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Crystal City Bike Network 
In March 2020 the County Board directed the County Manager to develop a plan for improving the 
bicycle network in Crystal City to be implemented within the next four years, by December 31, 2024. 

After analysis of several alternatives, County staff developed a recommendation for a pair of one-way 
north/south bicycle facilities, along with improvements to east/west streets.  

A community meeting was held online in February 2021 on the concept plan. Feedback was also 
collected online and by sharing information and meeting with relevant county advisory committees and 
commissions.  

Below are answers to questions asked by stakeholders throughout the first part of the community 
engagement process. A second community meeting is planned for April 2021, where Staff will share 
feedback received, highlight changes made to the recommended alternative based on community input 
and select a preferred alternative for consideration by the County Board. 

More information can be found on the project webpage.  

Frequently Asked Questions 
We have received a number of questions about this project during the first round of public engagement. 
Questions have been sorted into four categories: Background, Alternatives, Recommended Network and 
Other Modes.  

Background 
● What is the origin of this project? 
 In March 2020 the County Board directed the County Manager to develop a plan for improving the 

bicycle network in Crystal City to be implemented within the next four years, by December 31, 
2024. 
 

● Will the Crystal City Bike Network be the only bicycle facilities built in this area? Will other bike 
lanes be constructed beyond what is being proposed here? 

 Our focus on this project is to deliver on the terms of the County Board’s directive and implement 
a network of enhanced bicycle facilities by the end of 2024. We believe this is important due to the 
existing conditions and user experience for people walking, biking and driving in this part of Crystal 
City. While there are more opportunities in a longer-term capital project such as Army-Navy Drive 
to build something out that provides a long-term improvement, we see the need to make 
substantive improvements in this time frame. 
 
For projects and facilities not called for in this plan, we will defer to existing planning that covers 
the area and modes involved. In this case, that means looking for guidance on future projects from 
the MTP Bike Element and the Crystal City Sector Plan. We’re also keeping an eye on ongoing and 
upcoming redevelopment efforts to coordinate with developers on additional streetscape 
improvements that are in line with both the long-term and short-term efforts. 
 

● What funding is being used to implement the CCBN? 

https://projects.arlingtonva.us/types/crystal-city-bike-network/
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 The recommended Crystal City Bike Network would be funded by a combination of roadway 
maintenance funds, safety funding programs, and developer right-of-way improvements linked to 
the Site Plan process. These vary depending on the segment of the recommended Network in 
question.  
 
These funding mechanisms are being used – instead of a Capital project funded by the CIP - due to 
the mandate from the County Board to accomplish these goals by the end of 2024. 
 

● What is the schedule for designing the portions of the network shown as “in design?” 
 The preferred alternative for the Crystal City Bike Network will include a detailed implementation 

plan that outlines a schedule for delivering the final network that accounts for the delivery method 
and funding used, as well as considerations related to existing and planned development in Crystal 
City. 
 

 

Alternatives 

● Several of the alternatives considered showed concepts for Crystal Drive with 11-foot lane 
widths for general travel lanes. Could those be reduced to 10 feet to make these other design 
options possible without changing the curb there? 
 

 While the county does use 10-foot travel lanes in many places, including in some sections of the 
current lane layout on Crystal Drive, the challenge with this corridor is that there is no uniform 
width to the street between the curbs. Additionally, we keep 11-foot widths for bus lanes and 
general travel lanes that see a lot of bus traffic. 
 
The county must also consider the context for these travel lanes as well. 10-foot lanes immediately 
next to the curb can make turning movements into these travel lanes more difficult for road users, 
and that has an impact on our intersections and the safety of people walking, biking and driving in 
them. So, while we do have the ability, in certain conditions, to use 10-foot lane widths for general 
travel, it is not always the right solution. That is what we concluded in our analysis for Crystal Drive 
for the Bike Network. 
 

● One of the alternatives mentions issues with Fire Department access along Crystal Drive. Can you 
explain what this means?  
 

 The Arlington County Fire Department follows the Virginia Fire Code for right of way projects such 
as the Crystal City Bike Lane, and ACFD is part of the review process for transportation projects like 
this one.  
 
