
SOLANA
BEACH

COASTAL RAILTRAIL
Project Study Report



t
)

T

I
l
I
t
I
I
I
I
I
I
I
I
I
t
I
I

Final Draft

Project Study Report

Coastal Rail Trail

hqaredfor:

City of Carlsbad
Cify of Dcl Mar
City of Encinitas
City of Oceanside
City of San Diego

City of Solana Beach

In Conjandion Wilh:

Celifornia Department of Transportation
Marine Corps Air Station Miramar

North San Diego County Transit Development Board
San Diego Association of Governments

San Diego Mctropolitan Transit Dcvelopment Board

Prepercd by:
Chapin Land Managcnent, Inc

rnd
Transtech Dngineering, Inc.

January 2;f,,,1999
RcvisedJuly 27,2000

Revised October 25, 2000



T

I
I
I
I
t
I
t
I
I
I
I
I
I
t
I
I
I
I

Acknowledsments
Public Agencies

Preparation of the Coastal Rail Trail Projett Study Report involved participation by nummous
public agencies. The following individuals were indispensable with helpful zuggestions and

constructive critique:

City of Carlsbad
Steven JanE, Project Manager

Eric Munoz, &nior Plmrner

City of Del lvlar
Monica Tuchscher

City of Encinitas
Gary Barherio

' City of Oceansi&
Steve Tisdale, Jerry Hittleman

City of Solana B€ach
AndrewO'LeW

City of San Diego
Richard Hotson, Joel Rino

North County Transit District
Leslie Blanda

Metropolitan Tra$it DisEict Board
Jack Limber, Dave Raglmd, Dennis llahl

San Diego Association of Gwemment
Stephan Vance

MCAS Miramar
Capt. Brad Bartelt, Bntce Shafer, Lauro Thornton

Califomia Departnent of Transportation
Gerald fuubert

Public inrolvemd throughort the developmm of this project includd preseotati@s to over 50 diffBrat
community groups, Conrmissios, and City Couacils. There wore owr 100 persons at the trails coference
in Descanso wtro opressed euthusiasm of the projec( owr 70 represfltativec from public agsacies
at€ndd a liability wor*shop in Carlsba4 rvtile numerous others participated in otrer community gorrys
and workshops cmduced throughort the coastal cqnmrmities. The l" Imematioal Trails and Crseaways
Cmference held in San Diego in tmuary 1998 hosted a field trip alog tho corridor afr€ndod by persms
from arormd the comry. Numorous individuals erd€nded their tfue, rrciced theb opinims, provided
suppo{ md/or made recdnmeodatims. All of those uiho provided their valuable iryut are greatly
appreciaed.



Acknowledsments
Consultant Services

Transtech Engineering Inc.
Peggt Gentry, AICP - Lead Project Manager

David AIn, Steve Bliss, AIi Cayir, Turgut Carcakiraga
Elie Farrah, Ken Gerdes, David Ragland

Fehr & Peers, Associates, lafayette, CA
Julie Noh, Mrtthew kdgeway

Helming Engineering, Carlsba4 CA
Doug Helning (under separate contract with the City of Carlsbad)

Lintvedt, McColl & Associates, San Diego, CA
Michael I(. Boraks, GaryA. Linnedt

Michael Brandman Associates, Inc., Tustin, CA
Dr. Thomas Leslie, Cldude G. Edwards

Alta Transportation and Planning Fairfax, CA
Michael Jones

Ogden Erwironmental and Energr Ssrvices, San Diego, CA
Teresa Tellez-Gron, Ogden Project Director

Theodore Cooley, Kathleen Crawford, Paula Jacks, Lori Walker

Photo Geodetic C,orp. of San Diego, CA
John G. Ing, Michael G. Ing

Rails to Trails Conserr,.ancy, Washington, D.C.
Andrea C. Ferster, Attorney al Law

Thomas Leslie Associat€s. Temecula. CA
Dr. Thomas Leslie

The Willett Company, Oceanside, CA
Margaret Barrelman, Ward "Chip" Willett,

Wallace Roberts & Tod4 San Diego, CA
Laura Burnett, ASLA - IIIRT Project Director

Rick Espe, Kathleen A. Garcia, ASLA,
Federico Garcia-Angulano, John Gibbs ASLA,
Phil Patterson, John Shanh Lisa Worthinston

Editor - Tamara Svanson

I
I
I
I
I
I
I
I
I
I
I
I
t
I
I
T

I
I
t

./

lll



I
I
I
t
I
I
I
I
I
t
I

Table of Contenb

Exeortive Summary 9

1.0 Project Scope l5
I.I Project Description 15

l51.2 Background
1.3 Project SettingandHistory 19

2.0 Goals and Objectives 2l
2.1 Project Goals 2l
2.2 Summary of General Plans and Other Adoped Plans 22

2.3 Summary of NCTDMTDB Service Plans 30

2.4 Connections to Other Trails 3 I

3.0 NeedandPurpose 35

3.1 Destinations 36

3.2 Roadway Conflicts and Traffic Volumes 36

3.3 Accident Summary 37

3.4 Future tand Use and Demographic Changes 40
3.5 Projected Short andlnngTerm Coasal Rail Trail Usage 40

3.6 Economic Irnpact 43

3.7 Multi-Use Trail Conflicts 44

3.8 Air Pollution Reduction 45

4.0 Implementation 47

4.1 Funding 47

4.2 Agr€emetrts 49

4.3 Trail N,Ianagernent 5l
4.4 Opemtion and lrilaintenance 52

4.5 Project Costs 57

5.0 Trzil Alignment 60
5.1 Segment 1: City of Oceanside, San Luis Rey River Path-Buena Vista lagoon 62

5.2 Segment 2: City of Carl$a4 Buena Vistra lagoon-fuua Hedionda l,agoon 63

5.3 Segment 3: City of Carlsbs4 Agua Hedionda Lagoon-Batiquitos lagoon 6
5.4 Segment 4: City of Encidtas, Batiquitos Lagoon-Encinitas Station 68
5.5 Segment 5: City of Encinitas, Encinitas Sution-San Elijo lagoon 70

5.6 Segment 6: City of Sol,ana Beacb, San Elijo Lagmn-Via de la Valle 72

5.7 Segment 7: City of Del Mar, Via de la Valle- Carmel Valley Road 74

5.8 Segment 8: City of San Diego, Carmel Valley Road- Genesee Avenue 76

5.9 Segment 9: City of San Diego, Genesee AraenueBalboa Avenue 79

5.10 Segment l0: City of San Diego, Balboa AvenueOld Town Transit Center 8l
5.1 I Segment I I : City of San Diego, Old Town Transit Center-Santa Fe Depot 83

5.12 Trail Alignment Summary 85

6.0 Trail Design 86

6.1 PlanningandDesign Standards E6

6.2 Trail Design-Class I 87

6.3 Conshained Cross Section 92

6.4 OvercrossingVUnderoossings 93

6.5 Fencing and Other Barriers for Class I 96

iv

I
I
I
t
I
I
I



6.6 Tnil Desi$Class tr Bike L,arcs and Class Itr Bike Routes
6.7 Roadunay Grade Crossings
6.8 At-Grade Railroad Crossings
6.9 Coaster/ Trolley Statiotrs
6.10 Utilities and Lighting

7.0 Sieniry and Ma*ing
7.1 Standard CalTrans and MUTCD Sign Panels
7.2 Coastal Rail Trail Signs

8.0 Landscaping Along the Trail
8.I Trail Amenities
8.2 f,andscaping

9.0 Liability of Rails with Trails
9.1 heface
9.2 Immunities Available Based on Recr€ational Use
9.3 Liability for the Trail as a Highway
9.4 Liability for Dangerous Crnditions on Adjacent Property
9.5 Liability of Railroad OperatorVTrack Owners
9.6 Liability ofPrivate Adjacent Landowners for Injury Sustaiaed by Trail User
9.7 Guidance for Midrrizing Liability Exposre
9.8 Liability Conclusions

10.0 EnvironmentalConstraintsAuftsis
l0.l hrpose
10.2 Gap Analysis
10.3 California Natural Dversity Data Base Results
10.4 Critical Field Sunrqs
10.5 Area ofPotential Effect
10.6 CEQA/NEPAReview
10.7 Oceansid€Alignrnent
10.8 CarlsbadAlignment
10.9 EncinitasAlignment
10.10 Solana Beach Alignment
10.11 Del l{ar Alignment
10.12 San Diego Alignment
10.13 Summary

I
t
I
I
I
I
I
I
I
t
I
t
T

t
I
T

I

9E

l0l
IOt
105

105

l14
l14
t20

130

130

13l

148

148

ls0
153

155

157
r58
159
16l

163

163

t64
t64
164

165

165

166

169

172
t73
t74
t76
l8l



t
I
I
t
I
I
I
I
t
I
I
I
I
I
l
t
I
l
I

Table I
Table 2
Table 3

Table 4
Table 5
Tahle 6
Table 7
Table t
Table 9
Table l0
Table ll
Table 12

Table 13

Table 14

Table 15

Table 16

Table l?
Table 18

Table 19

Table 20
Table 2l
Tab/Le22
Tabire23
Table 24

Table 25
Table 26

Table2T
Table 2E

Fig. l.l
Fig.2.l
Fig.2.2
Fig. 2.3
Fig.3.l
Fig3.2
Fig. s.l
Fig.5.2
Fig. s.3

Fig. 5.4
Fig. 5.s
Fig. 5.6

Fig. s.7
Fig. 5.8

Fig. 5.9
Fig.5.10
Fig.5.ll
Fig.6.1

List of Tables

Poprlation and Employment Growth For€casts
Trail Reqeational Usage Projeaions
Iourney to Work Mode Split
ldaintenance Schedrle
heliminary Cost Estimate
Segrnent l: San Luis Rey River Path - Buena Vista Iagoon
Segrnent 2: Buena Visra Lagoon - Agua Hedionda Lagoon
Segment 3: Agua Hedion& Lagmn - Batiquitos Irgoon
Segment 4: Batiquitos Iagoon - Encinitas Station
Segment 5: Fncinitas Station - San Elijo Iagoon
S€gment 6: San Elijo lagoon - Via de la Valle
Segnent 7: Via de la Valle - Carmel Valley Road
Segment 8: Camel Valley Road - Genesec Avenue
Segnent 9: Genesee Avenuc - Balboa Avenue
Seguent l0: Balboa Avenue - Old Town Transit Center
Seguent l1: Old To*n Transit Center - Santa Fe D€pot
Trail Alignment Sumrury
Proposed Coasal Rail Trail Bridges
Unprotecrcd Roadway Crossings
Roachray Crccsings at Existing Intersections
Grade Sqarat€d Roadway Crossings
Remmmended giging and lvlarking
Plant Mahix- Trees and Shrubo
Plant lv{atrix- Groundcovers and Vines
Docueentation Aplicable to the hoposed Project
Reltrant Adequate Cultural R€$ources Data
Sensitive Plant Species Knovm Aom the Project Vicinity
Sensitive Wildlife Species Knoum from lte hoject Vicinity

List of Figures

Rail Trail Conidor
$ rmmaqy sf I{CTD/IVITDB Curre;nt & Ptamed Projects

Connecting Class I (Separated) Pathwa)s
Connecting Routes for Class tr Bike lanes
Average WeeJcday Traffc Volumes Oceanside to Solana Beach
Average Wee,kday Traffc Volunes Del Marto Sao Diego
Segment #l San Luis Rsy River Pa& to Buena Vista Lagoon
Segment #2 Buena Vista Lagoon to Agua Hedionda Lagoon
S€gmeot #3 fuua Hedionda to Batiquitos Ingoon
Segment lI4 Batiquitos lagoon to Etrcidtas Stntiotr
Segnent #5 Encinitas Station to San Eli$o Iagoon
Segnent #6 San Elijo Lagoon to Via de la Valle
Segment #7 Vira de la Valle to Carmel Valley Road
Segment #8 Carmel Valley Road to Genesee Avenue
Segment #9 Gen€see Avenue to Balboa Avenue
Segrcnt #10 Balboa Avenue to Old Town Transit C€nter
Segment #l I Old Town Transit Center to Santa Fe Depot
Class I RaiVTrail (Mininun Standards)

40
42
43
56
58
6l
63

6
68
70
72
74
TT

79
8l
83

85
93

102

103

104

l16
IM
t47
183

184

185

lE6

l8
32
JJ
34
38

39
62
65
67
69
7l
73
75

78
80
82
84
90

vi



Eig 6.2
Fig. 6.3
Fig.6.4
Fig. 6.5
Fig. 6.6
Fig.6.7
Fig.6.8
Fig. 6.9
Fig. 6. t0
Fig.6.ll
Fig.6.12
Fig.7.l
Fig.7.2
Fig. 7.3
Fig 7.4
Fig 7.s
Fig. 7.6
Fig.7.7
Fig 7.8

Fig.7.9
Fig.7.10
Fig.7.ll
Fig.8.l
Fig. 8.2
Fig. 8.3
Fig. 8.4
Fig. 8.5
Fig. 8.6
Fig.8.7

Recommended Class I Rail Trail
Roadway Undercrossings
Class tr Bike Ianes at Arterial Intersections @ecommended)
Unprotected Roadway At-Grade Crossing Tpe I
Class I Roadwry Crossing Tlpe I
Class I Roadray Crossing Type 2
Class I Road*ay Crossing ['pe 3

Gra& Separated Roadrvay Crossing Type 4
Grade Separated Roadway Crossing Type 4
Bridge Overcrossinp
Station Routing @ions
Bike Iane Siping and Marking (Class tr)
Bike lane gigning and lvlaiking (Class tr)
Coastal Rail Trail Logo
BikeLane Sip
Trail Head Sign
Bilhgual Safety Sip Post
Trail lntersection Sigr Post
Kiosk
Trail lvlap
Pavement Nfarkings at Intersectioo
Distance lv{a*ings on Pavement
Consfained Section
Unconsfained Section
Constrained Setion
Unconshained Section
Unconstrained Section
Constrained Section
Landscape Zones

9l
95

100
106
r07
108

109

ll0
ln
tt2
l13
tt7
ll8
l19
t22
123
t24
t25
t26
r27
128
t29
137

138

t39
140

l4l
t42
I43

I
t
t
I
I
I
I
I
I
I
I
I
I
I
I
t
I
T

T
l'u



187
l9l
194

196

200
205
222
225

231
262
270

E.
F.

G.
H
L

I
I
I
I
I
I
I
I
t
t
I
I
I
I
T

I
I
I
I

Appendices

A Ptrblic Panicipation Ptocess
B. hrblic Meetings
C. Coastal Rail Trail Committ€c Meetingr
D. Responses to Questions from "Addrcssing Liability of Rails with Trails"

Wodshop
Memorandrn of Undcrsandhg
Sample Agreement for the Use of Portions of Railroad Right-of-Way
Acronym Referenoe Guide
Funding Sunmary
CalTrans Hiehwav Desisr lvlanual, *Chagcr 1000- Bikeway Planning
AndDesign"

J. Rrblic Utilities Commission of the State of California- Standards
K. Bibliography

' Project Alignment

Alignment Concept Plan (Drawing No. 376-9) pages l-48

vlll



I
I
I
I

Executive Summary

Chapter One
Project Scope

The Coastal Rail Trail is a proposed multi-use pathway to be located within the San Diego
Northern Railway right-of-way. The trail will traverse from the San Luis Rey River in Oceanside,
to the Santa Fe Depot in San Diego, connecting transit stations with a paved Class I bikeway for
non-motorized users. The project is located within the jurisdictions of six coastal cities in San

Diego County. Each of the six cities, Oceanside, Carlsbad Del Mar, Encinitas, Solana Beach, and
San Diego combined their efforts to pursue development of the trail. Participation from the six
cities, North San Diego County Transit Development Board (NSDCTDB), the Metropolitan
Transit Development Board (MTDB), San Diego Association of Governments (SANDAG),
California Department of Transportation (CalTrans) and MCAS Mramar resulted in the
preparation ofthis Project Study Report.

This report is intended to serve as a guide by each agency in developing the Coastal Rail Trail
within their city. The report documents the project history; identifies potential users and their
needs; analyzes constraints and environmental impacts; offers potential solutions; identifies
constructable alignments and costs; and illustrates design guidelines relative to liability, safety,
landscaping, maintenance, and CalTrans'tsest Practices" for Class I bike paths.

Chapter Two

Goals and Objectives

The Coastal Rail Trail is primarily located along the coastline, following along the old AT&S.F.
railroad right-of-way, now owned by the San Diego Northern Railway (SDNR). Formal and
informal trails along the railway have been in existence since communities first began developing
along this 44-mile corridor. Community interest to develop a formal trail, prompted the San
Diego Association of Governments (SANDAG) to sponsor a grant application to conduct the
"Coastal Corridor Bicycle Path Analysis" in 1989. The snrdy concluded that a formal trail was
feasible for the entire distance from Oceanside to San Diego.

Continued interest by the cities and communities along the corridor coincided with an increase of
available federal funding for bicycle facilities through the Intermodal Surface Transportation
Efficiency Act (ISTEA) Once agairq SANDAG sponsored the application on behalf of the
coastal sities of Oceansidg Carlsbad, Encinitas, Solana Beach, Del Mar, and San Diego, with the
City of Carlsbad serving as the lead agency. Twenty percent matching state funds augmented the
Congestion lvfitigation Ah Quahty (CMAQ grant, a program of ISTEA Once the grant was
awarded, the cities teamed together oooperatively to explore opportunities and constraints of the
Coastal Rail Trail. The concept of the path was presented to over 50 community groups for their
input. Monthly meetings, coordinated by the City of Carlsbad, were conducted for over 30
months to identiS issues, alignment, and design questions. The recommendations of the
committee are presented in this report.
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Chqter Three
Need and Purpose

San Diego County's 1995 population of over 2.6 million persons is expected to increase by 44Yo
to over 3.8 million persons by the year 2020. As the population continues to rise, the need for
both commuting and recreation facilities also continues to rise. In 1994, the County of San Diego
completed a survey to detemine why more people do not ride birycles. The study concluded that
65% would ride, if there were trails that were separated from the roadway.

The California Outdoor Recreation Planr ranks trail uses as one of the highest in the activity
participation survey. The Coastal Rail Trail will directly or indirectly serve virtually atl of the
regional and local destinations along the corridor. These destinafions may be a local city park or a
regional destination such as the Del Mar Racetrack. The trail will be designed for commuting and
recreation. The anticipated major uses are bicycling, walking, running and roller blading for
individuals, groups, families, and tourists. Bicycling and running fundraising events may also
frequently occur along this trail.

In order to estimate the number of future trail users and the reduction of vehicle trips, several
assumptions were made about the potential users and the Coastal Rail Trail itself, which included
peak season, and off season usage. Based on a series of stated assumptions, the trail usage
projections are estimated at over 7 million annually, with reduced vehicle trips of 570,000.

Projections of usage by commuters is derived from the 1990 Census "Journey to Work" data. The
current percentage of ernployed adults who walk to work is approximately 34%o, wlnle bicyolists
comprise about loi of commuters. Based on the 'T.{ational Walking and Bicycling Study''
conducted by the U. S. Department of Transportation" it is estimated that once the Coastal Rail
Trail is complete, the number of bicycle commuters will double. This translates into an estimated
15,000 employed adult commuters who will walk or ride to work on a typical weekday. Add to
tlris figure an estimated l5o/o of students who will walk or ride, the total daily number of
commuters walking or bicycling along the Coastal Rail Trail corridor is projected tobe 22,500.

Cltapter Four
Implementation

Upon adoption of the Project Study Report, the participating agencies will need to resolve issues
related to funding, access agreements, project management, and maintenance operation.

Funding
Funding for planning and environmental research, and partial funding for permitting, desigrq and
construction of the Coastal Rail Trail has been achieved through state and federal grants resulting
in a total of approximately eight (8) million dollars. Funding through other grant sources will
need to be pursued in order to achieve project implementation and to fund additional amenities
such as landscaping and overcrossings. Funding sources for ongoing maintenance and operation

I 
State of California, The Resource fuency Califomia Ouldoor Recr€ation plan 1996
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may be redized through the generd firnds ofeach ofthe agencies, donations, fundraisers and the

use of voluntary manpower.

Agreements
A Memorandum of Understanding (MO[I) was established to provide a cooperative alrangement

to plur, desig4 and oonstruct the Coastal Rail Trail. The signatory agencies are the cities of
Carlsbad, Del Mar, Encinitas, Oceanside, San Dego, Solana Beactr, NCTD and MTDB.

Agreements between each agency and the property owner of the railroad right-of-way will allow
for public use of tie railroad. The City of Solana Beach and NCTD have taken the lead in the
preparation of an "Agreement For Use of Portions of the Railroad Right-of-Way'', which will
guide other similar agreements.

Trail Management
Trail Management consists of desig4 constructioq maintenance and monitoring which may be
accomplished in several ways: l) Each agency can manage the trail within their ov*n jurisdiction;

2) One agency can provide project management for the entire trail; or 3) An independent non-
profit organization can manage the entire trail. There are various advantages and disadvantages

of each option, which may affect trail desig4 liability and cost.

Project Costs
The Project Study Report has attempted to develop trail guidelines to assist in designing the trail.
Adherence to these guidelines and CalTrans standards will provide a coordinated trail systenl
which is easier to maintain. It is undsstood that each agency may vary from the guidelines to
meet specific community concerns and site constraints. However, there are a number of design
components that can be standardized zuch as trail desig4 paving, striping, and signing. These

standardized eleme,nts were used to develop the overall cost estimates. In some areas where
there are known variables, such as bridges or fencing, the co$ was adjusted accordingly. These

costs may vary as each clty (or cities) proceeds into the final desigrr phase and modifies specific
design elements. Optional costs, such as benches, picnic tables, bicycle racks, landscaping,
inigatioq etc., axe summarized for each city, but are not included in the overall cost estimate. The
entire Coastal Rail Trail through six jurisdictions is estimated to cost approximately $40,018,893.

Chapter Five
Trail Alignment

The main purpose of the Project Study Report is to identifr an alignment which is constructable,
not cost prohibitive, and which maintains the continuity of a commuter route from Oceanside to
San Diego. An alternative analysis of the corridor was conduqted tlrough extensive fieldworlq
map analysis, and coordination with resource agencies. The recommended alignment presented in
this report was made considering cost constraints, potortial environmental impacts, and potential
users. This alignment reflects a Class I bike path along the San Diego Northem Railway for
approximately 32-miles of the 44-mile corridor. In instances where the railroad bridges across a
lagoon, the trail diverts to oristing Class [I bike lanes along Highway 101 (Coast Highway). The



trail also diverts to either Class II or Class III bike facilities in areas where tlere may be other
constraints that restrict the ease of construction.

The 44-mile Coastal Rail Trail atignment has been divided into I I distinct project segments for
closer evaluation. The methodology used to select the preferred alignment includes the following
criteria:

o Available width of railroad right-of-way;
o Physical obstructions along railroad right-of-way;
o Access to transit stations;
o Utilization of existing facilities;
o Environmental constraints: and
. Costs.

Upon completion of this draft document, environmental studies were conducted tlrat resulted in
adjustments to the trail. Essentially, the trail was relocated to existing roadways when the
biological studies revealed environmental restrictions which would make the trail, as a Class I
bicycle path, unfeasible. It is anticipate that minor adjustments to the trail alignment will occur
during final design to accommodate existing utilities and elevation changes.

Chapter Six
Trail Derign

The desiglt of the rail trail is based on specific standards or guidelines developed for multi-use
trails throughout the United States and incorporate CalTrans, Chapter 1000, Bikeway Planning
and Design Standards. However, there are no'best practices" design standards developed for
rails with trails. The recomtnended design standards developed in this document are drawn from
experiences of active rail trails around California and the United States, accepted CalTrans Class I
standaf,ds, the California Public Utiliti€s Commission Standards, and unique constraints of the
Coastal Rail Trail. Specific designs for at-grade trail crossings witl be developed during the final
design with consultation with NCm and the Public Utilities Commission (PUC)

Chqter Seven

Signing and Marking

The Coastal Rail Trail will be identified by a consistent, unique logo, which is represented on the
front cover and in this chaper. The fundamental concept of the logo is a striped pattern for
railroad ties, simulating the shape of a wave, which curves around each local agency's city seal.
This sign" or one similar, will be used along the entire 44-mile corridor to provide identification
and continuity. Mileage markers will be identified within the pavement reflecting both northbound
and southbound distances. Other types of signs will be educational and directional kiosk signs,
bicycle signs consistent with CalTrans standards, and trail information sign panels to identifu
potential safety hazards and regulations for the use ofthe trail.
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Chqter Eight
Landscaping Along the Trail

Depending on corridor width and trail distance from the rail fencing and other buffering methods,

such as vegetatiorq are often used to separate a rail trail from adjacent active railroads.
Landscaping along the trail will be determined by each local jurisdiction depending on the widtl
of the right-of-way and coordination with the railroad operators. The need for, type of, and

distances of buffering between active railroad lines and rail trails are currently being reviewed at
the state and national lwel. Upon adoption of state and./or national standards, buffering issues as

well as at-grade crossing standards will be largely defined. The use of buffering techniques along
the Coastal Rail Trail will be determined jointly with SDNR during the final desigrr phase, based

on site specifics such as distance to the tracks, environmental impacts, view obstructioq lateral
movement, and overall safety.

In order to provide design continurty within the corridor, landscape designs, which express the
natural and cultural elements ofthe local environment, have been identified in this chapter. The
landscape guidelines focus on the urban and more native environment. Various types of planting
are portrayed, some that may be used in more constrained areas and others that may be used in a
wider area,

Chqter Nine
Liability of Rails with Trails

Liability is the greatest concem expressed by local agencies that manage trails. Liability cases
generally involve perceived negligence. Potential liability issues related to the proposed rail trail
have been examined in cooperation with the legal counsel for the Rails to Trails Consewancy.
Research into relevant liability issues, comparable facilities around the country, and steps that
local jurisdictions san take to minimize their exposure are documented in this section. Based on
prior research - when properly designed, maintained, and operated - rail trails have not posed a
greater liability risk than other public facilities.

Chqter Ten

Constraints Analysis

An extensive review of existing, related environmental documents was conducted, which
provides a benchmark for what additional environmental review will be needed to comply with
California Environmental Qualrty Act (CEQA) and National Environmental Protection Act
(NEPA). This review involved analyang numerous EIR/EIS documents for projects along the
corridor to determine what information may be used without having to repeat work that already
has been completed. A Natural Diversity Database Record Search was conducted to reveal
potential sensitive plant and animal species which may ocist along the proposed alignment. Once
this data was analyzed a data gap analysis concluded that additional studies were necessary to
determine potential impacts. Since the initial constraints analysis, the City of Carlsbad conducted
additional environmental analysis on noise, cultural resources and biological resources. Due to



potential impacts to native habitats, in some areas the trail was realigned to use oristing roadway.
In 2000, the City of Carlsbad, on behalf of the northem coastal cities of Oceanside, Encinitas,
Solana Beac[ and Del Mar completed environmental analysis for the Coastal Rail Trail within the
5 northern coastal cities and issued a Mtigated Negative Declaration for public review in
November 2000.
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1.0 Proiect Scone

1.1 Project Description

The Coastal Rail Trail is intended to be a Class I paved bikeway-constructed 12'wide, with 2'
shoulders on each side, within the SDNR right-of-way for approximately 32 miles of the totd 44
miles. The trail will begin at the San Luis Rey River and terminate at the Santa Fe Depot.
Segments located on adjacent roadways will meet the CalTrans Standards for bikeways. Specific
design details are identified in Chapter 6.

1.2 Background

The San Diego County coast is defined by the ocean" beaches, lagoons, and communities that line
its shores. Despite rapid growth over the past 20 years, the coastal cities still maintain a 'beach'
atmospherg which San Diegans cherish. Evidence of the desire to connect to the water is wident
by the numerous paths and trails leading to the beaches, some attracting visitors from tlrc region
and beyond, while other trails are known mostly by the local residents. Everyday these paths and
trails, along with roadways zuch as the Pacific Coast Highway, af,e heavily used by surfers,
families, joggers, bicyclistg and many others.

The former Atchisoq Topeka and Santa Fe Railroad (AT&S.F.), now owned by the San Diego
Northern Railway (SDNR) and operated by the North County Transit Distrist (NCTD), is a
defining feature of the area. The Coaster, AT&S.F. freight, and AMTRAK trains provide a lwel
of rail service rare on the West Coast. Trains traveling at speeds of up to 90 mph operate from
downtown San Diego to Oceanside, with connections, to Ins Angeles and Santa Barbara.
Bicyclists can take their bikes on board the trains for no additional charge. New stations along
tlre corridor have become the focal point of downtown redevelopment and increased vitality,
thereby increasing rail usage as these developments occur.

These two features, the beaches and the railroad, provide the corridor for the Coastal Rail Trail.
As shown in Figure Ll, tle railroad follows the coastline for much of its distance. Portions of
railroad right-of-way continue to be heavily used by pedesrians, bicyclists and other users, which
is unauthorized by SDNR. The railroad links directly to many local and regional destinations, from
parks and beaches to shopping areas to ernployment centers.

In May of 1989, the engineering consulting firm of Morrison-Knudson completed the *Coastal

Corridor Bicycle Analysis't under contract with the San Diego Association of Governments
(SAIIDAG). This study identified desigrr and right-of-way concerns and discussed safety issues
related to rail and bicycle operation. The study concluded that it is technically feasible to constnrct
a multi-use path along the railroad nearly its full length from Oceanside to San Diego. (Coastal
Corridor Bicycle Path Analysis, pp. l-2)

2 'Saa Diego-Oceaoside Connuter Rail Stuily, Coastal Cc'rridc Bicycle Path Analysis" pqare<f by Morriscnr-Knudsen
Engineers, Inc., San Diego Association of Govermeats, lvlay 1989.



Continued interest by the cities and communities along the conidor coincided with an increased
availability of federal funding for development of bicycle and pedesrian facilities through the
Intermodal Surface Transportation Efficiency Act (ISTEA) . In 1992, SANDAG, in association
with the coastal cities of Carlsbad, Oceanside, Encinitas, Solana Beactq Del Mar and San Diego,
sponsored an ISTEA funding application to conduct a detailed feasibility study. The grant was
awarded, and together with an additional grant through a State of Califomia funding project,
Transportation Systems Managernent, the cities embarked on a major effort to plaq desigrq and
construst the longest, continuous rail trail of its type in the country.

This major effort to dwelop a comprehensive feasibility study is packaSed into a Project Shrdy
Report. Federal funding of the project mandates oversight by the California Department of
Transportation (CalTrans). CalTrans has established a welt-defined process for the development
of regional transportation improvements. The first step in the process is the dwelopment of a
Project Study Report @SR). The PSR explores and identifies most aspects of the project
development including purpose and need, public review process, environmental process, funding,
agreements, and design options involving oppornrnity and constraint ualysis. The purpose of this
Project Study Report (PSR) is to:

I provide background on the project history goals, and relationship to existing plans
and other relevant documents;

e identit the future Coastal Rail Trail users and their needs;

o identify constraints and recommended solutions including grade crossings,
environmental conditions, property ownership, and railroad operations;

I develop alternative alignments where constraints cannot be overcome in either the
short or long-term;

r develop design guidelines to facilitate development and ensure consistency across
cities utilizing established state and national standards;

. provide implementation details on funding, liability, safety, landscaping, maintenance,
Iegal agreements, environmental permits, and other items; and

' provide a forum for resolving planning and design issues to dweloping construction
documents.

Rail trails have been constructed throughout the nation. The Rails to Trails Conservanoy (RTC), a
nationwide organization formed for the purpose of utilizing abandoned railways for trails is now
assisting in the development of trails along active railways. A survey conducted by RTC in 1997
lists 49 existing rails-with-trail and provides detailed information on the physioaf and operating
characteristics of the facilities. The study summary states that trails are compatible wit-tr active
railroads and concludes that thes€ trails are success.f.ul alternatives for transportation and provide
an ideal opporhrnity for recreation.
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As the Coastal Rail Trail progresses, other communities are purzuing rail trails in their own
communities. The San Mateo County Transportation Authority in San Mateo County recently

completed a Feasibility Study for the development of a rail trail along a 27-mle rail corridor.

Washington D. C. conducted the'Met Branch Feasibility Study'for a 7-mile trail &om Union

Station and the Mall in Washinglon D. C., to Silver Spring in Montgomery County, Maryland and

has completed a portion of the trail through Northeast Washington bordering a Catholic

University. Mnneapolis' Cedar Lake Trail, which parallels an active rail line is about two-thirds
complete. Other cities such as Ventur4 San Luis Obispo, San Clemente, and Cincinnat'r, are

proceeding with preliminary plans. In other areas, rail trails are success.f.ul, such as the
Georgetown Branch Trolley Trail, which connects Bethesda, Chevy Chase, and Silver Springs,

Maryland The Mission Trail in San Fernando, California is located n€xt to the Metrolink" an

active rail corridor. The trail, a paved pathway separated by a 5' high fence, channelizes bicyclists
and pedestrians to the trail where in the past the corridor had a high rate of people walking on the
rail.



FIGURE 1.1 RAIL TRAIL
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1.3 Projcct Setting and History

The project study area includes the central and northern parts ofthe City of San Diego, and the
cities of Del Mar, Solana BeaclU Encinitas, Carlsbad, and Oceanside. Total population of these
communities was over 1.4 million in 1995 and projected to increase to 2 million by 2020. firc
topography of the study axea rangos from a level marine plateau h the north to rugged hills with
axroyos and canyons between Del Mar and San Diego. Salt-water lagoons @atiquitos, Agua
Hediondq San Elijo, San Dieguito and Los Penasquitos) and the fresh water Buena Vista lagoon
accentuate the terrain. The land uses along the railroad consist of medium to low density housing,
industrial and commersial land uses. Large undweloped land trasts orist arouud the lagoons in
Carlsbad, and in north San Diego. Intense commercial development, including high-rise office
buildings and heavy industrial uses, border the railway through downtown San Diego and
Sorrento Valley.

The north-south transportation system is dominated by three major facilities: (a) the I-5 freeway
which is located between 1 and 5 miles inland from the coast G) the former Pacific Coast
Highway, known as the Coast Highway, Cadsbad Boulward, and Paqific Highway, which
traverses parallel to the shoreline from Oceanside to Del Mar, and (c ) the SDNR railway right-of-
way, which is generally located between the Pacific Coast }fighway and I-5 except through
Carmel Valley, Rose Canyoq and the Marine Corps Air Station at Miramar.

Informal trails along the San Diego Northern Railway right-of-way have been in oristence since
communities began to develop along the coast. Walking or jogging within the right-of-way and
crossing the tracks at unprotected locations is considered trespassing by the railroad. SDNR has
attempted to keep people off the tracks by posting warning signs every 600 feet and issuing
tiskets. Since SDNR purchased the railway, NCm has provided security personnel who patrol
the corridor to cite individuals for violations such as walking on the railway, placing rocks on the
tracks, and crossing the tracks at unprotected crossings.

Since the initial feasibility study (Coastal Corridor Bicycle fuialysis, 1989) was completed, several
conditions have changed. First, the AT&S.F. sold the north county portion of the railroad to
NCTD and the San Diego portion to MTDB in Deceurbo 15, 1992. The railroad line known as

the SDNR, leased trackage rights for freight operations back to the Santa Fe Railroad while
commuter service is provided by NCTD between Oceanside and San Diego with the bidirectiond
Coaster trains. Metropolitan Transit Development Board provides "Trolley'' service, a ligtrt rail
train connecting Old Town San Diego to the Santa Fe Depot and to Tijuana, Mexico. Recent
improvements to the Trolley service include connections to Mssion Valley and Qualcomm
Stadium (previously named Jack Murphy Stadium). AMTRAK provides inter-city passenger
service to Los fuigeles and points beyond. Additional commuter service rnay soon become
available by Southern California Regional Rail Authority (SCRRA) who operates the Metrolink
rail service throughout l"os Angeles and Orange Counties.

Continued interest by the cities and communities along the corridor coincided with increased
available federal funding for bicycle facilities through the Intermodal Surface Transportation



Efficiency Act (ISTEA). Inl992, SANDAG's Bicycle Facilities Coordinating Committee (BFCC)
sponsored an ISTEA funding application for $768,000 in Congestion lvftigation and Air Quatity
(CMAQ funding for a 44-mile Coastal Rail Trail. The application was success.f.ul. The 2U/o
match funding was provided by the state with $192,000 from Transportation Systems
Management (TSM) funds.

In 1996, feasibility and preliminary desigr study of the Coastal Rail Trail was begun by a
consultant team headed by Transtech Engineers, Inc. of Oceansidg California, culminating in this
Project Study Report (PSR). Design and construction of the Coastal Rail Trail will occur in
phases, with the desigrr of the Solana Beach segment is scheduled for fall 2000 and Oceanside
through Ensinitas in 2001. Completion of the entire alignment is subject to funding availability,
resolution of environmental issues, and public access agreements (see Section 4.2).
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2.0 Goals and Obiectives

2.1 Project Goals

ISTEA funding, which is being used to design and construct the Coastal Rail Trail, is intended to
benefit alternative transportation. The federal government considers a bike trip as being used for
transportation purposes, if it connects an origin to a destination. Alternative transportation is

defined as any trip that results in a reduction in vehicle trips and vehicle miles traveled in the
corridor, ultimately improving air quality in regions desigrrated as severe air quality non-
attainment by the Air Pollution Control District (APCD) By linking neighborhoods directly to the
transit stations and employment centers, the Coastal Rail Trail will provide an altemative mode of
transportatiorq and will serve a direct function of encouraging commuters to bike or walk to their
destinations rather than to drive. Recreation trips, if they replace trips otherwise made by a

vehicle, also meet the mission of the ISTEA funding program and achieves goals incorporated
into SANDAG's Regional Transportation Improvement Plan (RTIP).

The six cities, in conjunction witb, SANDAG, NCm, MCAS, CalTrans and MTDB developed
the following project goals:

Goal I: Locate, wherever possible, the trail within the railroad right-of-way
in order to provide an alternative to using heavily traveled parallel
roadways in a safe and legal environment.

Gcnl 2: The Coastal Rail Trail should be a functional well-planned faciltty
that provides a relatively direct nofih-south connection in the
County, and follows routes already used by bicyclists,
pedestrians, and others.

Gcnl 3: The Coastal Rail Trail should consider connections to existing and
proposed trails to further expand alternative transportation choices.

Goal 4: Maximize safety along the railroad corridor by organizing and
managing pedestrian and bicycling actMty along the railway
through appropriate design and operation ofthe facility.

Gwl 5: Preserve the primary use of the SDNR and recognize the desire that
future service may require that SDNR double-track the railroad in
the future for additional rail service, for additional tracking for the
light rail systelry and future transit stations.

Goql 6: Preserve existing access routes to beaches and other destinations.
Where needed, relocate some access routes to new-channeled
crossings.



Goal 7: Protect existing wetlands and otier environmentally sensitive
habitats along the right-of-way. This may rezult in the diversion of
the Coastal Rail Trail to alternate routes offtle railroad corridor.

Gwl 8: Design, construct, and maintain the facility to meet appropriate
state and federal standards and the intent ofthe American with
Disabilities Act (ADA).

Goal 9: Wherever desirable or due to specific constraints, provide separate
treadways for pedestrians and wheeled-users.

Gool l0:Design grade crossings at roadways, which nuximize trail user
safety and convenience.

2.2 Summary of General Plans and Other Adopted Plans

The project lies within the boundaries of six local jurisdictions, each having their own General
Plan, Local Coastal Plan (LCP), implementing elements, ordinances, and policies. Each relative
document was reviewed along with regional and statewide goals to determine consistency of the
Coastal Rail Trail within each jurisdiction. These included General Plans, and Local Coastal Plans,
circulation elements, applicable master plans, specific plans, parks and recreation plans, bikeway
master plans, rail service plans, environmental documents, demographic and land use dat4 traffic
volumes, accident data and other reports. A summary of this analysis is presented below including
its applicability to the Coastal Rail Trail.

C a I ifornia C oasta I C omm i ssi on

The 1972 California Coastal Act is intended to protect the natural and scenic qualities of the
California Coastal Zone. Portions of the Coastal Rail Trail corridor and alternate routes lie within
the Local Coastal Program Boundary and are subject to the review of the California Coastal
Commission. The California Coastal Act regulations require that a coastal plan include "a public
access plement for maximum visual and physical use and €Nrjoyment of the coastal zone by the
publiC'. It also requires each local government agency to prepare a specific public access
component. The Coastal Act policies, which are related to shoreline access, are as follows:

Section 30210. Requires mo<imum access and broad recreational opportunities for atl
people in beach and coastal areas.

Section 30211 Requires that new development not interfere with the public's right of
access to coastal areas.

Throughout the development ofthe PSR', the public right ofaccess across the rail corridor has
been a great consideration. While the design of the Coastal Rail Trail may mandate buffering such
as landscaping or fencing in some a.reas to ensure safety, adequate access for the public 
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oristing at-grade crossings and highty used conidors must be maintained to ensure coast

accessibility.

San Diego Association of Gwernments (SANDAG)

The San Diego Association of Governments (SANDAG) is mandated to prepare and update the
Regional Transportation Plan (RTP) bV Section 65080 of the State Government Code. This

section also specifies that actions by transportation agencies, including CalTrans and the Transit

Development Boards must be consistent with the RTP. Local agencies utilize this document for
planning for future transportation facilities, then incorporate the transportation plan into their
General Plan Land Use and Circulation Elements. In order to obtain slate, federal, or
transportation sales ta:r funding the project must be consistent with the RTP. The RTP was

updated in 1996 to inctude the Coastal Rail Trail as a regional bicycle facility. t The RTP
identifies the Coastal Rail Trail as a proposed regional trail stating that the *affected cities and the
County of San Diego, with the eooperation of NCTD, will evaluate alternative alignments where
needed, complete design and construction ofthe Coastal Rail Trail.'{

City of Oceanside

The City of Oceanside is located at tle juncture of the north-south SDNR railroad and the east-

west Oceanside-Escondido rail. The crty has recognized the opportunity that this juncture brings
to non-motorized trail use.

