had been achieved with
non-paternalistic measures that restrict individual liberty. This includes requirements
of licenses, speed limit laws, and drunk driving laws. Technological measures that
further reduce the prevalence of speeding and drunk driving, such as alcohol
interlocks and automatic speed adapters, certainly infringe on the liberty to behave
in certain ways on the roads, but these measures are by no means paternalistic. It may
be rhetorically efficient to defend the liberty to put others’ lives in danger by labeling
countermeasures as paternalistic, but this is certainly not a valid argument.

According to McKenna (2007), an important lesson from the experience with
such interventions is that the perceived legitimacy of an activity and the associated
intervention determine both the implementation and final success of the intervention.
McKenna uses the example of how difficult it was to succeed with interventions
against drunk driving in the past, when it was perceived to be a morally acceptable
practice, albeit illegal. However, as the public perception of drunk driving shifted
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from acceptance to considering it to be an antisocial activity, the preconditions for
implementing interventions also changed; it became easier for law enforcement
bodies to take “active steps to detect and deter drunk driving” (McKenna 2007,
p. 2). As this shows, the perceived legitimacy of an activity can change over time.
What is considered legitimate at one point in time may not remain so over time. In a
study performed in Sweden, Norway, and Denmark, Eriksson and Bjørnskau (2012)
investigated the public’s acceptance of three ICT-based traffic safety measures that
have implications on the privacy and freedom of individual road users. The measures
were speed cameras, intelligent speed adaptation (ISA), and event data recorder
(EDR). The study indicated that awareness of the problem for which the intervention
is used, the belief that one’s own actions could contribute to addressing the safety
problem, belief in the fairness and effectiveness of the measure, and demographic
factors influenced the acceptance of these measures. Generally, the study reported
relatively high levels of acceptance for all three measures, despite their impact on
privacy and freedom for the drivers concerned.

In summary, the argument that Vision Zero is paternalistic does not get off the
ground, since the major restrictions on drivers’ behavior that have been proposed to
implement Vision Zero are all non-paternalistic. (On paternalism and traffic safety,
see also Hansson 2021a.)

“Vision Zero Goes Contrary to Equity and Social Justice”

Globally, the burden of road traffic fatalities and injuries is disproportionately borne
by pedestrians, bicyclists, and motorcyclists, who account for more than half of all
deaths on the road. It has now been established that road traffic injury is the leading
cause of death for children and young adults aged 5–29 years. According to the
WHO, a major reason for this is that road safety planning and decision-making
usually ignore the interests of these groups (WHO 2018). In many parts of the world,
vulnerable road users are forced to use the same roads as vehicles operating at speeds
that can lead to fatality or a serious injury if a crash occurs. In addition to the
inequitable distribution of risks between different groups of road users, the measures
taken to address the problem of road safety can impact differently on different
segments of a population. Safety interventions tend to be instituted mainly in areas
where people can afford them, which means that investments in safety tend to favor
the rich (Elvik 2003). Moreover, when road safety policies are implemented in areas
distinguished by large socioeconomic gaps, there is a risk that the policies, rather
than addressing the road safety issue equitably, will further exacerbate the unequal
state of affairs. While such concerns are almost nonexistent in, for example, a
Swedish context, much has been written about traffic-related inequity in the USA,
mainly in New York City (NYC).

The most serious of these criticisms are directed against the continued use of
intensive policing as a safety intervention in the Vision Zero regime. Lee (2018)
argues that Vision Zero has become an essential part of systematic segregation and
discrimination in the streets of NYC. In his view, Vision Zero has been repurposed to
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serve a system of white supremacy that relies heavily on the policing of people of
color to create a safe space for rich white people. These observations are made in
relation to what he calls Vision Zero apartheid. Much of his criticism is directed
toward the New York Police Department (NYPD) and the way they approach electric
bike (e-bike) riders. Despite not causing many injuries, Lee argues, the City and
NYPD have been using Vision Zero to police and ticket mostly immigrant delivery
workers. To take an example, in 2017 over 923 e-bikes were confiscated from
immigrant delivery workers and nearly 1800 e-bike criminal court summonses
were issued, according to Lee (2018). Criminal court summons is particularly
troublesome for immigrant workers, Lee notes, since if they do not show up in
court, an arrest warrant will be issued for them.

Vision Zero, as initially developed in Sweden, clearly prioritized the prevention
of fatalities and serious injuries and hence excluded minor injuries and noninjury
crashes from consideration. The major justification was that it is impossible to avoid
all crashes, given the fundamental fact that road users are cognitively fallible. The
actual reality on the ground is very different, according to critics of Vision Zero in
NYC. The police still target and penalize road users who commit low-level offenses
that are not interesting from a Vision Zero point of view. Moreover, in the case of
delivery workers on e-bikes, they do so despite lack of credible scientific evidence
linking the use of e-bikes by the delivery workers to a serious loss of health (Lee
2018). According to Lee, the targeting of the delivery workers by the police is rather
designed to “calm white fears of non-white bodies by using enforcement to impose
punitive forms of racial and social control under the guise of public safety” (Lee
2018, p. 186). Thus, he continues, the policing strategy is just an extension and
manifestation of systemic discrimination and bias against people of color and
immigrants by enforcement agencies.

The enforcement strategies of NYC and NYPD must be understood against the
background of the long history of policing in the USA, where a main strategy to
prevent bigger criminal offenses has been through the intensive targeting and
penalization of minor offenses (Lee 2018; Conner 2016). This policing strategy,
called the “broken windows approach,” or “broken taillight policing” when applied
in traffic safety enforcement, emphasizes the targeting of minor offenses with the
view that this prevents people from engaging in major crimes. According to Conner,
the continued use of this strategy has led to a situation:

where a violation relatively insignificant to safety is aggressively and subjectively enforced.
The results are the disparate stopping, ticketing and arresting of drivers and bicyclists in
predominantly African-American neighborhoods. Broken taillight policing criminalizes
nonviolent and non-criminal behavior, and thus risks creating opposition to enforcement
against dangerous driving. Further, because the summonses and arrests that result are tried in
a racist criminal justice system, investigatory traffic stops are inherently inequitable. (Conner
2016, p. 16)

Conner further claims that it is impossible to achieve the Vision Zero goal without
finding a proper solution to racial biases in police enforcement work and the justice
system. This, it is rightly argued, is because the presence of racial discrimination in
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police enforcement work will lead to the misdirection of scarce public resources,
“perpetuating linked cycles of racial bias and ineffective traffic enforcement”
(Conner 2016, p. 18).

Connected to the criticism of the disproportionate nature of police enforcement is
the issue of procedural justice when it comes to decision-making in road safety work.
Critics argue that decision-making on police priorities and strategies is performed in
ways that exclude affected parties and their interests. Lugo (2015) identified four
major problems that Vision Zero implementation in US cities should address in order
to be successful. First, she argued that Vision Zero is a Eurocentric policy, copied
from Northern Europe and implemented without taking local realities and voices in
the USA into account. Second, Vision Zero’s heavy reliance on police enforcement
not only fails to consider the history of police violence against people of color in the
USA but also opens opportunities for the police to further apply their biases. Lugo
stated:

White people may look to police as allies in making streets safer; people of color may
not. . .It really doesn’t seem like Vision Zero was designed to admit the problems that are an
unfortunate reality for many in this country, a reality that other groups are working very hard
to bring to light. It’d be great to see the development of a street safety strategy that starts with
a dialogue on what “safety” means and whose safety we have in mind, taking it for granted
that we don't all face the same safety problems. (Lugo 2015, p. 3)

The assumption that most people of color would not opt for increased policing as
an intervention appears to have some empirical support. A case study on Portland
City’s Vision Zero equity efforts by the Vision Zero Network shows that community
stakeholders and partners who were consulted on the issue of policing were not in
favor of “increased penalties and fines for traffic violations” or the use of “check-
points and saturation patrols to control for DUIs,” mainly due to fear of police racial
profiling (Vision Zero Network 2018, p. 3).

The third problem with the Vision Zero initiative that Lugo identified is what she
calls combative issue framing. The presentation of Vision Zero as “the only ethical
choice,” Lugo claims, is meant to shame politicians by suggesting that disagreeing
with the vision is unethical. However, Lugo urged that this could also have detri-
mental “silencing effects” on already oppressed people.

I’ve seen a worrying tendency among bike advocates to dismiss those who disagree with
them as NIMBYs, flattening opposition regardless of whether it comes from community
members who lived through the ravages of urban renewal or privileged homeowners
concerned about an influx of colored bodies into their suburban sanctum. Vision Zero
strategists should show their respect for meaningful inclusion through welcoming
intersectional perspectives. (Lugo 2015, p. 2)

Last but not least Lugo criticized Vision Zero proponents’ “emphasis on
top-down strategy,”where the main responsibility to bring about the required change
is delegated to policy makers and planners, overshadowing the importance of initial
inclusion of other stakeholders in the policy process. According to Lugo, this
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“creates well-known barriers to participation in agenda setting by the very users the
projects. . . are intended to serve” (Lugo 2015, p. 2).

Similar concerns of exclusion of affected parties from decision-making are aired
in Lee’s (2018) research on immigrant delivery workers:

Despite the sizeable presence of delivery cyclists, city officials and bike planners and
advocates do not involve delivery cyclists in dialogue about street safety and design. Partly,
planning processes typically privilege top-down technocratic decision-making that discounts
the embodied knowledge of people and communities particularly marginalized ones. (Lee
2018, p .46)

These criticisms concern the way decisions are made and who is involved in the
decision-making processes in Vision Zero. In modern democracies, deliberation by
concerned stakeholders on a proposed piece of legislation or policy action is a
requirement before the legislation or intervention is put into effect. If there are
parties that could be affected by the legislation or action, then involvement and
consultation of these parties is an important step that determines not only the
legitimacy and acceptability of the legislation or action but also its success.

Generally, when discussing the issues of equity and social justice in Vision Zero,
it is important to note, as mentioned briefly earlier, that some countries and cities
committed to Vision Zero inherited a road traffic system that is highly characterized
by inequitable distribution of benefits and burdens in the road system. These realities
have two major implications for Vision Zero when it comes to ensuring the promo-
tion of equity in traffic safety work.

First, it is essential to identify the sources, nature, and extent of past and present
inequity and to determine how they now affect the promotion of equity in Vision
Zero safety work. For instance, the US General Accounting Office (GAO) in 1983
and the United Church of Christ Commission for Racial Justice in 1987 both
confirmed the primary role of race and economy in the distribution of environmental
benefits and burdens in the USA. Later studies have also confirmed this to be the
case (Bullard 1990; Bullard and Wright 2009). In such sociopolitical environments,
it is important for Vision Zero efforts to recognize the impact that race and
economy could have on the distribution of benefits and burdens in the road system.
Discrimination on the basis of race or economy manifests itself, for instance, through
lack of recognition for people’s concerns in public decision-making and also through
denying them the opportunity to meaningful participation in decision-making pro-
cesses on issues that affect their lives. Hence, according to social justice scholars
(Young 1990; Schlosberg 2007), the correction of distributional inequity calls for
consideration and inclusion of these components of justice, which have previously
been ignored but are highly important in determining who gets what in a society.
Generally, these theorists claim that distributional problems could not be grasped
without recognizing other important aspects that determine the processes and out-
comes of distribution. For instance, they present recognition and participation as
important aspects of justice. It is argued that lack of recognition and exclusion from
decision-making processes causes unfair distributive results. These considerations

22 H. G. Abebe et al.



are particularly important in countries and cities where race and economy have a
large influence on the distribution of benefits and burdens. Moreover, promoting
equity in Vision Zero could also require measures to correct past injustices and unfair
distributions through mechanisms such as compensation, or reforming of legal and
sociopolitical institutions that could have contributed to the inequitable distribution
in the first place. In the USA, for instance, we currently see a growing call for
compensating previously neglected areas through increased budgets for traffic safety
work. Moreover, there is a similar interest in reforming public institutions such as
enforcement agencies that have long and complicated relationships with people of
color, minorities, and the economically disadvantaged (Morse 2015). It is also
important that Vision Zero proponents design and implement strategies for equity
and make sure that current safety work does not result in unfair distribution of
benefits and burdens. Conner rightly comments that:

for all cities adopting Vision Zero, an intersectional and inclusionary equity analysis must
permanently guide engineering, education and enforcement along the lines of age, gender,
geography and socio-economic condition as well as race. Equity must become a fourth “E,”
applied in a recurring process of analysis, implementation, and evaluation. Achieving equity
in Vision Zero is not only a moral obligation; equity is a tool and tactic requisite to reach our
goal. (Conner 2016, p. 18)

To conclude, the criticism against Vision Zero for perpetuating inequalities is
valid, although not as a criticism against Vision Zero as such but as a criticism
against implementation practices, in particular in places with an entrenched history
of discrimination. As we see it, this is a criticism that should be taken seriously.
Countries and cities committed to Vision Zero have the double burden of addressing
the causes and ill effects of past transportation injustices and making sure that
decision-making and policy implementation in the Vision Zero era result in an
equitable and fair outcome for all.

