
 

APPENDIX C-1    Bikeway Types 
 
 
BIKEWAY CATEGORIES 
The following three bikeways are described in the Caltrans Highway Design Manual (HDM) Chapter 
1000. The Caltrans definition is presented in italics. The philosophy for recommending each of these 
facilities follows each definition. 
 

Class I (Bike Path)  
(Referred to in the Alameda Countywide Bicycle Plan as multi-use bikeway facilities) 
Provides a completely separated right of way for the exclusive use of bicycles and pedestrians with cross-
flow minimized. 
Multi-use bikeway facilities are an important component of every bikeway network. Some bikeways are 
long enough and well-located enough to provide a car-free environment for a large portion of a bicycling 
trip. However, their popularity with slow cyclists including families with children and non-bicyclists such 
as joggers, roller-bladers, parents with baby strollers, people walking their dogs and other groups, limits 
their usefulness to cyclists who ride over 15 mph. Serious bicyclists can rarely ride as fast on a multi-use 
bikeway facility as they can on city roads. This is due both to the design of the multi-use bikeway facility 
and also due to the high numbers of slower users. Other multi-use bikeway facilities are used to close 
gaps in a route such as connecting two dead-end roads or traversing parks.  
 

Class II (Bike Lane)  
Provides a striped lane for one-way bike travel on a street or highway. 
The bike lane is for the exclusive use of bicycles with certain exceptions: right-turning vehicles must 
merge into the lane prior to turning and pedestrians are allowed to use the bike lane when there is no 
adjacent sidewalk. Bike lanes should be used when traffic volumes exceed a certain threshold (e.g., 4,000 
vehicles per day on a two-lane street). Below this traffic volume, there should be adequate gaps in 
oncoming traffic for motor vehicles to safely pass bicyclists.  
 
The Highway Design Manual specifies the minimum width for bike lanes under various curb and onstreet 
parking conditions. The HDM also states that, “for greater safety,” widths wider than the minimums 
should be provided “wherever possible.”  
 

Class III (Bike Route)  
Provides for shared use with pedestrian or motor vehicle traffic. 
Class III has traditionally been used to designate anything from low volume residential roads that have no 
need for bike lanes to arterials with heavy traffic volumes where widening to provide bike lanes would be 
infeasible. In order to eliminate the resulting confusion over what a Class III route means, this plan 
differentiates between three types of Class III roadways in order to more precisely describe the features of 
the bike route. This also helps to differentiate the various types of bicycle improvements envisioned for 
each roadway.  
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 Class III—Arterial roadway 
This designation is used where bike lanes or wide shoulders would be preferable but are politically or 
economically infeasible due to right-of-way or topographical constraints. It is acknowledged that only 
serious cyclists ride on arterials with heavy traffic volumes. Nevertheless, bike lanes are still the 
preferred treatment on arterials as most cyclists appreciate the greater width afforded by bike lanes. 
Therefore, bike lanes should be considered in any long-term reconstruction or redevelopment plans of 
the adjacent properties where a new roadway cross-section is possible.  

 
By their very nature, wide curb lanes and Class III bike routes require no special markings, and 
typically only bike route signs are installed. However, these routes should be well maintained in terms 
of providing a uniform pavement surface and frequent street sweeping. Other recommendations to 
improve bicycling conditions on arterials are summarized in Chapter 6. 
 
In addition, it is recommended that mid-block pavement stencils be considered in the right-hand 
portion of the lane. These would be used on roadways with heavy traffic volumes and narrow lanes, 
i.e., more than 600 vehicles per hour per lane and curb lane widths of 14 feet or less. These stencils 
would be supplemented with the “Share the Road” signs. The City of Denver and the City of San 
Francisco currently use such a stencil. See Chapter 6 for guidance. 

 
 Class III—Arterial roadway with wider shoulders 

A roadway, generally in rural areas, whose shoulders have been widened to at least four feet. Bike 
lane signing and legends are not recommended due to the generally outlying areas in which these 
roadways are located. 

