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1 
Introduction 
The City of South Burlington, with support from the Chittenden County 
Regional Planning Commission (CCPRC) and VHB, has assembled this 
Transportation Sector Implementation Plan (the Implementation Plan) to 
progress the actions identified under the transportation sector in the City’s 
2022 Climate Action Plan (the Principal CAP)1 – adopted by City Council on 
October 3, 2022. This section provides background on the Principal CAP 
and details the purpose and contents of this Implementation Plan. 

The Principal CAP 
Developed by a Climate Action Task Force, in partnership with City Staff and the CCRPC, the City 
of South Burlington’s 2022 Climate Action Plan contains a framework of actions to support 
progress towards the City’s climate action and adaptation goals. The Principal CAP sets overall 
greenhouse gas (GHG) emissions reductions from 2019 levels of 60% by 2030 and 95% by 2050, 
while identifying sector-specific targets and actions to achieve the 2030 and 2050 targets. The 
Principal CAP covers the following sectors:  

› Buildings and Thermal 

› Transportation and Land Use 

› Renewable Energy 
› Natural Areas, Adaptation, and Resilience 

› Government Operations 

› Other Sectors 

 
1  The City of South Burlington’s 2022 Climate Action Plan can be accessed here: 

https://cms6.revize.com/revize/southburlington/Planning/Climate%20Action%20Plan/Climate%20Action%20Plan%20Adopted%2020
22-10-03%20R1.pdf.  

https://cms6.revize.com/revize/southburlington/Planning/Climate%20Action%20Plan/Climate%20Action%20Plan%20Adopted%202022-10-03%20R1.pdf
https://cms6.revize.com/revize/southburlington/Planning/Climate%20Action%20Plan/Climate%20Action%20Plan%20Adopted%202022-10-03%20R1.pdf
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With the Principal CAP completed and adopted, the City is undertaking a deeper dive to 
strategize and prioritize steps to enact the Principal CAP’s actions under each sector. This 
Transportation Sector Implementation Plan is the first of these deeper dives.  

The Implementation Plan 
This Transportation Implementation Plan has the purpose of supporting the Principal CAP by 
detailing the steps necessary to execute each identified strategy under the transportation sector. 
It is intended to provide a roadmap for how each of these actions will need to proceed in order 
to realize and maximize the benefits of reduced emissions. For the transportation sector, the 
Principal CAP identified the following three targets to be achieved by 2030: 

› Replace 75% of gas vehicles with all-electric vehicles and plug-in hybrid vehicles to reduce 
emissions by 42%. 

› Reduce vehicle miles traveled (VMT) by 2.5% annually to reduce emissions by 19%. 

› Plan for compact high-density development to reduce emissions by 4%. 

Each strategy included in this Implementation Plan supports emission reductions under one or 
more of the above targets. Accounting for approximately 65% of the GHG emissions generated 
in South Burlington, the actions identified under the transportation sector have the potential for 
the greatest impact on reducing the City’s overall emissions captured by its 2019 inventory 
(presented in the Principal CAP) as compared to other sectors. The achievement of the targeted 
emissions reductions under this sector is highly dependent on the successful implementation of 
these actions. Furthermore, achievement is also contingent on the provision of education – 
on the part of the City and its partners – enabling everyone in the community to 
understand the purpose and context of each action so that they may affect the personal 
behavioral change needed to make them successful. 

Beyond the implementation of actions and supporting education, it is necessary for the City to 
develop and execute ongoing data collection and monitoring processes. A data governance plan 
should be developed to identify the data required to be collected (e.g., number of electric 
vehicles [EVs] registered in the City, annual mileage driven by City residents, number of housing 
units per square mile), standards and sources of those data, means of collection, and roles and 
responsibilities. Data monitoring should be leveraged to track the City’s progress towards 
achieving its stated targets. Depending on the level of success, adjustments to this 
Implementation Plan may be warranted.  

The preparation of this Implementation Plan was led by the City of South Burlington, specifically 
the Deputy Director of Capital Projects (Department of Public Works) and the Director of 
Planning & Zoning. It was guided by a City Manager-appointed Advisory Group comprised of 
identified stakeholder representatives. The City would like to thank the following stakeholder 
groups for their active participation in the planning process: 

› Chittenden Area Transportation 
Management Association 
(CATMA) 

› South Burlington Bicycle & 
Pedestrian Committee 

› South Burlington Economic 
Development Committee 

› South Burlington Energy 
Committee 

› South Burlington Planning 
Commission 
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› Drive Electric Vermont 

› Green Mountain Power 

› Green Mountain Transit  

› Local Motion 

› Vermont Center for Independent 
Living 

› Vermont Interfaith Action 
 

Description of Plan Contents  
It is recognized that the successful implementation of the 
actions prescribed by the Principal CAP will require 
thoughtful planning and commitment on the part of the City 
and its stakeholders. Accordingly, this Implementation Plan 
presents the critical details and steps for accomplishing the 
Principal CAP actions under the transportation sector. These 
elements are listed below:  

› Affiliated sector-specific target(s) 

› Action description 

› Key implementation steps  

› Lead City department 

› Implementation partner(s) 
› Timeframe 

› Connected sector actions (for the potential realization of 
cost and/or operational efficiencies) 

› Estimated costs2 

› Implementation complexity3 
› Estimated level of effort4  

The above elements have been defined for both the High-
Impact Actions and the Supporting Actions, as defined by the 
Principal CAP. For the High-Impact Actions, however, this 
Implementation Plan provides additional information to 
guide the City more comprehensively in action 
implementation. This includes diving deeper into the 
implementation steps, as well as addressing the following:  

› Targeted achievement(s) 

› Potential co-benefits (see call out box5) 

 
2  Cost estimates were assessed across the following five ranges: (1) Less than $100,000, (2) $100,000 to $500,000, (3) $500,000 to 

$1,000,000, (4) $1,000,000 to $5,000,000, and (5) Greater than $5,000,000.    
3  Implementation complexity was assessed across the following five ranges: (1) Easy - No Barriers, (2) Some Difficulty – Internal 

Capability, (3) Some Difficulty – External Capability, (4) Multiple Barriers Exist or Dependent on Third-Parties, and (5) Regulatory or 
Other Highly Challenging Barriers Present.  

4  Level of effort estimates were defined by the number of estimated staff hours per week required upfront and on a continuous basis.  
5  Note that the co-benefits listed in the call-out box represents an original reference list. Not every co-benefit was determined to be 

relevant to the High-Impact Actions under the transportation sector.  
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› Funding needs and resources 

› Opportunities for innovation 

› Equity focal points 

› Implementation considerations 
› Relevant case studies and reference documents 

The detailed plans for the High-Impact Actions also include highlights from targeted public 
engagements conducted during the development of this Implementation Plan. These 
engagements included one community questionnaire, the results of which can be found in 
Appendix A; a focus group session with the City’s senior population, the findings of which are 
summarized in Appendix B; and one capstone public meeting at which the City presented the 
final draft of the Implementation Plan to the public.  

A summary of the outcomes of the abovementioned implementation planning is provided in 
Chapter 2. This includes a listing of the High-Impact Actions and Supporting Actions, along with 
suggested priorities, a proposed implementation timeline and estimates for additional staffing 
needs measured in full-time equivalents. This summary is followed by the detailed 
implementation plans for the High-Impact Actions and higher-level implementation overviews in 
a matrix format for the Supporting Actions (Chapter 3). 
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2 
Implementation Plan Summary 
The City of South Burlington has assembled this Transportation 
Implementation Plan to progress the targeted GHG emissions reductions 
and related measures outlined in its 2022 Climate Action Plan. The 
following summarizes the outcomes of this Implementation Plan, including 
a refined list of High-Impact Actions and Supporting Actions, suggested 
implementation priorities based on estimated costs, level of complexity, 
and GHG emissions reduction potential, an implementation timeline, and 
estimates for staffing needs. 

High-Impact Actions 
The following list presents the High-Impact Actions included in the City’s Principal CAP under the 
transportation sector, organized by the sector-specific targets. Refinements to this list made in 
the development of this Implementation Plan are noted in footnotes. High-Impact Actions are 
those defined by the Principal CAP as the most effective at reducing GHG emissions at the scale 
and pace necessary to meet the City’s fair share of emissions reductions in accordance with the 
Paris International Treaty on Climate Change and Vermont’s Global Warming Solutions Act. 

› T.1: Vehicle Electrification and Efficiency 
• T.1.1 – Work with a consultant to inventory current multi-family EV charging network 

needs/capabilities to inform a policy for existing multi-family properties to install EV 
charging equipment. The policy could include an incentive program for rental owners to 
allocate space for charging stations.6 

• T.1.2 – Adopt a policy to require (e.g., building code or zoning regulation) all new 
buildings have the appropriate amount of EV charging equipment and 200-amp electric 
service. Work with Drive Electric Vermont and/or Green Mountain Power to determine the 
appropriate amount. 

 
6  Based on input from the Transportation Sector Advisory Group, T.1.1 was elevated from a Supporting Action to a High-Impact 

Action.  
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• T.1.3 – Partner with GMP to speed up EV adoption in South Burlington including siting, 
make-ready infrastructure, fast charging stations, and incentives. 

› T.2: Reduce Vehicle Miles Traveled (VMT) 
• T.2.3 – Research the applicability for microtransit programs in South Burlington. 

• T.2.7 – Adopt a Transportation Demand Management requirement for 
development/redevelopment. Include incentives or requirements for multi-modal 
transportation or parking maximums where feasible, parking disincentives or other tools. 
Include bike share, car share, and supporting city policies.7 

• T.2.8 – Prioritize higher density, mixed use development and affordable housing through 
the land development regulations in areas with existing or planned reliable transit 
options, services, and infrastructure (including bike/ped) within the transit overlay district. 

• T.2.11 – Parking Management8 

• T.2.12 – Create a walk/bike master plan, recommend investments in retrofits of 
infrastructure, including widening or narrowing where needed and consideration of 
making bike/pedestrian infrastructure safer. 

• T.2.13 - Partner with Chittenden Area Transportation Management Association (CATMA) 
to increase membership among employers (City Government, Senior Center, School 
District, and large employers/collection of employers) in the City to reduce driving alone 
to work and encourage transit use through reduced fares, carpooling, telecommuting, 
and walking/biking/bike sharing, bike storage, and showers. Offer rewards for employees 
who do this.9 

• T.2.16 – Invest in Green Mountain Transit to increase transit ridership on existing routes, 
identify new routes, and increase frequency. 

• T.2.18 – Where feasible and safe, reduce travel lanes to accommodate bike lanes. 
• T.2.19 – Establish Park & Ride / carpool lots to connect with public transportation, (e.g., I-

189 Exit, Chittenden County Park and Ride Plan). Identify synergies with I-89 Corridor 
Project. 

Supporting Actions 
The following list presents the Supporting Actions included in the Principal CAP under the 
transportation sector, organized by the sector-specific targets. The Principal CAP describes 
Supporting Actions as those that tend to be educational, promotional, and not always 
quantifiable.  

› T.1: Vehicle Electrification and Efficiency 
• T.1.4 – Educate student drivers about eco-driving, electric and high efficiency vehicles and 

transportation options including electric bikes. 

 
7  Based on input from the Transportation Sector Advisory Group, T.2.7 and T.2.13 were combined into an action titled “Transportation 

Demand Management and Increasing CATMA Membership.” 
8  In the Principal CAP, T.2.11 is referred to as “Develop Parking Maximums.” Based on input from the Transportation Sector Advisory 

Group, however, this action was renamed “Parking Management” to capture a broader set of measures relating to parking.  
9  Based on input from the Transportation Sector Advisory Group, T.2.7 and T.2.13 were combined into an action titled “Transportation 

Demand Management and Increasing CATMA Membership.” 



Transportation Implementation Plan  

 

 6 Implementation Plan Summary 

• T.1.5 – Utilize Drive Electric VT resources and car dealerships to offer the community 
education opportunities about electric vehicles. Educate consumers about EV incentives 
being offered by utilities, Mileage Smart, and other programs. 

• T.1.6 – Utilize Drive Electric VT resources and car dealerships to offer the community 
education opportunities about electric vehicles. Educate consumers about EV incentives 
being offered by utilities, Mileage Smart, and other programs. 

› T.2: Reduce Vehicle Miles Traveled (VMT) 

• T.2.1 – Work with the school district to develop a policy for discouraging driving to school 
(disincentives) and encouraging students to ride the bus, bike, or walk to reduce single 
occupancy driving to school. 

• T.2.2 – Create policy to reduce duplication of service from solid waste haulers. Include 
enforcement mechanism. 

• T.2.4 – Maintain existing bike/ped infrastructure used for transportation purposes 
including snow removal to ensure it can be utilized during all seasons. 

• T.2.5 – Work with the School District and Safe to Routes to School to adopt a policy to 
encourage more biking/walking to school. 

• T.2.6 – Foster basic services to exist within ½ mile of neighborhoods. 
• T.2.7 – Adopt a Transportation Demand Management (TDM) requirement for 

development/ redevelopment. Include incentives or requirements for multi-modal 
transportation or parking maximums where feasible, parking disincentives or other tools. 
Include bike share, car share, and supporting city policies. 

• T.2.9 – Create higher density housing to minimize vehicles miles traveled from employees 
commuting to South Burlington by creating denser housing in the transit overlay district. 

• T.2.10 – Decrease pressure to build on undeveloped land, encourage conversion of 
existing single-family homes to multi-family homes and renovations to add studios or 
one-bedroom apartments to existing homes. Prioritize use of this new housing for long-
term rentals over short-term rentals. 

• T.2.14 – Survey residents on approaches for encouraging bus ridership. Approaches could 
include advocating for free ridership. 

• T.2.15 – City events reinforce transportation goals, such as Open Streets event (perhaps 
closing northbound lane of Dorset Street and/or Market Street) or showcase bike path 
with an annual event (marathon/half marathon/5k). 

• T.2.17 – Increase bike/ped infrastructure (routes, bike parking, signage, and striping) city 
wide to connect all neighborhoods in South Burlington and to adjacent communities in 
support of a Walk Bike Master Plan. 

Implementation Priorities 
Figure 2-1 presents the ranking of actions comparing costs and implementation complexity, 
while also denoting estimated relative GHG emissions reduction benefits and potential. This 
figure reflects the refinement of actions as revealed above, as well as consolidations performed 
for the Supporting Actions as denoted in Tables 2-1 and 2-2. The items in the bottom left 
quadrant of the matrix would be considered lower cost and relatively simple to implement, while 
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those on the top right quadrant would be more expensive and complex. The larger the bubble is, 
the greater the relative GHG emissions reduction benefit.  

It has been determined that all of the actions put forth by the Principal CAP are necessary to 
meet the City’s climate action goals, however, cost and implementation complexity are important 
prioritization factors and can help the City determine the optimal timeline. Actions closer to the 
bottom left quadrant can provide near-term and lower cost solutions that still produce 
measurable GHG emissions (e.g., New Building EV Charging [T.1.2] and Establishing Parking 
Maximums [T.2.11]). While some recommendations are proximate to the top right quadrant (e.g., 
Accelerating EV Charging Stations Amongst Multi-family Developments [T.1.1] and Expanding 
Public Transit [T.2.16]), their reduction benefit can justify the higher costs and difficulty of 
implementation.  

Figure 2-1 Transportation Sector Implementation Plan – Action Cost and Complexity Comparison 

 
 

Timeline 
Tables 2-1 and 2-2 present the anticipated schedule for implementing the High-Impact and 
Supporting Actions, informed by the findings of the cost and complexity comparison presented 
above. This schedule also reflects the City’s capacity to undertake actions individually and 
simultaneously, as well as known plans of partner organizations. The schedule is broken into two 
project development phases: (1) Scoping, Planning, Funding, and Design, and (2) Bids, 
Procurement, Construction, Maintenance. The time horizon runs through 2030, the anticipated 
year when the City expects to achieve its stated overarching and sector-specific climate 
mitigation targets.  
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Staffing Needs  
The implementation of the actions presented in this Implementation Plan will require the City to 
allocate staff time on an upfront and ongoing basis. Each action plan includes an estimate of 
staff time to support the implementation. It is estimated that in total this would require full-time 
equivalents (FTE) ranging from 0.3 in 2023 to 4.1 in 2030. The actions requiring the most staff 
time include the Walk Bike Plan (T.2.12), and Bike/Pedestrian Infrastructure Maintenance (T.2.4), 
which will increase as more bicycle and pedestrian infrastructure is constructed.  

Counted among these estimates is the recommendation that the City of South Burlington hire a 
dedicated CAP Coordinator. This position would be responsible for ensuring that implementation 
of this plan, as well as other sector implementation plans, progress in a manner that fits the 
overall timeline for emissions reductions. This position would also be responsible for leading the 
implementation of certain actions, such as Partnering with Green Mountain Power to Speed up 
EV Adoption [T.1.3], as well as assisting in securing available funding, among other duties. 
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Table 2-1   Transportation Sector Implementation Plan Timeline – Scoping, Planning, Funding, and Design 

    2023 2024 2025 2026 2027 2028 2029 2030 
1.1 Existing EV Charging          
1.2 New EV Charging          
1.3 EV Adoption          
1.4 Student EV Education          
1.5 Community EV Education          
1.6 CarShareVT          
2.1 School Alt. Mode       <<-- Implement in conjunction with T.2.5   
2.2 Waste Hauler Efficiency             
2.3 Microtransit          
2.5 School Walk/Bike       <<-- Implement in conjunction with T.2.1   
2.6 Basic Services Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development).   
2.7 TDM Implement as part of CAP Action T.2.13 (TDM Requirement and Increase CATMA Membership). 
2.8 Higher Density Development             
2.9 Higher Density Housing Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development).   

2.10 Housing Diversity Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development).   
2.11 Parking Management              
2.12 Walk Bike Plan Action in progress. 
2.13 TDM Requirement and Increase CATMA Membership Action in progress.       
2.14 Public Transit Survey Implement as part of CAP Action T.2.16 (Public Transit).       
2.15 City Events Action in progress. 
2.16 Invest in Public Transit          
2.17 Bike/Ped Infrastructure Add Implement as part of CAP Action T.2.12 (Walk Bike Plan).       
2.18 Lane Reductions Implement as part of CAP Action T.2.12 (Walk Bike Plan).       
2.19 Park and Rides        208 208   

          
 High-Impact Actions  Supporting Actions 
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Table 2-2    Transportation Sector Implementation Plan Timeline – Bids, Procurement, Construction, Maintenance 

    2023 2024 2025 2026 2027 2028 2029 2030 
1.3 EV Adoption         
2.4 Bike/Ped Infrastructure Maintenance Action in progress. 

2.12 Walk Bike Plan Action in progress. 
2.18 Lane Reduction Implement as part of CAP Action T.2.12 (Walk Bike Plan).    
2.19 Park and Rides         

          
 High-Impact Actions  Supporting Actions 
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3 
Transportation Action Implementation 
Plans 

T.1 Vehicle Electrification and Efficiency 
The 2030 science-based target for vehicle electrification and efficiency is to replace 75% of gas 
vehicles with EVs and plug-in hybrid vehicles to reduce emissions by 42%. The high impact action 
implementation plans and steps necessary to achieve this target are detailed on the following 
pages. Meanwhile, Table 3-1 provides implementation details for the supporting actions tied to 
the vehicle electrification and efficiency target. 
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T.1.1 Accelerating the Installation of EV Charging at Existing Multi-Family Buildings 

Action T.1.1: 

Work with a consultant to inventory current multi-family electric vehicle charging network 
needs/capabilities to inform a policy for existing multi-family properties to install electric vehicle 
charging equipment. The policy could include an incentive program for rental owners to allocate 
space for charging stations. 

Planned Achievements: 

New Incentive and Regulatory Programming, Citywide Program to Assist in Installation of EV 
Charging in Multi-family Housing 

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: City Manager’s Office, City Council, Green Mountain Power (GMP), 
Drive Electric Vermont (DEV), Multi-Family Property Owners, Homeowners’ Associations (HOAs) 

Implementation Timeline: 2024 to 2030 (7 Years)  

Relevant Cap Actions: T.1.1, T.1.2, T.1.3, T.1.4, T.1.5, T.1.6  

Funding: 

Operating or Capital Budget Requirements: Operating 
External Funding Sources:  Vermont Community EV Charger Program (State/GMP), 

Electric Vehicle Charging Station and Workplace 
Charging Station Loan Programs (Vermont Economic 
Development Authority), Charging and Fueling 
Infrastructure Discretionary Grant Program (Federal 
Highway Administration) 

Estimated Costs (1 [Low] to 5 [High]):10 3 

Level of Effort: 

Estimated Upfront Level of Effort 
(Hours/Week): 

Less than 8 

Estimated Ongoing Level of Effort 
(Hours/Week):  

16 to 24 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):11 

4 

Co-Benefits:  

› Economic Value 

› Mobility/Accessibility Enhancement 
› Public Health 

 
10  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
11  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Step 1: Enact Electric Vehicle Supply Equipment (EVSE) Charging Policies 

A. Hire a consultant to analyze the current and projected EV charging network capabilities and 
needs amongst the City’s multi-family developments. 