Rationality-Based Criticism

A second category of arguments against Vision Zero concerns the rationality (rather
than the moral justification) of adopting and pursuing the goal to prevent all fatalities
and serious injuries in road traffic. We discuss the argument that Vision Zero is
unrealistic and, thus, cannot be used to guide and motivate action toward the desired
end-state of no fatalities or serious injuries. After that we discuss the argument that
Vision Zero is too imprecise to guide action effectively. Finally, we address the
argument that Vision Zero, partly because it is an unrealistic and to some degree
imprecise goal, is counterproductive, or self-defeating.
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“Vision Zero Is Unrealistic”

A common argument against Vision Zero is that it is a utopian or entirely unrealistic
goal: no matter how much we try, we will never be able to able to reach a state where
nobody is killed or seriously injured on the roads. When the Swedish government’s
ministry memorandum on Vision Zero was sent out for referral in the late 1990s, a
few of the consultation bodies brought up the issue of achievability. Among those
critical to Vision Zero were the county council of Jämtland and Täby municipality,
both of which argued that Vision Zero was unrealistic given the extensive economic
and administrative resources that would be required to achieve the goal (Government
Bill 1996/97:137, section “Accident Statistics Do Not Provide a Reliable Picture of
the Safety Level”). A report published by the Swedish National Road and Transport
Research Institute (VTI) in 2005 confirmed that similar views were held by local
politicians in the mid-2000s (Roos and Nyberg 2005). In this study, in-depth
interviews were conducted with 20 municipal politicians responsible for road safety
work regarding their views on road safety and the implementation of Vision Zero
measures. A core finding was that a majority of politicians considered Vision Zero to
be important but unrealistic. However, the practical implications of holding such
views were not clear-cut. A few of the interviewed politicians emphasized that it was
meaningless to have a vision that was impossible to achieve. Others, however,
maintained that Vision Zero was nevertheless the only morally acceptable goal to
pursue.

The achievability of Vision Zero has been questioned also in the academic
literature. In relation to workplace safety, Long (2012, p. 27) claimed that “absolute
goals, regardless of their excuse as aspirations, break the first rule in the fundamen-
tals of the psychology of goal setting – achievability.” In Long’s view, while
adoption of realistic goals typically fosters trust in in the achievability of the goal
and primes the agent for success, adoption of overly difficult goals leads to skepti-
cism and instead primes the agent for failure. Similarly, in his criticism of Vision
Zero traffic safety policy in the State of Victoria, Australia, Morgan (2018) argued
that the goal of zero fatalities and serious injuries is impossible to achieve. Based on
case studies on fatal and serious injury crashes in six areas over the period of
2012–2016, Morgan concluded that even when the widespread use of vehicle
technology (autonomous braking) is realized, “some 25% to 30% of all fatal and
serious crashes are still unlikely to ever go away, even with reduced urban speed
limits.” However, Morgan does not cite any publications providing details of these
studies. In the absence of detailed data, it is not possible to assess to what degree they
support his conclusions.

In the goal-setting literature, attainability is often put forward as a rationality
criterion for goals (Edvardsson Björnberg 2008). Goals need to be achievable, it is
argued, in order to have the capacity to guide and motivate agents toward the desired
end-state expressed by the goals. Thus, the SMART criteria, a set of goal criteria
commonly referred to in management literature, include the requirement that goals
should be attainable. One of the main arguments supporting this conclusion is that
goals that are utopian, or very difficult to achieve, risk becoming counterproductive.
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That is, when the agent realizes that she will not be able to reach the goal, her
motivation to pursue it will taper off. Instead of stimulating action toward goal
achievement, the goal could make it more difficult to reach or approach the desired
end-state (Hansson et al. 2016). (This argument is further discussed in section
“Vision Zero Is Counterproductive and Self-Defeating”)

There are at least two possible counterarguments to the “anti-utopian objection”
raised by Long (2012) and others. Firstly, although empirical evidence supports the
conclusion that totally unrealistic goals can have a demotivating impact (see below),
a binary categorization of goals as either realistic or unrealistic is too simplistic for
most policy purposes. It fails to acknowledge that goal achievability often comes in
degrees. A goal that is utopian in the sense of having a very small chance of
ever being fully achieved can nevertheless be approached to a meaningful degree.
Many of the political goals fought for throughout history, such as equality and
freedom, are in fact goals that may never be fully achieved but can still be
approached to a meaningful degree. Thus, Rosencrantz et al. (2007, p. 564) write:

ideological goals like these cannot be achieved once and for all, but will always have to be
fought for. This does not prevent social and political movements from using ideals such as
freedom and justice as goals. It does not seem constructive to claim that goals like these
should never be set, but should be replaced by goals that are known to be fully achievable.
The only demand of attainability that seems to be generally required is that goals should be
approachable, i.e., it should be possible to increase the degree to which they are achieved.

Highly ambitious goals are commonly adopted, not only by political decision-
makers; they also play an important role in private organizations. As an example,
Kerr and LePelley (2013) discussed the introduction of “stretch goals” by General
Electric’s then CEO Jack Welch in the early 1980s. Inspired by Japanese-style
management techniques, Welch was convinced that highly ambitious goals should
be adopted in order to stimulate creativity, exploratory learning, and “outside-the-
box thinking” among the company’s employees. Since then, several other companies
have introduced a similar approach to goal-setting, among them the US Southwest
Airlines and Toyota (Sitkin et al. 2011).

Secondly, as argued in section “It Is Not Ethically Unjustified That People Die on
the Roads,” there may be ethical reasons why the goal of achieving zero fatalities and
serious injuries should be retained, even if it may well be impossible to fully achieve.
Some political goals are difficult to adjust without losing their moral appeal.
Consider, for instance, the goals to abolish slavery or human trafficking. There are
good reasons for arguing that, from an ethical point of view, no number of slaves or
trafficking victims above zero is good enough for these societal ambitions. In our
view, the same argument applies to Vision Zero. As long as there are measures that
can be taken to reduce the number of fatalities and serious injuries in road traffic,
Vision Zero can be considered a rational goal.
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“Vision Zero Is Too Imprecise”

Goals typically need to be precise in order to have the capacity to guide and
coordinate action effectively. Vision Zero has been criticized for failing also on
this account. For instance, Lind and Schmidt (2000) argued that the strategy behind
Vision Zero is vague and difficult to relate to, especially for actors at regional and
local levels, since it has not been operationalized into more concrete targets and
measures. One suggested solution to this problem is to introduce subsidiary goals in
road safety work. This has been done in some Vision Zero countries, for example,
Sweden, where the overall goal of zero fatalities and serious injuries was
operationalized into the more precise sub-goal to reduce the number of road traffic
fatalities to 220 by 2020. (With 223 dead on Swedish roads in 2019, the country was
close to achieving this sub-goal (Transport Styrelsen 2020).)

Elvebakk and Steiro (2009) investigated how the Norwegian Vision Zero was
interpreted and perceived among those working with transport and road safety in the
country, including politicians, representatives of the National Public Roads Admin-
istration and the Council for Road Safety and Police, and NGOs. They concluded
that:

the interpretative flexibility of the vision and relative lack of public debate have created a
situation where actors focus on different aspects of the vision, and on different levels, from
theoretical questions of ethics to specific practical questions of implementation. On the
whole, it seems that the connection between the different levels of the vision are somewhat
tenuous, and in this situation actors are relatively free to construct their own interpretation,
rather than building one shared vision. (Elvebakk and Steiro 2009, p. 958)

A similar attempt to explore how Vision Zero is conceptualized and instantiated
by key actors in Norway was made by Langeland (2009). Among other things, this
study investigated how Vision Zero policy documents address the problem of
conflicting goals and interests. One of the problems of adopting nonspecific goals,
identified by the author, is that responsibility for addressing potential goal conflicts is
transferred from the political level (where it arguably ought to be handled) to the
administrative level, where different agencies may prioritize differently in the
absence of clear political directions:

By keeping the zero vision on an abstract level, the actors may evade the conflicts that will
arise when it is instantiated. The actors might find this beneficiary, as it gives them more
leeway. When the zero vision is instantiated, conflicting interests and competing goals come
to the fore. This may generate uncertainty for the parties involved. The more the zero vision
is instantiated in terms of actual change, the more difficult it will become to ensure
implementation. When the zero vision is instantiated through new policies, it will challenge
goals competing with road safety. This will probably impede further realization of the zero
vision. (Langeland 2009, p. 76)

There can be no doubt that lack of precision can decrease the action-guiding
capacity of a goal. Imprecise goals can be difficult to follow. They can also be
difficult to evaluate. However, the degree of goal specificity required for a goal to
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guide and coordinate action effectively depends on the context in which the goal is
implemented. For instance, in a context where the implementing agents have fairly
good knowledge about what to do in order to reach or approach the goal, the goal
does not have to be as precise as when such knowledge is lacking. Furthermore, it is
important to recognize that trade-offs may have to be made between the action-
guiding and motivating properties of a goal, since a goal that has a high degree of
precision may not be particularly motivating and vice versa. In practice, the action-
guiding and motivating aspects of goals often have to be balanced in goal-setting
processes.

In general, goals that are implemented by another actor than the goal-setter
require a greater degree of precision. Edvardsson and Hansson (2005) distinguish
between three different types of precision: directional, completive, and temporal
precision. A goal is directionally precise if it tells the agent in which direction to go
in order to approach the goal. Completive precision means that it is in addition clear
to what extent the goal should be reached. A goal is temporally precise if it includes a
specified point in time when it should be achieved. Directional imprecision appears
to be particularly deleterious, since it leaves the agent without a clear view of what to
do in order to approach the goal. In organizational contexts, where goals are adopted
and implemented by actors at different levels, imprecision typically also makes it
more difficult to evaluate implemented measures and hold those responsible who
have impeded goal achievement.

One could argue that the Swedish Vision Zero fulfills two of the three identified
aspects of precision (Rosencrantz et al. 2007). Vision Zero is directionally precise,
since it clearly states that there should be a reduction in the number of killed and
seriously injured people on the road. It has completive precision, since it clearly aims
to achieve a total prevention of fatalities and serious injuries. At the same time, the
goal lacks in temporal precision; it does not indicate a precise point in time when it is
to be fully achieved. However, although Vision Zero has both directional and
completive precision, the emphasis on reduction of negative outcomes as an indica-
tion of safety has been criticized.

In a study of the formalization of the Swedish system designers’ responsibilities
between 1997 and 2009, Belin and Tillgren (2012) argued that, although the shift in
responsibility ascriptions from individual road users to system designers presented a
substantial change in road safety work, the change was nevertheless ambiguous. The
reason for this was that it was difficult to get a clear idea of who the system designers
were and exactly which of their activities ought to be regulated. Moreover, the
authors suggested that, although there was a unanimous consensus on Vision Zero
when it was formulated and legally adopted, conflicts of interests emerged during the
implementation phase when different actors attempted to translate the vision into
concrete action. This was particularly noticeable as perceptions of the costs and
benefits of legislating on system designers’ responsibility became more real to the
stakeholders. These observations point to a fourth type of goal precision not covered
by Rosencrantz et al.’ (2007) tripartite definition of goal precision, namely, precision
in the division of responsibility.

In summary, the empirical evidence indicates that the criticism of imprecision in
the formulation of Vision Zero is apposite and also highly constructive. It shows that
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an overarching goal like Vision Zero is in need of more precise sub-goals that add
precision in the dimensions in which the overarching goal is not precise enough for
action guidance. In the case of Vision Zero, it is important that such sub-goals
specify the temporal component of precision, i.e., clarify when various task should
be completed. In many cases, the division of responsibility is also in need of
specification in sub-goals.

“Vision Zero Is Counterproductive and Self-Defeating”

Goals are typically adopted in order to achieve (or maintain) certain states of affairs.
However, sometimes goals turn out to be self-defeating in the sense that instead of
furthering the desired end-states, the goals interfere with progress, making it more
difficult to achieve those end-states. As noted by Hansson et al. (2016), various
mechanisms can contribute to making a goal self-defeating. We have found two
major types of claims that Vision Zero goal is self-defeating, referring to economic
and psychological mechanisms, respectively.

Elvik (1999) warned against economic self-defeating mechanisms of Vision Zero.
Measures not subjected to cost-benefit calculations would become too expensive,
and the policy would end up not only being economically counterproductive but also
contributing to increased mortality.

An objective of eliminating a certain cause of death, like traffic accidents, may be so
expensive to realise that it reduces resources available to control other causes of death and
thus increases general mortality. (Elvik 1999, p. 265)

One of the basic assumptions underlying Elvik’s argument is that there is a causal
relationship between income per capita and general mortality, particularly that there
is a negative relationship between income and mortality. By disregarding CBA,
Elvik argued, proponents of Vision Zero seek to invest in safety measures that do not
generate returns on the invested capital, and this leads to a decline in income that
would be required to prevent other causes of death in the society. Moreover, Elvik
(2003) conducted an investigation into the efficiency of safety policies in Sweden
and Norway and claimed to have found that the road safety policies in both countries
were inefficient in improving road safety. His recommendation was that making
policy priorities on the basis of CBA would lead to greater improvement of safety,
than priorities based on Vision Zero.

Elvik’s economic criticism is based on a so-called risk-risk analysis, i.e., a
comparison between two options, both of which are expressed in terms of risk.
Some risk analysts have seen this type of comparison as a way to bypass the common
psychological reluctance to value nonmonetary goods in money: “Converting all
health outcomes into death-risk equivalents facilitates cost-effectiveness analysis by
calculating the cost per statistical life equivalent saved, and it addresses concerns
with respect to dollar pricing” (Viscusi et al. 1991, p. 34). The most common way to
perform this conversion has been to employ the correlation between health and
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wealth. Richer people tend to be healthier and live longer. Therefore, “the critical
income loss necessary to induce one fatality” (Lutter and Morrall 1994, p. 44) has
been calculated and used to translate regulatory costs into fatalities. Elvik’s analysis
from 1999 is an example of this approach. However, this translation is based on
highly uncertain assumptions (Hansson 2017). Since regulations also give rise to
business opportunities, costs of regulation cannot be equated with losses in total
income. Furthermore, the fact that people tend to live longer in richer societies
depends on complex and largely unknown social mechanisms. In particular, there is
a strong positive correlation between longevity and income equality. Any conversion
of gross national product into gains in longevity is therefore severely misleading
(Neumayer and Plümper 2016). There is no ground for assuming that an economic
loss anywhere in the economy gives rise to a proportionate increase in total mor-
bidity or mortality.