General Plarl Circulation Eleme,nt (1995): The plan identifies two recreational routes for
pedestrians and bicycles: the Pacific Coast Trail and the San Diego-Anza Borrego Desert
Corridor. The plarmed location for Desert Corridor is adjacent to the old Santa Fe Escondido
Branch line (and future light rail line) running east from Oceanside to Escondido. Another major
bikotpedestrian improvement currenfly under desigrr is the San Luis Rey River Bike Loop, at the
northern end of the City. This loop will connest the beach area neax the proposed Coasal Rail
Trail and Pacific Street, to the inland portions of Oceanside along the San Luis Rey River.
Relevant policies include commitments to "assure that transit centers have adequate bicycle and
pedestrian access, including secure bicycle storage" (p.52) and 'lrovide connestion and

continuation of the Pacific Coasal Bioycle Conidor and the San Diego-Anza Borrego Bicycle
Conidor" (p. 54)

General Plan- Land Use Elernent (January 1989): The plan recogrrizes the need to enhance non-
motorized transportation facilities in order to provide safe and efficient movernent of people in
and through the City of Oceanside. Additionally, Section 2.7132 (p. 63) states that'the City shall

encourage the use of the railroad right-of-way for recreation and similar uses."5

' 1996 Rqioal Trurpuraio P'lo, Srptcnbcr 1996, So Dego Asroci*im ofGovcrmenls, pp 168.

o 
[rid. pp l?6

t O,--"si&, City of, City of Ocmrkb Genetal P|a, tr{erd l9t9



Master Plan of Parks and Recreation (1996): The document focuses entirely on parks and the
need for aqtive recreational uses rather than on bikeways or linear corridors. The purpose ofthe
document is to address the needs of the community for new parks, park acquisitioru and park
operations and maintenance. The railway right-of-way is not designated as an open space
corridor or slated for a multi-use path within the land use element.

The Coastal Rail Trail is consistent with the City of Oceanside's goals and objectives, which
encourages non-motorized facilities and the use of the railroad right-of-way for recreation and
similar uses.

City of Carlsbad

The City of Carlsbad has identified the Coastal Rail Trail in their General Plan and the Bicycle
Master Plan. The following documents recognize the opportunity of a trail along the rail right-of-
way:

General PlarL Circulation Elemenl Poliry C.l9 reads: 'Encourage passive and active use of the
railroad right-of-way trail linkage and bicycle Coastal Rail Trail." Other policies encourage
improvements to both pedestrian and bicycle circulation including safety improvements and
expanded facilities.

Bicycle Master Plan (1996): Section l0 of this document recognizes the Coastal Rail Trail as a
north-south spine along the coast and a regional connection to east-west trails. The plan includes
conceptual solutions to various design issues including bridge crossings, undercrossingg and at-
grade crossings.

Buena Vista Lagoon }Iill StreelCarlsbad Boulevard Boardwalk (November 1991): A pedestrian
boardwalk is proposed along the eastern side of Cadsbad Boulevard/Coast Highway over the
Buena Vista Lagoon connecfing Carlsbad and Oceanside. This pedestrian sidewalk would be
elevated above street level to provide a pedestrian system around the lagoon edge.

The Coastal Rail Trail is consistent with the City of Carlsbad's General Plan and the Bicycle
Master Plan. It does not conflict with the Buena Vista Lagoon Foundation's proposed pedestrian
boardwalk for the east side of the Coast Ffighway, connecting Oceanside and Carlsbad. The
Coastal Rail Trail would augment the Carlsbad trail system by providing a route for bicyclists and
connections to oristing and proposed east-west bicycle and trail routes.

City of Encinitas

The railroad right-of-way within the City of Encinitas experiences a high number of users crossing
the tracks to access the beach. This is due in a large part to the limited number of surface streets
that cross the tracks, and the large residential areas which border the east side of the tracks in
communities such as Leucadia, Old Encinitas, and Cardiffby the Sea. The City of Encinitas goals
and objectives are presented in the following documents:
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General Plan (1989): The General Plan recognizes the need to retain access to the beaches and

the potential of the railroad right-of-way as a resource for a multi-use trail. As stated in the
Introduction, Railroad Crossings/Right-of-Way: '"The limited number of railroad crossings acts as

a deterrent to east-west pedestrian and vehicular movernent. This obstacle to movement resuhs in
uncontrolled pedestrian crossings of the track wherever it is convenient. The right-of-way
represerfis a significant source of noisg but is also a potentially valuable area for the establishment

of a riding/hiking/bicycling path for north-south movement near the coast and a landscaped buffer
adjacent to the major north-south circulation roadways, Ifghway l0l and Vulcan Avenue.

Enhancernent ofthe rail corridor, including the possible depression ofthe track grade to address

these issues, is warranted.'6 The General Plan also includes a bikeway facilities map, which
identifies a separate bikeway along the railroad right-of-way

Master Bikeway Plan and Engineering Feasibility Study (1990): This document provides ample
detail regarding bicycles, riding habits, and the riders themselves including age, sex, trip purpose,
frequenoy of use, and other information. Most survey respondents in Encinitas identified s€parate
bike paths as their prefened type of bicycle facility. The Plan waluates the potential for a bike
path along the railroad right-of-way, and provides an altemative that includes widening parallel
streets for bike lanes (Vulcar/San Elijo) in order to minimize conflicts with pedestrians and other
trail users. The 'AT&S.F. Railroad' opion is wduated in three distinct segments, projected to
have a l0 to 12 foot width, and be located on the east side of the tracks. Total cost of the facility
was projected to be $3.4 million dollars for 5.8 miles ofbike path.

Downtown Encinitas Specific Plan (199a): The circulation elements of this plan cover both
pedestrian and bicycle movement, with a multi-purpose trail identified along the railroad corridor
south from E Street. The plan recommends purzuing dwelopme,nt of this facility in cooperation
withNCTD.

North l0l Conidor Specific Plan (1997): This plan recommends a'tnulti-modal recreational path
within the railroad right-of-way east of North Highway l0l. This bike path will replace the
existing narrow asphalt patlway along North Highway l0l" The plan also recomme'nds parallel
on-street bike lanes on North Highway l0l and Vulcan Avenue.

The Coastal Rail Trail is consistent with the City of Encinitas' Gsneral Plan and Mast€r Bikeway
Plan, which identify the railway corridor as an

reducing the o<isting bike lanes.

City of Solane Bcach

opportune area for a multi-use path without

The City of Solana Beach has taken ortensive steps to prepare for a trail along the railroad. The
city goals and objectives are zuccinctly stated in the following documents:

Solana Beach Linear Park Master Plan (1995): This document covers the planning and
preliminary design of a l.8-mile linear park along the railroad right-of-way (essentially the same

alignment as the proposed Coastal Rail Trail). The plan coniains details on the public

6 Encinitas Geneml Plan, 1939. h I{



involvement prooess, relevant plans, existing influences such as topography, vegetatioq and
circulatiotl conceptual plans, cross sections, and design elements such as lighting, entry features,
pla"as, fencing bridges, and landscaping. The plan provides tle most detailed design framework
for the proposed Coastal Rail Trail in the entire corridor. It includes design recommendations but
acknowledges that the specifc design of the Linear Park will ocour during the final design phase.

Higtrway l0l Corridor Specific Plan (1992): This plan covers tle area adjacent to U.S. l0l
through the City and consists of land use, community facilities, and circulation components. There
is substantial overlap in this plan's study area and that covered by the more recent Linear Park
Master Plan (see above). The plan recognizes the future Linear Park and the need to create
better pedestrian linkages across Highway l0l to the Linear Park.

Solana Beach Bikewav Master Plan (1993) and Bikeway Addendum (1996): These plans cover
on-street and oflstreet bicycle facitties in the city, along with support facilities zuch as bike
racks. They identify tle'Coastal Corridor' Class I bike path 'to be built by others' through Solana
Beach. They also provide most of the basic information required for state and federal funding,
and other tools needed to guide future development ofthe bikeway system.

EIR for the Proposed Lomas Santa Fe Drive Grade Separation Project for the San Diego
NorthEm Railwav- (1995): Jointly, NCTD and the City of Solana Beach developed a plan to
lower the train tracks approximately 35 fe€t below their existing level in order for the trains to
pass under the intersection at Lomas Santa Fe fhive and Highway l0l. The purpose of this
"grade separated railway'' is to reduce trafic congestion at Lomas Santa Fe and noise impacts to
adjacent residential and comrnercial properties. As part of the'T-,omas Santa Fe Grade Separation
Project," the City pursued the development of a linear park along the railway right-of-way for the
purpose ofcreating a parklike setting to provide a formal trail for pedestrian and bicyclists, and
to continue to reduce conflicts with bicyclists and vehicles.

The desigt criteria set forth in the Coa*al Rail Trail Pro1est Study Report support the policies
iderrified in the City's General Plan (1988), the Fletcher Cove Master Plan and supporting EIR
(1992), Linear Park Master Plan, Bikeway Master Plan (1993), and Bikewa), Addendum (lD6)

City of DeI Mar

The City of Del Mar recognizes the need to provide alternative transportation, but also the need
to preserve the coastal bluffs along the railroad. These policies and goals are identified in the
following documents:

General Plan. Recreation Element (May l, 1985): Promotes the use of bicycle facilities and trails.
Section C of the Implementation Program recommends that a continuous blufltop pedestrian trail
be developed.

The Community Plan (March 1996): Open space goals recognize the need to preserve the
sandstone bluffs, which lie along the coast of Del Mar. These bluffs receive extensive pedestrian
astivity year round, as well as host the San Diego Northern Railway. The Community plaa Goal
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2, Objectives and Policies A reads: "encourage a pedestrian-oriented, non-motorized community
by developing I system ofbicycle rights-of-way and pedestrian paths.

Zoning Code. Railroad Right-of-Way Zone (19E5): The City of Del lv{ar's zoning code (Chapter
30.28) specifically states that the uses within tlre railroad right-of-way are limited to railroad
transportation facilities and related strustures and uses. Since the proposed trail along the right-
of-way in Del Mar is limited to an unimproved pedeshian trail, the proposed Coastal Rail Trail is
consistent with this zoning code.

Camino Del Mar Streetscape Plan (Sepember 6, 1996): The intent of the plan is to consider
specific design modifications which will urhance the tlree mile length of Camino Del Mar through
the City of Del N{ar. The plan maintains the need for bicycle lanes t}rough the City and identifies
a bicycle/pedestrian bridge at the Jimmy Durante - Grand Avenue/Camino Del Mar merge.

Del Mar Trail Subcommiuee (December 1996): The City of Del Mar's City Council directed its
staffto work with community groups in the development of the Coastal Rail Trail and to explore
trail alternatives. The trail subcommittee considered a paved bicycle/pedestrian trail along the
railroad right-of-way, however, due to width and drainage constraints along the blutrs and known
bluffinstability, the committee agreed to divert bicyclists to existing bicycle lanes on Camino del
Mar while maintaining existing pedestrian paths along the west side of the railway, on top of the
bluffs.

The Coastal Rail Trail is consistent with the City of Del Mar's prograrm and policies since it
encourages the preservation of the coastal bluffs and tle continued use of the existing trails and
bicycle lanes. It also includes the location ofthe pedestrian bridges across the railway as proposed
by the City Council Trail Subcommittee and the proposed bicycle bridge at the fimmy Durante -
Grand Avenue/Camino del Mar merge.

City of San Diego

The Coastal Rail Trail traverses through and is adjacent to several City of San Diego planning
areas. Development in these areas is controlled by community adopted plans. These include the
North City West Community Plan (a.k.a. Carmel Valley), Torrey Pines Comnnrnity Plaa
University City Community Plan, Mira Mesa Community Plan and the Incal Coastal Program
(LCP). Summaries of these and other relevant documents follow:

Proeress Guide and General Plan (1989): The City of San Diego's General Plan recognizes that
walking and bicycling are both important means of transportation in San Diego. It states 'the
pedestrian and bicycle trips each orceed the number of trips made by transit today. Moreover,
travel forecasts indicate that non-motorized transportation will increase significantly and will
continue to ouQace transit ridership."t The plan also encourages s€parate bikeway facilities to
reduce vehicle conflicts and recogrrizes the coastal bikeway as a regional corridor for bicyclists.
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North Citv West Community Plan (October 1988): Although the North City West Community
Plan is located immediately to the east of the City of Del Mar, bike and pedestrian ways are
recommended to be parallel to major and collestor streets but to be physically separated and
connected to community actiuity centers. fire Coastal Rail Trail will allow for connections to
bike paths constructed in the North City West area.

Torrey Pines Community Plan (April 16, 1996): Transportation Element Goals identi$ three
Class I birycle paths: on the south side of Carmel Valley Road between McGonigle Road and
Sorrento Valley Road; the San Diegrrito River Valley bicycle path; and the Coastal Bicycle path
along the railroad right-of-way from San Diego to Oceanside. t

A concept sketch is provided within the Transportation Element for a joint use pathway to be
shared by bicyclists and pedestrians, physically separated from Carmel Valley Road. The pathway
"should be constructed with a combination of concrete and wood ..... the path should meander
along the lagoon".

Since the 1996 adoption of the Torrey Pines Community Plaq the City of San Diego embarked on
a feasibility study for a separated pathway along Carmel Valley Road. The'Carmel Valley Road
Enhancement Project Task Force" met over several months during the suruner and fall of 1997.
The task force consluded that a separated trail along tle south side of Carmel Valley Road would
significantly impact the Los Penasquitos Lagoon and the available paxking. The City of San Diego
is proceeding with plans to widen the road to accommodate bike lanes along Carmel Valley Road.

University City Communitv Plan (January 16, 1990): The University City Community Plan covers
the area immediately south of the Torrey Pines area, incorporating the University of California,
San Diego and the University City community, just north of the Marian Bear Memorial Park. The
goals of the Transportation Element, Section D, Non-Motorized Transportation states:*Implement 

a progmrn for the development of bikeways with an emphasis on separated bike paths
that are interconnecting." A proposed Class I bikeway is identified along the railroad right-of-
way through the Rose Canyon Recreation area.

The Urban Design Element of the Universlty Clty Community Plan states 'that bikeways are
important in and around University campuses not only for transportation but also for recreational
purposes. An expanded system of bikeways will ancourage additional students to bicycle to and
from campus."

Mira Mesa Community Plan and Local Coastal Program (March 1981): The Transportation
Element 'lroposes a system of^bikeways that provides both good inter-community service and
access to the City-wide system."" A Class I bike path is proposed along Miramar Road but has
not been constructed. The railroad right-of-way progresses through an area identified in the Mira
Mesa Commudty Plan as Sub-area'D" (CarrolVsoledad Canyon Interface). The canyon forms an
extremely scenic zubsystem that has value for recreation and conservation ofnatural resources.

t City of San Diego, Torrey Pines Conmunity plao, pp 4?.

t City of S.tr Dego, Mira Mesa Cmmudty Plu and l,ocal Coastal Ffogrm, pp 59.
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Realignment of NAS l!firamax EIR (February 1996) was prepared in accordance with the Defense
Base Closure and Realignment Act (BRAC) of 1990. As a rezult of the BRAC 93 decision NAS
Miramar was closed and assets (aircraft, equipment, and personnel) crrrently stationed at MCAS
Tustin and MCAS El Toro were relocated to MCAS Miramar. Section 3.8 Public Health and
Safety identifies the westem portion of the base, which includes the railway right-of-way as being
located within the established Accident Potential Zone (APZ). The purpose of establishing APZ's
is to delineate recommended surrounding land use for the protection of persons and property on
the ground.

Section 4.ll Noise identifies areas of Flight Conidor Activity and the associated impacts of
increased noise levels. These noise levels are intennittent and varied. MCAS lvfiramar does not
have plans to orpand facilities to the area adjacent to the right-of-way.

Each community plan was reviewed to determine its oonsistency with Coastal Rail Trail projest.
The City's Generd Plad and the related community plans note the need to pursue bikeway
facilities, to ensure connections to other bicycle facilities, and to provide safe alternative
transportation modes. fire estimated usage of the trail through MCAS Miramar will not exceed
the threshold established bv the APZ.

County of San Diego

The trail corridor does not lie within the jurisdiction of the County of San Diego. However, it
does provide connections to existing and planned trails within the County areas. These include the
San Luis Rey River Patb which entends into the of Fallbrooh the San Dieguito River
Park trails which traverse easterly to Vulcan Mountain in lulian" the Los Penasquitos trail, which
connects the inland community of Poway to the coast, and the east-west rail trail from Oceanside
to Escondido, which will traverse through portions of the county and is currently in the design
phase.

San Dieguito River Park Concept Plan (Septernber 15, 1993) states that "an ambitious but
achievable goal ofthe Concept Plan is to create a trail system that will extend from the ocean at
Del Mar to the desert just east of Vulcan Mountain." Once constructed this multi-use Class I trail
will provide a regional multi-use trail connestion extending over 55 miles as far as Vulban
Mountain in Julian to the Coastal Rail Trail at the Del Mar Fairgrounds.

Ongoing coordination with the San Dieguito Riverparlq the City of San Marcos (lead agency for
tJre Oceanside' Escondido rail trail), the City of Oceanside for the San Luis Rey River Pattr, and
the City of San Diego for the connection to the Los Penasquitos Trail, will continue to ensure
connection to these regional east-west trails



2.3 Summery of NCTD/IVITDB Servicc Plans

Current passenger service between Oceanside and San Diego is provided by both AMTRAK (8
trains per direction per day) and Coast Express Service ('Coaster') provided by the SDNCTDB (9
trains per direction per day). There is an average of34 total passenger train movements per day
along the corridor and approximately six freight trains, or roughly two trains per hour on average.
The Coaster train operates at speeds up to 90 mph. Existing transit stations are located at the
Oceanside Transit Center, Carlsbad Village Statiorq Poinsettia Statioq Encinitas Statioq Solana
Beach Station, Sorrento Valley Statio4 Old Town Transit Center, and Santa Fe Depot.

The NCTD Board recognized the importance of bike paths along the Oceanside to San Diego rail
corridor and approved the Memorandum of Understanding on November 20, 1997. A rail trail is
identified along the existing railroad right-of-way from OcBanside to Escondido in the
Environmental Assessment and Environmental Impact Report for the proposed passenger rail line
along this corridor. The proposed rail trail along the Oceanside to Escondido rail line will provide
an east-west connection for bicyctsts and pedestrians to the Coastal Rail Trail in Oceanside.

On April 30, 1998, the NCTD Board approved the preparation of a 'North County District
Business Plan and Capital Needs Study''. A component of that study, 'I.ong Range Rail ldaster
Plan and Capital Element" will explore future rail improvements along this corridor. Figure 2.1
shows a summary of current planned projects. The results of this fwo-year study will determine
the timing ofthese and possibly other rail projects.

The Metropolitan Transit Development Board (MIDB) is currently conducting preliminary
engineering for the light rail system which is described in the Md-Coast Corridor Alternative
Analysis/Draft Environmental Impact Statement/Draft Environmental Impact Report. This report
summarizes the impacts and costs of the light rail project and other highway improvement
alternatives along this corridor.

The Light Rail Transit (LRT) Alternative would include construction of two LRT tracks located
east of and immediately adjacent to the existing SDNR railway. Both LRT tracks would cross
over Balboa Avenue on a new bridge and additional LRT stations would be constnrcted at
Balboa Avenue and Morena Boulward, Clairemont Drive and More,na Boulevard, and Tecolote
Road and West Morena Boulevard. The certified EIR" adopted by MTDB Board in October
1995, includes analysis of the LRT extension to Balboa Avenue and Coaster Station projests.
Coordination with MTDB during the desigrr phase of the Coastal Rail Trail will need to occur to
ensure that right-of-way access is maintained for the second track for the Light Rail Transit.

NCTD is exploring options to straighten the section of the railroad from I-805 to Miramar Road
due to the extreme grade, which requires trains to reduse speeds to adjust for the grade and
curves. The Mramar Hills Curve Realinnment and Second Trach Alternatives Analvsis Report,
released in August 1997, rec,ommends alternative alignments for both the rail and trail.
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2.4 Conncctions to Other Trails

The Coastal Rail Trail will parallel the existing Class tr birycle lanes along lfighway l0l (Coast

Highway) except for the Agua Hedionda L4goon where the trail will divert from the railway right-
of-way and utilize the Hghway l0l/Coast lfighway birycle lanes. The rail trail will provide an

opportunity to walkbike along the Coastal Rail Trail and access the bicycle lanes or sidewalks at
num€rous locations along the coast. This 44-mile corridor will provide an excellent connwtion to
other regional east-west routes, Class I birycle paths, Class tr bicycle lanes, and othe,r natural
walking paths such as at the Marian Bear Natural Park Resreation axea and the Rose Canyon
Open Space Park.

These connecting routes for Class I facilities (o,isting and proposed) and nanrd pathways are

identified on Figure 2.2 and the connecting Class tr facilities are identified on Figure 2.3. Key
connections to Class I bicycle paths include the San Lrris Rey River Bicycle Path (in-design),

Oceanside-Escondido rail trail (in-desigrr), Mssion Bay Park bicycle/pedestrian paths (existing),
Fiesta Island (existing), and th.e Bayshore Bikeway (in-desigr). The Coast to Crest Trail system
through the San Dieguito River Park will connect from tlre beach in Del Mar, crossing the railroad
tracks south ofthe San Dieguito River, to the Vulcan Mountains in Julian.
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Q DoubleTracklng
Garlsbad Village Drive to
Cannon Drive (Carlsbad)

() DoubleTracklng
E Street to
Birmingham Street (Encinitas)

Q eraoe Separatlon
San Elijo Lagoon to
Via de la Valle (Solana Beach)

@ ttanstt Platform
Del Mar Racetracks (Del Mar)

$ Sorrento Valley Statlon
Parking Lot

DoubleTracklng & Curve Reallgnment
Miramar Hill (City of San Diego)

Nobel DrlveTtolley Statlon
Nobel Drive (City of San Diego)

Elvlra Curve Stralghtenlng
Across from Mission Bay Drive (City of San Diego)

False Bay SIdlng (DoubleTracklng)
Balboa Avenue to
Mission Bay Drive (City ot San Diego)

Mld{oast Tlolley Prolect (Ught Rall Extenslon)
San Diego River to North University City
(City of San Diego)

Source: NCTq MTDB
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3.0 Need and Purnose

The Califomia Outdoor Recreation Plan of 1993 identifies walking as having the highest
participation rate (887o) for outside recreation and bicycling on paved zurfaces is listed with a
participation rate of 45.8%.to The need for the Coa*al Rail Trail is demonstrated by the number
and variety ofpeople who already use the conidor and potential users based on tle success of
multi-use trails already constructed in San Diego County, other areas of California, and across tlte
nation. Each user group has specific needs, which will directly affect the pluming and design of
the Coastal Rail Trail. For example, most pedestrians prefer to walk on a soft-surface,
meandering, shaded tfail, most bicyclists prefer to ride on a firm srrface with few curves, while
roller skaters require hard asphalt or concr€te zurface.

The "San Diego County Bicycle Use and Attitude Survey''completed in May 1994 concluded that
over 41Yo of those surveyed did not cycle'because of a laok of desired bike facilities. ...The
bikeway most preferred by cyclist respondeirts was a separate path that excludes cars (65%)".rt
Existing pedestrian and bicycling aqtivity in the conidor ranges from intense to low depending on
the locatio4 season and day of the week. Current uses san be categorized into the following
gloups:

Comrmiers

Commuters are generally defined as employed adults, adult students, and school children. Adult
commut€rs are typically seasoned bicyclists and walkers, who can move at or above average
speeds and maneuver across busy arterial roads. Ofte'n these commut€rs prefer to ride on the
street rath€r than on a bike path.

School children move more slowly and are less adept at crossing busy sfeets, and any new street
and rail grade crossings must be designed with this user in mind. Access points from the trail to
schools, neighborhoods, employmant centers, and multi-modal stations must also be provided for
the trail to serve as an efective conrmuter corridor.

Other commuters consist of persons who commute to services. These commut€rs may choose to
walk or bike to the store or other service facitty.

Beach Users

WhEther they are bound for the beach to wallg sunbathe, or surf,, beach users share many of the
same characteristics. Local beach users tpically anive by vehicle and park in lots or utilize on
streef paxking as close as possible to reduce the distance they will have to carry various beach
articles. They often use an intricate network of infomral trails to reach nearby beaches, most of
which cross the railroad tracks.

ro 
State of California, Depufu.€ot of Pa*is aad Recreation, 'talifomia Outdor Recrreatim Pln 1993', April 1994. p.32.

u 
Research Networt Ltd., 'Sm Diego Comty Bicple Use md Attitude Survey," lagrrna Hills, Ca-, lvhy 1994. pp 10.
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The Coastal Rail Trail is expected to carry a high number of beach users who will be seeking
access to the beach at numerous locations along the corridor. Beach goers will likely park along
the trail and walk to their preferred beach access point. In this marmer, the Coastal Rail Trail will
enhance access to the beaches by allowing people to park farther away, or hopefully bicycle or
walk rather than drive.

Recreqtion

The Coastal Rail Trail will attract a signfficant number of users who simply desire to use the
corridor for o<ercise and recreation. This includes families with young children, members of clubg
long distance bicyclists, people walking their dogs, roller skaterVbladers, andjoggers.

Benches, drinking fountains, signage, bicycle racks, and waste receptacles are just a few ofthe
items typically required for recreational and commuter trail users alike. Because of this
multiplicity of needg the Coastal Rail Trail is designed to sepaxate difierent user groups, as much
as possible, on a wider paved zurface. Separated paved or unpaved facilities may be considered
after the initial implementation in areas where the trail experiences heavy usage.

3.1 Destinations

The Coastal Rail Trail will directly or indirectly serve virtually all of the regional and local
destinations along the corridor. Destinations may be a local crty park or a regional destination
such as the Del Mar Racetrack or Carlsbad State Beach. Identi$ing these destinations will assist
in locating required access points and connecting facilities as part ofthe planning and preliminary
design process. A list of recreational and commuter destination points is provided as a part of the
description of each of the alignment segments found in Chapter 5.0.

3.2 Roadway Conflicts and TraIIic Volumes

Bicyclists, pedestrians, and others currently traveling along the corridor have the choice ofusing
roadways such as the Coast Highway, Camino Del Mar, and ToneyPines Road. While bike lanes
and/or wider curb lanes are provided along some of the route, the roadways present a
combination of high trafrc volumes, higher speeds, and side friction from driveways, parked
vehicles, and intersecting roadways. Most roadways are adequate and may be the facility of
preference by experienced bicyclists; howwer, less experienced bicyclists, such as children, the
elderly, and families, are likely to be intimidated by these conditions. Wheelchair users will prefer
a Class I facility because it will limit tlre number of times they must cross streets; they will
encounter fewer obstructions. and more even surfaces.

Pedestrian facilities such as sidewalks or trails provide areas for walkers, joggers, and otler users
who feel uncomfortable using the existing coastal north-south roads. In some areas, such as the
community of Leucadia in the City of Encinitas, pedestrians typically walk on shoulders on
Vulcan and cross Highway l0l at unprotected crossings.
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The typical Average Daily Traffc (ADT) volumes on the major north-south routes parallel to the
Coastal Rail Trail are between 10,000 and 20,000 vehicles. As population and job opportunities
continue to expand along the corridor, so will traftc volumes. As shown in Figures 3 . I and 3.2,
traffc volumes on north-south and east-west roadways adjacent to the corridor are projected to
increase. The only exceptions are Santa Fe Drive and Genesee Avenue at the northern-most
portion of State Route 805.

3.3 Accident Summary

Accident data of bicycle/walker and vehicle conflicts are relwant to the Coastal Rail Trail, as

higher than average accident rates for some cities may make the Coastal R.ail Trail a useful
solution for separating vehicles and walkerVbicycles. Local jurisdictions and the California
Highway Patrol record information on accidents. Data from most accident reports is filed into the
Statewide Record Keeping System (SWTRS). Bicycle and pedestrian accidents are typically only
recorded when they involve serious injury or deatlr, or motor vehicles. As suc[ bicycle and
pedestrian accident records are usually under-reported.

A review of birycle related accidents in the City of Encinitas between 1992 and 1995 showed a
high number of accidents along the routes parallel to the Coastal Rail Trail (Vulcan Avenue, San
Elijo Avenue, North Coast Highway l0l, and South Coast Highway l0l), accounting for 25%o of
all reported bicycle-related accidents in the City. The single worst accident location for bicyclists
within the City of Encinitas is between 'Restaurant Rou/' and the southem city limits along the
Ifighway l0l.r2 Construction ofthe Coastal Rail Trail would remove many bicyclists that may be
uncomfortable or inexperienced with cycling on the road, thereby avoiding numerous conflicts at
many of the intersections in this corridor.

Statistics reflec*ing pedestrian and birycle accidents on the railroad tracks are recorded by NCTD.
There were 11 recorded fatalities on the tracks in 1992, 13 in 1993, 8 in 1994, and 5 in 1995. Of
the 37 recorded fatalities, 13 Q5%) were ruled suicides and the remainder accidents. The number
offatal accidents on the tracks has declined every year since 1992; except, in 1996 there were
twelve fatalities reported. Contrasting with the NCTD statistics are r€ports from the Federal
Railway Administration that the 1996 statistics reveal deaths among trespassers were down 4.47o
and injuries among trespassers were up 1.3%o, nationwide.

'' Brton-Ashman Associates, Inc., *Master Bikeway Plan and Englneenlg Feasibility Study fm the City of Encinitas," 1990,
pp39
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FIGURE 3.2

1995 AND 2015
AVERAGE WEEKDAY TRAFFIC VOLUMES
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3.4 Future Lend Use and Demographic Chenges

San Diego County's 1995 estimated population of 2,669,300 is expected to increase by 44Yo to
3,853,900 by 2020, as shown in Table I (INFO SANDAG/Sourcepoint, September-October
1999, No. 5 pg. 8). The North County West Metropolitan Statistical fuea (MSA), including the
corridor cities of Carlsbad, Del Mar, Encinitas, Oceanside, and Solana Beac[ make up l0.E% of
the County's population. The City of San Diego, the largest city in the County, makes up 44Yo of
the population. These six cities, which will enjoy direct acf€ss to the proposed Coastal Rail Trail,
share significant feahrres as summarized below:

. Since 1990, the cities have had an average gain of 17.2Yo as of January 1, 2000 with
Carlsbad gaining 30.5Yo and Oceanside 25.2Vo.of rhe shne.

r The cities expect an average employment gan of 27.5%o by 2010, with Cadsbad and
Oceanside gaining 47.1% and 5l.5Yo, respectively; and

o Five ofthe six cities meet the lo/o national aver4ge of commuters who bike to work.

Given the scenic beauty of the corridor, warrn climate, and projected growth in both population
and employment, the existing average mode split of 3.4o/o for walking and 0.8% for bicycling for
the six cities has the potential to be much higher.

Sandag Info S€d4ct. 1999

3.5 Projected Short and Long Term Coestel Rail Treil Usager3

The proposed Coastal Rail Trail will be desigrred for muhiple-use commuting and recreation. The
major uses that are anticipated include bicycling, walking running, and roller skatingiblading. The
potential recreational us€s ar€ put into perspective by a 1996 national survey for the'?resident's

l3bfor-*i* 
in rhi" drpt€r psrtir[y dertu€d Fom Slcrrofdo Ri]q Grqrvav tvla(cr pfu. 1991.
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Table I
Populetion and Employment Growth Forecasts

Jurisdiction Population Growth Forecast Employment Growth Forecrst
1995 2020 % Chanee 1995 2020 ToChanee

Cartsbad 67.200 132.200 97o/o 4t,zoo 86.200 45.U/o
Del Mar 5,100 6,100 20Yo 3.200 5.600 13.tr/o
Encinitas 56,E00 70.800 25% 22.600 27.800 23.V/o
Oceanside 145.900 202.600 39/o 34.600 67,100 94.ff/o
San Diego I.174.400 1,693,500 44Vo 606.600 836,900 38.V/o
Solana Beach 13.500 16.100 1f/o E.700 9.700 ll.0o/o
San Diego
County

2,669,3O0 3,853,300 44o/o l,ogg,go0 l,627,goo 5ff/o
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Commission on Americans Outdoors", showing the percentage of adults who participate in the

following selected activities one or more times during a year:

Walking for pleasure

Bicycling
Running or jogging
Day hiking

84%
46%
42%
27%

Other uses will undoubtedly occur with new trends and ac'tivities. Along with the types of uses,

the demand or total numbers of recreational users can be expected to increase. The number of
recreational activities in San Diego County has increased steadily with the growth in population

and increased interest in bicycling, walking, and jogging This trend is expected to continue.

The nature of the Coastal Rail Trail will be somewhat different than multi-use trails elsewhere.

Use of the trail near the beaches, such as in the City of Encinitas, is expected to be heavy with
people using the Coastal Rail Trail to reach the shoreline. It is expeoted that many residents, who
currently drive to the beach, will now choose to ride or walk using the Coastal Rail Trail. In
other areas, local residents and longer distance walkers and cyclists will use the trail. Commuting

activity is o<pected to be high near rail stations, schools, universities, and major employers and

commercial centers.

The Coastal Rail Trail has the advantage ofincorporating routes and usage patterns that already

exist since the corridor is already extrunely popular, especially in the summer months, and is

estimated to generate a substantial number of destination trips. People from San Diego County
and the immediate vicinity dominate current use in general, although it is likely that, once

completed, the Coastal Rail Trail will attract visitors from outside the region. For example,

residents of Orange and Los Angeles Counties could use Metrolink to Oceanside to access the
trail for day trips.

In order to estimate the number of future recreational trail users, several assumptions must be

made about potential users and the Coastd Rail Trail itself These include the following:

e Peak season assumed to be 210 days long.
o Off-season usage assumed to be 25o/o of peak season (155 days).
c Overall weekday use is assumed tobe25Yo of weekend or holiday use.

r A ratio of pedestrians to bicyclists is assumed to be 3:2.
o A range of age use for the trail systern is aszumed.

Aszumed age groups utilizing the Coastal Rail Trail are as follows:
Under 15 years
t6-25
26-3s
36-45
46-55
56 and over

20Yo

r5%
20%
22Yo

l2o/o

ll/o

4l



Table 2
Trail Recreationel Usage Proicctions

Type of Activity Panicipaio
Peac€utarp

Arnual Avcragc Numbcr of
Trril Usqct'

P.rk Dry l.{umbe. o,f Us€3s Anuel Nunbq ofredtced
v&idctiosrt

Walking for pleasure 84Yo 2.990.000 12.000 240.000
Bicycling 46% 1.640.000 6.600 r32.500
Running or iossing 42% 1.490.000 6,000 120.000
Day hiking 27% 960.000 3.900 77.50A
Total 7.080.000 28,500 570.000

Assumptions on the characteristics oftrail users include the following:

o 7U/o ofthe trail demand will be derived from the local community.
o 90o/o of the trail users will arrive on foot by bioycle, bus, or train.
o lff/o of the trail users will drive specifically to use the Coastal Rail Trail.
e Average round trip walking distance is assumed to be I mile.
o Average round trip bicycling distance is assumed to be 5 miles.
o The number of average armual trips per capita in North County is aszumed to be

seven (7).
r The number of average annual trips per capita in San Diego County is assumed to be

one (l).

Based on these assumptions and an estimated 1995 population base of 1.4 million persons for the
six participating cities, the trail recreational usage projections are shown below in Table 2.

Projections of usage by commuters are derived from the 1990 U.S. Census'Journey to Work'
data, which covers employed adults ages 16 years and older (see Tabte 3). Added to these
commuters are an estimated 50,000 school age children and college/university students living
within 2 miles of the Coastal Rail Trail who may be able to walk or ride to school rather than
drive. The current percentage of employed adults who walk to work is approximately 3-4%, while
bicyclists comprise about l% of commuters. With completion of the Coastal Rail Trail and
connestions to the transit stations and employment centsrs, these percentages are expected to
double.l5 This translates into an estimated 15,000 employed adult commuters who will walk or
ride to work on a rypicd weekday. Add to this figure an estimated lSYo of students who will
walk or ride, and the total daily rnrmber of commuters walking or bicycling in the Coastal Rail
Trail corridor is projected to be22,500.
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3.6 Economic Impact

Califomia has one of the world's largest tourism economies, contributing over $52.7 billion
annually and over 750,000 jobs. Tourism is one of the major industries in San Diego County. The
1993 California Outdoor Recreation Plan states that trends, which affect tourisme also affest
recreatioq with shorter and more frequent escapes replacing the standard two week vacation.
Recreational activities can generate a substantial net benefit to the comrnunity. This results in
spending for foo4 lodging, fuel, and clothing. Research has shown that residents of the area will
also spend money associated with the recreational activities they pursue.

Multi-use trails have been shown to have a positive economic impact on tle communities they
serve. The economic benefits can be both direct and indirect. The direct economic benefits derive
from people coming into the community to use the Coastal Rail Trail and the spending that occurs
during their visit. An indirest economic benefit, which will result from the Coastal Rail Trail,
involves an increase in the quality of life in the community, improving property values near the
facility, increasing tourism and improving air quality. Greater quality of life rezults in the
community being a more desirable relocation destination for families and companies.

Using the aszumption thf,t 70% of recreational users will come from the local community,
projections of new spending associated with the Coastd Rail Trail can be made. Trail users spend

Table 3
Journey to Wor{r Mode Split

Jurisdiction
Total

Travel to
Wortl7

Mode

Rail % Walk

o/o

Bicycle o/o

Carlsbad 33.132 75 2% 526 75% 'r't1 .8o/o

DelMar 3.041 0 ff/o 148 4.gYo 24 .8%
Encinitas 31.259 ll .03% 718 23% 317 t%
Oceanside 58.058 50 .o8% rt27 1.9/o 254 .4Yo

San Dieso 560.913 ll5 .02% 27.250 49% 6.lll r%
Solana Beach 7,266 6 .08% 357 4.9/o 80 t.t%
San Diego County 1.230,466 373 .03% 55.749 45% 10.7E5 .E%

Source: 1990 U.S. Census

' Wut<s 16 yeart nrl older.



an average of about $14/per capita, meaning that the 2.1 million non-local recreational trail users
will bring an estimated $29 million into the coastal communities annually.

While tlere is often initial reluctance on the part of trail neighbors to having a public thorouglrfare
established near their residence, research has shown that a well-designed and managed trail system
quickly becomes a community asset and in fact can increase property values of homes near the
trail. A survey of homeowners found that between 23Yo and 30% felt that an adjacent trail
sigrrificantly or slightly increased the value of their homes.tt Other widence of this economic
benefit can be found in the newspaper listings for homes for sale, which cite proximity to the trail
as a selling feature not unlike proximity to a park or community center. Trails coexist, and in fact
thrive, wen in afruent areas such as San Juan Capistrano, Rancho Santa Fe, Mission Beaclq and
Lafayette, California where home values can exceed $l million. Many of these private residences
have established gates to access the adjacent trail when the trail is not openly accessible.

3.7 Multi-Use Trail Conllicts

In designing a trail, it is important to retain the freedom of choice for multi-use trail users. The rail
trail is desigrred to allow twelve foot wide two-way traffic on a hard surface with two foot wide
dirt shoulders for drainage and walking{ogglng. It is anticipated, that in areas where there is
adequate roorL s€parated natural (dirt) trails for pedestrians may be constructed. Conflicts can
occur for numerous reasons and 'have been found to be related to activity style (mode of travel,
level of technology, environmental dominance, etc.), focus of trip, expectations, attitudes toward
and perceptions of the environment, level of tolerance for others, and different norms held by
different users."le

Conflicts, which may occur on multi-use trails, may be avoided or resolved by the use of some
techniques utilized by other trail managers. The following is a list of possible techniques received
from trail managers in response to a Rails to Trails Conservancy survey "sharing Corridors for
Transportation and Recreation" (these are listed from the most to least frequently reported):

. signage,
r educatiorL
. meetings witl user groups,
. expanding facilities,
e enforcement of regulations,
o brochures, articles in newsletters or local newspapers,
r imposing speed limits,
o volunteer trail patrols,
o partial closing ofthe trail,

It'The Iqac c,fte Bu$ Cr€ek Trril m hcperty Valu* and Crime", Smoma Slate [-hivenity, 1992.

19 c-flic" - Muftiple-Ur Tnib: Slathcsir oflhe titerature dd Srdc ofPracioe, F€d€nf Higfuway Adrinilraticq 1994 pp 1,16.
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o bicycle bell give-away. (+The Eas Bay Regional Park District h California rcquir€s bicyclists to

have bells on their bilcs in order to wara other users when they pass.)

Some multi-use trail managers have reported user oonflicts when tlere is extensive use and there
is not adequate room for all users to enjoy the pathway during those peak periods. The City of
San Diego is currently considering widening the existing l0' wide concrete multi-use trail at
Mssion Beach Boardwalk for this reason. The proposed plan calls for a separation of the
'fuheeled" users (bicyclists, roller bladers, and skate boarders) from walkerVjoggers. Studies
reveal that the Mission Beach Boardwalk peak usage is over 3,000 users in a 15 minute period.
Uses vary based on weather and activities along this 2-mile path. In an attempt to curtail high-
speed cyclists and avoid potentid conflicts, the City of San Diego enacted a speed limit of 8 mph
for bicyclists and other wheeled users using the Mission Beach Boardwalk. Future monitoring of
this program wifl det€rmine its effectiveness and cost to implement.

There is no one best solution to avoid or resolve user conflicts on a multi-use trail. However,
thoughtful design, ongoing educatioq and a trail managernent prograrn that is resolution-dirested,
user conflicts will be reduced

3.8 Air Pollution Reduction

The federal Clean Air Act (CAA) forms the basis for the effort to reduce air pollutants. National
Ambient Air Quality Standards (NAAQS) is a basic element of the CCd which provides a
threshold for pollutants. Areas with levels that exceed the threshold for specified pollutants are
designated as'hon-attainment areas".

Each state is mandated to zubmit a State Implernentation Plan (SIP) which specifies the measures
taken by each state to reduce pollutants. The San Diego County Air Pollution Control District
(APCD) prepares the San Diego region's SIP. The adopted SIP includes four air qualrty
strategies: ridesharing, transit improvements, trafrc flow improvements, and bicycle facilities and
bicycle prograrns.

"On-road vehicle emissions account for approximately 6U/o of smog in the San Diego region."D
Walking and birycling do not consume petrolzum products and are non-polluting modes of
transportation. Walking and birycling generally replace short distance commuting trips, which are
the most polluting of vehicle trips. The 1990 amendments to the CCA recognize the use of
bicycling and walking as transportation and one that can effectively reduce carbon monoxide
emissions from mobile sources (cars, trucks, buses, etc).

There have been some studies complaed to address the potential benefits to air quality. The
Federal Highway Administration (FI{WA) has conducted numerous shrdies on the benefits of
cycling. In the United States in 1991, it was estimated "that bicycling and walking were equivalent
to 7.6 and 2E.l billion motor vehicle miles, saving 370 to 1,340 million gallons of gasoline arfi 4.4
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20 SaNDAG, *1993 Regional TraNportation plan".



to 16.3 million metric tons of exhaust emission air pollution.'tt Additional estimates of the air
pollution cost savings resulting from increased walking or bicycling ratlrer than driving a car, are
estimated at $0.40 per 2.5-mile urban commute trip and $0.24 for all other uftan t ipr.'

Quantifying these benefits by monitoring changes in air quality is difficult because inadequate data
exists and it is dificult to recognize the benefit of just one program when there are many other
reasons or progmms which may contribute to a reduction in air pollution. Additionally, it is
difficult to project what the usage will be of a facility that has yet to be built. The Air Pollution
Control District encourages the use of integrated planning for land use, transportation, and air
quality, which supports all modes of transportation. The California Air Resources Board (CARB)
estimates that a fully integrated plan can achieve trip reductions of l0 to 23 percent with
commensurate air quality benefits. Incorporating non-motorized transportation and mass transit
progftrms can effectively result in increased air quality.
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-' Fed€rsl Hiehway Aftninitratian, "The Naiural Bicycling and Walking Study," pp I 8.