B. Understanding these capabilities and needs, review the City’s existing Land Development 
Regulations (LDRs) to ensure they appropriately include specific allowances, regulations, and 
incentives (e.g., density bonuses, priority parking) for EV charging stations. Ensure that siting 
standards, including ADA accessibility, fire protection, and other traffic safety features, are 
adequately addressed in the City’s codes and ordinances. Ensure this is aligned with CAP 
Action T.1.2. 

C. Offer expedited permitting and inspection processes for existing multi-family property 
owners proposing to install residential, workplace, or public charging stations. Ensure this is 
aligned with CAP Action T.1.2. 

D. Explore supporting a state, or enacting a local, “right-to-charge” policy that would require 
HOAs/property managers to consider reasonable requests for adding EV charging.  

Step 2: Develop and Distribute a ‘Guide to EV Charging in Existing Multi-Family Developments’ 

A. Engage owners and residents of multi-family developments to understand and document 
their questions and concerns related to EVSE procurement, installations, and operations.  

B. Work with GMP and DEV to develop a reference document that addresses these questions 
and concerns, as well as provides practical implementation guidance (e.g., conducting a 
building level EVSE needs assessment). Refer to relevant resources provided by the 
Alternative Fuels Data Center available at: 
https://afdc.energy.gov/fuels/electricity_charging_multi.html.  

C. Engage the target audiences to build awareness of this guidance document and explain its 
purpose and applications. Conduct this engagement through targeted workshops and/or 
roadshows. Ensure the document is readily accessible in both digital and printed formats. 

D. Plan for regular updates to ensure the guidance document is current based on the latest 
regulations and other requirements, funding sources, and technologies, amongst other 
considerations.  

Step 3: Form a City EVSE Technical Assistance Team  

A. Using the City’s Stormwater Utility as a model, develop a team of staff that can perform direct 
outreach to encourage property owners to install EVSE as well as provide on-call support to 
those that decide to proceed with an EVSE installation. 

Step 4: Pilot a Program that Allows EV Owners to Charge EVs Across the Public Sidewalk 

A. Establish the goals and objectives of the pilot program, aligned with the problem and needs it 
aims to address. 

https://afdc.energy.gov/fuels/electricity_charging_multi.html
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B. Prepare a detailed plan for the execution and evaluation of the pilot program (e.g., scope, 
timeline, required resources, and performance indicators). In this plan, include any 
partnerships necessary, for example, with multi-family property owners and GMP.  

C. Work with partners to secure funding for the pilot program.  

D. Prepare program guidelines, requirements, and resources aligned with its goals and 
objectives.  

E. Identify and recruit multi-family property owners and EV owners residing in multi-family 
developments, particularly where off-street parking is limited, to participate in the pilot 
program. Note that this pilot would need to address the City’s winter on-street parking ban. 

F. Implement the pilot program. Monitor its effectiveness, including through participant and 
other stakeholder feedback, and refine it, as necessary.  

G. At the close of the pilot, analyze its impact and outcomes, and decide whether to scale the 
pilot across the City (where appropriate), iterate it to address areas of improvement, or close 
it out.  

Opportunities for Innovation: 

› Funding can be made available to support EV-Readiness through local match and/or support 
for grant applications like the Multiunit Dwelling Electric Vehicle Charging Grant that 
prioritizes affordable housing developments. 

› Networked charging stations are capable of robust data collection, which could assist multi-
family property owners in understanding when and how often their EVSE is utilized as well as 
to quickly identify and troubleshoot maintenance issues. However, these are more expensive 
to own and maintain than non-networked charging stations. 

› Integrated load management software enables power output/charging speed reductions 
during times when the regional electrical grid is stressed. Such software could be applied to 
minimize the need for multi-family property owners to upgrade upstream electrical 
infrastructure and help avoid peak demand charges (applicable to EVSE tied to a meter with 
a commercial rate).  

› Vehicle-to-grid (V2G) or other V2X bidirectional charging technologies could allow EVs to 
send power back to the grid during times of peak power demand. Alternatively, such 
technology could be utilized to make multi-family developments more resilient during power 
outages. 

› New EVSE installations could be coupled with solar photovoltaic (PV) systems and/or 
renewable energy financing to increase the composition of clean energy the EVs consume. 

› New EVSE installations could be coupled with battery storage capabilities to provide back-up 
power to the charging stations and/or the buildings in which they are contained. 

› Along with EVs, electric bikes (e-bikes) are growing in popularity. E-bikes provide another, 
more convenient way to travel longer distances than are readily accessible by walking, 
especially for persons with mobility limitations. Incorporation of charging infrastructure for 
e-bikes can support the growth of this zero or low emission mode type. 
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Focus On Equity 

› The costs of EVSE installations and maintenance are likely to be passed onto residents 
through either minimum use fees, higher than approved GMP charging rates, or amenity 
fees. Accordingly, the City should explore mechanisms – perhaps requiring a change to the 
City’s Charter – that would place limits on such cost pass-throughs to minimize having them 
impact low-income households disproportionately.  

› Robust usage of EV charging stations will depend, in part, on the availability of standardized, 
multi-language signage and education.  

› The deployment of EVSE should consider that more affordable, used EVs may have less 
prevalent connector types (e.g., CHAdeMO). 

Implementation Considerations 

› The success of this CAP action is dependent on the support and contributions of owners and 
property managers of multi-family properties as well as HOAs. Accordingly, engage these 
stakeholders early the implementation of the above-described steps, where appropriate. In 
doing so, convey the common purpose of these steps and their benefits. Address 
perceptions of added costs directly by placing EVSE in the context of available incentives and 
potential cost recovery. 

› Property owners may need to coordinate with GMP to ensure that EVSE installations are 
feasible with respect to local utility infrastructure, baseload electricity supply, and upstream 
safety considerations (e.g., compliance with fire codes). This can be accomplished by 
requesting an “ability to serve” letter from the utility. The City may need to provide special 
allowances to accommodate site capacity constraints.  

› New charging stations in multi-family developments should consider the various Level 2 
connectors available, including CHAdeMO and J1772. Further, the U.S. DOT recently released 
National Electric Vehicle Infrastructure Standards and Requirements applicable to EV 
charging stations supported by federal funds. Consider emerging standards, such as the 
megawatt charging system (MCS).  

› Infrastructure associated with EV-Capable, EVSE-Ready, and EVSE-Installs will require 
specialized training for municipal staff carrying out new building and fire inspections.  

› Owners of existing multi-family buildings will need to establish fee structures for occupant 
use of installed EV charging stations. As it may not be possible or advantageous to connect 
individual EVSE to unit electricity meters, if choosing to charge consumption fees, developers 
could install electrical metering devices at the charging stations themselves or invest in 
stations that have the ability to collect payments. Alternatively, they could enact a flat or 
scaled rate for persons using the charging stations.  

› Multi-family property owners should be made aware that current ADA guidance points to 
the need for accessible EV charging spaces, but notes that they cannot count toward 
required ADA spaces. The City should track and share evolving regulations, as well as 
consider recommending charging stations be installed at planned ADA spaces as well as 
making EV charging spaces ADA-compliant but not exclusive. 

Case Studies: 

Implementation Procedure 

Chelan, WA and City of Atlanta, GA – Removed barriers to EV adoption within the city codes. 

https://perma.cc/P3K3-HM68
https://perma.cc/QL8W-GNR7
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Quincy, WA – Provides density bonuses for the installation of EVSE. 

City of Orlando, FL and City of Atlanta, GA – Developed guidebooks on “EV Readiness” that 
provide locally-relevant information on EVSE deployment (e.g., installation best practices, 
incentives, regulations, etc.) 

San Diego, CA – Worked with property owners to install curbside EVSE in front of multi-family 
developments. 

City of Cambridge, MA – Approved a pilot program to allow residents without access to a 
driveway or off-street parking the ability to cross public sidewalks to charge their EVs. 
Participants must obtain a permit for the activity, and are required to provide an accessible ramp 
over the cord to ensure the sidewalk remains accessible for pedestrians.  

Equity Approach 

Seattle, Washington - Explores removing barriers to EV adoption by increasing access to 
charging infrastructure.  

Other Resources: 

Summary of Right-to-Charge Laws - Northeast States for Coordinated Air Use Management – 
NESCAUM  

Siting Electric Vehicle Supply Equipment (EVSE) with Equity in Mind - ACEEE 

Electric Vehicle Charging Equipment Municipal Permitting Information – CCRPC  

Electric Vehicle Charging for your Multi-Family Dwelling – Drive Electric Vermont  

Multi-Unit Dwelling Electric Vehicle Charging - CCRPC  

Electric Vehicle Charging for Multi-Family Housing - U.S. Department of Energy 

Electric Vehicle Charging Station Guidebook – Drive Electric Vermont 

Charging Installation Guide – Drive Electric Vermont 

Design Recommendations for Accessible Electric Vehicle Charging Stations – U.S. Access Board 

National Electric Vehicle Infrastructure Standards and Requirements – U.S. DOT 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about personal impacts related to transitioning to EVs, charging and cost were 
concerns widely expressed. 

From the Senior Center Focus Group: “EV charging stations need to have the same convenience 
factor as current gas stations.” 

  

https://www.codepublishing.com/WA/Quincy/html/Quincy20/Quincy2038.html#20.38.035
https://www.orlando.gov/files/sharedassets/public/departments/sustainability/orlandoevreadyguide_2021.pdf
https://drive.google.com/file/d/1LqSB9ENbOrGiX6bBp-8b0tdQJoC4jAu8/view
https://www.youtube.com/watch?v=hBwHlIlVdtc&t=670s
https://www.cambridgema.gov/Departments/publicworks/news/2023/07/cityofcambridgeannounceselectricvehiclechargingpilotprogram
https://www.seattle.gov/Documents/Departments/OSE/FINAL%20REPORT_Removing%20Barriers%20to%20EV%20Adoption_TO%20POST.pdf
https://www-f.nescaum.org/documents/ev-right-to-charge.pdf
https://www-f.nescaum.org/documents/ev-right-to-charge.pdf
https://www.aceee.org/sites/default/files/pdfs/siting_evse_with_equity_final_3-30-21.pdf
https://veic-my.sharepoint.com/:w:/g/personal/droberts_veic_org/EdAlLo7Grx5LrCvP4QJ6nJsByhP9QZ10NOsMkpq9wIvXkw?rtime=lkiJReej20g
https://outside.vermont.gov/agency/ACCD/ACCD_Web_Docs/CD/CPR/Funding-and-Incentives/CPR-EVSE-VT-Multifamily-Housing-EV-Charging-Overview-Resource.pdf
https://outside.vermont.gov/agency/ACCD/ACCD_Web_Docs/CD/CPR/Funding-and-Incentives/CPR-EVSE-CCRPC-MUD-EV-Charging-Survey-Report-Final.pdf
https://afdc.energy.gov/fuels/electricity_charging_multi.html
https://www.driveelectricvt.com/Media/Default/docs/electric-vehicle-charging-station-guidebook.pdf
https://www.driveelectricvt.com/charging-installation-guide
https://www.access-board.gov/files/usab-evse-guide.pdf
https://www.federalregister.gov/documents/2023/02/28/2023-03500/national-electric-vehicle-infrastructure-standards-and-requirements
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T.1.2 New Building EV Charging 

Action T.1.2: 

Adopt a policy to require (e.g., building code or zoning regulation) all new buildings have the 
appropriate amount of electric vehicle (EV) charging equipment and 200-amp electric service. 
Work with Drive Electric Vermont and/or Green Mountain Power to determine the appropriate 
amount. 

Planned Achievement(s): 

Amended Land Development Regulations, Permit Fee Schedule, and Expedited Permitting 
Processes for EV-Readiness  

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: South Burlington Planning Commission, South Burlington City 
Council, Development Community, Vermont Agency of Transportation (VTrans), Green Mountain 
Power (GMP), Drive Electric Vermont (DEV), University of Vermont Transportation Research 
Center 

Implementation Timeline: 2025 to 2030 (6 Years) 

Relevant Cap Actions: T.1.1, T.1.3, T.1.4, T.1.5, T.1.6 

Funding: 

Operating or Capital Budget Requirements: Operating 
External Funding Sources:  Agency of Commerce and Community Development – 

Municipal Planning Grant Program 
Estimated Costs (1 [Low] to 5 [High]):12 1 

Level of Effort: 

Estimated Upfront Level of Effort 
(Hours/Week): 

Less than 8 

Estimated Ongoing Level of Effort 
(Hours/Week):13 

Less than 8 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):14 

3 

Co-Benefits:  

› Economic Value 

› Mobility/Accessibility Enhancement 

› Public Health 

 
12  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
13  “Estimated Ongoing Level of Effort” associated with T.1.2, Step 5 covered under CAP Action T.1.1.   
14  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Step 1: Establish Electric Vehicle Supply Equipment (EVSE)-Ready Space Targets 

A. Engage a consultant to understand the level of EV charging required in new construction to 
meet the established CAP target of replacing 75% of gas vehicles with EVs and plug-in hybrid 
vehicles. 

B. Coordinate with VTrans to understand the statewide EV adoption curve through 2030 and 
work with the consultant to scale that down to the local level. 

C. Using the findings of Steps 1.A and 1.B, work with DEV to develop EV-Capable, EVSE-Ready, 
and EVSE-Installed space targets by land use type and charging level (i.e., Level 1 [AC], Level 2 
[AC], Level 3 [DC Fast Charge]). Refer to the Case Studies section below for examples of how 
other communities set their own space targets.  

Step 2: Build upon the Vermont Residential Building Energy Standards (RBES) Stretch and Vermont 
Commercial Building Energy Standard (CBES) Codes  

A. Update the City’s Land Development Regulations (LDRs) to include the EV-Capable, EVSE-
Ready, and EVSE-Installed space targets defined under Step 1. Ensure that targets for new 
multi-family developments comprising between 2 and 10 dwelling units are included, as this 
is a development type that is not currently covered by the RBES. Note that amendments to 
the RBES have been proposed, which would increase requirements to one Level 2 capable EV 
charging parking space per dwelling unit and then 25% of any remaining spaces not utilized 
by dwelling units.15 These RBES/CBES amendments are expected to become effective in July 
2024. 

Step 3: Evaluate and Implement Municipal Incentives to Support EV-Readiness 

A. Explore reducing permitting fees and/or expediting permit approvals.  

B. Develop criteria for exceedances and related permit fee reductions and/or expedited 
approvals based on building and land use types. 

Step 4: Monitor EV Adoption Rates and Revise LDR Space Targets As Necessary 

A. As market conditions for EVs are continuously evolving, regularly monitor local EV adoption 
rates to ensure the LDR space targets remain appropriate. An accelerating EV adoption curve 
may necessitate further LDR amendments.  

Step 5: Leverage the City’s EVSE Technical Assistance Team (Planned as part of T.1.1) 

A. Utilize the City’s EVSE Technical Assistance Team to support proponents of new construction 
with EVSE installations and navigating the outcomes of Steps 2 through 4, as applicable.  

 
15 Administrative Procedures – Proposed Filing (vermont.gov) 

https://publicservice.vermont.gov/sites/dps/files/documents/04.25.23%20-%20PSD%20Final%20Proposed%20Rule%20Filing%20-%20Residential%20Building%20Energy%20Standards%20Amendments.pdf
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Opportunities for Innovation: 

› Funding can be made available to support EV-Readiness through local match and/or support 
for grant applications like the Multiunit Dwelling Electric Vehicle Charging Grant that 
prioritizes affordable housing developments. 

› The City could partner with property developers to allow for the installation of curbside/on-
street EV charging stations. This could support CAP Action T.2.11 (Parking Management). 

› Networked charging stations are capable of robust data collection, which could assist 
developers in understanding when and how often their EVSE is utilized as well as to quickly 
identify and troubleshoot maintenance issues. However, these are more expensive to own 
and maintain than non-networked charging stations. 

› Integrated load management software enables power output/charging speed reductions 
during times when the regional electrical grid is stressed. Such software could be applied to 
minimize the need for developers to upgrade upstream electrical infrastructure and help 
avoid peak demand charges (applicable to EVSE tied to a meter with a commercial rate).  

› Vehicle-to-grid (V2G) or other V2X bidirectional charging technologies could allow EVs to 
send power back to the grid during times of peak power demand. Alternatively, such 
technology could be utilized to make multi-family developments more resilient during power 
outages. 

› New EVSE installations could be coupled with solar photovoltaic (PV) systems and/or 
renewable energy financing to increase the composition of clean energy the EVs consume. 

› New EVSE installations could be coupled with battery storage capabilities to provide back-up 
power to the charging stations and/or the buildings in which they are contained. 

› Along with EVs, electric bikes (e-bikes) are growing in popularity. E-bikes provide another, 
more convenient way to travel longer distances than are readily accessible by walking, 
especially for persons with mobility limitations. Incorporation of charging infrastructure for 
e-bikes in new construction can support the growth of this zero or low emission mode type. 

Focus on Equity 

› The costs of EV-Readiness could be passed onto low-income households, for example, 
through minimum use fees, higher than approved GMP charging rates, and amenity fees. 
Accordingly, the City should explore mechanisms that place limits on these cost pass-
throughs.  

› Robust usage of EV charging stations will depend, in part, on the availability of standardized, 
multi-language signage and education.  

› The deployment of EVSE should consider that more affordable, used EVs may have less 
prevalent connector types (e.g., CHAdeMO). 

Implementation Considerations 

› Engage developer stakeholders early in the development and adoption of new LDRs for their 
ideas on implementation. In the process, overcome potential apprehension regarding new 
requirements and associated costs by developing a common understanding of purpose and 
benefits driving the new codifications, as well as education on implementation with tangible 
examples (see Case Studies). Address perceptions of added costs directly by placing EV-
Readiness in the context of overall development costs, additional costs for retrofits, available 
incentives, and potential cost recovery. 
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› The City may receive feedback related to the management of dedicated EV parking spaces, 
particularly early on when demand for such spaces may be low. This can be particularly 
problematic in combination with developing parking maximums (Action T.2.11). Phasing in 
space targets can mitigate this issue to an extent. However, the City could also work with the 
developer community to identify short-term workarounds, for example, dedicating spaces to 
EVs only during certain times of the day.  

› The City should coordinate with GMP to ensure that the LDR targets are feasible with respect 
to local utility infrastructure, baseload electricity supply, and upstream safety considerations 
(e.g., compliance with fire codes). Note that specific sites may need to conduct their own 
coordination by requesting an “ability to serve” letter from GMP.  

› New charging stations should consider the various connectors available, including 
CHAdeMO, J1772, CCS Type 1, and Tesla/NACS. Further, the U.S. DOT recently released 
National Electric Vehicle Infrastructure Standards and Requirements applicable to EV charging 
stations supported by federal funds. Consider emerging standards, such as the megawatt 
charging system (MCS).  

› Infrastructure associated with EV-Capable, EVSE-Ready, and EVSE-Installs will require 
specialized training for municipal staff carrying out new building and fire inspections. Such 
training should also address the RBES stretch and CBES codes more broadly.  

› Ensure consistency between the LDR targets for EV-Capable, EVSE-Ready, and EVSE-Installs 
with any existing (e.g., LDR-23-01) or new requirements for on-site solar PV generation. EV 
charging loads should be appropriately considered in system design. 

› Developers will need to establish fee structures for occupant use of installed EV charging 
stations. As it may not be possible or advantageous to connect individual EVSE to unit 
electricity meters, if choosing to charge consumption fees, developers could install electrical 
metering devices at the charging stations themselves or invest in stations that have the 
ability to collect payments. Alternatively, they could enact a flat or scaled rate for persons 
using the charging stations.  

› Current ADA guidance points to the need for accessible EV charging spaces, but notes that 
they cannot count toward required ADA spaces. The City should track evolving regulations, 
as well as consider  recommending charging stations be installed at planned ADA spaces as 
well as making EV charging spaces ADA-compliant but not exclusive. 

Case Studies: 

Implementation Procedure 

City of Boston, MA – Adopted in 2019, all new development projects that require the Boston 
Transportation Department’s TAPA approval and/or the Article 80 Large Project Review must 
equip 25% of their total parking spaces to be EV-Installed and the remaining 75% of the total 
spaces to be EV-Ready. 