 
 Class III Bikeway—Local Roadways and Bicycle Boulevards 

Local residential roads that are recommended for bike routes make excellent bikeways because traffic 
volumes are low and speeds are slow. When carefully chosen, these roads form continuous low-stress 
bike routes. Berkeley has designated seven local roads as bicycle boulevards, some of which are 
portions of cross-county corridors. Bicycle boulevards are residential streets on which bicycle 
convenience and safety are maximized by having or creating one or more of the following conditions: 
 Low traffic volumes 
 Discouragement of non-local motor vehicle traffic; 
 Free-flow travel for bikes by assigning the right-of-way to the bicycle boulevard at intersections 

wherever possible; 
 Traffic control to help bicycles cross major streets (arterials). 
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APPENDIX C-2    Screening Criteria Used in the 2001 Plan 
 
 
Each of the following screening criteria used in developing the 2001 Countywide Bicycle Plan were 
rated: 
 High 
 Neutral 
 Low 

 
 
1. CONNECTIVITY 

1a. High Bicycle Traffic Volume 
Serves high volume of existing or potential bicycle traffic.  
Rationale:  All other things being equal, the route with the most or that would have the most use by 
bicyclists should be ranked higher as a cross county corridor. 
 

1b. Commute Trips 
Serves commute bicycle transportation trips including more direct not circuitous routes. 
Rationale—Routes for bicycle commute transportation should be ranked higher as cross county corridors 
rather than recreational routes. 
 

1c. Access 
Provides access to and through major traffic generators/attractors/or to adjacent city/county. 
Rationale—Routes which connect major activity centers should be ranked higher. 
 

1d. Closes Gaps 
Closes gap in the existing bikeway system/ 
Rationale—Existing routes that provide continuity and directness should be ranked higher. 
 
 
2. SAFETY 

2a. Vehicular Volume/Speed 
Route has lower vehicular traffic volumes/speeds (or, if multi-use path, low pedestrian volumes). 
Rationale—Routes with lower motor vehicle volumes/speeds would have lower potential safety conflicts 
and thus should be ranked higher as cross county corridors. 
 

2b. History of Collisions 
Route has fewer bicyclist/motorist collisions. 
Rationale—Locations that have lower than average bike collision rates should be ranked higher as cross 
county corridors. 
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2c. Route Quality 
Route has (or would have) few obstacles to bicycle travel that affect safety including but not limited to 
narrow lanes and other obstacles/unfriendly design features (that cannot be improved or removed) e.g. 
railroad tracks, numerous driveways, high parking turnover, high-speed right-turn lanes. Or if multi-use 
path, path has few at-grade intersections and other impediments to travel. 
Rationale—Routes with fewer existing obstacles should be ranked higher as cross county corridors. 
 
 
3. FEASIBILITY 

3a. Ease 
Route is easy to implement and/or is an existing facility that needs few improvements. 
Rationale—Roadways that have existing good bike facilities should be ranked higher as cross-county 
corridors. 
 

3b. Support 
Route has political/public support (e.g., is on a local plan; is consistent with current processes; funds have 
already been generated or a right-of-way has been donated; and/or city agrees to the project). 
Rationale—Local jurisdiction will need to be involved in implementation so they must support the 
project. 
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APPENDIX C-3    Description of Cross Country Corridors 
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APPENDIX C-4    Countywide Design Guidelines  
 
 
PURPOSE OF COUNTYWIDE DESIGN GUIDELINES 
This appendix summarizes existing bikeway facility design requirements currently being used by the 
jurisdictions, presents suggested design guidelines for countywide bicycle facilities, and identifies areas 
where facility design can benefit both bicyclists and pedestrians. These guidelines are based on standards 
and guidelines published by others and on existing practices used by local agencies. 

