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2. Transportation
Pentagon City will continue to mature as a 
transit-oriented district—to become a place 
where walking, biking, micromobility, and 
transit are the predominant means of travel. 
At traditional trip generation rates, streets in Pentagon City have 
limited capacity to accommodate significantly more automobile trips 
than currently planned. However, Arlington’s vision for Pentagon City, 
combined with the regional need for transit-oriented development, 
new housing, and sustainable economic development, calls for higher 
building densities than streets would be able to support at traditional 
suburban driving rates. Therefore, further development of Pentagon 
City will necessitate a greater mode shift to accommodate more trips 
in modes other than single-occupant car. The goal is to maintain 
and/or improve the mobility and accessibility of the study area with 
increased development

 The following modal & location-based analysis identifies key issues 
to support such a shift and forms the framework for conditions 
necessary to support future building density. This analysis follows a 
separate report developed to focus specifically on traffic modeling. 

Throughout the district, new and improved infrastructure as well 
as County programs and policies will help ensure redevelopment 
accelerates the multimodal travel patterns in Pentagon City. 

This study proposes continued application of key strategies 
to maintain and improve mobility in ways that create value for 
property owners and community members alike:

 ■ County investment in transportation infrastructure and service 
improvements 

 ■ Urban design approaches featuring a multimodal network of 
streets, blocks, and buildings designed to make walking, transit, 
and biking the preferred means transportation for most needs, 
while continuing to accommodate necessary auto access

 ■ Transportation Demand Management policy that requires 
proactive effort by building developers and managers to encourage 
walking, biking, and transit use through pricing, on-site features like 
bike parking, and other means. TDM requires some investment, 
but delivers strong return on that investment by reducing private 
and public costs for parking and roadway infrastructure. 

 ■ Multi-modal transportation analysis (MMTA) for each large 
proposed development project. This detailed analysis reveals 
the most effective ways a development project can invest in 
supportive transportation infrastructure to mitigate any negative 
impacts, based on its unique location, size, land use mix, and other 
considerations. 

While beyond the scope of this plan and future development projects, 
the County will continue to advance its transportation goals as a part 
of regional transportation planning, projects, and policies. 
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The Pentagon City Metro and bus service on Hayes Street reflect 
rich and growing transit access. It is among the highest-ridership rail 
stations in Virginia, and the Hayes Street bus stops collectively serve 
more passengers per day than many Metro stations.

Building level transportation studies have shown that 79% of trips in 
Crystal City and Pentagon City are made on by non-single occupancy 
vehicle modes—continuing to build out an excellent sidewalk and 
pedestrian realm will continue this trend. 

Army Navy Drive will soon undergo a transformation to remove vehicle 
lanes and add transit-only lanes, a separated bike path, and new 
street trees to improve the corridor for transit riders, pedestrians, and 
cyclists.

The plan anticipates growing the use of bikeshare, scooters, and 
other micromobility options. 
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2.1 Street & Path Network
Existing Pedestrian Network
On the map at right, walkways within a ¼ mile radius of the Pentagon 
City Metro station, shown in green, illustrate the area of greatest 
potential to accommodate transit-oriented development. Walkways 
illustrated in beige are within ½ mile, and those greater than ½ 
mile are in red. Areas of Pentagon City near the edge of the green/
beige transition will benefit most from direct walking paths. Improved 
sidewalks and the proposed green ribbon will be critical in connecting 
these areas to the Metro station.

Gaps the Street and Path Network 
Several gaps in the continuity of the network of pedestrian 
infrastructure have already been identified within the study area, 
which at a minimum, include sidewalk, curb and gutter, and 
accessible curb ramps. These are indicated in the map at right, 
based on existing County data and mapping. Since the County’s tools 
for assessing these gaps are not always field verified, work is being 
undertaken to fully inventory and map the presence and condition of 
the existing infrastructure across all of Arlington’s streets, including 
Pentagon City. 