Portland, ME – The Southern Maine Planning and Development Commission and Maine Clean 
Communities Coalition developed a Municipal EV Readiness Toolkit in 2021 to guide ordinance 
development and implementation. In 2022, the City of Portland Technical Manual Transportation 
Systems and Street Design Standards implemented updated minimum thresholds for spaces that 
are EV-Capable (Level 2 or higher in 20%) and EV-Ready (50%) in new structured or surface 
parking.  

https://www.boston.gov/sites/default/files/file/2020/03/EV%20Readiness%20Policy%20For%20New%20Developments%20%287%29.pdf
https://smpdc.org/vertical/Sites/%7B14E8B741-214C-42E2-BE74-5AA9EE0A3EFD%7D/uploads/Zoning_and_ordinances_guide_FINAL_%281%29.pdf
https://content.civicplus.com/api/assets/8b536578-f917-4b5a-a0f7-b495045caf9b?cache=1800
https://content.civicplus.com/api/assets/8b536578-f917-4b5a-a0f7-b495045caf9b?cache=1800
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Target Setting 

Lakewood, CO – 1. Single or Two-Family Dwellings: one EV-Capable space (i.e., electrical capacity, 
though no junction box or charging outlet) per dwelling unit; 2. Multi-Family Unit Dwellings: 2% 
EVSE-Installed (i.e., charging station installed), 18% EV-Capable (10+spaces); and 3. Commercial: 
2% EVSE-Installed, 13-18% EV-Capable (10+spaces). 

San Jose, CA – 1. Single or Two-Family Dwellings: one EV-Ready space per dwelling unit; 2. Multi-
Family Unit Dwellings: 10% EVSE-Installed, 20% EVSE-Ready, 70% EV-Capable; and 3. 
Commercial: 10% EVSE-Installed, 40% EV-Capable. 

St. Louis, MO – 1. Single or Two-Family Dwellings: one EV-Ready space per dwelling unit; 2. 
Multi-Family Unit Dwellings: 2% EVSE-Installed, 5% EVSE-Ready (to increase to 10% in 2025); and 
3. Commercial: 2% EVSE-Installed, 5% EVSE-Ready. 

Equity Approach 

State of Colorado – Charge Ahead Colorado provides grants for 80% of cost for EV charging for 
multi-family or workplace-based installations.  

Bay Area Aire Quality Management District – The Clean Cars for All Program provides grants for 
home charging , portable charging, and public charging cards. 

Other Resources: 

South Burlington Solar Ready 

Residential Building Energy Standards 

Commercial Building Energy Standards 

Electric Vehicle Charging Equipment Municipal Permitting Information – CCRPC  

Electric Vehicle Charging for your Multi-Family Dwelling – Drive Electric Vermont  

Multi-Unit Dwelling Electric Vehicle Charging - CCRPC  

Electric Vehicle Charging for Multi-Family Housing - U.S. Department of Energy 

Electric Vehicle Charging Station Guidebook – Drive Electric Vermont 

Charging Installation Guide – Drive Electric Vermont 

Design Recommendations for Accessible Electric Vehicle Charging Stations – U.S. Access Board 

National Electric Vehicle Infrastructure Standards and Requirements – U.S. DOT 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked what about their concerns regarding requiring new buildings to have EVSE, the 
majority of concerns received involved increasing the cost of housing and development. It should be 
noted that 72% of respondents did not express any concerns.  

  

https://www.energycodes.gov/sites/default/files/2021-07/TechBrief_EV_Charging_July2021.pdf
https://www.energycodes.gov/sites/default/files/2021-07/TechBrief_EV_Charging_July2021.pdf
https://www.energycodes.gov/sites/default/files/2021-07/TechBrief_EV_Charging_July2021.pdf
https://energyoffice.colorado.gov/sites/energyoffice/files/documents/FINAL%202022-CEO-CO%20EV%20Equity%20Study-2022-08-06.pdf
https://www.baaqmd.gov/funding-and-incentives/residents/clean-cars-for-all
https://cms6.revize.com/revize/southburlington/Planning/LDR%20Amendments/2023-01%2002/LDR-23-01%20Solar%20PV%20approved%20by%20PC%202-23-04-25.pdf
https://codes.iccsafe.org/content/VTRES2020P1/effective-use-of-the-2020-vermont-residential-building-energy-standards#:%7E:text=The%20RBES%20sets%20forth%20minimum,ventilation%2C%20and%20water%20distribution%20insulation.
https://publicservice.vermont.gov/efficiency/building-energy-standards/commercial-building-energy-standards
https://veic-my.sharepoint.com/:w:/g/personal/droberts_veic_org/EdAlLo7Grx5LrCvP4QJ6nJsByhP9QZ10NOsMkpq9wIvXkw?rtime=lkiJReej20g
https://outside.vermont.gov/agency/ACCD/ACCD_Web_Docs/CD/CPR/Funding-and-Incentives/CPR-EVSE-VT-Multifamily-Housing-EV-Charging-Overview-Resource.pdf
https://outside.vermont.gov/agency/ACCD/ACCD_Web_Docs/CD/CPR/Funding-and-Incentives/CPR-EVSE-CCRPC-MUD-EV-Charging-Survey-Report-Final.pdf
https://afdc.energy.gov/fuels/electricity_charging_multi.html
https://www.driveelectricvt.com/Media/Default/docs/electric-vehicle-charging-station-guidebook.pdf
https://www.driveelectricvt.com/charging-installation-guide
https://www.access-board.gov/files/usab-evse-guide.pdf
https://www.federalregister.gov/documents/2023/02/28/2023-03500/national-electric-vehicle-infrastructure-standards-and-requirements
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T.1.3 Closing Gaps in the City’s Publicly Accessible EV Charging Station Network 

Action T.1.3: 

Partner with GMP to speed up EV adoption in South Burlington including siting, make-ready 
infrastructure, fast charging stations, and incentives. 

Planned Achievement(S): 

New Publicly Accessible EV Charging Deployments; New Incentive Programming  

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: Public Works, City Manager’s Office, Finance, City Council, Green 
Mountain Power (GMP), Drive Electric Vermont (DEV), Vermont Department of Transportation, 
Private Property Owners, South Burlington Business Association (SBBA) 

Implementation Timeline: 2024 to 2030 (7 Years)  

Relevant Cap Actions: T.1.1, T.1.2, T.1.3, T.1.4, T.1.5, T.1.6, GO.2.3, GO2.4  

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  Community EV Chargers Incentive Program (GMP), 

Vermont Community EV Charger Program 
(State/GMP), Electric Vehicle Charging Station and 
Workplace Charging Station Loan Programs (Vermont 
Economic Development Authority), Charging and 
Fueling Infrastructure Discretionary Grant Program 
(Federal Highway Administration) 

Estimated Costs (1 [Low] to 5 [High]):16 2 

Level of Effort: 

Estimated Upfront Level of Effort (Hours/Week): Less than 8 
Estimated Ongoing Level of Effort 
(Hours/Week):  

Less than 8 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):17 

4 

Co-Benefits:  

› Economic Value 

› Living Affordability  

› Mobility/Accessibility Enhancement 

› Public Health 

 
16  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
17  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Step 1: Determine Gaps in the Local EV Charging Network 

A. Engage CCRPC and/or a Consultant to map the existing, publicly-accessible EV charging 
network (by location, level of charging, and ownership) within and proximate to the City’s 
boundaries.  

B. Quantify the required number of publicly-available EVSE of various types by City geographies 
(e.g., blocks, neighborhoods). This should be based on the number of expected EVs (i.e., 
75 percent of registered vehicles by 2030), where those EVs are expected to charge (i.e., 
home, workplace, or public), how much energy will be required, and average length of 
charging sessions.  

C. Determine the City geographies where there are gaps in the charging network. These 
geographies are likely to coincide with the locations of multi-family housing developments.  

Step 2: Identify and Develop Sites for Public EVSE Deployment  

A. Within areas with identified gaps in the EV charging network, conduct a geospatial 
assessment to determine optimal, publicly-owned properties for new EVSE deployments. 
Work with GMP and DEV to develop the evaluation criteria to be used in this analysis. 
Suggestions for these criteria include: 

I. Level II Charging Stations  
i. Sites with high visibility (e.g., near major collector roads and trip generators). 
ii. Sites affording low difficulty, cost-effective connections to the electrical grid.  
iii. Existing or planned parking facilities that are or will be in high-use.  
iv. Sites that have nearby amenities, such as cafés and other retail locations.  

II. Level III (DC fast charge) Stations  
i. Sites within 1 travel mile of a major highway (i.e., I-89) exit or intersection.  
ii. Sites that are publicly accessible 24 hours per day, 7 days per week. 
iii. Sites near long-range destinations (e.g., hospital facilities, the Patrick Leahy 

Burlington International Airport). 
iv. Sites that are capable of providing power to the charging station(s) (i.e., 480 volt, 3-

Phase AC-input) and can accommodate their size.  

B. Conduct a fatal flaw analysis on the identified sites that could preclude them from EVSE 
installations. For example, land use and/or environmental constraints.  

C. For sites that pass the fatal flaw analysis, coordinate with GMP to confirm previous 
assumptions regarding connections to the electrical grid and assess local infrastructure 
capacity. Determine whether infrastructure upgrades are necessary and advantageous.  

D. For publicly-owned priority sites, begin a solicitation process to install the EVSE. For privately-
owned priority sites, coordinate with property owners, landlords, and/or tenants and provide 
necessary guidance and informational resources to support EVSE installations; explore public-
private partnerships in the process. 
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Step 3: Build Financial Incentive Programming and Awareness/Education 

A. In association with GMP, explore developing new or enhancing existing incentive 
programming for EVSE installations, particularly as new funding sources are made available at 
the federal and state levels. 

B. Investigate City-sourced incentives for EVSE installations (e.g., preferential tax rates) and/or 
charging station use (e.g., free charging sessions). 

C. Centralize and share information on existing and new incentive programs that offset the cost 
of EVSE installations, such as Vermont Community EV Chargers 
(https://www.vermontevchargers.com/). 

D. Conduct education events within the community, in partnership with GMP and others (as 
appropriate), to build awareness and understanding of the available incentives, as well as 
EVSE more broadly.  

E. Target new incentive programming and education events in areas where there are gaps in the 
EV charging network, particularly in areas with disadvantaged populations, where there is 
high multi-family development density, and emerging commercial centers. 

Step 4: Develop Charging Guidance 

A. As necessary, work with GMP and Drive Electric Vermont to update the “Electric Vehicle 
Charging Station Guidebook” to provide the public with guidance, information, and resources 
on EVSE and EVSE installations. Include in the aforementioned centralized website and 
education events.  

Opportunities for Innovation: 

› Networked charging stations are capable of robust data collection, e.g., frequency of use, 
which could assist the City in understanding when and how often their EVSE is utilized as well 
as to quickly identify and troubleshoot maintenance issues. However, these are more 
expensive to own and maintain than non-networked charging stations. 

› Integrated load management software enables power output/charging speed reductions 
during times when the regional electrical grid is stressed. Such software could be applied to 
minimize the need for upstream electrical infrastructure and help avoid peak demand 
charges (applicable to EVSE tied to a meter with a commercial rate). 

› Vehicle-to-grid (V2G) or other V2X bidirectional charging technologies could allow EVs to 
send power back to the grid during times of peak power demand. 

› Couple EV charging stations with solar panels/canopies and battery storage capabilities for 
backup power purposes.  

› Curbside charging options, particularly where there are power lines and adequate sidewalk 
widths, could support more ubiquitous EVSE availability as well as save money by retrofitting 
existing infrastructure (i.e., lamp post) compared to standalone stations. 

https://www.vermontevchargers.com/
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› Along with EVs, electric bikes (e-bikes) are growing in popularity. E-bikes provide another, 
more convenient way to travel longer distances than are readily accessible by walking, 
especially for persons with mobility limitations. Incorporation of charging infrastructure for 
e-bikes at planned EV charging hubs can support the growth of this zero or low emission 
mode type, particularly when they are located along or near bike paths. 

Focus on Equity 

› Lower-income households and households within multi-family housing developments are 
more likely to be reliant on publicly accessible charging stations or may not have the ability 
install their own charging compared to wealthier, single-family households. The installation 
of EVSE that is publicly-accessible or at existing multi-family housing developments should 
therefore be prioritized.  

› Lower-income EV drivers may be adversely and disproportionately impacted by the cost of 
charging, particularly at DC fast chargers, and any future state-mandated road usage fees 
(i.e., mileage-based fees instead of the gas tax). The City should explore policies with GMP 
and the Department of Motor Vehicles and/or subsidies that make charging more affordable 
for these drivers.  

› Robust usage of EV charging stations will depend, in part, on the availability of standardized, 
multi-language signage and education.  

› The deployment of EVSE on publicly owned locations should consider that more affordable, 
used EVs may have less prevalent connector types (e.g., CHAdeMO) and slower fast charging 
capabilities. 

Implementation Considerations 

› In developing the public solicitations under Step 2.D, consider the City’s preferred ownership 
model. In other words, does the City want to own the EVSE or have third-parties own the 
systems enabled via lease. Factors to consider include maintenance responsibilities, revenue 
sharing, and data sharing.  

› For stations at publicly-owned locations, the City should ensure that there is signage and 
pavement markings that adequately guide and inform EV drivers to charging stations, 
particularly from major highways. Further, the City should take into consideration site safety 
and evolving ADA requirements pertaining to EV-dedicated spaces.  

› New charging stations should consider the various connectors available, including 
CHAdeMO, J1772, CCS Type 1, and Tesla/NACS. Further, the U.S. DOT recently released 
National Electric Vehicle Infrastructure Standards and Requirements applicable to EV charging 
stations supported by federal funds. Consider emerging standards, such as the megawatt 
charging system (MCS).  

› The deployment of new EVSE at publicly-owned locations should be accompanied by an 
education campaign to bring awareness to the availability of the new infrastructure and 
inform potential EV drivers on their use. 

› Current ADA guidance points to the need for accessible EV charging spaces, but notes that 
they cannot count toward required ADA spaces. The City should track evolving regulations, 
as well as consider  recommending charging stations be installed at planned ADA spaces as 
well as making EV charging  spaces ADA-compliant but not exclusive. 
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Case Studies: 

Implementation Procedure 

City of Albany, NY – Undertook an assessment to make the city “EV Ready.” This included policy 
recommendations and a feasibility study that identified priority sites for publicly-accessible Level 
2 and Level 3 EVSE.  

City of Orlando, FL and City of Atlanta, GA – Developed guidebooks on “EV Readiness” that 
provide locally-relevant information on EVSE deployment (e.g., installation best practices, 
incentives, regulations, etc.) 

Chelan, WA and City of Atlanta, GA – Removed barriers to EV adoption within the city codes. 

Quincy, WA – Provides density bonuses for the installation of EVSE. 

Seattle, Washington – The City and Seattle City Light initiated a pilot program for curbside EV 
charging, including pole-mounted stations.  

Oregon – Conducted a Transportation Electrification Infrastructure Needs Analysis that recognized 
charging equipment for e-bikes represents a key contributor to achieving the state’s greenhouse 
gas emissions reduction goals under the transportation sector.  

Equity Approach 

Seattle, Washington - Explores removing barriers to EV adoption by increasing access to 
charging infrastructure.  

Other Resources: 

Siting Electric Vehicle Supply Equipment (EVSE) with Equity in Mind - ACEEE 

Electric Vehicle Charging Station Guidebook – Drive Electric Vermont 

Charging Installation Guide – Drive Electric Vermont 

Design Recommendations for Accessible Electric Vehicle Charging Stations – U.S. Access Board 

State of Vermont National Electric Vehicle Infrastructure Plan  

National Electric Vehicle Infrastructure Standards and Requirements – U.S. DOT 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about personal impacts related to transitioning to EVs, charging and cost were 
concerns widely expressed. 

From the Senior Center Focus Group: “EV charging stations need to have the same convenience 
factor as current gas stations.” 

https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=&ved=2ahUKEwj66c2y84mAAxVlVjUKHROMCkIQFnoECA8QAQ&url=https%3A%2F%2Fwww.nyserda.ny.gov%2F-%2Fmedia%2FProject%2FNyserda%2FFiles%2FPublications%2FResearch%2FTransportation%2FAlbany-Electric-Vehicle-Feasibility-Study.pdf&usg=AOvVaw2t1X03d02qdOU_okFEnNbs&opi=89978449
https://www.orlando.gov/files/sharedassets/public/departments/sustainability/orlandoevreadyguide_2021.pdf
https://drive.google.com/file/d/1LqSB9ENbOrGiX6bBp-8b0tdQJoC4jAu8/view
https://perma.cc/P3K3-HM68
https://perma.cc/QL8W-GNR7
https://www.codepublishing.com/WA/Quincy/html/Quincy20/Quincy2038.html#20.38.035
https://www.seattle.gov/city-light/in-the-community/current-projects/curbside-level-2-ev-charging
https://www.oregon.gov/odot/Programs/Pages/TEINA.aspx
https://www.seattle.gov/Documents/Departments/OSE/FINAL%20REPORT_Removing%20Barriers%20to%20EV%20Adoption_TO%20POST.pdf
https://www.aceee.org/sites/default/files/pdfs/siting_evse_with_equity_final_3-30-21.pdf
https://www.driveelectricvt.com/Media/Default/docs/electric-vehicle-charging-station-guidebook.pdf
https://www.driveelectricvt.com/charging-installation-guide
https://www.access-board.gov/files/usab-evse-guide.pdf
https://vtrans.vermont.gov/sites/aot/files/VERMONT_2022%20NEVI%20State%20Plan_FINAL.pdf
https://www.federalregister.gov/documents/2023/02/28/2023-03500/national-electric-vehicle-infrastructure-standards-and-requirements
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Supporting Actions 
Table 3-1 Transportation Sector Implementation Plan – Supporting Actions, Vehicle Electrification and Efficiency 

 

Pathway 2030 Target Identifier Description Key Supporting Actions 
Lead 
Department Partners 

Connected 
High Impact 

Actions 
Estimated 

Costs1 Complexity2 Timeframe 

Average 
Estimated 

Weekly Staff 
Hours 

T.1: Vehicle  
Electrification  
and 
Efficiency 

Replace 75% of gas 
vehicles with all electric 
vehicles (EVs) and plug-
in hybrid vehicles to 
reduce emissions by 42% 

T.1.4 Educate student drivers about eco-driving, 
electric and high efficiency vehicle and 
transportation options including electric bikes. 

1. Develop and/or adapt relevant educational 
programming and materials and distribute in 
both centralized (e.g., through a dedicated 
webpage on the City’s website) and decentralized 
(e.g., sharing with partners for their own 
distribution) manners. 

2. Work with the South Burlington School District 
and other educational administrations to hold in-
school education roadshows. 

3. Continuously update the programming and 
materials as the context around the subject 
matter changes, for example, as relevant 
technologies mature. 

Planning & 
Zoning 

› Vermont Energy 
Education 
Program 

› Drive Electric 
Vermont 

› Local Motion 
› Safe Routes to 

School 
› South Burlington 

School District 
› National Summer 

Transportation 
Institute 

› Go! Vermont 
› Local Driver 

Training Schools 

T.1.1, T.1.2, 
T.1.3, T.2.3, 

T.2.12, T.2.16, 
T.2.17 

1 2 2024 to 
2030 

(7 Years) 

Less than 8 

T.1.5 Utilize Drive Electric VT resources and car 
dealerships to offer the community education 
opportunities about electric vehicles. Educate 
consumers about EV incentives being offered 
by utilities, Mileage Smart, and other 
programs. 

1. Develop and/or adapt relevant educational 
programming and materials and distribute in 
both centralized (e.g., through a dedicated 
webpage on the City’s website) and decentralized 
(e.g., sharing with partners for their own 
distribution) manners. 

2. Work with local car dealerships, as applicable, to 
hold on-site ride-and-drive events and to 
integrate them into other City-sponsored events 
(e.g., SB NiteOut).  

Planning & 
Zoning 

› Drive Electric 
Vermont 

› Mileage Smart 
› Car Dealerships 
› Vermont Clean 

Cities Coalition 
› Energy Committee 

T.1.1, T.1.2, 
T.1.3 

1 3 2024 to 
2030 

(7 Years) 

Less than 8 

T.1.6 Work with CarShareVT to consider expanding 
EV car share program to South Burlington. 

1. Identify potential public locations to host 
CarShareVT vehicle(s).  

2. Incentivize private host locations through 
reduced impact fees for new development and 
redevelopment to host a CarShareVT vehicle.  