2 c*rgi" losit a" ofT€dmolos/ cq €r for Planning snd De!€lopm€nl, Neleq! Arthur C. "hivde provirim ofpublic pededrim and Bicycle
Aocess Ways; Public Policy Rlticrrle and rhe Nd|re of public ad hiv8te Bfn€fits" , l99',pl3
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4.0 Imnlementation

Upou adoption ofthe Project Study Report and approval ofthe elrvironmental documeng several
key issues will need to be resolved prior to actual implementation. These key issues are listed
below and are discussed in detail within this chapter:

r How will design and construction ofthe project be fuoded?
o What agresrnents need to be negotiated to permit public access within the railroad

right-of-way?
r Whowillmanagethetrail?
r How will the projest be operated and maintained?

4.1 Funding

Funding to plan the trail, conduct environmental review, complete the permits, desigrr, and
construct the Coastal Rail Trail has mme from a variety of local, state, and federal funding
sources. To date, the following gant funds have been awarded:

Congestion Management and Air Quality (Federal) $ 5,824,000
TransNet (State) 1,461,500
Transportation Enhancement Activities (Federal-TEA2l) 4,513,500,r
Transportation Enhurcement (Federal) 600,000
Air Pollution Control District (Stare) l 84-000
Total $12-5s3-ooo
*lncludesboth l996lyl & 1998/99 funding

Additional funding will need to be obtained" either independently or jointly with two or more
agencies, in order to fund the balance of the design and construction. The potential for funding the
project through grant funds is very favorable. Bicycle advocacy has increased considerably since
the implementation of the l99l Intermodal Surface Transportation Efficienry Act (ISTEA). This
act made the most comprehensive revision of federal surface transportation funding in 35 years.
The legislation shifted many transportation decisions previously made by the federal government
to the states and Metropolitan Planning Organizations (MPO's). Some funds previously reserved
for motorized transportation were allocated for birycle and pedestrian facilities programs. TEA-
21, the reauthorization of ISTEd approved in spring of 1998 allocated additional funds for
pedestrian and bicycle enhancement projects, including educatioq over the next six years.

Within the ISTEA umbrella" a program calted Congestion Man4gement and Air Quality (CMAQ)
encourages transit-related, alternate mode projects. CMAQ funds are intended for use in non-
attainment air quality areas for the purpose of improving air qualrty by reducing trafEc congestio4
road maintenance, petroleum oonsumption and demand for additional roads. Approved CMAQ
funded projects include new or improved bicycle lanes, or paths; traffic control devices to
facilitate bicycle travel; parking faqilities for birycles; birycle route maps; and programs for
bicycle safety, education, and promotion.



Other bicycle-related funding programs are summarized below. A comprehensive list of all local,
state and federal funding programs that can be used to develop trails and bikeways, are listed in
Table 36, located in Appendix H

The Surface Transportation Progrwn (SIP): 'fthe other ISTEA progmm" operates as a block
grant program and may be used by states and local governme'nts for a variety of roadway and
alternative travel mode projects. Under ISTEA, 10% of the states' STP funds are earmarked for
Transportation Enhancement Activities (TEA). Projects funded through TEA must have a direct
relationship to the multi-modal transportation system and provide features, which enhance
traditional transportation projests. Local agencies must fund an ll.5% match for bicycle,
pedestrian, and right-of-way projects.

During 1993/94, the California Transportation Commission allocated $3.8 million in TEA funds
for bikeway and bicycle/pedestrian projects in the San Diego region. Funding earmarked for
reglonal bikeway projects will create both north-south and connecting east-west trails throughout
the county.

The Errvirownental Enhqrcement and Mitigation Progron: a state funding program for projects
that offset environmental impacts of modified or new public transportation facilities. These
include streets, mass transit guideways, park and ride facilities, and transit stations.

The Air Pollution Control District (APCD) levies fees of up to $4 per vehicle through motor
vehicle registration fees to fund projects which contribute toward meeting California Clean Air
Act goals. Projects funded have included bicycle safety enforcement, commuter educatiorg and
other programs that have a high potential to improve air quality.

Transportation Development Act Article III (SB 821): state block grants awarded annually to
local jurisdictions for bicycle and pedestrian projects in Catifomia. These funds originate from
state sales tax and are distributed tbrough the Regional Transportation Planning Agency (RTPA)
to local jurisdictions based on criteria adopted by the RTPA.

AB 434: funds are available to clean air transportation projects, including bicycle projects, in
California.

The State Bicycle Trersportqtion Account @TA): coordinates an annual program that is available
for funding bicycle projects. Available as grants to localjurisdictions, the emphasis is on projects,
which encourage bicycling for commuting purposes. Recent changes in this program increased the
funding from $360,000 available statewide annually to over $12 million over a 5 year period.

The Railrmd-Higlway Crossing Program: provides funds for site improvements and installation
of safef and protection systems, such as warning devices, illumination and signals on existing
railroad-highway grade crossings. To qualify for this federal progan! a project must be on a
public road, sponsored by a County or City, be included on the CPUC "Recommended List of
Public Crossings in California for tmproved Crossing Protection with Federal Funding', and be
included in the appropriate Transportation lmprovement program (TIp) developed by a
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Metropolitan Planning Organization (I!PO) A ten percent local matching fund is required. (The
CPUC and CalTrans both administer the at-grade and grade separated funding programs. Both
programs are potential sources of Coastal Rail Trail funding if bicycle and pedestrian facilities are

included as part ofthe crossing improvement.)

Grade Sepuation Progrmn: provides funds for railroad grade separation projects by establishing
a priority list of those most urgently in need of separatio4 including the elimination of existing or
proposed grade crossings, the elimination ofgrade crossings by removal or relocation ofstreets or
railroad trasks, and existing grade separations most urgently in need of reconstruction. The list,
based on criteria established by the PUC, includes projects on city streets, county roads, and state
highways, which are not freeways.

Funding applications may require cornpletion and adoption of a bicycle master plan, estimates of
the costs and benefits ofthe system (including saved vehicle trips and reduced air pollution), proof
of public involvement and zupport, CEQA compliance, access to right'-of-way, and commrtment
of local resources. NCTD issued a policy in 1998, which stated that they would rernain fiscally
neutral to any activity associated with the Coastal Rail Trail.

4.2 Agreements

NCTD (within Oceanside, Cadsbad, Encinitas, Solana Beach, and Del Mar) and MTDB (within
the City of San Dego) own tle railroad right-of-way. Currently, the right-of-way does not permit
public access, except for the segments in Solana Beach and Cardiffwhere tlere are agreernents
with NCTD and Solana Beach to permit public access. At the beginning of this planning process,
for the Coastd Rail Trail, it was deterrnined that a Memorandum of Understanding was necessary
to ensure that all of the cities and the transit agency were in agreement to cooperatively work
together towards developing a trail within the railroad right-of-way.

Me m or andum of U nde r sanding

In an effort to ensure continued coordination and cooperation, the Coastal Rail Trail Commiuee
prepared a Memorandum of Understanding (MOII) City Council meetings were held to review
the MOU, which establishes a basic framework and agreement for working cooperatively in
planning designing constructing and maintaining the Coastal Rsil Trail (see Appendix E) The
signatory agencies are the cities of Carlsbad, Del Mar, Encinitas, Oceanside, San Diego, Solana
Beach andNCTD andMTDB.

City of Carlsbad as Lead Agencyfor CEQA Compliwtce
Each of the four coastal cities, Oceanside, Encinitas, Solana Beach and Del Mar approved
resolutions, which authorized the City of Carlsbad to act as lead agency for purposes of CEQA
compliance for the Coastal Rail Trail project. The City of San Diego elested to process tleir own
environmental document independently from the five northern coastal cities. City of Carlsbad
anticipates release ofthe environmental document for public review in late 2000.



P ub Ii c A ccess A gre ement s

The rail right-of-way acquired by NCTD or MTDB ranges from 'in fee', easement, and 'tling
lands" under the general Railroad Right-of-Way Act of 1875. Historic easements granted to the
railroad are based on the corridor being used as a railroad facility. Other uses have been approved
by the railroad as long as the use does not infringe on railroad operations. Easements within the
SDNR right-of-way range from parking structures encroaching into the right-of-way, to gas,

sewer, water, and cable lines, to a beautification project in Cardiff.

Upon completion of this PSR and prior to implementation of any of the trail segments, additional
agreements for public access will need to be negotiated between each agency and the right-of-way
owner (NCTD or MTDB). The easement or license would specifically identify the location of the
trail, setbacks, and areas for required construction. At a minimunr, a twenty (20) foot easement
would be reguired to accommodate the trail, required setbacks and grading. The easement
boundaries would need to be zurveyed and field marked for the construction phase and future
maintenance. A sample agreement is included in Appendix F (Sample Agreement for Use of
Portions of Railroad Right-of-Way).

As a part of the final design for each phase, other possible impacts related to construction and
existing utility easements will be determined. Generally, the trail may be adjusted to avoid above
ground utility poles, sewer manholes, and structures, such as parking lots. Prior to constructing
on top of an easement for cable, gas, water, sewer, etc, the trail manager would require
agreements which indemnify the utility company, mandate liability insurancg and require
reimbursement for the upgrade or relocation of facilities (i.e. encasing pipes below the trail).

Most of the existing utility easements run parallel along the railroad, those that cross the right-of-
way do so at a 90 degree angle. Minimum clearance for facilities below the track is six (6) feet
below bottom of rail. Minimum clearance ficr facilities above the rail lines is twenty-six (26) fu
For horizontal facilities, there is no minimum clearance.

Utility firms may consider placing fiber optic cables within or under the pavement of the Coastal
Rail Trail for ease of maintenance and identification. The Old Dominion Railroad Regional Park
in Wginia, who acquired an abandoned railroad corridor, has been able to sell yearly licenses for
fiber optic cables, which are installed within the paved trail. All of the funds necessary to maintain
and operate the trail are received from these annual license fees.
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4.3 Trail Management

Projest manag€ment includes desig4 constructio4 maintenance and monitoring. The project will
traverse across the boundaries of six cities and each may choose to msnage the trail within their
jurisdictions. However, there are other options to consider related to the management of the

Coastal Rail Trail.

l. Each agenry might conduct project management of the rail trail within their jurisdictions

through a joint agreement with NCTD or MTDB for use of the corridor.
2. One agency (either a city or the railroad), through a Joint Powers Authority Agreement

(JPA), might conduct project management for the entire trail.
3. An independent, non-profit organization might conduct trail management on behalf of one

or more of the six agencies.

The advantages of each individual agency constructing and maintaining the trail within their city
limits are that each agency is familiar with the needs of their city; *ru have more flexibility in the
design of the project within their jurisdiction; will have control over the maintenance and
monitoring of the trail; and may pursue funding for their segment of the trail. The advantages of
one agency operating and maintaining the trail for more tlmn one crty may include reduced
insurance costs, less duplication in manpower and equipment, and greater ability to lobby for
gant funds.

Since the trail will be constructed in phases, agreements with NCTD or MTDB will occur during
the desigrr phase of each segment. Upon completion of the entke M mile trail or upon completion
of the trail through several cities, it may be desirable at that time to enter into a JPA for the
ongoing trail management.

There are obvious cost and efficiency advantages to having one agency or a Joint Powers
Authority Agency control implementation and operation of the trail. The agency would be in a
better position to secure capital funding as a regional, multi-jurisdictional project and provide
consistent and coordinated desigrq constructioq maintenance and operations. Underthis sceru[io,
individual cities and SDNR would participate in the final design of the trail, assuming it met
minimum standards prescribed. A joint liability insurance poliry that protects all of the
participating agencies from the costs of any potential lawsuit and uniform indemnification policies

to SDNR may be more affordable.

An additional option for trail management is to have the rail operator (NCTD) maintain the trail.
The advantages in having NCTD control the Coastal Rail Tmil allows for coordination of
operations, maintenance, and security in conjunction with the operations of the railroad and
managing the liability aspects of the trail system. The costs to conduct trail management may be
assessed to eaoh agency based on the mileage of trail within their jurisdiction. The disadvant4ge to
NCTD operating the trail is that NCTD is not in the business of maintaining or construc'ting trails
or parks and their primary focus will be on operating a railroad and bus service.



The cities, or NCTD and MTDB, may determine that a JPA is the vehicle, which will provide the
best ongoing management. The JPA agreement will detail and identify who the members are, their
duties and authority, meeting and voting powers, finances, debts and liabilities, arirendment
procedures, and meeting times and places. Procedures for operating the trail would be adopted by
the JPA as a separate document, which would allow for modifications and amendments.

Several other rail trails have elected to have a non-profit trail organization operate and maintain
the trail. A non-profit corporation, owned by three counties in Pennsylvania, operates the 42 mile
Youghiogheny River Trail, both a trail along an abandoned railroad right-of-way, and a rail trail
along an active railroad. The non-profit corporation receives funding fiom the three counties,
grants, adopt-a-trail progriuns, volunteer efforts, sale of t-shirts, and other fundraisers. The
advantage to having a non-profit corporation operate the trail is that it allows and encourages
active participation by the community, creates a non-biased entity, provides a dedicated
organization to manage the trail, may be more self-serving as their only interest is to develop and
manage the trail, may be more cost effective, and may provide a more regional, coordinated
management efficrt. The disadvantages found in the Regionat Trail Corporation are lack of
uniform financial commitment by the partioipating agencies, limited commitment, and
contradictory goals.

4.4 Operation and Maintenance

Success.f.ul operation and maintenance of the Coastal Rail Trail is of utmost importance for the
productive use ofthe facility, and the financial and liability resources ofthe localjurisdictions. As
discussed in the prwious section, each indMdual agency, a single agency, a Joint powers
Authority, or a nonprofit agency may undertake operation and maintenance. This chapter
identifies the issues related to the tasks associated with the actual operation and maintenance.

Operation activities on the rail trail will consist primarily of monitoring and security. Monitoring
accidents, which includes identiSing the primary cause of the accident and rectifying any physical
deficiencies, must be accomplished by each jurisdiction. The locat police department typically has
the responsibility for collecting accident inforrnation and identifying responsibility, while the
public works, engineering or community services department has the responsibility for identifying
and improving physical or operational conditions, which may have contributed to the accidenl
Additionally, the railroad operator, such as NCm/ MTDB and the Federal Railroad
Administrafion (FRA) maintain accident records for occurrences on the tracks. Typically, the
public works deparfinent also has the responsibility for making the determination to warn trail
users of conditions, and to close the trail when warranted.

Security utd Safety

Most multi-use trails in the United States do not have a dedicated police patrol for the facility. It
is more cornmon for local police to patrol sections of paved trails not visible fiom adjacent streets
on an intermittent basis. Based on other similar trails, a multi-use trail such as the Coastal Rail
Trail with average usage (250,000 user days per year) or greater will require I man-hour per day
for every 5 miles of bike path. This translates into roughly 8 man-hours per day for thi entire
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Coastd Rail Trail based on the current alignment. This figure would also vary by time of week
and year. OFpeak weekdays may require only 3 man-hours per day, w.trile peak weekends may
require as much as 20 man-hours per day.

tilhile each looal police department is responsible for selecting the most appropriate means of
patrolling their segment (if at all), it may be beneficial to patrol the Coastal Rail Trail using
bicycle-mounted officers. Volunteers from local bicycling organizations could provide information
to trail users and report problems to the authorities to supplement trail patrols. Howwer, police
or volunteer patrols are not required elements of a success.ful multi-use trail.

A summary ofkey security recommendations is presented below:

r Make all segments ofthe Coastal Rail Trail accessible, to within 500 feel for
emergency vehicles.

r Locate mileposts every mile or one half mile and identi$ markers on maps.
e Illuminate all grade crossings and under crossings using photosensitive triggers.
o Locate all vegetation at least l0 feet from the Coastal Rail Trail where possible.
. Design bridges and under crossings so that visibility is ma:<imized; under crossings

should be visible for entire length; use grafrti resistant materials.
o Provide bicycle racks (that allow for both frame and wheels to be locked) and lockers

at transit stations and other key destinations.
o Provide fue and police departments with a map of the entire trail systerL along with

access points and keyVcombinations to gates/bollards.
e Enforce speed limits and other rules ofthe road.

Studies conducted by the RTC oftrails along active rail lines have shown that safety is not a
significart problem. The RTC survey of 49 rails-with-trails facilities show that there has only
been one recorded accident that was directly related to the trail's proximity to the railway tracks.
In this casq a woman ignored the lowered gates, flashing lights, and ringng bell at a grade
crossing. Considering that the existing rail trails had more than 9.2 million annual user-days, the
accident rate does not indicate safety as a primary conc€rn.3 The Coastal Rail Trail is unique in
that the corridor hosts 43 trains daily, with speeds up to 90 mph and it borders an attractive
recreational elemenq the beach.

By way of comparison, bicyclists and pedestrians in the corridor must nolv ride or walk on
existing roadways within several feet of up to 40,000 vehicles per day traveling upwards of 50 or
60 miles per hour. By this measurement, people's o(po$re to potential injury will be greatly
reduced on the Coastal Rail Trail where the number of trains is substantially lower than adjacent
roadway volumes.

The fast is that people dready walk along and cross the railway tracks which, without tremendous
investment in fencing maintenance, and enforcement, will continue. Providing a trail away from
the railway tracks and barriers, where required, between the railway tracks and the trail, helps

a Rails-With-Trails Consenrancy, 'Rails-With-Trails, Sepenber 1997 Update', Patrick Kraich, 1997



organize and separate an activity that already orists. The railroad tracks are located adjacent to
streets, sidewalks, train stations, parking lots, and other areas where they are completely
unprotected. The safety eoneems ofa trail along the railroad tracks, set back to the far edge of
the railroad right-of-way, should not be any different than an adjacent street and sidewalk Any
activity within the railroad right-of-way should be evaluated regarding safety concerns.

Safety should be addressed on the Coastal Rail Trail in the following nunner:

c Adhere to the established desigrL operatiorg and maintenance standards presented in
this document.

r Supplement these standards with the sound judgement of professional engineers and
park maintenance personnel.

o ltrfaintain adequate recording and response mechanisms for reported safety and
maintenance problems.

o Thoroughly research and document the causes ofeach reported accident on the
Coastal Rail Trail. Respond to accident investigations by appropriate design or
operation improvernents.

o Provide mile posts on the trail so that emergency response can be directed.
o DesigF the trail, its structures, and access points to be accessible by eme,rgency

vehicles. Bollards at tle entrance to each trail s€gment should be removable by the
appropriate fire, ambulance, and police agencies. Constrained segments ofthe trail
that carmot accommodate emergency vehicles should not be longer than 500 feet.

r Establish a liaison with the railroad operations department to respond to safety
concerns.

Special Safety Features

Special features, which may enhance the safety on the Coastal Rail Trail, include the use of solar-
powered phones, panic buttons, and closed-circuit television. However, no conclusive proof
exists that these devices are effective at reducing crime or improving response time. Installation of
solar phones or closed circuit televisions (CCTV) may be warranted when it has been determined
that a safety problem exists. They would need to be monitored 24 hours per day in order to be
effestive and not represent a liability to the trail manager.

Solar phones, similar to those being installed by CalTrans along highways, offer a more cost
efective approach that may be appropriate to certain sections ofthe Coastal Rail Trail. They are
not intended, howwer, to be a primary resporuie mechanism for emergencies but rather a support
feature. Undercrossings that exceed 75 feet in length are good candidate locations for phones, as
a supplement to appropriate lighting. The Vasona Trail in Santa Clara County installed solar
phones, which are maintained by the County Parks. Emergurcy calls are immediately trans.f.ered
to the appropriate Police/Fire service.

A B"ical conc,ern expressed by people familiar with the Coaster train is that they cannot hear the
train when it is approaching. Flashing lights located along the trail to alert trail users that a train is
coming may be desirable.
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Monttoring

Specific responsibilities should be assigned witlrin each city to individuals responsible for
monitoring the implementation of the Coastal Rail Trail over time or with a Joint Agenry Trail
Manager. This Trail Coordinator/lvlanager might be responsible for the following:

. ensuring appropriate design and construction standards.
o acting as clearinghouse for all reported maintenance and safety problems,
r collecting information from and dispersing infomration to the appropriate departrnents
. working with local public advocacy and advisory bodies in the design and operation of the

trail,
o preparing funding apptcations to implement and maintain the trail,
r administering grant programs,
r maintaining maintenance log,
. conducting fundraising events to fund additional amenities for the trail
r managing volunteer programs for maintenance and/or monitoring safety practices, and
o developing fundraising products for distributiorL
r managing trail events, and
r conductrng uadopt 

a trail" programs.

Maintensnce

Regular maintenance and maintenance logs are essential to ensuring that the facility remains an

asset to the community and, most importantly, reduces liability. Many of these maintenance items
are dependent on the type and amount of landscaping and supporting infrastructure that is
developed along the trail. It is recommended that a consistent maintenance procedure be

developed for eaoh jurisdiction along the Rail Trail to ensure, at a minimunL that the facility is
safe for trail users. Each jurisdiction should have a mechanism to identi$, record, and respond to
maintenance problerns, and to keep written records ofsuch astions.

Special maintenance equipment zuch as a sweqper may be purchased jointly by all local
jurisdictions, if a joint agency does not manage the trail, thereby reducing costs. Typical
maintenance vehicles for the trail will be light pick up tmcks, sweep€rs, and occasionally heavy
dump trucks and tractors. Care should be taken when operating heavier equipment on the Coastal
Rail Trail to warn trail users and to avoid breaking edges of the trail surface.

If the Coastal Rail Trail serves as a maintenance access road for the railroad, the trail width and
pavement sestion should reflect the anticipated weiSht and frequency of vehicles. Agreernents
with the railroad on aocre$i to the trail and methods of warning trail users when track repair is in
progress should be developed as part ofthe easement process.
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Table 4 shows the regular maintenance activities required for the Coastal Rail Trail.

Table 4
Meintenence Schedule

Iterm Freque,ncr

Sim reolacement and remir l-3 vean
Favement marfting r@lacement l-3 yean

Tree. shrub. & erass trimmins/fertilization 5 monlhs - l year

Paveme sealinelDotholes 5-15 vears

Clean drainase system I vear
Pavement sr/eeoins Monthlv - annuallv as needed

Shoulder & grass mowing irs n€ed€d

Trash disoosal as needed

Lighting replacementirepsir I year

Grafftti removal weeklv - monthlv as needed

Maintain furniture I rear
Fountain/restrmm cleaning/repair weeHv - monthlv as needed

Pruning - 4 years

Bridgdtunnel inspectiou I year

Remove fallen trees as needed

Weed control monthlv - as needed

Maintain ernergencT phones, CCTV I year

Maintain irrigation lines/ replace surirklers I vear
Irrigate/water plants weeklv - monthlv as needed

The total estimated annual maintenance cost for the Class I portion of the Coastal Rail Trail is
$375,000 for the 32-mile alignment. This is based on an industry-standard of $8,500 per mile of
bike path armually. In areas where there is landscaping, irrigation, parHike arnenities, the costs
for maintenance would be much greater.

The Coastal Rail Trail will be located parallel or adjacent to private properties along most of its
proposed alignment. Most ofthe corridor is currently used for access, howwer increased use may
result in a perceived sense of loss of privacy and security. Neighbor concerns typicdly include a
loss of visual privacy, increased crime, vandalisr4 noise, and fire. Wherever feasible, the trail
should be located as far away from residences as possible to protect the privacy of homeowners.
New privacy fencing is generally not required as part of the rail trail project as most land owners
have already taken measures to screen their property from existing passenger trains and informal
users ofthe right-of-way. Fencing types, designs, and landscaping suggestions may be provided
to property owners so that they can select the most appropriate type of privacy banier for their
property.

Studies conducted by Sonoma State Universityu, City of Escondidoz5, and the Rails-to-Trails
Conservancf have shown that new multi-use trails do not result in increased crime to adjacerrt

to 
Brush Creek Tril Study, Sotrms State Ueiv€rsity, 1992.

25 City of Es"mdido, Report on Safety for Escolrdido Creek Chamel Bike Patb, Novernber 1998.
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property owners. Criminal activity is not likely to occur along a trail that is well plame4
designed, operated, maintained, and monitored. Both the City of Escondido and the Rails-to-
Trails Conservancy reports indicated that trails acfirally tend to reduce crime by cleaniirg up the
landscape and attracting people who use the trail for recreation and transportation.

Trail users will need to be managed during construction and periodic maintenance of the rail trail,
when sections ofthe trail will be closed or unavailable to trail users. Trail users must be warned of
impending trail closures, and glen adequate detour information to bypass the closed or unfinished
section of trail. This can be accomplished tlrough the use of standard sigrrage at the effrance to
each affected section of trail (i.e. '"Trail Closed"), including (but not limited to) information on
alternate routes and dates of closure. Sections of the trail that are closed must be gated or
otherwise blockaded and clearly sigrred as closed to public use. Trail users strould be directed to
altemate routes on nearby zurface streets.

4.5 Project Costs

Project costs include clearing, demolitio4 grading, and construction ofthe path. Separate line
items are included for at-grade crossing treatments, bridges, drainage structures, signs, and
striping. Unit prices for site amenities such as trash receptacles, bencheg drinking fountains, solar
emergency call boxes, and lighting are listed as optional items. The cost estimates axe preliminaf,y
only. More detailed estimates will be prepared during the final desigrr phases for each
construction project.

The cost estimates were prepared based the following assumptions:

l. Grading width is 20'. Paved trail is 12'wide with 2' shoulders.
2. Fencing is included in specific areas where noted. Fencing costs may vary based the

type of fencing selected by each city and the specific usg i.e., constraining or
delineatio4 however the cost estimate used equates to a welded-wire mesh fence or one
similar to quality.

3. Asphalt costs are based on 3'thick with 6'base .

4. Optionat items are not included in the final construction costs estimates.
5. Street grade crossings costs include signing striping, loop detectors, and median

modifi cation improvements
6. Cost for improvements for unsignalized roadway crossings for low volume sfieets axe

included in overall striping and signing costs.
7. Specific costs are idartified for unsignalized arterial crossings, wtrich will require

fl ashing waming liglrts.
8. Landscaping and irrigation under optional items is assumed for a 5'wide landscaped

and inigated section on both sides of the trail.
9. At-grade crossings are "t1pical" at-grade pedestrian costs. Costs may vary depending on

distance to connect to neaxest railroad crossing.

5.ail trails and Sofe Cmnunities, the Experience on 372 Trails, Rrils to Trails Coaservuoy in coqeratim with Natiuul
Puk Service, Jmuary 1998.
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5.0 Trail Alisnment

The entire 44-mile railway corridor was waluated to determine whether it was economically

viable and environmentally sound to construct a multi-use path along ttre right-of-way for the

entire distance from Oceanside to San Diego. Preliminary analysis of the corridor was conducted

and potential alternatives were ocplored by walking along the right-of-way, reviewing available

mapping, and scrutinizing aerial photographs. The alignment was divided into I I distinct project

segments within each city for closer evaluation. The methodology used to identifr various

alternatives and recommend the preferred alignment, included the following considerations:

r Available width ofthe railroad rigtrt-of-way;
. Physical obstructions ofthe railroad right-of-way;
r Access to transit stations;
r Utilization of existing informal trails;
o Environmental constraints: and
e Cost.

The final alignment discussed in this chapter and presented in the detailed project alignment
drawings (Drawing No. 376'9) following the Appendices, represents a conscientious effort to
locate a multi-use path in logical, non-prohibitive af,efir. The preliminary snrdy completed in 1989

by Morrison-Knudsen considered trail bridges across the five lagoons that separate each of tle
northem coastal cities. Howwer, upon further review in conjunction with this PSR, construction
of the pathway across the lagoons is not being considered at this time, o(cept a proposed bridge
over an existing sewer line across the Agua Hedionda Lagoon in Carlsbad. Construction of new
bridges across the lagoons or construction of a bridge ercension along oristing railway restles
would be cost prohibitive and environmentally constrained. Avoidance of the lagoons does not
reduce the overall continuity and benefits ofthe Coastal Rail Trail.

In the future, further analysis of a trail across one or more of the lagoons may be considered when
the SDNR explores reconstruc'tion of existing bridges or construction of new bridges to
accommodate increased rail services. At that time, local agencies may encour4ge the construction
of a separate Class I trail in conjunction with the SDNR projectG). Additionally, NCTD is

conducting a Capital Study Master Plan for the entire railroad right-of-way, which could impact
the alignment of the Coastal Rail Trail.

At each lagoorq the trail will utilize existing Class tr bicycle lanes along }fighway l0l (Coast
fnghway). In downtown San Diego, the Coastal Rail Trail will divert to Pacific Coast lfighway
bicycle lanes due to a constrained right-of-way and high tra^ffic volumes on east-west major roads.
The railway currently has two tracks from the Old Town Transit Center to the Santa Fe Depot.
Future plans identi$ four tracks to accommodate light rail trolley service and AtvfTRAIVCoaster
service.

In order to ensure accessibility from iesidential dwelopmeirts to the beach there axe numerous at-
grade bicycle/pedestrian crossings identified. Although these are viable options for safe railroad
crossings, each ofthese at-grade crossings will be addressed separately, either by each individual



jurisdiction or jointly by more than one agency. The City of Solana Beach has proposed and will
develop two overcrossings as part oftheir Linear Park Project.

Tbis chapter describes each of the I I segments of the Coastal Rail Trail as the alignment proceeds
nofth to south..

5.1 Segment 1: City of Oceanside, San Luis Rey River Path to Buena Vista Lagoon

The Coastal Rail Trail begins at the northem end of the City of Oceanside, at the Saa Luis Rey
River Bicycle Path (a separate City of Oceanside project) on the eastern side of the tracks. The
Class I pathway would proceed south along the eastern side of the right-of-way where there is
sufficient width except near Surfrider Way and between Pier View Way and Civic Center Drive
where two public parking lots have been constructed. The trail would divert around two parking
lots utilieing adjacent streets. Standardized Coastal Rail Trail signs consistent with the Project
Study Report would be erected to identi$ the Class Itr bicycle route along these streets.

To avoid diverting in and out of the rail right-of-way, the trail would head easterly on Neptune
Way to Cleveland Street. At Cleveland Street, the trail would cross over Surfrider Way,
Sportfisher Way, CMc Center Drive, Pier View Way, Mission Avenue, and Seagaze Way. At
Seagaze Way, the trail would go eastedy to Trfiiont Street where it would proceed south past
the Oceanside Transit Center. The trail would proceed past the transit station to l!fissouri Avenue.
At lvfissouri Avenue, the trail would proceed westerly accessing the eastern side of the railway
right-of-way. The Coastal Rail Trail project would proceed southerly within the railroad right-of-
way along tle east side of the tracks to Oceanside Blvd. The trail would proceed as a Class II
bikeway west two blocks to Pacific Street where it would utilize a Class Itr bicycle route to
Buccaneer Beach Park.

At Buccaneer Beach Parlc, bicyclists would connect to an existing pedestrian pattr, which
traverses along the north side of the Park and proceeds eastedy under the railway trestle. An
approximate 60' long retaining wall would be constructed under the railroad trestle. The height of
the wall would vary from 2' to E' above top of footing. Approximately 280 s.f. of retaining wall
would be constructed in this location to accorunodate the width of the bicycle path. The
pedestrian path would be widened to a 12' wide multi-use Class I trail and would connest to the
eastem edge of the railroad right-of-way. The trail would then proceed south along the right-of-
wey to Vista Way, just north of the Buena Vista Lagoo4 where it would utilize Class Itr route to
Coast Highway Class tr bicycle lanes.
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Table 6
Segment 1: San Luis Rcy River Peth to Buena Viste Lagoon

Citv of Oceenside

Total Length
Class I - 2.05 miles (3.30 km)
Class tr - .96 miles (1.55 km)
Class III - .35 miles (.56 km)

3.36 miles
(5.41km)

ROWwidth 65',-200',

Arterial Grade Crossings (Mission Ave., Oceanside Blvd.,
Cassidy Ave.)

J

Undercrossings (Buccaneer Park) I

BridgeVOvercrossings 0

CollectorlLocal Grade Crossings (Oceanside Blvd., WisconsirU
Surfrider Way, Pierview Way, Seagaze Way, Michigan
Avenue)

6

At-grade Pedestrian R/R Crossings 0

Maior Destinations
Recreational Commuter

Oceanside Beaches. Harbor & Pier Oceanside Transit Station
Buccaneer Beach Park Downtown Oceanside retail and

business district
Pacific Street Linear Park Camp Pendleton
Oceanside-Escondido Rail Trail
(proposed)

Oceanside City Hall, Library, and
Art Center

San Luis Rev River Bicvcle Path
Library and Art Center



FIGURE 5.1
SEGMENT #1

SAN LUIS REY RIVER TO
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5.2 Segment 2: City of Car{sbad, Buena Vista Legoon to Agua Hedionda Lrgoon

Southbound users would proceed south along Coast Hghway on Class tr bicycle lanes. The trail
would divert from Class II bikes lanes through city-owned property at the Home Plant Lift
Station. The trail would follow along the southern boundary of the lift station property and
would access the eastern side of the right-of-way. A retaining wall would be needed to support
the slope from the northerly bridge abutment.

The retaining wall would be approximately 200' in length with height varying from 4' - E' above
top of footing. The area of the wall would be approximately 1,200 s.f

The trail would follow the railroad right-of-way to the Carlsbad Village Transit Station parking
lot. There the trail would proceed along the northem edge ofthe parking lot to State Street. The
trail would utilize a Class III bicycle rout€ to along State Street to Oak Street where the trail
would access the eastern edge of the railroad right-of-way. A Class I bicycle path would be
constructed within the eastern edge of the right-of-way proceeding south, At Chestnut Avenue,
an at-grade pedestrian/bicycle crossing would be constructed in order to allow bicycle/pedestrian
access to Chestnut Avenue on the west side of the tracks. The Class I bicycle path would
continue along the eastern edge of the right-of-way to the north side of the Agua Hedionda
Lagoon.

Table 7
Segment 2: Buena Vista Lagoon -Ague Hedionda Lagoon

Citv of Carlsbad
Total Length Class I - 1.80 (2.90 km)

Class tr - .1.04 (.1.67 km)
Class Itr - .36 (.58 km)

3.2 miles
(5.15 km)

ROWwidth 100'-200'
Arterial Grade Crossings (Carlsbad Villaee Drive) I
Undercrossings (South side ofBuena Vista Lagoon) I
BridgeVovercrossings 0
Collector/Local Grade Crossings (Grand Avenue, Oak
Avenue, & Tamarack)

3

At-grade Pedestrian R/R Crossing (Chestnut Ave.) I
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Maior Destinations
Recreational Commuter

Hotels/I\,fotels Carlsbad Village Retail and
Business district

Encina Public Fishine Area Carlsbad Villaee Coaster Station

Carlsbad State Beach Army/Navy Academy
Carlsbad Villase Kaiser Hospital Medical Offices
Leeoland Amusement Center

64
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5.3 Segment 3: City of Cerlsbad, Agua Hedionda Lrgoon to Betiquitos Legoon

The trail proceeds south crossing the Agua Hedionda Lagoon on a bridge spanning the channel
for approximately 220' in length. The bridge design would accommodate the future 4E" to 54u

Vista/Carlsbad Interceptor Sewer Main. The bridge desigrr would not place zupporting columns
or falsework in the channel. The Class I bicycle path would continue south along the Agrra
Hedionda Sewer Pump Station. A retaining wall would be necessary for approximately 600' in
length with varying heights up to l0'.

The trail continues as a Class I bicycle path along the easterly side ofthe right-of-way. A short
bridge or structure, approximately 50' in lengttr, would be constructed over tle storm drain inlet
between Cannon Road and Palomar Airport Road. The trail would proceed south to the
Poinsettia Transit Station continuing on Class tr bicycle lanes to Avenida Encinas. The trail
continues on Avenida Encinas southerly to the Carlsbad Boulevard/Avenida Encinas intersection.
The interseqtion would require improvements to include sidewalks and loop detectors. At
Carlsbad Boulevard, the trail proceeds south on Class tr bicycle lanes across the Batiquitos
Lagoorl while providing access to the Carlsbad State Beach.

Table 8
Segment 3: Ague Eediondr Lagoon - Betiquitos Legoon

City of Certsbad
Total Length Class I - 3.6E mi. (5.79 km)

Class tr - .40 mi. (.64 km)
4.08 miles
(6.43 km)

ROWwidth 100'-200'
Arterial Grade Crossings (Cannon Road. Avenida Encinas) ,
Undercro s sings (Poinseft ia) I
BridgeVovercrossings (Agua Hedionda Lagoon, and north of
Palomar Airport Road)

I

Collector/Local Grade Crossings 0
At-Grade Pedestrian R/R Crossing 0

Maior Destinations
Recreational Commuter

Hotels/lvlotels. Restaurants Hotelsfirdotels, Restaurants
South Carlsbad State Beach Poinsettia Station
Legoland Amuseme,lrt Center Industrial Center (east from

Palomar Airport Road)
Palomar Aimort
Kaiser Hospital Medical Offices
Businesses alons Avenida Encinas



SEGMENT #3
AGUA HEDIONDA LAGOON TO E

:COASTAL RAITIRAIFIGURE 5.3 I ENflQUITOS LAGOON



I
I
T

t
T

t
I
I
T

t
I
I
I
I
I
I
I
I
I

5.4 Scgmcnt 4: City of Encinites, Betiquitos Lrgoon to the Encinitas Station

The trail would proceed south on Class tr bicycle lanes along Coast Hghway to the City of
Encinitas. At the signalized La Costa Avenue intersection and Coast Highway, users would enter
the western edge of the railroad right-of-way. This intersection will be modified by the City of
Encinitas to accommodate the Coastal Rail Trail and will include accommodations for a Class I
bicycle path along the west side ofthe rail road right-of-way.

The trail continues south along the western side of the right-of-way towards Encinitas Boulevard
replacing an oristing 4'wide bike path currently located within the right-of-way. At Marcheta
Street/Orpheus Avenue, a birycle/pedestrian at-grade crossing would be constructed to tle east

side of the right-of-way. Proceeding south to Encinitas Boulevard the trail continues as a Class I
bicycle path along the eastern edge of the railroad right-of-way. The trail would cross Encinitas
Boulevard at the intersection of Encinitas Boulevard and Vulcan Avenue and continue to the
Encinitas Transit Station.

Table 9
Segmcnt 4: Batiquitos Lagoon - Encinites Stetion

Citv of Encinitas
Total Length - Class l - 2.65 miles (4.26 km)

Class tr - .45 miles (.72ktn\
3.1miles

(4.9E km)
ROWwidth 100'

Arterial Grade Crossings (,a Costa Avenue, Leucadia Blvd,
Encinitas Blvd)

t

Undercrossings 0
BridgeVOvercrossings 0
Collector/Local Grade Crossinss 0
At-grade Pedestrian R/R Crossings (Grandview St.Alillcrest
Dr., between Jason/E. Jason St.'s and Glaucus/E. Glaucus
St.'s and Marcheta St./Omheus Ave.)

J

Maior Destinetions
Recreational Commuter

Ponto Beach State Park Paul Ecke Central Elenrentarv
School

North Coast lfighway l0l
Commercial Corridor

North Coa.* Ifighway l0l
Commersial Corridor

City Beaches (Grandview, Beacons,
Stone Steps, and Moonlicht)

Encinitas Station

City Parks (Leucadia Roadside,
Orpheus, and Encinitas Viewpoint)

Encinitas City Hall, Library

Downtown Old Encinitas Downtonm Old Encinitas
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FIGURE 5.4
SEGMENT #4

BATIOUITOS LAGOON TO
ENCINITAS STATION E oorroLRAILIRAI
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5.5 Segment 5: City of Encinitas, Encinitrs Station to San Elijo Lagoon

The trail would divert to the eastside of the railroad riglrt-of-way at E Street and proceed south to
Chesterfield Drive. The tenain with the right-of-way varies and short retaining walls may be
necessary to develop the trail within this section. The trail would not impact the oristing
unimproved parking along San Elijo Avenue since the Class I path drops below the road. Just
north of Chesterfield Drivg a bridge (adjacent to the existing pedestrian bridge) would be
constructed to accommodate bicycles and additional non-motorized traffic. This bridge would be

of similar construction as to tle er,isting 5' wide pedesrian bridge and of similar lengtlq
approximately 60'.

At Chesterfield Drive, the trail crosses the tracks at the intersection and joins the existing Class II
bike lanes on South Coast Ifighway l0l, and proceeds south across the San Elijo Lagoon to the
City of Solana Beach.

Due to the active use of residents and visitors accessing the beactr, Downtown Old Encinitas, and
the San Elijo State Campground, four new at-grade pedestrian crossings are proposed, in addition
to the three existing at-grade street crossings at D StreeL E Street, and Chesterfield Drive. These
would be located at East I Street, Santa Fe Drive, Montgomery Avenue, and Birmingham Drive.

Table l0
Scgmcnt 5: Encinitas Stetion - San Eliio Lagoon

Citv of Encinitas
Total Length Class I - 1.58 miles (2 54 km)

Class tr - .45 miles (.72 km)
Class Itr - .29 miles (.46 km)

3.12 miles
(5.02 km)

ROWwidth 70-200'
Aterial Grade Crossinss (Chesterfield Dr.) I
Undercrossings 0
B ridges/Overcro ssings 0

Collectorllooal Grade Crossings (D St. and E St.) ')

At-Grade Pedestrian R/R Crossings (East I St., Santa Fe
Drive, Montgomery Avenue, Birmingham Drive)

4

Mrior Destinations
Recreational Commuter

Downtown Old Encinitas Encinitas Station
City Beaches (Moonlight, D Street,
Swami's),

Downtown Old Encinitas

City Parks (Mildred Macphersorq
George Berkiclr, and Glen)

Encinitas City Hall, Library
Cardif ElemEntarv S chool

State Beaches (Moonlight, San Elijo,
Cardiff)

Downtown Cardif
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5.6 Segment 6: City of Solane Bcech, San Elijo Lagoon to Vie dc le Vdle

The trail would proceed south to Cliff Strest crossing the street at an oristing cignaliz.ed

intersestion to access the western edge of the railroad riglrt-of-way. The Class I birycle path

would proceed south tlrough the City of Solana Beacb crossing Lomas Santa Fe Road and

continuing to Via de la Valle in the City of Del Mar.

The City of Solana Beach has prepared and adopted the Solana Beach Linear Park Master Plaq
which provides desigrr guidelines for the rail trail through their city. Utimately, the City's plans

include construction of lendscaped nodes, a nature walk along San Elijo lagooq parklike

amenities, and bridge overcrossings at CliffStreet and Rosa Street.