The second type of self-defeasance identified in the literature relates to the
motivational, or behavioral, effects of Vision Zero. As noted above, goals are
achievement-inducing not only because they guide and coordinate action toward
the desired end-states. Goals can also help us achieve the desired end-states by
inducing, or motivating, actions that bring us closer to the goals. This is an important
aspect of goal-setting, commonly referred to in psychological and behavioral
research. Significant empirical evidence supports the so-called goal-difficulty func-
tion, i.e., given certain conditions (such as that the agent has the ability to reach the
goal and is committed to it), more ambitious goals will typically induce greater
efforts by the agent (Locke and Latham 2002). This holds true up to a certain point
where the discrepancy between the goal and the agent’s actual performance will be
so great that the goal no longer has the capacity to create a corrective motivation to
change the agent’s behavior toward the goal. If, at that point, the goal gives rise to
frustration and resignation instead of inspiration and motivation, then the goal has
become motivationally self-defeating (Hansson et al. 2016).

According to some critics, Vision Zero is a good example of a motivationally self-
defeating goal. For instance, Long (2012) claimed that pursuing the goal of zero
harm in the mining and construction industries has negative motivational conse-
quences that ultimately lead to its own subversion and failure:

Unachievable goals drive frustration, cynism and negativity; that in themselves diminish
effort, energy, resilience and persistence. Absolutes are not achievable with humans, only for
machines and gods, and even machines decay and wear out in time. (Long 2012, pp. 24–25)

The stated reason why goals drive such frustration and negativity is that they
prime people, in Long’s case employees of the mining and construction industry, for
failure:

Zero harm language is not neutral and leaders should be far more aware of how such
language ‘primes’ workers psychologically and culturally [. . .] This is the problem with
zero harm language, it’s non-motivational, noninspirational and counterintuitively primes
workers for failure. (Long 2012, pp. 30–31)
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Fugeli (2006) similarly claimed that a public health policy based on Vision Zero
thinking is problematic because it promises and demands “too much” (p. 268) and
eventually leads to a distressed, dangerous, and sick society. He argued that Vision
Zero’s “obsessive preoccupation with risk” will create a situation where “life
becomes surrounded by dangers that the zero missionaries will rescue us from”
(p. 268). According to Fugeli, “the Zero-vision demands not merely zero risk, it
desires zero deviation from the ideal state of mind and body. . . Before the Zero-
vision a wise furrow, sorrow, shyness, big rump, falling penis—were regarded as
natural phenomenon belonging to the mixed state of being human. In the light of the
Zero-vision these occurrences become medical deviations claiming restoration by
hormones, drugs and knives.” In this way, he says, the Zero Vision also contributes
to the generation of injustice by dividing and ruling the society for the interest of the
educated elites who have “the power to define the golden standards of human life
and health and to point derisively at what we will not endure and whom we will not
tolerate.” However, as far we can see, this is criticism of a straw man. We are not
aware of any proponents of Vision Zero who would subscribe to this interpretation of
what it means.

There is another way in which Vision Zero has been criticized for being self-
defeating, namely, by creating a safety culture within the organizations responsible
for implementing the goal that is not conducive to the goal’s achievement. Sherratt
and Dainty (2017), for instance, argued that Vision Zero, instead of promoting
safety, fosters the development of a non-learning culture in which discussions and
debates about safety are eliminated. This, they argued, can lead to the “zero
paradox,” i.e., by adopting and working toward Vision Zero, fatal or serious life-
changing accidents actually become more likely. However, judging by the intense
and mostly highly constructive debates that Vision Zero has given rise to in traffic
safety organizations around the world, it is difficult to see how this could be an
impending danger.

In summary, none of the proposed mechanisms that would make Vision Zero
counterproductive and self-defeating has been shown to have any impact in practice.
Furthermore, the success in many countries of safety work based on Vision Zero
speaks against the existence of any strong such mechanisms.

Operational Criticism

We have identified four operational arguments, i.e., arguments concerning the
practical methods applied in implementing Vision Zero. The first of these concerns
the use of accident statistics and the second the (allegedly insufficient) use of
probabilistic information. The last two arguments concern Vision Zero’s distribution
of responsibilities. According to one line of argument, more responsibility should be
assigned to the road users. According to another, responsibility should instead be
further shifted toward system designers.
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“Accident Statistics Do Not Provide a Reliable Picture of the Safety
Level”

In safety work based on Vision Zero, the degree of safety is measured and evaluated
in terms in the number of fatalities and serious injuries that occur. Several authors
have criticized the use of this measure (Reason 2000; Long 2012; Dekker 2017).
According to Long (2012, p. 18):

Zero harm, if set as a goal is an avoidance goal. One knows goal success by the absence of
something rather than the presence of something. Avoidance goals are not only not positive
but are not inspirational (Moskowitz and Grant 2009). Avoidance goals tend to be punitive in
nature. Performance goals are much more positive and successful. In the framework of
understanding motivation and learning leaders should be talking much more in cultural
discourse about ‘keeping people safe’ than ‘preventing harm’. Later discussion shows how
such discourse ‘primes’ others. Why does the safety community think that avoidance goals
are so inspirational?

We are not aware of any evidence or plausible argument supporting the conten-
tion that avoidance goals are not inspirational. Furthermore, it is difficult to find a
goal that cannot be expressed in either way. In WW2, the resistance movements in
the countries occupied by the Nazis were fighting for the “avoidance goal” not to be
under occupation, which could also be described as the “positive goal” to live in a
free country. Vision Zero is usually expressed as the “avoidance goal” that no road
user should be killed or seriously injured on the road, but it can also be expressed as
the “positive goal” that everyone travelling on the roads should travel safely. Ergo, if
there is a problem with avoidance goals, then it seems to be solvable with a simple
reformulation.

However, there may be more to this. According to Reason (2000, p. 4), the fact
that safety is often “defined and measured more by its absence than by its presence”
is a safety paradox. He argued that the standard definition of safety, freedom from
risks and dangers, fails to take into account the substantial features of safety. For
him, safety is better presented if it is positively defined as the ability to deal with
risks and hazards so as to avoid damage or losses while still achieving one’s goals.
However, even more problematic than the way safety is defined, he argued, is that
safety is measured in terms of the number of accidents or incidents: “An organisa-
tion’s safety is commonly assessed by the number and severity of negative outcomes
(normalised for exposure) that it experiences over a given period” (p. 5). According
to Reason, this is problematic for two reasons. First, it fails to recognize that there is
only a weak relationship between an organization’s “safety health” and the registered
negative outcomes, as chance plays a significant role in the occurrence of accidents.

As long as hazards, defensive weaknesses and human fallibility continue to co-exist,
unhappy chance can combine them in various ways to bring about a bad event. That is the
essence of the term ‘accident’. Even the most resistant organizations can suffer a bad
accident. By the same token, even the most vulnerable systems can evade disaster, at least
for a time. Chance does not take sides. It afflicts the deserving and preserves the unworthy.
(Reason 2000, p. 5)
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Second, he argued, a decrease in accident rates does not necessarily mean that an
organization’s safety culture is improving. Such a decrease can be the result of
instituting mandatory safety technologies or systems that resulted in an early
improvement in safety. In most organizations accident rates decline rapidly in the
beginning, and “then gradually bottom out to some asymptotic value” (p. 5). Once
the asymptote is reached, says Reason, “negative outcome data are a poor indication
of its ability to withstand adverse events in the future” (p. 5). He claims that although
the presence of high accident rates implies a bad state of safety, low asymptotic
values do not necessarily show good safety even though that is how such values have
usually been interpreted. Such an erroneous interpretation, he indicates, is the cause
of most safety paradoxes and poses practical implications that could negatively
impede the promotion of safety.

Similar criticisms have been put forward by Dekker (2017), who also discussed
problems associated with defining the goal of Vision Zero in terms of its “dependent
variable,” i.e., reduced accident outcomes, rather than independent variables that
positively or negatively affect the negative accident outcome. According to Dekker,
this is one of the reasons why little is known about what activities and mechanisms
underlie the reduced negative outcomes achieved by Vision Zero-committed com-
panies. For Dekker, a reduced negative outcome could just be the result of the
fraudulent manipulation of the dependent variable (accident statistics), especially if
improved statistical outcomes are associated with positive incentives.

Defining a goal by its dependent variable tends to leave organizations about what to do
(which variables to manipulate) to get to that goal. Workers too can become too skeptical
about zero sloganeering without evidence of tangible change in local resources or practices.
(Dekker 2017, p. 169)

Dekker also claimed that the emphasis on the eradication of accidents often
denies the real suffering of the individual workers by inviting data manipulation,
stigmatization of workers involved in accidents, and the suppression of bad news.
This can result in a work environment that considers mistakes as “shameful lapses,
moral failures or failures of character in practice that should aim to be perfect”
(Dekker 2017, p. 243). According to Dekker and Pitzer (2016), the reason why many
industries face the plateauing of safety performance and, at times, get exposed to
surprise fatal accidents is to be found in the very nature of the organizational
structure and practices put in place to manage safety. Based on a review of relevant
safety literature, they argued that organizational structures characterized by “safety
practices associated with compliance, control and quantification” (p. 7) are prone to
plateauing and surprise accidents. This, they say, is because in such organizations
safety performance close to zero can lead to “a sense of invulnerability,” deflection
of resources into unproductive or counterproductive initiatives, continued applica-
tion of obsolete practices, and the suppression of reporting of accidents that actually
occurred in the organization.

These authors are right that in general, even if deaths or serious injuries are the
main targets, measuring their occurrence may not be the best way to evaluate safety.
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This is because safety is concerned with the risk of future accidents, which may be of
a different type. This is important in industries where rare but very large accidents
are the major concern, such as nuclear reactors and many chemical industries. For
instance, if day-to-day workplace safety is high in a nuclear reactor – no slippery
floors, safe procedures for welding, low radiation exposure, etc. – this does not prove
that the risk of a nuclear meltdown is also very low. The measures needed to prevent
such an accident are quite different from those needed for more mundane workplace
safety issues, and their success is not guaranteed by a low frequency of workplace
accidents. The nuclear industry is rather extreme in this respect, but on most
workplaces there is a need to carefully analyze the possibility of rare accidents or
“surprise accidents.”Arguably, this is less important in road traffic than in most other
areas of safety work, due to the exceptionally high yearly toll of fatal accidents that
provide ample statistical material for priority-setting. However, rare but large acci-
dents such as the collapse of a bridge or a hillside road, or a tunnel fire, surely need to
be taken into account even if they do not show up in the accident statistics. Taken as
a reminder of this, the criticism referred to above is relevant and should be taken into
account in applications of Vision Zero.

“Vision Zero Neglects the Probability of Accidents”

Morgan (2018) argued that Vision Zero is based on a simplistic account of risk
because risk is understood solely in terms of the severity of crashes and does not take
into account the likelihood that crashes will occur. He writes:

The safe system approach looks at only half the equation–it does not concern itself with
likelihood. . . The safe system premise that safety is everything . . ..inevitably leads to this
illogicality: mobility has no value and crash likelihood is not a consideration. . . I think it
takes a distorted view of humanity and a messianic view of one’s own understanding of life
to put the safe system approach to speed management. (Morgan 2018, p. 90)

Not only is Vision Zero based on a flawed definition of what risk is, Morgan
argues, it is also a system that does not trust drivers as it seeks to impose a
population-wide measure on actions to be committed by one in ten people. In
comparison to Vision Zero, speed design principles such as the 85th percentile
would render better results since they involve a level of trust in drivers. He claims
that “the only benefit of the safe system approach to speed management is that it
paves the way for the whole sale proliferation of automated speed cameras, as urged
by the safe system manifesto” (Morgan 2018, p. 91).

This criticism is based on the assumption that Vision Zero implementation is
focused exclusively on the severity of accidents and does not take their probabilities
into account. This assumption is not correct. Many of the measures promoted in
Vision Zero have large effects on the probability of accidents. For instance, alcohol
interlocks and speed limitations reduce the risks of all kinds of accidents, and
roundabouts and central barriers reduce the risk of serious accidents. Probably the

Arguments Against Vision Zero: A Literature Review 33



most clear examples of measures that reduce the severity of accidents without
reducing their probability are seat belts and bicycle helmets, both of which were
introduced long before Vision Zero.

“Too Little Responsibility Is Assigned to Drivers”

Ekelund (1999, pp. 44–45) argued that Vision Zero’s responsibility ascription is
counterproductive, since it puts too great emphasis on the responsibility of system
designers. This, he argues, may lead to more reckless behavior by road users. The
argument is part of Ekelund’s defense of the traditional emphasis on individual
responsibility of road users, which he sees as an expression of the freedom of
individuals to choose their own goals in life and decide which risks are worth taking:

By passing a new law for instance about bicycle helmets, instead of leaving the decision to
the individual, the responsibility of individuals for their own safety is undermined. This will
in practice send a signal: ‘You do not need to find out yourself about risks and make your
own decisions. We have already found out the risks and made the decisions for you.’ By
extension, this can induce people to make the assumption that everything that is not
forbidden is safe. It will just not be worth the trouble to keep oneself informed about
risks, since the government has probably already investigated the conditions of safety.
This may very well result in an increased prevalence of careless behavior. (Ekelund 1999,
p. 18, authors’ translation)

Hence, according to Ekelund, if a government introduces safety legislation
against certain dangers, then this will lead the public to be less cautious in relation
to other risks. If this were so, then we should, for instance, expect that seat belt
legislation has made people more willing to climb dangerous ladders and that the
extensive legislation on aviation safety should have induced people to skate on thin
ice and swim in strong currents. He provides no evidence of this effect, and we are
not aware of any reason to believe that it exists.

