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Where motor vehicle cross traffic and bicycle
traffic is heavy, grade separations are desirable
to eliminate intersection conflicts. Where grade
separations are not feasible, assignment of right
of way by traffic signals should be considered.
Where traffic is not heavy, stop or yield signs
for bicyclists may suffice.

Bicycle path intersections and approaches
should be on relatively flat grades. Stopping
sight distances at intersections should be
checked and adequate warning should be given
to permit bicyclists to stop before reaching the
intersection, especially on downgrades.

When crossing an arterial street, the crossing
should either occur at the pedestrian crossing,
where motorists can be expected to stop, or at a
location completely out of the influence of any
intersection to permit adequate opportunity for
bicyclists to see turning vehicles. ~ When
crossing at midblock locations, right of way
should be assigned by devices such as yield
signs, stop signs, or traffic signals which can be
activated by bicyclists. Even when crossing
within or adjacent to the pedestrian crossing,
stop or yield signs for bicyclists should be
placed to minimize potential for conflict
resulting from turning autos. Where bike path
stop or yield signs are visible to approaching
motor vehicle traffic, they should be shielded to
avoid confusion. In some cases, Bike Xing
signs may be placed in advance of the crossing
to alert motorists. Ramps should be installed in
the curbs, to preserve the utility of the bike path.
Ramps should be the same width as the bicycle
paths. Curb cuts and ramps should provide a
smooth transition between the bicycle paths and
the roadway.

Separation Between Bike Paths and Highways.
A wide separation is recommended between
bike paths and adjacent highways (see Figure
1003.1B). Bike paths closer than 5 feet from
the edge of the shoulder shall include a
physical barrier to prevent bicyclists from
encroaching onto the highway. Bike paths
within the clear recovery zone of freeways
shall include a physical barrier separation.
Suitable barriers could include chain link fences
or dense shrubs. Low barriers (e.g., dikes,
raised traffic bars) next to a highway are not
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recommended because bicyclists could fall over
them and into oncoming automobile traffic. In
instances where there is danger of motorists
encroaching into the bike path, a positive barrier
(e.g., concrete barrier, steel guardrailing) should

be provided.

See Index 1003.6 for criteria

relative to bike paths carried over highway
bridges.

Bike paths immediately adjacent to streets and
highways are not recommended. They should
not be considered a substitute for the street,
because many bicyclists will find it less
convenient to ride on these types of facilities as
compared with the streets, panlcular]y for utility

trips.
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highways are not recommended because they Reed 1
require movements contrary to normal rules of | |

the road. Specific problems with such facilities
include:
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(a) Bu:ych;?;nght turns from the center of

(b)

©

(d)

(e)

roa s are unnatural for bicyclists and
confusing to motorists.

Proper  bicyclist movements through il
intersections with signals are unclear. . i e
Left-turning motorists must cross one \m\,‘.

direction of motor vehicle traffic and two
directions of bicycle traffic, which increases
conflicts.

Where intersections are  infrequent,
bicyclists will enter or exit bike paths at
midblock.

Where medians are landscaped, visual
relationships  between  bicyclists and b
motorists at intersections are lmgm[;.gi oy AL

of highways should be considered only whe

For the above reasons, bike path in the nlled:?l}p \c

the above problems can be avoided. Bike paths
shall not be designed in the medians of

freeways or expressways,
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(7) Design Speed. The proper design speed for a f‘f
bike path is dependent on the expected type of  T©
use and on the terrain. The minimum design ¢ | ..

speed for bike paths shall be 25 miles per
hour except as noted in Table 1003.1.
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(7)

(8)

passengers at public transit facilities, and with
vehicle occupants crossing the path. They are
not a substitute for designing the road to meet
bicyclist’s mobility needs. Use of bicycle paths
adjacent to roads is not mandatory in California,
and many bicyclists will perceive these paths as
offering a lower level of mobility compared
with traveling on the road, particularly for
utility trips. Careful consideration regarding
how to address the above points needs to be
weighed against the perceived benefits of
providing a bike path adjacent to a street or
highway. Factors such as urban density, the
number of conflict points, the presence or
absence of a sidewalk, speed and volume should
be considered.

Bike Paths in the Median of Highway or
Roadway. Bike paths shall not be placed in
the medians of State highways or roadways;
especially freeways or expressways: Bike
paths in the median of highways are not
recommended because they require movements
contrary to normal rules of the road. Specific
problems with such facilities include:

(a) Right-turns from the center of roadways for
bicyclists are unnatural and unexpected by
motorists.

(b) Devoting separate phases to bicyclist
movements to and from a median path at
signalized intersections
intersection delay.

increases

(¢) Lefi-turning motorists must cross one
direction of motor vehicle traffic and two
directions of bicycle traffic, which increases

conflicts.

Where intersections are infrequent,
bicyclists will enter or exit bike paths at
midblock.

(d)

(e) Where medians are landscaped, visibility
between bicyclists on the path and motorists
at intersections may be diminished. Sce

Chapter 900 for planting guidance.

Bicycle Path Design Speed. The design speed
of bicycle paths is established using the same
principles as those applied to highway design
speeds. The design speed given in Table
1003.1 shall be the minimum.

e
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Table 1003.1
Bike Path Design Speeds

Type of Facility Design SFced
1
(mph)

Bike Paths with Mopeds 20
Prohibited
Bike Paths with Mopeds 30
Permitted
Bike Paths on Long Downgrades
(steeper than 4%, and longer than 30
500"

NOTE:

9)

(1) On bike paths with mopeds prohibited, a
lower design speed can be used for the crest
vertical curve, equivalent to 1 mile per hour
per percent grade for grades exceeding a
vertical rise of 10 feet, when at a crest in
path.

Installation of "speed bumps", gates, obstacles,
posts, fences or other similar features intended
to cause bicyclists to slow down are not to be
used.

Horizontal Alignment and Superelevation. The
minimum radius of curvature negotiable by a
bicycle is a function of the superelevation of the
bicycle path surface, the coefficient of friction
between the bicycle tires and the bicycle path
surface, and the speed of the bicycle.

For all bicycle path applications the maximum
superelevation rate is 2 percent.

The minimum radius of curvature should be
160 feet for 25 mile per hour and 260 feet for
30 miles per hour. When curve radii smaller
than those given because of right of way,
topographical or other considerations, standard
curve warning signs and supplemental pavement
markings should be installed. The negative
effects of nonstandard curves can also be
partially offset by widening the pavement
through the curves.

(10) Stopping Sight Distance. To provide bicyclists

with an opportunity to see and react to the
unexpected, a bicycle path should be designed