Jointly NCTD and the City of Solana Beach completed the Lomas Santa Fe Grade Separation
project, which lowered the railroad 35 feet below grade and adds a passing track. The project
began construction in May of 1998 and was completed in spring 2000. The remaining right-of-
way along the westside of the railway has been identified for a multi-use pathway. The trail will
proceed across Lomas Santa Fe at the intersestion. The rail trail diverts from tlte tracks at the
south end of the city at the Via de la Valle interseition and proceeds south towards the City of
Del Mar on existing Class II bicycle lanes on Camino Del IMar.

Table 11

Segment 5: Srn Elijo Legoon - Via de la Valle
Citv of Solane Beach

Total lrnsth - Class I - 1.56 miles (2.51 km) 1.56 miles

ROWwidth 70'-100'

futerial Grade Crossings (Lomas Santa Fe, Clitr StreeV
Hiehway l0l)

2

Undercrossings 0
BridceVoversrossincs (Cliff Street. Rosa Street) 2,

CollectorlLocal Grade Crossincs 0

At-Grade pedestrian R/R Crossings 0

Meior Destinrtions
Recreational Cornmuter

Visitors Information Center Ciw Ha[
Tide Beach Citv Park Transit Station

Fletcher Cove Park South Cedros Desigr District
Seascape Surf Hwv l0l Commercial & Rstail
Del Mar Shores Beach Park
Del MarRaceffack and Fairerounds
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5.7 Segmcnt 7: City of Del Mrr, Via de le Velle to Carmcl Vallcy Roed

The rail trail ends et the Via de la Valle intersestion and proceeds south through the City of Del
Mar along Camino del Mar on Class tr bike lanes. The trail continues south along Camino del

Mar through the retail disbict of Del lvlar, using e,xisting Class tr bike lanes.

The City of Del Mar is separated from the ocean by the railroad tracks, which gradually climb the
bluffs and literally sit on the edge of eroding sliffs above the beach. Due to concerns related to the
stability of the bluffs, a City Council appointed trails committee recommended that the City
Council adopt the street route for bicyclists and maintain the existing dirt trail along the bluffs for
pedestrians.

The pedestrian trail proceeds along the railroad rigbt-ofway at Power House Parh using the
western side of the right-of-way. At the southern limits of Del Mar, the trail goes under the
railroad connecting with an existing paved path at the Torrey Pines Preserve parking lot.

In order to provide safe public access to the beacb, four at-pedestrian crossings are proposed by
the City ofDel Mar for the following locations: Torrey Pines, E6 Street, and ltt Strcet and 29tb

Street.

Table 12

Segment 7: Via de la Vellc - Carmcl Valley Road
Citv of Dcl Mrr

Total Length - Class II - 2.7 miles (4.35 km)
Pedestrian Path - 2.13 (3.42 km)

2.7 miles

ROWwidth 100'-200'
futerial Grade Crossings (Jimmy Durante Road, Del Mar
Heights Road Via de la Valle)

3

Undercrossings 0
BridgeV Overcrossings 0

Collector/Local Grade Crossincs
At-grade pedestrian R/R crossings(Torrey Pines, 8' St, 1l'
St. and 29h St.

4

Meior Dcstinrtions
Recreational Commuter

Torrev Pines State Beach Del lvlar Citv Hall and Librarv
Seagrove Park Downtown Del Mar retail and

commercial
San Diegrrito River Park Coast to
Crest Trail

Del lr4ar Racetrack and
Fairprounds

Del Mar Racetrack and Fairrrounds



FIGURE 5.7

SEGMENT#7
VIA DE LA VALLE TO

CARMEL VALLEY ROAD E oooor RA'LTRA.
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5.8 Segment 8: City of San Diego, Cermcl Vallcy Roed to Gcnesee Avenue

At Carmel Valley Road, the trail would utilize the bicycle lanes currfftly in the design phase by
the City of San Diego. The City of San Diego is proposing a pedestrian trail along the south side
of Carmel Valley Road as part of the Carmel Valley Road street improvement project.

fu Sorrento Valley Road both cyclists and pedestrians would utilize a Class I bicycle path. The
City of San Diego is considering closing this portion of the road for pedestrians and cyclists,
which would connect to Camrel Mountain Road. Just past Carmel Mountain Road, the trail
would access the railroad right-of-way and proceed behind the industrial area. The rail trail wil
pass along the Sorrento Valley Station on Sorre'nto Valley Road at I-5 and then access the railway
right-of-way at the eastern edge.

The rail trail follows the railroad, along the existing SDNR servicB road. Due to the limited width
of the right-of-way, a fence would be installed between the tracks and the trail. The trail may be
reduced to the CalTrans minimum standard for a Class I trail of 8 feet through this sestion due to
the constraints. The rail proceeds up a steep hill with an acoess road along the eastem edge. It is
anticipated that this access road would accommodate a minimum width trail with fencing NCTD
is in the process of designing a second track from I8O5 to Miramar Road. It is recommended that
the trail be developed in coqjunction with the future realignment of the railway. The trail would
cross under lvfiramar Road where a retaining wall is necessary between the bridge abutment and
the slope. The trail then enters MCAS Miramar, crossing a Y-spur line on at-grade crossings.
Through this open space axea, the trail will follow the existing dirt access road located
approximately 25 f@t from the railroad. The trail would remain on the east side of the right-of-
way though this corridor to I-805. MCAS recommends a fence be installed at the edge of the
right-of-way to reduce encroachment on the military base.

At I-805, the trail crosses the railroad on a separate overcrossing to the north side of the railway.
The south side of the railroad is Rose Canyon Open Space Parlg a protected natural area tlnt
contains sensitive habitats such as Oak Woodland and riparian areas. The trail utilizes existing
dirt trails on the north side of the railroad. At Genesee, the trail goes under the road following the
railroad.
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Teble 13

Segment 8: Cannel Vallcy Roed to Genecee Avenue
Citv of San Dieeo

Total Length - Class I - 9.4 miles (15.13 lsn)
Class II - .7 miles (1.12 kn)

10.6 miles
(17.05 km)

ROWwidth 70-200',

Arterial Grade Crossings (Sorrento Valley Road/Roselle
Street)

1

Undercrossings (Miramar road) I
Bridges (North of Sorrento Valley Road., south of Sorrento
Valley Road)

1

Overcrossinss (I 805) 1

Collectorllocal Grade Crossings @el Mar Scenic Parkway,
Via Aprifla" Via Grimaldi, Portofino Drive)

4

At-Grade Pedestrian R/R Crossinss MCAS spur lines) 7

Maior Destinations
Recreational Commuter
Torrey Pines City Beach and Park Universrty of California, San

Diego
Torrey Pines State Reserve and Beach Sonento Vallev Station

MCAS Miramar
University Town Center GnC)
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5,9 Segment 9: City of Srn Dicgo, Genesee Avenue to Bdboa Avenue

The rail trail proceeds under Genesee Avenue, providing acc€ss to oristing Class II birycle lanes

on Genesee Avenue . The rail trail will connect to the proposed Nobel Drive Coaster Statio4 thus

increasing the potential commuter use ofthis particular trail segment.

The rail trail proceeds westeily and connects to an existing paved rail trail at Gilman Drive. The

existing trail will be widened to 12' with striping and sigrring. Where the existing path ends at

Santa Fe Street, the trail will utilize a Class III bicycle route along Santa Fe Street. Once past

Santa Fe Street, the trail would access the western side of the alignment and proceed south. A
flashing light and signs are recommended at the crossing at Santa Fe Street to alert motorists of
bicycle cross-traffic. The trail proceeds south along the west side of the railroad, slowly
progressing above the roadway to Balboa Avenue.

The trail would cross over Balboa Avenue on a separate bridge, due to the traffc volumes of over
51,000 ADT, grade di.fference, poor visibility, and road configuation which makes it very

dangerous for a bicyclists to navigate this road segment.

Table 14

Segment 9: Genesee Avenue - Balboe Avenue
Citv of San Dieeo

Total Length - Class I - 3.57 miles (5.74 km)
Class III - .45 miles (.73 km)

3.7 miles
(s.95 km)

ROWwidth 100'-200'

Arterial Grade Crossinss 0

Undercrossing 0

BrideeVOvercrossings (Balboa Avenue) I
Collestor/Local Grade Crossings (Santa Fe Street) I
At-Grade pedestrian RIR Crossings 0

Maior Destinetions
Recreational Commuter

Marian Bear Park/San Clemente
Canyon

University of California" San

Dieso, Torrey Pines Hich School
Rose Canyon Park Multi-family residential

communities
Soledad Natural Park University Town Center and

urrrounding offices and

commercial uses
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FIGURE 5.9
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5.f0 Segment f0: City of Sen Dicgo, Balboa Avenue to the Old Town Trensit Center

This segment would begin at a new bridge over Balboa Avenue. Until the bridge is constructe4
trail users could be directed to the Morena Boulevard crossing. Between Balboa Avenue and

Clairemont Drive, the trail will be located on the west side of the tracks paralleling Morena
Boulevard.

MTDB is proposing trolley service, which will require two additional light rail tracks and traction
substations. In addition, NCm proposes an additional track for Coaster services, known as the
False Bay Siding Proje.ct. Coordination with MTDB and NCTD during final design will be
essential to determine available right-of-way. The rail trail may utilize Class tr bike lanes along
Morena Boulevard, if the right-of-way becomes limited as a result of the increased rail services.
The trail will divert to the east above Friars Road to Pacific Coast Highway Class II bicycle lanes.

Table 15

Segment l0 : Balboa Avenue to Old Town Transit Center
Citv of San Dieeo

Total Length - Class I - 3.13 miles (5.08 km)
Class II - .53 miles (.85 km)

3.66 miles
(5.9 km)

ROWwidth 70'-100'
Arterial Grade Crossings (Taylor Street, Clairmont Drive) ,
Undercrossings (Paci.fi c Hiehwav) I
Bridges/Overcro ssings 0

Collector/Local Grade Crossines 0
At-Grade Pedestrian R/R Crossines 0

Major Destinations
Recreational Commuter

Mssion Bav Park University of San Diego
Tecolote Canvon Natural Park Old Town Transit Center
Mission Beach Boardwalk Mission Valley Retail and

Commercial areas

Old Town State Historical Park



I
t
I
I
I
T

I
I
t
t
I
I
T

I
t
I
t
I
I

SEGMENT#I0 l-
BALBOAAVENUE TO I= ,

FlcuRE 5.10 | om?6'w"r,r"?fir[s'ii=ceXren laconstnL RAlt TRAI

Enclnltas Statlon

Solana Beach Statlon

Sorrento Valley Statlon

Old Town Ttanelt Genter

rT)
N

l.lot to 9cale

Point Loma



I
t
I
t
t
t
t
I
t
t
t
I
l
t
T

I
t
I
I

5.11 Segment 11: City of San Diego, Old Town Trensit Centcr to thc Sante Fe Depot

Due to the limited available right-oGway and high volume east-west traffic, the Coa*al Rail Trail
will continue along Pacific Highway utilizing the existing Class tr bicycle lanes and terminate on

the south end at the Santa Fe Depot in downtown San Diego. This is the logical terminus of the

trail. Connections to the Old Town Transit Center will provide trolley service to east San Diego

oommunities and Qualcomm Stadium. The Santa Fe Depot offers connections to the San Diego

Civic Center, historic Gaslamp Quarter, the Children's Museunr" and Tijuan4 Mexico.

Table 16

Segment 11: Old Town Transit Center to the Santa Fe Depot
Citv of San Dieso

Total Leneth: Class tr - 3.65 miles (5.E7 km) 3.65 miles

ROWwidth 70'-100'

futerial Grade Crossings (Broadway, Grape, Ash, Laurel) 4

Undercrossings 0

BridgeilOvercrossings 0

Collector/Local Grade Crossings (Bamett Ave., Washington
St.. Palm St.. Juniper St.. Cedar St. )

)

At-Grade Pedestrian R/R Crossings 0

Maior Destinrtions
Recreational Commuter

Maxitime MuseumAilaterfront Downtown San Diego
Convention & Performing Arts Center San Diego International Airport
Balboa Park and Zoo U.S. Naval Supply Center

Horton PlazalDowntown Shopping
District. Gaslamp Quarter and theaters

County Administrative Certer

Old Town State Historioal Park
Sports Arena
Bayshore Bikeway
Ferrv Service to Coronado
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5.12 Trail Alignmcnt Summrry

The advantages of the prefM route are the relative ease of implementation, lower tra^ffic
volumes along the Class I segments, limited impact on environmental resources, reasonable costs,
and directness ofroute. The disadvantages include a lack ofappeal for reoreational users in areas

where the trail utilizes the roadwav.
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Table 17
Treil Alisnment Summerr dr'$,,"

Oceansi& Carlsbad Encinitas Solana Beach Del ldar ,San Dieeo
Sement I n 3 4 5 6 7 8 9 tl0 ll Total
kngth
Class I 2.05 1.80 3.68 2.65 l.s8 1.56 2.7 9.4 3.57 3.13 0 32.12
l€ngth
Class tr .96 0 .,10 .45 1.25 0 0 .7 0 .53 3.65 7.94
I-ength
Class IU .35 .36 0 0 .29 0 2.t3 0 .45 0 0 3.5E
Arterial Gra&
Crossinss 2 I ,|

3 I 2 3 I 0 2 4 20
Road
Undercrossing
s

I I I 0 0 0 0 I 0 I 0 7

Bddgcr/
Overcmssinss 0 I I 0 0 2 0 2 I 0 0 l3
Collector/
local
Grade
crosshes

6 J 0 0 7 0 J 4 I 0 5 26

At-grade ped

R/R
qossinss

0 I 0 J 4 0 4 2 0 0 0 t3



6.0 Trail Design

6.1 Planning end Design Stendards

This chapter provides specific design and implementation guidelines and standards to ensure that
the Coastal Rail Trail is consistently constnrcted to the highest and best standards cunently
available in the United States. Planning desigrr, and implementation standards are derived from
the following sources:

CalTrans: 't{ighway Design Manual" (Chapter 1000: Bikeway Planning and Design)
American fusociation of State Highway and Transportation Ofrcials (AASHTO): '?olicy

on Geometric Design of Highways and Streets"
State ofFlorida: Florida Bicycle Facilities Planning and Design Manual (1996)
CalTrans: Manual of Uniform Traffic Control Devices (MLrfCD)
USDOT, FTIWA "Selecting Roadway Desigrr Treatments to Accommodate Bicycles"
Bicycle Federation of America (BFA): "Selecting and Designing Bicycle Routes"
USDOT/FIIWA: Conflists on Multiple-Use Trails
Institute of Traffic Engineers (ITE): 'Design and Safety of Pedestrian Facilities"
Rails to Trails Conservancy (RTC): Rails-with-Trails. Sharins Conidors

for Transportation and Recreation

It is useful to note that while there are a considerable number of trails on active railroads around
the United States, there are few desigrr guidelines that have been developed specifically for this
type offacility. The sources listed above provide details on many aspests ofa rail trai! but a) may
contain recommendations that conflist with each other, b) are not, in most caseg officially
recognized 'requirements,' and c) do not cover all of the conditions on most rail trails. Except for
the CalTrans guidelines, all desigrr guidelines must be considered as simply design resources for
the Coastal Rail Trail, to be supplemented by the reasonable judgement of the trail desigrrer and
trail manager.

In addition to the published resources listed above, the trail design reflects recommendations from
active rail trail managers around California and the United States. Unfortunately, there are few rail
trails around the country, which reflect the similar charasteristics ofthe Coastal Rail Trail corridor
in terms of grade crossings, fencing, setbacks, speed of trains, train fiequancy and draw of users
to the beach. Cunently a committee has been formed at the Federat Railroad Administration to
review and establish a set ofstandards for rail trails nationwide.

Until CalTrans or the Federal Highways Administration adopts specific standards for rail trails,
the CalTrans basic design paxarneters will be used. Mandatory standards are shown in bold face.
Advisory standards are important but allow for greater flexibility and are identified by the word
'should.' Permissive standards are identified by the words 'should' or 'may', and can be applied
at the discretion of the project engne€r. Controlling Criteria" as defined by the FtIWd consists
of 13 specific criteria to be used in the selection ofdesigrr standards. They are: (l) design speed,
(2) lane widttt, (3) shoulder widtb (4) bridge width" (5) horizontal alignmenr, (6) vertical
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alignment, (7) grade, (E) stopping sight distance, (9) cross slope, (10) super elevatioq (ll)
horizontal clearance, (12) vertical clearance, and (13) bridge structural capactty.

Designs which deviate from the mandatory CalTrans design staadards shall be approved by the
Chief Office of Project Planning and Desigrr, or by delegated Project Managers. These standards

represent the basic guidelines set fourth by CalTrans. There are many conditions, which are not
explicrtly covered in the CalTrans or AASIITO guidelines. These may be site specific, user

specific, or policy specific.

6.2 Treil Design - Class I

Recommendad Width

The rccommcnded minimum width for paved multi-use trails in California is E-feet' with 2-
fect oflaterd clearance end E-feet ofvertical clcarance" The minimum standards for a Class I
rail trail are reflectedin Figure 6.1. The rail trail is projec'ted to have higher volumes ofbicyclists
and other users, and may acconunodate maintenance vehicles on a regular basis for both the
railroad and the trail. The following are the recommended design dimensions: l) l2-feet width
with the same lateral and vertical clearances, (2) 2' wide unpaved shoulders, with a compacted
surfacg on each side ofthe paved zurface to accommodate joggers and otlers who prefer a softer
surface, and (3) a 2olo cross slope for drainage. The recommended Class I rail trail is shown in
Figure 6.2.

Signing and Stiping

A yellow centerline stripe may be desirable, but is not required on sections of the trail that have

heavy usagg curves with reslricted sight lines, at approaches to intersectiong and./or where
nighttime riding is srpected. Signing ofthe trail is addressed in Chapter 7.0.

Intersections and Crossings

The trail alignment should take into consideration the frequency and conditions of grade crossings
at roadways. Grade separationg such as bridges or undercrossings, axe recommended if traffic
volumes are heavy. If grade separation is not feasible, trafEc signals may suffice. Stop or yield
signs for bicyclists ax€ acceptable where traffic volumes are not heavy.

Trail crossings should occur at established pedestrian crossings wherever possible. Md-block
crossings should address right-of-way for the motorist and trail user through use ofyield" stop, or
traffc sigrrals that can be activated by trail users. Trail approaches at intersestions should always
have stop or yield signs to minimize conflicts with autos. Ramps should be placed on sidewalk
curbs for bicvclists.



Separation of Patlways

The CPUC has specific minimum setbacks from any sidewalk or trail that parallels active railroad
tracks. These standards are tlTically applied to the minimum distance that crossing guard
equipment is located from tracks. Mnimum distances from the centedine of an active railroad to
the outside edge of a trail or bikeway is 8'6" on tangent and 9'6" on curved track as shown in
Figure 6. 1. Wherever possible, it is recommended that the trail be set back at least 25 feet from
the centerline ofthe tracks, or at least 15 feet when there is a vertical separatioa ofmore than l0
feet (see Figure 6.2).

Design Speed

The minimum design speed for bike paths is 20 miles per hour, except on sections where
there are long downgrades (steeper than 4o/o, and longer than 500-feet). Specd bumps or otter
sudace irregularities should never be used to slow bicycles.

Horizontal Alignment

Recommended radius for a curve and elevation are reflected in CalTrans Standards Specifications
in Appendix l. A2% cross slope is recommended for drainage.

Stopping Sight Distmces otd Crest Yertical Carves

Recommended stopping sight distances reflected in the CalTrans Standards Specifications (see
Appendix I) should be applied to the downgrade portion of any two-way trail. The recommended
length of crest of vertical curves is also shown.

Lateral Clearqtce on Horizontal Curves

The minimum clearance to line of sight obstructions on horizontal curves can be calculated by
taking the lateral clearance information from the CalTrans Standards Specifications, required
stopping sight distance, and the proposed horizontal curve radius.

Gradients

Steep grades should be avoided on any bike path or multi-use trail. A 5% maximum gradient is
recommended. Steeper grades can be tolerated for short distances (up to about 500 feet), but
must also meet ADA requirements.

Structurql Section

Bike path construqtion should be conducted in a similar rnanner as roadway construction" with
sub-base thickness to be determined by soils condition and expansive soil types requiring special
structural sestions. Mnimum asphalt thickness should be 2" of rype A or Type B, with %u
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maximum aggregate and medium grading as described in CalTrans Standard Specifications in

Appendix I.

Drainage

The ZYo cross slope will resolve most drainage issues on a bike pattr" except along cut sestions

where uphill water must be collected in a ditch and directed to a catch basin,

Banier Posts

Posts or bollards at trail intersections and entrances may be necessary to keep vehicles from
entering. Posts should be designed to be visible to bicyclists and others, especially at night, with
reflective materials and appropriate striping. Posts should be designed in such a way that they are

moveable by emergency vehicles.

Street Ligh*

Streetlights may be desirable in specific locations. Possible locations are: where night use is

expected or encouraged, at intersections, where they may be warranted to ensure safety or to
provide accent in a park like setting.

Flashing Lights

Due to the quietness of newer passenger trains, it may be worthwhile to install flashing lights
along the trail which indicate a train is approaching. This may reduce the amount of hornblowing
to alert trail users of an oncoming train. The flashing lights may be especially useful in areas where

there is limited right-of-way widtlL high volumes of users, and/or no physical barrier present.



Do_t_r.ble Track Righ! _of Way with Bikeway
Minimum PUC and Caltran-s Dimensions

Two-Wav Bike Path Railroad Tracks

Drainage

4 -6' Fence
or Vegetation

Caltrans Standard for Class I Bikepath

CPUC Standard lor minimum distance
from railroad
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FIGURE 6.1
CLASS I RAIL/TRAIL

(MtNTMUM STANDARDS) S.oorTAL RA*TRA'.
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Level Terrain
of Wav (100' min.

25'min.

-l

Flll Sectlon

Fence or vegetation may b€
required il slope is great€r
than 45%.

FIGURE 6.2
RECOMMENDED CLASS I

RAIL TRAIL E oorroLRAtLIRAI



B i lrewrys and Rai lroads

Bikeway croisings at railroad tracks should be at least as wide as the approach bikeway, and
should be at right angles (90 degrees) to the tracks. Pavement should be maintained so that ridge
buildup adjacent to the tracks does not occur, with timber plank or other enhanced surfaces
installed when possible.

The Califomia Public Utilities Commission (CPUC) regulates railroad crossings. All new ar-grade
crossings must be approved by the CPUC. Necessary railroad protection will be determined based
on a joint field review involving the applicant, the railroad company, and the cpuc.

Signing, Markings, and Trffic Control Devices

Uniform signs, markings, and traffic control devices shall be used per section 2176 of the
Streets and Highways Code An optional 4" yellow centedine stripe may be used to separate
users on a Class I bike path. Bike lane signs (REl) shall be placed et the beginning of all bike
Ilnes, on the far side ofevery arterial street intersection, rt all major changes in direction,
end at mailmum half-mile intervals. Bike lane pavement markings shall be placed on the
far side of each intersection.

Bike path, bike lang and bike route signing and markings should follow the guidelines as
developed by CalTrans and presented in the Manual on Uniform Traffic Control Divices. T'his
includes advisory, warning, directional, and informational signs for bicyclists, pedestrians, and
motorists. The final striping, marking, and signing plan for the Coastal Rail Trail should be
reviewed and approved by a licensed traffic engineer or civil engineer.

6.3 Constrained Cross Section

The major design objective of the Coastal Rail Trail is to locate the trail within the existing
railroad right-of-way. The railroad right-of-way generally ranges fiom 100 to 200 feet, although
the effective or available width may be considerably less. For orample, through wetlands or *.it
ofrugged topography, the railway tracks are often on narrow fill or cut sections, or on bridges,
leaving little space for a maintenance road or the rail trail.

Excess right-of-way for the trail is constrained in many locations by tenain, wetlands, waterways
and bridges, utility poles, signal equipment, sub-surface utilities, drainage ditches, buildings,
transit lines, and existing or future railroad sidings. The selection of the alignment reflects thJsi
constmints, with the result that in some locations the rail trail may be reduced in width or
relocated from the railroad right-of-way to existing bike lanes adjacent to roadways. A
constrained cross sestion has been developed, where it may be preterible to keep the rail trail
within the railroad right-of-way, ratler than re-route the trail onto a jacent roads. The conditions
under which a constrained cross-section should be used are described-below:
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. Alte'nrate routes have been studied and are not aoceptable because of functional or
safety reasons;

o The constrained section is for a relatively short distance, generally less than 500 feet;
r Trail volumes are not projected to be above average;
r Hazards are clearly marked;
o Trail speed limits are l0 miles per hour; and
o Bicyclists are required to dismount when appropriate.

The minimum width for a constrained section is six (6) feet, u,ith at least one (1) foot of lateral
clearance and eight (E) fe* of vertical clearance. All other standards identified by CalTrans
Standard Specifications should be met.

6.4 Overcrossings/Undercrossings

Bridges

A key factor in selecting the preferred rail trail aligrunent was to minimize the number of bridges
across lagoons or wetlands that would need to be constructed, due primarily to the cost
constraints and availability of funding, but also due the potential environmental impact on lagoon
or riparian habitat. Wherever possible, the trail utilizes existing roadway bridges thus eliminating
major expense associated with bridge construction. Aside from numerous minor crossings of
culverts and minor waterways, there are several major bridges that are included as part of the
prefened alignment. These structures are listed below in Table 17.

Table lE
Proposed Corstal Rail Trail Bridscs

Location Tvpe
Agua Hedionda Lagoon Trail bridge constructed on top of oristing sewer

main. (see Section 5.2)
I-805 Overcrossing from south side to north side

(see Section 5.8)
Balboa Avenue Trail bridge over Balboa Avenue

(see Sestion 5.9)

In addition to these structures, other existing roadway bridges may need widening to
accommodate bike lanes or a bridge attachment may be used. Latoal access points along the rail
trail may be either on bridges, undercrossingg or possibly at-grade. The need for lateral access
points to the rail trail and across the adjacent railway tracks to supplement existing roadway grade
crossings has been identified for Carlsbad, Del Mar, Encinitas, Solana Beac[ and San Diego. The
exact locatioq type, and number of these crossings will be the subject of evaluation during desigrr
and CPUC approval.

The railroad corridor north of San Diego includes several long fill sections through wetlands
coupled with long trestles or bridges over the saltwater lagoons. The profile of the fill sections



and presence of adjacent wetlands makes locating the Coastal Rail Trail problernatic in these
ateas, hence the relocation ofthe rail trail to nearby roadways.

AII new bridges should provide a clear 8-foot wide trail, with CalTrans approved railings. The
structural load bearing capaclty ofbridges should meet or exceed CalTrans standards, and be able
to support emergency vehicles.

Bridges may have to meet special requirements such as stagng, material types, and specifications
whur crossing CalTrans or railroad facilities. All bridges must meet ADA requirements for a
maximum 5% gradient, which results in long approaches to the overcrossing.

Most recreational bike path bridges in California are pre-fabricated steel structures, with single
spans in excess of 300 feet. Cast-in-place concrete bridges may prove to be a better solution when
subject to salt-water corrosion.

Undercrossings

No new undercrossings have been identified for the Coastal Rail Trail, other than at locations
where the trail will pass under an elevated rail or roadway overcrossing. It may prove to be more
cost effective to tunnel under the railroad where the trail is below the track level, rather than
bridge the railway tracks. A new technology has been developed that allows pre-fab casings to be
put in place while the railway tracks are being used, thereby eliminating the need to close the
railway tracks to excavate the under crossing. This technology may have applications at new
lateral access points along the Coastal Rail Trail.

Undercrossings under existing roadways or rail in excess of 50 fi:et should be well lit and be
visible for the entire length by bicyclists entering one end. Figure 6.3 graphically describes typical
undercrossing issues and requirements.
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Fencing and Other Barriers for Class I

Where the trail is located in close proximity to the railroad tracks (15' or less from the outside
edge ofthe tracks) a barrier or fence is necessary to provide a safe separation between the trail
and the tracks. Fencing vegetation, and other barriers may be used to sepaxate a rail trail from
adjacent active railroads on one side and/or from adjacent land uses on the other side. MCAS
Itfiramar has requested that a fence be installed on both sides of the right-of-way to ensure
protection ofenvironmental resources and restrict base access.

Barriers between the trail and railway tracks have been the subject ofa study conducted by the
Rails-to-Trails Conservancy (RTC) Of the 37 trailrwith-rails in the United States surveyed by
RTC in 1996, 1l (30%) of the trains operate at speeds of 40 miles per hour or greater. The
SDNR right-of-way operates 43 trains daily at speeds up to 90 miles per hour. The median
distance (of all rail trails) from the edge of the trail to tlre centerline of the nearest railroad track
was 55 feet, although 36Yo of the trails were located within 20 feet of the centerline of the railway
tracks.

Of all rail trails, the majority (70%) had a barrier separating the railway tracks and trail, with the
most common types of barriers being vegetatior (32%), vertical separation Q7%), and fencing
Ql%) Although the trails surveyed do not reflect the speed or frequency rates of the SDNR
corridor, the survey is valuable when identi$ing the success ofrail trail projects, design standards,
and usage patterns.

FIIWA is currently conducting a thorough survey of other rails with trails. Rail trails across the
nation are being surveyed to find out how various issues have or have not been addressed. The
study is due to be released in late 2001. The purpose of the study is to daermine if standards
should be developed which meet the needs of the railroad operators, the Public Utilities
Commission, Federal Railroad Administratioq and others. Some ofthe maior issues include:

Existrng Conditions'. Railroads are seldom fenced through urban or suburban areas in
Califomia. vegetatioq fencing, or other barriers are typically not provided where a
railroad is directly adjacent to a roadway with sidewalks.

Pqallel Movemezt.' Typically pedestriang bicyclists, and others are not permitted on the
railroad right-of-wa5 although there has been historic public use ofrailroad right-of-ways.
Most people walking or riding on railroad right-of-ways are uzually not on the railroad
tracks themselves unless there is no other viable place to walk.

Lqteral movement: There is considerable lateral movement across railroad tracks in most
communities, and even more so along the Coastal Rail Trail due to the location of the
railroad tracks between beaches and residential neighborhoods. This lateral movement,
while considered trespassing, is a historic pattern in many communities.

Right of Access.' Related to lateral movernent is the fact that any attempr ro prevent
informal crossings of railroad railway tracks using fencing or other materialJmay rlsuh in
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protests from local groups such as the Surfriders Associatioq California Coastal
Commission and other public and private organizations.

Ewironmental Impact: Extensive fencing or other structural barrier would inhibit wildlife
that currently migrates across the corridor, especially in the Rose Canyon Opm Space

Park and MCAS Miramar.

Vandalism: Fencing or other structural barriers that are constructed to prevent historic
pedestrian patterns are typically repeatedly vandalized, including cutting holes in, pulling
dowrq or jumping over fencing.

Cost: Fancing and other structural barriers, depending on the type of materials used,
heiglt, and lengt[ can be one of the most expensive features of a rail trail, and may, in
some circumstances, impact the overall project feasibility.

Aesthetics: Depending on the type and height of the banier, the aesthetics of a Coastal
Rail Trail could be impacted by eliminating or reducing views and otherwise creating a

'bowling alley' effect for trail users. Structural barrier materials should contribute to
rather than detract from the overall community aesthetics. Choices on barier type and
height could impact the overall attractiveness of the facility. Shrubs may provide a solid
barrier while reducing visual impacts of a fence or wall.

Safety: The majority of existing rail-trails have some type of barrier between the trail and
railway tracks. It is reasonable to assume that the safety record is related somewhat to the
presence of barriers in some circumstances. Those circumstances are assumed to be where
the trail is located in close proximity to an active mainline or where there is heavy lateral
movemetrt across the railway tracks.

Secarity: Vegetation or fencing barriers between the trail and adjacent land uses can
protect the privacy and security of the property owners. While crime or vandalism has not
proven to be a common problem along most multi-use trails, fencing in this instance is still
considered a prudent feature. The type, height, and responsibility of the barrier are
dependent on local policies.

Banier height: The height and design ofthe vegetation or fence influences whether lateral
movement will be inhibited. Baniers that camot be climbed will typically be cut or
otherwise vandalized. Heavy-duty fencing such as wrougbt iron or other styles offencing
that are difficult to climb may be cost prohibitive. If people are given the opportunity to
cross at a new crossing within 250 feet in either directioo, the desire to ctmb over the
fence or barrier is reduced.

Noise ud wind: Due to high speeds of the Coaster and other trains, noise, wind, dust,
vibratior; and the sheer surprise of an 90-mph train to a trail user located in close
proximity to the railway tracks may be overwhelming. A vegetnted or solid barrier will
reduce the effects of noise and wind.
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Based on these issues and available researc[ the following recommendations regarding barriers
on the Coastal Rail Trail have been proposed, subject to revision by the individual jurisdictions
and a proposed statewide reviewing panel:

a. Vegetation and/or other physical barriers shall be installed where the rail trail is located
closer than 25 fu from the edge of the trail to the centedine of the closest track; where
the vertical separation is l0 feet or less; and where there are no existing physical barriers
such as drainage ditches.

b. Vegetation and/or other physicat barriers shatl be installed where there is observed lateral
crossings by pedestrians and others. Where fencing is installed for this purpose, new
crossings shall be installed no less than every 500 feet. New crossings may be bridges,
undercrossings, or at-grade crossings.

c. Vegetation and/or ot}er physical barriers shall provide breaks or openings at least 5 feet
wide every 500 feet.

d. Vegetation and/or other physical barrier height may range between 36 inches and72
inches although the recommended height is between 36 inches and 48 inches. Where the
edge ofthe trail is located closer than 15 feet from the centerline ofthe nearest traclg and
the vertical separation is less than l0 feet, the barrier shatl be at least 60 inches high with
appropriate bafling material. Bafling material includes vegetation such as ivy or other
vines, or a solid material, such as wood.

e. Other barrier types such as vegetatioq ditches, or berms may be used where the edge of
the trail is located further than 25 feet from the centerline of the closest track or where
the vertical separation is greater tlnn l0 feet. Recornmended vegetation types should be
low water, low-maintenance, such as pyracanthea (see chapter g.0). Ditch or berm
gradients should not exceed 2: 1 slopes or be greater than l0 feet in depth or height.

6.6 Trail Design - Class tr Bike Lanm and Class III Bike Routes

Portions of the proposed Coastal Rail Trail will be located on local zurface streets and classifed
as either bike lanes or bike routes. Standards for Class tr bike lanes and Class III bike routes are
presented below, with mandatory standards in bold type and are reflected in the CalTrans
Standard Specifications in Appendix I.

Bike hnes shall be otre-way facilities, and located on both sides of two-way streets.
Bike lanes shall be s-fest wide when adjacent to on street parking or a minimum of
4-feet wide if therc is no on street parking. one (l) fect of the gutter pan may be
included in the 4-feet Combination parking/bike lanes mey be used that have one
outside stripe end are 11 or l2-feet wide, depending on the type ofcurb.
All striping should be continuous 6" solid whitg except for the line between the lane
and parking, which may be 4r' solid white.
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d. Bike lanes shall not be placed between the parking rrea end curb.
e. Bike lrnes shall be striped next to curbs where parking is prohibited during certein

hours only in conjunction with spccial signing.
f. Typical vehicle lanes next to a bike lane are l2-feet wide, with I l-feet acceptable where

favorable conditions exist.
g. Raised barriers such as curbs shall not be used to delineate bike lanes.
h. Intersection desigrr should be accomplished accordhg to the desigrs presented in Figure

6.4.
i. Class Itr bike routes are unstriped shared facilities with rnotorists or pedestrians that

should provide continuity to the bikeway systerry and provide the bicyclist with a higher
degree of service than altemative routes. A higher degree of service includes direstness,
adjusted trafrc control devices giving priority to bicyctsts, removal of on street parking
when possible, surface imperfections corrested, and/or a higher standard of maintenance
than other comparable routes.

j. Sidewalks should generally not be used as a bike route, except under special
circumstances.

k. Bikeways or trails perellel to roadways should be loceted no closer than S-feet from
the edge of the roadwly, unless a physical barrier is provided. Generally, bikeways
are not recommended directly parallel to roadways as most bicyclists will find it less usable
than the street itsel{ assuming there is adequate width on the street.

Bridge and Grate Standqds

Bicycles on bridges are best accommodated by bike lanes. Bikeway approaches to a two-way
bikeway on one side of a bridge should be by way of a two-way bike path (not bike lane). A
physical separation (such as a fence or railing) shall be provided between a two-way bike
path directly adjecent to travel lanes on a bridge (see X'igure 6.11). Separate highway
overcrossing structures for bicycles should conform to CalTrans'strnderd design loeding
of E5 pounds per squane foot, with the minimum clear width the same rs the approech
bikeway. Drainage inlet grates on bikeways shdl heve openings narrow enough and short
enough to rssure bicycle tires will not drop into the grates.
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6.7 Roedway Grade Crossings

One of the major criteria used to select the preferred alignment was t}te reduction or elimination

of rail or roadway crossings. Currently a bicyclist riding along the entire 44-mile Coa-stal Rail

Trail corridor would have to ride on major arterials and highways, and cross over 150 streets

including many high traffic arterials. The proposed trail will reduce the number of crossings to
39. Many of these crossings occur along the Class tr bike lanes and not along the Coastal Rail
Trail Class I path. As most bicycle and pedestrian-related accidents occur at intersections, this
reduction in crossings and conflicts represents one ofthe significant benefits ofthe Coastal Rail

Trail.

This is not to imply that the proposed rail trail crossings will eliminate bicycle and pedestrian-

related accidents. Grade crossings represent one of the key obstacles to trail implementation.

Motorists are often not expecting to see bicyclists and pedestrians at unprotected locations or at

railroad crossings. However, based on the more than 60 active rail trails around the United
States, all ofwhich have at-grade crossings, safety has generally not been a problem.

When considering a proposed separated bike path and required crossings of roadways, it is

important to remember two items: (l) trail users will be enjoying an auto-free experience and may

enter into an intersection unexpectedly, and (2) motorists will not expect to see bicyclists entering
from an unmarked intersection into the roadway. In most cases, bikeway roadway crossings can

be properly designed to a reasonable degree ofsafety.

The final design of a trail will consider vehicle traffic patterns, traffic speeds, street widt[ traffc
volumes (average daily trafrc, and peak hour), line of sight, and trail user profile (age distributio4
destinations) to determine appropriate design measures. When the Coastal Rail Trail accesses

adjacent roadways, it will generally utilize existing Class tr bike lanes along Coast Highway
(Highway l0l).

The proposed systems approach in this report is based on established standards, published

technical reports, and the experiences documented on existing facilities, Virtually all roadway

crossings fit into one of four basic categories, described below:

Unprotected Rmdway Crossings (TWe I)

An unprotected roadway crossing consists of a crosswalh sigrring, and often no other dwises to
slow or stop trafrc (see Figures 6.5 and 6.6). The approach to designing roadway crossings at
mid-block locations depends on an evaluation of vehicular traffic, line of sight, trail tra.ffic, use
pattems, road type and widtlU and other safety issues such as the location ofnearby schools. The
table below identifies the general thresholds be,low which unprotected roadway crossings may be

acceptable.
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Teble 19
Unprotccted Roadwey Crossings

Insta[ Crossqraks All locationt''
Ivlaximum Tratrc Volumes : 10,000-15,000 (ADT), 1,000-1,500

peak hour
tvlaximum 85th Percentile Speeds: 35-45 mph
L,Ia,rimum Trail User Volunres: 50-75 per hour, 300400 per day
Iv{aximum SueetWidh 60 feet (no median)
Minimum Line of Sight 25mph zone: 100 feet

35mph zone: 200 feet
45mph zone: 300 feet

On residential and collector streets below 10,000 ADT, crosswalks and warning signs ('Bike
Xing') should be provided for motorists, and STOP signs and slowing techniques
(bollards/geometry) used on the trail approach. Care should be taken to keep vegetation and
other obstacles out of the sight line for motorists and trail users.

Collector streets up to 15,000 ADT require a higher level of treatment for roadway crossings than
residential stree'ts. In addition to the features described for resideutial streets, signing locations
may need to be moved towards oncoming traffc and made more visible for motorists. A flashing
yellow beacon (costing between $15,000 and $30,000) may be used, preferably one that is
activated by the trail user rather than one that is continuously flashing. The East Bay Regional
Park Distrist in Northern California is success.fully using a flashing beacon that is activated by
motion detectors on the trail, triggering the beacon as trail users approach the intersection. This
equipment, while slightly more expensive, helps to keep motorists alert.

Higher volume arterials (over 15,000 ADT) may be unprotected in some oircumstances, for
example ifthey are located near a signalized intersection and there are substautial 'gaps' in the
traffic, and/or there is a median island. This would not be appropriate if there rvere a significant
number of children using the trail.

Roadway Crossings (TW 2)

Bike paths which either parallel a roadway or emerge closer than 200 to 250 feet Aom a protected
intersectiorq should be routed to that crossing in most cases (see Figure 6.7). The reason is that
motorists axe not expecting to see pedestrians and bicyclists crossing so close to an intersection;
trafrc congestion may srtend this distance; and the crossing may unnecessarily impact traffc
capacity. Where the rail trail does not emerge at an existing intersectioq a barrier and directional
signing will be required to keep bicyclists and others from crossing at the unmarked location.

'' sonel'Efrc d.*ig'' guiddiner nrggcc thd ca*wdh .,E trd. required with ADT volumes belory zooo.
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Table 20
Rordway Crossings at Eristing Intersections

lvla,ximum Dista$e from Ooastal
Rail Trail to lntersectior

Street width 40 feet or l€ss:

200-250 feet

Street widh over 40 feet:

250 feet

Lenglh ofbarrier to prcvent
informal crossins

Street widh 40 feet or less: 50 fea
Street width over 40 feet 100 fe€t

Intersection lmprovements Warning Signs for Motorists
Right turn on red prohititions
Elimination of high speed and ftee
right tuns
A@uate crossing time
Pedestian activated sigals

One of the key problems with using existing intersections is that it requires bicyclists to transition
from a separated two-way facility to pedestrian facilities, such as sidewalks and crosswalks.

Widening and striping of the sidewalk (if possible) between the trail and intersection may help to
alleviate some ofthese concerns.

Sigrwlized Rmdt+ay Crossings (TWe 3)

When a trail must cross a roadway that exceeds the maximum thresholds identified for
unprotected crossings, generally 10,000 ADT'S, some tj?e of signalized control must be installed

to protect the trail users (see Figure 6.8). Sigrals require the input oflocat trafEc engineers, who
review potential impacts on traffic progression, capacity, and safety. On corridors with timed
sigrrals, a new trail crossing may need to be coordinated with adjacent signals to marimize
efrciency. Trail signals are normally activated by push buttons, but also may be triggered by
motion detectors. The ma,ximum delay for activation of the signal should be two minutes, wit}
minimum crossing times determined by the width of the street and trail volumes. The signals may

rest on flashing yellow or green for motorists when not activated, and should be supplemented by
standard advance warning signs.