3. Leverage programming for co-locating 
CarShareVT pods with affordable housing.  

4. Work with CarShareVT to place electric vehicles at 
new pods at preferred public and private host 
locations. 

3. Work with CarShareVT to promote use of car 
share in community. 

Planning & 
Zoning 

› CarShareVT 
› Private property 

owners 

T.1.1, T.1.2, 
T.1.3, T.2.11, 

T.2.19 

1 4 2025 to 
2030 

(6 Years) 

Less than 8 

1      Cost estimates were assessed across the following five ranges: (1) Less than $100,000, (2) $100,000 to $500,000, (3) $500,000 to $1,000,000, (4) $1,000,000 to $5,000,000, and (5) Greater than $5,000,000.  
2      Implementation complexity was assessed across the following five ranges: (1) Easy - No Barriers, (2) Some Difficulty – Internal Capability, (3) Some Difficulty – External Capability, (4) Multiple Barriers Exist or Dependent on Third-Parties, and (5) Regulatory or Other Highly Challenging Barriers Present. 



Transportation Implementation Plan  

 

 29 Transportation Action Implementation Plans 

T.2 Reduce Vehicle Miles Traveled (VMT) 
The 2030 science-based target for this set of actions aims to reduce vehicle miles traveled by 
2.5% annually to reduce emissions by 19% and plan for compact high-density development to 
reduce emissions by 4%. The high impact and Supporting Actions necessary to achieve these 
targeted reductions are detailed on the following pages. Meanwhile, Table 3-2 provides 
implementation details for the supporting actions tied to the reduced vehicle miles traveled 
target. 
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T.2.3 Microtransit Opportunities 

Action T.2.3: 

Research the applicability for microtransit programs in South Burlington.  

Planned Achievements: 

Microtransit Pilot Projects 

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: Green Mountain Transit (GMT Chittenden County Regional Planning 
Commission (CCRPC 

Implementation Timeline: 2024 to 2030 (7 Years) 

Relevant Cap Actions: T.2.7, T.2.8, T.2.10, T.2.13, T.2.14, T.2.16, T.2.19, GO.3.1 

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  Unified Planning Work Program (CCRPC), Municipal 

Planning Grant Program (Agency of Commerce and 
Community Development), Mobility and Transportation 
Innovations Grant Program (Vermont Agency of 
Transportation) 

Estimated Costs (1 [Low] to 5 [High]):18 4 

Level of Effort: 

Estimated Upfront Level of Effort 
(Hours/Week): 

Less than 8 

Estimated Ongoing Level of Effort 
(Hours/Week):  

Less than 8 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):19 

3 

Co-Benefits:  

› Energy Conservation and Efficiency 

› Economic Value 

› Living Affordability  

› Equality, Equity, and Justice 
› Public Health 

› Mobility/Accessibility Enhancement 

 
18  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000)  
19  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Definition:  

› Microtransit – Form of shared transportation that provides on-demand, flexible transit 
services operating within a defined area and typically using vans or minibuses. These services 
are often tech-enabled. 

Key Implementation Steps: 

Step 1: Support GMT in its development of the Chittenden County Microtransit Feasibility Study, 
and in the process, advocate for microtransit services within the City and connecting South 
Burlington to other core Chittenden County communities. 

A. Participate in GMT’s planning process by serving as a key stakeholder with continuous input 
opportunities, particularly related to the identification of service areas, service populations 
(special and general), and the identification and evaluation of pilot projects. The evaluation of 
pilot projects should include a focus on quantifying VMT reduction benefits and serving 
historically disadvantaged communities. 

B. Concurrent with Step 1.A, in coordination with GMT, conduct public outreach targeting the 
City’s stakeholders (e.g., residents, property owners, businesses, employees) to understand 
their needs (e.g., service areas) and barriers to understand where pilot projects or future 
service(s) should be targeted.  

Step 2: Work with this action’s implementation partners in preparing grant applications to secure 
funds to support prioritized pilot project(s) within the City. 

A. GMT will need to determine whether they will operate the service or seek a vendor to provide 
the service.  

Step 3: Once funding is secured, support the implementation and monitoring of the pilot project(s). 

Opportunities for Innovation: 

› There may be opportunities to streamline or replace fixed route service with microtransit, 
potentially reducing transit costs.  

› Costs can be reduced by implementing a volunteer-based microtransit system. However, 
organizational needs and oversight of this system could be challenging. In addition, reliance 
on volunteer availability and unpaid labor for this vital resource could challenge reliability of 
service. 

› Vendors continue to update their dispatching and user software to improve matching, 
information, dispatch, and overall experience. A request for proposals (RFP) should require 
vendors to emphasize the user and operator benefits of their software package and how 
these improve workflow, user experience, and save time and/or money. 

› There are opportunities to use transportation network companies (TNCs), such as Uber and 
Lyft, to provide supplemental service, either to reduce crowding at peaks or to replace 
service in low-demand hours. 

› Right-sizing vehicles based on demand can help to deploy vehicle equipment that does not 
require a Commercial Driver’s License (CDL) to operate, expanding opportunities for drivers 
without a CDL to operate vans or smaller buses. 
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› Zero-emission vehicles are available and should be considered for new service as there are 
grants to assist with their purchase. This would minimize the carbon impact of 
new/expanded services. 

• Vehicle-to-grid (V2G) charging stations could enable electric microtransit fleets to send 
power back to the regional grid during times of peak power demand. 

Focus on Equity: 

› Microtransit has the potential to reach a wider range of riders and destinations by providing 
service to moderate or low-density areas, allowing more equitable access to jobs and 
services.  

› When implementing microtransit, it is important that service planning consider overall 
quality of service for all populations, considering elements such as service span, transfers, 
response time, coverage, and accessibility that could change if replacing fixed route service 
with microtransit.  

› Many microtransit implementations require payment via an app or, occasionally, over the 
phone, via credit card to eliminate cash transactions. This can disproportionately affect low-
income populations who are less likely to have a credit card or seniors who may be 
unfamiliar with or more hesitant to use the technology. Best practice includes the 
microtransit fares matching the fixed-route fare policy, including the use of multi-ride passes 
and fare media. 

› Education and the availability of resource materials on new microtransit services will be 
important, particularly for senior populations and non-English speakers. A lack of 
understanding of the new services will be a barrier to ridership. 

› Public engagements conducted in the development of the Chittenden County Microtransit 
Feasibility Study should include focus groups representing disadvantaged populations and 
follow the City’s upcoming “equity in planning” outreach toolkit. 

› In pursuing microtransit, the City should also be mindful not to dilute successful fixed-route 
transit services. 

Implementation Considerations: 

› Vehicles, software, drivers, and related support facilities will need to be procured by GMT 
and/or a vendor. Note that a shortage of drivers may be a prevalent issue. However, 
depending on the vehicle size and number of passengers, microtransit drivers often do not 
need a CDL, which opens up labor opportunities. Regardless, the City could play a role in 
driver recruitment and retention. 

› Microtransit works best when coupled with an app on a smart phone but can also work via 
phone by offering call-in reservations. Consider smart phone ownership and access to 
phones when planning service and costs. 

› Service area and average wait times are inversely related to the number of vehicles serving 
the area. It will be important to work closely with the service planners to align the areas at 
the outset of service so as not to result in excessive wait times while balancing vehicle 
productivity and providing a response time that is similar to area fixed-route headways. 
Flexibility early in implementation is important as service demand can be hard to predict 
when implementing a new service. 
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› Many of the companies who evaluate microtransit feasibility are also vendors who provide 
turnkey operations. This gives them a very strong understanding of the cost and operations 
model, but may predispose them to recommend microtransit. 

› GMT currently operates a range of vehicle types, including cutaway buses, vans, and 
minivans. Its smaller fleet vehicles may be well suited to microtransit services, though such 
services may require fleet expansion and additional maintenance investments. Alternatively, 
these services could be vendor contracted.  

› Special Services Transportation Agency (SSTA), Senior Van Services, and Age Well may be 
potential partners; however, their ability to participate may be constrained due to capacities 
and limitations on how they can expend their funding sources. 

› Battery electric vehicles are available for suitable vehicle types, but few manufacturers may 
offer an appropriate vehicle/chassis. Additionally, range must be carefully considered when 
designing the service if an EV is planned to ensure appropriate charging time and battery 
buffers given winter reductions in range. Procurement lead times may be longer for EVs than 
for traditional vehicles. Note that GMT’s Transit Asset Management Plan details replacement 
plans that transition its fleet to electric alternatives. 

Case Studies: 

Feasibility Studies 

Montpelier, Vermont – Completed an evaluation of microtransit to replace the existing fixed 
route service. The microtransit service began January 2021 and is operated by GMT and 
marketed as “MyRide”. 
Williston, Vermont – Completed a feasibility study for a microtransit service to provide on-
demand transportation that complements current public transit options. 

Tri-Town Area (Jericho, Underhill, Cambridge), Vermont – Conducted a study to develop a 
comprehensive “alternative” transportation system for their residents. 
Southwest Regional Planning Commission, New Hampshire – Recently completed a 
comprehensive study of the suitability of microtransit including an in-depth look at operating 
models and vehicles. 

Implementation & Evaluations 

Wilson, North Carolina – The FTA recently released an evaluation of the city’s transition to 
microtransit. The system has won several awards, and the report offers several lessons-learned 
and recommendations when implementing microtransit in small cities and rural areas. 

Montgomery County, Maryland – The county implemented a microtransit pilot in a medium 
density suburb aimed at replacing traditional fixed-route service. The evaluation provides a 
comprehensive analysis of a wide range of customer satisfaction and cost-effectiveness metrics.  
Bay Transit Express/Met Go, Virginia – The Virginia Department of Rail and Public Transportation 
recently released a comprehensive review of two grant funded pilots for small city/rural 
microtransit. The report includes lessons-learned as well as a rural microtransit suitability 
checklist and implementation toolkit. 

Porterville, CA – The city has contracted with Uber to allow microtransit appear as an option in 
the Uber app, though riders can book over the phone and pay cash on-board. Those using the 
app without a credit card can add funds at any CVS. The fleet consists of 12 all-electric, 
wheelchair accessible vans. 

https://aii.transportation.org/Documents/VTrans%20Montpelier%20Microtransit%20Feasibility%20Study.pdf
https://ridegmt.com/myride/
https://www.town.williston.vt.us/index.asp?Type=B_BASIC&SEC=%7b0812195B-1BD8-4331-A1DD-A2BBED1D902F%7d
https://studiesandreports.ccrpcvt.org/wp-content/uploads/2021/07/Tri-Town-Study-Final-Report.pdf
https://www.swrpc.org/wp-content/uploads/2023/02/SWRPC-Microtransit-Feasibility-and-Fixed-Route-Transit-Service-Plan-Design-Assistance-Study.pdf
https://www.transit.dot.gov/sites/fta.dot.gov/files/2023-04/FTA-Report-No-0243.pdf
https://www.mwcog.org/assets/1/6/FY20_Montgomery_-_Flex_Microtransit.pdf
https://www.drpt.virginia.gov/media/1bgf3rlp/drpt-rural-microtransit-case-study-and-report-final.pdf
https://thesungazette.com/article/news/2021/05/05/porterville-picks-up-uber-app-service-for-in-city-rides/
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Other Resources: 

Microtransit Definitions, Trends, and Application - CALSTART 

2022-2026 Transit Asset Management Plan - GMT  

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about bus and SSTA operational factors, operating schedules, route options, access to 
bus stops, and convenience were rated the most important.  

From the Senior Center Focus Group: “[We] need more flexibility in SSTA services, e.g., last minute 
or emergency use cases.” 

  

https://calstart.org/wp-content/uploads/2022/01/CALSTART-Microtransit-Overview.pdf
https://ridegmt.com/wp-content/uploads/GMT-2022-2026-TAM-Plan-1.pdf
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T.2.8 Higher Density Mixed-Use Development 

Action T.2.8: 

Prioritize higher density, mixed use development and affordable housing through the land 
development regulations in areas with existing or planned reliable transit options, services, and 
infrastructure (including bike/ped) within the transit overlay district. 

Planned Achievement(s): 

Amended Land Development Regulations 

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: South Burlington Planning Commission, South Burlington City 
Council, Development Community  

Implementation Timeline: 2024 to 2026 (3 Years) 

Relevant Cap Actions: T2.3, T.2.4, T.2.6, T.2.7, T.2.9, T.2.10, T.2.11, T.2.12, T.2.17, T.2.18, GO.3.1 

Funding: 

Operating or Capital Budget Requirements: Operating 
External Funding Sources:  Agency of Commerce and Community Development 

– Municipal Planning Grant Program 
Estimated Costs (1 [Low] to 5 [High]):20 2 

Level Of Effort: 

Estimated Upfront Level of Effort (Hours/Week): Less than 8 
Estimated Ongoing Level of Effort (Hours/Week):  N/A 
External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):21 

4 

Co-Benefits:  

› Natural Resource Protection and Enhancement  

› Energy Conservation and Efficiency 

› Economic Value 

› Living Affordability  

› Equality, Equity, and Justice 

› Mobility/Accessibility Enhancement 

 
20  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
21  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Note: This implementation plan recognizes that encouraging thoughtful higher-density 
development in the City has been an ongoing effort of the community for several decades and will 
continue into the future. The following steps and considerations below provide recommendations 
for the next stage of this work and discourse. 

Step 1: Foster Higher Residential Development Density 

A. Within the boundaries of the transit overlay (TO) district or similar priority areas, map: (a) 
existing residential densities (i.e., housing units per acre) and (b) existing and planned public 
transit and bicycle/pedestrian infrastructure and associated levels of service (transit) and 
stress (bicycle/pedestrian). 

B. Reference available resources and case studies to determine appropriate increases to existing 
minimum residential development densities – at least 15 units per acre. Measure these 
increases against the outputs of Step 1.A. 

C. Explore the various ways that higher density development can physically take shape and 
evaluate how these various options can contribute to, and whether they are appropriate for, 
the TO district or relevant priority area.  

D. Review the Land Development Regulations (LDRs) to determine how they currently either 
support or inhibit the desired level(s) of residential density. For example, leverage the LDRs to 
require a variety of unit sizes and live-work units.  

E. Draft LDR amendments to require the type(s) of development that are deficient within and 
appropriate for the TO district, as well as to address the opportunities and/or inhibitors 
identified under Step 1.D. 

Step 2: Incentivize Mixed-Use Developments 

A. Review the LDRs to determine how they either support or inhibit mixed-use development in 
the TO district. For example, leverage the LDRs to further incentivize infill development, 
require active use of street frontages, and right-size parking requirements. 

B. Draft LDR amendments that incentivize mixed-use walkable zoning (i.e., a mix of uses within a 
single building and across neighboring parcels), addressing the opportunities and/or 
inhibitors identified under Step 2.A. For example, establishing pedestrian focused overlay 
zones, limiting driveway access points, and providing greater allowances for light industrial 
uses (e.g., small scale manufacturing/construction shops).  

Step 3: Address Neighborhood Completeness 

A. Within the boundaries of the City’s Transit Overlay (TO) district, study neighborhood 
completeness. In other words, geographically map key amenities and services (e.g., schools, 
open spaces, grocery stores, coffee shops, etc.) and calculate their surrounding walkable and 
bikeable areas (i.e., areas accessible within 15 minutes by walking and/or biking). Consider 
non-use factors, such as streetscape quality. 
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B. Using the results of the neighborhood completeness study, identify the amenities and 
services that are missing or otherwise deficient within the district. 

C. Review the Land Development Regulations (LDRs) to determine how they either support or 
inhibit complete neighborhood development. 

D. Draft LDR amendments that incentivize or require the types of development that are deficient 
within the TO district, as well as to address the opportunities and/or inhibitors identified 
under Step 3.C. 

E. Concurrent with Step 3.D, explore non-regulatory actions that support neighborhood 
completeness, such as business recruitment and the provision of tax incentives. 

Opportunities for Innovation: 

› Review the LDRs to identify opportunities and remove barriers in zoning processes that 
could delay development timelines, increase their costs, or prevent them entirely. For 
example, it may be worth reviewing the City’s height standards, as compared to density 
targets and preferred physical forms. 

› In amending the LDRs, incentivize or require diverse housing types focused on the “missing 
middle” (i.e., housing types in scales between single-family homes and multi-family buildings 
with 20 or more dwelling units). 

› The City should take a proactive approach and give project developers the expectation that 
they should build their projects around the core idea that people using their properties will 
want to reach destinations on foot or on wheels, and that supporting infrastructure should 
be provided that is accessible by all ages and abilities. Such project design should also 
consider ideas around enabling greater outdoor activity during all seasons.  

› Regulatory tools can and should be paired with non-regulatory implementation, such as 
public-private partnerships for affordable housing and businesses development, acquisition 
and development of public amenities such as parks, recreation / cultural facilities, and state 
& federal programs to support private sector investment 

Focus on Equity 

› Implementing higher density, mixed use development with a focus on affordable housing 
can expand lower-income household accessibility to basic services and amenities, including 
open spaces.  

› Attempts to increase housing supply should consider affordability. The City can review and 
revise its inclusionary zoning provisions, as necessary. Further, ensuring a variety of housing 
types and sizes also supports housing affordability, as does connecting developers with 
available incentives. 

› The costs of living in new and existing housing developments can be further offset by 
educating residents on available income-based incentives, for example, energy efficiency 
services.  

› Ensure that all EVSE are handicap accessible. 
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Implementation Considerations 

› Increases in residential densities and mixed-use development should consider existing 
capacities of municipal services and infrastructure. The City should integrate plans to invest 
in such resources, as needed, into the development of future Capital Improvement Plans that 
align with the LDR amendments associated with this action. 

› Increased development intensities have the potential for adverse impacts, such as those 
affecting pedestrian safety. These impacts may differ by the target audience of individual 
developments, for example, higher income households are likely to have one or more 
automobile. The City should review new developments and require appropriate mitigation of 
the developers (e.g., transportation demand management measures), as applicable – 
ensuring that there is a demonstrated connection between the development impacts and the 
nature of the mitigation being required. Further, the City should consider its own mitigation, 
for example, supplementing active transportation infrastructure. 

› The City should engage the existing property owners, residents, and employers within the TO 
district, as well as the Vermont development community, early in the preparation of new 
LDRs. The City’s observations and intentions should be clearly explained so that all 
stakeholders have a common understanding of terms and concepts. Feedback should be 
integrated, where feasible, or otherwise provided with an explanation of dismissal.  

• As noted above, dense residential development can take many forms, from multiplexes, 
to mid-rise or high-rise apartment buildings – standalone or in combination with other 
land uses. In conjunction with Step 1.C., the City could consider engaging stakeholders in 
a visual preference exercise to get feedback on physical design alternatives to inform the 
LDR amendments.  

• With respect to neighborhood completeness, it will be important to work with the 
business community to help identify what makes people start the types of businesses that 
are lacking within the TO district, who typically starts them, what are capital requirements, 
and what population numbers and demographics are required to make them work.  

Case Studies: 

Implementation Procedure 

Portland, Maine – Undertook the Complete Neighborhoods Program, which mapped areas of the 
city that are underserved as determined by walking distances to select amenities and services. 

Cambridge, MA – Requires certain infill developers to prepare an Infill Development Concept 
Plan that, among other requirements, must include a Retail Plan demonstrating how the 
development will enhance the existing retail environment, including through the provision of 
target uses (e.g., grocery stores, pharmacies).  

San Francisco, California – Implemented ground floor standards that limit pedestrian interactivity 
with street frontages. 

Seattle, Washington -  Allows for smaller, more compact dwelling unit types in its Municipal 
Code.  

Target Setting 

Metropolitan Council – Establishes target residential densities for shared rights-of-way, local bus 
routes on a high frequency network at 15 to 60+ dwelling units per acre.  

https://storymaps.arcgis.com/stories/e7a0cfd69f2d45d3871397bae97fa26a
https://perma.cc/72Y9-JGBM
https://codelibrary.amlegal.com/codes/san_francisco/latest/sf_planning/0-0-0-46212
https://perma.cc/MFU7-S4VF
https://metrocouncil.org/Handbook/Files/Resources/Fact-Sheet/LAND-USE/Density-and-Activity-Near-Transit.aspx
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CRCOG – Found sharp increases in public transit ridership as average residential densities 
approach 30 units per acre.  

Massachusetts Executive Office of Housing and Economic Development – The Multi-Family 
Zoning Requirement for MBTA Communities requires a minimum gross density of 15 units per 
acre within a half-mile of a commuter rail station, subway station, ferry terminal or bus station. 

Equity Approach 

Harnessing Upzones as a Redistributive Policy Tool  - Explores alternative land use policies to 
ensure equitable housing.  

Other Resources: 

RSG and VHB. (2022). VMT & Land Use: Literature Review. Vermont Agency of Transportation. 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about factors that could influence respondents to consider living in a mixed-use, high-
density neighborhood, stated top factors included increased housing affordability, more 
opportunities for walking and biking, greater accessibility to green space, amenities, and other 
services. 