The purpose of these guidelines is to encourage consistency in the design of the countywide bicycle 
network including but not limited to facility type, signing, striping and intersection treatments. Since 
travel by bicycle, whether on designated bikeways or on roadways, does not stop at city limits, there is a 
need for a set of guidelines for countywide bicycle projects. These guidelines are intended to provide 
suggestions to consider when designing and implementing bicycle facilities and infrastructure on the 
countywide bicycle network. Use of this document is supplemental to any local design requirements and 
accepted best practices established by the Highway Design Manual (HDM) Chapter 1000, the 2003 
Manual of Uniform Traffic Control Devices (MUTCD), the 2003 MUTCD California Supplement, and 
the American Association of State Highway and Transportation Officials (AASHTO) Guide for the 
Development of Bicycle Facilities. 

 
EXISTING LOCAL BICYCLE DESIGN PRACTICES 
Each of the jurisdictions of Alameda County was contacted to determine whether it has local bicycle 
design guidelines or if it uses specific traffic engineering practices that are bicycle-friendly. A summary 
of design practices used by agencies is presented in Table 1. Jurisdictions are required by Section 891 of 
the California Streets and Highway Code to comply with the minimum design and uniform symbols 
specified in Chapter 1000 of the Highway Design Manual; therefore, at a minimum, all local jurisdictions 
use the Caltrans standards. Design practices used by agencies in the County including those that are over 
and above Caltrans standards are summarized in Table 1. 

 
Table 1—Local Bicycle Design Guidelines and Practices used in Alameda County 
Jurisdiction Design Guidelines 

County, Western 
unincorporated areas 

Class IIIB and IIIC are used to describe bike routes with wide curb lanes (14 
to 16 ft with no on-street parking) and for bike routes with wide shoulders (4 
ft), respectively. Class IIIB are on multi-lane arterials and collector roadways 
with high traffic volumes with a curb lane width of 14 ft to 16 ft, which 
allows a vehicle to pass bicyclists with 2+ feet of clearance without changing 
lanes. Where appropriate, other travel lanes will be narrowed to 11-ft to 
allow the 14-16 ft width in the curb lane with no parking and 22-24 ft with 
on-street parking.  
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Jurisdiction Design Guidelines 

Alameda 

Bicycle boulevard on street parallel to major commercial corridor (based on 
Palo Alto’s bicycle boulevards); bicycle loop detectors installed on all 
arterial/arterial and arterial/collector signalized intersections on bikeway 
systems. When pedestrian and bicycle traffic exceeds 200 persons per hour, 
when possible use a minimum width of 12 feet for bike lanes and sidewalks. 

Albany 

Bicycle plan provides specific types of guidelines according to both the class 
of bike lane and existing conditions. For example, some Class I alignments 
where possible will run parallel to creeks, while one will run along the Bay 
front. For Class II, shared left turn lanes will be added. Class II will be on 
certain streets; 6-foot wide bike lanes on both sides of the street, while a 7-
foot parking lane is maintained. Class III lanes where possible will be bike 
boulevards. At specified intersections, bicycle-actuated signals will be added. 
Class II has a 6-inch painted line separating the path from traffic; Class III 
has a 4-inch painted line. 

Berkeley 

In addition to the regular three classes of bikeways, Berkeley has two more: 
bicycle boulevards and Class 2.5. Boulevard design is contingent on existing 
conditions and community input. Class 2.5 includes removal of unsafe 
drainage grates, signal retiming, restriping for wider curb lanes, and “Share 
the Road” signs. Bike sensors are installed at all intersections with traffic-
actuated signals. 

Dublin 
Caltrans; 
Iron Horse Trail EBRPD 

Emeryville 
Provide 5-foot bike lane where possible, frequent sweeping of  bike lanes, 
make pavement level with gutters and grates. Bicycle racks on the Emery-
Go-Around BART shuttle buses. 