Completing this network to become a fully accessible, urban 
community is the goal of the Master Transportation Plan, and will 
remain crucial to the further development of the Pentagon City area. 
New private developments will also present opportunities to increase 
the quality of the pedestrian infrastructure, and augment the sidewalk 
provided alongside streets with additional pedestrian pathways 
through and across study area sites. It is acknowledged that streets 
in the adjacent neighborhoods, outside of the study area, also have 
missing pedestrian infrastructure. However, many constraints exist 
that will make completing those segments of sidewalk a challenge.
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Arlington County, Virginia
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2.1 Street & Path Network
The proposed street and path network will help ensure that connections 
are made across parcels, facilitating shared access between parcels 
and creating an easier to navigate grid. 

Policy Approach
 ■ To facilitate convenient mobility and access to destinations on each 

block, public access ways should be present at intervals not 
exceeding 500 feet. Block lengths under 400 feet are preferred where 
feasible. Blocks exceeding 500’ length may be acceptable where 
topography or other factors limit connectivity. 

 ■ The Street and Path Network diagram on the facing page indicates 
existing and planned public access ways. The combination of 
transportation modes on a given access way may vary according to 
the types of access ways shown. Dotted lines indicate planned access 
ways; the actual alignment of these can vary (may be straight, or 
curve to either side) as long as the indicated end point connections 
are achieved. See 2.2, Bicycle facilities, for locations of priority bike 
facilities. See pages 46-49 for priority considerations for updates to 
specific streets and other public access ways, with attention to street 
section widths. 

 ■ Where future public access ways (streets, Green Ribbon, other walks) 
are shown upon development parcels, public access easements or 
land transfers are required as a condition for redevelopment. These 
may be new corridors and/or widening of existing corridors. Corridors 
may accommodate pedestrian, bike, and/or vehicular modes as 
appropriate to location. See 1.3, Buildable Site Boundaries, for more 
detail on access way locations and areas.

Master Transportation Plan (MTP)
The Master Transportation Plan (MTP) is part of the County’s 
Comprehensive Plan. The MTP Street Typology Map classifies every 
street in the County, and provides a framework for the physical 
features of each block of roadway. Updates to standard street typology 

classifications and MTP recommendations will represent anticipated 
changes as a result of approved developments, update the MTP map in 
accordance with approved capital investments, and identify the potential 
need for new street segments where additional future development is 
identified.

Suggested revisions to the MTP Street Typology Map include:

 ■ Reclassify 12th St S between S Eads St and S Hayes St from 
neighborhood/non-arterial (represented in white on the map) to Arterial 
Type A: Primarily Retail Oriented Mixed-Use represented in peach on 
the map). This would reflect both existing and proposed development 
patterns, and the travel characteristics of this stretch of 12th Street 
South associated with the planned transitway capital project.

 ■ Extend the areas designated for new streets (represented in dark 
blue with diagonal stripes) from South Hayes Street west to South 
Lynn Street, between Army Navy Drive and 15th Street South, to 
incorporate the Fashion Center, Pentagon Row and River House 
development sites. Specific locations for any new streets can be 
identified later, likely through the site plan review process as new 
developments are proposed.
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New access ways, including pedestrian access ways, created through redevelopment ensure an inter-connected block network. 

DISCLAIMER: THIS FRAMEWORK SHOWS DESIRED CONNECTIONS TO BE MADE ACROSS AND BETWEEN SITES AND THE EXISTING BLOCK NETWORK. IT IS NOT MEANT TO SPECIFY A SPECIFIC RIGHT-OF-WAY OR FINAL ALIGNMENT. 
THE SPECIFIC LOCATION OF CONNECTIONS MAY SHIFT BASED ON NEEDS AND PHASING OF REDEVELOPMENT.
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STREET TYPICAL WIDTH

PLANNED & PRIORITY IMPROVEMENTS

PEDESTRIANS BIKES TRANSIT, CURBS, CARS

South Joyce 
Street

100’ north of 15th Street

Recommendation: add 
30’ easement along west 
to accommodate broader 
sidewalk, grade-separated 
cycle track. Relocate Joyce 
to the west south of 15th 
Street to enable contiguous 
expansion of Virginia 
Highlands Park.