From the Senior Center Focus Group: “I would like to see...a community corner store that [offers a] 
variety of the stuff that you want and have that corner store close by.” 

  

https://metrocouncil.org/Handbook/Files/Resources/Fact-Sheet/LAND-USE/Density-and-Activity-Near-Transit.aspx
https://www.mass.gov/info-details/multi-family-zoning-requirement-for-mbta-communities
https://www.huduser.gov/portal/periodicals/cityscpe/vol19num2/ch1.pdf
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T.2.11 Parking Management 

Action T.2.11: 

Develop parking maximums. 

Planned Achievement(s): 

Amended Land Development Regulations, Parking Maximum Formulas, and Parking Fee 
Structure 

Lead Responsible City Organization: Planning & Zoning 

Implementation Partners: South Burlington Planning Commission, South Burlington 
Development Review Board, South Burlington City Council, Chittenden County Regional Planning 
Commission (CCRPC), Development Community 

Implementation Timeline: 2024 to 2026 (3 Years) 

Relevant Cap Actions: T.1.2, T.2.3, T.2.4, T.2.6, T.2.7, T.2.8, T.2.9, T.2.12, T.2.13, T.2.16, T.2.17, 
T.2.18, GO.3.1 

Funding: 

Operating or Capital Budget Requirements: Operating 
External Funding Sources:  CCRPC – Unified Planning Work Program (UPWP); 

Agency of Commerce and Community 
Development – Municipal Planning Grant Program 

Estimated Costs (1 [Low] to 5 [High]):22 1 

Level of Effort: 

Estimated Upfront Level of Effort (Hours/Week): Less than 8 
Estimated Ongoing Level of Effort (Hours/Week):  N/A 
External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 [Hard]):23 3 

Co-Benefits:  

› Economic Value 

› Living Affordability 

› Public Health 

 
22  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
23  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Step 1: Engage in a Parking and Transportation Management Study 

A. Identify overlay or zoning districts that would benefit from parking maximums, parking fees, 
or other requirements. Leverage the study already conducted for City Center.24 

B. Ascertain existing parking conditions (public and private) within each district. This should 
include parking occupancy, turnover, uses, regulations, etc. 

C. Develop goals and/or recommendations for parking requirements based on district context. 
This could include context appropriate parking maximums for new development based on 
use categories or formulas, potential parking caps for a district to encourage shared parking 
based on adjacent uses, paid on-street or public lot parking, or other mechanisms. 

Step 2: Develop Appropriate Parking Maximums 

A. Develop appropriate parking maximum formulas or tables as a function of current and 
anticipated land uses. This can include leveraging results from the parking study to inform 
demonstrated oversupply associated with current uses and/or reviewing best practices to 
inform formulas or use categories. 

B. Adjust parking maximum formulas or tables to generate context appropriate regulations for 
new development within different districts that help to meet goals and/or recommendations. 

Step 3: Develop Parking Management District and Fee Structure, as appropriate 

A. Identify parking management district(s), if appropriate, for implementing parking fee 
structure for paid public on-street or public lot parking. Leverage recommendations from City 
Center study. 

B. Develop parking fee structure appropriate for the current and anticipated occupancy and 
turnover based on the parking and transportation management study results. 

Step 4: Amend Land Development Regulation and Parking Ordinance 

A. Draft Land Development Regulation (LDR) amendments for City Council’s approval that reflect 
recommendations from the parking and transportation management study, including parking 
districts and parking maximum requirements. 

B. If appropriate, draft LDR amendments to establish parking management district(s) and 
parking fee structure. Amend parking ordinance as needed to reflect parking management 
district, fee structures, and enforcement. 

 
24  South Burlington, VT (ccrpcvt.org) 

https://studiesandreports.ccrpcvt.org/wp-content/uploads/2020/10/SBurl-Parking_Movement_Final-082620.pdf
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Opportunities For Innovation: 

› Consider requiring and/or incentivizing shared parking arrangements to maximize parking 
efficiency. 

› The City could prioritize types of parking, for instance, by favoring bike parking, followed by 
electric vehicle (EV) parking, high occupancy vehicles/carpool, carshare vehicles, and then all 
others.  

› With respect to EVs, incentivize parking spaces with charging infrastructure in coordination 
with parking maximums and fee structures, which may entail waivers, TDM incentives, or 
other mechanisms to align with EV charging goals (refer to CAP Actions T.1.1, T.1.2, and 
T.1.3). 

› Engagement with existing property owners, businesses, employers, and the development 
community should occur early in the implementation process, starting with the parking study 
and through the process of preparing LDR amendments for parking maximums and/or new 
ordinances for parking fee structures. 

Focus on Equity 

› Limiting new parking enables development of more housing units, contributing to 
affordability and availability of needed housing. 

› Excessive use of space attributed to parking can be better allocated to more equitable land 
uses including needed housing units, other modes of transportation, and open space. 

› Public parking fees shift the cost of parking to the driver, making it more equitable for non-
drivers and users of other modes.  

› For parking infractions, consider implementing sliding scale fines based on income. 

Implementation Considerations 

› The City has already removed parking minimums in recognition of the costs (monetary and 
otherwise) associated with an oversupply of parking. A shift to parking maximums enables 
improved, context-sensitive management of land dedicated to parking. 

› Consider using the Transit Overlay districts as a guide to the parking and transportation 
management study development. 

› Consider adjustments to parking maximums within certain districts to align with goals and  
recommendations of the parking study. These adjustments should consider the impacts of 
spill-over parking, such as the presence or absence of public parking, its characteristics, etc.  

› In considering the impacts of maximum parking on adjacent areas, the City should examine 
the need for management of nearby public parking in residential areas. 

Case Studies: 

Burlington, VT – Identified the need to revise parking as part of a policy reform goal to generate 
more affordable housing and meet net zero goals with improved transportation options. The 
updated policies are embedded in the Comprehensive Development Ordinance. 

Denver, CO – Details maximum parking requirements for the Downtown Neighborhood Context 
in its zoning code. Additionally, a process to request excess parking beyond the maximum is 
detailed in the Denver Municipal Code under the Landmark Preservation chapter.  

https://www.burlingtonvt.gov/mayor/housingpolicy/parking
https://www.burlingtonvt.gov/sites/default/files/20230215%20ART08-Parking_1.pdf
https://www.denvergov.org/files/assets/public/community-planning-and-development/documents/zoning/denver-zoning-code/complete_denver_zoning_code.pdf
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Portland, OR – Details parking maximum requirements by zone in City Code Chapter 33.266 “to 
promote alternative forms of transportation, to promote efficient use of land and to protect air 
and water quality.” 

Hartford, CT -  Eradicated parking minimums and the City’s Zoning Regulations identify 
maximum parking requirements based on use.  

Charlotte, NC – Amended its zoning ordinance to establish minimum and maximum allowable 
parking based on use only within Transit Oriented Development Districts.  

Vancouver, BC, CA – Enacted a parking by-law that identifies parking maximums and implements 
a total parking capacity in downtown.  

  

https://www.portland.gov/bds/zoning-land-use/zoning-code-overview/parking-requirements
https://library.municode.com/ct/hartford/codes/zoning_regulations?nodeId=n7.0PA_7.2PARE
https://charlotteudo.org/wp-content/uploads/2020/07/TOD-ZoningOrdChapter15_amended_06_2020.pdf
https://vancouver.ca/your-government/parking-bylaw.aspx#below
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T.2.12 Walk Bike Plan  

Action T.2.12: 

Create a walk/bike master plan, recommend investments in retrofits of infrastructure, including 
widening or narrowing where needed and consideration of making bike/pedestrian infrastructure 
safer. 

Lead Responsible City Organization:  

Planning & Zoning, Public Works, South Burlington Bicycle and Pedestrian Committee (SBBPC) 

Implementation Partners:  

Chittenden County Regional Planning Commission (CCPRC), Vermont Agency of Transportation 
(VTrans), Local Motion, Neighborhood and Business Associations, Major Employers, Blue “Bird” 
Bikeshare 

Implementation Timeline: 2023 to 2030 (8 Years) 

Planned Achievements: Walk Bike Master Plan; Prioritized Projects and Programs Included in 
Capital Improvement Plan; Established Progress Monitoring and Maintenance Approach 

Relevant Cap Actions: T.2.1, T.2.3, T.2.4, T.2.5, T.2.6, T.2.7, T.2.8, T.2.9, T.2.11, T.2.13, T.2.15, T.2.17, 
T.2.18, GO.3.1 

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  CCRPC – Unified Planning Work Program (UPWP); 

VTrans – Transportation Alternatives Program; VTrans 
– Bicycle and Pedestrian Program; ANR – American 
Rescue Plan Act (ARPA); U.S. DOT – Safe Streets and 
Roads for All (SS4A) Grant Program; Penny for Paths 
(South Burlington); Traffic Impact Fees 

Estimated Costs (1 [Low] to 5 [High]):25 5 

Level of Effort: 

Estimated Upfront Level of Effort (Hours/Week):  Less than 8 
Estimated Upfront Level of Effort (Hours/Week): 32 to 60 
External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):26 

3 

Co-Benefits: 

› Economic Value 

› Energy Conservation and Efficiency 

› Equality, Equity, and Justice 

 
25  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000)  
26  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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› Living Affordability 

› Mobility/Accessibility Enhancement 

› Public Health 

› Public Safety 

Key Implementation Steps: 

Step 1a: Engage in the Plan Development Process. 

A. Procure a consultant to provide technical and outreach assistance in plan development. 

B. Inventory and map the existing pedestrian and bicycle networks (e.g., sidewalks, roadways, 
and dedicated pathways), along with existing and future land use patterns. Review existing 
data on pedestrian and bike infrastructure (including the Bird “Blue” Bikeshare and Local 
Motion’s bike lending library), transit routes and stops, crash data, destinations and desire 
lines, amenities (including benches and bike parking), level of traffic stress (LTS), user trends 
and patterns, etc. Enhance or supplement these data, as needed. 

C. Conduct a gap analysis to identify project alternatives informed by existing conditions and 
community input (see Step 1b). 

I. This analysis should have a specific focus on areas with historically disadvantaged and 
underserved populations, such as low-income households, communities of color, 
seniors, and households with limited access to vehicles, etc.  

II. This analysis should also prioritize the creation of Level of Traffic Stress (LTS) 1 facilities 
(i.e., all ages and abilities).  

D. Develop plan goals and evaluation criteria. Rank proposed project alternatives based on 
evaluation criteria. 

E. Develop recommended projects to address needs, including network and design treatments. 

F. Develop recommended management, maintenance, operations, and programming to support 
walking and biking in alignment with shared vision and goals. 

G. Prioritize projects and develop an implementation plan with timeline, lead agency, conceptual 
cost, and funding opportunities. 

H. Develop plan documentation and present it for endorsement by the Bicycle and Pedestrian 
Committee and City Council. 

Step 1b: Concurrent with Step 1a, Obtain and Incorporate Public Feedback. 

A. Engage with the public and other stakeholders to craft and refine: 

I. A shared vision, needs, opportunities, and high-level priorities 
II. Needs, goals, evaluation criteria, and potential rankings  
III. Projects, programs, prioritization, and implementation 
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Step 2: Program Projects and Secure Funding. 

A. Develop targets for capital improvement and maintenance activities for walking and biking 
infrastructure that align with Walk Bike Plan goals and recommendations. 

B. Program projects through the capital improvement program process.  

C. Develop grant proposals for projects based on plan-identified funding opportunities.  

Step 3: Implementation & Monitoring. 

A. In partnership with SBBPC, once funding is secured, procure consultant for design on a 
project-by-project or bundled project basis.  

B. Upon final design, develop bid materials to procure contractor for construction. 

C. Coordinate with the Bicycle and Pedestrian Committee to track progress and milestones on 
the plan implementation on an annual basis.  

Opportunities for Innovation: 

› Consider quick build projects, where street space is realigned or reassigned with painting or 
object installations. 

› In coordination with T.2.16 (Invest in Public Transit), integrate bike infrastructure into a 
central transit center/mobility hub within the City’s transit overlay district or distributed 
amongst several mini hubs to be located across the City, as applicable.  

› Consider digital community input maps as one outreach tool to enable community members 
to identify issues and opportunities for walking, wheeling, and biking.  

› Consider digital maps and GIS for tracking walking/wheeling/biking assets, including 
management, maintenance, projects, and plan progress. These tools can be used internally 
for management and externally for process transparency and public information purposes. 

› Consider installing permanent data collection devices in new infrastructure to enable 
ongoing utilization tracking to help inform future decisions. 

› Emerging technologies in electric bikes and broadening market of different types of bikes 
(e.g., cargo bikes) are rapidly expanding the feasibility of biking for different trip purposes, 
along routes with more challenging topographies, and longer trip lengths. This evolving 
bicycle marketplace and its influence on trip trends and safety should be considered in the 
evaluation of future networks and in defining and prioritizing projects. 

› The acceleration of e-bike adoption can be supported through the provision of strategically 
placed charging infrastructure (e.g., along the bicycle networks and near amenities, such as 
”fix-it” stations and areas with shelters) and incentive programming (e.g., free cargo baskets 
for persons making e-bike deliveries). Relatedly, the City should consider expanding its 
partnership with the Bird “Blue” Bikeshare. 

Focus on Equity: 

› Accessibility for all should be at the forefront of plan development and subsequent 
construction of bike/ped infrastructure. For example, the LTS analysis should be related to 
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LTS network expectations (recommended LTS 1 – all ages and abilities). Further, use inclusive 
language like "wheeling" or "rolling" with every mention of walking in the plan. 

› Ensure that the Walk Bike Plan adheres to the recently issued federal guidelines27 regarding 
pedestrian accessibility in public rights of way, including crosswalks, sidewalks, and shared 
use paths.  

› Investments in walking, wheeling, and biking serve to provide transportation options more 
equitably to the community, particularly for the non-driving population. 

› Priority for first and last mile connections should be given to transit users, who are often 
people from historically disadvantaged communities.  

› Engagement through the plan development, project prioritization, and implementation 
should seek to reach overburdened and underserved communities to address barriers and 
gaps unique to their experience.  

› Ensure walking/biking infrastructure is well connected to transit stops and other modal 
options, and with adequate bike parking. 

› Robust usage of the local pedestrian and bicycle network will depend, in part, on the 
availability of standardized wayfinding and multi-language signage and education.  

Implementation Considerations: 

› Pair with the implementation of CAP Actions T.2.8 (Higher Density Mixed Use Development), 
T.2.11 (Parking Maximum), T.2.13 (CATMA Membership), and T.2.18 (Lane Reduction). 

› SBBPC has an existing prioritized list of needs that should be considered for incorporation 
into the Walk Bike Plan. 

› Ensure that maintenance is considered as part of project designs, with the end purpose of 
creating a four-season network. Ensuring user safety (e.g., via path lighting) should also be a 
condition of satisfaction for project delivery.  

› The Walk Bike Plan should recommend, reinforce or is otherwise synergistic with 
complementary land use goals (e.g., higher density developments that are close together) 
and other community goals (e.g., transportation demand management).  

› The Americans with Disabilities Act (ADA) assessment or audit is in progress. This can identify 
another input of potential needs, projects, and/or harmonization of projects where 
accessibility issues can be addressed alongside infrastructure improvements 

Case Studies: 

City of Burlington, VT – Developed the PlanBTV Walk Bike Plan in 2017. The City’s Department of 
Public Works and the Burlington Walk/Bike Council annually evaluate this plan to monitor 
progress. 

City of Winooski, VT – Is currently engaged with CCPRC in the development of its Walk Bike Plan. 
They have had success reaching underserved populations through a series of informal 
engagement efforts.  

 
27  New Accessibility Guidelines for Public Rights-of-Way | Vermont League of Cities and Towns (vlct.org) 

https://www.burlingtonvt.gov/plan/walkbike#:%7E:text=planBTV%3A%20Walk%2FBike%20identifies%20what,the%20city%20reach%20those%20goals.
https://www.ccrpcvt.org/our-work/transportation/current-projects/walk-bike/winooski-walk-bike-plan/
https://www.vlct.org/news/new-accessibility-guidelines-public-rights-way
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Burlington and Winooski, VT – Developed multi-modal transportation hubs within their 
respective downtowns, inclusive of CCTA transit stops, Carshare Vermont pods, and Bike Link™ 
secure bike lockers.  

City of Kingston, NY – With a population similar in size to South Burlington, developed a 
Pedestrian and Bicycle Master Plan that includes a fairly extensive set of potential treatments and 
their impacts as well as prioritized improvement projects. 

Other Resources: 

Chittenden County Active Transportation Plan Update - CCRPC 

Best Practices for Bicycle Master Planning and Design – Sacramento Transportation & Air Quality 
Collaborative 

Creating Walkable + Bikeable Communities – Ibpi and alta Planning + Design 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
Many open-ended responses identified more sidewalk/shared use path infrastructure, safer 
pedestrian crossings, and more lighting/snowplowing as improvements that would make it easier 
to walk to destinations; and more bike lanes/shared use path infrastructure as improvements that 
would make it easier to bike to destinations. 

From the Senior Center Focus Group: “Sidewalks are not friendly – ensure they are paved and 
smoothed so that they do not pose a trip hazard.” 

  

https://catmavt.org/news/multi-modal-transportation-hubs-winooski-and-burlington
https://ehq-production-us-california.s3.us-west-1.amazonaws.com/4edd7b1d209a2c91213256d17a54045957faea1d/original/1689005371/d4b1e662bd78736a19c11c51778ea177_Kingston_%28C%29_PBMP_Final_060623.pdf?X-Amz-Algorithm=AWS4-HMAC-SHA256&X-Amz-Credential=AKIA4KKNQAKICO37GBEP%2F20230713%2Fus-west-1%2Fs3%2Faws4_request&X-Amz-Date=20230713T165039Z&X-Amz-Expires=300&X-Amz-SignedHeaders=host&X-Amz-Signature=a6b358d3e9b0b8e1cd79324234dfe36fb988f9198c76e048e876eaf9672fa2b0
https://www.ccrpcvt.org/wp-content/uploads/2023/01/2022_12_16_CCRPC_ATP_FINAL_PLAN.pdf
https://nacto.org/wp-content/uploads/2011/03/Sacramento-Best-Practices-for-Bicycle-Master-Planning-and-Design-2005.pdf
https://ppms.trec.pdx.edu/media/project_files/IBPI%20Master%20Plan%20Handbook%20FINAL.pdf
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T.2.7 & T.2.13 TDM and Increase CATMA Membership  

Action T.2.7 & Action T.2.13: 

T.2.7 – Adopt a Transportation Demand Management requirement for 
development/redevelopment. Include incentives or requirements for multi-modal transportation 
or parking maximums where feasible, parking disincentives or other tools. Include bike share, car 
share, and supporting city policies. 

T.2.13 – Partner with Chittenden Area Transportation Management Association (CATMA) to 
increase membership among employers (City Government, Senior Center, School District, and 
large employers/collection of employers) in the City to reduce driving alone to work and 
encourage transit use through reduced fares, carpooling, telecommuting, and 
walking/biking/bike sharing, bike storage, and showers. Offer rewards for employees who do 
this.  

Planned Achievements: 

Engage and increase transportation demand management (TDM) practices, including joining 
CATMA’s network; Engage with sustainable TDM programming for existing and future 
businesses, employers, institutions, residential developments; Amended Land Development 
Regulations (LDRs) with Transportation Demand Management (TDM) requirements for new 
development or redevelopment. 

Lead Responsible City Organization: Planning & Zoning, Public Works 

Implementation Partners:  

CATMA, Go! Vermont, CarShare Vermont, Green Mountain Transit, Vermont Agency of 
Transportation (VTrans), Chittenden County Regional Planning Commission (CCPRC), South 
Burlington Business Association (SBBA), Bird Bikeshare, Local Motion, Vermont Clean Cities 
Coalition, Net Zero Vermont 

Implementation Timeline: 2023 to 2027 (5 Years) 

Relevant Cap Actions: T.2.1, T.2.3, T.2.5, T.2.7, T.2.8, T.2.9, T.2.19, GO3.1 

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  CCRPC Unified Planning Work Program (UPWP), 

Municipal Planning Grants, or Mobility and 
Transportation Innovation Grants; Traffic Impact 
Fees  

Estimated Costs (1 [Low] to 5 [High]):28 3 

 
28  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
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Level of Effort: 

Estimated Upfront Level of Effort (Hours/Week): Less than 8 
Estimated Ongoing Level of Effort (Hours/Week):  N/A 
External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 [Hard]):29 4 

Co-Benefits: 

› Economic Value  

› Living Affordability  

› Mobility/Accessibility Enhancement 

› Public Health 

Key Definitions:  

› Transportation Demand Management (TDM) – Strategies, initiatives, and/or incentives that  
encourage the use of alternatives to driving single occupancy vehicles, expanding the use of 
other modes and means of travel.  