Grude-Sepuated Rdway md Railroad Crossings (Type 4)

Arterials, expressways, and freeways carrying over 25,000 ADT will probably require som€ tlpe
ofgrade separation" either an undercrossing or overcrossing (Figures 6.9 and 6.10). Overcrossing

alternatives arc t''pically less expensive than tunneling under a roadway, but require as much as

400 or 500 feet of approach structure on each end due to the ma.ximum 5% gradient as specified
by ADA Overcrossings also have a higher vizual impact and meet witl resistance from some trail
users who may attempt to cross at-grade rather than climb the approach rarnps.

Safety concerns are & major iszue with both railroad overcrossings and undercrossings (tunnels).

In both cases trail users may be temporarily 'out-of-sight' from public view, and have poor
visibility themselves. Undercrossings, like parking garages, have the reputation of being places
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where crimes occur. Most crime on trails, however, appears to have more in cornmon with the
general crime rate of the community and the overall usage of the trail than to any specific design
feature. There are desigrr and operation measures which can address trail user concerns. For
example, an undercrossing can be desigrred to be spacious, well lit, with emergency call phones at
each end, and completely dsible for its entire length prior to entering.

Other potential problems with undercrossings include conflicts with utilities, drainage, flood
control, and maintenance requirements. Proper design to address tlese issues will reduce potential
problerns including providing adequate access for maintenance vehicles.

5.E At-Grade Railroad Crossings

The Coastal Rail Trail will cross at num€rous established roadway crossings. Generally the trail
crossing configuration will be where tle Coastal Rail Trail crosses a roadway directly adjacent to
the railway tracks at ao uncontrolled or controlled intersection (Type | & Z).

Lateral access points to the Coastal Rail Trail will be provided by a combination of existing
roadwayg sidewalks, and pathways. In some cases, nsw trails or connectors into adjacent
neighborhoods may be provided. Where lateral movement is heavy, new at-grade crossings will be
required approximately every 500 feet. The City of Carlsbad proposes one at-grade lateral
crossing, seven are proposed by the City of Encinitag and four are proposed by the City of Del
Mar. As the trail proceeds through MCAS Miramar, the trail will cross the Y spur line and there is
an interim at-grade lateral crossing proposed west of I-805, within the City of San Diego. Grade
separated crossings to accommodate all lateral movement will be prohibitively expensive an4 in
some cases, not warranted by the volumes of pedestrians or bicyolists. Pedestrian grade
orossings of active mainlines currently exist in San Mateo County, and the California cities of San
Clementg San Juan Capistrano, and Dixoq California" among other locales.

The North San Diego County Transit Development Board has an adopted policy, which states
that the Board will permit ten year leases for the development of pedestrian at-grade crossings of
the San Diego Northern Railway, when tle requesting public agency agrees to provide fencing on
both sides of the railway and fund the installation of a grade separated pedestrian crossing ai the
end of the lease period. The Califomia Public Utilities Commission (CPUC) has generally taken
the position of not allowing additional at-grade crossings. Any proposed pedestrian at-grade
crossings will require approval by the CpUC.
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Table 2l
Grade Seperated Rordwey Crossings

Traffic volume tluesholds: 25,000 - 45,000 ADT
Recommended minimum trail width: 8 feet (under crossings should providetapered

sides with wider clearances at top)
Recommended minimum overhead clearance: 10 feet (14 feet ifequestrian use)
Estimated structure costs per linear feet: $600 -$800
lvfa:rimum gradient per ADA: sYo

Ancillarv features: lighting, call phones, landscaping
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6.9 Coester/TrolleyStations

The Coastal Rail Trail will generally go around the transit stations rather than use existing

platforms to avoid conflicts with pedestrians boarding trains. Figure 6.12 reflects several options

to route trail users tlrough a station for those users accessing the train. In the design of future rail

stations, the trail may be routed directly through the station when the boarding platforms are l0
feet wide or more, passenger usage is for a limited time of day, or alternative routes around transit
stations are circuitous and involve multiple street crossings. Currently, bicycle riding is not
permitted on the platforms due to safety concems and is not being considered as an option by
NCTD. It is recommended that when agreements are developed between the railroad and the trail
operator that agreement consider the use of boarding platforms under the following conditions:

o A demonstration period of one year is allowed during which complaints and accident
information can be compiled.

r The trail ofrcially 'terminates' where it interfaces with the platforr4 and it is designed

to stop or slow bicyclists through the use ofbollards or gates.

o Bicyclists be required to dismount when trains are stopped at the station.
r Maximum speed limit of 5 mph on the platform.
r Striping on the platform to designate the location ofbicycle and pedestrian flow.

6.10 Utilities end Lighting

Surface and sub-surface utilifies are located within the railroad right-of-way, impacting the
location and construction of the Coastal Rail Trail. Utilities include active and abandoned railroad
communications cable, signal and communication boxes, fiber optic cable, water and sewer lines,

and telephone lines. The Coastal Rail Trail will be designed to avoid moving most active surface

utilities, although utility poles no longer in use may be removed. The trail may be located directly
over existing sub-surface utilities assuming (a) adequate depth exists between the trail surface and

utility to prevent damage, and (b) agreements can be reached with the utility owner regarding

access for repairs and impact to the trail.
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Sources:

1 . Manual on Uniform Tratfic Control Devices, 19gg

2. Institute of Transportation Engineers, Transportation and
Land Developmenl, 1988

3. Investigation of Exposure Based Accident Areas:
Crosswalks, Local Street, and Arterials, Knoblauch, l9g7
4. Caltrans Highway Design Manual, Fitth Ectition, Chapter
1000: Bikewa! Planning a-nd Design

5. Caltrans Traffic Manual
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FIGURE 6.5

UNPROTECTED ROADWAY
AT.GRADE CROSSING

TYPE I E oorTAr RATLTRAI
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FIGURE 6.6 CLASSIROADWAY
CROSSING TYPE 1 E oorror RA'L
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FIGURE 6.7
CLASS I ROADWAY
CROSSING TYPE 2 t oorroL RA* rRArL



FIGURE 6.8
CLASSIROADWAY
CROSSING TYPE 3 E oorTAt RA'ITRAI
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Sourcgs:

1 . Manual on Unilorm Tratlic Control Devices. 19BB

2. Instifute of Transportation Engineers, Transportation and
Land Development, 1988

3. Investigation o{ Exposure Based Accident Areas:
Crosswalks, Local Street, and Arterials, Knoblauch. l ggT

4. Callrans Highway Design Manual, Fifth Edition. Chaoter
1000: Bikeway Planning and Design

5. Caltrans Tratf ic Manual

I
I
I
T

I
t
T

I
I
T

I
I
I
T

I
I
I
T

I

FIGURE 6.9
GRADE SEPARATED ROADWAY

CROSSING TYPE 4 E oorlAr. RArLrRArr

rlo



I
I
I
I
I
t
I
T

I
t
I
I
I
I
t
I
I
I
I

GRADE SEPARATED ROADWAY IE
cRosstNc wPE 4 l:coAslAt RAILTRAIFIGURE 6.10 I CROSSING TYPE 4

Grade Separated
Roadway Croasing
Tlpe 4:

Undercrossing

Sources:

1. Manual on Unilorm Trallic Control Devices, 1988

2. lnstitule of Transportation Engineers, Transportation and
Land Development, 1988

3. Investigation ol Exposure Based Accid€nl Areas:
Crosswalks, Local Street, and Arterials, Knoblauch, 1987

4. Caltrans Highway Design Manual, Fifth Edition, Chapter
1000: Bikeway Planning and Design

5. Cahrans Traffic Manual





' 
City of Newport Beach

I
I
t
I
I
I
I
I
I
I
I
I
I
I
T

I
I
t
T

E oouoLRAttTRAttBRIDGE OVERCROSSINGSFIGURE 6.11



I
I
I
I
I
I
I
I
T

T

t
I
I
I
I
I
I
I
I

FIGURE 6.12
STATION ROUTING

OPTIONS E oorTALRArtIRArL

End Class I

Bike Path .

Bikewav should be on
station Side ol tracks

oi.*rion"] 

" 

\sisnins 
\"\

Grade seoarated
crossrng

ilf#1'#:ilf" I
pafting lot il l6w traffic r

Forces bicvcles to
slow through design

volumesi/soeeds exist r
I

I
I
!
I
!
I
I^
ro)
t:rd
lq)
r#
rg,
!=.i.P
rfr
rY
tOr6
rE
IJ
lc,r*
r!3
t=
.Er!
r()
I
I
I
I
I

I
I
t

Station
Parking Lot

Bikeway on opposile
side from station
may be acceplable
if there is good
access to station

Station
Parking Lot

Bikeway may be
routed throuoh
platform, but-
bicyclists would need
to dismount and walk
bicycles. (Potential
enforcement issues)

Ittal

I
I
I
I
t
T

lrr
I
T
I
I
I

Station
Parking Lot

I
I
I
I
I

Reconligure parking lot and/or
add pathway (Use ot aisles is
acceotable if traffic volumes
are low)

I-t
4 BeSin Class I Bike Path

I I.r



7.0 Sisnins and Markine

Crossing features for all roadways include waming signs for botl vehicles and trail users. The
type, locatiorq and other criteria are identified in the Manual for Uniform Traffic Control Dwices
(MUTCD) and the CalTrans Highway Design Manual. Consideration must be given for adequate
waming distance based on vehicle speeds and line of sight, with clear visibility of signing
absolutely critical 'Catching tle attention' of rnotorists jaded to roadway signs may require
additional alerting devices such as a flashing light, roadway striping, or changes in pavement
texture. Sigrung for trail users must include a standard 'STOP' sigrr and pavement marking,
sometimes combined with other features such as bollards or a zigzag approach to slow bicyclists.
Care must be taken not to place too many signs at crossings lest they begin to lose their impact
and may be ignored.

Direction signing is useful for trail users and motorists alike. For motorists, a sign reading
'Coastal Rail Trail Xing' along with a trail emblem or logo helps at crossings to keep them aware
ofpotential trail users nearby.

The signing and marking of the Coastal Rail Trail is designed to be an integrated system of
elements to communicate the following:

r Orient trail us€rs along the route;
r Warn trail users of potantial hazards;
o Provide for the interpretation ofnatural and cultural features along the trail; and
e Announce the trail to motorists and train passengers;

The signage system is designed to utilize the accepted design standards and fabrication technolory
utilized throughout San Diego County for marking roadways. The signage system includes the
following types of signs and markings, a description and illustrations of each follow:

o Standard CalTrans and MUTCD sigrr panels,
e Coastal Rail Trail Logo sigrr panel,
o Trail information sign panels,
. Kiosh
r Trail map,
r Stripes of reflegtive tape in Coastal Rail Trail colors, and
o Pavement markings.

7.1 Standard CdTrans and MUTCD Sign Panels

For safety and consistency, the rail trail includes the required and recommended CalTrans signing
and marking standards. In addition, all signs and markings should conform to the standards
developed in the MUTCD.
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Standard signs on the trail should match the design ofvehicular signs, but their size should be

smaller, in scale with the needs of pedestrian urd bicycle trafrc. Table 20 summarizes the
recommended siening and striping program for tle Coastal RBil Trail, Figures 7.1 and 7.2, bike
lane siping and striping illushate tie recommended signing program for Class II portions of the
rail trail at sigralized and unsignalized intersections. Class IU bike routes will use standard
CalTrans signs in conjunction with a Coastal Rail Trail logo sigr (Fipre 7.3).

Recommended pavement markings should be consistent with CalTrans Standard Specifcations
included in the appendix and MUTCD. In general, all signs should be located a minimum 3 to 4
feet from the edge of the paved surface, have a minimum vertical clearance of 8.5 feet (when
located above the trail surface), and be a minimum of 4 feet above the trail surface (when located
on the side of the trail). The desigrrs (though not tlre size) of signs and markings should be the
same as used for motor vehicles.
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Table 22
Rccommended Signing and Mer*ing

Item Location MUTCD Desienation
No Motor Vehicles Entrances to hail R5-3
Use Ped SisnaVYield to ftds At crosswalks; where usrne sidewallis R9-5.6
Bike Lane Ahead: Right Lane
Bikes OnIv

At beginning of bke lanes R3-16
R3-17

STOP. YIELD At trail intersections with roads Rl-1,2
Bicycle Crossing For motorists at trail crossings wll-l
Bike Iane At the far side of dl arterial inrcrsections Dll-l
Flazardous Condition Slipery or rough pavement w8-10
Turns and Curves At turns and cruraes which exceed 20 mph

derign specifications
wl-1,2

wl-4.5.6
Trail htersections At Eail intersections where no STOP or

YIELD rcquircd, or siplrt lines linited
w2-t,w2-2v12-3,

w24.W2-5
STOP Ahead Where STOP sig is dsclred w3-l
Si$al Ah€ad Where signal is obscured w3-3
Bikeway Narro*s Where bikeurav widh nanows or is below 8' w54
Doqmgrade Where sustained bikeway gradient is above 5% w7-5
Pedestrian Crossing Where pedestrian walkrav crosses trail wllA-2
Restricted Vertical Clearance Where vertical clearance is less than 85' wllA,
Railroad Crossing Where trail crosses rail traclc at prade wl0-l
Directional Signs (i.e.
Beaches, Dovmtown, Coaster
Station, etc.)

At intersections where access to major
destinatiotrs is available

Dl-lb(r0
Dl-l@

Right Larc Must Turn Right;
Begin Right Tura Herc, Yield
to Bikes

Where bike lanes end befsre intersection R3-7
R4-4

Coastal Rail Trail logo At all Eail entrances, najor intersections/
access poin8

nla

Trail Regulations All trail entr.mces nla
Multi-prpose Trail : Bikes
Yield to Pedestrians

All trdil entrances nla

Bilas Reduce Speed A CaU
orrt B€fore Passing

Every 2,000 feet nla

Please Stay On Trail ln environmentally-sensitive areas nla
Caution: Storm Damaged
Trail

Storm danag€d locations nla

Trail Closed: No Entry Until
l{a& Accessible & Safe for
Rrblic Use

Where trail or access points closed dre to
hazardous conditions

nla

SpeedLimit Signs Near trail entrances: where speed limits should
be redrced from 20 mph

nls

Trail Curfew l0PM - 5AM Based on local ordinances nla,
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7.2 Coastel Rail Trail Signs

Cwstal Rail Trail Logo

The Coastal Rail Trail will be identified by a consistent, unique logo that helps pide people to
and along the trail. This logo is represented on the cover and in Figrre 7.3. The colors and fonn
of the logo (yellow and dark blue banding) graphically represents the various communities and
environments along the Coastal Rail Trail. The fundamental conoept for the trail's logo and
sigrrage system is the striped pattem ofrailroad ties. In the logo, the stripes disappear around the
bend (see Figure 7.3), indicating the continuity oftle route.

A Coastal Rail Trail logo sign panel and a sign stating the trail regulations strould be located at
each trail head and at the top of all major Coastal Rail Trail sign poles to identify the trail. Where
the trail is reduced to a bike lane along a street, the required signage includes a Coastal Rail Trail
stgn panel and an MUTCD standard bike lane sign (code R8l) mounted on existing poles, where
possible. Additionally, the trail along the street is identified with the use of five stripes (two
stripes of yellow between tiree stripes of dark blue) of reflective tape (see Figue 7.4).

In addition to the placement of the Coastal Rail Trail logo sigrr panels along tle trail, stripes of
re,flestive tape should be ernployed to quickly identi$ the trail as it passes tlrough a range of
environments. Three inch wide tape (3M or approved equal) should be wrapped in parallel stripes
(two yellow between three blue) around existing public elements such as utility poles along the
trail (see Figures 7.4 and 7.5).

Bollards should follow the San Diego Regional Standard Drawing No. M-16 for a 'Removable
Post'. The bollard is a single 48-inch tall by a inch O.D. (outside diameter) steel pipe set in a 5
inch I.D. (inside diameter) steel sleeve in a concrete footing. It should be placed on the centerline
ofthe trail at all entrances to prevent motor vehicles from entering. It should be locked to the
sleeved footing for removal by emergency vehicles. The bollard should be marked with reflective
tape further identifying it as part of the Coastal Rail Trail (see Figure 7.5).

The Coastal Rail Trail logo should be copyrighted for use only by the trail manager. fury
proceeds generated from the use ofthe logo should be directed to the trail man4ger and used for
further enhancement urdlor maintenance of the trail,

Trail Informmion Sigr Panels

A variety of messages need to be communicated to the trail user along the route. Informational
signs to state the trail regulations, directions to associated features, or warnings ofpotential safety
hazards. A Coastal Rail Trail logo sigrr panel and a sigrr stating the trail regulations should be
located at each trailhead (see Figure 7.5). Drectional information is typically site specific, zuch as
indicating the intersection ofanother trail. Signs warning the trail user ofpotential safety hazards
and regulations for the use ofthe trail should be printed in both English and Spanish (see Figure
7.6). Trail information should be printed on a series of long rectangular sigr panels (see Figrre
7.7).
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Kiosh

A kiosk is a large sign panel that informs the user about the trail and/ or the adjacent community,
A kiosk should be located at active trail heads, and at points along the trail which require
additional signs; such as, at busy community intersestions or at trail stations where there is the
opportunity to relay information regarding historic or cultural features.

The design of the kiosk replicates a manual switch stard, eornmon along the railroad tracks. Each
kiosk includes a trail map, regulations, community information and/or interpretive information.
All information should be printed in English and Spanish. All kiosks should be designed to meet
visual and physical access requirements of the Americans with Disabilities Act, including features
zuch as large type and/ or panels in Braille for the vizually impaired (see Figure 7.8). Kiosks may
be designed to include the acknowledgment of sponsorships by local agencies, organizations,
and/or corporations.

TrailMry

The trail map is a simplified graphic illustrating the relative locations of cities, Coaster Transit
Stations, intersecting trails, and ten kilometer markers and./or mile markers along the trail (see
Figure 7.9). The graphic desigrr of the map is based on typical maps of stations along a railroad
line. The trail map should be on rail brochures, publications, as well as on each kiosk with an
indication on the kiosk as to its placement along the trail. Like the Coastal Rail Trail logo, the trail
map should be copyrighted as the propefty of the trail manager.

PavemmtMthngs

Bold stripes on the pavement alert bicyclist's and motorists of intersections (see Figure 7.10).
Stripes and numerals mark the kilometers between Oceanside and San Diego for trail users and
are visible to the train passeng€rs (see Figure 7.1l). Trail users traveling south read the kilometers
from Oceanside, while those traveling north read the kilometers from the Santa Fe Depot.
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Coastal Rail Trail idenlification
colors marked in reflective tape

Existing street light pole

Pavement Striping

BIKE LANE SIGN S.oorIAt RATLTRATTFIGURE 7.4
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8.0 Landscaoins Alons the Trail

8.1 Treil Amenities

In areas where there is adequate right-of-way, the Coastal Rail Trail provides an opporhrnity to
create a parHike corridor.

Additional facilities along the trail may include the following:

o Trailheads;
r Trail stations; and
. Site furnishings (benches, picnic tables, trash containers, drinking faucets, bicycle

racks, solar phones and lighting).

Troilheods

Trailheads are the primary public entrance points to tlte trail. A trailhead may contain regulatory
signs, waste receptacles, drinking fountains, seating, telephones, restrooms, air pumps, bike
lockers and racks, and parking. Since the rail trail traverses past commercial development
additional services such as restaurants, cofee shops, bicycle shops, etc., will be available along
tle trail.

Trail Stations

An urban node or trail station, is a point of interest along the path. They are not required at
specific intervals but may be used to enhance the experience of the trail user. A station is an
opportunity to engage the traveler in one or all of the following themes:

o Health and fitness;
r The associated geology, native plant community, animal habitat, and climate;
o Local cultural feature or event, either historical or current;
r Visual experience;
r The local railroad history and technology;
. Regional trail connection; and./or
r Improvements in progress such as the San Elijo Lagoon BotanicaVNature Walh or the

San Dieguito River Park,
o Biologrcal resources such as the Audubon Center in Oceanside, Torrey Pines Reserve, etc.

Appropriate elernents at an urban node may include but are not limited to:

o wide open areas;
. bicycle racks;
r benches;
. \ryaste receptacles;
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kiosks,
. rnterpretrve ilgnage;
r shade provided by a canopy tree or a structure;
o drinking fountains; and/ or
. air pumps.

An urban node may be a type of improvernent that may be constructed and/or maintained by a
private donor, or organizatio4 such as the Boys and Girls Club, Woman's Club, Bicycle Club,
etc.

All urban nodes should also address train passengers. In subtle ways, such as the view ofa bench
in a quiet spot along the trail, or vegetation that heralds the seasons with color, the trail character
should communicate its presence and landscape expressions with train riders.

Site Fumishings

A collection of site furnishings are recommended to meet the basic needs oftrail users along the
length of the Coastal Rail Trail including:

seatirtg;
. waste receptacles;
o drinking fountains;
e bicycle racks.

The site furnishings recommended are made from durable materials. They are simple forms that
do not detrast from the safety or aesthetics of the rail trail. While the site furnishings should be
durable and vandal resistant, they should reflect the character ofthe community.

All furnishings should be specified for their proven durability in a public, coastal environment.
Graffiti resistant finishes should be applied to applicable surPaces. Items should be located in high
visibility areas to minimize inappropriate activity.

8.2 Landscaping

The landscaping along the rail trail is desigaed to express the natural and culturat elements ofour
local environment. The trail follows a route through the heart of many distinctly diferent regions
ofSan Diego County. Traveling through the urban-industrial and backyard-residential areas ofour
cities and cornmunities, to the native terrain associated with the coastal bluffs and inland canyons
the trail user will experience tle true essence of the San Diego coast.

The environment includes both the land along the trail, within the right-of-way, and the greater
environment as it is viewed from the trail and/or trail stations. The trail landscape should respond
to both local influences and city jurisdictions, while at the same time maintaining overall
continuity. Improvements are recommended for the land adjacent to the trail within the right-of-
way, to contribute to the functional and aesthetic goals of the trail. Funotionally, the landscape
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should not impede the efficient link between destiuations nor constrict tle operation of the rail
service. Aesthetically, the landscape should provide a positive experience for the traveler.
Landscape improvernents include the following:

o Vegetation along the right-of-way reflecting both the local environment and the overall
trail

r Irrigation to establish vegetation (tunporary) or to provide ongoing, zupplemental
water to plants (permanent).

In addition to expected trail users such as walkers,joggers, recreational and commuter bicyclists,
and roller bladers, the trail will be experienced visually by passrng passenger trains. There is an
increasingly large population of transit users who will benefit from the view of users on the patll
but also the improved landscape ofthe corridor. Along much of the rail corridor, the rail trail will
be within view of train passengers. The objective is to engage them in the spirit and astivity of the
trail. The train passenger will be able to read the kilometer/mile markers on the trail pavement,
atjoy the added vegetation in each community, identi$ the trailheads, and will be encouraged to
use the trail route.

Vegetation

A palette of plant species is recommended for the rail trail based on the uses of plants to serve the
trails funstion and aesthetiss; the characteristics ofeach species; and the plant's particular growth
requirements (see Tables 23 and 24Plant Matrix on pages 143-146).

Coastal Southern California is generally characterized as a 'Mediterranean" climate type.
Ternperatures normally average 65-77 degrees year round. Rainfall usually occurs in winter and
spring. Rain amounts are ofte,lr unpredictable from one year to the next, however 10-14 inches on
average are measured annually.

The Coastal Rail Trail generally lies within a single marine influenced zone. \{inter and summer
temperatures are heavily regulated by the ocean, resulting in increased summertime fog and cooler
temperafures year round when compared to inland locations. All vegetafion specified for the
planting along the trail should be suited for these climate conditions. Further attsntion should be
given during the construction design phase to rnatching specific species with the microclimates
found along the trail corridor. For instance, the trail will remain virtually unprotected along
segments in Cardiffwhile the trail along the oak woodlands in Rose Canyon provides an entirely
different environment. Each presents special planting situations that require a solid understanding
of plant growth characteristics.

Certain plants are more zuitable to a given location than others based upon their requirements and
performance. Plants are recommended for their versatility in a variety of environmentat
conditions. This will ultimately increase the zurvival and growth rates. In Etany cases, a single
plant may be zuitable for a range of uses. For example, an accent plant at an entry very near the
ocean could also be zuited for us€ as a physical barrier in another coastal location. Figures 8.1
through 8.6 are tlpicd cross sections of the rail trail illustrating the uses of vegetation. Although
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there are an infinite number of planting situations along the trail, the situations can be summarized
in the seven categories listed below. Many species fall into more than one category.

. Pltysical Bwrier. These species form a barrier to the pedestrian or cyclist when used in mass

or in conjunction with others. The plants are dense, have sharp or stiff branches or other
repelling characteristics. Even the appearance of some species is enough to deter people from
entering restricted areas. However, plants with thorns or sharp protrusions, that could inflict
injury or puncture bicycle tires, should be not be located within the first 5-I0 feet adjacent to
the trail.

. Yisusl Screen. The form and density of some plants can be useful in screening unattractive
a.reas or to direct sight lines for safety purposes.

. Erosion Control. These plants are especially helpfirl in retaining soil on slopes. They
contribute to the development ofadequate soil cover and have strong root systems that help
to hold the slope. Many native species are extremely success.f.ul in dry, shallow soils of
slopes. If planted and established properly, native species will not require extensive inigation"
which can cause additional erosion.

. Accent Plmting. For areas of high visibility or high use, some plants will provide special
character. This comes in the way of seasonal color, striking for4 shade, or other uniqueness.
These species generally require more maintenance than others on the list, but if used in special
locations, will provide a more pleasing landscape to the public.

. California Native. These native plant species are especially suited to the local, coastal
environment of Southern California. They prosper with little care, and only require rainfirll as

a means of irrigation after establishment. Local wildlife depends on these species for food and
cover. Native plants are also important in illustrating the true coastal character. See also the
following section of Design and Implementation.

. Coastql PlsntinC. In areas of close proximity to the ocearq some species have proven to be
more tolerant of the salty and breezy air. These species should be used where directly
exposed to these coastal conditions.

, Inland Planting. ln inland areas of the Coastal Rail Trail, some species are more adaptive to
the temperatures and evaportranspiration rates ofthe canyons that the trail passes through.

. Urbon Nodes. These wide open areas provide a visual focus and identity and are discussed in
the following section of Design and Implementation.

. Community Zone. A Community Zone is a stretch of trail that is readily identified as a
particular community. For example the rela:<ed, beach community of Leucadia" in the City of
Encinitas, is readily identifiable by the older commercial development, eucalyptus and cypress
tree-lined streets, and modest, older residential development.
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De si gn urd I mplementati on

Because the Coastal Rail Trail is a large public recreational facility, the health and character ofthe
vegetation will rely on the natural climate, public invesEnent in plant mat€rial, and supplemental
irrigation.

The character of the trail will ditrer, not only in response to the character of the adjacent
landscape, but also in the level of investment in the size and spacing of plant materials, inigatio4
and maintenance. The Landscape Zones are illustrated in Figure E.7. The intent is to prioritize
planting investment where it can inspire future funding. Planting priorities include highly visible
urban areas in need of shade trees, lengths of the trail along an active community, and where slope
erosion is a problem.

Plant Conlainer Size md Spacing

Consideration should be given to the specified plant size at time of installation to establish the
initial character, and the long-term investment in the planting based on construction funds
available. In high visibility areas, such as trail intersections, entries, trail stations or urban nodes,
larger container sizes should be used to deliver a more established appearance. Smaller container
sizes can be considered in the transitional sestions if funding does not allow for larger material.
With proper establishment, they will grow quickly to blend into their surroundings. Spacing
should be specified based on the plants'growth character.

Plant Maintenatce

Plant species as listed in the Plant Matrix are identified according to their use, character, and
needs. Most plants listed require little care and low amounts of water. In this way, the collestive
maintenance should be relatively minimal. However, a regular maintenance schedule should be
developed to ensure long term landscaping succ,ess.

Typically, the first five to seven years is a critical period when regular maintenance by a skilled,
professional team is needed most. Planting areas should be kept free of weeds and debris.
Vegetation should be reviewed to minimize fire hazard. Irrigation systems should be serviced and
adjusted for efficient use of water. Over time, maintenance such as pruning, fertilization, weed
control, and irrigation should be gradually adjusted according to plant needs.

Inigation

The irrigation of vegetation at special sections along the trail may be appropriate. Opportunities
for the investment of irrigation include:

r Trail heads and urban nodes located in prominent civic settings;
r Where the trail parallels a city street that has an irrigated landscape theme.
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An automatic irrigation systern can include overhead spray heads, bubblers or a drip irrigation
system. Spray and bubblers are typically used in densely landscaped areas because they distribute
large quantities of water. Drip inigation is success.ful in delivering controlled quurtities of water
to individual plant roots making it difficult for weeds to establish and reducing the potential for
soil erosion.

For the purposes ofplanting appropriate vegetation thaf will have the best chance to ttrive in the
land along the 44-mile trail can be generally defined within one of the following three categories:

t UrbotNodes:
o Community Intdscape Zone; or
o Colifornia Native landscqe.

o Urban Nodes are points along the trail that are within a more densely populated or developed
commercial area. This includes areas that are active with a variety of pedestrians, motoristg
transit riders and biryclists, such as the train stations. These may be high priority areas for
investing in a permanent irrigation system" with larger specimen trees, shrubs and ground
cover planted densely to establish tle presence of the Coastal Rail Trail within the heart of
each communid.

The urban environmqrt takes on the challenge of organization. Our built environments
contain regular patterns reacting with elements ofsurprise. The urban trail landscape should
capitalize on these notions, evoking visual interest and intrigue. Vegetation should be
composed of masses of a species type in geometric patterns. Trees and accent planting should
present the regrrlarity of repetition. Appropriate plant species may include those that require
additional maintenance and water, or be exotic in origin.

c CommuniA tan*crye Zone. The longest portions of the trail pass through areas that are
partially developed or are ganerally industrial. In these seftings the individual identity ofthe
community should be reflested in the vegetation. The trail then acts as a link to these
dependent, y* individual bodies. Cities and communities bring local influence to their
respective trail sestions. The trail is often too far from a water sourc€ to provide affcrdable
inigation. Certain sites may be selected to be furnished with an automatic irrigation system.
Local civic grcups or business sponsors may finance this type of system. An alternative
irrigation method, which should be considered, for plant establishment includes using a water
truck along the trail on a regular basis. The plant palette for these areas includes hardy natives
and drought tolerant exotic species that will ultimately require minimd or no supplernental
inigation.

Trees must be carefirlly located to not negatively impact views established on adjacent private
property nor to impaol rail service. Trees should serve to shade points along the trail, mark its
path across a landscape and contribute to the character ofthe community that the trail passes
thrcugh. Fragments of native plant groups exist, but now compete with exotic-invasive
species. Generally, clearing out non-natives and replanting native vegetation should restore
these native remnants.
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The project's overall success depends on the input by local communities. Support should be
sought from the citizens and businesses to contribute for landscape improvements zuch as

additional planting, inigatio4 kiosks, trail stations, or site furnishings. Adop-a-Tree
programs have been success.f.ul in many communities, which can reduce costs associated with
landscaping improvements and maintenance. These additional improvements to the trail
landscape will enhance the community as a whole.

o California Native I'andscrye Zone. The trail runs through expanses of native habitat
including coastal bluffs, riparian, and inland coastal sage scrub. These areas are descriptive of
the local cultural geography, geology, and plant and animal habitats. Wildlife depends on
these open spaces as valuable habitat. The trail will introduce the historic vegetation patterns
and indigenous species to the trail user.

Strictly native vegetation species should be established in these areas. In respect of their
natural growing cycles, these species are typically seeded in the late fall at the onset ofthe
rainy season. Planting within native habitat areas may require other species, in addition to the
natives identffied in the Plant Matrix, to comply with site specific restoration goals. Generally,
planting should only be added to disturbed areas, or to replace exotic-invasive species. Public
groups, including garden and wildlife clubs, may provide valuable planting and long-term care
assistance.

With native planting particularly hydro-seeded areas, it is critical to observe seasonal planting
windows to match available rainfall with the specific requirements of the seed. Temporary
irrigation in these areas may also be valuable to assist in plant establishment. Drip inigation
may prove to be the most e.fficient temporary irrigation for container plants.

Each of the cooperating jurisdictions' current landscape and irrigation guidelines and standards
and the California Department of Forestry Standards should be used as a reference in determining
product type, instalation method and plant care.
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60" high barrierwithin the ROW
separation. Vegetation on the
fence will butler the visual
impact of passing trains.
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Native vegetation planted in the
canyons provides a banier and
assists in controlling soil
erosion on lhe slopes.
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Low mainlenance, drought
tolerant vegetation is planted to
screen barrier fencing.

48' - 60' high banier adjacent
to the railroad tracks.
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Surface streel with sidewalk
and possible class ll bike lane
or class lll bike route

Street-side vegetation butlers
the trail from the adjacent traffic
while enhancing the overall
street character.

48" high barrier within the
ROW seoaration.

Vegetation provides a visual
screen along the banier, reduces
Dedestrian traftic across the
separation, and enhances lhe
trail's aesthetics. Vegetation
species should be drought
tolerant with low maintenance
requirements.
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FIGURE 8.7 LANDSCAPE ZONES E .^'TALRATTIRAI

Low lntensity Transition

Levels of Intensity required
tor planting, irrigation, &
maintenance within each

High lntensity vegetation zone.
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The urban zone should include
a permenant irrigation system;
shade trees with seasonal color:
shrubs and groundcover.

Urban Node
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The community zone may
include a temporary irrigation
system in high intensity areas
and the use of a water truck in
low intensity areas to establish
shrubs and groundcover.

Community Zone

Low Intensity Transition High Intensity

,Jt z^

?w'z The natural vegetation zone
may utilize a temporary
irrigation system in the high
intensity areas and use a water
truck in low intensity areas to
establish native shrubs species.
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9.0 Liabilitv of Rails with Trails

The issue of liability has been an extremely important topic during tlre development of
this report. In an effcrt to address all of the iszues related to liability, the national
organization, the Rails to Trails Conservancy was requested to provide a report
addressing liability based on their expertise and experience related to rails with trails. A
report was prepared by the attomey for the Rails to Trails Conservancy and preseated at a
public workshop on October 25, 1996. Over 75 individuals representing 24 public
agencies and several local interest groups were in attendance. The report, since revised to
address comments received at that public workshop, is presented in this chapter.
Responses to specific questions are included in Appendix D.

9.1 Preface

Liability issues have become increasingly important to local agencies that develop and
maintain public facilities such as schools, parks, trails, and roads. The increased
incidence of lawzuits coming from injuries or death sustained on public property has
caused concern among many local agencies; most of which are self-insured. Of
partierlar ooncern have been the large dollar amounts that have been sought from public
agencies for both actual medical costs and punitive damages. It is apparent by the
number of success.f.ul lawsuits against government agencies that traditional
governmental immunity is being diluted. The adoption of comparative negligence
(assigning proportional responsibility) and general trend towards victim compensation by
the party most able to pay for those costs, regardless of fault, is of concern to most
government agencies today.

The purpose ofthis chapter is to assist the six local jurisdictions who are responsible for
managing and dweloping the Coastal Rail Trail by identiffing (a) what the typical
liabilities are of any public facility, (b) how other bikeway and greenways, around the
country, have dealt with liability, and (c) Califomia law and how it relates to liability
exposure for tlte trail manager, railroad, and adjacent property owners. The intent ofthe
document is to assess the liability exposure of the agencies, and what steps have proven
effective elsewhere to minimize that exposure.

Existing Rail trails

According to the Rails-to-Trails Conservancy (RTC), as of 1997, there were at least 37
astive "rails-with-trails" in the United States. These facilities represent an important
resource in waluating the operations, design, and overall success of trails along active
railroads, and serve as a baseline with which to measure the Coastal Rail Trail. A
summary of conditions on the 37 trails surveyed by the RTC is presented below:

r Avsrage length is 8.1 miles.
. A majority (75%) is in urban or suburban terrain.
r A railroad right-of-way no more than 100 feet wide (73%).
o Atrail width between 8 and l0 feet (68%).
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o Minimum distance from trail to tacks 12 M.or less (17%).
. Minimum distance from trail to tracks 20 feet or less (38%).
e Barrier between tracks and trail (70%\
o Vegetation is the most popular barrier type (32W
o Trails cross active tracks (49zo).
r Adjacent railroad is a Class I (mainline) facility (65%).
r Railroad did not oppose new trail (91%'L
o At least 12 trains per day (28%).
r Trail is self-insured against liability (6s%).
o Trail agency does not indemni& railroad against liability (84%).
r Number oftrails with accidents as direct result of adjacent railroad (3%).
o Trails where claims have been filed against railroad (0%).
o Railroad maintenance does not infringe on trail conidor (78'4.
r Trails which are fully or partially on easements (53%).

A review of this summary information reveals, among many things, that liability and
safety are not major concerns on the 37 rails-with-trails surveyed by RTC. Only one
fatality related to the trail being adjacent to a railroad was reported in the zurvey, which
as stated previously, involved a bicyclist ignoring bells, flashing lights and riding around
lowered crossing gates at a grade crossing next to the trail. Given that the 37 trails had
about 9.2 million annual userg the resultant accident rate is less than significant. The
proposed desiga ofthe Coastal Rail Trail falls within the broad range of existing rail trail
designs currently in use today.

Of the 37 rails-with-trails zurveyed by the RTC, four are in Califomia @illmore Trail,
Rose Canyoq Irvine/Santa Fg and Garden Grove Boulevard). Of these, the kvine,/Santa
Fe Rail trail is the most similar to the proposed Rail trail, being located on the same
mainline and experiencing approximately the same number of trains. The kvine/Santa Fe
Rail trail runs from Sand Canyon Avenue to Peter's Canyon Trail (a total of 3.34 miles),
and provides direc{ access to the regional trail system and major destinations such as the
El Toro U.S. Marine Corps Air Statioq Tustin U.S. Marine Corps Air Station, and the
Irvine Metrolink Station.

The lrvine/Santa Fe Rail trail is a l0-foot wide multi-use trail, located approximately a
minimum of 25 feet from the mainline tracks and is bordered by a 6' high fence located
between the tail and tracks, for most of the trail, and has at-grade crossings at major
roads.

As of Septembvr 1996, at least four additional rails-with-trails were being planned in
California including several comparable facilities. For example, a Z7-mrle rail trail is
being planned alongside the CalTrain commuter rail corridor in San Mateo County,
which experiences in excess of50 trains per day. The planned rail trail witl be located as
close as 12 fwt from the active railroad tracks. There is an attempt to coordinate planning
and design ofthese facilities to a consistent set of standards that meet the approval of
CalTrans, the Public Utilities Commissiorg and other relevant agencies. The City of San
Clemente has completed preliminary design and environmental assessment for a rail trail
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bordering the beach.

The Coastal Rail Trail will be designed to handle multiple non-motorized users, including
pedestrianq inJine skaters, and bicyclists. Trail design (widtb shoulders drainage,
gradients, horizontal and vertical alignment, etc.) will be in accordance with CalTrans
guidance for bicycle facilities, and will be zupplemented by design features from rail
trails around the country, as appropriate (See Chapter 6). The trail will include all of the
recommended federal and state signing and marking standards, and appropriate crossing
treafinents (sigr4 barrier, signal, or grade-separation) depending on the average daily
trafEc at the intersestion (See Chapter 7).

Liability of the Six Cities as Trail Managers

Since the trail managers will be governmental entities either individually or jointly under
an agreement zuch as a Joint Powers Agreement, their liability will depend on the extent
to which their liability is shielded or limited by the Govemmental Tort Claims Act, Cd.
Gor4. Code $ 810 to 996.6, which establishes both governmental liability and immunity
for tortuous acts. In generaf this Act provides that a public entity may be liable for
injuries caused by a dangerous condition of its property (Gov. Code $ E35).2E

However, there are erceptions, which provide for absolute'liability in cases where the
injury is caused by the condition of any trail or the natural condition of unimproved
public property (Cal. Govt. Code, $ 831.4). California law also provides that public
entities will not be liable "to any penion who participates in a hazardous recreational
activity, including any person who assists the participant, for any damage or injury to
property or persons arising out of that hazardous recredional activity." Cal. Gov. Code,
$ E31.7(a).

The following scenarios are likely to expos€ the cities to potential liability unless some
sort of statutory immunity applies:

e injuries caused by defects or conditions on the trail;
o injuries caused by conditions on adjacent property, includingthe active

railroad;
. Injuries resulting from conflicts among users or d traiystreet crossirtgs.

9.2 Immunities Available Based on Recreational Use

Imrunityfor DefeAs on Trail

To the extent the rail trail is used bv recreationists. the California Tort Claims Act

d For the purpooes of ftese $atrlcs, a'lublic eotity'' includes tbe state, the Regents of the Ulirrersity of California, a
mtmty, eity, district, public adhority, public agency, and any other potitical subdivision or public corporation in the
state. Cal. Gov. Code $ 811.2 (Deering l9E6). '?ublic prcp€dlr is correryondingly rtefined to inolude any rcal or
peNon l pop€rty onmed or cmtrolled by a pblic artity, bti does not irclu& easerncrtq ecrcroachents md other
tpes ofproperty tot that are located in public property but r€ trot ovded or coDtolled by the public entity ia question.
Cal. Bovt. Code g 8308 (Deailg 1986).
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provides that "a public entity . . . is not liable for an injury caused by a condition of (a)

any unpaved trail which provides access to specified recreational pu{poses, including
"fishing hunting oamping, riding water sports, and recreational or scenic areas ifsuch
road is not considered a street or highway under the supervision ofa governmental
entity," (b) "any trail used for the above purposes," or (c) "any paved trail, walkway, path
or sidewalk on an easement of way which has been granted to a public entity, which
eas€ment provides access to any unimproved property." Id. $ 831.4."

Because the rail trail will be paved, subdivision (b) of Swtion 831.4 is the applicable
provision providing for governmental immunity in the case of trail users who are injured
by a condition on the trail, This immunity is absolute, and does not contain the limitation
applicable to easements in subdivision (c), under which the government will be held
liable if it fails to post adequate warnings of dangerous conditions. However, this
immunity will probably not be available in the event injuries are caused by failure to
manage oonflist between users, since this would not be considered a "condition of the
trail. u

The courts have held that the immunity granted under subdivision (b) relating to paved
trails applies to trails being used for the recreation purpos€s enumerated in the previous
section, regardless ofwhether they provide access to anything or not. See Giannuzzi v.
California, 2l Cal.Rptr.2d 335 (Cal. App I Dist. 1993); Armenio v. County of San

Mateo, 33 Cal.Rptr.2d 631, 634 (Cal.App. I Dist. 1994). In additio4 the courts have
held that the term nany trail" used within the statute makes the nature of tle trail's surface
irrelevant to the question of whether immunity is applicable to the public entity that owns
the trail. Armenio v. County of San Mateo, 33 Cal.Rptr.?d at 634

One issue that is not resolved on the face of the stahrte or by case law is whether the
statutory immunity will be available to persons who are not using the tail for recreation
purposes, suoh as commuters. While the answer is not entirely clear, the thrust of the
statute is to accord immunity based on the purpose of the trail itself rather than the
purpose of any one particular person in using the trail. For example, tle statute includes
riding among the recreational uses, but does not expressly state that such riding must be
recreational in nature. Thus, the htention would be to protect trails that are used
primarily for recreational purposes, as distinct from trails that rnigtrt primarily be used for
a utilitarian pu{pose, zuch as an unpaved service or utility access road, or a street or
highway.