Provide safer crosswalks 
at non-signalized crossing 
locations, including at Green 
Ribbon. Could include narrower 
crossing distance through 
curb extensions, additional 
rapid flashing beacons where 
appropriate

Integrate green ribbon with 
siting and design of new 
buildings to make walkways 
comfortable and inviting

Consider adding protected 
bike lanes through reallocation 
of lanes or associated with 
development at River House. 
Coordinate with improved bike 
facilities north of Army-Navy 
Drive connecting to Columbia 
Pike 

To prevent excessive traffic 
speed, consider narrowing 
roadway at spot locations with 
transit stops/parking pinch 
points

South Hayes 
Street

200’ existing (County and 
easements)

Recommendation: 60’ 
public easement along west 
at Green Ribbon, in place of 
existing service drive

Widen existing 8’ sidewalks to 
at least 12’ in conjunction with 
Green Ribbon walk

Include grade-separated 
cycle track. Initial thought 
was to utilize the space in 
the existing median, which 
is currently underperforming 
as public and environmental 
space. Constraints due to the 
location of the existing Metro 
tunnel beneath the S Hayes 
Street median may make that 
infeasible, in which case the 
west side of Hayes may provide 
inviting space for a protected 
cycletrack.

Rethink how lanes are 
organized, but traditional road 
diet likely not feasible due 
to the volume of transit and 
other bus vehicles, and the 
competition for curb space

Potential for future metro 
entrance at 15th Street over 
long term, but prioritize bus 
transit facilities for near/mid-
term

Manage curb space to 
prioritize bus transit and 
efficient stops of coach/
tour buses, apartment/hotel 
shuttles, and paratransit; 
layover parking elsewhere

Include Shuttlebus Zone for 
passenger load/unload with 
off-site “cell phone lot” parking
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STREET TYPICAL WIDTH

PLANNED & PRIORITY IMPROVEMENTS

PEDESTRIANS BIKES TRANSIT, CURBS, CARS

South Fern 
Street

75’ existing (wider north of 
11th Street)

Recommendation: 12’ 
public easement on west 
(and/or east at Pen Place) 
to accommodate grade-
separated cycle track, Army-
Navy Drive to 18th Street

Some existing deficiencies in 
pedestrian facilities will be 
addressed through approved 
developments and a capital 
project at 15th Street

Ensure robust connections at 
Green Ribbon crossing and to 
public spaces in Met Park, Pen 
Place, and Pentagon Centre 
(future)

Enhanced bicycle facilities 
throughout study area 
(constraints from Army-Navy 
Drive to 18th may require 
allocation of additional right of 
way through redevelopment). 
There are known constraints 
on Fern from 15th to 18th 
Streets South). Coordinate with 
improved bike facilities north 
of Army-Navy Drive linking 
to Pentagon and Potomac 
riverfront

South Eads 
Street

90’ existing Many existing deficiencies in 
pedestrian facilities will be 
addressed through approved 
developments and capital 
projects in the pipeline

Provide safe crossings at 
Green Ribbon and robust 
connections to public spaces 
in Pen Place, Met Park, and 
Teardrop Park

Protected bike lanes 
throughout study area
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STREET TYPICAL WIDTH

PLANNED & PRIORITY IMPROVEMENTS

PEDESTRIANS BIKES TRANSIT, CURBS, CARS

11th Street 
and other new 
public access 
ways

60’ minimum typical Safe, inviting pedestrian 
facilities should be provided 
along all public access ways.

Safe, inviting bike facilities 
should be provided along all 
public access ways.

Ultimate mix of transportation 
modes to be determined 
by corridor, but a mix of 
pedestrian, bike, and 
vehicular facilities is 
encouraged wherever 
possible. Some public access 
ways may accommodate 
motor vehicle travel while 
others accommodate solely 
pedestrians, or pedestrians 
and bikes. 

