


DRAFT Comments on January 9, 2015 presentation on CA MUTCD Part 9 2014 changes:


1. Buffered bike lanes:
The figures and written guidance for the proposed buffered bike lane guidance are missing essential information:

Engineers and planners using the bike lane buffer guidance in CA MUTCD Part 9, Figures 9C-101 and 9C-104 are given no explanation, either in the text or figures, of the message each striping pattern between a bike lane and a travel lane is trying to convey to motorists, cyclists, and other road users, and the engineering objective of any of the striping patterns. It provides no “detail” figures. How will manual users determine which pattern is appropriate?  

Contrast this with Part 3  figures 3D-1 and 3D-2 for preferential lane lines and markings, and figure 3A-113 (CA),  (striping details 42-45), and the written guidance for those figures, which all indicate whether each striping pattern conveys that the striping or buffer (a) may be legally  continuously crossed (dashed line), (b) prohibited (one or two sets of double white lines, which may include a “buffer space”) or (c) may legally be crossed, just like a dashed line, but the engineer is trying to discourage crossing (a single solid white line).  The engineer must understand the intent of the striping and pavement marking options so she can select the appropriate treatments that accomplish the operational objectives,  and  that are consistent with drivers’ (motorists’ and bicyclists’) rights and duties under the California Vehicle Code and with drivers’ understanding of pavement markings and striping patterns when used in other contexts, e.g. between traffic lanes from HOV or Bus lanes.
Part 9 should explain the purpose/meaning of each striping pattern, and provide “detail” figures. 

At the January Think Tank meeting, Chris Engelmann stated that all

An example of this lack of clarity is the “buffer” between a bike lane and on-street parallel parking.    Since the Part 9 guidance doesn’t explain the purpose of the buffer next to on-street parking, the technical foundation for an 18” minimum width is unclear.  It certainly doesn’t warn bicyclists of the width of the door zone hazard.  The “door zone” of parked vehicles extends at least 3’, and often 4’, from the side of parked vehicles.  The ITE Traffic Control Devices Handbook (2012), p. 591 – a copy is in the Caltrans Transportation Library -   discusses the door zone in the context of using a shared use pavement marking – aka “sharrow” -  to direct bicyclists away from the door zone.  The ITE TCD Handbook states that the vehicle and opened door width of common SUVs and two door vehicles can be 10’; and assumes that motorists will park 1’ from the curb.  The Handbook  considers the first 11’ from the curb to be an unsafe bicycling area when there’s on street parking and recommends an additional 1’ shy distance from this unsafe area to the end of the bicycle handlebar, placing the handlebar end (or the right wheel of a child trailer)  12’ from the curb.   The  operator of a conventional bicycle whose handlebar end is 1’ to the left of  an 18” parking lane buffer is within 9.5’ from the curb (for a 7’ wide parking lane) or 10.5’ from the curb (for a 8’ wide parking lane),  within the area that the ITE TCD Handbook considers an unsafe bicycling area.   If the 18” buffer is intended to warn bicyclists of the door zone, it’s actually less safe than no buffer at all, because it misleads bicyclists about the extent of the door zone. Cyclists may believe that if they ride outside the buffer, they will be outside the door zone hazard, since they think engineers thoughtfully placed the buffer to warn them to stay out of the hazard zone.  If the 18” buffer isn’t meant to show the door zone, what is its purpose?  In any case, Part 9 should explain its purpose.

Since the essential information was not provided in the proposed figures or text,   and the CA MUTCD’s definition of preferential lanes includes bike lanes, engineers may assume they should look in Part 3.  In Part 3, double white lines (Detail 44) , or two sets of double white lines with or without chevron markings (detail 45), mean that crossing is prohibited.  Chris Engelmann said at the Think Tank meeting that all of the buffer patterns mean the same thing as single dotted or single solid bike lane stripes – OK to merge and turn across. If that’s true,  Part 9 should explain that the bike lane buffer patterns have a different meaning than in Part 3. But Chris’s statement seems inconsistent with the guidance on page 1383 on bike lane buffers, which seems to suggest that one or more of the buffer stripes needs to be broken to indicate that crossing is permitted:
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Yet in the figures, the solid lines of the buffers are NOT broken in locations where motorists MUST or MAY  merge into the bike lane and where bicyclists are permitted to merge into travel lanes (everywhere).  The current guidance is highly inconsistent.

Any striping that leads motorists or bicyclists to believe that they are not allowed to make permitted or mandated movements should not be used.   Motorists and bicyclists should not be expected to interpret double solid white lines (especially with chevrons or cross hatching between them!) as crossable in one context but not in another.
Motorists are  required to enter bike lanes before making a turn at alleys, driveways, and intersections.  Bicyclists are allowed to enter/leave a bike lane at any time for safety, in addition to the many other reasons listed in CVC 21208.  Buffer striping patterns must be interpreted correctly by both motorists and bicyclists.

In the top figure of 9C-104, on p. 63, the buffer on the near side of the intersection is dropped for a dashed line.  According to the note, the dashed line can be 100 to 200’ long.   However, under the CVC, a motorist may enter a bike lane up to 200’ before the turn.  So an agency might dash only the last 100’ of the bike lane line but use a buffer for the prior 100’ or more upstream of the turning location.  BUT  the last 100’ of the buffer and the 100’ dashed line MUST have the same legal meaning – both are equally crossable.  Since they look so radically different, do we really expect motorists to understand in this scenario that the last 100’ of the buffer is just as crossable as the 100’ dashed line?  And do we expect bicyclists to understand that any bike lane marking – single solid white, dashed, or buffer with two solid white lines, or one side line and one dashed line, of any width, with or without internal markings, can be crossed at any time, even though they can’t cross  double lines next to other types of preferential use lanes?

The intent of solid white line on one side of a buffer and a dashed line on the other in some cases  is not explained.  Since a buffer can always be crossed by motorists when accessing on street parking or re-entering the road from on-street parking, why is one side dashed and one side (adjacent to parking) solid?  Because a “detail” figure and an explanation of the buffer’s meaning/application isn’t provided, it’s not clear whether the parking side solid white line is part of the buffer or simply indicates a parking lane line. On page 63, bottom figure, where the buffer is between the traffic and bike lane line, why is the traffic lane side line solid and the bike lane side dashed?  Since the buffer is legally crossable from both sides, why aren’t both sides dashed? This buffer is crossable from either side because it lacks two solid parallel white lines, but will drivers (bicyclists and motorists) understand its meaning?

There’s an error on p. 64 of 71.   A note by the parking-side buffer says “See note 1”, but there’s no note 1.  There’s a note 2, which has the same title as note 1 in the first two figures

1. Contraflow (counterflow?)  bike lanes:
If the CA MUTCD specifies a double yellow to separate a contraflow bike lane from the opposing travel lanes on an otherwise one way road, the bike lane side must be dashed, unless a “no passing” zone is necessary because of insufficient passing sight distance.  For a bicyclist, the road is two-way.  A dashed yellow stripe on the bike lane side allows a bicyclist to pass slower or stopped bicyclists, just as they can on any two-way, two-lane road.  They wait to use the opposing lane to pass until it’s safe to do so.    Also, a sign should be posted for traffic on the intersecting road as they approach the road with the contraflow bike lane, warning them that bicyclists will be approaching from the contra-flow direction, so they look for and yield to contraflow cyclists before crossing or turning onto the road.   Simply showing a no (left or right) turn sign “except bikes” is not adequate.  Motorists might think that the contraflow bike lane begins at the point where bicyclists aren’t prohibited from turning, or more likely, motorists will not give the sign package any thought at all, because the exception doesn’t apply to them.
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