To date, California courts have not asserted tle proposition that a trail subject to $ 831.4
would completely lose immunity if it were demonstrated that non-recreational users also
utilized the trail. To the contrary, in Delta Farms Reclamation District No. 2028 v.
Superior Court of San Joaquin County, 33 Cal.3d 699, 709 (Cal. 1983) the Court
distingrished $ 831.4 from California's Recreational Use Statute ($ E46), notiug tlat:

a In additio4 tle legislatrre reoeotly aoaded the Civil Code to povi& tbat a public eutity that pernits tbe prblic to
use its fopqty 'for puposee of reueational tail use" is entitled to r€cover lbe attorneys fees (up to 95,000) if the
public entity prevails or the suit is distrlissed wilhortr any payment ftm the public entity. CaL Govt. cod€ $ 846.10).
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'(T)he fact that the injured party was using the trail for a recreational purpose is
immaterial and that where liability attaches in favor of a non-recreational user it will also
attach in favor ofthe hurfer, hiker, swimmer, camper, and so on."

In prohibiting the application of the Recreational Use Stahrte to public entities, the Court
suggested that under $ 831.4, if a trail is used primarily for the outlined recreational
purposes (i.e., riding), the immunity applieg regardless of whether individual users (zuch
as commuters) utilize the trail for different purposes. Id. at 709. The issue is how the
trail is intended to be used. The purpose for which a trail is used is ordinarily viewed as a
factual iszue, but it becomes a question of law if only one conclusion is possible. See
Giannuzzi v. State of California" 17 Cal.App.4th 462, 467 (App + Dist. 1993), granted
immunity to the state for injuries sustained by a motorcyclist in a state park because he
was driving recreationally. Thus, the trail manager will be immune from liability from
any trail users who are injured by some condition of the trail, only if the primary purpose
of the Coastal Rail Trail is for recreation.3o

Immuni ty for H azq dou s Activi ti e s

As noted above, California law provides that public entities shall not be liable "to any
person who participates in a hazardous recreational activity, including any person who
assists the participant, for any damage or injury to property or persons arising out ofthat
hazardous recreational activity." cal. Gov. code, $ 831.7(a). "Hazardous activity" is
specifically defined to include, among other things, animal riding bicycle racing or
jumping rock climbing, tree rope swinging, and qross-country skiing. Id. $ 831.7&Xl)
It also includes any "recteational activity conducted on property ofa public entity which
creates a substantial (as distinguished from a minor, trivial, or insignificant) risk of injury
to a participant or a spectdor." Id. g 831.7(b).

However, the trail manager may still be liable in the case where (l) the public entity
failed "to guard or warn of a known dangerous condition or of another hazardous
recreational activity known to the trail manager that is not reasonably assumed by the
participant as inherently a part of the hazardous recrestional activity out of which the
damage or injury arose,n (2) the injury was proximately caused by the "negligent failure
of the trail manager to properly construst or maintain in good repair any structure,
recreational equipment or machinery, or substantial work of improvement utilizod in the
hazardous recredional activity out of which the damage or injury arose," (3) where it
"recklessly or with gross negligenee promoted the participation in or observance of a
hazardous recreational activity," or (4) otherwise engaged in "an act ofgross negligence.n
Id. $ 831.7(o).
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3o Abtolut" liabifity is also acrorded to public entities in the case of injr.tries "caused by a natual ccrnditim of any

$$proyea public property, itrcMing but not limited to atry nEtual condition of any lake, stearn, bay, river, or
bea9h." Cal. Gor4. Code. $ E31.2. Since the coastal Rail Trail is not likely to be conciderea'frninpovert propcty,- tis*49 i" ulikely to provide any iignncant immunities to tle tail managers fc iajuries occri.dng as aiesiit of a
coditiot on or adjacent to 6" quil itself While the Section may p'rovide some proticticns in the event persons urho
sued the tail to gain access to the beach or injured while at tle beach, that question is beyond the sco,pc of this
memOrandrtm
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It should be noted tlat roller blading is one of the expected activities that is likely to
occur on the trail. The stahrte does not specifically define nroller blading" as a
"hazardous activity." Therefore, immunity would be available in that context only if
roller blading could be considered a recreational activity "which creates a substantial (as

distingrrished from a minor, trivial, or insignificant) risk of injury to a participant or a

spectator." Id. $ 831.70). Otherwisg the general liability provisions, discussed above,
will govern.

9.3 Liability for the Trail as e Highway

As noted above, absolute immunity for defects in the condition of tle trail will only be
available ifthe trail is used primarily for recreational purpose, and it "is not considered a
street or highway under the supervision of a governmental entrty.n Cal. Gov. Code, $
831.4(b). The fact that the trail is being designed as a Class I bikeway, and is being
funded with federal transportation dollars creates a possibility that the trail will be treded
as a street or highway for liability purposes.

If the trail is considered as a highway for liability purposes, the public entity will be
liable for the trail as it would for any public property. A public entity is liable for injuries
resulting from the dangerous or defective condition of public owned property if the
legislative body, board or person authorized to remedy the condition: (a) had knowledge
or notice of the defectiro" e1 dnngerous condition and (b) for a reasonable time after
acquiring knowledge or receiving notice, failed to remedy the condition or to take action
reasonably necessary to protest the public against the condition (Cal. Govt. Code $ E35).
Although classification of the trail as a highway opens the public entity up to greater
liability, the statute provides for certain limitations to that liability under specified
circumstances, outlined below.

Grading or Repair of Urcficial Rmds

'Neither a public entity nor a public employee is liable for any injury occurring on
account of the grading or the performance of other maintenance or repair on or
reconstruction or replacement ofany road which has not been offrcially been accepted as

a part of the road system under the jurisdiction of the public entrty." (Cal. Govt. Code $
831.3). Although this provision does provide some immunity from liability, it only
addresses specific conditions ofthe road and does not preclude liability resulting from
natural conditions.

Designlmmunity

In addition to the various possible immunities described above, the government agency
responsible for the trail may be able to assert design immunity under Cal. Govt. Code $
830.6. This statute provides that neither a public entity nor a public employee is liable for
an injury caused by the plan or design of construction of or improvement to public
property. However, this immunity only applies to liability arising under tlre same chapter
(Sec'tions 830 to 840.6), thus leaving the public entity subject to liability under other
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enactments, (see t aw Revision Commission Comments). In additio4 the public entity
may still be liable for negligence independent of design.

The public agency must demonstrate three criteria in order to assert this immunity:
approval, reasonableness, and causal relationship. Davis v. Cordova Recreation and Park
Dist. 101 Cd.Rptr. 35E,362 (App 3 Dist. 1972) this case granted immunity for design of
lagoon that resulted in a drowning death.

First, the public entity must establish that the plan or design alleged to have caused the
injury was, in fact, approved in advance by the legislative body ofthe public entity, or by
another body or employee with discretionary authority to provide such approval (Ca[.
Govt. Code $ 830.6). In the alternative, tlte agency can attenpt to show that the plan or
design was prepared in conformity with previously approved standards (Id. g E30.6). The
courts have shown substantial deference to local governments in establishing legitimate
approval. Bane v. State, 256 Cal.Rptr. a68 (App. 5 Dist. 1989), held that a traffic
engineer's testimony that he approved the plan was suffrcient, despite his failure to sign
the plan in accordance with other regulations.

Second, the agency rnust convince the court that there is substantial evidence enabling a
reasonable legislative body, other body, or employee to approve the design or the
relevant standards (Id. $ E30.6). This showing will require the agency to prove that the
presentation of the design was somewhat substantial and that it gave sufficient
consideration to the daails of the plan. See Mozzetti v. Crty of Brisbane 136 Cal. Rptr.
751, 753 (App. I Disl 1977), which held that city council's approval of a one page
drawing of a road design without requisite details, and failure to account for changes
during oonstructiorq precluded application of design immunity. Evidence that the design
may in fast be defective will not eliminate immunity if the approval was still reasonable.
See Compton v. Crty of Santee, 15 Cal.Rptr.2d 660, 662 (App 4 Dist. 1993), which held
than bridge design exceeding state and county standards in effect at the time was
reasonable basis for approval despite claim of sight restiction that later causd injury.
Use of recognized design standards like the ones mentioned below will help to support
the inference of reasonableness.

Finally, the court will require the agency to show a causal relationship betwe€n the
designorplanandtheinjurysustained. See Levinv. State, l94Cal. Rpr.223,226(App.
I Dist. 19E3), which held that a state's modification of a highway involving a ditch and
no median divider had a causal relationship with fatal automobile accident.

In cases where tle public property is no longer in conformity with the approved design or
plan" the immunity continues for a reasonable period of time suffrcient to allow the entity
to obtain funds and caxry out remedial work necessary to retum the property to
conformity, @ane v. State, 256 Cal. Rptr. d.475). Notice of the non-conformity does not
immediately eliminate this extension of immunity.

If the public entity is unable to repair the property because of practical impossibility or
lack of funds, the immunity will remain so long as the entity makes reasonable attempts
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to provide adequate wamings of the conditioq (Cal. Govt. Code S 830.6). However,
where a person fails to respond to such a warning, the use ofthe property does not in
itself constitute an assumption of tlle risk of the particular danger, (Id. $ 830.6).

Effect of Trafic Control Signals

The failure to provide regulatory traffic control signals, stop signs, yield right-otway
signs, speed restrictions signs, or distinctive roadway markings does not itself, create a
dangerous condition for purposes of Cal. Govt. Code $ 835 and CaL Go\4. Code $ E30.4

@eering 1986). Howwer, if a public entity elects to install traffic signals and thereby
invites reliance on zuch signals, the public entity can be held liable if it thereby creates a
dangerous or defective condition, (Bakity v. County of Riverside, 12 Cal.3d 24,90 Ca,l.

Rptr. 541 (4thDisr. 1970)).

Mor@ver, nothing exonerates a public entity from liability for an injury that was
proximately caused by the failure to install a non-regulatory traffrc control signal, sign or
marking if zuch a waming device was necessary to warn of a dangerous condition that
endangered the safe movement of traffic and would not have been reasonably apparent to
or anticipated by a person exercising due care, (Cal. Govt. Code $ 830.8). Warning signs,
while they do not provide for absolute immunity, induce a greater standard of care on
behalf of the users of the property who have been wamed of dangerous conditions.
Proper trail markings and signage, including posting and enforcement oftrail regulations,
will be particularly important, given the diverse users of the trail (e.g., bicyclists, roller
bladers, walkers, joggers, etc.), and the potential for injury resulting from user conflict.
(See RTC, Trails for the 2lst Century pp. l5E-99.)

9.4 Liability For Dangerous Conditions on Adjacent Property

If a trail user is injured by a dangerous condition on adjacent prop€rty (zuch as the
railroad), tiability will be governed by the general provisions of the California Tort
Claims Act providing that a public entity may be liable for injuries caused by a dangerous
condition ofits property ifthe dangerous condition "created a reasonable foreseeable risk
of the kind of injury which was incurred." (Cal. Gorrt. Code, $ 835). This standard will
govern regardless of whether the Coastal Rail Trail is entitled to absolute immunity as a
recreational trail since that immunity extends only to the condition of the trail itself. A
dangerous condition means a condition of property that creates a zubstantial, rather than a
minor, trivial, or insignificant, risk of injury when the property or adjacent property is
used with due care in a manner that is reasonably foreseeable, (Cal. Govt. Code $ 830(a)
(Deering 1986).

Whether the Railroad is a "Durgeruts Condition"

One obvious iszue will be whsther locating a trail next to an active railroad is a
"dangerous condition" that sreates a foreseeable risk ofinjury to trail users. In general, a
public entity's liability for dangerous conditions on adjacent property depends on "the
proximity and juxtaposition of the dangerous condition on adjacent property." Goss v.
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State of California" 82 Cal App.3d 426, 430, 147 Cal. Rptr. I lQ I 12 (1978), determined
that the Stde was not liable when a truck driver fell in a hole located 53 feet off state
right-of-way. For example, the California Courts have held that the government was
liable for injuries sustained by a pedestrian from a protruding water pipe located on
private property 12 inches from the city's property, (see Jordan v. Ctty oflong Beac[ l7
cal. App.3d 878,95 Cal. Rptr.246(1971)).

Whether the railroad is a "dangerous conditionu that should be warned against depends
upon the specific facts and the nature of the area in question. In Durham v. Clty of Los
Angeles, 91 Cal. App.3d 567,154 Cal.Rptr. 243 (1979), the court held that the City of
Los Angeles was not liable when a child was injured by a train merely becuse the City
maintained a crosswalk and street adjacent to the railroad trach with no waming or
fences between the cross walk and the adjacent railroad. The Court specifically stated:

[Wle find no duty on the political entity to erect some sort of barricade in order to
maintain its strest in a reasonably safe condition. Neither must the City provide
supervision at that locatiorq (91 Cal. App.3d at 576,154 Cal.Rptr. at 248).

The Court also specifically held that the City could not be liable for failing to provide
trafrc control signals warning ofthe railroad stating:

As for 'appellants' contention that the City did not even post a sign to deter
pedestrians from passing across the sidewalk into the graveled portion while
waiting for a faia to pass, the lack of regulatory traffic control signals does not
produce a dangerous condition (Gov. Code g E30.4, 9l Cal. App. at 576,154 Cal.
Rptr. at 248).

Accordingly, there is no real duty to erect barriers or signs to warn trail users of the
potential danger of leaving the trail and straying onto the adjacent railroad tracks. This
conclusion is based on the court ruling described above.

The Liabilily of the Citiesfor Injuryfrom other Trqil Users or At-Grofu Crossings

The Cities may be exposed to liability in the event that trail users are injured by other
trail users or by vehicles at grude crossings unless adequate wamings or protections are
utilized. Injuries resulting from the failure to manage user conflict or protect usen at
grade crossings would not result from a "condition of the trail" and therefore, may not be
protected under the immunity conferred by Cal. Govt. Code $ 841.4.

In sases where the trail qrosses the railroad tracks, the railroad could be considered a
"dangerous conditioq" and tle Cities should provide appropriate wamings and barriers to
wam trail users of the haard. In Holmes v. City of Oakland, the court found that the
City could be held liable when a six-year old child was playing on unguarded railroad
tracks crossing a city strqet, near a school area, and subsequently run over by a passing
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trai4 (67 Cal. Rptr. 197,203 (App I Dist 1968)) 3r

The Court therefore held that the City had a duty to take reasonable precautions to protect
children because it was foreseeable that children would be attracted to trains and railroad
cars and be injured in precisely the manner that the plaintiffwas injured.

Likewise, a street containing vehicular traffic could, under some circumstanceg
constitute a dangerous conditioq such as where tle intersection is obstructed or the street
is not visible due to poor site distance. The Project Study Report indicates that
appropriate crossing featment (sigrg barrier, signal, and/or grade-separation) will be
installed depending on the average daily traffrc at the intersection. This is consistent with
the best practices ofother trail managers.

It is unlikely, however, that the Cities will be held liable for injuries resulting from user
conflicts (i.e., roller bladers versus bicyclists verzus joggers). Any resulting injuries
would not be the result of a dangerous condition created by the Cities, even if the Cities
could have minimized the risk of such injury by adopting or enforcing regulations to
rnanage multiple uses. See State v. Superior Court, 39 Cal. Rptr.2d l, 32 Cal.App.4th
325 (1995) which held that the State was not liable when an equestrian was tluown from
a horse when "spooked" by mountain bicyclist since the state was not liable fof a
dangerous condition based on acts of third parties; Pekarek v. City of San Diego, 80 Cal.
App fth 909,36 Cal. Rptr. n(App.4, Dist. 1994) held that the City was not liable when
a child was injured by a car after making a purchase from an ice-cream truck wen though
the City oould have asted to reduce the risk by regulating ice-cream trucks; City's
obligation extended on to the streeq not to the pedestrians or vehicles using the stre€t.)

9.5 Liebility of Railroad Operators/Track Owners

Since the trail managers will be absolutely immune from liability for injuries sustained by
recreation users, where injury is caused by the condition ofthe trail, it is likely that any
recreation users will opt to sue San Diego Northern Railway, the North County Transit
District, or the Metropolitan Transit Development Board, for any injuries that may result
from train operations. Indemnification of the railroad owner by the rail trail operator is a
method currently being used by other rail trails across the nation in order for the rail
owners to permit public access within the right-of-way and to limit their potential
exposure to financial risk.

The liability of the railroad op€rators depends on the nature of the injury. Historically,
however, railroads have had limited liability. Railroad tracks have been a ubiquitous part
of almost every American community since the 1880's, whether it be a rusty branch line
or high speed commuter rail line. In most cases, railroad corridors axe not fenced by the
railroad op€rator, and are accessible by adjacent property owners and at formal grade
crossings. While crossing or walking along tracks is trespassing, enforcement has

" Io Eql&e$ thc raikoad right-of-way vras not oumed by the City but was an easelnat grailed to the railway
company. Although the court found that the City retained sufEcient cotrtsol ovs the easemot to ma&e it liablc, it
anphasized tbe liabilt'ty would still €rdst in that the raihoad made the City ouaned adjacat trA€rty subject to a
daagenous conditim rur&r the Erms of tbe law.
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traditionally been lax, in part because of the difficulty in supervising thousands of miles
oftrackage.

However, the failure to fence or police a railroad has never been relied on to find liability.
As one court stated:

Many miles of railroad track run on or along streets and roads in California. To
fence rights-of-way on public streets would be impractical if not an unlawful
obstruction of public thorougtfares.

Joslin v. Southern Pacific Co., lE9 Cat. App.2d 382, 388, ll Ca. Rpt. 267,270 (1961)
held that the railroad was not liable when a child was injured while attempting to board a
moving train.

Nor will the "attractive nuisanc€" doctrine likely be applied to hold railroads liable for
failing to ereqt fences or take other precautions to protect trail users from injury from
moving trains. The "attractive nuisanc€" doctrine provides for liability of a landowner
where a child trespasser is injured by a condition that the owner knows or should know
would harm children, who rnay not realize the risk involved. As the Cor:rt explained in
Joslin, (l I cal. Rptr. at 26E-69), "To hold that railways must install child-proof fences or
to police the right-of-way in order to prevent chil&en from being attrasted to moving
trains would place an unreasonable if not an intolerable burden upon the possessor
maintaining the condition." (Id. d 270); ree also Gutirrez v. Southern Pacific Co.,174
Cal. App.2d 866,345 P.2d 326 (Cal. App, 1959) which held that the railroad was not
liable under "attragtive nuisance" theory when a boy was run ov€r while playing on the
railroad right-of-way. 32

Therefore, the train operator will not be liable if the injury occurred under these
circumstances. Thus, the question is what the railroad's liability would be if a trail user is
injured in some other way by a dangerous condition on the railroad tracks. Because both
of the entities that are responsible for managing the railroad are governm€ntal entities,
their liability for other defects on the railroad prop€rty will be identical to the liability of
the cities for dangerous conditions on adjacent property, (i.e., the government may be
liable ifthe plaintiff is injured by a "dangerous condition" which "created a reasonable
foreseeable risk ofthe kind of injury which was incurred." Cal. Govt. Code, $ 835).

9.6 Liability of Adjacent Private Landownens for rnjury sustained by Trail uscr

California's Recreational Use Statute (RUS) provides that:

An owner of any estate or any otler interest in real property, whether possessory
or non-possessory, owes no duty ofcare to keep the premises safe for entry or use
by others for any recreationat purposes or to give any warning ofhazardous

32 It should be noted tbat raitroads are statutorily orempt frcm liability whae a pa.sm is injured while geEing on, or
aq:n4ng 

-to Sg m a moving locnmotive or raihoad car, without arnhority from the owner or the operao of the
raihoad' Cal. Civ' Code. $1714.7. It is unclear whether this $afttory irnmunity applies to publicly owned railroads.
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conditions, uses o{ structures, or activities on such premises to persons entering
for such pu{pose, except as provided in this sectioq (Cal. Civ. Code, $ 846).

The RUS does not provide immunity in cases where (l) a fee or other consideratiotL is
charged for entry, (2) the person injured has been "expressly invited" (as distinct from
merely permitted) on the premises, or (3) where there is a "willful or malicious failure to
guard or wam against a dangerous conditions, use, structure or activity". The exception
for persons who were "expressly invited" includes "only those persons who were
personally selected by the landowner" @hillips v. United States, 590 F.zd 297,299 (fth
Cir. 1979). Thus, the landownefs duty to the nonpaying, uninvited recreational user is,
in essence that owed to a trespasser under the common law, (see Omelas v. Randolpll
847 P.2d 560, 562 (CaI. 1993)).

It should be noted that the RUS would not be applicable to protect either the cities or the
railroad operator, both of whom are public entities, since the California RUS has been
determined not to be applicable to public entities, (see Delta Farms Reclamation Dist. No.
2028 v. Superior Court of San Joaquin County, 660 P.2d I168 (Cal. 1983), cert. denied
464 U.S. 915 (1983)). However, with respect to adjacent landowners who are not public
entities, the scope ofthe property that is subject to the RUS is very broad, and includes
not just the fee owners of land used for recreational purposes, but persons having a
leasehold interest in the land, (see Hubbard v. Browr! 785 P.zd I183 (Cal. 1990) (Owner
of permit to graz.e cattle on federal land entitled to protection by RUS)).

Nor is it relevant that the adjacent land itself is not inherently "suitable" for recreation
purposes. Rather, immunity applies to any land, whether developed or undeveloped,
rural or urban, so long as it was used for recreation by the plaintifl (see Omelas, 847
P.2d a1567 (RUS protected farmer fram suit by children who were injured while playing
on farm equipment)).33 The immunity applies withow regard to whether the land is
fenced or barricaded.

Accordingly, the California RUS will provide immunity to any private adjacent
landowners in the event any nonpaying, uninvited recreation user leaves the trail and is
injured on private property.

9.7 Guidance for Minimizing Liabitity Exposure

Based on experiences of other jurisdictions, as well as the case law in Californi4 trail
managers are unlikely to be exposed to substantial liability from trail users. Nonetheless,
liability can become a problem under several conditions. A competent risk management
prograrn for the Coastal Rail Trail will help assure that the local government is doing all
that it can to protect tle public from injury or harm while using the Rail Trail.

1. Use of &sign stqnfuds The designers, builders, and inspectors of a facility

33 In Ornelas, tle Supeme Couxt of California ovqnrled a series of css€s in v/hich tbe courts have beld tbat the RUS
did not protect lmds tbat f,€ 'lmsuitable fm recrcational use," suoh Es c@stsuctjon sites Ootts v. Halsted Finmsial
Corp. 142 Cal. App. 3d 860, l9l Cd. Rph. 209 (1983) ad an rurpa.vecl road in a developent project (lVinSelISgJ
Bear Brerch Rsoclr,204 Cal. App. 3d 1003.251 Cal. Rptr. 681 (1988).



should adhere to widely accepted standards governing the design and construstion of the
trail. A standard of conduct includes adherence to published documents such as safety
codes, standards, or guidelines, which are sponrcred or issued by government agencies or
voluntary associations, wen though such documents lack the force and effect of law.
Provisions of state laws related to transportation facilities, if mandatory, may provide the
basis for a finding of negligence per se. Appticable Califomia standards are identified in
Chapter 6 and include the Uniform Building Code, and CalTrans Design Manual for
Class I and II Bikeways. Other available design standards include AASHTO's Guide for
the Development of Bicycle Facilities; Florida DOT's Trail Intersection Design
Gridelines; Island Press's Greenways: a Guide to Planning, Desigrq and Development;
and the Rail-to-Trails Conservancy's Trails for the 2lst Century: A Planning Desig4 and
Management Manual for Multi-Use Trails. Careful compliance with applicable laws,
regulations, route selection criteriq and design standards should greatly reduce the risk of
injury to bicyclists using the bikeway, and also provide strong evidence that the agency
used reasonable care.

2, Trafic signals otd wwning devices. CalTrans has adopted a TrafEc Design
Manual, which defines the circumstances under which traffc signals and warning devices
are required. While California law limits the liability of public entities for failure to
install regulatory traffrc signals, signage and markings, non-regulatory warning signs
must be installed where necessary to warn of a dangerous condition" such as an
intersection. All signals and warning devices must be adequately maintained, so as not to
invite reliance on a defective warning device.

3. Use of professionals. Facilities that have been reviewed and approved by
umegistered or unlicensed professionals may increase liability exposure.

4. Adhere to maintenatce stondords. Mainte,nance practices should be consistent
along the entire Coastal Rail Trail, and conform to recognized maintenance practices. The
responsible maintenance agency(ies) should have a written procedure to follow to
maintain all portions of the Coastal Rail Trail, including pre-existing conditions such as
drain grates.

5. Monitor corditions. The responsible agency(ies) should have an internal
mechanism to monitor and respond to actual operating conditions on the trait. This is
typically done through the maintenance procedures, a record of field observations and
public comments, and an annual accident analysis. Accidents should be reviewed to
determine if physical conditions on the bikeway were a contributing cause.

6. Keep wittm records. Written records of all maintenance astivities and
procedureg responses to reports of safay hazards, and other regular astivities must be
recorded in order to be of use. Where a rail trail travels through numerous jurisdictions,
it may make sense to have one contast person/ department responsible for the entire
facility, rather than risk confusion by incidents being reported to the wrong jurisdiction.
Mileposts on the rotrte may also help maintenance and enforcement personnel respond to

I
T

T

I
I
I
I
I
I
I
T

I
I
t
I
T

I
I
I

160



I
I
I
I
I
t
I
t
t
I
T

I
T

I
t
I
I
t
t

problems.

7. Correct hazsds. Trail managers should correct all hazards known by public
ofticials in a timely fashion.

8. Warn of kntn+n hozords, Trail users should be warned that the trail is adjacent to
an active railroad corridor and to use caution when crossine the tracks or at intersections
with roadways.

9. Insurance. Proper insurance coverag€ or budgeting for self-insurance to cover
potential liability will do much to alleviate concerns.

10. Don't call il sqfe. Do not make any verbal or written comments that the Coastal
Rail Trail is safe or safer than a non-designated route. For example, this report makes a
statement that the rail trail reduces the number of intersections bicyclists and others must
use in the corridor, and that most bicycle and pedestrian-related accidents occur at
intersections. However, the report does not make any blanket claims that the rail trail is
safe or safer than comparable routes.

I 1 . Don't rush to settle. Fear that juries will award a plaintiff large sums for damages
has made many attorneys eag€r to settle cases before they come to court. One defender
settled a case where a bicyclist was injured while riding his bicycle on the shoulder of a
roadway that was not a designated bikeway. The prosecution claimed that the local
govemment had inferred some guarantee of safety by showing the route on an offrcial
map. The map itself made no explicit guarantee of safety, but did include recommended
routes for bicyclists. The defender settled the case and forced thejurisdistion to rernove
all bicycle maps, which is now one of the few in the state that offer no such publication.
The net effect of prematurely settling a case in this instance was to arbitrarily limit the
types of services that could be offered by the local government. In other cases, settling
cases prematurely may simply encourage legal action by others.

9.8 LiabilityConclusions

Arguably, trails alongside active railroad lines are no different than sidewalks along busy
arterials. They are public facilities utilizing an existing transportation corridor. In some
cases, railroad lines are crossed by informal pathways connecting community
destinations that have been used by, and known about by the railroad company, for a
hundred years or more. In shor! if safety is judged by the volume and speed of vehicles
that can injure or kill a pedestrian or bicyclist, roadways pose a far greater danger than
railroads and are not considered to be an unusual safety hazard in a community.

Injuries and deaths on railroad tracks receive a disproportionate amount ofpress than do
automobile accidents, much as airplane accidents do. The perception ofsafety is related
to the drama of these incidents. It has also been diffrcult to determine the extent that
deaths on railroad tracks have actually been suicides rather than accidents.

16l



A new multi-use trail located along a railroad alignment will attract additional people to
the corridor. Most of these trail users were formerly walking or riding on other trails,
along roadways, or on sidewalks, and do not represent "new" users to the community.
People are attracted to multi-use trails because they perceive them to be safer than riding
or walking on busy streets, with intersections, driveways, parked cars, and other
obstructions. The rail trail will help orgenize and manage the people who currently walk
across or along the tracks on informal pathways, and in doing so will help lessen the
number of people walking on (or crossing) the tracks.

will a trail along an active, high-speed rail corridor encourage people to walk or play on
the tracks tlems€lves? As was mentioned, most railroad tracks are currently not fenced
and have limited enforcement of trespassing laws. People seeking to engage in
vandalism or other illegal activities will seek places where they will not be easily seen or
caught. A multi-use trail will increase the exposure ofthe tracks and discourage people
from engaging in illegal or unsafe activities.
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l0.l Purpose

The purpose ofthis chapter is to assist in the planning and alignment selection for the
Coastal Rail Trail along the San Diego Northern Railway (SDNR) from the San Luis Rey
River Path in Oceanside to the San Diego Santa Fe Depot. As a result of the findings
presented in this chapter, the alignment was modified to address biological and cultural
concerns. Additional focused studies will be prepared as part of tlre Environmental
Assessment/ Mitigated Negative Declaration as determined by FIIWA (See Section
10.l3).

This section consists of

1. The environmental documents considered for evaluation of available data
on the resources affected by project implementation;

2. Collection of information from the Natural Diversitv Database Records
Search,

3. Discussion of the CEQA A.{EPA process; and

4. Identification ofdata gaps and necessary field studies.

The environmental constraints analysis included a review of existing biological and
cultural resource information for projects tlat encompass the proposed Coastal Rail Trail
corridor. In this initial constraints effort, limited field reconnaissance was conducted.
However, 200-scale County ortho-topo maps and site photographs were reviewed. A
total of 13 EIRs and technical documents were also reviewed and are identified in the
Bibliography.

The Oceanside Transit Center locatiorg and all the other stations, are addressed in the
Oceanside-San Diego Commuter Rail Project Environmental Impact Report (Coaster
EIR), prepared in 1989 by RECON. The EIR evaluated the proposed railroad
improvements from Oceanside to San Diego. The analysis in the EIR is limited to the
impacts associated with construction of new stations and passing track improvements.
Since the commuter rail service was planned to occur within the existing SDNR railroad
tracks, and the proposed stations to be situated in previously disturbed developed areas,
only minimum impacts were anticipated in that EIR

The Coaster EIR analysis provides focused assessments at four locations, which include
the areas for new station construction or railroad improvements. The biological and
cultural field surveys were based on the likelihood of potential impacts occurring from
improvements at tlese locations. The four areas included l) Carlsbad Poinsettia Station,
2) the Solana Beach Stdion, 3) the Miramar Hills Curve Straightening Project, and 4) the
Elvira Curve Straightening Project.
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In addition to the Coaster EIR, each additional environmental document was evaluated
based on the level of detail associated with the resource maps, the relative amount of
biological and archaeological resources identified, and the length oftime that had elapsed
since the environmental studies were conducted. In addition to rwiewing reports,
biological data from the Multiple Habitat conservation Program (MrcP) and the
Multiple Species Conservation Program (MSCP) were reviewed. The data associated
with the MHCP and MSCP were based on existing maps prepared at a scale of I inch =
2,000 feet.

10.2 Gap Analysis

A sap analysis is a process of reviewing existing relevant documents to determine where
there are gaps in the o<isting cultural and biological information. The rezult of this gap
analysis is included in this chapter. These gaps were identified based on the lack ofdata
along the various alignment segments and also where the existing data was insuffrcient
for the purposes of this project. The documents that w€re determined to be useful for this
project are listed in Tables 25 and 26 rclx:.d to biological and cultural resources.

10.3 Califomia Nationel Divcrsity Data Bese Results

The california Natural Diversity Data Base (CNDDB) is an electronic catalog of
sensitive plant, animal, and vegetation data that has been reported to the California
Department of Fish and Game (CDFG) This data can be retrieved for any usGS
quadrangle desired and each datum has relevant information attached to it, such as the
date of the sighting, the populatio4 and tfre location (sometimes precise, but usually
general). The CDFG has established the 

'CltOOg 
as part of the California Natural

Heritage Prograr4 in an attempt to catalog and preserve the natural resources ofthe state.
The CNDDB search was conducted for the entire alignment.

10.4 Criticel Field Surveys

Field survey windows are optimum periods of time when sensitive species are known to
occur. These survey windows were identified for the various sensitive species, which
may occur along the proposed projest corridor. These critical field surveys would only be
required ifthe trail alignment e><tends through or adjacent to areas suspected to contain
sensitive species.

The cri-tical survey window for the entire project generally occurs from mid-May to the
end of July for sensitive wildlife species. For sensitive plants, the critical survey
windows are March through May, and August through oqtober. Although not all of the
qotential sensitive species will be resident or in bloom during this period, it encompasses
the ideal survey period for all ofthe federal and statelisted endangered and threatened
species, which have the potential to occur onsite. These survey windows are summarized
as part ofTable2T.
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10.5 Area of Potbntial Effcct (APE)

The alignment maps, which accompany this PSR, will identi$ the biological and cultural
areas that may be distwbed by project implementation. APE maps are zubject to FIIWA
approval and review under Section 106.

Current species lists are required by US.F.WS for the entire alignment and field surveys
can be no older than 2 years at the time FIIWA approves the document.

10.6 Cf,QA/ NEPA Review

Mitigated Ne gative Declryation (CEQA)

The CEQA Guidelines, Section 15382 define "significant effect on the environment" as a
"substantial, or potentially substantial, adverse change in any ofthe physical conditions
within the area affected by the project including land, water, flor4 fauna, etc." The
findings of significance are based on criteria outlined in the CEQA Guidelines,
evaluation oftechnical data" and professional judgment and experience.

To determine the level of documentation required for state and local projectq a
determination needs to be made as to the level of impacts, which may occur, with a
proposed project. In the CEQA process, this determination is made through preparation
of an Initial Study (IS). If it is determined that all impacts ffom a proposed project ar€
less than significant or can be mitigated to below levels of significance, a negative
declaration or mitigated negative declaration is then prepared as part ofthe initial study
process. Often, a lead agency may determine to prepare an Environmental Impact Report
depending on the severity of the impacts, or whether there is substantial controversy
relative to environmental concerns. Certain actions, such as the construction of bicyclg
pedestrian lanes, paths and facilities are often exempted from the CEQA process. In this
case, a lead agency makes the detemination that its proposed project will not result in
any significant environmental impacts, and then prepaxes a Categorical Exemption. This
determination can be supported by existing studies.

CEQA provides for the use of a Mitigated Negative Declaration (I\dhiD) when tle
potential environmental effects identified during the Initial Snrdy Process are reduced
through project modifications which eliminate significant environmental impacts or
reduce them to a level of insignificance (Pub. Resources Code, $ 21080, subd. (c );
CEQA Guidelines, $ 1500, subd. ft), 15070, subd. (b)

Under CEQA guidelines, tlre contents of a Negative Deolaration shall include the
following components:

r A brief description of the proposed projec,t, including any commonly used
name for the project;

r The location ofthe project and the name ofthe projest proponeot;
e A finding that the project, as proposed, will not have a significant effect on the



environment;
. An attached copy ofthe Initial Study$,ith reasons supporting the findings;

and
r For a MND, mitigation measures to be included in the project to avoid

pote,ntially significant effects, which must be fully enforceable through permit
conditions, agreements, or other measures.

Following completion of a MND, the draft MND undergoes a thirty (30) day public
review period. Atthe end ofthis 30 day period, the lead agency may elect to approve or
disapprove the project.

Environmental Assesntent/Finding of No Signrficant Impact (NEPA)

Similar to CEQd NEPA9 also exclude actions such as construction of bicycle lanes from
the environmental process. Environmental clearance for actions with minimal to no
environmental impacts are also subject to the issuance of categorical exemptions. The
federal equivalent to the CEQA Initial Study/Mitigated Negative Declaration is the
Environmental AssessmentlFinding of No Significance (EA/FONSD. rilhen a lead
agency identifies significant, unmitigable impacts for a federal project, it is then required
to prepare an Environmental Impact Statement @IS).

Prior to issuance of a categorical exemption, appropriate environmental studies are
sometimes required to deterurine: (l) level of significance, (2) if significant impacts
could occur on properties protected by Section a(f for public parks, or Section 106 ofthe
National Historic Preservation Act for cultural resources, or (3) if zubstantial controversy
exists based on environmental issues.

NEPA review is required for projects receiving federal funding. The Coastal Rail Trail
has received fideral funds through ISTEA and is subjwt to NEPA. The project review is
conducted by the Federal Highway Mministration (FHWA) and administered by the
California Department of Transportaion, (CalTrans) District 12. The requirements of
36CFR800 must be met prior to public circulation of the EAIFONSI. The EA provides
the basis for a finding by CalTrans that either: l) the project is categorically excluded
from NEPd 2) the project has no significant impacts or Finding of No Significant knpact
(FONSI) as identified during the Preliminary Environmental Study @ES), or 3) the
project has significant impacts and requires preparation of an Environmental Impact
Statement (EIS).

For purposes ofthe Coastal Rail Trail project, the lead agency (The City of Carlsbad) will
be responsible for carrying forth the required environmental dooumentation process. It is
the intent ofthe cities of Oceanside, Carlsbad, Encinitas, Solana Beach Del Mar and San
Diego to implement development of the trail within their jurisdictions as separate and
independent projects or as joint projects between two or more cities. As indicated by
CalTrans, categorical exemptions may be issued to those jurisdictions with minimal
environmental constraints.
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Prior to issuance of a categorical exemption, the lead agency needs to demonstrate
compliance with the State Historic Preservation Offrcer (SHPO) requirements and
evidence ofnecessary resource permits, ifrequired for the project.

10.7 Oceanside Alignment (See 5.1)

The Coastal Rail Trail alignment begins at the San Luis Rey River along the east side of
the railway, just south of Harbor Drive in Oceanside. The trail follows the railroad
through a generally disturbed area. In two areas, due to design and cost constraints the
alignment shifts to surface streets. The alignment extends along an existing Class III bike
route on Pacific Street for approximately three blocks to Buccaneer Beach Park. The
path connects back to the railroad right-of-way under the railroad trestle. At this point, it
connects to the railroad corridor by crossing under the bridge to the east side. The trail
continues southerly towards Carlsbad. At Eaton Street, the trail takes surface streets
across the Buena Vista Lagoon.

Biological Resources

The trail alignment avoids a potentially biologically sensitive area south of Eaton Street
approaching Buena Vista Lagoon. The trail has been realigned to take surface streets
rather tlan utilize an existing din patb adjacent to the Buena Vista Lagoon. Although no
direct impacts were expected to the wetland habitat associated with the Buena Vista
Lagoon, the proximity of the path could potentially increase human disturbances at the
edge of the habitat. Based on a review of the MHCP biological maps, there is a potential
for several federal and state-listed species to occur in the vicinity of the alignment,
particularly along the lagoon. Among these sensitive species are the following: least
Bell's vireo, light-footed clapper rail, California red-legged frog, and tidewater goby. A
complete list offederal and stateJisted endangered, threatened, and candidate species that
have the potential to occur in the vicinity of the alignment is presented in Tables 27 and
28.

The existing biological information for the Oceurside alignment is sufficient for a
majority of the current project. Two areas that do not have adequate data to determine if
the project will adversely affect sensitive biological resources are located at the northern
terminus of the trail alignment and the northern fringe of Buena Vista Lagoon.

A review of the Califomia Natural Diversity Data Base (CNDDB) determined that there
are at least six sensitive wildlife species that are either state or federally-listed as
threatened or endangered which are historically known to oc,cur in the vicinity of the
Oceanside alignment. These six species are the least Bell's vireo, light-footed clapper
rail, California redJegged frog, California gnatcatcher, Belding's savannah sparrow, and
tidewater goby. Sweral other species with lower sensitivity status oscur in the area,
including the southwestern pond turtle, northern harrier, and white-tailed kite. One plant
species designated as rare at the fueral level, sticlry dudleya" is also known to occur in
the vicinity of the Oceanside alignment. Several other plant species with lower
sensitivity ratings also are known to occur in the area" and are summarized as part of
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Table27.

Criticsl zurvey windows for sensitive wildlife and plant species that may potentially
occur in native habitats along the two areas of this alignment generally runs from March
through July. This time frame will allow surveys to be performed at tlre optimal time to
detect the presence ofthe federal and state threafened or endangered species.

Wetland impacts axe not expected because the trail utilizes existing roadways and bridges
to traverse wetlands that coincide with the alignment. However, if it is later determined,
either tlrough field investigations or prqject re-design, tlat wetlands or waters would be
affected, then a 404 permit would be needed from ACOE, water quality certification
would be needed from the Regional Water Quality Control Board (RWQCB), and a
Streambed Alteration Agreement would be needed from California Department ofFish &
Game (CDFG) prior to any impacts to the wetlands.

Issuance of a categorical exemption may be obtained forthe Oceanside segment since the
potential areas of effecl are limited to two small areas. Since these areas have been
avoided through trail realignment or ttuough site design measures, the impacts are
minimal.

Culhral Resources

No disturbance to cultuml resources is expected to occur where the trail extends along the
existing Class Itr bike route from Pacific Street to Buccaneer Beach Park. However,
Potential areas of concern that may constrain trail development include tlte area where the
proposed trail would erftend along the existing sDNR right-of-way. Although the
majority of the right-of-way has been disturbed by grading, the potential exists for
subsurface artifacts to be located along these areas.

The cultural resources survey conducted for the Coaster EIR focused its shrdy at the
proposed station locations. The limited field surveys tlnt were conducted for the entire
length of the Coaster EIR were undertaken only in undeveloped areas. Areas where tle
commuter rail project area had already been graded, or were covered by existing
development, w€f,e not oramined for cultural resources. All survey areas covered on foot
were indicated to have been inspected by walking parallel transects no farther than five
metef,s apart. Information in the EIR and technical documents did not indicate specific
archival research, locations ofthe field survey, or other data collestion methods.

Based on the limited availability of specific information in the Coaster EIR relative to the
proposed Coastal Rail Trail project, it is unknown whether the proposed trail extends
tluough unzurveyed areas, specifically as it extends along the SDNR. These areas may
contain cultural resources that would need to be addressed prior to seleqtion of a final
trail alignment.

Surveys for historic r€sources have been conducted in the City of Oceanside in the
vicinity of the SDNR facks to identiff historic structures and buildings. While a number
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ofresidences and small businesses dating from the l9l0 era to the 1950s are located in
proximity to the SDNR right-of-way, these structures are located outside of the railroad
right-of-way and the proposed trail alignment. A review of Sanbom Fire Insurance
Company maps indicates that prior to the 1940s, a number of structures associated with
the railroad and its activities (i.e., baggage storage, oil tanks, etc.) were located within the
SDNR right-of-way. It is possible that foundations or subsurface remains of these
structures may be present.