Between South Hayes 
and South Fern Streets, 
redevelopment of both the 
Brookfield and CALPERS 
parcels should each include 
public passage of both 
pedestrians,cyclists, and 
vehicles along the 11th Street 
corridor, and in a manner that 
accommodates a conventional 
“complete street” upon 
redevelopment of both parcels.

Between South Fern and South 
Eads Street, public passage of 
both pedestrians and cyclists 
along the 11th Street corridor 
at the Pen Place parcel should 
be accommodated.
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STREET TYPICAL WIDTH

PLANNED & PRIORITY IMPROVEMENTS

PEDESTRIANS BIKES TRANSIT, CURBS, CARS

12th Street 90’ west of South Fern; 110’ 
east of South Fern.

Recommendation: 1 to 
5 feet of additional width 
desirable both sides west 
of South Fern Street to 
enable minimum 10’ clear 
sidewalks and 6’ planting/
furniture zone

Minimum 10’ clear pedestrian 
passage along sidewalks

Provide safe crossings at 
Transitway median bus stops 
and Green Ribbon and robust 
connections to public spaces 
at Brookfield and Pen Place 
sites

Encourage allowance and 
facilities for public use of 
landscaped areas between 
existing Costco building and 
sidewalk. 

Approved capital project 
includes a two-way cycle facility 
under the Route 1 bridge, 
linkingt the future two-way 
cycletrack planned for Army 
Navy Drive to a planned two-
way bike lane along South 
Bell Street heading toward the 
Crystal City Metro Station. This 
cycle facility will provide a bike 
link to Long Bridge Drive.

Approved capital project 
will create bus Transitway 
between South Hayes 
and South Eads, primarily 
occupying center lanes. Bus 
stops to be located in median 
at South Hayes and South Elm 
Streets

Review curbside management 
at Brookfield and Pen Place 
parcels as part of proposed 
redevelopment. 

15th Street 100’ existing Many existing deficiencies in 
pedestrian facilities will be 
addressed through approved 
developments and capital 
projects in the pipeline

Provide safe crossings at 
Green Ribbon and robust 
connections to public spaces 
in Virginia Highlands Park, Met 
Park, and Pentagon Centre 
(future)

Protected bike lanes 
throughout study area, 
although known constraints in 
some areas

The east-west connections 
across the Richmond Highway 
corridor at 15th and 18th 
are pivotal to the connections 
between Pentagon City 
and Crystal City, as well 
as connecting to regional 
trails and rail systems. 
Improvements to the comfort 
of non-auto travelers will be 
pivotal to connecting Pentagon 
City to other areas without 
reliance on private auto.
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2.3 Transit 
In order to achieve the Pentagon City planning principles, the 
Pentagon City Plan recommends increasing transit frequency, 
speed, and capacity over time as conditions support.

Transportation planning centered around road traffic has historically 
followed the principle that more building density results in more 
traffic, leading to increased road congestion and thus decreasing 
the usability of the road system for drivers. In contrast, rapid transit 
makes possible, and benefits from, increased density in urban 
centers such as Pentagon City. Transit provides a space-efficient way 
to move large numbers of people, which provides the means for more 
development and density, which in turn generates more riders, which 
justify higher-quality service. Broadly speaking, more riders mean 
trains and buses may run more frequently, at a lower per-person 
cost that can then translate to lower fares or operating subsidies, 
thus increasing the usability of the transit system for riders and 
encouraging further growth. As Pentagon City redevelops over time, it 
will be important to continue to plan for and invest in a robust network 
of high-quality, high-capacity transit to support the increased number 
of trips to, from, and within the area.  

Metrorail 

In 2019, the Pentagon City Metrorail station at 12th and Hayes had 
an average of approximately 12,500 faregate entries per day.  This 
number was down approximately by 4,000 from its peak in 2011, 
and further declined to just 1,900 during the first quarter of 2021, 
amid the global COVID pandemic. At COVID-related ridership levels, 
rail service is supported by emergency federal operating funds, and 
will not be sustainable unless riders return to the system. Simply 
put, Metrorail needs additional riders. Likewise, Pentagon City needs 
residents, workers, and visitors to use Metrorail in large numbers, in 
order to support Pentagon City’s regional destinations and large-scale 
redevelopment.  