› Transportation Management Association (TMA) – An organization that supports and 
promotes transportation demand management strategies, initiatives, and/or incentives by 
offering travel planning and services to partnering entities including employers.  

Key Implementation Steps: 

Step 1: Engage with Existing Businesses, Employers, Institutions, Residents (Phase 1: Voluntary TDM) 

A. Coordinate with CATMA, SBBA, and other employer, institutional, or residential networks to 
host educational workshops to educate and share information on the benefits of TDM, 
CATMA’s Transportation Coordinator Network (TCN), and value of CATMA membership. 
Consider establishing workshop host locations based on geography or interested core 
businesses. Leverage additional TDM services and resources such as Go! Vermont, CarShare 
Vermont, Bird Bikeshare, Local Motion Bike Library, Net Zero Vermont Walk to Shop Program, 
etc. Note that Local Motion provides assistance to public and private entities for bike parking 
siting and design. 

B. Encourage existing businesses, employers, institutions, and residential developments to 
designate a Transportation Coordinator and join CATMA’s TCN. This is currently a free 
program. Consider incentivizing involvement in the TCN with a targeted campaign, one-time 
raffle, or similar reward opportunity. 

 
29  For implementation complexity ratings: 1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External 

Capability), 4 (Multiple Barriers Exist or Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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C. Encourage existing businesses, employers, institutions, residential developments to audit their 
existing TDM strategies by completing CATMA’s Worksite Assessment and explore suitable 
effective TDM strategies for their employees, users, potential patrons, etc. This should include 
individual strategies and/or CATMA membership. Consider incentivizing involvement with a 
targeted campaign, one-time raffle, or similar reward opportunity. 

D. Identify incentives (e.g., raffles for new strategies) or other resources (e.g., discounted bike 
parking installation) that the City could support and offer to businesses, employers, and 
institutions engaged in voluntary TDM. Consider this as an ongoing service for regular, 
successful TDM programming including target setting, strategy deployment, monitoring, and 
evaluation. This could be done standalone or within TMA membership, but would require 
staff management for standalone. 

E. Consider leveraging traffic impact fees or other funding resources (e.g., metered parking) to 
offer discounted TMA memberships or scholarships. Ensure that the use of these funds for 
TDM purposes is transparent.  

F. Develop network of local businesses to sponsor rewards or raffle prizes for membership 
Reward Programs.  

Step 2: Develop TDM Requirements for New Development and Redevelopment (Phase 2: Required 
TDM) 

A. Amend LDRs to require TDM programming and/or equivalent services through TMA 
membership for new development and redevelopment.  

B. Develop a schedule of requirements based on project type, size, and location, with particular 
attention on proximity to transit access, bikeshare, bike facilities, and pedestrian facilities. 
Consider flexibility in TDM programming by developing a menu of applicable strategies 
acceptable to meet City standards and/or expectations so the approach can be right sized for 
the development’s particular needs.  

Step 3: Engage in TDM Program Plan Development (Phase 3: Expand TDM) 

A. Solicit proposals for the development of a city wide TDM Program Plan that sets in motion a 
community driven approach to TDM in South Burlington and encourages community 
ownership of resulting, recommended TDM policies and strategies for the City.  

B. The scope of the TDM Program Plan should consider engaging in the following elements: 

I. Review previous plans and studies and identify successes, deficiencies, and opportunities 
for TDM in South Burlington.  

II. Review best practices and identify relevant case studies, context appropriate examples, 
and measures of effectiveness. 

III. Engage with stakeholders including CATMA, developers, businesses, employers, 
institutions, residential developments, city staff, and the public. 

IV. Set community driven goals and objectives for TDM programming in South Burlington. 
V. Evaluate feasibility of various policies and strategies for South Burlington community. 

https://www.surveymonkey.com/r/CATMA_ETC_WorksiteAssessment
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VI. Draft recommendations to enact policies and strategies that detail implementation, 
identify program monitoring requirements, and evaluate based on criteria and/or 
targets. 

Step 4: Enact Policies and Implement Strategies Recommended from Study (Phase 4: Implement 
TDM) 

A. Depending on the outcomes of the study, enact policies and implement strategies to require 
TDM for a range of new developments, redevelopments, existing businesses, employers, 
institutions, and residential developments in South Burlington.  

B. It is anticipated that refinements to the short-term approaches in Phase 1 and Phase 2 will be 
recommended in Phase 3 and implemented in Phase 4.  

C. Develop an annual City-wide monitoring program to track progress towards goals and 
objectives identified in Phase 3. Leverage individual program monitoring requirements and 
coordinate with entities engaged in TDM programming (including through CATMA 
membership or voluntary programs) to inform metrics and performance.  

D. Leveraging outcomes and recommendations from the study in Step 3, identify and codify 
enforcement approach for TDM requirements.  

Opportunities for Innovation: 

› Driving Change, a policy guidance developed by CATMA for South Burlington in 2014, 
emphasized the importance of “language, buy-in, and management” as the three key policy 
elements for successful TDM programming. 

› Consider Transportation Coordinator cooperatives, where a group of businesses, employers, 
or residents in close proximity to one another could assign one coordinator for multiple 
entities. This could be advantageous for smaller businesses or employers that have limited 
staff capacity. The City could provide the framework for this by designating areas where 
entities can join cooperatives and template agreements on sharing the Transportation 
Coordinator role and responsibilities across entities.  

› There is a broad and expanding menu of practices that can enable increased TDM through 
financial incentives, programs, and services, including but not limited to subsidized transit, 
carpools and vanpools, telework, walking/biking, micromobility (carshare, bikeshare), bike 
parking, and showers.  

› Public/private partnerships can be leveraged to install active transportation infrastructure 
that provides access to its employment centers. The City could engage its largest employers 
in these types of projects.  

Focus on Equity: 

› TDM strategies encourage the use of alternatives to driving single occupancy vehicles, 
expanding the use of other modes and means of travel. This expansion of use provides 
critical mass to enable further investments in modes and means that serve residents and 
visitors with more sustainable and equitable transportation options. 

https://studiesandreports.ccrpcvt.org/wp-content/uploads/2017/01/SouthBurl_TDM_Report_CATMA_2014_Final.pdf
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› TDM practices available through a TMA or through TDM programming need to consider 
accessibility. For instance, Section 508 compliance can be a guidepost for entities in the 
development of materials and information sharing that are not necessarily mandated to 
comply (i.e., federal agencies). 

› As language diversity expands, TDM programming and partnering entities and agencies 
need to provide information and support across languages to eliminate language barriers to 
use. For instance, transit route and stop information needs to be simple and interpreted 
across languages with additional multilingual support and consistent messaging and/or 
symbology.  

Implementation Considerations: 

› TDM plan development is programmed to start in Fall 2023. 
› Consider a phased approach to TDM, as outlined above, where voluntary, required, 

expanded, and implemented TDM policies and strategies are adopted over time for South 
Burlington. 

› Engage with developers, employers, institutions, CATMA, South Burlington Business 
Association, the public, and other stakeholders early in the TDM program development 
process, but also consistently on a quarterly or semiannual basis to establish two-way 
communication on programming, successes, and challenges. 

› Consider waiver or credit schedules for assessing local traffic impact fees. Currently an 
approved TDM Plan can yield up to a 25% credit for the fee based on South Burlington 
Impact Fee Ordinance.  

› Leverage framework for TDM credits through Act 250 Permitting or Act 145 Impact Fee 
processes. Currently, the TDM adjustment for Act 250/Act 145 purposes is capped at 20% 
made up of a mix of various strategies with assigned percentage adjustments. In areas with 
existing transit, bike, and pedestrian facilities, the only eligible applicants must join a TMA or 
have an existing or planned TDM program. Updates to the Act 250 Program are anticipated 
with a Stakeholder Steering Committee currently conducting a legislative report and should 
be considered upon approval.  

› Expand eligible projects or programs to leverage traffic impact fees in support of multimodal 
capacity expansion and TDM, including infrastructure, equipment, and TDM programming 
(e.g., program incentives or membership subsidies) as well. 

› Consider both voluntary and mandatory aspects of TDM programming and the feasibility for 
developers, employers, businesses, and institutions. 

› Consider, and plan for, the demand TDM will place on other infrastructure including transit 
service, bike facilities, and pedestrian facilities.  

Case Studies: 

City of Burlington, VT – Has a TDM requirement embedded in Article 8: Parking of its 
Comprehensive Development Ordinance. A TDM program is required based on the type and size 
of development, such that development requires TDM programming as follows: 

› 10 or more dwelling units, non-residential or mixed use >8,000 sq ft, or 15,000 sq ft GFA 
require all provisions of TDM programming 

https://www.burlingtonvt.gov/sites/default/files/20230215%20ART08-Parking_1.pdf
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› Affordable projects containing 75% of dwelling units meeting or exceeding affordability 
criteria require outreach and education components of the provision and signed 
commitment to the City 

› 5 to 9 dwelling units the cost of parking is unbundled from the leases or deeds associated 
with the units. 

City of Winooski, VT – Is proposing to update its draft parking regulations with some TDM 
incentives. 

Other Resources 

TDM Guidance – VTrans 

South Burlington Impact Fee Ordinance 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about interest in utilizing CATMA, 22% indicated “Yes,” while 36% expressed that 
they were “Unsure” or “Not familiar with CATMA.” 

  

https://www.winooskivt.gov/AgendaCenter/ViewFile/Item/7989?fileID=11478
https://vtrans.vermont.gov/sites/aot/files/planning/documents/trafficresearch/VTrans%20TDM%20Guidance%20Feb%202017.pdf
http://sbvt-records.info/WebLink/DocView.aspx?id=308187&cr=1
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T.2.16 Invest in Public Transit 

Action T.2.16:  

Invest in Green Mountain Transit to increase transit ridership on existing routes, identify new 
routes, and increase frequency.  

Planned Achievements: 

Study for Improved and Expanded Public Transit Service  

Lead Responsible City Organization:  

Planning & Zoning 

Implementation Partners: 

Vermont Agency of Transportation (VTrans), Green Mountain Transit (GMT), Chittenden County 
Regional Planning Commission (CCRPC) 

Implementation Timeline: 2024 to 2030 (7 Years) 

Relevant Cap Actions: T.2.1, T.2.3, T.2.7, T.2.8, T.2.10, T.2.11, T.2.12, T.2.13, T.2.14 

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  State and Federal Transit Funds to GMT  
Estimated Costs (1 [Low] to 5 [High]):30 4 

Level of Effort: 

Estimated Upfront Level of Effort 
(Hours/Week): 

Less than 8 

Estimated Ongoing Level of Effort 
(Hours/Week):  

Less than 8 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]): 31 

3 

Co-Benefits: 

› Economic Value 

› Living Affordability  
› Equality, Equity, and Justice 

› Public Health 

› Mobility/Accessibility Enhancement 

 
30  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000)  
31  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps: 

Step 1: Working with CCPRC and GMT, as appropriate, prepare and implement a Public Transit 
Improvement and Expansion Study. 

A. Collect data on public transit ridership, routes, and schedules within the City.  

i. Analyze the data to identify areas within the City that have existing high ridership levels, 
where increased service (i.e., greater frequency and/or expanded hours) could yield 
additional riders, and areas with low ridership levels, where services could be reduced.  

ii. Identify emerging higher density residential and commercial/employment centers within 
the City that would benefit from increased service and/or potential new routes or stops. 

B. Using Origin-Destination data (e.g., ridership, mode split, transit transfers, first- and last-mile 
distances, travel duration by mode, and peak hours), evaluate GMT’s existing transit system 
for service gaps and inefficiencies, as well as opportunities to attract “choice riders” (i.e., 
individuals with access to personal vehicles). 

C. Conduct a rider survey and focus groups to better understand usage patterns, the appeal of 
service expansion(s), and ridership barriers.  

D. Based on the findings of Steps 1.A through 1.C, develop improvement and expansion options 
that not only include extended schedules, increased frequency, and potential new or modified 
routes, but also new modes of transportation (e.g., light rail and bus rapid transit). A focus of 
these options should be intra-city travel.  

E. Evaluate the improvement and expansion options based on potential ridership gains, VMT 
reduction potential, cost, wealth generation potential, and environmental impacts (among 
other factors). Prioritize them based on their relative performance as measured against these 
criteria. 

F. Obtain public input on the prioritized options and refine them, as necessary. 

G. Prepare an implementation plan for the refined options. This should include identifying 
implementation responsibilities, funding sources, and timelines.  

i. Engage GMT to explore and identify funding mechanisms (e.g., congestion fees, dynamic 
tolling) that would supply the system with additional revenue to support the expanded 
services in the City. In the process, explore regional collaborations, where applicable and 
appropriate.  

H. Implement the Public Transit Improvement and Expansion Study (i.e., secure funding, 
designing, and building new infrastructure, and launching new services). 

Step 2: Coordinate with GMT in monitoring system ridership for continuous improvement 
opportunities. 
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Opportunities for Innovation 

› Pair with the implementation of CAP Actions T.2.3 (Microtransit), T.2.8 (Higher Density Mixed 
Use Development), T.2.11 (Parking Maximums), T.2.12 (Walk Bike Plan), and T.2.13 (CATMA 
Membership). 

› Leverage the Public Transit Improvement and Expansion Study to explore the need and 
feasibility of a central transit center/mobility hub within the City’s transit overlay district or 
the distribution of mini hubs across the City. These hubs should be strategically located near 
large origin and destination centers and well connected to existing and planned walk/bike 
paths. 

› Giving transit prioritized signaling will reduce trips lengths, which would improve the 
competitiveness of transit compared to other modes of transportation. 

› The City should advocate to the Vermont Legislature for the implementation of funding 
alternatives identified in the CCRPC's Transit Financing Study.  

› Zero-emission buses (e.g., electric or hydrogen) are available and should be considered for 
new services as there are grants to assist with their purchase. Note that GMT’s Transit Asset 
Management Plan details replacement plans that transition its fleet to electric alternatives.  

• The City can support GMT’s fleet electrification through shared or dedicated EVSE 
accessible from the agency’s existing bus routes.  

• Vehicle-to-grid (V2G) charging stations could have electric buses send power back to the 
regional grid during times of peak power demand. 

› Encouraging GMT to provide regular updates to City leaders and residents on the progress 
of public transit improvements and expansion will improve accountability and transparency 
of this action’s implementation. 

Focus on Equity 

› Existing services likely focus on households with limited vehicle ownership and lower 
incomes (“captive” riders). Adding additional services to attract “choice” riders will need to be 
balanced against service improvements which improve equity for currently targeted 
populations. 

› Late-night and early morning service often has lower ridership, but can be important for 
certain workers. Limited service during these periods if aligned with major employers can be 
successful and improve overall mobility and equity. The same applies to weekend service.  

› GMT was fare free from March 2020, and through additional funding secured, will remain 
fare free until January 2024. Fares on South Burlington routes are expected to return in the 
future, and accordingly, the City should explore and advocate for funding that would 
eliminate such costs to riders.  

› Public engagements conducted in the development of the Public Transit Improvement and 
Expansion Study should include focus groups representing disadvantaged populations and 
follow the City’s upcoming “equity in planning” outreach toolkit. 

› Conduct education events for seniors to increase their understanding of the GMT system.  

› Consider providing hard copy route information to seniors and other populations with 
limited access to technology.  
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Implementation Considerations 

› The identified improvement and expansion options should be coordinated with GMT’s 
Microtransit Study as part of CAP Action T.2.3 to ensure no overlap of future service and to 
align funding requests. 

› Route and system reconfiguration can optimize service and allow for more effective 
deployment of transit resources. This may result in reduced geographic coverage but faster 
and more frequent service along key corridors and result in a net increase in ridership. 

› If a zero-emissions bus is desired, this will likely increase procurement time and costs though 
may result in operational savings. Additionally, refueling/recharging infrastructure and 
related costs must be considered when planning for such vehicles. Range must be carefully 
considered when designing the service as it can be lower than a traditional diesel or hybrid 
bus. 

› The rider survey and focus groups can help concentrate service improvements. For example, 
riders may want direct service or need service outside of the current service span. 
Additionally, for many riders, frequency is not as important as directness of route and having 
reliable real-time arrival information.  

› Route modifications are subject to GMT’s public participation plan (PPP) in addition to 
funding approval and related processes. New routes will also need to comply with GMT’s 
established service standards. 

› Route modifications and new routes should be done in conjunction to make sure changes 
are easily understood by the public. Consider tailoring these communications to target 
audiences, including both “captive” and “choice” riders.  

› Changes to span are most likely successful if they apply to multiple routes to reduce 
confusion about different span across different routes.  

› Public transit expansion may require GMT to hire additional drivers. A shortage of drivers 
may be a prevalent issue. South Burlington could play a role in driver recruitment and 
retention. 

› The provision of amenities at bus stops (e.g., shelters) can promote the use of public transit 
service. Such amenities may be necessitated by extreme weather conditions (e.g., urban 
heat).  

Case Studies: 

Green Mountain Transit – The NextGen Transit Plan sought to change public transportation 
across GMT’s service areas to make it more convenient and attractive. Improvement 
recommendations were identified, including for Chittenden County and South Burlington. 

Burlington and Winooski, VT – Developed multi-modal transportation hubs within their 
respective downtowns, inclusive of GMT transit stops, Carshare Vermont pods, and Bike Link™ 
secure bike lockers.  

https://ridegmt.com/wp-content/uploads/JuneBoardDraftRecommendations.pdf
https://catmavt.org/news/multi-modal-transportation-hubs-winooski-and-burlington
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Other Resources: 

Transit Financing Study – CCPRC 

Urban Transit Development Plan – Chittenden County Transportation Authority (Now GMT)  

2022-2026 Transit Asset Management Plan - GMT  

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When respondents were asked whether they would take public transportation for frequent trips if 
all their public transit concerns were addressed, only 47 percent indicated “Somewhat Likely” or 
“Very Likely”.  

From the Senior Center Focus Group: “[We] need more bus routes that connect to places within the 
City.” 

  

https://studiesandreports.ccrpcvt.org/wp-content/uploads/2021/12/Transit_Funding_Report_Dec2021.pdf
https://ridegmt.com/wp-content/uploads/CCTA_TDP_Final22.pdf
https://ridegmt.com/wp-content/uploads/GMT-2022-2026-TAM-Plan-1.pdf
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T.2.18 Reduce Travel Lanes 

Action T.2.18:  

Where feasible and safe, reduce travel lanes to accommodate bike lanes. 

Lead Responsible City Organization:  

Planning & Zoning, Public Works 

Implementation Partners:  

Vermont Agency of Transportation (VTrans), Chittenden County Regional Planning Commission 
(CCPRC), South Burlington Bicycle and Pedestrian Committee (SBBPC), Local Motion 

Implementation Timeline: See Action T.2.12 

Planned Achievements: Lane reduction or lane narrowing pilots or projects 

Relevant Cap Actions: T.2.1, T.2.4, T.2.5, T.2.7, T.2.8, T.2.12, T.2.15, T.2.16, T.2.17, T.2.18 

Funding: 

Operating or Capital Budget Requirements: Operating and Capital 
External Funding Sources:  CCRPC – Unified Planning Work Program; Agency of 

Commerce and Community Development - Municipal 
Planning Grant Program 

Estimated Costs (1 [Low] to 5 [High]):32 1 – Short-term Demonstration Projects 
4 – Long-term Implementation Projects 

Level of Effort: 

Estimated Upfront Level of Effort 
(Hours/Week): 

Accounted for Under Action T.2.12  

Estimated Ongoing Level of Effort 
(Hours/Week):  

Accounted for Under Action T.2.12 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):33 

3 

Co-Benefits: 

› Equality, Equity, and Justice 

› Mobility/Accessibility Enhancement 

› Public Health 

› Public Safety 

 
32  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000)  
33  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps: 

Step 1: Establish a Project Purpose and Need. 

A. The purpose and need should clearly identify the objectives of the project. Foundational 
assumptions of this purpose and need should include: 1) that vehicle congestion is not a 
limiting factor in the determination of lane reduction and/or lane narrowing projects, and 2) 
that bike lanes installed as part of lane narrowing/reduction projects should strive to provide 
adequate vertical/buffered protection be provided to create accessibility for all.  

Step 2: Identify and inventory candidate roadways for lane reduction and/or lane narrowing. 

A. Primary screening should focus on roadways with existing four-lane (or more) cross-sections, 
as shown in the table below, that could be candidates for lane reduction. Gather data on 
existing conditions including roadway widths, lane widths, vehicular and bicycle volumes, and 
vehicle speeds, etc.  