Field surveys and archival studies for prehistoric and paleontological resources conducted
for the Coaster commuter rail project were limited to the areas where construction of the
new stations and additional tracks would occur. Therefore, although portions of the
Coastal Rail Trail are located within the right-of-way, a majority of tle alignment was
not evaluated for prehistoric or paleontological resources in the Coaster EIR.
Disturbance to these resources may occur during construction ofthe rail trail.

The areas identified in the final alignment should be initially surveyed for potential
resources. A background records and literature search from the South Coastal
Information Center is also recommended to provide location data and information to
complete site form data records on all previously recorded cultural resource sites within
the trail alignment.

This initial information would serve as the basis for determining the presence,/absence of
cultural re$ourc,es. Should resources be identified, potential impacts may be avoided
through trail realignment.

10.8 Carlsbed Nignment (Sm 5.2 & 5.3)

The portion of the Coastal Rail Trail that extends through the City of Carlsbad along the
Coast Highway (Highway 101) begins at Carlsbad Boulevard at the north end of Buena
Vista Lagoon. The trail accesses the right-of-way just north of the bridge at Coasl
Highway, crossing under Cadsbad Boulevard and connecting to the Carlsbad Village
Station. The trail continues south along surface streets and then connects to the rail right-
of-way at Oak Avenue. The trail crosses the Agua Hedionda Lagoon on a prefabricated
bridge and proceeds southedy along east side of existing tracks, it then crosses over
Avenida Encinas on a Class tr bike lane along Carlsbad Boulevard to La Costa Avenue.

Environmentally constrained areas within the City of Carlsbad are generally limited to a
few areas where tlre proposed rail trail extends adjacent to axeas with mostly disnrrbed
sensitive habitats. The trail generally follows existing roadways and the SDNR right-of-
way.

The Buena Vista Lagoon Ecological Reserve contains 196 acres of coastal freshwater
lagoon habitat with an elevation range of 6 to 30 feet above MSL. The Buena Vista
Lagoon is the only freshwater lagoon in southern California. The construction of the
bridges for I-5, Carlsbad Boulevard/Coast Highway and the tracks visually separates the
lagoon into four basins, although water circulation is allowed under these structures.
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Presently, the Buena Vista Lagoon Reserve is mainly used for passive recreational and
educational activities.

Biological Resanrces

Three documents were reviewed for existing biological resources within the Carlsbad
alignment. These include: 1) Coaster EIR (and technical document), 2) Batiouitos
Lagoon Dredge Project EIR, and 3) Poinseuia Properties EIR The Coaster EIR and the
associated biological technical report documents tie presence of sensitive biological
resouroes, within the SDNR right-of-way, in ttre vicinity of the Poinsettia Station.
Although the biological data presented in these documents provide background
informatio4 the information dates back to 1989. The extent of time that has passed since
the study was performed make this data inadequate to evaluate the sensitive biological
resources along the Carlsbad segment of the project. The second environmental
document that was reviewed, the Batiquitos Lagoon Dredge Project EIR produced in
1990, provided vegetation mapping at the west end of Batiquitos Lagoon in the vicinity
of the Carlsbad alignment.

The proposed Carlsbad trail alignment extends through a predominantly developed area
surrounded by mixed land uses except for the area between Agua Hedionda Lagoon and
the Batiquitos Lagoon. The trail extends next to two potentially sensitive areas. firis
includes the area along the SDNR right-of-way, where the trail extends from palomar
Airport Road approximately 5,000 fu to the south. From aerial photographs taken
during 1995, this narrow corridor appears to be vegetated with distufted coastal sage
scrub. Based on the preliminary trail alignment, the trail would extend within the
existing right-of-way, outside of the adjacent habitat. Measures to avoid disturbance of
coastal sage scrub habitat should be considered during construstion. Use of fencing to
maintain trail users along the trail should also be considered to avoid human
encroachment onto tle coastal sage scrub habitat.

The second location that may be environmentally constrained includes tle area within the
SDNR right-of-way in the vicinity of the Poinsettia Station" as identified in the Coaster
EIR and the proposed Poinsettia Properties residential development. Mapping in this
general area documented federal and state-listed endangered plant specieg San Diego
button celery, as well as wetland habitat. It is currently unknown whether tlese sensitive
plant species remain in the project vicinity since construction of Poinsettia Station began.
However, based on the Poinsettia Properties EIR and supporting biological study, vernal
pools have been documented along the eastern side of the railroad right-of-way and may
el<tend within the right-of-way. Based on these documents and the existing MHcp
biological data" there is a potential for the following federal or state-listed sensitive
species to occur within or near the Carlsbad alignment in the vicinity of the Poinsettia
Station. These include: Pacific little pocket mouse, Riverside fairy stuimp, San Diego
fairy shrimp, and vernal pool fairy shrimp. The fail has been designed to avoid vernal
pool areas by diverting to adjacent roadways.

Species that are known to occur in the vicinity of the Cartsbad alignmenq according to
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the CNDDB, inchide Belding's savannah spalrow and California gnatcatcher. The

coastal cactus wreq a California "species ofspecial concern " also is known to occur in
the vicinity. Several sensitive plants are either known or have the potential to occur
within the Carlsbad alignment. These species are presented in Table 27.

Critical zurvey windows for sensitive wildlife and plant species that may potentially
oscur in native habitats along the two areas of this alignment generally run from April
through July. This time frame will allow surveys to be performed at the ophmal time to
detectthe presence ofthe federal and statethreatened or endangered species.

Issuance of a oategoricat exemption may be obtained for the Carlsbad segment since the
potential areas of effect are limited to two small areas. If these areas can be avoided
through trail realignment or through site design measures, then the impacts can be
minimized. Should issuance of resource permits be required, early consultation should be
initiated to facilitate preparation of the necessary environmental documents.

Cultural Resources

The Batiquitos Lagoon Enhancement Project EIR/EIS, prepared in 1990, addresses iszues
related to the project at Batiquitos Lagoon. The project area included a segment ofthe
rail right-of-way, the area immediately adjacent to the railway, and Batiquitos Lagoon.
Availability of relevant data was limited to the information provided in the EIR/EIS; no
technical studies were available for information related to specific field and archival
survey information, maps showing site locations, data collestion techniques, or testing
results. The EIR/EIS identified 14 cultural resourc€ sites that were recorded within the
immediate vicinity of the lagoon. Of these 14 sites, two were described in the text as

occurring near the SDNR right-of-way; howwm, no maps were available in the EIR/EIS
to showthe location ofthese sites. The trail alignment avoids these sites, therefore, tlere
are no potential of impacts identified.

The proposed rail trail extends along the right-of-way or along existing roadways. Based
on a review ofcurre,nt aerial photographs, there are no historic resouroes located along
the existing roadway, the railroad right-of-way, or within the lagoon area. No buildings
or stmctures appear within the SDNR rightof-way or within the existing roadways where
the rail trail would be located.

Due to the limited amount of data found in the existing dooumentatioq it is unknown
whether prehistoric or paleontological resources have been identified within the railroad
right-of-way. Disturbance to these resources may ocsur during construction of the bike
trail. These constraints af,e largely associated whEre the tail extends adjacent to the
railroad right-of-way, along potentially unsurveyed areas. The proposed trail should be
initially zurveyed for potential resources. A background records and literature search
from the South Coastal Information Center is also recommended to provide location data
and site form information on all previously recorded cultural resour@ sites within the
trail alignment
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f0.9 Encinitas Alignmcnt (Sec 5.4 & 5.5)

The Encinitas alignment starts just south of Batiquitos Lagoo4 at La Costa Avenue
connecting to the west side of the railroad. The trail follows the rail right-of-way through
the majority of Encinitag except at Encinitas Boulevard and at Chesterfield Drive. The
right-of-way consists of small areas of disturbed sensitive habitats. The trail generally
follows existing roadways and the SDNR right-of-way. Existing vegetation includes
ornamental landscaping (streettrees, lawns, and eucalyptus trees).

The San Elijo Lagoon is within the City ofEncinitas' jurisdiction and is 530 acres in size.
The lagoon is primarily a shallow-water b'rackish wetland that rarely experiences tidal
flows. The westem portion of the lagoon is bordered by South Coast Highway l0l and
the SDNR right-of-way.

Biological Resources

The Coaster EIR and the biological technical appendix were reviewed for cxisting
biological documentation within the Encinitas segment of the project. These studies
focused primarily on the new stations and minimal survey work was conducted along the
railroad. Based on 1975 and 1995 aerial photograph interpretatioq one pot€ntially
constrained area of disturbed coastal sage scrub, located south of La Costa Avenue, was
identified. The trail alignment diverts to Class II bicycle lanes on North Coast lfghway
l0l to avoid any disturbance of this area. The remainder of the aligrrment is located
within the SDNR right-of-way through predominantly developed areas.

Although no federal or stat+listed sensitive species have been documented along the
Encinitas trail alignment, based on MHCP data" the state-listed Belding's.savannah
spalrow has been identified within coastal sage scrub habitat in the vicinity of the
alignment. A complete list ofstate and federally endangered, threatened, and candidate
species that have the potential to occur in the vicinity ofthe alignmen! such as Pacific
little pocket mouse, is presented in Table 28.

The CNDDB search determined that there are two state or federally listed endangered or
threatened species known to occur in the vicinity of the Encinitas alignment. These
species include, Belding's savannah sparrow and Cdifornia gnatcatcher. The coastal
castus wren is also of concern along this portion of the project. One state endangered
plant species, Encinitas baocharis, is known to occur along tlis segment of the project.
Table 27 summarizes the sensitive plants that are either known or have the potential to
occur within the Encinitas alignment.

Criticd survey windows for sensitive wildlife and plant species that may potentially
occur in native habitats along tle alignment generally runs from March through July.
This time frame will allow surveys to be performed at the optimal time to detest the
pres€nce ofthe federal and state tbreatened or endangered species.
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Issuance of a categorical exemption may be obtained for the Encinitas segment since the
potential areas of effect is limited to one small area. If these areas can be avoided
through trail realignment or through site design measures, then the impacts can be
minimized. Should issuance of resource permits be required, early consultation should be
initiated to facilitate preparation of the necessary environmental documents.

Cultural Resources

The Downtown EncinitaMNorth l0l Corridor Specific Plans Supplemental
Environmental Imnact Report was reviewed for information regarding the Encinitas
alignment. This EIR addressed cultural resources within the Citv of Encinitas General
Plan. The General Plan identified 203 historic sites within the general city boundaries.
The trail will extend outside the area of historic resources. Therefore, no impacts are
expected to occur.

Prehistoric resources wer€ not addressed in the corridor document, therefore, it could not
be determined if prehistoric or paleontological resources are present within the trail
alignment. To determine whether segments of the proposed trail extend through areas,
which may contain these resources, the City of Encinitas should conduct a visual site
survey to help identi$ potential areas of concern. A background records and literature
search are also recommended to provide location data and site form information on all
previously reoorded prehistoric resource sites within the trail alignment.

10.10 Solana Beach Alignment (See 5.6)

The Solana Beach alignment extends for 1.6 miles within the railroad right-of-way
including an area that is being developed as part ofthe Lomas Santa Fe Grade Separation
project. Environmental clearance for the railroad grade separation and linear park has
already been completed.

Biologicol Resources

The enviroamental document for the Lomas Santa Fe Drive Grade Separation project was
reviewed for existing biological information within the Solana Beach segment of the
Coastal Rail Trail project. This document covered the Solana Beach alignment from San
Elijo Lagoon to Via de la Valle along Highway 101. The Lomas Santa Fe Drive Grade
Separation document addressed impacts associated with removal of existing trees and
vegetation that would occur with implementation of the grade separation. This area
coincides with the proposed Coastal Rail Trail. The grade separation project will remove
most of the existing vegetation within the proposed Solana Beach alignment prior to
placement of the trail. The City of Solana Beach will box and relocate 14 mature Torrey
Pine trees located along the rightof-way. To date, the city has moved and relocated 176
trees that had been identified for removal. For this reason, the Solana Beach alignment
would not encounter any sensitive biological areas.
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Cultural Resources

The Lomas Santa Fe Cultural Resources Technical Stud], was available for review. Two
historic sites were discovered during the field survey which were detemined to not be
historically sigrrificant. Both sites were determined to not be eligible for nomination to
the National Register. One site, CA-SDI-1307I1 was located on the northeast corner of
Cedros Avenue and Lomas Santa Fe. The site consists of a paved lot with asphalt and
eleven concrete foundations and pads enclosed by a chain link fence.

The cultural r€sources assessment was based on an archaeological record and literature
search and a 'aisual" field survey of the Lomas Santa Fe Grade Separation project area.
The archival search and field surveys did not reveal any previously reoorded or new
prehistoric sites within the project area.

10.11 Dcl Mar Alignment (Sec 5.7)

This segment of the alignment begins at Via de la Valle in the City of Del Mar. At this
point, the corridor alignment is proposed to connect to the Class II bike lanes to the west,
passing the Del Mar Race Track and Fairgrounds. The bicyclists continue on bicycle
lanes on Camino del Mar through the City of Del Mar. Pedestrians proceed to
Powerhouse Park where the pedestrian trail accesses the west side of the rail right-of-
way. The pedestrian trail will utilize existing dirt paths along the top of the bluffs.

Biological Resources

Documents reviewed for the Del Mar alignment include the San Dieguito River Park Plan
EIR, the Mid-Coast conidor EIR and the Qoaster EIR. The coaster EIR and Mid-coast
Corridor Alternatives Analysis documents provide only intermittent coverage of
biological resources along this portion ofthe project, generally in the vicinity ofVia de la
Valle. As previously stated, the data provided in the Coaster EIR document is limited to
the station areas. The San Dieguito River Park Plan EIR contains biological data
compiled from the existing MSCP mapping in the vicinity of the Del Mar alignment at
the west end of San Diegrrito Lagoon. The data from this relatively recent study is
sufficient for the portion of the alignment in the vicinity of the San Dieguito Lagoon.

The area that is important in terms of biological resources along the Del Mar alignment
is located within the SDNR right-of-way north of Del Mar Heights road. Existing native
habitats along the coastal bluff may constrain any realignment of the pedestrian trail.
Although caastal sage scrub, coastal bluff scrub, maritime succulent scrub, sogthem
coastal salt marslq or beach/saltpan habitats are known to occur along the alignment,
there are no orpected impacts since the rail will not be construsted within the railroad
right-of-way. No federal or state-listed sensitive species are known to occur directly
along tfte Del Mar alignment; however, important sensitive species that have been
documented in the vicinity of the Del Mar alignment includg Belding's savannah
sparrow and California gratcatcher. A complete list of federal and stafeJisted
endangered, threatened, and candidate species that have the potential to occur in the
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vicinity ofthe alignment is presented in Table 28.

The Mid-Coast Conidor EIR and the Coaster EIR included covsrage of the area outside
of the proposed trail alignment. Thereforg data from tiese reports were not applicable
for purposes of this analysis. The San Dieguito River Park Plan EIR provided data that is
relatively current for the area where the Del Mar alignment crosses San Dieguito Lagoorq
however, at this locatiorq the proposed trail avoids the lagoon. A proposed at-grade
crossing at 29th Street would provide access from the San Dieguito River Park trails to
the Coastal Rail Trail. The at-grade crossing is located in an area, which has been
previously disturbed.

The resufts of the CNDDB search for the Del Mar alignment indicated that there are four
wildlife species that are considered threatened or endangered at the stde or federal level
that have been known to occur in the vicinity. These include the following species:
California least terr\ California gnatcatcher, Belding's savannah sparroq and western
snowy plover. Two plant species considered endangered by the state, short-leafed
dudleya and Orcutt's spineflower are known historically to occur in the area. A list of
sensitive plants potentially occuning along the alignment is presented in Table 27. There
are several other sensitive wildlife species associated with the areq including the orang+
throated whiptail, and the coast barrel castus, presented in Table 28.

The Mid-Coast Conidor EIR and the Oceanside-San Dieso Commuter Rail EIR were not
site specific to determine the availability of existing data for the proposed trail. The data
provided in the San Dieguito River Park Plan EIR is relatively current. However, the rail
trail is not expected to affect the San Dieguito Lagoon. Portions of the Del Mar
alignment, where it potentially traverses sensitive biological areas south of Del Mar
Heights Road as well as south of Stratford Cour! should be surveyed if any new trails are
constnrsted.

Critical survey windows for sensitive wildlife and plant species that may potentially
occur in native habitats along the two areas of this alignment generally runs from April
through July. This time frame will allow surveys to be performed at the optimal time to
detect the presence ofthe federal and state threatened or endangered species.

As noted for the trail alignments described above, if federal or state-listed species are
detected during the required biological surveys, then the US.F.WS and CDFG would
need to be contacted to discuss the project's affects and required mitigation either
through formal or informal consultations. Since there are no proposed trail
improvements there is no need to pursue surveys unless the trail is realigned along the
rigtrt-of-way.

Issuance of a categorical exemption may be obtained for the Del Mar segment since no
new trails are proposed.
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Cultural Resources

The cultural resourses section of the San Dieguito River Park Conceot Plan EIR was
prepared in 1993 by Gallegos & Associates. The section consisted of a literature review
only ofthe proposed study area and did not include field survey, or resource evaluation
testing programs. Since the park area extends 55 miles to the east and the area ofthe bike
trail, which is within the park bormdaries, will be located on the road, this study does not
provide any relevant data.

Review of current aerial photographs indicates that no historic resouroes are located
within the currqrt railroad right-of-way; therefore, no historic resources will be affected
by the proposed project.

The available documentation for the Del Mar segment identifies the potential of several
prehistoric sites to occur in the general vicinity. No maps were included to show the
survey boundaries and locations ofthe prehistoric sites, therefore, the study cannot be
used to det€rrnine the absence,/presence and potential significance of cultural resources
within the current study area. Potential areas of concern associated with prehistoric
resources are generally limited to the SDNR righrof-way. should any new trails be
dweloped, a survey consisting of a walkover woutd help determiae whether prehistoric
sites exist along the alignment. For any new trails, a data records search should be
conducted to provide location data and site form information on all previously recorded
cultural resource sites within the trail alignment.

10.12 San Diego Alignmcnt (Sec 5. F5.f f)

This trail enters the City of San Diego at Carmel Valley Road in the Torrey Pines area.
From the intersection of carmel Valley Road and North rorrey pines Road, the
pedestrian trail alignment follows the railroad right-of-way southeast for approxirnately
100 feet through the Torrey Pines State Reserve until it shifts further eastward along the
Carmel Valley Road right-of-way. The trail alignment extends near the site of the future
SR-56. This freewa5 which is currently under construction, will provide cast-west
access from 15 to the inland communities of Los Penasquitos, poway, and Rancho
Bernardo. At the point where Carmel Valley Road intersects with Sorrento Valley Road,
the trail alignment shifts directly south until it reunites with the SDNR and continues
along tlre railroad crossing under the I-5 fieeway first and further southeast under the I-
805 freeway. After crossing under the I-805 freeway, the alignment continues eastward
along the SDNR right-of-way, through soledad canyon until it reaches Miramar Road
within the MramarMarine Corps Air Station.

After crossing under Miramar Road and entering MCAS Mirarnar, the trail alignment
continues southwest along the east side of the railroad right-of-way, utilizing an existing
dirt roa4 and srosses to the north side ofthe rail at I-805 where it proceeds through the
Rose canyon and University city area until it reaches the western portion of Highway
52. The Nobel Drive station is proposed by NCTD along this segment.
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The rail trail travels south through or near the Clairmont, Pacific Beach and Mssion Bay
areas. At Balboa Avenue, the alignment crosses on a bridge over Balboa Avenue,
continually following the railroad. At Friars Road, the trail crosses under tle rail right-
of-way to Pacific Highway, accessing existing bicycle lanes. The alignment would
continue along Pacific Highway to the Santa Fe Train Depot in downtown San Diego.

Biological Resources

Seven environmental documents were reviewed to determine existing biological
resources along the San Diego alignment including the Oceanside to San Diego Rail
Commuter Rail Proiect (Coaster Rail Project), North Citv Water Reclamation Plant, Rose
Canyon Trunk Sewer. Mid-Coast Conidor Alternatives Analysis DEIS/DEIR, Nobel
Drive Extension- Nobel Drive Commuter Rail Station projects, and the Realignment of
NAS Miramar EIS. These documents covered areas along the alignment from Carroll
Canyon Road east of I-805, up to Miramar Road, through MCAS Miramar and back to
tlte southern underpass of I-805, 500 feet west of the freeway. Environmental
documentation also covered from 0.25 mile east of Genesee Avenue to the west end of
Highway 52, and from the west end of Highway 52 to Balboa Avenue. All of these
documents, with the exception of tlte Coaster EIR, are relatively recent, and provide a
great deal of adequate information.

The majority of the San Diego alignment goes ttrough developed areas; however, the
proposed trail alignment extends through three areas considered to be environmentally
constrained. The first area where the trail exends through highly sensitive habitat occurs
when the alignment crosses one of the tributaries of Los Pefrasquitos Creek in the
Sorrento Valley area. Potertial bridge crossings along the creek would involve minor
disturbance to wetland habitats in Sorrento Valley.

The second area where the aail extends through a sensitive area occurs through Soledad
Canyon north of MCAS Miramar. This area is predominantly covered by coastal sage
scrub and chaparral habitats. The area is disturbed by numerous informal trails. The trail
would be located adjacent to the railroad as it proceeds up Miramar Hill avoiding the
sensitive valley floor.

Another area of concern includes the MCAS Mramar property. To the extent possible,
the proposed trail would utilize an existing access road as it extends through the MCAS
Miramar property. However, areas within MCAS Miramar consist of highly sensitive
biological resources and wildlife corridors, as identified in the MCAS Miramar EIS. Use
of barriers may constrain three wildlife corridors that extend through MCAS Miramar.
These wildlife corridors lead to Soledad Canyon" Pefiasquitos Lagoo4 and Torrey Pines
State Reserve. Should barriers be required along the entire length of the trail through the
air statiorq potential impacts to wildlife corridor movement could occur unless a
vegetation barrier is used or a fence which allows for movement of wildlife. Indirect
impacts due to increased human disturbance may also occur to sensitive biological
resources, including vernal pool and coastal sage scrub habitats, as well as sensitive plant
and animal species. Interpretive signs in these locations may be used to limit access in
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these areas.

One federally threatened bird species, the Califomia gnatcatcher and one state
endangered bird species, Belding's savannah sparrow, are documented in the CNDDB as

occurring in the vicinity of MCAS Miramar. Two plant species listed as endangered at
the state and federal level are also associated with this segment ofthe project. San Diego
mesa mint and San Diego button celery are known to occur in vernal pools in the
southwestern part of the County, including those found in the vicinity of MCAS
Miramar. The CNDDB search results also determined that the state endangered, short-
leafed dudleya and Orcutt's spineflower are both known to have occurred historically in
the vicinity. A summary of the sensitive plants potentially occurring within the Sorrento
Valley alignment is shown in Table 27.

Rose Canyon Open Space Park contains oak woodland habitat. The trail has been
diverted to avoid this area by placing a bridge over the railway at I-805 in the long-term.
In the short-terrq an at-grade crossing may be considered. The trail proceeds along the
north side ofthe railroad avoiding the Open Space Park.

The CNDDB indicates that the following federal and statelisted species may occur in the
vicinity of the alignment: San Diego button celery, San Diego mesa mint, California
gnatcatcher, Belding's savannah sparrow, and San Diego fairy shrimp. Other sensitive
species may potentially occur in the vicinity of the San Diego alignment. California
gnatcatchers have been sighted in the vicinity of the Nobel Drive Transit Station Site.

The North City Water Reclamation Plant, the Nobel Drive Commuter Rail Station Rose
Canyon Trunk Sewer, Nobel Drive ExtensiorL and the Realignment of NAS Miramar
EIS documents all provide extensive documentation of biological resources along the San
Diego alignment from 500 feet west of I-805, until it reaches the south side of Miramar
Road at the edge of MCAS Miramar. The Mid-Coast Conidor EIR and the Oceanside-
San Diego Commuter Rail EIR did not provide adequate biological cov€rage of the San
Diego alignment.

Critical nnvey windows for sensitive wildlife and plant species that may potentially
occur in native habitats along the two areas of this alignment generally runs from March
ttuough July. This time frame will allow surveys to be performed at the optimal time to
detect the presence ofthe federal and state threateired or endangered species.

The San Diego trail alignment has been modified to avoid traversing through three key
areas, which nay pose grcater environmental constraints. Based on the.potential number
of impacts and potential iszuance of resources permits, the proposed project may require
preparation of an Initial Study/Environmental Assessment. Through tail realignment or
site design measures, impact may be avoided or minimized.
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Cultural Resources

Portions ofthe San Diego alignment have been addressed by several different reports and
studies including the Realignment of NAS Miramar EIS document. This recent study
addressed the cultural resources within the boundaries of the MCAS Miramar, however,
the segment of the base that included the railway was specifically exempted from the
study. Therefore, no cultural surveys were conducted along the SDNR alignment for the
MCAS Miramar study.

The Mid-Coast Corridor Environmental Impact Statement and Cultural Resources
Technical Report deal with a small portion of the area encompassed by the San Diego
trail. The study area for the Mid-Coast Corridor crosses the railroad line just north of
Sorrento Valley Boulevard, and again in the vicinity of Miramar Road, Rose Canyon and
eontinues on to Mssion Valley and dowutown San Diego. No cultural resorrces were
located within the Sorrento Valley area of the alignment.

Eight studies were available for review for the University portion of the atignment and
three of the EIR studies and the associated cultural resources technical reports are
considered tobe adequateto address potential cultural resources that rnay occur along the
trail alignment. The Mid-Coast Conidor EIR and Cultural Resources Technicol Report;
the Nobel Drive EIR and Cultural Resources Technical Report; and the Rose Canvon
Trunk Sewer EIR and Cultural Resources Technical report address cultural resources in
these areas. The'Mid-Coast Conidor study included a record searc[ field study, and
significance determinations for 17 prehistoric sites, and 8 historic sites. Three of the
prehistoric sites had previously been determined to meet tlte criteria for significance
under both Sestion 106 and CEQA in the Rose Canyon Trunk Sewer EIR document. The
Mid-Coast Conidor study concurred with these findings.

The Phase I Historic Properties Inventory of the Nobel Drive Station conducted by
Ogden Environmental in 1993 covers a small segtion of the alignment that ortends along
the railroad line in Rose Canyon from the railroad track on the north side to Nobel Drive
for a portion of the distance centered between Towne Center and Shoreline Drives. The
study included a field survey and archival researcll which concluded that no culturd
resources were present along the north portion of the track up to Nobel Drive. The
soutlern portion below the track was not surveyed. The report is considered to have
adequately addressed cultural resources north ofthe track for purposes ofthe Rail Trail
PSR but the area sor*h ofthe track for the bike patl was not addressed. This area of
study would need to be addressed for this portion ofthe track.

The Nobel Drive Extension EIR/EIS study was completed in 1996. The study area for the
project extended from north of Miramar Road along Interstate 805, crossed the railroad
tracks and continued south along I-805 below Governor Drive. A portion of the railroad
tracks was covered bythe study. The study included archival researclq a field survey and
testing of 35 pretristoric sites. No historic sites were found. The testing program
concluded that one prehistoric site was eligible for the National Register, under Section
106, criteria and two others were significant under GEQA criteria only. The study is
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considered to have adequately addressed cultural resources within the project area and the
area to be covered by the rail trail..

The Mid-Coast Conidor Environmental Impact Statement and Cultural Resources
Technical reports also address the area that extends along the railroad line from just west
of Genesee Street where it crosses the track and continues southward through Rose
Canyon down to where the railroad track parallels Interstate 5 then continues on to
Interstate 8. The study lists cultural resources along the railroad track in the section of
the alignment from Interstate 8 north to Rose Canyon. The field survey, archival research
and testing program are considered adequate to address cultural resources along the
SDNR right-of-way and the proposed bike path.

The Realignment of NAS Miramar EIS document addressed the cultural resources within
the boundaries of the MCAS Miramar. The base was zurveyed and cultural resources
were tested for significance, with the exception of a conidor that included the railroad
and the immediately sunounding territory. Therefore, the base realignment document
contains no information relative to cultural resources that would directlv relate to the
construction of the rail trail.

The Mid-Coast Corridor Environmental Impact Statement and Cultural Resources
Technical Report deal with a small portion of the area encompassed by the Sorrento
Valley Alignment. An archival search and field survey were conducted and
determinations of significance wef,e made for cultural resources within the project area.
The Mid-Coast Conidor study is considered to have adequately addressed the cultural
resources within the survey area. The Area ofPotential Effect addressed in that repofi
included a 200-foot corridor along the railroad (100 fu on each side ofthe track). As
currently proposed, a majority of the rail trail extends in close proximity to the SDNR
railroad, and therefore is included within the 200 foot corridor study.

The Rose Canyon Trunk Sewer EIR (1992), the Rose Canyon Trunk Sewer Cultural
Resources Technioal Report (1992), and the Rose Canyon Interceptor No. 3 Constraints
Analysis Report (1989) cover similar territory in Rose Canyon along the railroad line.
The Rose Canyon Interceptor No. 3 Constraints Analysis Report consisted of arohival
research and a'\uindshield" level field survey. A total of 19 sites were revealed during
tle archival research. No testing of the sites or sigrrificance daeminations were made as
part of the study. The Rose Can]'on EIR and Cultural Resources Technical Report
studies included a field survey, a record search, and testing of 5 prehistoric sites and 2
historic sites for significance under both Section 106 and CEQA. Three sites were
considered to meet the criteria for both levels of significance and the other four were
considered to not be significant. The three studies taken together are considered to have
adequately addressed the culnral resources issues along the Rose Canyon sestion and the
portion of the railroad assuming the proposed trail stays within the 200 foot corridor
covered by these studies.

The Phase I Historic Properties Inventory of the Nobel Drive report provides adequate
cover for the northern portion of the railway. The area to the south of the tracks,
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however, were not included in that Historic Properties study.

The Nobel Drive Extension EIR/EIS study is considered to have adequately addressed
cultural resources within the projest area" which encompasses the area" traversed by the
proposed bike trail.

Unsurveyed areas traversed by the proposed trail were identified to occur north of and
within MCAS Mramar. Archaeological surveys should be condusted to avoid or
minimize potentid cultural resources along these areas.

Unzurveyed areas for cultural resources were identified where the proposed trail extends
along the southern side of the railroad line through Rose Canyon. Should placement of
the trail occur in this southern area" archaeological surveys would be required.

The eight EIRs and associated cultural resourses technical studies provided for review -
the Rose Canyon Trunk Sewer EIR and associated reports, tlre Nobel Drive EIR and
associated r€ports, the Mid-Coast Corridor EIR and associated studies for the Rose
Canyon/ University City areo are considered adequate to address the poential impacts to
cultural resources associated with the construction of the bike path for the portions of the
alignment which they covered. However, the studies do not cover the entire alignment.
Unsurveyed areas for cultural resouroes were identified where the proposed trail extends
along the southern side of the railroad line through Rose Canyon. Should placement of
the trail occur in this southem area, archaeological surveys would be required.

10.13 Summary

The Coastal Rail Trail project as a whole must be discussed in the NEPA document to
receive FHWA approval. On July 25, 199'1, the FIIWA representative det€rmined that:
l) a NEPA EAIFONSI document is required and 2) The studies required are biologicat
noise and cultural resource focused shrdies. A subsequent meeting on January 21, 1998,
with the Army Corps of Engineers, RWQCB, US.F.WS, and Fish and Game determined
that there was no potential affest to wd€r quality.

Biological zurvey and wetland delineation have not been complaed for areas identified in
this chapter. Further analysis of the impact on sensitive biological resouroes would be
condusted as part of the NEPA/CEQA process. Permits from the appropriate regulatory
agmcies will be dAermined. It is anticipated that the trail may be adjusted to avoid areas
of encroachment into sensitive habitats. Any biological studies, which are 2 years otd at
the time of final environmental approval, will need to be updated and an updated species
list will need to be requested from US.F.WS.

The specific locations of construction activities related to the rail trail have not been field
surveyed in most cases to detennine the presence (or absence) of prehistoric cultural
resouroes sites. The only exceptions 8xe c,ases where a site has been previously tested and
a report of the rezults is available. For sites where no site testing has been conducted and,
for purposes ofthis document, cultural resources can only be preliminarily assessed for
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significance/importance using National Register of Historic Places (NRHP) and CEQA
criteria.

When final trail alignments are selected and specific information related to site
construction activity (i.e., earth removal, depth of grading, etc.) are knowq
archaeological (deposit bearing/cultural resources (prehistoric) would need to be
evaluated. If sites are identified, testing is usually required to determine significance
and/or importance. The testing evaluation establishes site size, extent, deptll integrity,
and potential to address important research questions. This information can then be used
as a means of accurately assessing impacts to these important resources, and to guide
development of the project to avoid the sites or implement appropriate and feasible
mitigation measures.
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COASTAL RAIL TRAIL
SENSITIVE WILDLIFE SPECIES KNOWN FROM

THE PROJECT VICINITY

Sp.ci.s Sartus I Affectcd Jurisdictions
Commor Nrma FGd.r.VStrl. Jrn F.b Mer Apr Mrv Jun Jul A"t s.p Oct Dcc o c D SB DM SD

Pacific linlc p,r€kcr mousc FD"

Leasl B€ll's,'ireo FE,/SE X
Cslifomra gnatcatcher FT/CSC x X
Caclus wr.n ..icsc x
Calilbrinr l€ast tcm FE/SE
Light foorcd clapp.r rail FE,/SE

Beldin*'s sa'annah .i SE X X
Crlifomia broqn pahcan FE/SE
Arncrican oere!nne falcon FE/SE

Golden eagle BE.d/SP
Blac\-cro\r'ncd niFht heron .lCSC X X
Grcat blue hcron ../CSC X
Doublc-crcstcd cormorant *./csc x
Northcm ha.frier;- i---.-...------

.../csc
---_::r:;:- x X

Bufiowing orvl incsc X x
Sharpshi nned hawk 'CSC

Cooper's h.wk /csc . i,'i r!'.. !,/ x x x
Whitc-tail.d krre +TlSP x X

*r/csc .> ,j

Yellow-breasred char /csc x
FT/CSC

Rcptilcs
Southwcst.m pond rurtlc .r/csc

X
Orange-throated whiprail /csc x X

Amphibirns
Califomia redlcragcd 60g FTi'+ +

!'ish
Tidc*atcr goby FE,/SE X

Invartcbretca
Riversidc fairy shnmp FEi 1'
San Dego fairy shnmp PFTi ' '-i
Vcrnal pool fairy shrimp FT/l'

= period oflme whcn sun cvs csn b.
thc brc.drnF scason. usuall) rhc opumat om€ tor srmcys lo bc conducr.d

: fedcrlllt endangcrcd

SE c rlsbad
= fcdcrally thrcatcncd Elrctnt|as

PE = currcntly pcrilion.d fcr fcdcrai cnd& ilaTUS Bt
BEA Kler thc D3l Mar

SP

csc - Califomia specics of fiom rhr ofthc rlignrnct
= no suttui .l= species may occur in thc vrciniry oftic abgnmcnr
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Public Participetion Process

Throughout the developmeut of this projecL numerous public meetings and wortshops
were conducted. The purpose of these meetings was to inform the public about the
project, encourage public interest, and to solicit public response and commerts.
Generally, the format of the meetings included a slide presentation, scope of the project,
funding, the procesg and project schedule followed by questions and answers. The
workshops were conducted by a team consisting ofthe project man4ger, Steve Jantz from
the City of Carlsbad and the Transtech Engineers, Inc. staft Additional support was
provided by the Coastal Rail Trail Committee members.

The attendance at these presentations varied from five attendees at the Solana Beach
Historical Society to over 100 at the lst Annual San Diego Trails Council Conference
held in Descanso. Overall enthusiastic comments were received at these community
workshops and presentations about the project. The most frequurtly asked questions or
comm€nts included:

Question: How many people do you expest to use the trail?
Answer: Based on ppulation projections, pak season usage, utd coneryording

datafron other simils trails, it is esimaed that over 7 million bicyclis*,
jogers, walkers, od roller bladers will use the trqil anrualb.

Question: This trail might be fine for some people but I won't use it.
Reqonse: The intent of the trail is to prwidc a trailfacilityfor those prsons who

cte not comfutable biking on a busy rdway, adjacent to trafrc. The
trail will prwifu a walHng corridor for pedestrims as weIL

Question: Will the bicycle lanes on Highway 101 be removed whenthe Coastal tbit
Trail is completed?

Answer: No, the So t Diego Bicycle Use md Annde Sumvy cordtcted in May
1994 concfuded tM 4I% of persons did rnt bicycle becmtse thcre was a
" lrch of desired bikc facilities " . The Cmstsl Rriil Trail will prwide a

frcilitylor tlpse users who da not carrently bilcc on the rod-

Question: When the projest is complete will there no longer be the packs of
bicyclists on Highway l0l ?

Answer: Bicyclists who carrently rifu in the street will probably cottirue to ride in
the street.

Question: What are tJre economic benefits ofthe trail?
Answer: Trail users ryerd qprmimately $14/per capita" It is estimued tlut the

trail will have qproximately 2.1 nillion uruol no*locql users which
will gercrate ot estimated $29 million ovnnlly to tlrc fur Diego region.

Question: Who will pay to build the trail?
Answer: The trqil is canently beingfundedthroughvtrious groils. It is tle intenl
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Question:
Answer:

Question:
Answer:

Question:

Answer:

Question:
Answer:

Question:
Ansvter:

Question:
Attswer:

Question:
Attstper:

of tlre sb cities lo contimte to purfle grartfunding to design ud
construct the trail.

Who will maintain the trail?
It is assmed mointenutce will be peformed by the jurisdictiut inwhich
the trail is leoted However, the six cities nuy consifurforming a
regional trail efihority (a JPA) or assigning tlre motutetwrce
responsibilifies to qt existing regiotul agencyfor couditntion and cosl
savings benefi*.

Does the trail have to be paved?
The trail is being desigrred to CalTrms stordsdsfor a Class I Bikeway
ond Americwts with Disobilities Act. A Class I Bifoway is defined as a
"minimm pavedwi&hfor twGwqy bike Wth srull be 8feet". A pa'ed
urface mry be asplnlt, concrete, or a hod wrfrce slurry val fin blends
reith the erwirorunent. Each jurisdiction may select a pwing urface tfu is
more condtcive to their Wticulq location.

Will there be a fence? How high will the fence be? What is the purpose
ofthe fence?
A bsrier, either wgetation orfencing, is recanmerdedwhen tlrc trail is
Iocated closer tlwt 25 feetfrom tln edge of the trail to the centerlinc of
the closest track otdwhere lhe vertical sepation is less tlwt I0feet.
Height of aferrce or vegetation bsrier will be determirred in the design
plwse based on the specific circumstutce.

Will there be landscaping betwe€n the trail and the railroad?
Lwtdscqing is recommerded to provide a plrysical brrier between the
trail ed the railrM, as well as prwide viual ryality.

Does the railroad owner want the trail?
The Bwdof Directors of the fut Diego Nonhem Railway Insforinally
wpportedthe construcfion of the Cmsnl Rail Troil udis a signtory of
theMOU..

How close will the trail be to the railroad?
The tral*ll be locsted a minitmtm of 15'from the centerline of tle
railrd. In seqs where the right-of-way permits, tlv trail wiU be located
fwther.

How soon will it be completed?
The trAl$ll be constnrcted in phaxs, asfinding is achieved, wer a
perid of ten yeus. Thefirst plnse is sche&rled to begin construction in
1999.I

I
T
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Question:

Ann+ter:

Will thcre be more than one trail - one for bicyclists and one for
pedesuians?
Where the right-of-woy is wide, it is recommerded tM a sepoate trailfor
pefustrims be constructed
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Public Meetings

Meetings were held at the following locations and dates:

Date 0reanization l,ocation
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09120/95 Parks and Recreation Commission
01110196 City Council
02113/96 City Council
02114196 Optimist Club
02121196 Planning Group
03118196 City Council
05/29/96 Bicycle Advisory Comminee

-- 06103/96 ROSE Extension Committee
06106196 Rose Canyon Recreation Council
06/11196 American Public rfforks Assoc.

San DiegoAmperial Valley Chapter
r- 06112/96 Miriam Bear Recreation Council

06/19/96 Solana Beach Parks & Recreation
Commission

06/20196 NCTD Board of Directors

- 

08/01/96 Rose Canyon Recreation Council
r--=OE/05/96 RoseCitizens'AdvisoryCommittee

\--08/08/96 Torrey Pines planning Group
08/29196 Highway l0l Merchants Assn.
09/10/96 Solana Beach Chamber of

Commerce
City Council
Solana Beach South Sierra
Homeowners Assoc.