Ridership at Pentagon City increased gradually from the station’s 
opening in 1977 until 2011, as the Metrorail system developed 
and as Pentagon City grew denser. From 2011 until 2018, ridership 
declined due to nationwide trends such as ride-hailing supplanting 
some transit trips, as well as service interruptions caused by WMATA 
state of good repair issues. By 2019 these trends were reversing, and 
ridership was growing once more, when the 2020 COVID pandemic 
caused a sharp decline, due to teleworking, the overall decrease 
in travel during that period, and reduced train frequency resulting 
in less convenient travel. Despite the decline, with traditional peak 

This image shows the average daily Metrorail boardings at the 
Pentagon City station over the last decade.
Source: WMATA Rail Ridership Data Viewer
https://www.wmata.com/initiatives/ridership-portal/Rail-Data-Portal.
cfm  
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commuting in particular decline, Pentagon City retained roughly ¼ of 
its pre-COVID ridership, indicating its importance in providing service 
for essential workers. 

 Critically, these trends simultaneously indicate: 

 ■ the ongoing importance of providing service even without many 
traditional 9-5 office commute passengers, 

 ■ the need for more riders to financially support the system

 ■ available capacity for Metrorail to accommodate significant 
increases in passengers.

Using WMATA’s SmartTOD Scenarios Module, the study team 
modeled the rail ridership impact of a new development scenario 
consisting of net increases of approximately 7,000 residential 
dwelling units, 540,000 square feet of office space, 20,000 square 
feet of educational space, and 83,000 square feet of retail. This 
development would generate about 8,600 additional average daily 
Metrorail trips, at pre-pandemic trip generation levels. These trips 
would add $6.6 million in fare revenue to WMATA annually .   

As developments of this nature are proposed, their review will need 
to focus on key issues that can support such an increase in Metrorail 
usage. Many of them fall under the umbrella of Transportation 
Demand Management (TDM) which inside the Pentagon City area 
includes access to the Metrorail station for pedestrians, bicyclists, 
and bus riders, and the passenger capacity of the Metrorail tunnel.  

While some aspects of TDM may be outside the scope of this report, 
it is worth noting that during pre-pandemic ridership levels, Metro   
capacity existed to accommodate more riders. In future decades, 
it is anticipated that more frequent trains with the maximum 
length of eight railcars may be needed. Traction power upgrades to 
accommodate these potential improvements are already underway. 

Transit Bus

Public transit buses function similarly to Metrorail, in the sense that 
increased visitor, population, and job density   increases its ridership 
and usability. During the COVID pandemic, ridership on buses did not 
decline nearly as significantly as it did on rail.  Although bus stops 
are spaced throughout the Pentagon City study area, the bus stops 
at the corner of 12th and Hayes in particular serve most riders either 
entering or exiting the area.

Average daily ridership boardings and alightings at bus stops in 
Pentagon City show the importance of Hayes Street to bus service. 
Prepared by County DES.
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Although buses are not widely used for circulation of trips both 
beginning and ending within Pentagon City, they do represent a 
critical mobility method of accessing Metrorail and for trips between 
Pentagon City and nearby neighborhoods, including most prominently 
Crystal City, Potomac Yard, and communities along Columbia Pike  . 
Improved functionality of buses is therefore critical to supporting a 
denser Pentagon City with higher transit mode share.

Completion of the Transitway Extension to Pentagon City and the 
City of Alexandria, and the Columbia Pike Premium Transit Network, 
will improve bus service significantly.   Over time, as densities in the 
Pentagon City-to-Potomac Yard corridor increase, Metroway service 
frequency is planned to increase as well.  Buses operating in the 
transitway will see speed and reliability improvements compared to 
current conditions, whereas buses operating in mixed traffic with 
cars are likely to face reduced speed and reliability. Over time, it may 
become necessary to add more bus priority improvements throughout 
the Pentagon City area. 