Fremont 

The City of Fremont bikeway design guidelines are in accordance to the 
Caltrans Highway Design Manual, 2003 Manual of Uniform Traffic Control 
Devices (MUTCD) and 2003 MUTCD CA Supplement. The City of Fremont 
would need to adopt new City Standard Details and Specifications in order to 
implement bikeway designs not in the Highway Design Manual or MUTCD, 
but Appendix A of the City’s Bicycle Plan identifies the following 
suggestions:  install6' to 8' wide bicycle lanes where right-of-way is 
available; 15' outside travel lane for streets designated as bicycle routes is 
preferred; where on-street parking is permitted next to a bicycle lane, an 8' 
parking lane and 5' bicycle lane is the recommended minimum. 

Hayward 

Add directional and distance signs; bike lanes where possible should be 
straight lines with good visibility; physically separate automobile traffic and 
pedestrian traffic from bicycle lane where possible. Where possible, drop 
bike lane stripe where right lane becomes Right-Turn-Only lane. 
Supplemental directional sign added to bicycle lane signs. Bike signs will be 
placed at all points where the route changes direction, and where possible, 
special optional destination signing. 
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Jurisdiction Design Guidelines 

Livermore 
Caltrans. Warning signs to motorists; curb travel lanes at least 14 feet wide 
(or 21 feet with parking). 

Newark Caltrans 
Oakland Caltrans 
Piedmont TBD 

Pleasanton 

Class A Trails are 8-12 feet wide for multi-use path; 10 feet for multi-use 
along Light Rail Tracks; 8-12 feet multi-use along abandoned railroad right-
of-way. Class II bike lane has lane striping; Class III has only a sign 
indicating bike route. 

San Leandro 

Primarily just Caltrans. Where possible 12 feet for 2-way Class I paths with 
2% cross slope in the center line. Class II bike lanes where possible 5 ft. For 
Class II with vertical curb, bike lane is 12 feet for 7 feet parking and 5-foot 
lane (8 feet for parking if turnover of parked cars is high). For rolled curb, 
lane is 4 feet. Bike lane signs placed at the beginning of all bike lanes, far 
side of arterial intersections, at major changes in direction, and at a maximum 
of one-half mile intervals. Wrong-way signs on back of bike lane signs. 

Union City Caltrans 
EBRPD Publishes internal design and maintenance guidelines 
Caltrans Highway Design Manual Chapter 1000 

 
 
SUGGESTED COUNTYWIDE BICYCLE DESIGN PRACTICES 
This section of the countywide design guidelines contains recommended and suggested practices for 
facility design including Class I, Class 2, and Class 3 facilities; signing and route markings; striping and 
pavement markings; and intersections and interchanges. It also presents suggested guidelines for 
designing bicycle lanes on bus routes, performing maintenance of bicycle facilities, conducting bicycle 
counts and surveys, and installing bicycle parking. 

 

Guidelines for Facility Design 
The 2006 Alameda Countywide Bicycle Plan recommends that the design of countywide bicycle facilities 
meet the minimum standards described in the Highway Design Manual (HDM) Chapter 1000, the 2003 
Manual of Uniform Traffic Control Devices (MUTCD), and the 2003 MUTCD California Supplement 
for: 

 All Class 1 – Multi-use bikeways, Class 2 – Bike Lanes; and Class 3 – Bike Routes; 

 Bike lane signing and route markings; 

 Bike lane striping and pavement markings; 

 Signalized and at-grade intersections; 

 Interchanges 
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These resources can be found at the following links: 

 Highway Design Manual (HDM) Chapter 1000:  www.dot.ca.gov/hq/oppd/hdm/hdmtoc.htm 

 2003 Manual of Uniform Traffic Control Devices:  http://mutcd.fhwa.dot.gov 

 2003 MUTCD California Supplement: 
www.dot.ca.gov/hq/traffops/signtech/mutcdsupp/supplement.htm 

 
Other standards for innovative practices are detailed in Chapter VI of Caltrans’ Pedestrian and Bicycle 
Facilities in California:  A Technical Reference and Technology Transfer Synthesis for Caltrans Planners 
and Engineers, July 2005. This report can be accessed online at: 
www.dot.ca.gov/hq/traffops/survey/pedestrian/TR_MAY0405.pdf. It identifies guidelines and best 
practices for developing the following types of bicycle facilities: 