Roadway Segment 2019 AADT 2021 AADT 
Williston Road Spear Street to Exit 14 44,556 41,089 
Williston Road Exit 14 to White Street 30,032 27,707 
Williston Road White Street to Hinesburg Road 24,529 22,620 
Kennedy Drive Hinesburg Road to Williston Road 12,759 12,273 
Kennedy Drive Dorset Street to Hinesburg Road 16,799 15,499 
Dorset Street Kennedy Drive to Market Street 14,211 13,111 
Dorset Street Market Street to Williston Road 23,552 21,728 
Shelburne Road* South of IDX Drive 26,734 25,606 
Shelburne Road* IDX Drive to Laurel Hill Drive 34,641 31,960 
Shelburne Road* Laurel Hill Drive to Swift Street 38,277 35,298 

* State Highway 
 

B. Secondary screening should focus on existing roadway widths that could be adaptively 
repurposed through lane narrowing and bike lane or other edge line striping (e.g., shoulders 
or advisory lanes).  

C. Tertiary screening should focus on intersections, particularly those with auxiliary lane 
configurations, which could be candidates for improved bike or pedestrian facility 
connections through adaptively repurposed turn lanes or pavement widths. Gather data on 
existing conditions including lane configuration, lane widths, turning radii, volumes (vehicular, 
bicycle, and pedestrian), and intersection control (signal timing/phasing, stop conditions, etc.).  

Step 3: Evaluate feasibility of lane reduction and/or lane narrowing. 

A. For the primary screening, traffic analysis should be conducted with a focus on the 
throughput, metering, and intersection capacity limitations. For roadways with less than 
15,000 vehicles per day (vpd), consider signal retiming and other possible adjustments as part 
of traffic analysis. For roadways with greater than 15,000 vpd, conduct a corridor analysis to 
further assess potential adjustments or improvements to be made in conjunction with the 
lane reduction.  
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B. For the secondary screening, inventory pavement widths and lane widths starting with 
arterials and collectors. Compare to allowable lane widths and necessary pedestrian and bike 
accommodations based on the Land Development Regulations (LDRs) Article 11A: Street 
Typologies, which are moving to the soon-to-be published Department of Public Works’ 
Standards and Specifications (no change from currents LDRs). Use the inventory to identify 
lane width reduction and edge line or bike lane striping opportunities. 

C. For the tertiary screening, evaluate intersection capacity and design vehicle limitations 
associated with reconfiguration and repurposing of intersection geometry and existing 
pavement widths. For locations with auxiliary lanes, right turn slip lanes, or other 
configurations (e.g., jug handle), screening level evaluations should focus on capacity and 
design vehicle implications of lane reduction or removal. Project teams should also assess 
opportunities for quick builds, where street space is realigned or reassigned with painting or 
object installations.  

Step 4: Prioritize projects. 

A. Coordinate with the implementation of CAP Action T.2.12 (Walk Bike Plan) to identify priority 
locations for lane reduction or lane narrowing based on needs identified in the plan 
development. Focus on the City Center, as well as areas that lack safe walk/bike 
accommodations to connect between neighborhoods and to/from key destinations (e.g., 
schools, parks, services, dense housing or mixed-use areas, etc.). 

B. Cross reference with planned asset management and maintenance activities to identify 
opportunities for coordination/harmonization with repaving/restriping. 

C. Identify opportunities for pilot projects and/or educational demonstrations. 

Step 5: Implement priority pilot projects and program projects according to 
prioritization/harmonization. 

A. Implement priority pilot projects in coordination with Public Works.  

B. Program lane narrowing and lane reduction projects as part of capital plan development.  

Opportunities for Innovation: 

› Coordinate with other construction activities or repaving projects for project harmonization.  
› Consider pilot projects as an avenue to demonstrate lane reduction and collect data to 

support feasibility.  

› Coordinate with yearly road re-striping for lane narrowing efforts as this is an existing 
budget line item. 



Transportation Implementation Plan  

 

 63 Transportation Action Implementation Plans 

Focus on Equity: 

› The reallocation of right-of-way to dedicate space to uses other than driving makes for a 
more equitable transportation system that can better serve younger and older community 
members, zero car households, low-income households, and others. Ensure that such spaces 
are designed to accommodate all types of modes (pedestrian, bicyclist, scooter) and users 
(e.g., kids, older adults, persons with physical impairments, etc.) 

› Prioritize lane reduction and lane narrowing connecting to neighborhoods that lack safe and 
comfortable walk, bike, and roll accommodations. 

Implementation Considerations: 

› Consider collecting new traffic volume data to inform the base condition and future 
projections based on post-pandemic (COVID-19) travel activity. 

› Leverage existing planning and corridor studies, like the Williston Road Network 
Transportation Study Phase I and Phase II. 

› Foster community buy-in through educational opportunities, safety metrics, pilot projects, 
and other outreach. 

› Coordinate with the implementation of CAP Action T.2.12 (Walk Bike Plan) to identify and 
prioritize lane reductions that could address gaps in walking/biking network connectivity. 

› Class 1 Town Highway Reclassification may be one avenue to pursue when considering the 
range of possible treatments to the candidate corridors. Shelburne Road (US 7) is state-
owned and operated, whereas a large portion of Williston Road (US 2) is Class 1 Town 
Highway.  

› Revisit Land Development Regulations to consider Citywide policy to limit lane expansion on 
“Avenue” street typologies, which allow for 2 to 4 lane configurations. 

› Where appropriate, consider traffic calming measures (e.g., installing bumps outs) as 
enhancements or alternatives to lane reduction projects, particularly in the City’s older 
neighborhoods with wider streets.  

› The removal of pavement through lane reductions can benefit natural resources through the 
removal of impervious surfaces as well as the City’s operating budget, for example, through 
lower maintenance and paving costs. 

› Lane reductions can take place with or without moving curbs. When curbs are moved, there 
is an opportunity to invest in the streetscape to transform the character of the area and to 
consider undergrounding overhead utilities. These actions could be considered as phases of 
long-term projects. 

Case Studies: 

Colchester Avenue, Burlington, VT – The Colchester Avenue Complete Street Demonstration 
Project saw the conversion of a four-lane cross-section to a three-lane cross section with bike 
lanes and dedicated turn or shared left turn lanes. This enabled the repurposing of the curb-to-
curb width and additional accommodations like safe midblock crossing installations. 

North Avenue, Burlington, VT – The North Avenue Pilot Project saw the reconfiguration of 4-lane 
segments to 3 lanes, as well as the installation of bike lanes and other changes to enhance safety 
for pedestrians, bicyclists, and motorists.  

https://www.ccrpcvt.org/wp-content/uploads/2018/08/Phase-1-Final-Report.pdf
https://www.ccrpcvt.org/wp-content/uploads/2018/12/WillistonRoadNetworkTransportationPlan20171116.pdf
https://www.burlingtonvt.gov/sites/default/files/DPW/COLCHESTERAVENUE-Dec2011-FinalPlan.pdf
https://www.burlingtonvt.gov/DPW/North-Avenue-Pilot-Project
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Williston Road, South Burlington, VT – The section of Williston Road from Cottage Grove Ave to 
Milham Court was reduced from 4 vehicular lanes to 2 lanes, 2 bike lanes, and a center turn lane 
(except at the Hinesburg Road and Kennedy Drive intersections) in the early 2010s. In 2023, the 
City constructed a mid-block pedestrian crossing with refuge islands to connect the Chamberlin 
and Mayfair Park neighborhoods. Internal coordination with the managers of these projects 
should be conducted to obtain any lessons learned. 

Nickerson Street, Seattle, WA – This project entailed the reconfiguration of a 4-lane corridor with 
parking stalls on both sides into a corridor with single travel lanes in each direction, shared left 
turn lane, bicycle lanes, and retention of parking stalls. The project enabled strategic curb bulb 
outs and pedestrian refuge islands in order to retain midblock crossings that were, by policy, 
being removed from 4-lane roadways due to safety concerns. 

Indianapolis Cultural Trail, Indianapolis, IN – This lane reduction project entailed reconfiguration 
of 5 and 6 lane cross sections and reduction of lane widths in downtown Indianapolis to enable 
the addition of an 8-mile, separated walking and biking facility. The space gained within the right 
of way was reallocated to curb, treebelt, and/or parking separated trail facilities. Though these 
trail facilities were shared in most places, with the space reallocation separate biking and walking 
facilities were incorporated into the design in some locations.  

C Street NE, Washington, D.C. – A project along C Street NE in Washington, D.C. re-envisioned 
the corridor from a median separated 5-lane travel way with bike lanes and parking on both 
sides to a multimodal complete street with 3 travel lanes, sidewalk level, separated bike facilities, 
enhanced bus transit stops, and significant streetscape improvements. 

U.S. Department of Transportation (U.S. DOT), Federal Highway Administration (FHWA) – 
Compiled road diet case studies across the U.S. 

Other Resources: 

Road Diets – U.S. Department of Transportation, Federal Highway Administration 

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
When asked about reducing the number of travel lanes to accommodate bikes, a majority of 
responses expressed concerns or apprehension about reducing vehicular travel lanes, with 36% 
expressing no concerns. 

  

https://www.pedbikeinfo.org/examples/example_details.cfm?id=4778
https://www.fhwa.dot.gov/ipd/project_profiles/in_indianapolis_cultural_trail.aspx
https://projects.ddot.dc.gov/documents/DCGIS::c-street-ne-implementation-project/explore
https://safety.fhwa.dot.gov/road_diets/case_studies/roaddiet_cs.pdf
https://safety.fhwa.dot.gov/road_diets/resources/pdf/fhwasa17021.pdf
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T.2.19 Park and Ride 

Action T.2.19: 

Establish Park & Ride / carpool lots to connect with public transportation, (e.g., I-189 Exit, 
Chittenden County Park and Ride Plan). Identify synergies with I-89 Corridor Project. 

Planned Achievement(s): 

New park and ride and/or intercept facilities within South Burlington 

Lead Responsible City Organization: Planning & Zoning, Public Works 

Implementation Partners: Vermont Agency of Transportation (VTrans), Chittenden County 
Regional Planning Commission (CCRPC), Green Mountain Transit (GMT), Potentially Private Parcel 
Owners 

Implementation Timeline: 2025 to 2030 (6 Years) 

Relevant Cap Actions: T.1.3, T.1.6, T.2.4, T.2.7, T2.12, T.2.13, T.2.14, T.2.16, T.2.17, T.2.18, GO.3.1 

Funding: 

Operating or Capital Budget Requirements: Operating 
External Funding Sources:  CCRPC – Unified Planning Work Program (UPWP); 

VTrans - Municipal Park and Ride Grant Program, 
Agency of Commerce and Community Development 
– Municipal Planning Grant Program 

Estimated Costs (1 [Low] to 5 [High]):34 5 

Level of Effort: 

Estimated Upfront Level of Effort (Hours/Week): Less than 8 
Estimated Ongoing Level of Effort 
(Hours/Week):  

Less than 8 

External Technical Support Required: Yes 
Implementation Complexity (1 [Easy] to 5 
[Hard]):35 

3 

Co-Benefits:  

› Economic Value 

› Living Affordability 

› Public Health 

 
34  For cost ratings: 1 (Less than $100,000), 2 ($100,000 to $500,000), 3 ($500,000 to $1,000,000), 4 ($1,000,000 to $5,000,000), 5 (Greater 

than $5,000,000) 
35  1 (Easy - No Barriers), 2 (Some Difficulty – Internal Capability), 3 (Some Difficulty – External Capability), 4 (Multiple Barriers Exist or 

Dependent on Third-Parties), 5 (Regulatory or Other Highly Challenging Barriers Present) 
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Key Implementation Steps 

Step 1: Conduct a feasibility study to further site and scope potential locations for park and ride 
and/or intercept facilities in South Burlington. 

A. Locations identified in the 2022 Chittenden County Park and Ride Plan should be the focal 
areas for study, including the US-2 / Williston Road corridor north of the I-89 Exit 14 
interchange and US-7 / Shelburne Road corridor south of the I-189 interchange. 

B. For I-89 Exit 14 at US-2 / Williston Road, it has been over a decade since the Exit 14 
Intermodal Facility scoping process declined to select a preferred alternative. Refinements to 
the scoping to meet current purpose and need should be pursued. 

C. For US-7 / Shelburne Road, site feasibility and scoping should be pursued to develop purpose 
and need, identify criteria for selection, conduct analysis to identify suitable sites, assess 
feasibility of sites, evaluate alternatives, identify a preferred alternative, and develop a 
conceptual design. 

Step 2: Pursue public/private partnership and/or VTrans Municipal Park and Ride Grant Program 
funds to support design and construction. 

Step 3: Issue Request for Proposals for the design and bids for the construction of park and ride 
facility(ies). 

Opportunities for Innovation: 

› Given the park and rides could serve South Burlington residents connecting to multimodal 
transportation options, transit connections, carpooling, or ridesharing, as well as serve as 
intercept facilities for those connecting to destinations in South Burlington or neighboring 
Burlington (e.g., from Bristol, Hinesburg, Charlotte, and Shelburne), considerations for 
multimodal and transit connections should be prioritized.  

› Co-locating park and rides with destinations, such as grocery stores or other services with 
surface lots, could improve user convenience. 

› Coordinate with GMT to serve these locations with existing, fixed route services while 
exploring options to serve with more frequency and flexibility through on-demand transit 
services. 

› The 2022 Chittenden County Park and Ride Plan notes the opportunity for electric vehicle 
(EV) charging at new and existing facilities. Currently, the state is not installing EV charging 
equipment at new or upgraded state facilities as they are unable to assess fees for charging. 
The implementation of this action should be coordinated with CAP Actions T.1.3 (EV 
Adoption) and T.1.6 (EV Carshare). 

› Other emerging technologies, like e-bikes, should be carefully considered in the siting and 
design of new intercept or park and ride facilities. 

› Consider sustainability in design by limiting impervious surfaces in stormwater management, 
collocating with solar canopy projects to produce energy, or mitigating heat island effects 
through landscaping. 
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Focus on Equity 

› Park and ride and intercept facilities provide an opportunity for accessing transportation 
options regardless of proximal access at home, work, or other destination locations, creating 
more equitable access to transportation choices to more of the population. 

› Park and ride lots can be offered as a free amenity. If parking fees are to be collected, the 
City should consider offering a discounted fee for qualifying low-income earners. 

› Park and ride lots can minimize the usage, and therefore the costs, of vehicle ownership. This 
enables low-income earners to redirect monies to other household needs.  

Implementation Considerations 

› The feasibility study that identifies and evaluates potential locations for new park and ride 
and/or intercept facilities in South Burlington should consider the travel patterns of South 
Burlington residents as well as those traveling into the City. For example, many travelers to 
South Burlington originate from Bristol, Hinesburg, Charlotte, and Shelburne. 

› The park and ride grant program enables municipalities to establish park and rides on 
municipally owned or leased land. These park and rides are included in the state inventory 
and display signage consistent with the broader park and ride system. 

› Coordinate with GMT to enable connection to transit. Assess with GMT the transit access and 
circulation needs at each potential site. 

› As potential hubs of multimodal connection, consider infrastructure and amenities, such as 
dedicated bike and pedestrian network connections, transit service connections, bike 
parking, e-bike charging, transit shelters, etc. in the site feasibility and conceptual design 
phases. Depending on scale, comfort amenities such as restrooms or vending machines may 
be considered. 

› Consider collocating with land uses needed in the surrounding community. Refer to CAP 
Action 2.8 (Higher Density Development). 

› Coordinate with the Chittenden County Transportation Demand Management planning 
effort to align with TDM targets identified in the I-89 2050 Study, including tripling transit 
services and improving frequency. 

Case Studies: 

Burlington, VT – Supported by CCRPC, the City of Burlington is currently conducting a feasibility 
study of a multimodal intercept facility in the South End of Burlington 

Kitsap Transit – Conducted a feasibility study of a new park and ride facility along SR 16 using 
multilayer screening methods to identify a recommended site and conceptual design. 

Charlotte, VT – Conducted a Park and Ride feasibility study in collaboration with CCRPC to 
identify a new site along the US 7 corridor.  

Portland, OR – Details parking maximum requirements by zone in City Code Chapter 33.266 “to 
promote alternative forms of transportation, to promote efficient use of land and to protect air 
and water quality.” 

https://www.ccrpcvt.org/our-work/transportation/current-projects/scoping/burlington-south-end-multimodal-center-feasibility-study/
https://www.kitsaptransit.com/uploads/pdf/planning/2020-10-06presentation-sr16parkridestudy.pdf
https://studiesandreports.ccrpcvt.org/wp-content/uploads/2017/09/Charlotte-Park-and-Ride-Final-20170424.pdf
https://www.portland.gov/bds/zoning-land-use/zoning-code-overview/parking-requirements
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Other Resources: 

2022 Chittenden County Park and Ride Plan - CCRPC 

2011 Chittenden County Park-and-Ride & Intercept Facility Plan - CCRPC 

Decision-Making Toolbox to Plan and Manage Park-and-Ride Facilities for Public Transportation: 
Guidebook on Planning and Managing Park-and-Ride – National Academies of Sciences, 
Engineering, and Medicine  

 

From the South Burlington Climate Action Plan – Transportation Implementation Questionnaire: 
Although only 4% indicated they use a park and ride when they carpool, 23% offered locations in 
South Burlington where they would use a park and ride, including near I-89 Exit 14 and Shelburne 
Road near I-189. 

 

https://studiesandreports.ccrpcvt.org/wp-content/uploads/2022/09/Park__Ride_Plan_Update_2022_final-1.pdf
https://www.ccrpcvt.org/wp-content/uploads/2016/01/Parknride_InterceptFacility_FinalPlan_20110615.pdf
https://nap.nationalacademies.org/catalog/24770/decision-making-toolbox-to-plan-and-manage-park-and-ride-facilities-for-public-transportation-guidebook-on-planning-and-managing-park-and-ride
https://nap.nationalacademies.org/catalog/24770/decision-making-toolbox-to-plan-and-manage-park-and-ride-facilities-for-public-transportation-guidebook-on-planning-and-managing-park-and-ride
https://nap.nationalacademies.org/catalog/24770/decision-making-toolbox-to-plan-and-manage-park-and-ride-facilities-for-public-transportation-guidebook-on-planning-and-managing-park-and-ride
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Supporting Actions 
Table 3-2 Transportation Sector Implementation Plan – Supporting Actions, Reduce Vehicle Miles Traveled (VMT) 

 

  
Pathway 2030 Target Identifier Description Key Supporting Actions 

Lead 
Department Partners 

Connected 
High Impact 
Actions 

Estimated 
Costs1 Complexity2 Timeframe 

Average 
Estimated 

Weekly Staff 
Hours 

T.2: Reduce  
Vehicle Miles  
Traveled (VMT) 

Reduce vehicle  
miles traveled by 
2.5% annually to  
reduce emissions  
by 19%  
Plan for compact  
high density to  
reduce emissions  
by 4% 

T.2.1 Work with the school district to 
develop a policy for discouraging 
driving to school (disincentives) and 
encouraging students to ride the bus, 
bike, or walk to reduce single 
occupancy driving to school. 

1. Identify a School District champion for 
developing policies and procedures. 

2. Conduct school transportation studies 
and outreach to identify safety issues 
and barriers to access. Incorporate 
findings into Walk Bike Master Plan 
priorities.  

3. Develop and distribute educational 
materials to students and families. 

4. Track mode share for students and staff. 
5. Develop incentive program for walk, 

bike, and bus use. 

Planning & 
Zoning 

› School District  
› Safe Routes to 

School  
› Local Motion 
› Bicycle & Pedestrian 

Committee 

T.2.8, T.2.12, 
T.2.16, T.2.18 

1 3 2024 to 2025 
(2 Years) 

Less than 8 

T.2.2 Create policy to reduce duplication of 
service from solid waste haulers. 
Include enforcement mechanism. 

1. In collaboration with solid waste haulers, 
develop routes for efficiency. 

2. In coordination with homeowner 
associations and/or developers, 
encourage contracting with single 
provider for efficiency. 

3. Identify mechanism for enforcement 
and/or incentive to utilize most efficient 
route(s). 

4. Encourage electrification of solid waste 
hauler equipment. 

Public Works › Planning & Zoning 
› Solid Waste Haulers 

(Myers, Casella, 
Gauthier, etc.) 