With the Transitway and Columbia Pike network, the intensity of buses 
and riders using stops at 12th and Hayes is expected to increase 
further. It’s possible, though not yet known, that some bus routes 
currently using 15th Street will shift to 12th when the transitway is 
open. Due to the volume of bus riders transferring to Metrorail, the 
bus stops located at 12th and Hayes already serve as many bus 
passengers as some Metro stations serve rail passengers.  As a 
result, it is critical that transit buses can continue  to stop as close to 
the Metrorail entrance at 12th and Hayes as possible. 

As important as the corner of 12th and Hayes is for buses, both in 
terms of stopping and layover,   the clustering of so many users and 
multiple modes of travel directly at this location  also creates conflicts. 
Buses, private shuttle buses, motorcoaches, ride-hailing vehicles, and 
delivery vehicles  all use the Hayes Street curb, crossing over existing 
bike lanes to do so. Separating these users from each other to the 
extent possible would improve safety and operations. However, due 
to the nature of bus riders using these stops to transfer to Metrorail, 

the bus stops cannot be moved further from the Metrorail entrance. 
There may be opportunities to use the median curb more effectively, 
perhaps with bus stops in the median, however feasibility of such 
options would require further study. 

Private Bus 
Private shuttle buses serving destinations such as nearby hotels, 
apartment buildings, and offices use  the Hayes Street curb similarly 
to transit buses, and need close access to the Metrorail station 
at 12th and Hayes; these buses are important to riders’ ability to 
access Metro, but do contribute to the cluster of modes competing 
for curb space close to the Metro station. Larger private tour coaches   
carrying groups to and from the Fashion Centre mall also need 
dedicated boarding/alighting areas as close to the mall entrance as 
practical, with a secondary need for staging nearby. While staging 
activities do not need to be located directly on Hayes Street, they also 
cannot be located farther than a few- minutes drive, if coaches are 
expected to use them.

Private shuttles and tour buses stopped on Hayes Street north of 12th. 
Image from Google.
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Although reliable statistics regarding ridership of private buses is 
difficult to obtain, interviews with tour stakeholders indicate that the 
coach bus parking area along the mall side of Hayes Street (north 
of 12th) is adequate for boarding/alighting, however, should not be 
reduced, and is currently inadequate to accommodate both boarding/
alighting and staging.  Additional consideration should be given to 
converting the Hayes Street coach parking lane into coach pick-up/
drop-off only, with an off-site staging area to be identified nearby.
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2.3 Bicycle Facilities
Pentagon City was not originally planned for bicycles. Street upgrades have 
added on-street bicycle facilities to streets including South Hayes and 
South Joyce. A protected bike facility is planned along Army-Navy Drive. 

The MTP Bicycle Element was updated in 2019 with goals for bicycle 
transportation, which guide the County’s programs and policies.  
Concurrent with the Pentagon City Planning Study, Arlington County staff 
have also undertaken a study of the bike network in the Crystal City area, 
east of Richmond Highway. Engagement on design alternatives has been 
ongoing, with an anticipated consideration by the Arlington County Board 
in fall 2021 and implementation goal of 2024. The enhancements will 
improve the bicycle comfort level in the Crystal City area, while enhancing 
east-west connections to Pentagon City which are crucial to the success of 
the increased bicycle mode share in the Pentagon City area. Collectively, 
the bicycle network provides comfortable connections to activity centers, 
Metrorail and VRE, regional trail systems, and ease of access into DC and 
Alexandria.

Notable improvements proposed in the draft plan include a mixture of fully 
and partially buffered/protected bike lanes on 15th Street South and 18th 
Street South, and a pair of protected bike lanes on Crystal Drive and Clark 
Street/Bell Street. 

Bicycle Comfort and Level of Traffic Stress 
Level of Traffic Stress (LTS) is a rating given to a road segment indicating 
the traffic stress it imposes on bicyclists. In our analysis, levels of traffic 
stress range from 1 to 4, as shown on the opposite page.