However, there are reasons to be concerned that safety legislation can lead to less
responsible and more careless behavior in the specific context to which the legisla-
tion in question applies. For instance, it is much more plausible that measures to
increase traffic safety will make drivers feel safer and therefore behave less cau-
tiously, than that these measures will decrease the use of safety equipment in sport
activities.

Grill and Nihlén Fahlquist (2012, p. 121) asked if there were “reasons to believe
that ascribing responsibility for accident prevention to system designers will in fact
make drivers feel less responsible for their driving and so less cautious?” They
argued that there are indeed areas where a shared responsibility could mean less
responsibility for each party, such as when a certain safety device implanted in a
vehicle takes over a task that would have been performed by the driver, had the
safety device been absent. They presented examples from aviation where the air-
plane operator’s familiarity with safety devices had led to inattention and compla-
cency (Perrow 1999, pp. 152–154). In road traffic, they argued, similar effects could
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result from safety devices that take over a certain task from the driver and work
continuously through the whole journey, such as a collision avoidance system:
“Technical systems that are very sophisticated and where almost all safety hazards
are guarded by automatic systems can erode the operator’s feeling of responsibility”
(Grill and Nihlén Fahlquist 2012, p. 121). In their article, the authors discussed the
introduction and application of alcohol interlocks as a manifestation of the respon-
sibility of system designers and refuted the criticism that the use of interlocks will
make drivers irresponsible. In their view, the use of alcohol interlocks will not
diminish the responsibility of the drivers because the interlock does nothing more
than establishing the sobriety of the driver; it merely establishes whether the driver is
sober before she can start the engine.

This test has no direct effect on the driving experience. It does not at all guarantee that the
driver is a good one or that the safety of the driver and of other road users is automatically
protected. There are many other safety features and conveniences in cars that do make
drivers more passive, such as automatic transmission, cruise control and automatic breaking
systems. The interlock, on the other hand, only prevents people above a certain degree of
intoxication from driving and is itself passive during the journey. (Grill and Nihlén Fahlquist
2012, p. 122)

In conclusion, it seems reasonable to assume that some but not all measures taken
to reduce the occurrence of severe injuries in road traffic can have negative effects on
drivers’ sense of responsibility. This is therefore a criticism that should be taken
seriously, as attention to it can improve the efficiency of a Vision Zero strategy.

“Too Little Responsibility Is Assigned to System Designers”

According to Vision Zero, system designers should take the overall responsibility for
designing a road system in which fatalities and serious injuries will not occur. Road
users are still expected to abide by traffic safety rules and regulation. Failure to
follow safety rules and standards could have legal implications. Unlike the individ-
ual road users, however, no legal responsibility for safety has been assigned to
system designers so far, despite the fact that they have the overall responsibility
for the safety of the road system.

Belin and Tillgren (2012) have studied attempts made in Sweden during the years
1997 to 2009 to make system designers formally responsible. Based on evidence
collected from official documents, they looked into the progress of the legislative
process intended to formalize the responsibility of system designers. They argued
that the process of formalizing the designer’s responsibility involves a long and
complicated process and that there are important factors that limited the govern-
ment’s attempts to realize it. Unlike the initial process that led to the adoption of
Vision Zero by the Swedish Parliament, in which the different stakeholders almost
unanimously supported the policy, the process of formalizing the responsibility of
system designers was characterized by conflicts of interest. These conflicts resulted
from the perception that the benefits and costs associated with formalizing the
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responsibility of system designers were not fairly distributed. This, Belin and
Tillgren argued, is in turn a result of a narrow conception of system designers as
involving just “the state, the municipalities, and individual road administrators”
(p. 94). They argued that “in such a case, we have moved to a position where the
benefits are distributed to all road users, while the costs are concentrated among road
administrators” (p. 94) and hence resistance against formalizing responsibility
among those who perceived that they would receive an unfair share of the burden.
The study also identified other factors that prevented the realization of legal respon-
sibility for designers. These included the difficulties associated with changing the
traditional responsibility ascription for traffic safety, which is well rooted in both
national and international laws, the implementation of other government efforts that
had similar effects as that of regulating the responsibility of designers through law,
and processes and efforts at other government levels. As an example of the latter,
they indicated the positive impact that the process of regulating government agency
vehicles and transport services had had on enhancing the responsibility of system
designers. The regulation of road administrators’ safety responsibility through an EU
directive also meant that Swedish road system designers were legally responsible for
at least parts of the road network, i.e., the trans-European road network that passes
through Sweden. In conclusion, based on the abovementioned reasons, the authors
questioned if the attempt at formalizing the responsibility of the system designers
was at all necessary. The implementation of other measures that have increased the
responsibility of designers shows that “formal legislation is only one policy instru-
ment among others and a formal legislation might not even be the most appropriate
way to secure a higher degree of responsibility from the system designers” (p. 100).
In fact, the government declined a proposal to introduce formal responsibility. The
responsibility of system designers still has no other formal basis than the ethical code
of conduct developed in Tingvall (1997).

According to McAndrews (2013), however, the effectiveness of relying only on
ethical codes is questionable since a code depends on “the experts’ self-regulation”
and does not generate any leverage for compliance. A study by Van der Burg and
Van Gorp (2005) seems to confirm McAndrews’s analysis. These authors investi-
gated how engineers involved in the design of trailers understood their moral
responsibilities. They found that the engineers’ conception of responsibility was
limited to the narrow perspective of respecting the traffic laws and designing an
economically efficient and physically strong product. They did not seem to consider
themselves responsible for finding technological solutions that would improve traffic
safety beyond the legal requirements.

As far as we can see, it is not possible to draw any firm conclusions on whether or
not a system of accountability for designers of road traffic systems would contribute
to improved traffic safety. However, the issue is relevant and worth close attention as
additional experiences of Vision Zero implementation accumulates. It should defi-
nitely be counted as one of the constructive and useful themes of critical discussion.
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Fig. 3 A summary of our assessments of the arguments discussed in this chapter. The arguments
that we found to be useful for a constructive discussion on safety improvements are marked +,
whereas the others are marked –
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Conclusion

We have discussed and evaluated 13 arguments. We found that five of them fail
because they are based on misrepresentations or misconceptions of Vision Zero. See
Fig. 3.

“It is morally misguided to strive for a world free from suffering.” – The goals and ambitions
of Vision Zero are much more modest than what these critics claim.

“Safety should not have higher priority than everything else.” –Vision Zero does not include
any such claim of absolute priority.

“Vision Zero is paternalistic.” The risk-taking behavior on roads that has to be eliminated
according to Vision Zero involves risks for others than the persons who take the risk.
Therefore, Vision Zero is not paternalistic.

“Vision Zero is counterproductive and self defeating.” None of the proposed mechanisms
that would make Vision Zero counterproductive and self-defeating has been shown to have
any impact in practice. Furthermore, the many successes of safety work based on Vision
Zero speak against this argument.

“Vision Zero neglects the probability of accidents.” On the contrary, measures that reduce
the probability of accidents have a central role in Vision Zero and its implementation.

Two of the arguments are based on correct descriptions of Vision Zero, but they
are nevertheless non sequitur arguments:

“It is not ethically unjustified that people die on the roads.” – The proponents of this
argument claim that deaths on the roads are acceptable, since people have chosen to risk
their lives by travelling on the roads. This argument is fallacious, since most people who are
killed on the roads did not wish to take any risks. They just had no other choice than to travel
in the risky traffic system that we have.

“Vision Zero is unrealistic.” This criticism is based on a too far-reaching requirement on
policy goals. In order for a goal to be rational and useful, it has to be approachable, but it
does not necessarily have to be realistic in the sense that it is known beforehand that it can be
fully realized. Vision Zero is no doubt approachable to a very high degree.

Finally, we found six of the arguments to be at least in part constructive. They
should all be further analyzed and taken into account in future traffic safety work:
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“It is immoral to focus only on fatal and serious injuries.” – There are strong moral reasons to
give much higher priority to the elimination of fatalities and severe injuries than to the
avoidance of lesser injuries and material damages. However, the critics are right that there is
a need to pay more attention to how less serious accidents can be included in safety work that
has Vision Zero as its major driving force.

“Vision Zero goes contrary to equity and social justice.” Although this does not apply to
Vision Zero in general, the proponents of this argument have been able to show that in some
places, Vision Zero activities have increased the burdens of transportation injustices. This is,
therefore, a criticism that should be taken seriously and leads to careful evaluations of both
procedural and distributive justice in Vision Zero activities.

“Vision Zero is too imprecise.” The critics are right that Vision Zero usually does not come
with a precise time plan for what to do and when. It is necessary to complement it with more
precise directives and sub-goals, but this has not always been done.

“Accident statistics do not provide a reliable picture of the safety level.” The critics are right
that the yearly statistics on deaths in road traffic do not inform us of the risks of rare accidents
with many fatalities, such as the collapse of a bridge or a hillside road or a tunnel fire. Traffic
safety work based on Vision Zero should pay increased attention to such risks.

“Too little responsibility is assigned to drivers.” Judging by the available evidence, some but
not all measures taken to reduce severe accidents can have negative effects on drivers’ sense
of responsibility. The risk of such effects should be included in the evaluation of traffic safety
measures aiming to implement Vision Zero.

“Too little responsibility is assigned to system designers.” The critics are right that there are
currently no means to hold system designers accountable for the design of the road system. It
is at present unclear what difference a system of accountability could make or how it should
be constructed. However, the issue of accountability should be part of our deliberations on
the implementation of Vision Zero.
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vision zero flaws.  see attached 
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Bradley, Oleta

From: Steve Poltrock <spoltrock@gmail.com>
Sent: Monday, July 8, 2024 2:28 PM
To: Council; TransportationCommission
Subject: I Support Bike Bellevue

Categories: Red Category

[Some people who received this message don't oŌen get email from spoltrock@gmail.com. Learn why this is important 
at hƩps://aka.ms/LearnAboutSenderIdenƟficaƟon ] 
 
[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Dear Councilmembers and TransportaƟon Commissioners, 
 
I'm wriƟng to you in support of the Bike Bellevue project. Bellevue has been a progressive city in many respects, but it 
has been a laggard in support of both bicycling and pedestrians. We need more safe places to ride. 
Steve Poltrock 
 
Sent from my iPhone 



1

Bradley, Oleta

From: Sander Valstar <sandervalstar@gmail.com>
Sent: Wednesday, June 5, 2024 11:57 AM
To: Council; TransportationCommission
Subject: 118th bike lane unsafe

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
I was almost killed or seriously hurt on my commute this morning. I was riding in the bike lane on 
northbound 118th just south of the I-90 underpass around 10:35-10:40am. A driver in a beige minivan 
was speeding and swerving. He was doing probably around 60 miles an hour.   
 
The scary part is that I could hear him driving way too fast behind me, but there was no way for me to 
create more space. I felt trapped, protected only be a thin line of paint that this guy was swerving in and 
out of. 
 
I've been cycling for close to 30 years now and have never been this scared for my life before. You can do 
everything right and still get killed by irresponsible drivers in Bellevue. Still seriously shaken and 
considering if I should stop bike commuting for my own safety. 
 
Sander 
 

 Some people who received this message don't often get email from sandervalstar@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Mariya Frost <mariya.frost@kemperdc.com>
Sent: Tuesday, June 11, 2024 10:25 AM
To: TransportationCommission
Cc: Singelakis, Andrew; Nieuwenhuis, Jared; Kevin Wallace
Subject: KDC/WPI comment on Bike Bellevue - Corridor 2

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Chair Stash and Commissioners, 
 
Please accept this written communication on behalf of Kemper Development and Wallace Properties as 
you prepare for your discussion about Bike Bellevue – Corridor 2 (NE 12th Street) this week. 
 
We support the new staƯ recommendation for NE 12th Street, which is to complete and install a 
permanent multi-purpose path rather than repurposing a vehicle travel lane. Along with a finished 
multi-purpose path along Spring Boulevard, these planned improvements would complete the 
Downtown-Overlake Connection. Please support this project and encourage the City staƯ and Council to 
include funding for it in the upcoming 2025 capital budget. 
 
Sincerely, 

                                                           

Mariya Frost                                                               Kevin Wallace 
Director of Transportation                                   President 
Kemper Development Company                      Wallace Properties, Inc.  
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Bradley, Oleta

From: David Wasserman <david.wasserman.plan@gmail.com>
Sent: Wednesday, May 22, 2024 10:13 AM
To: TransportationCommission; Council
Subject: Bike Bellevue Comments

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi Bellevue Commision & Council,   
I would like to voice my support for the original Bike Bellevue project. I think Bellevue's Downtown really 
needs to be reimagined as a center for walking, biking, and transit as more of the Link light rail comes 
online. I think the City Council and Commission should consider differentiating whether these projects 
have merit vs. whether they should be phased in to more align with plans for Link light rail. Bellevue's 
Downtown is known for having the places to be, but no easy way to get there during the crowded parts of 
the day because of how wide the streets are. If sharrows are considered, they should be considered 
alongside other traffic calming measures and even possible turn restrictions and diverters in and around 
areas we want to enable more access to such as parks.  
 
I live in the Robinswood neighborhood.   
 
David Wasserman  
Email: david.wasserman.plan@gmail.com 
Cell: 407 325 6242 

 Some people who received this message don't often get email from david.wasserman.plan@gmail.com. Learn why this is important  



1

Bradley, Oleta

From: Pamela Ebsworth <pamela.ebsworth@gmail.com>
Sent: Tuesday, May 21, 2024 10:59 AM
To: TransportationCommission
Cc: Council
Subject: Bike Bellevue and Traffic

Categories: Red Category

[Some people who received this message don't oŌen get email from pamela.ebsworth@gmail.com. Learn why this is 
important at hƩps://aka.ms/LearnAboutSenderIdenƟficaƟon ] 
 
[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Dear TransportaƟon Commission: 
 
I have lived in the Old Main/Meydenbauer neighborhood for many decades. 
The dramaƟc increase in development, while bringing much good, is choking the flow of traffic in this charming area. 
 