As the buildings along the west side of Crystal Drive have designated fire access points along their 
frontage facing the road, the Fire Code states that a certain amount of right-of-way access to a 
designated building face must be maintained for Fire Department use, in case of emergency. This, 
combined with the other operational and cost issues outlined in Option 3, led us to not 
recommend that option for moving the Bike Network forward. 
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Additionally, ACFD emergency vehicles have been damaged by driving over flex posts in the past, 
so it is not something we plan for or recommend in our design work. 
 

● Was this same Fire Code issue also present on Alternative 2, with a 2-way cycle track on the east 
side of Crystal Drive? 

 No. The buildings on the east side of Crystal Drive do not have their designated fire access on 
Crystal Drive. Rather, they are located on their properties on service roads or porte-cocheres.  
 
The challenges for Alternative 2 were detailed in the presentation and centered on interactions 
with and costs associated with the existing transit lanes. 
 

● Was a center-running bike facility, like the one on Pennsylvania Avenue in DC, considered for 
Crystal Drive? 

 Center-running cycle tracks such as Pennsylvania Avenue must accommodate both through-travelling 
and turning cyclists at intersections, requiring a minimum width of over 15 feet for the bike facility. 
Given the right-of-way width available today on Crystal Drive, this would require more extensive 
construction than the four options presented.  Furthermore, additional traffic control would be needed 
for turning movements at intersections, further increasing the timeline beyond the implementation 
timeline mandated by the County Board. 
 

 

Recommended Alternative 

● In the recommended option, why is the bike facility proposed at minimum width, while the 
general purpose lanes are wider than minimum? 

 The presentation included a cross-section for each alternative analyzed that showed a “typical 
section”, or a description of the most common allocation of space along that segment of the 
alternative for Crystal Drive. While the county does use 10-foot travel lanes in many places, 
including in some sections of the current lane layout on Crystal Drive, the challenge with this 
corridor is that there is no uniform width to the street between the curbs.  
 
The county must also consider the context for these travel lanes as well. 10-foot lanes immediately 
next to the curb can make turning movements into these travel lanes more difficult for road users, 
and that has an impact on our intersections and the safety of people walking, biking and driving in 
them. So, while we do have the ability, in certain conditions, to use 10-foot lane widths for general 
travel, it is not always the right solution. That is what we concluded in our analysis for Crystal Drive 
for the Bike Network. 
 
For the recommended alternative, we maintained 11-foot lane widths for bus lanes and general 
travel lanes because this is our standard for streets like Crystal Drive, as well as a minimum width 
for transit facilities. 
 
There's a lot more design and engineering work that will go into the preferred alternative; right 
now, the concepts we showed are just presenting the typical cross sections that will be 
characteristic of each segment. 
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● The recommended alternative calls for a contraflow bike facility on Clark and Bell Streets, along 
with two lanes of parking. This would include parking along a segment of S. Clark Street with no 
sidewalk on the west side. How will people parking here safely exit and cross the street? 

 The rendering for this section of the recommended alternative is a typical section, and not 
indicative of the conditions along the entire Clark/Bell corridor. The section south of 23rd Street S. 
is the only section that has parking on both sides of the street.  
 
In the section between 20th Street S. & 23rd Street S., there is parking only along the east side of the 
street. This is currently angle-in parking, and the addition of the contra-flow lane on the east side 
of the street will require this area to be converted to conventional parallel parking. There will be 
no parking aisle along the western curb for this segment. 
 

● Was S. Clark Street south of 26th Street South evaluated for enhanced bike facilities as part of this 
effort? 

 This wasn’t something that we looked at for this effort. In the context of creating a one-way pair of 
enhanced bike facilities on Crystal Drive and S. Clark/Bell Streets, extending the network further south 
would require an east-west connection from Potomac Ave & Crystal Drive to Clark Street and 27th Street 
S., which is very challenging. It is something we can look into in the future but is not part of this plan 
right now. 
 

● How would the recommended network be impacted if the US Route 1 at-grading initiative moves 
forward? 