Increased development density in the study area will require increases to 
the non-auto share of travel in order to offset traffic impacts to the existing 
street network. This shift will also prevent slower travel times of transit and 
other buses, and generally prevent excessive auto congestion. To achieve 
this mitigation measure, a network of low-stress bicycle facilities will be 
needed and supported by improvements to routes within the road network. 
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Over 2 miles of 
potential new 
protected bike 
facilities in 
Pentagon City

BASELINE SCENARIO POTENTIAL SCENARIO

Image courtesy of Alta Planning. 

BICYCLE LEVEL OF TRAFFIC STRESS
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This would include stronger connections to other bicycle facilities 
and destinations outside of the study area, with an emphasis on 
connections to crossing Richmond Highway to access the Crystal 
City and Potomac Yards developments, and important regional trails 
located in those areas. Strategic investments in an improved, low-stress 
network of bicycle facilities will face constraints in certain locations , 
due to existing patterns of development and availability of right of way. 
Build out of the Potential Scenario, shown on the previous page, can 
also be facilitated by redevelopment of adjacent properties.

Micromobility
Walking, bicycling, scooters, and other smaller-scale mobility devices 
are already considered critical modes for short-distance circulation 
trips within Pentagon City and other nearby neighborhoods, and will 
only take on greater importance as the community evolves. Likewise, 
as more travelers use transit for longer distance trips, walking and 
micromobility modes will take on increased importance as “last-mile” 
access to transit. Accommodating increased density in Pentagon City 
will require walking and micromobility to be prioritized as convenient 
and safe options for travel, requiring improved sidewalks and bikeways, 
and potentially incorporating mobility hubs combining elements of 
several modes at a single location (such as bikeshare at bus stops). 
The proposed Green Ribbon is expected to contribute in this effort by 
doubling as a transportation network, helping to provide off-street travel 
arteries, and close the existing gaps within the on-street network.

To make travel by bike an attractive and safe option for more people, 
all development blocks in the study area should be accessible via 
protected bike facilities that are separated from motor vehicle traffic. 

Policy Approach
 ■ The diagram at right shows planned protected bike facilities as 

well as potential corridors for new or redesigned bike facilities. 
More study is required to verify which new corridors and what types 
of facilities will serve the study area best, but this plan reserves 

easement area along South Joyce, South Hayes, and South Fern 
Streets to accommodate the potential facilities shown. Final 
network design should be coordinated with the Crystal City Bicycle 
Plan and bike facilities in other areas, to achieve protected bike 
routes to destinations including Columbia Pike, Long Bridge Park, 
Mount Vernon Trail, and Four Mile Run. 

 ■ These and additional bicycle network improvements should be 
guided by the goals for reduced level of traffic stress indicated in 
the diagrams on the previous page. 

 ■ Due to space limitations, not all parcels can likely be served by 
protected bike facilities. Thus, final approach to a destination may 
require a cyclist to ride less than a block on a lightly traveled street 
or along a sidewalk. Bicycle parking should be strategically located 
to provide safe access to routes and avoid conflicts with high-levels 
of pedestrian activity. 

 ■ The Green Ribbon (see 3.3.3) is principally a walking path. While 
it will accommodate slow-moving cycling/micromobility and may 
be used for final approach to a destination, it is not intended as 
a high-speed trail. Bike parking along the path is appropriate at 
destinations. In some locations, parallel bike facilities alongside the 
Green Ribbon are indicated to accommodate faster speed bicycle 
travel. 

 ■ Existing County standards for bike parking in new buildings will 
continue to be used as Pentagon City redevelops. New buildings 
should include both interior bike parking, such as bike rooms, 
and exterior sidewalk-adjacent bike racks, as a matter of site 
plan approval, following County standards. Interior bike parking 
will generally be used by building residents and workers, while 
exterior racks will be generally used by visitors and customers. 
County capital projects located in Pentagon City should continue 
to incorporate bike parking where needed. In addition to the 
current site plan conditions for bicycle parking, facilities should 
accommodate a wide range of users, including electric and cargo 
bikes. Covered bicycle parking for visitors is encouraged.
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2.3 Transportation Demand Management (TDM)
Policy Approach

 ■ Mode Split Targets. New development and significant renovations 
of existing development  will meet a minimum expected 
performance standard for mode splits and trip generation: in 
the near-term, single-occupancy vehicle trips can make up no 
more than 30% of trips for office and residential uses, 20% 
of trips for hotel uses, and 5% of trips for pedestrian-oriented 
retail/commercial uses. These caps reflect recently-approved 
developments in the area, and may be monitored and adjusted in 
the future through the MMTA and TDM monitoring process. The 
MMTA process will establish acceptable mode splits for any given 
development. 