I am strongly against any acƟon that creates further complicaƟons and loss of already challenged flow.  People live in this 
area.  Businesses thrive in this area.  Emergency access response Ɵme is paramount to the safety of all. All of this needs 
your protecƟon! 
 
It is in the best interest of not only the residents and businesses, but to the City itself to keep this area livable. 
 
Thank you very much. 
 
Sincerely, 
 
Pamela Ebsworth 
10000 Meydenbauer Way SE # 3 
Bellevue, WA. 98004 
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Bradley, Oleta

From: Betty Mastropaolo <bmastro@gmail.com>
Sent: Tuesday, May 21, 2024 11:50 AM
To: TransportationCommission
Cc: Council
Subject: Bike Bellevue Project

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
We have lived in the Meydenbauer Bay area for over 50 years and have enjoyed watching the City grow, 
engaging with the public when changes are under consideration and striving to keep Bellevue running 
smoothly with smart technologies regarding traffic control. 
 
Regarding the redesign of Corridor 6A of Bike Bellevue, we support staff recommendation to add 
sharrows and not convert the roadway to one-way eastbound. 
 
We would additionally support staff:   
1-completing the redesign of NE 2nd from Bellevue Way to NE 12th Street without removing right turn 
pockets, left turn lanes and any other general-purpose capacity (Corridor 6B) and 
2- adding sharrows to NE 2nd between 112th and 114th in order to complete this important east-west 
connection through downtown between 100th Ave. NE and the Lake Washington Loop Trail.  
 
Thank you, 
Betty and Don Mastropaolo 
341 101st Ave SE 
Bellevue, WA 98004 
 

 Some people who received this message don't often get email from bmastro@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Jodie Alberts <jodie@bellevuechamber.org>
Sent: Thursday, June 13, 2024 2:30 PM
To: TransportationCommission
Subject: Chamber Transportation Committee Comments: Bike Bellevue & MIP

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Chair Stash and Commissioners, 
  
Thank you for your continued efforts on Bike Bellevue and pursuing multi-modal infrastructure to allow 
for other travel options. Increasing mobility and recreational options is critical to the business 
community, residents, workers and visitors. The Chamber previously expressed concerns over the 
elimination of travel lanes and the impact this would have on traffic congestion and the built 
environment. As the Bike Bellevue transition has moved forward, staff have been responsive and 
collaborative to the feedback they have received. The new staff recommendation for Corridor 2 (NE 
12th Street) is a positive outcome of those discussions and would provide safe and permanent bicycle 
infrastructure to facilitate the connection for the existing 108th Avenue bike network, without removing 
travel lanes. Our members strongly support the staff recommendation for Corridor 2 and encourage you 
to move this project forward to implementation. 
  
Additionally, thank you for your past work on the Mobility Implementation Plan (MIP). Staff are providing 
information this evening on the MIP technical scoring for performance target gaps and prioritization of 
projects to inform the Transportation Facilities Plan (TFP) update this upcoming fall. Staff conducted 
sample technical scoring for performance gaps, but the worksheet provided in the meeting materials is 
not clear how that scoring was determined, which has raised questions among our members. For 
example, the vehicle mode does not qualify for an equity goal score, and under the safety goal, receives a 
score of 0 in PMA 3 if the project results in a wider road or higher speeds. Please encourage staff to 
provide supporting data to help the public and stakeholders better understand how these scores were 
developed, and why some projects qualify for points that others do not. Having this information would 
aid groups like the Chamber in providing constructive and helpful feedback as we move forward.  
  
Thank you again for your ongoing work on these transportation issues during this pivotal time in 
Bellevue’s growth. We look forward to continued collaboration with staff in supporting a safe and 
connected multi-modal transportation system that accommodates the travel needs of this city today 
and in the years to come.   
 
Warmly,  
Jodie 
 
Jodie Alberts  

 You don't often get email from jodie@bellevuechamber.org. Learn why this is important  
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Vice President of Government Affairs | Bellevue Chamber  
M: 901.834.4261 | O: 425.213.1206 | E: jodie@bellevuechamber.org   
BellevueChamber.org  
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Bradley, Oleta

From: Edward Wang <wangedwa@gmail.com>
Sent: Saturday, April 6, 2024 10:44 AM
To: TransportationCommission; McDonald, Kevin; Singelakis, Andrew; Stevens, Paula
Subject: Bike Bellevue Prioritization

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Chair Stash, Members of the Transportation Commission, and Staff, 
 
Please prioritize Bike Bellevue corridors based on their actual pros and cons -- not solely based on the 
arbitrary consideration of whether it repurposes a travel lane or not. Repurposing a travel lane does not 
necessarily add vehicular delay. 
 
Please find my recommendations for the three corridors under consideration in the 4/11 Transportation 
Commission meeting: 

 Implement Corridor #7. 
 Implement Corridor #9 PARTIALLY, from Main St to Eastrail ONLY (west and south of the Eastrail 

crossing). 
 Deprioritize Corridor #6B. This corridor can be implemented at essentially zero cost in 

conjunction with the planned 2026/2027 overlay of NE 2nd St.  
 Deprioritize Corridor #9 north and east of the Eastrail crossing. This segment merely proposes a 

marginal improvement to existing bike lanes; it is not worth the ~$1.5 million cost as a standalone 
project. 
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The staff-recommended prioritization completely ignores every other aspect of Council direction: 

 (2) Emphasis on creating connected routes.  
o By truncating Corridor #6 (NE 2nd St) to end at Bellevue Way, it fails to make any 

meaningful connection to the Downtown Park, Old Bellevue, or the existing bike route on 
Lake Washington Blvd NE. This "Corridor #6B" by itself would be largely redundant with the 
recent bike improvements on Main St. Corridor #6 should be considered in the context of 
the entire corridor -- establishing the first safe bike connection between Downtown and the 
waterfront. 

o The southernmost 0.3 miles of corridor #9 (Wilburton pathway) creates a useful 
connection from Eastrail to Main St. However, the remainder of the corridor (0.8 mi) is 
largely redundant with Eastrail and does not create a new connection (rather, an 
incremental improvement on existing bike lanes). This northeast portion is a very low 
priority from a cost/benefit perspective. 

 (4) Prioritize high injury network area corridors.  
o The image below shows the staff-recommended corridors (blue) overlaid on the high injury 

network (red). Perhaps only 30% of these corridors overlap the high injury network. In 
comparison, 100% of the proposed corridors in the Bel-Red neighborhood overlap the high 
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injury network. 

 
 Data Driven Decisions. 

o During their discussion, Council repeatedly emphasized the importance of data. Please 
consider the relevant metrics-- Exactly how much vehicular delay is introduced by each 
corridor? What new bike connections or destinations are enabled by each corridor? How 
many injuries are prevented and lives saved? 

Thank you, 
Ed Wang 
Bridle Trails 
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Bradley, Oleta

From: Valentina Vaneeva <eittaf@outlook.com>
Sent: Tuesday, April 2, 2024 2:49 PM
To: TransportationCommission
Subject: Bike Bellevue???

Categories: Red Category

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Please explain what is happening to Bike Bellevue. I see this in the most recent agenda: "The project has been on hiatus 
since mid-December." 
Why? People who actually live in Bellevue support this project, and something finally has come out of City of Bellevue 
that's not a new giganƟc parking lot. So please explain when the project is going to be resumed. 
 
Please also share whose decision it was to put the project on hiatus. In case we need to know who not to vote for! 
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Bradley, Oleta

From: Emry Galt <wontstoptrying@gmail.com>
Sent: Sunday, April 14, 2024 12:35 PM
To: Council; TransportationCommission
Subject: I Support Bike Bellevue

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear Councilmembers and Transportation Commissioners, 
 
I'm writing to you in support of the Bike Bellevue project. 

I am a person who lives and works in bellevue, and prefers to commute in carbon neutral or carbon 
negative means. Safety is a huge priority for me and these bike lanes are the one thing that will guarantee 
and encourage biking in bellevue.  
 
Too often people want to engage in commuting locally, but don't have the means to do it because the 
infrastructure is not set up for it. This is because they fear for their life and I have to bike and the street 
with fast moving large vehicles. By extending enhancing bike support and bike Lanes in Bellevue we can 
support a community that feels safe and comfortable to do any type of commute whether long or short 
within their community.  
 
Please please please continue to enhance and build a better biking bellevue. It will only help us as the 
density of our communities grows. 
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Bradley, Oleta

From: dina mcdonald <dinamcdonald@msn.com>
Sent: Sunday, April 21, 2024 3:11 PM
To: Council; TransportationCommission
Subject: I Support Bike Bellevue

Categories: Red Category

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Dear Councilmembers and TransportaƟon Commissioners, 
 
I'm wriƟng to you in support of the Bike Bellevue project. 
 
It would be great to have more safe spaces for bikes to travel. Bike ridership is growing and we need ro keep up and 
support people who want to live a healthier lifestyle and reduce carbon emissions 
 
Dina McDonald 
 
Sent from my iPhone 
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Bradley, Oleta

From: Christopher Chapman <chapguy19@outlook.com>
Sent: Tuesday, April 30, 2024 11:08 AM
To: TransportationCommission; Council
Cc: LA Heberlein
Subject: Bike Bellevue

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
I support Bike Bellevue 
 
Christopher Chapman 
425-941-3501 
chapguy19@outlook.com 
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Bradley, Oleta

From: Danielle Zinck <zinck.danielle@gmail.com>
Sent: Wednesday, May 8, 2024 6:20 PM
To: Council; TransportationCommission
Subject: I Support Bike Bellevue

Categories: Red Category

[Some people who received this message don't oŌen get email from zinck.danielle@gmail.com. Learn why this is 
important at hƩps://aka.ms/LearnAboutSenderIdenƟficaƟon ] 
 
[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Dear Councilmembers and TransportaƟon Commissioners, 
 
I'm wriƟng to you in support of the Bike Bellevue project. 
I currently bike to work and there a quite a few areas where I need to be on the road with traffic which feels quite 
unsafe. The city needs to prioriƟze not cars but people; walkers and bikers. Now with the light rail there will be many 
more people commuƟng on bike. Please make Bellevue a safer and more fun place to bike. Thank you for your 
consideraƟon. 
Danielle Zinck 
 
Sent from my iPhone 
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Bradley, Oleta

From: Edward Wang <wangedwa@gmail.com>
Sent: Thursday, June 6, 2024 8:26 PM
To: McDonald, Kevin; TransportationCommission
Subject: Bike Bellevue Compromise
Attachments: BB-BelRedCompromise240606.pdf

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi Kevin,  
 
In advance of the next Bike Bellevue meeting, I would like to share my compromise proposal for the Bel-
Red area (attached). 
 
The proposal is data-driven and retains all vehicular capacity where it is actually needed -- at the busiest 
intersections. The lane capacity cited in the design concepts guide, 720 vehicles/hr/lane, applies to 
urban roads with major intersections. But in the absence of intersections, lane capacity is significantly 
greater -- 1,800-2,200 vehicles/hr/lane. Between intersections, the extra lane is not needed for capacity. 
It merely serves as a passing lane, allowing reckless drivers to overtake more responsible drivers and 
speed freely. 
 
The proposal adheres to council direction on creating connected routes and reducing injuries on the 
high-injury network. The addition of a center-turn lane on portions of corridors 4 and 5 will improve 
safety, improve emergency response, and enhance business access -- not to mention the effects of 
speed reduction, reduced crossing distances, and mitigating multiple-threat conflicts. 
 
I want to specially call out corridor 5. Excluding the immediate approach to 148th Ave NE, this corridor 
should not be remotely controversial. All metrics show the roadway is WAY under capacity, even with 
proposed lane reductions. The existing roadway forms a significant barrier between the Bellevue side -- 
with Trader Joe's, Vue 22, and Hyde Square -- and the Redmond side, with Safeway, Goodwill, Esterra 
Park, light rail, and more. 
 
Thanks, 
Ed Wang 
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Bradley, Oleta

From: Lara <laragarbage@gmail.com>
Sent: Tuesday, April 30, 2024 4:49 PM
To: Council; TransportationCommission
Subject: a pedestrian experience in eyeshot of City Hall

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi everyone, 
 
I was at the light rail festivities this past weekend - it was such a great historic day for the Eastside!  
 
I wanted to share an experience I had. We started at the Downtown Bellevue Station for the ribbon 
cutting, but we opted to walk to the Wilburton Station since it seemed difficult and uncomfortable to get 
on those first few trains.  
 
This is the first time I have walked from Downtown Bellevue to Wilburton and it will be my last. I imagine 
you're already aware that the crossing times at intersections in Bellevue are really long for pedestrians 
due to the prioritization of car traffic, so that wasn't noteworthy. The curb-tight, unprotected sidewalks 
directly next to high speed traffic also weren't a surprise. What was noteworthy to me was one very 
specific instance of egregiously hostile pedestrian infrastructure right in eyeshot of City Hall.  
 
I'm attaching pictures, it's at the intersection of NE 4th and 405. 
 
People need to step down into the roadway, a highway entrance ramp at an intersection with a lot 
of lanes of cars rushing to get in and out of the city as fast as possible, to press the beg button to 
cross here. 
 