 Class I Bike Paths:  Rails-With-Trails, Rails-To-Trails, Rivers with Trails, Undercrossings, Mid-
Block Crossings, and Operations; 

 Class II Bike Lanes: On-Street Parking, Right-Turn Lanes ; 

 Class III Bike Route:  Bicycle Boulevards, Wide Curb Lane, Bicycle Pavement Markings – Sharrows; 

 Signals:  loop detectors, bicycle signals; 

 Roadway Design:  freeway ramps, retrofitting streets for bicycles, reducing travel lane widths, 
removing parking, removing travel lanes, resurfacing.  

 
Additional suggestions for physical measures to create safer conditions for cyclists and pedestrians are 
summarized in MTC’s Bicycle and Pedestrian Safety Toolbox, which can be found at 
www.mtc.ca.gov/planning/bicyclespedestrians/safety/physical-alphabetical.htm. The engineering design 
measures described in the Safety Toolbox range from basic improvements such as curb ramps to 
innovative technologies used in pedestrian and bicycle signalization. 
 

Guidelines for Bike Lanes on Bus Routes 
When bike lanes are provided on streets that are bus routes, there are options in designing the bus stop 
location and the bike lane stripe. In general, the bike lane stripe should be dashed throughout the bus stop. 
In addition, it is recommended that the bus stop itself be designated by a pavement marking, or a different 
material such as concrete. When streets have a designated transit lane (bus high occupancy lane), it is 
recommended that bicycles be expressly permitted to use the lane if sufficient pavement width is 
available to allow buses to safely pass bicyclists. When designing new bus-only roadways (busways) 
provide a minimum lane width of 15 feet or more in the outside lanes of busways to enable safe shared 
usage with bicycles if possible. 
 

Guidelines for Maintenance of Bicycle Facilities 
The following suggested practices would ensure that roadways are maintained at an optimum level for 
bicycling. 
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 Asphalt overlay procedures: Grind asphalt at edge of roadway and/or wedge cut prior to applying the 
overlay to ensure smooth longitudinal gutter joint. 

 Trench and pothole patching procedures: Compaction standards from Caltrans Standard Specification 
39+6.03 should be met to ensure that the pavement surface remains intact and smooth.  

 Ensure that any other vertical interruptions in the roadway surface adhere to the maximum tolerances 
set forth in the Caltrans Highway Design Manual Table 1003.6. These are for both grooves 
(indentations) or steps (ridges). These tolerances should be maintained on all roadways at such 
locations as utility covers, driveway lips, where two pavements intersect, and other such joints in the 
area where bicyclists can be expected to ride. 

 

Guidelines for Bicyclist Counts and Surveys 
The following practices are suggested for collecting bicycle counts and conducting surveys. The 
Handbook for Bicyclist and Pedestrian Counts prepared by MTC provides guidance on how to conduct 
bicycle counts and surveys. The handbook can be found at 
www.mtc.ca.gov/planning/bicyclespedestrians/safety/practices.htm#volumes. For the Alameda 
Countywide Bicycle Plan it is suggested that whenever possible: 

 Surveys be used to supplement census journey to work data on bicycle mode share regarding: 

 Number of middle and high school students who bike to school 

 Number of transit riders who arrive at the station or bus stop by bicycle 

 Number of transit riders who bring their bikes on board 

 Number of residents who use the bicycle for non-commute transportation trips 

 Number of bicycle racks on buses 

 Prior to making a bicycle improvement or constructing a new on-road facility, bicycle counts should 
be conducted so that a “before and after” comparison in the level of bicycling can be made. 

 Annual counts of bicycle traffic should be conducted at key locations in the County. These locations 
should include major arterials, routes to schools, and bicycle bridges. These counts should be 
conducted during the same time of year during a non-rainy month when school is still in session such 
as May or early October. 