 ■ Performance Monitoring. Mode split and trip generation for 
existing uses and new development will evolve over time—to 
decrease or hold steady vehicle trips and increase transit, walking, 
biking, and micromobility trips. Changes to the performance 
requirement in the future will be calibrated based on the 
Household Travel Survey, TDM reporting, and other analysis by 
DES. Annual monitoring may be required at the district level to 
collect sufficient data to gauge and address performance issues.

 ■ Telework support. While long-term effects of the Covid-19 
pandemic are still emerging, rates of telework and/or modified 
schedules will continue to be an important factor in TDM. 

 ■ Employer strategies. Employers will need to work with Arlington 
Transportation Partners to implement the most effective TDM 
strategies, including parking cash out programs and shared vehicle 
parking.

 ■ Parking Management Strategies. In addition to the investments 
in the multi-modal network detailed in the plan, future changes 
to parking requirements and operations may be required to 

support performance-based TDM. Parking strategies that may 
be appropriate, upon further study and analysis, include parking 
maximums, as well as conversion of underutilized parking to other 
uses. 

 ■ School Opportunities. Redevelopment of a future elementary 
school in the 22202 area will include TDM and bike parking in line 
with County use permit requirements, as well as safe routes for 
walking and biking to school by students. 

CHANGE FROM PAST POLICY?
This builds on existing County policy—including TDM 
monitoring and the success of the County’s multimodal 
transportation planning—to emphasize performance 
standards for new development. In order to implement 
performance-based TDM, additional study and analysis may 
be warranted. 

30%
Maximum percentage of non-transit 
vehicle trips (mode share) for new 
residential and office development  
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2.4 Vision Zero
In 2019, the Arlington County Board adopted the principals of Vision 
Zero, which is “a strategy to eliminate all traffic fatalities and severe 
injuries, while increasing safe, healthy, equitable mobility for all.” 
The Vision Zero Action Plan was subsequently approved in 2021, 
providing a framework to achieve that vision, using a data-based 
approach, including historic data of known auto collisions. Within 
the Pentagon City Planning Study area, there are known “Vehicle Hot 
Spot” locations at the intersections of Army Navy Drive and South 
Joyce Street, and Army Navy Drive and S Hayes Street, and a known 
“Bicycle Hot Spot” location at the intersection of South Fern Street 
and 15th Street South. Additionally, South Hayes Street between Army 
Navy Drive and 15th Street South is a known “High Injury Network 
Corridor.”

A range of capital projects which are currently in various planning, 
design and implementation stages will impact the hot spot 
locations, and should be studied for pre- and post-implementation 
effectiveness. Additionally, South Hayes Street, which has a high 
intensity of multimodal activity across all modes of travel, should be 
further studied for changes and improvements that could increase 
the safety for all who travel this corridor, and improve the non-
personal auto mode share.  Such an analysis would be  consistent 
with the County’s commitment to eliminate all travel related deaths 
and serious injuries. 

Arlington County is currently undergoing a safety study of streets 
in the Pentagon City area, which will result in detailed, specific 
recommendations for small-scale design or operational interventions 
along the transportation network. Recommendations may include 
protected intersections for bicyclists, pedestrian refuge islands, curb 
extensions, improved street lighting, etc. This study is underway as of 
this writing. The eventual recommendations from the study should 
be implemented to promote a safer multimodal network.

VISION ZERO ANALYSIS

The Vision Zero analysis provided by 
County DES staff indicates hot spots in the 
high injury network, as well as high injury 
corridors.
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