Bellevue bends over backwards to repave roads regularly, install signals and fancy tech to ensure a 
speedy smooth ride for drivers, and leaves scraps for anyone getting around any other way. I hear so 
much talk about how Bellevue is striving to be a sustainable, multimodal, safe city but with examples like 
this directly outside of where the decisions are being made, all the talk just feels like virtue signalling.  
 
Bellevue has a Vision Zero goal of 2030, when are there going to be any significant steps to make these 
overbuilt roadways safer? Bellevue needs to start having some real hard conversations and taking some 
actual bold actions to change the status quo if it actually wants to become the livable, sustainable, 
equitable, safe, smart city it seems to want to be. Until then, it will retain its image as an unaffordable, 
car-dominated city with decisions being steered by legacy business relationships who are not looking out 
for its most vulnerable community members. 
 
I want you to do better. I know you can do better!! You have so many brilliant, hard working people! I hope 
I get to see it happen. 
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-Lara Gardner 
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Bradley, Oleta

From: ochres-0-snoozes@icloud.com
Sent: Saturday, March 30, 2024 8:18 PM
To: Council
Subject: Resident Concern

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear City Council, 
I recently read the article from the urbanist where it discussed Bike Bellevue and the manager Franz.  
 
As someone who commutes everyday via bike in Bellevue and who knows many staff  in the 
transportation department well, including Franz, the issue is much worse than described.  
 
Many staff at the manager level in transportation and land use were caught off guard by the Bike Bellevue 
plan. If you look at development downtown and in the Belred the Bike Bellevue plan does not even fit 
approved development. I share this because it is a concrete example that provides evidence that Franz 
pursued his open personal agenda and not that of Bellevue. There was little to no collaboration, probably 
for a reason as the plan was quite extreme in taking lanes. I personally expressed concern with buffered 
bike lanes on Northup Way and Belred. The volumes and speeds make it so that I don’t know anyone who 
would actually use them, staff agreed but were overruled by Franz. As a cyclist we need real protection 
and it can be done the right way, slowly with development behind the curb.  
 
While I believe in complete streets having a staff member who takes matters into his own hands like 
Franz is dangerous as it disregards my voice as a resident and the policy’s from you the elected officials. 
It sounds like nothing happened to Franz from the investigation but I don’t think that he should be in a 
manager position. Take a look at this LinkedIn, this is someone who just wants to promote themself.  
 
There are great things happening for bike and great opportunities. For example, on Belred Road there are 
8-ft wide sidewalks and 20-ft wide landscape buffers on both sides for a total of 28-ft on each side of the 
street.  This is a great place to located pedestrian bicycle facilities that don’t affect travel lanes as well as 
that offer real protection with minor code changes.  
 
I hope you look closer into the matter. I can tell you if the urbanist looked deeper they would have found 
much more.  
 
Thank you, 
 
A concerned resident.  
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Bradley, Oleta

From: Kevin Schreck <kevin@alturas-re.com>
Sent: Saturday, March 30, 2024 9:44 AM
To: Council
Subject: Thank you 

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Thank you council!  Appreciate your thorough review of the combinaƟon of bike lanes and roads. 
 
 
Kevin Schreck 
206.650.9090 
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Bradley, Oleta

From: Sander Valstar <sandervalstar@gmail.com>
Sent: Sunday, March 31, 2024 3:30 PM
To: Council
Subject: Regarding bike bellevue

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Dear city council,  
 
Thank you for discussing bike infrastructure in the March 25th meeting. I was happy to hear all council 
members support the creation of more and better bike infrastructure in Bellevue. During the meeting 
some council members mentioned safety concerns about the number of driveways on Bel-Red. While I 
would like to see safe bike infrastructure on Bel-Red, I do agree with this observation. Several of the 
arterial roads in Bellevue are trying to fulfill two purposes that are at odds with one another: 1.) moving 
cars, 2.) providing business access. This causes a high number of driveways on these arterial roads. Not 
only would these driveways cause danger to cyclists on a new bike lane, but they are currently slowing 
down through traffic and create many conflict points where accidents can occur. 
 
As such, instead of completely shelving the creation of safe bike infrastructure on arterials like Bel-Red, I 
think it may be worth investigating the creation of parallel side streets that provide business access. The 
creation of parallel side streets will greatly reduce the number of driveways on the main road, which 
would improve traffic flow. Moreover, if properly traffic calmed, such side streets can be used for safe 
bicycle travel as well. An increase of bike traffic on side streets would build a foundation of support 
among business and residents for perhaps even a fully separated bike path in the future. 
 
Another design issue that needlessly slows down traffic and creates danger on our roads is that most 
businesses and strip malls have their own driveways and provide no direct access to neighboring 
businesses or strip malls. This means it can be impossible to visit the business next door without getting 
back on the main road. It may be worth investigating if businesses can be asked or even required to 
create local access routes to neighboring businesses. At a minimum this should become a requirement 
for new developments in my opinion. The creation of parallel side streets would address this issue as 
well and if businesses would be required to do this it would not even take away travel lanes on the main 
road. 
 
In sum, I encourage the city council to investigate: 

1. If, how and where we could create parallel side streets that both improve the current situation for 
car traffic and serve as safe cycling routes. 

2. If (new and/or existing) businesses can be required to create local access routes to neighboring 
businesses (potentially in the form of parallel side streets). 

Best, 
 
Sander Valstar 



2

Newport Hills, Bellevue 
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Bradley, Oleta

From: Molly Baker <bakerfamily4@msn.com>
Sent: Saturday, March 30, 2024 7:14 PM
To: Council
Subject: Bike territorial thinking and extreme actions 

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Thank you for understanding this issue and conƟnuing to work in our all community for all interests. The minority needs 
to understand that they are lucky to have any bike lanes. We and this includes SeaƩle do not have the density to support 
bike lanes Sent from my iPhone 
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Bradley, Oleta

From: srvincents Vincent <srvincents@msn.com>
Sent: Saturday, March 30, 2024 9:13 AM
To: Council
Subject: No more bike lanes! Will make commerce worse!

[EXTERNAL EMAIL NoƟce!] Outside communicaƟon is important to us. Be cauƟous of phishing aƩempts. Do not click or 
open suspicious links or aƩachments. 
 
 
Sent from my iPad 
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Bradley, Oleta

From: Megan Vuong <megana508@hotmail.com>
Sent: Friday, March 29, 2024 10:41 PM
To: Council
Subject: Bike Lanes vs Cars- Thank you for choosing cars

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi Bellevue City Council,  
I just wanted to reach out and say thank you! 
 
As a Commercial Property Manager in downtown Bellevue, I wanted to reach out and say a huge thank 
you for listening to the larger group rather than the loud few concerning converting car lanes to bike 
lanes. 
 
Bellevue is a heavy car-commute city with majority of professionals driving their vehicle from outlying 
cities beyond reasonable biking distance. With the abundance of parking, compared to Seattle, I feel 
strongly this will continue.  
 
We do the travel survey annually at our buildings which are over 500k sqft office towers in the downtown 
Bellevue core. Consistently each year we see that less than 5% of employees bike to work with over 94% 
driving over 7 miles to the office. 
 
So thank you for keeping lanes accessible to vehicles rather than bikes! 
 
Kind Regards,  
Megan Vuong, CMCP 
Commercial Property Manager 
Cell: 206-295-7590  
Email: MeganA508@hotmail.com 
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Bradley, Oleta

From: Council Office
Sent: Monday, April 1, 2024 7:36 AM
To: Singelakis, Andrew
Cc: Adell, Dana M.; McDonald, Kevin
Subject: FW: Last Council meeting

Categories: Red Category

Email to Council re: Bike Bellevue as fyi 
 

                               

Michelle 
Michelle Luce (She/Her) | Centered Elguezabal (He/Him) 
Executive Assistants to City Council 
425-452-7810 | CouncilOffice@bellevuewa.gov | BellevueWA.Gov 

 
 
From: rick gnehm <rgnehm@yahoo.com>  
Sent: Sunday, March 31, 2024 12:22 PM 
To: Council <Council@bellevuewa.gov> 
Subject: Last Council meeting 
 
[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
City Council, 
 
Following the last Council meeting, I sure wish the council was more supportive of improvements for cycling and other 
modes of transportation other than cars. We need it for the future. 
 
Also, I wish Franz Loewenherz was more involved in the process as it seems he was unfairly targeted by groups opposed 
to improving bicycle access. 
 
 
40+ yr Bellevue resident, Rick Gnehm 
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Bradley, Oleta

From: Craig Spiezle <craigsp@agelight.com>
Sent: Sunday, April 21, 2024 8:31 AM
To: TransportationCommission; Ting, Albert
Cc: Nieuwenhuis, Jared
Subject: Children Need Neighborhoods Where Thery Can Walk & Bike

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
In Saturday’s WSJ, I found this arƟcle which speaks to the virtues and important of children walking and riding their bikes 
in the neighborhoods.  It is more about exercise and socializaƟon then about mobility and transportaƟon but also 
highlights the trade-offs of family friendly infrastructure.  I would appreciate hearing your thoughts as we look to major 
efforts underway including neighborhood speed reducƟon, transportaƟon equity, compleƟon of bike corridors including 
Eastrail and other iniƟaƟves. The author closes by saying “We should choose kids over cars, and thus make our world 
both healthier and a liƩle more family-friendly”. 
 
I look forward to hearing thoughts and feedback form commission members.   
 
 
hƩps://www.wsj.com/health/wellness/children-need-neighborhoods-where-they-can-walk-and-bike-
5f3a9b4a?st=45521d97rc7pypa&reflink=desktopwebshare_permalink  
 
 
Congress, the White House and policy experts have started debaƟng “family policy” in recent years, raƩled by an 
epidemic of childhood anxiety and plummeƟng birthrates. Child-care subsidies, marriage penalƟes and maternity care all 
deserve aƩenƟon, but one government acƟon that would greatly help today’s parents is almost enƟrely local—and 
involves concrete, grass and some crosswalk paint. American ciƟes and towns need to reorient infrastructure to make it 
easier for kids to walk and bike freely around their neighborhoods. 
 
Children today are more car-dependent than in past generaƟons, which makes childhood less healthy and less fun, and 
parenthood more exhausƟng. In 1969, more than four in 10 American schoolchildren walked or biked to school. The 
TransportaƟon Department’s most recent NaƟonal Household Travel Survey, in 2017, found that figure is down to only 
one in 10. 
 
While Americans of all ages are less physically acƟve today than years ago, the biggest drop-off is in walking by 
adolescents. Boise State kinesiologist ScoƩ Conger compiled data from wearable devices like pedometers and Fitbits and 
found that today’s average teenager walks 5 miles less per week than in the 1990s. 
 
Geƫng chauffeured around, or siƫng at home more, seems to be bad for kids’ physical and mental health. Many studies 
have found that children living in more walkable neighborhoods experience less obesity, in part because when they are 
outdoors more, they are more likely to have games of pickup basketball, tag or wiffle ball. Researchers using data from a 
massive study of children in the 1990s found that a more sedentary childhood could be connected to a greater risk of 
heart disease as an adult. The study pointed specifically to the importance of “light-intensity physical acƟvity” like 
walking. 
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Too much Ɵme siƫng around indoors may take an even greater toll on young people’s mental health. Childhood anxiety 
is at record levels, with pediatrician groups and the Biden administraƟon declaring a naƟonal emergency in child and 
adolescent mental health. A study published in the Journal of Pediatrics in 2023 found that “a primary cause of the rise 
in mental disorders is a decline over decades in opportuniƟes for children and teens to play, roam, and engage in other 
acƟviƟes independent of direct oversight and control by adults.” Researchers from the University of Buffalo Medical 
School have suggested that “walking exercise may dampen stress-induced cardiovascular reacƟvity,” and an Australian 
study found that walking and biking to school “is posiƟvely associated with children’s” psychological well-being. 
 
Today’s kids roam less than 
in earlier generaƟons. Overscheduling and parents’ safety fears are part of the reason, but it’s also true that American 
suburbs built in the past 30 years are less walkable and bikeable than older neighborhoods. Walkability is seen mainly as 
a concern for urbanites, who want to be able to stroll to a cocktail bar, grocery store or museum. 
 
But walkability in suburban neighborhoods is a far more important issue. It requires building sidewalks, bike trails, 
playgrounds and crosswalks that are safely usable by kids. We know that is possible because much of the world already 
does it. We have decades of evidence from the U.S. and Europe about how best to calm traffic, make sidewalks more 
enjoyable and mix parks and playgrounds with commercial and residenƟal properƟes. 
 
Family-friendly infrastructure comes with trade-offs, of course. In Rock Creek Manor, Md., in the Washington, D.C., 
suburbs, parents have been lobbying to construct a sidewalk on a block where children now walk to school in the street. 
Some residents have objected that this would harm some trees, with one arguing that “liƩle kids like this shouldn’t be 
walking to school by themselves anyway.” 
 
But kids should be walking to school by themselves. They should be riding to the corner store with their brothers and 
sisters and wandering the neighborhood to make their own fun. We should choose kids over cars, and thus make our 
world both healthier and a liƩle more family-friendly. 
 
Timothy P. Carney is a father of six and the author of the new book “Family Unfriendly: How Our Culture Made Raising 
Kids Much Harder Than It Needs to Be.” 
 
Craig Spiezle 
425-985-1421 
 
 



 

 

Submitted via email 

 

 

April 12, 2024 

 
City of Bellevue  
Bellevue Transportation Commission 
Kevin McDonald, Bellevue Transportation Staff  
Council Member Nieuwenhuis, City Council Liaison 
450 110th Ave NE 
Bellevue, WA 98004 
 
Re: Neighborhood Speed Reduction Plan & Recommendation for Bike Bellevue  

 

 

Commissioners, Council Member Nieuwenhuis & Transportation Staff, 

My name is Craig Spiezle and I am a resident of Bellevue.  I writing to thank staff for their proposal to 

reduce speeds in the majority of residential neighborhoods from 25 mph to 20 mph.1  While a 5 mph 

reduction may appear trivial, it will reduce the stopping distance 24-26%.2  Key benefits include but are 

not limited to: 

• Help create safer routes to school for children in Bellevue neighborhoods. 