 We have kept that possibility as a consideration of our analysis. Generally speaking, the 
recommended alternative works with Route 1 as it is today, or at-grade if such a change were to 
occur. There may be some areas that would be affected, especially on the cross streets connecting 
the north- and south-bound facilities, but we would incorporate those into the design process 
based on the results of VDOT’s ongoing study of the corridor. We anticipate that the majority of 
the potential impact to the bike network would be at the intersection of 15th Street S. 
 
Since this effort is focused on delivering a complete network by the end of 2024, we will respond 
to the results of the study and prepare changes, if necessary, for implementation along with 
whatever is proposed for Route 1. 
 

● Why is the full length of Crystal Dr not being upgraded to a protected bike lane?  
 Crystal City is a challenging street to work on, because the width of the right-of-way between the 

curb varies significantly between, and sometimes within blocks. To meet the terms of the County 
Board’s instruction, and to avoid costly capital improvements, our team recommended a bike 
network that didn’t feature a continuous enhanced bike facility for the length of Crystal Drive. 
Here’s why: 
 
Generally speaking, the segment of Crystal Drive between 18th to 12th Street S. is more narrow than 
the segment between 18th and 23rd Street S. Between 18th & 15th Streets S., we recognized the need 
for a northbound connection to allow people biking more direct access to and from the Crystal City 
Connector trail, which links Crystal City and the Mount Vernon Trail.  
 
While we considered including a buffered lane in the southbound direction for the recommended 
network, it would have come at the expense of the northbound curbside bike lane between 
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18th and 15th St. We prioritized the existing northbound access to and from the Connector trail over 
a continuous enhanced facility. 
 
North of 15th Street S., the existing curbside parking along the west side curb of Crystal Drive is 
being removed and the space will be converted into Bus Only lanes for the forthcoming transitway 
extension, leaving insufficient width to create an enhanced bicycle facility. 
 
South of 23rd Street S., the current cross section between the curbs is too constrained for a 
protected bike facility without additional development to alter the curb line. Depending on how 
future development plays out, there may be an opportunity to extend the protected bike 
lane farther south, but that is outside of what we can determine in the four-year timeline at this 
point, so it's not something we included in this plan. 
 

● If providing access to and from the Mount Vernon Trail for people on bikes using 15th and 18th 
Street is important, why isn't biking given priority over vehicle parking when it comes to that 
particular block of Crystal Drive?  

 The new site plan for Crystal Dr between 15th Street and 18th Street S. provides a small amount of 
vehicle parking, inset into the sidewalk in small groups of 2-4 spaces at a time. The limited amount 
of parking and the location of the parking means there is not enough flexibility to reconfigure that 
space in a way that would be helpful to providing and upgraded bicycle facility in both directions. 
This block also features a mid-block crosswalk with a HAWK signal, in addition to the limited short-
term parking. 
 
One of the challenges for communicating this project is that the available right of way changes 
frequently, often within the same block. The next round of engagement should allow us to present 
additional plan details. 
 

● Previous plans for 18th Street S. included a dedicated right-turn lane for people driving north on 
Clark/Bell Street. Is this still included in the updated plans for this corridor, now that it is part of 
the Bike Network? 

 Yes, our designs for the bike network still include a dedicated right-turn lane for westbound vehicle 
traffic on 18th Street S. This is necessitated by the high volume of people using the crosswalk on the 
north side of that intersection, which is adjacent to the Crystal City Metro Entrance.  
 
This volume of people may change with the completion of the Crystal City Metro East Entrance 
project, but that is not expected until 2023 at the earliest. Once the Metro entrance project and 
other redevelopment efforts along the north side of 18th Street S. are complete, we can reevaluate 
the need for the right-turn lane. 
 

● Outreach on the 23rd St. S. design was supposed to occur as a part of the 223 23rd St. SPRC, 
since shelved. Will there be a replacement formal outreach on the design of 23rd St?   

 As indicated in the question, the 223 23rd St. project is on hold right now. The next step would be 
to re-engage with the developer and asses their timeline to see how it connects with our 
anticipated timeline for the 23rd St work. Once we have a better idea of the timing of the 
redevelopment, we will be able to share more about when and how that project will move 
forward. 
 

https://projects.arlingtonva.us/projects/crystal-city-metro-station-second-entrance/
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● Bell Street between 18th and 20th seems like a major gap in the proposed network. Street space 
is limited but the sidewalks are quite wide. Have you considered the possibility of striping an 
interim bike lane on the sidewalk until redevelopment allows something better? 