 
As part of the Level of Service Monitoring study done every two years, the Alameda County  
jurisdictions have been collecting bicycle counts at the 11 locations listed below. The counts are collected 
in the spring. 

 Atlantic Avenue and Webster Street in Alameda 

 Milvia and Hearst Avenue in Berkeley 

 San Pablo Avenue and 40th Street in Emeryville 

 Paseo Padre Parkway and Mowry Avenue in Fremont 

 Mission Boulevard and Jefferson Street in Hayward 
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 East Street and Vasco Road in Livermore 

 Thornton Avenue and Willow Street in Newark 

 Telegraph Avenue and 27th Street in Oakland 

 Grand Avenue and Oakland Avenue in Piedmont 

 Hopyard Road and Stoneridge Drive in Pleasanton 

 Hesperian and Lewelling Boulevard in San Lorenzo 

 Redwood Road and Castro Valley Boulevard in Castro Valley 
 

Guidelines for Bicycle Parking 
This section provides suggestions for providing bicycle parking including type, placement and quantity. 
Other standards for innovative practices are detailed in Chapter VI of Caltrans’ Pedestrian and Bicycle 
Facilities in California:  A Technical Reference and Technology Transfer Synthesis for Caltrans Planners 
and Engineers, July 2005. This report can be accessed online at:  
www.dot.ca.gov/hq/traffops/survey/pedestrian/TR_MAY0405.pdf. It identifies bicycle parking guidelines 
and best practices for location, lockers, bike stations, and racks.  
 
Definit ion of Types of Bicycle Parking 
 
Class I 
This is defined as protecting the entire bicycle and its components from theft, vandalism or inclement 
weather. It is appropriate for long-term bicycle parking such as at employment centers or transit stations. 
A simple solution in some workplaces, is to permit employees to keep their bikes in the their offices. 
Other examples are bike lockers, rooms with key access for regular bike commuters, guarded parking 
areas, and valet or check-in parking. A common variation of the latter example is at schools where racks 
are placed within a fenced compound to provide more security to discourage thieves. The compound is 
either locked during the day or unofficially guarded by the activity within the school. Other variations are 
bike stations such as the bike stations at the Downtown Berkeley BART Station and the Fruitvale BART 
station, which provide attended bike parking in an enclosed interior space, or electronic lockers, which are 
shared use lockers that are being used at BART stations in downtown Oakland. 
 
Class II 
This is defined as a rack to which the frame and at least one wheel can be secured with a user-provided U-
lock or padlock and cable. This type of parking is appropriate for short-term parking such as at shopping 
areas, libraries, and other places where the typical parking duration is less than two hours. Examples of 
racks popular with bicyclists are the wave or ribbon racks and the inverted U-rack, or horse rail rack. 
 
Class III 
These racks secure only one wheel and are not designed to secure the frame. They are never 
recommended. 
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Bike Rack Placement 
The placement of bike racks should be carefully selected for several reasons: 

 To ensure that they are safe from vandalism 

 To ensure that they are easily accessible and visible to bicyclists 

 To avoid adversely impacting pedestrian circulation 

 To ensure that they can be used to their maximum design capacity 
 
Bicycle parking should be located so that it does not interfere with pedestrian circulation. Specifically:  

 In vehicular parking lots and near building entrances, bike racks should not be placed in the 
pedestrian line-of-travel to the front door or placed such that the parked bicycle would encroach into 
the pedestrian pathway. 

 On sidewalks, five feet of clear space should remain between the parked bicycle and other 
obstructions such as buildings, light poles and other street furniture. 

 
Parking Supply 
Recommendations for the supply of bicycle parking by land use is shown in Table 2. The parking rates in 
this table could be the basis for a parking ordinance. 
 