• Help create a more comfortable environment for people and families walking and rolling. 

• Support the city’s Vision Zero effort to eliminate serious injury and fatal collisions by 2030. 

To help amplify the transportation staff’s community engagement efforts, the Lochleven Neighborhood 

BeSafe Group is hosting a community forum on April 24th at 7 PM.  John Murphy, Senior Planner for the 

Transportation Department / Neighborhood Traffic Safety Services will be presenting an overview.  I 

would like to invite the Commission to attend.3 

The second topic I would like to address is Bike Bellevue.  The community has been very vocal and I 

would like to thank Council and specifically Council Member Nieuwenhuis for listening and helping to 

reset this project. Council’s direction to minimize repurposing the of vehicle lanes and impact on high 

volume arterials is the right approach.  

As you review plans and alternatives, I ask the Commission to recognize that not all arterials are the 

same. Unlike Bel-Red, Nortrup, 116th Ave NE and 140th, NE 100th (corridor #8) is unique. 

 
1 Local Street Speed Limit Reduction Proposal https://bellevuewa.gov/city-
government/departments/transportation/projects/neighborhood-projects/local-street-speed-limit-reduction  
2 National Association of City Transportation Officials  
https://nacto.org/docs/usdg/vehicle_stopping_distance_and_time_upenn.pdf#:~:text=To%20determine%20how%
20far%20the%20vehicle%20will%20travel,or%20176%20feet%20for%20two%20seconds%20reaction%20time.  
3 Zoom Meeting  https://us02web.zoom.us/j/84756331089?pwd=RHB0OUJ2RVNqVjlybjQ5R0kzZ3duZz09  
Meeting ID: 847 5633 1089 / Passcode: safe 

https://bellevuewa.gov/city-government/departments/transportation/projects/neighborhood-projects/local-street-speed-limit-reduction
https://bellevuewa.gov/city-government/departments/transportation/projects/neighborhood-projects/local-street-speed-limit-reduction
https://nacto.org/docs/usdg/vehicle_stopping_distance_and_time_upenn.pdf#:~:text=To%20determine%20how%20far%20the%20vehicle%20will%20travel,or%20176%20feet%20for%20two%20seconds%20reaction%20time
https://nacto.org/docs/usdg/vehicle_stopping_distance_and_time_upenn.pdf#:~:text=To%20determine%20how%20far%20the%20vehicle%20will%20travel,or%20176%20feet%20for%20two%20seconds%20reaction%20time
https://us02web.zoom.us/j/84756331089?pwd=RHB0OUJ2RVNqVjlybjQ5R0kzZ3duZz09


 

 

Key factors include; 

1. 100th is classified as a minor low-volume urban arterial vs a primary high-volume arterial.4   

2. It has one of the highest levels of pedestrian and bike traffic of any city street, in part due to the 

proximity to the Boys and Girls Club, the downtown park and the adjacency of residential 

neighborhoods.  

3. There are very few driveways between Main Street and NE 10th Street, minimizing any potential 

traffic disruption and safety of cyclists.   

4. 100th offers connectivity from downtown and northwest Bellevue to two of Bellevue’s largest 

amenities, the Downtown Park and Meydenbauer Bay Park.  

5. Only half of the corridor would require any possible repurposing of road lanes. 

6. To support traffic calming, a 4-way stop is now planned on the corner of 100th Ave NE and NE 1st.  

Considering all of these factors, I am asking the Commission to consider including 100th Ave NE as either 

a fast-track implementation or pilot corridor for Bike Bellevue.   

I look forward to working with the Commission, staff and community to support solutions which 

supported the shared goals and objectives of Bellevue’s stakeholders.  

 

 

Craig Spiezle  

craigsp@agelight.com  
425-985-1421 
 

 
4 https://apps.bellevuewa.gov/gisdownload/PDF/Transportation/arterials_11x17.pdf  

mailto:craigsp@agelight.com
https://apps.bellevuewa.gov/gisdownload/PDF/Transportation/arterials_11x17.pdf
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Bradley, Oleta

From: Craig Spiezle <craigsp@agelight.com>
Sent: Thursday, April 11, 2024 12:33 PM
To: TransportationCommission; McDonald, Kevin; Nieuwenhuis, Jared
Cc: Singelakis, Andrew
Subject: Comments Regarding Neighborhood Speed Reduction Program & Bike Bellevue
Attachments: 4-11TransComm-Spiezle.pdf

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
In advance of this evenings Commission meeƟng, I have aƩached a copy of my planned comments for your review.  
 
Thank you for your efforts to make our city streets safety for everyone, vehicles, pedestrians and cyclists. 
 
I look forward to discussing these iniƟaƟves in greater detail 
 
Thank you.  
 
 
 
Craig Spiezle 
425-985-1421 
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Bradley, Oleta

From: Marcin Juraszek <mail@marcinjuraszek.com>
Sent: Tuesday, July 16, 2024 7:00 PM
To: Council
Cc: TransportationCommission
Subject: Bel-Red changes disappointment

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello, 
 
Just run across this article in the urbanist: https://www.theurbanist.org/2024/07/16/bellevue-wont-study-bel-
red-road-changes/ and I'm writing to express how confused and disappointed I am by the decision to de-
prioritize any and all safety improvements along Bel-Red corridor, including even studying what could be 
possible and what the impact of those could be. It's saddening to see the Transportation Commision giving 
way to powerful individuals and companies and their lobbying power, against established scientific research 
and countless real-life examples of how it IS possible to make our streets safe if only we were brave enough to 
do it. 
 
One sentence from Vice Chair Drew Magill quoted in the article especially caught my attention:  
 
      But also, we have corridors that are right next to it: you have Spring Boulevard, you have Northrup 
[Way] and then the 520 trail, so you have options, right?” 
 
I would love to point out that the very same corridors could be used as an argument pro changes to Bel-Red - 
there's SR520 right there for cars to use as an east-west corridor! Curious how that's never considered or even 
mentioned, but somehow asking pedestrians and people on bikes to go out of their way not to inconvenience 
cars is not being questioned at all. 
 
We need strong leadership in Bellevue. I urge you to step up. The best time for that was yesterday. The second 
best time for that is Today. 
 
Regards, 
Marcin Juraszek 

 Some people who received this message don't often get email from mail@marcinjuraszek.com. Learn why this is important  
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To help protect your privacy, Microsoft Office prevented automatic download of this picture from the Internet.

 

Bellevue Won’t Even Study Bel-Red 
Road Changes to Protect People Biking 
- The Urbanist 
Safety-focused changes to busy Bel-Red Road, an unavoidable 
corridor for many Bellevue residents, were taken off the table 
by a 3-2 vote of the Bellevue Transportation Commission last 
week. 

www.theurbanist.org 
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Bradley, Oleta

From: Edward Wang <wangedwa@gmail.com>
Sent: Friday, May 17, 2024 10:14 PM
To: McDonald, Kevin; Stevens, Paula; Singelakis, Andrew; TransportationCommission
Subject: Bike Bellevue Corridor 6A (NE 2nd St)

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hi Kevin, staff, and commissioners,  
 
It is very disappointing to see that staff is recommending that Corridor 6A be essentially completely 
eliminated (except for sharrows, which are tantamount to nothing at all). This portion of NE 2nd St is far 
from a "calm traffic environment" as claimed in the memo. It is very difficult for drivers to pass cyclists 
due to curbing and medians, leading to lines of angry drivers stacked up behind any slower riders. It is 
not even close to safe enough to ride with my son, though I would love to bike with him to the Inspiration 
Playground. 
 
Even the opponents of Bike Bellevue (Kemper/Wallace) went further than the staff proposal -- suggesting 
reducing the speed limit on this segment to 20 MPH to improve safety and comfort for cyclists. Staff 
should include this speed limit reduction to 20 MPH at an absolute bare minimum. 
 
Furthermore, there is room for more meaningful changes, even if 2-way traffic must be retained. Please 
consider these suggestions: 

 Where medians exist, there is 14' of clear width -- this can be striped as a 10' lane with a 4' 
shoulder. The narrow lane would help reduce traffic speeds while the shoulder would provide a 
usable space for bicyclists (even if not meeting bike lane width standards). See sketch below. 

 Remove the left turn lane near 100th Ave NE. If that intersection is planned to become an all-way-
stop intersection, there is no need for the turn lane. This would allow an expanded bike facility at 
the west end. 

 Consider removing the left turn lane at 103rd Ave NE to allow a minimum 4'-5' shoulder/bike 
facility to be extended through the intersection. If delays from WB left turns are a concern, 
consider making the intersection an all-way stop. 

 At the east end (Bellevue Way), there is 35' of roadway width curb to curb. That is enough room to 
squeeze in a bike lane in the westbound direction, where bicyclists must often contend with a line 
of cars behind them after crossing the light. 

Thanks, 
Ed Wang 
 

 Some people who received this message don't often get email from wangedwa@gmail.com. Learn why this is important  
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Bradley, Oleta

From: phyllisjwhite@comcast.net
Sent: Monday, April 22, 2024 12:44 PM
To: Council; Hamilton, Dave; Lee, Conrad; Malakoutian, Mo; Nieuwenhuis, Jared; Robinson, 

Lynne; Stokes, John; Zahn, Janice
Cc: Singelakis, Andrew; Stevens, Paula; TransportationCommission
Subject: Bellevue Multimodal System and Bike Bellevue

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
   
Dear Mayor Robinson, Deputy Mayor Malakoutian, and Councilmembers Hamilton, Lee, 
Nieuwenhuis, Stokes, and Zahn,  
   
As a resident of Wilburton, residing close to BelRed Road, I would like to thank the Council for your 
thoughtful approach in steering the city's multimodal transportation system towards the advancement 
of bicycle lanes.  As one of the 600-plus individuals who sent emails, I agree that connected bicycle 
lanes must be built with safety in mind.  I am also in agreement with highlighting the conversion of 
motor vehicle lanes to bicycle lanes as a last resort and prioritizing solutions to reduce traffic 
congestion for a commitment to a safer transportation system that can benefit all modes of travel.   
   
Thank you for your dedication to investing and prioritizing safe bicycle lanes.  It is something that 
unites all of you.    
   
On October 17, 2023, at the Bridle Trails Community Club candidate forum, Councilmembers Zahn 
and Stokes, along with Council candidates Malakoutian, Hamilton, Clark, and Hummer, unanimously 
agreed that a busy 140th southbound car lane should not be replaced with a bicycle lane. I trust you 
will remain steadfast in your position.    
   
Councilmember Nieuwenhuis mentioned that first responders and representatives from Overlake 
Hospital expressed concerns that converting motor vehicle lanes to bike lanes would impact the 
timely responses of ambulance, police, and fire department services. He also mentioned that the 
Bellevue Chamber of Commerce's survey indicated that 70 percent of respondents oppose reducing 
arterial lanes in the Downtown, Wilburton, and BelRed areas, and 72 percent oppose replacing motor 
vehicle lanes with bike lanes.  While aspects of the Bike Bellevue program might meet short-term 
goals, Mr. Nieuwenhuis does not believe it meets the City’s long-term goal of providing safe and 
comfortable bike lanes for all ages and abilities.   Councilmembers Nieuwenhuis and Hamilton 
stressed the importance of clear, reliable, and accurate data.   
   
I witnessed two bicycle accidents in Bellevue.  One of them was tragically fatal. One occurred when a 
car turned left from NE 8th onto 134th Street, and the other happened when a car turned left into a 
driveway in front of a car waiting for the light to turn green. In both instances, the bicyclists were 
traveling in bicycle lanes, and car drivers were driving at speeds less than 20 mph when the 
accidents occurred. Poor visibility was cited as the cause of both accidents, as the bicyclists were not 
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visible to the turning cars. Additionally, we know individuals in our community who bike but avoid the 
narrow NE 8th bicycle lanes and their numerous intersections.  
   
Thank you for your attention to these critical matters.    
   