› Vermont Clean Cities 
Coalition 

N/A 1 4 2026 to 2028 
(3 Years) 

Less than 8 

1      Cost estimates were assessed across the following five ranges: (1) Less than $100,000, (2) $100,000 to $500,000, (3) $500,000 to $1,000,000, (4) $1,000,000 to $5,000,000, and (5) Greater than $5,000,000.  
2      Implementation complexity was assessed across the following five ranges: (1) Easy - No Barriers, (2) Some Difficulty – Internal Capability, (3) Some Difficulty – External Capability, (4) Multiple Barriers Exist or Dependent on Third-Parties, and (5) Regulatory or Other Highly Challenging Barriers Present. 
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Table 3-2 Transportation Sector Implementation Plan – Supporting Actions, Reduce Vehicle Miles Traveled (VMT) (Continued) 

 

  
Pathway 2030 Target Identifier Description Key Supporting Actions 

Lead 
Department Partners 

Connected 
High Impact 
Actions 

Estimated 
Costs1 Complexity2 Timeframe 

Average 
Estimated 

Weekly Staff 
Hours 

T.2: Reduce  
Vehicle Miles  
Traveled 
(VMT) (Cont.) 

Reduce vehicle  
miles traveled by 
2.5% annually to  
reduce 
emissions  
by 19%  
Plan for 
compact  
high density to  
reduce 
emissions  
by 4% (Cont.) 

T.2.4 Maintain existing bike/ped 
infrastructure used for 
transportation purposes including 
snow removal to ensure it can be 
utilized during all seasons. 

1. Set annual targets for number of 
feet of sidewalk replaced, number of 
feet of bike lanes restriped, and 
number of feet of crosswalks 
restriped. 

2. Develop policy and standard 
operating procedure for prioritizing 
snow and ice control of sidewalks, 
multi-use paths, bike lanes.  

3. Adopt and promote maintenance 
policies. 

Public Works › Planning & Zoning 
› Bicycle & Pedestrian 

Committee 

T.2.12, 
T.2.13, T.2.18 

2 2 2023 to 
2030 

(8 Years) 

40 to 80 

T.2.5 Work with the School District and 
Safe to Routes to School to adopt 
a policy to encourage more 
biking/walking to school. 

1. Conduct school transportation 
studies and outreach to identify 
safety issues and barriers to access. 
Can be combined with T.2.1, Step 2. 

2. Develop mechanism for 
incorporating projects, with priority, 
into the Walk Bike Master Plan. 

Planning & 
Zoning 

› School District  
› Safe Routes to 

School  
› Local Motion 
› Bicycle & Pedestrian 

Committee 

T.2.8, T.2.12, 
T.2.18 

1 1 2024 to 
2025 

(2 Years) 

Less than 8 

T.2.6 Foster basic services to exist 
within ½ mile of neighborhoods. 

Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development). 

T.2.7 Adopt a Transportation Demand 
Management (TDM) requirement 
for development/ redevelopment. 
Include incentives or requirements 
for multi-modal transportation or 
parking maximums where 
feasible, parking disincentives or 
other tools. Include bike share, car 
share, and supporting city 
policies. 

Implement as part of CAP Action T.2.13 (TDM Requirement and Increase CATMA Membership). 

T.2.9 Create higher density housing to 
minimize vehicles miles traveled 
from employees commuting to 
South Burlington by creating 
denser housing in the transit 
overlay  
district. 

Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development). 

1      Cost estimates were assessed across the following five ranges: (1) Less than $100,000, (2) $100,000 to $500,000, (3) $500,000 to $1,000,000, (4) $1,000,000 to $5,000,000, and (5) Greater than $5,000,000.  
2      Implementation complexity was assessed across the following five ranges: (1) Easy - No Barriers, (2) Some Difficulty – Internal Capability, (3) Some Difficulty – External Capability, (4) Multiple Barriers Exist or Dependent on Third-Parties, and (5) Regulatory or Other Highly Challenging Barriers Present. 
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Table 3-2 Transportation Sector Implementation Plan – Supporting Actions, Reduce Vehicle Miles Traveled (VMT) (Continued) 

Pathway 2030 Target Identifier Description Key Supporting Actions 
Lead 
Department Partners 

Connected 
High Impact 
Actions 

Estimated 
Costs1 Complexity2 Timeframe 

Average 
Estimated 

Weekly Staff 
Hours 

T.2: Reduce  
Vehicle Miles  
Traveled 
(VMT) (Cont.) 

Reduce vehicle  
miles traveled by 
2.5% annually to  
reduce emissions  
by 19%  
Plan for compact  
high density to  
reduce emissions  
by 4% (Cont.) 

T.2.10 Decrease pressure to build on 
undeveloped land, encourage 
conversion of existing  
single family homes to multi-family 
homes and renovations to add 
studios or one-bedroom apartments 
to existing homes. Prioritize use of 
this new housing for long-term 
rentals over short-term rentals. 

Implement as part of CAP Action T.2.8 (Higher Density Mixed-Use Development). 

T.2.14 Survey residents on approaches for 
encouraging bus ridership. 
Approaches could include advocating 
for free ridership.  

Implement as part of CAP Action T.2.16 (Public Transit). 

T.2.15 City events reinforce transportation 
goals, such as Open Streets event 
(perhaps closing northbound lane of 
Dorset Street and/or Market Street) 
or showcase bike path with an  
annual event (marathon/half 
marathon/5k)
. 

1. Develop and/or adapt relevant 
educational programming and materials 
for use at standalone events or as part 
of other City-sponsored events.  

2. Identify and plan a series of short-term 
(e.g., tied to project demonstrations) 
and recurring (e.g., annual open streets 
events) events.  

3. Inventory all City-sponsored events and 
ascertain the appropriateness of 
integrating materials on the CAP’s 
transportation goals and objectives. 

4. Continuously update the programming 
and materials as the context around the 
subject matter changes, for example, as 
relevant technologies mature. 

Planning & 
Zoning 

› Public Works 
› Recreation & Parks 

Department 
› Vermont Energy 

Education Program 
› Drive Electric 

Vermont 
› Local Motion 
› Go! Vermont 
› Bicycle & Pedestrian 

Committee 
› Recreation 

Committee 

T.1.1, T.1.2, 
T.1.3, T.2.3, 
T.2.11, T.2.12, 
T.2.13, T.2.16, 
T.2.18, T.2.19 

1 2 2023 to 
2030 

(8 Years) 

Less than 8 

T.2.17 Increase bike/ped infrastructure 
(routes, bike parking, signage, and 
striping) city wide to connect all 
neighborhoods in South Burlington 
and to adjacent communities in 
support of a Walk Bike Master Plan. 

Implement as part of CAP Action T.2.12 (Walk Bike Plan). 

1      Cost estimates were assessed across the following five ranges: (1) Less than $100,000, (2) $100,000 to $500,000, (3) $500,000 to $1,000,000, (4) $1,000,000 to $5,000,000, and (5) Greater than $5,000,000.  
2      Implementation complexity was assessed across the following five ranges: (1) Easy - No Barriers, (2) Some Difficulty – Internal Capability, (3) Some Difficulty – External Capability, (4) Multiple Barriers Exist or Dependent on Third-Parties, and (5) Regulatory or Other Highly Challenging Barriers Present. 
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Appendix A 
Community Questionnaire: Results Summary 
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110 West Canal Street, Suite 202 
Winooski, VT 05404-2109 
802-846-4490 
www.ccrpcvt.org  

   
MEMORANDUM 
 

TO:   The City of South Burlington 

FROM:   Marshall Distel, Senior Transportation Planner, CCRPC 

DATE:   May 15, 2023 

RE:   South Burlington Climate Action Plan: Transportation Implementation Questionnaire 

____________________________________________________________________________________ 
 

There were 269 responses to the Climate Action Plan Transportation Questionnaire. CCRPC 
analyzed the results to evaluate opportunities and initiatives that should be considered when 
assembling the Implementation Plan for Transportation and Land Use. The survey analysis 
focused on the following key themes: CATMA, Land Use, Public Transportation, Carpooling, 
Active Transportation, Electric Vehicles and Demographics.  

CATMA 
 

Only 36 survey participants specified that their employer participates in CATMA or another type 
of employer-sponsored transportation program, while 141 indicated “No” or “Unsure” to the 
question. Partnering with CATMA could help to expand knowledge of sustainable 
transportation solutions for South Burlington’s workforce. However, the effectiveness of these 
programs depends on various factors, such as the location and accessibility of the workplace 
and the availability of public transit and other sustainable forms of transportation.  
 
When asked about interest in utilizing CATMA, 48 (22%) indicated “Yes,” while 77 (36%) 
expressed that they were “Unsure” or “Not familiar with CATMA.” The lack of awareness with 
CATMA suggests that more workforce/employer outreach to convey the availability of existing 
transportation resources may be beneficial. Onlogic followed by Beta Technologies were the 
top two employers referenced in terms of interest in utilizing CATMA. There were 91 (42%) 
responses that suggested no interest in utilizing CATMA.  

Land Use 
 
When asked about interest in living in a compact neighborhood with a mix of different forms of 
housing and services within walking distance, 154 (58%) indicated that they are interested in 
living in this type of neighborhood, or already live in one. It should be noted that the perception 
of a “compact neighborhood” could vary significantly among survey respondents. While a brief 
description was provided, a visual depiction would have been valuable to convey the 
characteristics of a “compact neighborhood.” 
 
Given that compact land use is one of the most impactful factors for combatting climate change 
by reducing vehicle miles traveled and cutting energy use in the transportation sector, there 



 

 

may be an opportunity for educational outreach to highlight the additional benefits of compact 
land use (Reduced Car Dependence, Energy Efficiency, Community Health, Enhanced Equity, 
Preserving Natural Resources, etc). While combatting climate change is an important factor to 
promote compact neighborhoods, there are many other benefits that are often overlooked, or 
not well understood by the public.  
 
When asked about factors that would make individuals consider living in a mixed-use, high-
density neighborhood, 156 (78%) of the 200 open-ended responses suggested that certain 
factors could influence them to consider living in these types of neighborhoods. Top factors 
include the following: increased housing affordability, more opportunities for walking and 
biking, greater accessibility to green space, amenities and other services.   

Public Transportation 
 

If all public transit-related considerations were addressed, 124 (47%) indicated that they would 
be “Somewhat Likely” or “Very Likely” to take the bus for frequent trips. Operating Schedule, 
Route Options, Access to a bus stop, and Convenience were rated equally as “Very Important” 
factors for public transit. Personal Safety and Health Concerns were listed as the least 
important factors considered. Stop Frequency was also a lesser valued factor. There were 107 
(41%) responses stating that if all factors were addressed, they would still be “Somewhat 
Unlikely” or “Very Unlikely” to take the bus. There were 239 (90%) survey responses stating the 
public transit is “Rarely” or “Never” used compared to just 28 (10%) stating that public transit is 
“sometimes” or “often” used. No SSTA users completed this survey.  
 
Given the low population densities outside the realm of the Shelburne Road, Williston Rd and 
Dorset Street corridors, South Burlington may also want to consider investigating alternative 
transit options, such as on-demand or flexible route services, that can be tailored to the needs 
of the community and provide more efficient service with lower costs.   

Carpooling 
 
As a major employment center in the region, a smaller portion of South Burlington residents 
have lengthy commutes compared to other more rural regions in Vermont. Individuals with 
lengthy commutes are more likely to seek out opportunities to carpool. Shorter commuting 
trips in South Burlington may be a reason that the majority of survey respondents indicated 
that they “Rarely” or “Never” carpool, with only 8 (3%) selecting that they carpool “Often.” 
While the Go!Vermont website (https://www.connectingcommuters.org/) has been heavily 
promoted by VTrans, no survey respondents indicated that they used any online platform to 
find carpoolers. Top reasons for not carpooling include: lack of flexibility, inconvenience, 
differing work schedules. The vast majority of survey respondents indicated that they do not 
use a park and ride when carpooling.  When asked about locations for park and rides in South 
Burlington, the most frequently referenced areas included near Exit 14 and along Shelburne Rd 

https://www.connectingcommuters.org/


 

 

near I-189, both of these locations are recommended as proposed facilities in the Chittenden 
County Park & Ride Plan (https://studiesandreports.ccrpcvt.org/wp-
content/uploads/2022/09/Park__Ride_Plan_Update_2022_final-1.pdf).  

Active Transportation  
 
There were 180 (67%) individuals stating that they “Rarely” or “Never” walk when making trips, 
while 151 (57%) are interested in walking more for trips. Many open-ended responses list more 
sidewalk/shared use path infrastructure, safer pedestrian crossings, and more 
lighting/snowplowing as improvements that would make it easier to walk to destinations. 
Additionally, many comments suggest that low-density land use makes it infeasible for walking.  
 
There were 180 (67%) individuals stating that they “Rarely” or “Never” bike when making trips, 
while 158 (60%) are interested in biking more for trips. Having a safe and convenient location to 
store a bicycle at home and/or work was not listed as a problem for the vast majority of 
respondents. Similar to the walking questions, many open-ended responses list more bike 
lanes/shared use path infrastructure as improvements that would make it easier to bike to 
destinations. When asked about reducing the number of travel lanes to accommodate bikes, 
this solicited a wide array of impassioned and lengthy comments, both for and against travel 
lane-related changes. A majority of responses expressed concerns or apprehension about 
reducing vehicular travel lanes, with 95 responses (36%) expressing no concerns. Among the 
open-ended comments, there were some responses expressing concerns about safety with lane 
reductions. This reveals that more education is needed about this subject, given that data 
indicate how lane reductions and road diets can improve safety, calm traffic, and provide better 
mobility and access for all roadway users. 

Electric Vehicles 
 
There were 191 (72%) individuals who did not express concerns about negative side effects of 
requiring new buildings to have EV charging equipment. When asked specifically about 
concerns in an open-ended question, the majority of the concerns were related to increasing 
the cost of housing and development. A minority of respondents indicated that they have 
access to EV charging at workplaces, condos and apartment complexes. When asked about 
interest in owning an EV, there were 137 (51%) responses expressing interest in owning an EV, 
with 35 (13%) indicating that they already own an EV and the remaining 30 (11%) were unsure 
about their interest. Only 65 (24%) expressed no interest, citing concerns primarily related to 
mileage, reliability, environmental impact of battery production, cost, and access to charging 
infrastructure. When asked about personal impacts related to the transition to EVs, charging 
and cost, concerns were widely expressed.  
 
While concerns about the cost of EVs were visible in the survey, it’s important to note that 
prices for EVs are falling closer to the point where they could soon be on a par with fossil fuel-

https://studiesandreports.ccrpcvt.org/wp-content/uploads/2022/09/Park__Ride_Plan_Update_2022_final-1.pdf
https://studiesandreports.ccrpcvt.org/wp-content/uploads/2022/09/Park__Ride_Plan_Update_2022_final-1.pdf


 

 

powered cars. Government and utility incentives, increasing automaker competition and the 
falling cost of battery-making materials are making EVs more affordable. More education and 
public engagement may be needed to ensure that the public is aware of the dropping prices, 
lower overall cost of ownership, available incentives, and to identify where public EV charging is 
needed. Moreover, the scarcity of used EVs may be another reason for the perception of cost 
concerns.  

Demographics 
 

There were no noticeable gaps in the age distribution of survey participants, with the results 
matching closely with ACS Census Bureau data for South Burlington. There were 4 (1.5%) 
individuals who identified an ambulatory impairment, which is slightly under the 6.5% Vermont 
average. 81% of residents identified as white, which closely matches the 87% ACS Census 
Bureau data for South Burlington. Note that about 12% chose not to identify their 
race/ethnicity. The annual household income skewed above the median annual household 
income identified in ACS data, with the largest selected income range being $100,000 to 
$199,999. Additionally, only 6 individuals stated that they did not own or lease a vehicle.  
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    Meeting Notes 
Date: April 12, 2023 Notes Taken By: K. Sentoff    
     
Place: South Burlington Senior Center Re: South Burlington Climate Action Plan  

Transportation Implementation Plan 
Focus Group 

  
Project No.: 58644.08 
 
ATTENDEES:   
Erica Quallen – City of South Burlington  
Melanie Needle – CCRPC 
Ann Janda – CCRPC   
Anne Nelson Stoner – CCRPC  
Karen Sentoff – VHB  
Senior Luncheon Attendees (~25-30 people) 

  

 
Erica provided a brief introduction to the topic and the project team. Melanie provided an introduction on the Principal 
Climate Action Plan adopted by South Burlington, including the key components of the plan, high impact and supporting 
actions within the plan, and the targets regarding the transportation sector.  
 
Erica asked, “who has an electric vehicle.”  One person raised their hand. And added enthusiasm! She followed up with “who 
has ridden in an electric vehicle.” Three people raised their hands. 
 
The Transportation Sector Targets include a higher share of electric vehicles, more trips by walking / biking / transit, and 
more compact development. Each of these were reviewed in more detail. Actions related to the higher share of EVs include 
requiring new buildings to have charging, partnering with GMP / Drive Electric, tracking and supporting existing housing 
charging infrastructure. More trips by walking/biking/transit includes actions like exploring on-demand transit options, 
investing in GMT for improved service, and establishing park and ride lots with transit connections. Compact development 
includes offering housing in multi-family buildings with access to nearby services, retail, etc. 
 
Erica introduced the discussion questions for the conversation. The first two questions were posed to the group: 

 How do you usually get around? If all options were available, how would you prefer to get around? 
 What would make it easier and more likely for you to ride the bus, walk, or bike for trips you make? 

 
- All of the buses go into downtown Burlington and back. Need more routes that connect other places directly. Or a 

hub so that if a transfer is needed it is closer to the destination. 
- I live off of Shelburne Road near Shaws would be great if there was a bus from that area to City Center – more 

route options within destinations in South Burlington 
- In Vermont – sidewalks are not friendly – paved sidewalks as opposed to concrete, avoid cracks and frost heaves – 

paved and smooth paths so you can plow and are not trip hazards 
- For the buses, make it more user friendly – have a paper schedule, easier to read, have a copy in your home 
- I am not sure on SSTA – my understanding is that if you call 2 days in advance you can schedule – it is more like a 

taxi, where one person is picked up and dropped off at their destination – not sharing rides with multiple drop off 
locations in between  
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- SSTA another lady was already on the ride and needed to be dropped off elsewhere – often times training with 
medical center pick-ups/drop offs, etc. 

- Set aside of SSTA services for last minute or emergency cases – more flexibility in booking service 
- Erica noted the service implemented in Montpelier – on demand transit – same day  
- SSTA covers Hinesburg, whatever driver is available they go based on the computer system telling them their next 

pick up – all computer generated . covers a rural region to provide transportation. Those services go all over. 
 

 Would you consider living in a high-density neighborhood with shops and services within ½ mile? Are there things 
that would make this more appealing to you? 

 
- We live in the Grandway Commons, and we go to the Shaws for shopping 
- Cathedral Square tries to put their places near stores, churches, etc.  
- What I would like to see where I live is more of a community corner store that had the variety and the stuff that you 

want – have that corner store close by 
- Someone mentioned dollar general near them. 
- What is so bad about the traditional cars? They have made them much cleaner than they used to be. 
- Erica provided some high-level feedback that transportation still contributes 40% of our GHG footprint – finding 

ways to tick that down. 
- Path on Hinesburg road – floods and gets icy – need an actual sidewalk  
- Erica summarized - Closing gaps in the system – whether there is a path that requires improvements to what we 

already have or there is a gap in the system 
 

 Would you consider purchasing or leasing an EV? What factors contribute to your decision-making process on EVs? 
 

- Weather conditions – watching the news – Flooding in Florida – those EVs are no good  
- Batteries are not guaranteed  
- The maintenance cost is a consideration – replacement of the battery is cost prohibitive and has to be done by 

dealer 
- What about our power grid?  
- You have to charge it after one use  
- Have a friend with 3 electric vehicles – because the range was not far enough on one charge 
- Charging infrastructure that needs to go with it 
- Eventually I would buy an EV, but these are not ready for prime time 
- Moving too fast before other logistics are sorted out 
- The vehicles do not have the range to get from one place to another – can it get you as far as you need to go? 

Then you have to wait to charge it if it cannot. 
- Convenience of gas stations – you know there is going to be one nearby and you do not have to wait for the 

charging time 
- Is this an ongoing effort or is there a schedule? 
- Erica responded that this first plan will be over the next 6 months. The plan will evolve to adjust and meet the 

community’s need and is flexible. Will not set in stone and walk away. 
- Younger people are going to buy electric cars. The policy is going to force us all to buy electric cars eventually – 

instead of this, let it happen over time. It is not you, but the overall policy is going to bring these changes that 
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might not be fully ready. I just heard on the radio on the way here that the new standards will mean there needs to 
be such a large percentage of electric vehicles.  

- We do not have the materials to make the batteries here in this country. What are we going to do with the 
batteries once they are used and no good?  

- How recyclable are these batteries?  
- We are at a point with this technology that we have more questions than answers. 

 
Erica shared that folks should feel free to reach out to her with questions or comments. Check out the website. We will leave 
a copy of the principal plan here if folks want to page through.  
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