Table 2—Bicycle Parking Requirement Recommendations 
Use Required Number of Bicycle Spaces (1) (2) 
Residential (such as apartments and 
townhouses) and General, multi-dwelling 
Students, low-income families, multi-
dwelling 
Residents 62 and older, multi-dwelling 

1 Class I/3 units + 1 Class II/15 units 
 
1 Class I/2 units + 1 Class II/15 units 
 
1 Class I/30 units + 1 Class II/30 units 

Schools 
Elementary, middle, high schools 
 
Colleges, Student residences 
Academic Buildings and other university 
facilities 

 
1 Class I/30 employees(3) + 1 spot/12 students (50% Class 
I and 50% Class II) 
1 Class I/4.5 beds + 1 Class I/30 employees 
1 Class I/30 employees(3) + 1 spot/9 student seats (25% 
Class I and 75% Class II) 

Park-and-Ride Lots/Parking Garages 7% of auto parking (75% Class I and 25% Class II) 

Transit Centers 
5% of daily boarding 
(75% Class I and 25% Class II) 

Cultural/Recreational 
Libraries, theaters, museums, religious 
institutions 

1 Class I/30 employees +1 Class II/1500 sq. ft. or 1 Class 
II/60 seats (whichever is greater) 

Parks/Recreational Fields 
1 Class I/30 employees + 1 Class II/9 users during peak 
daylight times of peak season 

Retail Sales/Shopping Center/Financial 1 Class I/30 employees + 1 Class II/6000 sq. ft. 
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Use Required Number of Bicycle Spaces (1) (2) 
Institutions/Supermarkets 
Office Building/Offices 1 space/6000 sq. ft. 75% Class I and 25% Class II. 
Hotels/Motels/Bed & Breakfasts 1 Class I/30 rooms + 1 Class I/30 employees 
Hospitals 1 Class I/30 employees + 1 Class I/45 beds 
Restaurants 1 Class I/30 employees + 1 Class I/3000 sq. ft. 

Industrial 
1 Class I/30 employees or 1 Class I/15,000 sq. ft 
(whichever is greater) + 1 Class II/15,000 sq. ft. 

Day Care Facilities 1 Class I/30 employees + 1 Class II/75 children 
Auto-Oriented Services 1 Class I/30 employees 
Other uses Same as most similar use listed 

Notes:  

1. For cities with less than 2% bicycle commuter rate. Pro-rate for cities with higher commute rates. 

2. The minimum number of required Class II Bicycle parking spaces is 4, except when the code would 
require 1 or less in which case 2 bicycle spaces must be provided. 

3. Employees = maximum number of employees on duty at any one time. 

 Source:  League of American Bicyclists, 1994. 
 
 
DESIGN FOR BOTH BICYCLE AND PEDESTRIAN FACILITIES 
It is necessary to acknowledge that pedestrians and bicyclists have different operational characteristics 
that affect the design of their respective facilities. Bicyclists and pedestrians travel at different speeds and 
therefore require different stopping sight distances. For safety reasons, it is better to separate the two 
modes except in special circumstances. Other design features are optimized in one way for bicyclists and 
in another way for pedestrians, and the design guidelines for one mode are not necessarily appropriate for 
the other mode. The major operational characteristics and design issues are summarized in Table 3. 
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Table 3—Operational Characteristics and Design Issues  
Design Pedestrian Bicycling 

Location of bicyclist or 
pedestrian within roadway right-
of-way  

Sidewalk; shoulder of edge of 
roadway on if very limited right-
of-way 

Shoulder or bike lane if adequate 
right-of-way; otherwise vehicle 
travel lane (sidewalk only if 
under age 13) 

Design Speed 2 to 4 mph 
20 mph level; 

30 mph w/grade 

Stopping Distance 5-10 feet 
15 mph, 75 feet (level) 

30 mph, 250 feet (5% grade) 

Surface 
ADA requires “stable, firm and 
slip resistant” surface. 

Asphalt or concrete 

Grades 

Stairs and escalators ok. Ramps 
or elevators for ADA 
compliance. Maximum slope for 
a ramp with handrails is 8.33% 
and for an accessible pathway is 
5% 

No stairs or escalators, 
acceptable grade varies widely, 
typical commuters prefer 5% 
maximum running slope, 10% 
maximum for short distances 
such as ramps. 