Sincerely,  
   
Phyllis White,  
Bellevue resident  
   
   

   
   
   

   





kwall

Add sharrow markings to each travel lane.



kwall

Add sharrow markings to each travel lane.



kwall

Add sharrow markings to each thru-lane

kwall

kwall

kwall

Realign the intersection markings to bridge from sharrows on west side to bike lanes on east side.  

kwall
Rectangle

kwall

The current WB configuration is a right turn, thru-lane and left turn.  This plan eliminates the thru-lane.  Realign the curb bulb and use the area within the yellow rectangle for additional right of way to preserve the thru-lane.  Only eliminate as a last resort. 



kwall
Rectangle

kwall

Use this area as necessary to preserve the WB RT, thru and LT at Bellevue Way.  Only eliminate a lane as a last resort.

kwall

Does the area between 105th and 106th account for the changes to the sidewalk and roadway made by the West Main project?  Does it account for the entitled plans of the Vulcan apartment projects on the north side of the road?



kwall

Does the area between 105th and 106th account for the changes to the sidewalk and roadway made by the West Main project?  Does it account for the entitled plans of the Vulcan apartment projects on the north side of the road?

kwall

The right turn lane is eliminated.  Evaluate use of the area within the yellow rectangle for preservation of the existing right turn lane.  Only eliminate as a last resort.

kwall
Rectangle





kwall

Two-way left turn lane is removed.  All EB traffic blocked by LT to 111th.  All WB traffic blocked by LT turn into church property.  Redesign to maintain left turn lane, except as a last resort.



kwall

kwall

kwall

Add intersection markings from bike lanes to sharrows, similar to Bellevue Way crossing.







kwall

Right turn lane is eliminated from 116th and second WB lane of Main Street eliminated.  It also appears the intent is to continue to eliminate this lane when "Main St. Bikeway Improvements" are built.  The vacant land adjacent to the right of way allows for addition of bike lanes without elimination of road lanes.  Perhaps more complicated permitting and critical area mitigation necessary, but not impossible.  Unclear whether the Main Street piece is even necessary.  Could it be built without impacting road lanes if done in conjunction with Main Street Bikeway Improvements?



kwall

Right turn lane elimination starts here.  Vacant property to the west could be used to expand ROW without eliminating road lane.  To the north of here there is no loss of road lanes.  



kwall

This note does not appear to be correct.  There are currently two SB lanes, a NB LT lane and two NB thru-lanes.  If a SB lane is reconfigured as a buffered bike lane, evaluate whether this could be eliminated.  
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Bradley, Oleta

From: Mariya Frost <mariya.frost@kemperdc.com>
Sent: Tuesday, April 9, 2024 4:07 PM
To: TransportationCommission
Cc: Kevin Wallace; Council; Singelakis, Andrew
Subject: KDC/WPI comment on Bike Bellevue
Attachments: ALTA Corridor 6 with Last Resort Markups.pdf; ALTA Corridor 9 Last Resort Markups.pdf

Follow Up Flag: Follow up
Flag Status: Completed

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Chair Stash and Commissioners, 
 
I am submiƫng this wriƩen comment on behalf of Kemper Development and Wallace ProperƟes in advance of 
Thursday’s TransportaƟon Commission meeƟng.  
 
For your upcoming discussion of Bike Bellevue, we are concerned that staff are asking for immediate implementaƟon of 
projects where road lanes are removed, which is contrary to Council direcƟon.  
 
As you know, at the March 25th meeƟng on Bike Bellevue, a supermajority of the Council passed a moƟon to require 
that corridors that would repurpose a vehicle travel lane would do so only as a last resort and using data to inform the 
decision. Their individual comments further reinforced this point: 

 Nieuwenhuis: I don’t think the removal of a lane necessarily meets our goals of providing a safe and comfortable 
experience for the rider…  Let’s move forward with corridors that don’t require any removal of arterial lanes. 

 MalakouƟan:  I agree that removing road lanes should be our last, last, last resort. 
 Hamilton:  I think it is Ɵme to take removing travel lanes out of the discussion. 
 Lee:  I would not support geƫng rid of car lanes for the benefit of bicyclists. 

 
Segments 6 and 9, as currently designed, appear not to be consistent with the Council’s direcƟon because they remove 
road lanes.  We request further analysis of the design to determine that those lanes are only being removed as a last 
resort.  Please see Kevin’s enclosed markups of the Bike Bellevue plans, Segments 6 and 9, indicaƟng where road lanes 
are proposed to be removed with suggesƟons for staff to consider to avoid such removal. 
 
Segment 6: 

 Eliminates the WB thru-lane at the NE 2nd approach to the Bellevue Way.  It appears that by modifying the 
sidewalk on the north side of the road (eliminaƟng the curb bulb) to a condiƟon similar to the south side, 
sufficient width can be created to preserve all of the exisƟng road lanes and add the bike lanes.   

 The design between 105th and 106th does not seem to account for the compleƟon of the West Main project.  The 
approved plans for the Vulcan apartments on the north side of the street should also be considered.  If removal 
of road lanes results from implemenƟng the proposed design on the new right of way, pursue alternaƟve 
designs.  The street parking could be removed if necessary to add the bike lanes without removing road lanes. 

 EliminaƟon of the WB right turn lane at the NE 2nd approach to the 106th intersecƟon.  It appears that the striped 
area between the bike lane and the sidewalk could be eliminated to preserve the right turn lane. 
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 Between 110th and 112th, much of the center leŌ turn lane is eliminated.  It appears there is sufficient right of 
way to preserve it and sƟll add bike lanes.  

 Between Bellevue Way and 100th, consider adding sharrow markings on the road lanes. 
 Modify the pathway across the Bellevue Way intersecƟon to connect the sharrows to the bike lanes.  
 Add pathways across the 112th Ave. NE intersecƟon to connect the bike lanes to sharrows.  

 
Segment 9: 

 The Bike Bellevue Guide states that the Wilburton Route restripes to provide separated buffered bike lanes 
while maintaining the exisƟng 5-lane cross secƟon, but it’s not clear from the Alta designs how this impacts SB 
turn lanes. ClarificaƟon would be appreciated. 

 The Alta designs show eliminaƟon of the SB right turn lane on 116th as it approaches Main Street and one of the 
WB lanes of Main Street.  It appears that the vacant land to the west of this area could be uƟlized to widen the 
right of way and maintain the road lanes.   

 The plans also note another area on 116th where a SB lane is reconfigured, but the note does not appear to be 
correct.  If it is, please study alternaƟves that do not remove it.  

 
All of the above suggesƟons are consistent with Council’s direcƟon to eliminate road lanes only as a last resort, and even 
appear to be achievable without significant addiƟonal cost.   
 
If these designs are to be modified to prevent lane removal, that should be done and presented to the public before you 
are asked to vote on immediate implementaƟon.  
 
Thank you for your consideraƟon. 
 
 
Mariya Frost 
Director of Transportation 
Kemper Development Company 
The Bellevue Collection | Bellevue Square  Lincoln Square  Bellevue Place 
425-460-5925 Mobile  
mariya.frost@kemperdc.com 
www.bellevuecollection.com 
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Bradley, Oleta

From: Edward Wang <wangedwa@gmail.com>
Sent: Thursday, May 16, 2024 9:12 PM
To: McDonald, Kevin; Stevens, Paula; Singelakis, Andrew; TransportationCommission
Subject: Bike Bellevue - Interim Spring Blvd Connection

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
To whom it may concern,  
 
I saw the city memo regarding the potential interim ped/bike connection through the future Spring Blvd 
route. I am confused why the proposed design is so extensive. 
 
The extent of the connection I had envisioned connects the existing access road on City-owned 
"Safeway Parcel A" at the west end to the existing access road on ST property to the east - this is a mere 
150'. There is no reason to build a shared-use path connection on the remainder of the segment given 
how little traffic these access roads see. Is there any reason this cannot be done? 
 
The memo also notes "20-FT WIDTH REQUIRED FOR FIRE ACCESS WHEN NOT ADJACENT TO 
ROADWAY". Why is fire access needed on the trail, considering there are no buildings or anything along 
it?  
 
Thanks, 
Ed 

 

 Some people who received this message don't often get email from wangedwa@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Nick Ton <nichkt@gmail.com>
Sent: Sunday, August 4, 2024 4:18 AM
To: Council; TransportationCommission; Singelakis, Andrew
Subject: 8/6/2024 Public comment on bel red changes

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Does anyone here actually need to drive on bel red during commuting hours? I do because I have to use it 
to get to work. I have my dentist along bel red. I shop for groceries at that asian family market off bel red 
weekly.   
 
Its horrible. I don't even care about the biking experience I care that there's constantly people parked in 
the middle of the road backing up traffic because there's no middle lane for people to turn left.  
 
What kind of delusions does a person need to be under to think that keeping bel-red this way is a 
good thing? 
 
Its dangerous to anyone that needs to turn left into a business because they need to just sit their car still 
in an active traffic lane anxiously waiting for oncoming traffic to provide a gap that they can snake 
into.  It's dangerous for people behind them because there's just random people stopping in the middle 
of the road with barely any warning most times. 
 
Who benefits from this? The car repair businesses? The hospitals? Certainly not the normal people just 
trying to get to work nor the people trying to visit the dental offices or other businesses along bel red.  
 
Make it a 3 lane road with the middle to turn in. That works! Do whatever studies are needed, but the 
current situation sucks and works for nobody.  
 
At this point any pervert advocating for bel red to be unchanged is actively and purposefully trying to get 
more accidents to happen. Something is wrong in the head with these people. 
 
Bel-red road needs changing. To remove it from consideration is absolutely crazy and the people who are 
advocating for such need their motivations examined because they sure do not represent the people that 
actually actively use that corridor.  
 
Apologies for my discourteous phrasing. I and the people I talk to who share my situation of needing to 
use bel red road to commute to work are very unhappy with the comission's delusional 
recommendation.  
 
 

 Some people who received this message don't often get email from nichkt@gmail.com. Learn why this is important  
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Bradley, Oleta

From: Christopher Randels <crandels@cs-bellevue.org>
Sent: Thursday, April 11, 2024 2:34 PM
To: TransportationCommission; McDonald, Kevin
Cc: Marciante, Loreana; Rebhuhn, Nik; Helland, Brad; Ting, Albert; Magill, Drew; Stash, 

Karen; Kurz, Jonathan; Nieuwenhuis, Jared; Singelakis, Andrew; Stevens, Paula
Subject: Comments for April 11th Transportation Commission Meeting

Categories: Red Category

[EXTERNAL EMAIL Notice!] Outside communication is important to us. Be cautious of phishing attempts. Do not click or open 
suspicious links or attachments. 

 
Hello Transportation Commissioners, Councilmember Nieuwenhuis, and staff, 
 
Our organization submits the following comments in advance of tonight's Transportation Commission 
meeting. 
 
We fully support comments forthcoming from members of Eastside Urbanism that will outline our 
organizations' interpretation of Council direction. We maintain that reallocating vehicular lane capacity 
is an option that should remain on the table for several Bike Bellevue corridors and remains in line with 
Council direction.  
 
Council has given direction to specifically prioritize implementing infrastructure on High Injury Network 
corridors; furthermore, Council has authorized the reallocation of vehicle space as a last resort measure 
when no other reasonable options to implement infrastructure are available. Since for several Bike 
Bellevue corridors, the only way to timely implement infrastructure that is in line with our city's Vision 
Zero 2030 target and Mobility Implementation Plan would be infrastructure that reallocates vehicular 
space, this remains an option that your body should feel empowered to consider.  
 
However, if your body needs further advice from Council to feel assured in this interpretation, our 
organization would recommend that you seek further direction from Council on their interpretation of the 
phrases "last resort" and "prioritize High Injury Network corridors". In line with Council Desk Manual 
Chapter 5.02, Councilmember liaisons should "not provide instructions to [a] board or commission", and 
that liaisons must "provide the board or commission with the big picture, including issues where there is 
likely controversy or where members need awareness." Direction on a controversial issue of this nature 
should be clear and representative of the full Council, not subject to potential unintentional bias of an 
individual Councilmember. 
 
Given that there are different ways that members of our community can interpret Council's directive; 
given the impact this discussion will have on the ultimate implementation timeline & cost of 15 miles of 
bicycle infrastructure; and given that even different Councilmembers can have different interpretations 
of the motions they passed on March 25th, we urge you to ask Council for additional direction on the 
meaning of "last resort" and in what form High Injury Network corridors should be prioritized. This further 
direction should provide clarity towards under what circumstances your body should feel empowered to 
make recommendations that would reallocate vehicular travel lanes.  
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Thank you for your service to the city of Bellevue.  
 
Best, 
--  
 

To help protect your privacy, Microsoft Office prevented automatic download of this picture from the  
Internet.

 
Chris Randels 
Founder, Complete Streets Bellevue 
completestreetsbellevue.org 
470-205-4310 
Pronouns: he/him 
 























































































































































































































































































































































































Regarding b...ellevue.eml  Open   Share  

From: Sander Valstar <sandervalstar@gmail.com>
Sent on: Sunday, March 31, 2024 10:29:46 PM
To: Council <Council@bellevuewa.gov>
Subject: Regarding bike bellevue
  

[EXTERNAL EMAIL No�ce!] Outside communica�on is important to us. Be cau�ous of phishing
a�empts. Do not click or open suspicious links or a�achments.

Dear city council,

Thank you for discussing bike infrastructure in the March 25th meeting. I was
happy to hear all council members support the creation of more and better bike
infrastructure in Bellevue. During the meeting some council members mentioned
safety concerns about the number of driveways on Bel-Red. While I would like
to see safe bike infrastructure on Bel-Red, I do agree with this observation.
Several of the arterial roads in Bellevue are trying to fulfill two purposes that are
at odds with one another: 1.) moving cars, 2.) providing business access. This
causes a high number of driveways on these arterial roads. Not only would these
driveways cause danger to cyclists on a new bike lane, but they are currently
slowing down through traffic and create many conflict points where accidents
can occur.

As such, instead of completely shelving the creation of safe bike infrastructure
on arterials like Bel-Red, I think it may be worth investigating the creation of
parallel side streets that provide business access. The creation of parallel side
streets will greatly reduce the number of driveways on the main road, which
would improve traffic flow. Moreover, if properly traffic calmed, such side
streets can be used for safe bicycle travel as well. An increase of bike traffic on
side streets would build a foundation of support among business and residents for
perhaps even a fully separated bike path in the future.

Another design issue that needlessly slows down traffic and creates danger on
our roads is that most businesses and strip malls have their own driveways and
provide no direct access to neighboring businesses or strip malls. This means it
can be impossible to visit the business next door without getting back on the
main road. It may be worth investigating if businesses can be asked or even
required to create local access routes to neighboring businesses. At a minimum
this should become a requirement for new developments in my opinion. The
creation of parallel side streets would address this issue as well and if businesses
would be required to do this it would not even take away travel lanes on the main
road.

In sum, I encourage the city council to investigate:

1. If, how and where we could create parallel side streets that both improve
the current situation for car traffic and serve as safe cycling routes.

2. If (new and/or existing) businesses can be required to create local access
routes to neighboring businesses (potentially in the form of parallel side
streets).
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