 According to the Crystal City Sector Plan, this section of S. Bell Street between 18th 
and 20th Streets S. is slated to include bike lanes alongside new development. As redevelopment is 
not anticipated on this block within the four-year time frame for delivering the bike network, we 
have not considered any physical curb modifications or construction. 
 

● Will there be flex post to keep cars out of the proposed facilities? 

 In the short term, yes. Long-term, if the facilities work as intended, we will look to add more 
substantial buffers between motor vehicles and the bicycles. 
 

● Can you talk more about this proposed Clark Bell Multi Use Path - is that a real proposal?  
 The Clark-Bell multi-use trail is a project presently in design. It will be an important multimodal 

link, connecting the intersection of 12th Street S. and Long Bridge Rd. to the 15th St corridor, which 
will help trail users connect to the Metro station. The project also provides a trail connection 
underneath Route 1, tying into the forthcoming Army Navy cycle track.  
 

● Some cyclists will just take the transit lane on Crystal Drive.  Does your traffic planning include 
that reality?  

 We realize that some bicyclists will use the dedicated bus lane on Crystal Drive and are working on 
clarifying terms of use for the current and future transitway extension to determine how to 
manage this situation. 
 
For the Crystal City Bike Network, the County was tasked with creating a low stress bike network, 
meaning the average cyclist will feel comfortable. Shared bus-bike lanes are not classified as low 
stress and not all users will feel comfortable with that situation. 
 

● Will the access to the Crystal City Connector trail be enhanced as part of this effort (currently 
uses the condo driveway)? Is this consistent with the Water Park planning effort?  

 The recommended concept plan includes north and south bicycle facilities in the block of Crystal 
Drive between 15th St S and 18th St S to facilitate access to the Crystal City Connector. This will 
maintain existing conditions in this section, and no additional access improvements are planned as 
part of this effort. 
 
There is another developer-led effort to enhance the Water Park that will include improvements to 
the Crystal City Connector within the park, which does include a dedicated ramp to access the 
Connector. These projects will be coordinated. 
 

● Why is Clark/Bell being considered for northbound bicycle facilities only?   
 We looked at Clark/Bell in the context of providing a northbound protected bicycle facility to pair 

with the southbound protected facility on Crystal Drive. Within the four-year time frame for this 
plan, there are sections of Clark/Bell where there is not enough space for a two-way low-stress 
facility, and in some places, a one-way low stress facility is challenging. 
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Other Modes 

● What will the headway be on the transit way lanes? 
 Arlington Transit anticipates that headways will return to every 6 minutes during rush hour, 12 

minutes weekdays, 15 minutes evenings, 20 minutes weekend. As the transitway is extended, 
headways are also expected to become more frequent, as more bus routes utilize the dedicated 
lanes. 
 

● At three buses per hour, why can't the transit Lane be shared with people on bikes? 

 The County was tasked with creating a low stress bike network, meaning the average cyclist will 
feel comfortable. Shared bus-bike lanes are not classified as low stress and not all users will feel 
comfortable with that situation. 
 
Three buses per hour is the current headway time, but 6 minutes is the typical headway during 
rush hour, and frequency is anticipated to increase with the planned transitway enhancements. 
 
Additionally, some funding provided for the construction and operation of the transitway is 
dedicated to maintaining and enhancing an efficient transitway and is tied to providing exclusive 
right-of-way for buses. 
 

● Is banning bikes from the peak-hour-only bus lanes on the table? / Will the bus lane signs 
specifically exclude bikes, or will they just be silent on the issue?  

 Transportation Planning and TE&O staff will coordinate with the Transit Bureau on safety and 
operational needs to maintain safe and efficient conditions for buses and bicycle facilities on the 
roadway. Staff is taking into consideration the dual priorities of providing a low-stress bike network 
and a crucial regional transit connection. 

 

 


	Crystal City Bike Network
	Frequently Asked Questions
	Background