Parking NA Required at trip end 

 

ACTIA is developing the first Alameda Countywide Pedestrian Plan. It will serve as a companion to the 
Alameda Countywide Bicycle Plan developed by the ACCMA. Both plans recognize the need to design 
facilities that consider both bicyclists and pedestrians and that also avoid potential conflict between the 
two modes (e.g., the design of one facility type should not preclude the other). Recommendations for 
reducing bicycle and pedestrian conflicts on shared facilities and opportunities for designing for both 
modes are summarized below. For pedestrian best practices, refer to Toolkit for Improving Walkability in 
Alameda County, a companion document to the Alameda Countywide Strategic Pedestrian Plan. The 
Pedestrian Plan and Toolkit can be found at www.acta2002.com/bikeped.html.  
 
DESIGNING STREETS FOR BICYCLISTS AND PEDESTRIANS 
If there is sufficient right-of-way along a roadway, both a bike lane and sidewalk should be provided. 
However, along streets with limited rights-of-way where both sidewalks and bike lanes cannot fit, 
sidewalks should be provided and bicyclists would be accommodated on the roadway. Both modes share 
the shoulder when neither sidewalks nor bike lanes are available, although this situation is not common in 
Alameda County. Wider curb lanes and other improvements can improve bike safety on roadways. 
Medians and curb extensions should be discouraged where that installation of them will preclude  
bicycle lanes. 
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Bicyclists on Sidewalks 
Keeping bikers off the sidewalk can be accomplished by providing bicyclists a more appropriate place to 
ride. For example: 

 Bike lanes on arterials will discourage bicyclists from riding on the sidewalk; and 

 Parallel bike routes, on calmer streets, will reduce the incidence of sidewalk riding. 
 

Separate Entrances for Bicyclists and Pedestrians 
At entrances to transit stations and other major attractors, pedestrians and bicyclists should have separate 
pathways, or bicyclists should be directed to enter via the roadways. Where possible, pedestrians should 
not be channeled in front of the bike parking facilities. 
 

Dual-Modes along Multi-Use Facilities (Class I) 
Multi-use Class I facilities, where bicyclists and pedestrians share the facility, are an important 
component of the bikeway network. Some facilities are long enough and well-located to provide a car-
free environment for a large portion of a bicycling trip. However, their popularity with slow cyclists—
including families with children and non-bicyclists such as joggers, roller-bladders, parents with baby 
strollers, people walking their dogs and other groups—limits their usefulness to cyclists who ride over 15 
mph. Serious bicyclists can rarely ride as fast on a multi-use Class I facility as they can on city streets. 
This is due both to the design of the multi-use Class I facility and also due to the high numbers of slower 
users. The following strategies would reduce pedestrian and bicycle conflicts on multi use facilities. 

 Shared-use pathways with significant volumes of both bicyclists and pedestrians should have a paved 
width of at least 12-16 feet to allow for both pedestrians and bicyclists. Ideally, there would be two 
paths, one for each mode. 

 Where the Highway Design Manual minimum standard is provided, signs should be posted advising 
cyclists to pass on the left and to call out when passing, and for pedestrians to keep to the right. 

 Providing a graded shoulder will help reduce conflicts because many runners and walkers prefer to 
walk on the softer surface. This increases the effective width of the pathway by allocating more paved 
width to bicyclists. Wider facilities may be substituted for graded shoulders. 

 In some settings like college or business park campuses where there are few or no motor vehicles, 
pedestrians and bicycles share the same internal pathways. This can result in the same conflicts that 
arise on any other multi-use bikeway. It is recommended that a hierarchy still be adhered to with 
bicyclists on a roadway and pedestrians on an adjacent sidewalk or path, so that there is a clear 
differentiation between where bicyclists are expected and where pedestrians are expected. Where it is 
impossible to maintain separate facilities and bikes and pedestrians must share, similar strategies to 
those described above may be appropriate. 
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