09119196 Solana Beach Tennis Club
09123196 Solana Beach Historical Society

09124/96 San Diego C,ounty City Engineers
09124196 City Council
09130196 South Cedros Merchants Assoc.
1010l/96 City Council
10/04/96 San Dieguito River park

Citizen Advisory Committee
10/05196 San Diego Trails Council

lst Ailual Conference
10107/96 City Council
10115196 City Council
10125196 Liability Workshop
11105/96 City Council
11113196 City Council

City of SolanaBeach
City of Oceanside
City of Carlsbad
Del Mar Hihon, Del Mar
NAS Miramar
Solana Beach
SAIIDAG, San Diego
Scripps Miramar Ranch Library
Doyle Recreation Center, San Diego
City of Carlsbad, Engineering Office

Clairmont Recreation Cent€r
City Council Chambers, Solana
Beach
NCTD, Tremont Stre*, Oceanside
Doyle Recreation Center
Scripps Miramar Ranch Library
Center
D€l Mar Heiglrts School, Del Mar
Solana Beacll CA
Highway l0l, Solana Beach

City of San lvlarcos
Solana Beacb, CA

Solana Beacb CA
Fletcher Cove Recreatiorq Solana
Beach
City of Carlsbad
City of San Marcos
Belly Up Taverq Solana Beach
Solana Beactr, CA
Rancho Bernardo Heights Rec.
Center
Descanso, CA

City ofDel Mar
SolanaBeach
City ofCarlsba4 Safety Center
City ofCarlsbad
City of Encinitas

09n0t96
09n9t96
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ru02t96
la05D6
ruog/96
ru18196
0v08t97

--031t9/97

04/29197
04/t6/97
ostr7t97

_-06,103197
06/tv97
06n3t97

o6t23t97

-- 07to3t97

! o7n9/97

12t02t97
02t06t97

12n8t97
0Ur5/e8
0v29t98

03/02t98

03/24198

05104198
o5t07t98

.--_ o5n2l9E

9/22198

City Council
Bicycle Coalition
Encinitas Workslrop
SAI.{DAG
City Council
City of San Diego City Council
Natural Resource Committee
Operation Lifesaver
Frederick R Harris, Inc.
Agua Hedionda Lagoon Committee
Mssion Bay Park Committee
Old TownPlanning Group
Solana Beach Civic Association

Pacific Beach Community Planning
Committee
Pacific Beach Planning Group

Transportation Committee

San Dieguito River Valley
Ad Hoc CoastalRail Trail
Committee
NCTD/MTDB
M1DB
I st International Rails-to-Trails
Consewanry Conference
City of Carlsbad Traffrc Safety
Commission
Carlsbad Village Business
Associetion
Northwest Quadrant Association
Rotary Club -Carlsbad
MCAS, Miramar
Community Land Use and
ldanagement Planning Committee
Oceanside Chamber of Commerce

City ofDel Mar
Tierra Santa Recreation Center
City }Ialf Encinitas
SanDiego, CA
City ofoceanside
SanDiego, CA

Los Angeles, CA
City Hall, Solana Beach
Carlsbad, CA
Mission Bay Park
Old TowU San Diego
Pacific Coast Grill
Solana Beach
San Diego, CA

Pacific Beach Library
Pacific Beach
Administration Building
San Diego

City ofDel Mar

SanDiego, CA
San Diego, CA
San Diego, CA

City of Carlsbad, City Cormcil
Chambers
Carlsbad Inn

Private Residence, Carlsbad
Raintree Inn
MCAS, Miramar

El Camino Inn, Oceanside
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Coastal Rail Trail Committee Meetings

At the onset of the project, the Bicycle Advisory Committee of San Diego Association of
Governments created a staffadvisory committee to oversee the project. This Coastal Rail
Trail Committee met on a monthly basis and was composed of represantatives from each
ofthe six agencies. The meetings were regularly attended by staffrepresentatives from
the Cities of Oceanside, Carlsbad, Encinitas, Solana Beacb, Del Mar, San Diego and the
San Diego Association of Governments, North County Transit District, and California
Department of Transportation. Other agencies that were notified of the meeting but did
not attend on a regular basis, including the Metropotitan Transit Development Boar4
NAS Miramar, and MCAS El Toro.

Except for two occasions, the Coastal Rail Trail Committee meetings were held at the
City of Carlsbad, Engineering OfFrces, 2075 Las Palmas Drive, Carlsbad on the following
dates:

March 1, 1996
April 18, 1996
June 13, 1996
July 25, 1996
September 26,1996
December 12,1996
February 27,1997
May 29,1997
July 31, 1997
Septunber 25,1997
Novernber 20,1997
March 12, 1998
April20, 1998
June 25, 1998
August 27,1998
November 19, l99E
May 25, 2000
July 27,2000
October 26.2000

March 21, 1996
May 16, 1996
July ll, 1996
August 29, 1996
October 24,1996
January 23,1997
March24,1997
hne26,1997
August 28,1997
October 23,1997
January 22, 1998
March 26, 1998
May 28, 1998

July 23, 1998
October 22,1998
April2l,2000
June 22, 2000
August 24,2000
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Question:

Response to Questions from
*Addressing Liability of Rails with Trails'

lVorkshop

Are the RTC case studies relevwt to the Coqsnl Roil Trail corridor.
specifically in regods to high speed rail operationf?

Response: Twenty-three (23) of the thirty-seven (37) case studies in the Rails-to-
Trails Conservanoy's '"Trails-with-Rails Study'' are located along mainline railroads,
which typically involve higher train speeds. One of those, the Irvine Itail trail, is acnrally
on a similar type of high speed mainline as the Coastal Rail Trail and has essentially the
same train frequencies and speeds. There are other Rail trails adjacent to mainline
railroads with high speed rail sernice located in San Fernando Valley, Davis, Sacramento,
and other locations throughout the United States.

There has been no known research published that correlates train speed with higher
pedestrian or bicycle accident rates. The existing high speed railroad corridors in
Californiq Illinoig and the Northeast United Stafes, including the NCTD corridor, all
have grade crossings and parallel roadways where pedestrians and bicyclists are
permitted near and on (crossing) active tracks.

It may be useful to consider comparable situations to help arsw€r this question. Cities
throughout San Diego County, California, and the Unit€d States, regularly approve and
build bike lanes and crosswalks that put pedestrians and bicyclists either directly in the
path of motor vehicles or within two or three feet of motor ve;hicles. Sidewalks and
crosswalks are acce,pted because it is assumed that a) pedestrians need to have access
along and across streets and b) pedestrians can make a decision when it is appropriate
(safe) to cross a street. Some of these roadways, zuch as Pacific Coast Highway in San
Diego County, carry over 20,000 vehicles per day, traveling at speeds of 55 miles per
hour. There are documented accidents on these roadways involving pedestrians aod
bicyclists. From the perspective of placing pedestrians and bicyclists close to vehicles
which can cause injury or deAtr, a high speed railroad line with 30 trains per day poses
substantially less of a safety risk than bike lanes or crosswalks on a busy high spe€d
arterial.

It may be argued that railroads are not similar to roadways in thA they may athact
people, especially childreq to walk or play on the tracks. Other than 'No Trespassing
Signs," there is little to deter anyone fiom crossing or walking along the railroad. It
could be axgued rhet the pres€nce of an astive trail in the corridor would increase
visibility and diszuade loitering or playing on the tracks. More importantly, people who
currently wdk along the tacks would be able to discontinue walking on the tracks and
walk on a trail.
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Question: How mury of the RTC case studies se acnally lrcqtedwithin (as opposed
to djacent) the railrmd right-of-way?

Response: The RTC Report states that relatively feut (22%) of the rail trails are
located within the active railroad corridor. The study does identi$ tll,o;t 55% of the trails
were located within 20 feet or less of the tracks, which would put them very close to
active railroads. Res€arch performed by NCTD indicates that about 26Yo of the trails
were located wilhin astive railroad corridors.

One purpose of the RTC shrdy, and the reason it was included in this report, was to
identi$ whether there are safety problems associated with locating trails near active
railroads. Safety is a function of proximity, fencing, and other physical and operating
characteristics ofthe conidor. Safety is not direotly related to land ownership. There arg
however, numerous examples of trails being located on easements within active railroad
right-of-ways. For examplg the Alton Trail in Santa Ana is located on an easement
within an astive Union Pacific Railroad corridor.

The liability exposure of a railroad is typicdly no greate,r when a rail trail is located on an
easement within the right-of-way, than if it is immediately adjacent to the right-of-way.
First, it is comrnon for a Rail trail to indemni$ the railroad as part of an easement
agreement. Second, there is no documented correlation between rail trails along active
railroads and safety problems. Finally, regardless of the rail trail location the railroad
itself will remain private property and be fenced" patrolled, and/or signed as needed.

Qaestion: It rypeus to be the general rule tlnt fercing is provided between the rail
ffail @rd tracks when the trail is located within the roilroad rightof-wry. What is the
planfu the Custal Rqil Trqil?

Response: According to the RTC study, fencing is provided on approximately 2@/o of
the 37 facilities surveyed. fire final draft Coastal Rail Trail Project Study Report @SR)
recommends that barriers be provided wherever the trail is located closer than 25 fu to
the centerline ofthe nearest tach and where there are existing informal crossings that
need to be channelized. The Coaster Rail Trail will be located as far away from the nacks
as possible. Barricrs would likely be provided in all constrained parts ofthe corridor.

Where the Coastal Rail Trail is located closer than 25' to tlte tacks, a 48n-60n barrier is
recommended of a solid type to help baftle noise and wind. Breaks in the barriers are
recommended every 500 feet, unless a suitable grade separated crossing is provided.

Question: Are there wry existing rail trails located within rqilrmd corridors that
lwve high speedrail semice, utdalso lrsve the sureferrcing specifications as the Cmstal
Rail Trail?

Response: There are at least two rail trails that meet this criteria in Califomia. First,
a rail trail has been designed, approved, and currently out to bid in Palo Alto that is
located within the CalTrain right-of-way. The trail is within 20 feet of high speed trai4
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and is fenced. Seoon4 therc is a section ofrail trail located neld to the Southern Pacific
Railroad mainline in Sasramento that is located within the railroad right-of-way, also
with a fencc. Specifics on these and other comparable facilities are being researshed at
this time.

Question: Is it a general ntle tlut trails located refr to octive raihods
udprwidc inurwrce protection to the railrmd?

Response: According to the RTC study, the vast majority (847o) of trail easements do
not indemnify or provide insurance protection to the adjacent railroad for incidents that
occur outside the trail easemerf. All rail rails provide their own insurance and complete
indemnification to the railroad for incidents that occur within the trail easement,
including breaches in fencing. The final arrangement with NCTD will need to be
negotiated as part ofthe implernentation proc€ss.

Question: If the troil is classified as a recreational facility (as uggested in this
report), would tlwt contlict with the tact tha the trail is being firwrced as a comrmtter
trmqortati on fscilittll

Response Muhi-use trails that are funded for commuter transportation purposes do
not preclude use by people for recreational purposes, nor are the uses conflicting.
Virtually all multi-use trails such as tle Coastal Rail Trail that are firndcd by
transportdion funding s<xrces have the goal of reducing vehicle trips to help relieve
congestion. This does not conflict with the fast that many trail users will probably be
recreational userq and therefore the trail could be defined by that primary use as a
recreational facility. In summary, recreational use of tle trail does not inhibit the use of
the trail by commuters.
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MIDB Doc.
oPs 940.8

L0348.0-98
4r5 )

MEMORANDUM OF UNDERSTANDING

BETWEEN TIm CITIES OF OCEANSIDE, CARLSBAD, ENCINITAS,
SOLANA BEACH, DEL MAR AIVD SANI DIEGO AIID TIIE NORTII SAIY DIEGO COI.JNTY

TRANSIT DEVELOPMENT BOARD AIYD SAN DIEGO METROPOLITAN TRANSIT
DEVELOPMEIVT BOARD F'OR COORDINATED PLANI\ING AI\[D DESIGN OF A MULTI.
MODAL, NON.MOTORIZED TRANSPORTATION FACILITY WITHIN THE SAN DIEGO

NORTHERN RATLWAY FROM SAN LUrS REy RrVE& OCEANSIDE TO THE
SAI{TA FE DEPOT, SAII DIEGO.

WHEREAS' the Cities of Oceanside, Carlsbad, Encinitas, Solana Beach, Del Mar, and San
Diego, are hereinafter referred as Public Agencies; and

WHEREAS' the Public Agencies desire to develop a 42 mile multi-modal, non-motorized
transportation facility primarily within the right-of-way of the San Diego Northern Railway, hereinafter
referred to as SDN& from the San Luis Rey River in Oceanside to the Santa Fe Depot in San Diego,
hereinafter known as the Coastal Rail Trail; and

WHEREAS' the Coastal Rail Trail will provide altemative transportation opportunities, reduce
automobile trips, and thereby improve air quality; and

WHEREAS' the Public Agencies also recognize the regional benefits that a continuous multi-
modal, non-motorized tansportation facility will have on recreation, tourism, quality of life, and health;
and

WHEREAS' the San Diego Association of Governments (SANDAG) has designated the City of
Carlsbad as the lead agency in coordinatiug the planning and design effort for the "Coastal Rail Traif'
project and have formalized this action by designating the Coastal Rail Trail within the Regional
Transportation lmprovement Plan adopted by the sANDAG Board of Directors; and

WHEREAS' the North San Diego Coruty Transit DevelopmentBoard (NSDCTDB) and the San
Diego Metopolitan Transit Development Board (MTDB) own the SDNR righr-of way, with North County
Transit District (NCTD), the operating entity of NSDCTDB, serving as the managing agency; and

WHEREAS'the SDNR was purchased for use primarily as a rail transportation corridor, hosting
a federally designated high speed passenger corridor, as well as rail freight operations and;

WHEREAS, the Public Agencies desire to develop, maintain, and operate the Coastal Rail Trail
within the SDNR right-of-way as an ancillary use subordinate to the primary use; and,

WHEREAS' the Public Agencies acknowledge the imporance of designing a trail that is safe and
is separated from the railway; and,

No.
(PC
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WHEREAS' tbe Public Agencies desire to develop the Coastal Rail Trail within the SDNR right-
of-way, if feasible duEio railway, legal, and land use limitations; and

WHEREAS, in those segments of the San Diego Northern Railway right-of-way not suitable or
feasible for the Coastal Rail Trail alignment, the Public Agencies intend to explore altemative alignments
utilizing city, state, or federal highway, utility right-of-ways, and private property; and

WHEREAS' the Public Agencies inrcnd to work closely in a cooperative effort with NCm,
MTDB, and other affected local, state, and federal agencies to plan and design the Coastal Rail Trail in
portions of the right-of-way not intended for railway and light rail use; and

WHEREAS' the Public Agencies, agree to work cooperatively to develop implementing
agreements for the Coastal Rail Trail with affected properfy owners and to pursue grant funding for
constuction, operation and maintenance of the Coastal Rail Trail facility.

NOW' THEREFORE' BE IT RESOLVED by the Public Agencies and the Board of Directors
of of NSDCTDB and MTDB as follows;

l. That the above recitations are tnre and correct.

2' That the City Man"ger of the cities of Oceanside, Cailsbad, Encinitas, Solana Beacb Del
Mar, and San Diego, and the General Manager of NSDCTDB and MTDB are hereby
authorized to execute, on behalf of each City or Board of Directors, the Memorandum of
Understanding regarding the proposed "Coastal Rail Trail"with the Cities of Oceanside,
Carlsbad, Encinitas, Solana Beach, Del Mar, and San Diego and NSDCTDB and MTDB.
a copy ofwhich is attached as Exhibit "A" and incorporated by this reference.
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Date::' lL;-25-lQ

ou,', rs\ry \q u

o*' 4'-3-?z

Date:, //- 21- ? 7

r-__,r
! ^r.pno.,?.o 

AS TU F(tIr I

CITY OF ENCIMTAS

aurcn Wasserman, City Manager

CIIY OF DEL MAR

Lauraine Brckke-Esparc4 City Manag

CITJ€I SAN DIEGO

Jack lllcGrory, City Manager



Page 4 of MOU Erhibit A
CONCEPTUAL AGREEMENT FOR

COORDINATED PLAIIFIING AND DESIGN
OF TIIE COASTAL RAIL TRAIL

The railway from Oceanside to San Diego connect the jurisdictions of the Cities of Oceanside,
Carlsbad, Encinitas, Solana Beach, Del Mar, and San Diego and offers the oppornrnity to create a 42 mile
multi-modal, non-motoriud transportation facility known as thc Coasal Rail Trail. In order to develop
lhe Coastal Rail Trail and provide a regional benefit, a coordinated effort of the jurisdictions and
NSDCTDB and MTDB is required.

WHEREAS' the Cities of Oceanside, Carlsbad, Encinitas, Solana Beactr, Del Mar, and San Diego
border or lie within the boundaries of the san Diego Northern Railway right-of-way; and

WIIEREAS' the Public Agencies agree that it is thcir goal, if feasible, to create a continuous
multi-modal, non-motorized transportation facility for the benefit of the Public; and

WHEREAS' the Public Agencies are willing to enter into a Memorandum of Undcrstanding to
coordinate plaruring and design of the affecting the *Coastal Rail Trail' project in conjunction with
NSDCTDB and MTDB.

NOW TIIEREtr'ORE the Public Agencies haeby agree to study, researclL coordinate, plan, and
design the "Coastal Rail Traif'through coordinated funding, planning, environmental, and design effort
to achieve a continuous 42-mile multi-modal, non-motorized transportation facility. This coordinated
effot shall include the following:

COORDINATION: The design and planning effort shall be coordinated betwcen the public
Agencies, NSDCTDB, MTDB, and other affected propcrty owners, as well as related agcncies including,
but not limited to, NAS Mirarnar, Catifornia Public Utilities Commission, Califomia Transportation
Commission, Califomia Coastal Commission, U.S. Army Corps of Engineers, Califomia Deparrnent of
Fish and Game, and the U. S. Departnent.of Fish and Wildlife.

PLANMNG: The planning effort shall consider issues related to the development of the Coastal
Rail Trail within the railway right-of-way, from the San Luis Rey River in the City of Oceanside to the
Santa Fe Depot in the City of San Diego and shalt consider alternative alignments or ternporary alternative
alignments that might be necessary due to railway use, legal, liability, physical or finding cons6aints.

DBstilN: The dcsign effort shall result in a 30% preliminary engincering design to assist the
Public Agencies in developing consistent design standards, and analyzing costs to constnrct and maintain
the Coastal Rail Trail and related facilities.

CRTMOU082996

I
I
I
I
I
I
I
I
T

I
I
I
I
t
I
T

I
I
I

2M



Appendix F'
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FORM OF AGREEMENT

AGREEMEI{T FOR THE USE OF BORTIONS OF
RAILROAD RICET-OF.WAY IN THE c|TY OF

This License (the *Agreement") is rnade this 

- 

day of ...-, 199-

between the NORTH SAII DIEGO COLINTY TRAIISIT DEVEITOPMEI.IT BOARD, ovmer

and operator of the SAI',1DIECTO NORTIIERN RAILWAY (Railroad"), hereinafter referred to

as'T.{CTD," and the hereinafter re,ferred to as'CITY."

RECITALS

A CITY desires to usc the portion ofthe Railroad right-of-way (the'fight-of-Way'')

owned by NCTD and more particularly described in Exhibit I attached hereto and made a part

hereof(the "Property") for public recreational activities, including but not limited to, cycling

jogging, and walking.

B. CITY has designed a traiVpark (the 'Trail') to be dweloped for public use in the

City. The Trail will be configured and located generally as shown on the drawing attached hereto

as Exhibit 2 and made a part hereof

C NCTD and CITY intend the Tnil to be a pert of the'Coastal Rail Trail" being

dweloped by a number of local cities and agencies in cooperation with NCTD (the 'Rail Trail).

NOW THEREFORE, in corsideration of the munral covenarts and conditions contained

herei4 the parties hereto agree as follows:

l. Grant of Use Rights. NCTD hereby sgrees to allow the CITY to use the Property for the

purposes described in scction 3, below, nrbject to (l) all preexisting rights, interests and
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easements afecting use of the Property and (2) all rights, interests and easements affecting use of

the Property grsnted or conveyed by NCTD during the term of this Agreement that do not more

than minimally interfere with CITY's use of the Prop€rty, 8nd upon the terms and conditions set

forth in this Agreement, for 8 term of fifty (50) years @inning on

199_ (the "Commenc,ernent Datc') and ending on or at an earlier

date as is hereinaft,er provided (the "Term").

2. PaymentofUseFee. CITYshallpayausefeetoNCTDinthesrmofonedollar($1.00)

as partial consideration for the use ofthe Property, payable in advance, on the frst day ofthe

Term.

3. Permitted Use

3.1 During the Tenrl the Property shall be used for the orclusive purpose of tlre

construction, maintenance and operation of the Trail, and for uses normally incident to that

purpose. CITY shall oot use or permit the Property to be used for any other purpose without the

prior written consent of NCTD. CITY shall not commit or permit the commission by others of

any damage, nuisance or waste on thc Property. CITY shall not place or permit to be placed

upon the Property any gssoline or any hazardous or erplosive material, wast€ or substance.

CITYs use of the Property shall not interfere with any railroad operations on the Right-of-Way

3.2 If CITY, its ruccessors or assigns, drall use the Property for any purpose other

than as stated in this Section 3, or fails to act in strict accordsnce with the provisions of this

Agreement, then NCTD strall provide CITY with a tfunely written notice of any clairn of default,

meet and confswith CITY regarding said claim of default, and allow CITY an opportunityto

cure said default so long as CITY proceeds expeditioudy to crre said default. If CITY fails to

2M
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cure said default in a timely manner, NCTD rnay enercise its rernedies at law or equity against

CITY.

3.3 No vehicular or pedestrian oossing overNCTD'stracks $all be installed orused

by CITY without the prior written permission ofNCTD.

3.4 CITY slnll cooperate with NCTD and other local agencies in the dwelopment and

operation of the Rail Trail and shall permit the use of the Trail 8s s part of the Rail Trail under

such terms and conditions as are approved by CITY, which approval shall not be unreasonably

wittrheld.

3.5 It is expressly understood and agreed by CITY that CITY shall use the Property

without interference or damage to the pipe lines, electric trEnsmission lines, telephone lines, other

communications facilities and other frcilities of like ctraracter, odstiqg or constructed during the

Term of this Agreement over, under, along and across the Property or the adjacent NCTD Right-

olWay. CITY hereby agrees that it will indemnify and save harrrlessNCTD and its licensees and

invitees from and agsinst any and dl liability for any such interfenence or damage.

4. Development Standards. The use of the Property for the Trail slrall be zubject to the

fo[owing dwelopment stsndsds:

4.L Thc landscaping of the Property shall be nrbjcc-t to the following

conditions and restrictions:

(a) No sprinklers or irrigation waters are perrritted within the Right-of-Way

outside of the Propert56

O) Adequatc drafurage must be provided for the Property so tbat at all times all

water shall flow away from the rails and ties and other railroad facilities; and"
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(c) No vertical obstruction shall be permitted within 25 feet of the center line

of the railroad tracks. Trees and shrubs must be planted more than 25 fbet from the

center line of the railroad tracks. Howwer, no tree limbs slnll encroach into that

area which is 12 % feet fiom the ccnter line ofthe railroad tracks and no tree shall

be placed or allowed to grcw so as to sreate I risk of a tree or tree limb falling

onto the railroad tracla.

4.2 Portions of the Trail" including the pedestrian patb, may be liShted and in no

instance shall any vertical object be closer than 25 fexl. from the center line of the railroad tracks.

4.3 CITY, at its own discretion and expense, shall install sign4ge in connection with

the Trail subject to the prior approval of NCTD concerning the size and location of any signage.

In no instance strall any signage be closer than 25 fwt from center line of the rafuoad tracks.

4.4 CITY shall construct some form ofbarier, the design ofwhich shall be approved

by NCTD, betlveen the Trail and the railroad track and facilities to prevent users of the Trail fiom

entering onto the portion of the Right-of-Way that is not the Property.

5. Construction Matters.

5.1 CITY agrees tttat all work to be done herannder by CIIY and/or its contractors in

the constnrction and/or maintenance of improvernants on the Property shall be performed in a

good and worlcmanlikc rnalmer and in accordance with plans and specifications approved by

NCTD, which approval shall concern only those mattef,s occurring oq within or under the

Property and are related to railroad operations, improvcrnents or equipme,ut. Only those changes

or modifications during constnrction that 8fec't the Property and/or are related to rail retated

operations, improvements or equipment shall be zubjecl to approval by NCTD, which approval
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shall not be unreasonably witlrheld or delayed. All work performed on, over, or under the

Property shall be done to the satisfaction ofNCTD.

5.2 In the construction ofthe Trail CITY shell require its contractor, at the

contractor's exp€ns€, to:

(a) obtain a Right-of Entry Permit fiom NCTD, I copy of which is attached

hereto as Erfiibit "3," and

O) procure and maintain in force at all times during the construction of the

Trail, and for additional periods as described in the specifications for the

construction of the Trail the insurance required by the Right-of- Entry

Permit.

5.3 CITY shall reimburse NCTD within 30 days of invoice for all costs and expenses

incurred by NCTD (including t7.2%o administrative fee) in connection with the planning design

and construction ofthe Trail induding but without limitatio4 consrltants fees, mark out of

railroad facilities, the expense of furnishing inspectors, security and flag protection as NCTD

deems necessary, the installation and removal of false work beneath tracks, equipment rentals and

restorations of the Right-of-Way.

5.4 Flag protection shnll [s required when construction ofthe Trail and/or CIIY's

operations on or adjacent to the Riglrt-of-Way present a dangen to NCTD's rail facilities. NCTD

shall determine the need for Flag Protection in its sole discraion. CITY agrees to errccute time

cards as required by NCTD personnel providing Flag Protection services.
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5.5 The following individuals shall be contacted prior to the start of construction of

the Trail and shall be the CITY'S contacts regarding work on the Property:

(a) NCTD Contacts. Contact Noel Peck ar (619) 967-ZE6E (810 Mssion

Ave., Oceanside, CA 92054) or Chip Wilett at (619) 966,-650/. (810 MssionAve., Oceansidg

CA92054) at least 7 days prior to the start of any work on the Rigtrt-oFWay.

O) MCI Contact. Contact Lowell Hardy ofMCI Telecommunications

Corporation at 905 EastDiscoveryLane, Anaheh CA 92801 (310) 608-1939 priorto any

cxcavation in the Righrof-Way.

(c) IvIFS Contact. Contact Thornas Stames ofPrice Technical Services at

7l2l Engineer Rd., San Diegq CA 921I I ((619) 277-3222) yior to any orcavation in the Right-

oiWay.

5.6 NCTD shall have the right to enter the Property to post notices of non-

responsibility. CITY shall not permit any mechanics' or other liens to be filed against the

Property nor against CITY's interest herein by reason of labor and mat€rials fumished to the

Property at CITY's insistence or request. If any such lien is filed against the Property, CITY shall

cause the sarne to be discharged of record either by pE/mcnt of the c,laim or by posting and

recording the bond contemplated by California Civil Code 3143, within twenty (20) days after

demand by NCTD. CffY shall indemnity, hold harmless and defend NCTD from and against any

such lien.

5.7 Thc requirements stated in this Agreccrent rclated to th€ construction ofthe Trail

shall be specifically identified in any project specifications urd bidding documents prepared by
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CITY for the constnrction of all or any part of the Trail and stnll be ubject to approval by

NCTD.

5.8 Any contractor or zubcontractor performing work o4 or in connection with the

CITY's use of or entry onto the Property pursuant to this Agreemcnt, shall be conclusively

deemed to be the servant and agent of CITY, acting on behalf and within the scope of such

contractor's or subcontractor's employment for CITY and zubjcct to the provisions of this

Agreement.

5.9 Any and all constnrction work performed or caused to be performed by CITY on

the Property shall be performed in accordance *ith -y and all applicable laws, rules and

regulations including but not limited to, the AI\{ERICAI{ RAILWAY ENGINEERING

ASSOCIATIONS IVIANUAL FOR RAILWAY ENGINEERING, currcnt editioq and such rules

and regulations as 8re established byNCTD. CITY shalt submit work plans to NCTD for review

and written approval. Any zuch Work must be canied out pursuant to work plans approved in

writing by NCTD. In additioo, flag protection chall gs lequired and paid for by the CITY when

CITYs use of the Property presents, in the opinion ofNCTD, a potential danger to rail operations

on the right-of-way. NCTD shall determinc the need for Ftag Protirtion in its sole discretion.

6. Maintenance.

6.1 CITY acknowledges and agrees that NCTD shall harre no obligation ufiatsoever to

maintain or repair tle Property. CITY drall be solely resporuible for maintenance and repair of all

improvernents constnrcted on the Property and all costs in connestion ther€nith, including but

not limited to, the repair, resurfacing and resealing ofthe pedestrian puh and the watering and

maintenance oflandscaping as neaessary. CITY shatl pcrform all maintenance and ctean-up of
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the Property and the improvemeuts thereon 8s necessary to keep both in good order and a safe

condition and in accordance with all applicable Federal and state laws and regulations.

6.2. CITY acknowledges thar the use ofProperty (including the pedestrian path) by

NCTD and others entities havfurg rights to use the Riglrt-of-Way is necessary for the maintensnce

and repair of the improvernents, facilities and equipment on or within the Right-of-Way.

Accordingly, NCTD, and its agentg invitees, licensees and employees, sball have the right u any

tirne to barricade any portion of the Property urd prwent public usc thcreof on a temporary basis

as NCTD deems necessary for the duration of repair work. In the e\'€nt such barricading is

installed" NCTD shall providc prompt notice to CITY by phone ortelefa,x and in accordance with

Section 17, below. In the orercise of rights under this Section 6.2, NCTD shall ensure that

adequate precautions are provided for the protection ofauthorized Trail users.

7. Dutv of Care ofNCTD As To Improvernemts. NCTD strall exercise all reasonable care

and precaution in the normal mursc of its business to aroid damaging the Trail improvements

constructed on the Property by CITY.

8. Indemnity.

8.1 In addition to and without limitation on any other provision ofthis dgreemen!

CITY hereby agre€s to investigarc, defend, with counsel approved by NCTD (should special

counsel be deeined necessary by cITr), indemnify and hold NCTD, and its memb€trs, officetrs,

agents and cnrployees, harmless from and against any and all loss, damage, liability, claims,

demands, detrimentq costsb chffges and orpenses (including attorneys'fees) and causes of action

of wbatsoev€r character which NCTD may incur, sustain or be srbject to on account of loss of or

damage to or destruction of property and loss of use thereof or for bodily injury to or death of
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any pefsons (including but not limited to property, employees, subcontractors, ag€nts, servants

and invitees ofNCTD, or any other p€rson to whom a duty of care is owed), arising out of or in

any way related, in whole or in part, to (i) the condition of the Property, (ii) the use of the

Properly by the CITY, including but not limited to, the authorized or unauthorized use of the

Trail by any persoq or (iii) the use ofthe Property by the general public for cycling jogging

walking or other activities, whether or not such loss, damage, destructio4 loss of usg injury or

death wasjointly caused by or contributed to by, and irrespective ofany negligence or alleged

negligence, active passive or otherwise, by NCTD, its officerg agents, servants or employees.

8.2. CITY funher agrees to indemnity and hold NCID, and its memberg officers, agents

and employees harmless from and against any and EU liability, costs, charges, penalties and

expenses, including reasonable attorneys'fees, which NCTD may incur as a result of or in

connection with claims, demands, or astion by any governmental entity or other parfy arising out

ofor alleged to have arisen out ofrailroad operations, including but not limited to, any release or

discharge of any toxic, flsmmsble noxious or othe,r hazardous material, including fumes, onto,

under, over, or within thc ait 
"pace 

ofthe Property or any part thereof or rny pond landscaping

or other elements ofthe Trail.

8.3. This indemnity shall not appty in cases ofwillfirl, gross, wanton or criminal

negligence on the part ofNCTD or its membery ofrcers, agerts, s€rvants or employees.

9. Condition ofthe Prolrerty.

9.1 CIIY warrants that it has inspected the Property and accepts the Property in an

*AS IS, WHERE IS CONDmON, WITHOUT WARRAI.ITY AS TO QUALITY,

CHARACTE& PERFORMANCE OR CONDffiON" with all frult and with tull knowledge of
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(i) the physical condition of the Property, (ii) a[ zoning and other land use laws and regulations

atrecting the Property, (iii) all matters of record relating to thc Property and (iv) all other

conditions, restrictions, encumbrances relating to the Property.

9.2 CITY hereby recognizes and aclnowlcdges that railroad tracls arc located on or

adjacent to the Property. CITY recogrizes that the c-trrent and potential ocpanded future

operation of trains over the Right-of-Way does and will produce vibrations, fumes, visual impacts

and noise levels which may be considered objectionable by thc cmployecs, agents, residents or

invitees of the CITY. With knowledge and understanding of thesc facts CITY hereby accepts the

Property as provided in this Article 9 and 4grees that no legal action or complaint of any kind

whatsoever shall be instituted against NCTD or other authorized users of the Right-oFWay by

CITY or on CITYs behalf as rezult of such vibrations, fumes, vi$al impacts and noise levels or as

a result of the operation oftle Right-of-Way.

10. Utilities. CITY slnll alrange and pay before delinquency all charges for utilitieg including

without limitation, water, power, heat, garbage, communications and sewer services reasonably

necessary to conduct cITYs pernritted use of the Propcrty under this Agreement.

I L Relocation of Facilities. If at any time NCTD in its judgment decides thag due to the

construction or relocation of a railroad facility or equipment, any part ofthe improvernents and

aPputensnces constntcted pursuart to the tenns of this Agreancnt needs to be relocated it shall

provide a uritten sixty (60) day noticc to CITY or its assipe{s). Thcreafter, CITY and NCTD

wil informally meet and confer to discuss the allocation of the cost of relocating the affected

public improvements and apputensnces. In the etr€nt that the parties cannot agree on the
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allocation of the co$ of relocating the atrected public improvements and appurtenances the

parties shdl srbmit the matter to mediation with a mediator agreed to by the parties.

12. Insurance.

l2.l In addition to the insurance required in Paragraph 5.2, abovg at all times while this

Agreement is in efect, CITY sha[ at its sole olpcns€, naintain comprehensive general liability

inzurance written tbrough an insurance company baving a Best's rating of B+ 13 or better and

licensed to do business in the State of Cdifornia meeting the requirements stated in this Article

12 in a form satisfactory to NCTD for not less than a policy amount of Two Mllion Dollars

($2,000,000) (stated on a per occurr€oce bases).

12.2 The policy of comprehensive general liability in$rance required by Paragraph 12,I

slnll include the following provisions:

(a) The insurance shall be primary, without right of contribution from other

insurance which may be in effect;

O) The insurance shall not be invalidated by the acts or omissions of other

insureds;

(c) The Luurance shall not be modifiable or cancelable or non-renewable

without 30 days'prior written notice to NCTD (except in the case of

cancellation for nonpayment of prernium in which case cancellation shall

not take etrect until at least l0 days notice has been given to NCTD). This

provision is hereinaftcr referred to as 'l.Iotice of Modification or

Cancellation";
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(d) NCTD and its memberg employees and agents sha[ be named as an

additional insured as its int€rests may appear;

(e) The insurance shall cover contractusl liabilities of CITY and NCTD,

including but not limited to this Agreernent;

(0 The insurance shetl include comprehensira property and personal injury

endorsernentq and

(g) Thc inzurance shall include a severability ofinterest clause.

12.3 tuiy unrbrella or excess liability insururce will provide that ifthe underlying

aggregate is exhausted the orcess cov€rage will drop down as primary iruurance and will provide

for Notice of Modification or Cancellation.

12.4 All policy or endorsemflt limitations relatfurg specifically to operations on or near

railroad property or track(s) shall be eliminated.

12.5 A properly completed certificate of insurance orccuted by an authorized

representative ofthe insurer or insurers and a certified copy ofthe policy or policing shall be

furnished to NCTD prior to the Commcncernent Date and no later than thify (30) days prior to

orpiration of any innrance policy. In the el,ent CITY fails to comply with this requirement,

NCTD may, but shall not be obligated to, obtain such innrance and keep the same in effect and,

upon demand" CITY shnll pay to NCTD the premium oost thereof.

12.6 The requirements as to the tJpes and limits of insurance coverage to be maintained

by GITY as requircd by this Article 12, and any approval of said insurance b!' NcrD and/or its

agents, af,e not intended to and shall not in any manner limit or qualify the liabilities and
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obligations otherwise aszumed by CITY pursuant to this Agreement, including but not limited tq

the provisions concerning indemnification contained in Article 8 of this Agreement.

12.7 CITY shall notifr NCTD within trrenty-four (24) hours afrer the occurrence of any

accident or incident on the Property or adjacent property which could give rise to a claim under

any ofthe ins.rance policies required hereunder.

12.8 Notwithstanding any other provision of this Agreement, the CITY may self-insure

for any risk set forth in this Article 12 in the mannen and to the entent that the CITY self-insures

for similar risl$ with respect to its operations, equipment and propaty. The manner in which

such self-insurance is provided and the ortent of such self-insrrancc strall be set forth in a

Certificate of Sdf Innrancq delivcred to NCTD and sigred by an authorized reprcsentative of

CITY, which fully describes the self-insurance prograsr and how the program covers tle risks set

forth in this Article 12. NCTD shall have the right to consent to CITYs self-insurance program

and any change made by CITY in its self-insurance program when any zuch change woutd affect

the coverage required by this Article 12, which consent shall be given in the errent that such

change will not materially, adversely afect NCTD. If at any timc during the term of this

Agrecrncnt the CITY elects to not self-insre, the CftY will mmplywith all applicable provisions

ofthis Articlc 12 to the odent it does not so sdf-insure.

13. Termination. This fureement may be terminated: (l) 8t Eny time upon the munral

agreenrent ofNCTD and the CITY or (2) as provided in paragraph 3.2, above. Upon termination

of this Agreernena, CITY slull leave the Property in a neat and safe condition and all repairq

alterations, additions urd improvement, made by CITy on the property pursuant to this

Agreemurt shall be the property ofNCTD and rsnain on the property. Howwer, NclD may, at
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NCTD's optior\ by thirty (30) day written notice of its intent to terminate, require CITY to

remove any zuch alterations and improvements from the Property and to restore the Property to

its original condition (normrl wear and tear orcepted) prior to termination of this dgreement at

CITYs sole cost and orpense. If CITY fails to do so, NCTD may perform such removal and

restoration in which casc CIIY shall pay NCTD within thirty (30) days rfter demand therefor the

cost of removal of srch improvernents. NCTD will use reasonable diligence in the removal of

such improvements if it elects to do so. Terminstion of this shall not release either

party from any liability or obligation hereunder rezulting fiom an went which occurred before

termination.

14. Reserved Freight Easement and CIher Railroad Uses. CITY acknowledges that the

Property (and the rights ganted to CITY by this Agreement) is srbject to a reserved freight

easement in favor of The Burlington Northern and Sana Fe Railway Company as zuccessor by

merger to the Santa Fe and the terms and conditions of the San Diego County Shared Use

Agreement by and between MIDB, NCTD and the Santa Fe dsted Octob€r 30, 1992 as well as

other rights and agreements that NcrD has entered into, or may enter into in the future

concerning the use of the Riglrt-of-Way for railroad purposes.

15. Attorneds Fees. If aoy party to this Agreeme,rt brings any action against the other to

enforce any provisions ofthis fureerrent, collcct any slm due under this Agreement, or if NCTD

brings an action for unlaurfirl daainer of the Property, the losing party strdl pay reasonable

attorney's fees ofthe prwailing party in addition to the judgement and court costs.

16. Nonwaiver. fire frilure of any party to this fureeurent to enforce or errcrcise its rights

with respect to rny tem, covenant or co'rdition of this Agrcernent shall not be construed as a



waiver of that terq @venant or condition for any srbscquent breach ofthe same or any otler

tenn, covenant or condition contained in this fureement.

17. Notices. All notices dntl b€ in writins and shall bc deemed to have been given when

delivered personally or deposited in the United Statcs Mail, registcred or certified, postage

prepaid, and addressed to the pafty to whom the notice is directed at the address set forth below.

To NCTD at: North County Transit DisEict
810 Mssion Avenue
Oceanside, CA 92054
Attn: Right-of-Way Liaison

or to such other address as NCTD may designate by written notice to the other parties to this

Agreernent.

To CITY at:

or to zuch other address as CITY may designate by writtcn notice to the other parties to this

Agreunent.

l8' Entire Agreement. This Agreemort sets forth thc entire agreernent between the parties

with respect to the Lic€nse of the Property and nrpersedcs all prior agreementsb communications,

and represeirtationq oral or written, ogress or implied eince the parties idend that this be an

integrated agrecmmt. This agrccrnent shnll 16 be modified orc€pt by written agreernent ofthe

parties.

19. Invaliditv of Particular Provisions. If any ter4 covenant or condition ofthis fureenrent

or the application thereof to any person or cirqrlstance shdl to any o6tent be invalid or

unenforccablc, the remainder of this Agreement or thc apptication of such tesn, covenant or
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condition to persons or circurnstances other than those as to which it is held invalid or

unenforceablg slull not be afFected therebS and each terr4 covenant snd condition ofthis

Agreement shall be valid and be enforced to thc fullest extent permitted by law.

20. Successors. This Agreement shall bind and inure to the benefit ofbothNCTD and

CITY and their respective successors, heirs and legal representatives.

IN WITNESS WHEREOF, the parties hereto have orecuted this Agreement as of the date

first above written.

CITYOF

Approved as to form:

City Attorney

NORTH SAI.I DIECO COIJNTY TRAIISIT
DE\IELOPMENT BOARD

Approved as to form:

General Counsel
North San Diego County Transit Development Bosrd

By

By
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AASI{TO

ACOE
ADA
ADT
APCD
APZ
AT&S.F.
BA
BFA
BRAC
CAA
CalTrans
CARB
CDFG
CESA
cEQA
CMAQ
CNDDB
CPUC
EIR
EIS
ESA
FHA
FRA
ISTEA
ITE
LCP
MHCP
MPO
MSA
MSCP
MTDB
MUTCD
NAAQS
NAGPRA
NARFA
NCCP
NCTD
NIIPA
NSDCTDB
NEPA
NRHP

Acronym Reference Guide

American Association of St*e lfighway & Transportation
Officials
Army Corps ofEngineers
Americans with Disabilities Ast
Average Daily Traffic
Air Pollution Control Board
Accident Protwtion Zone
Atchison Topeka & Santa Fe Railroad
Biological Assessment
Bicycle Federation of America
Base Close & Realignment Act
Clean Air Act
California Deparunent of Transportation
California Air Resources Board
California Deparfinent ofFish and Game
California Endangered Species Act
California Environmental Quality Act
Congestion Management Air Quality
California Nanrral Divcrsity Database Search
California Public Utilities Commission
Environmental Impact Report
Environmental Impact Statement
Endangered Species Act
Federal Highway Administration
Federal Railway Administration
Intermodal Surface Transportation Effi ciency Act
International Transportation Engineers
Iocal Coa*al Program
Multiple Habitat Conservation Prograru
Metropolitan Planning Organization
Mctropolitan Statistical Area
Multiple Species Conservation Program
Metropolitan Transit Developmerrt Board
lvlanual for Uniform Traffic Control Dwices
National Ambient An Quality Standards
Native American Graves Protestion & Repatriation Act
National American Religious Freedom Act
Nafifal Communities Conservation Plan
North County Transit District
National Historic Preservation Act
North San Diego Counrty Transit Development Board
National Environmental Protection Act
National Register of Historic Places



PSR
RTC
RTIP
RTP
RWCQB
RUS
SA}.IDAG
SDNR
SHPO
SRP
TSM
USDOT
us.F.ws

Projest Study Report
Rails to Trails Conservancy
Rcgional Transportation Improvement Plan
Regional Transportation Plan
Regional Water Quality Control Board
Recreational Use St*ute
San Diego Association of Governmeuts
San Diego Northern Railway
Stde Ifistoric Preservation Office
Scientific Review Panel
Transportntion System Management
United States Deparrnent of Transportation
United States Fish and Wildlife Service
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Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:

Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

TypicaI Funding Amounts:
Required Matching Funds :

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounrs:
Required Matching Funds:

Name of Funding hogram:

Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:
Required Matching Funds :

Name of Funding hogram:
Funding Type:
Summary Description:

Funding Summary

Transportation Equity Act for the 21st Century (TEA- 2f )
Federal
TEA-21 provides funding for roads, transit, safety and environmental
enhancements. General state and local improvements for highways and
bridges that accommodate additional modes of transit. Including,
capital costs, publicly owned intercity facilities, and bicyclc and
pedesrian facilities.
Cities, counties, transit operators. Special disricts may apply with
sponsorship from an eligible applicant.
Estimated at approximately $215 billion over the next 6 years, an
increase of approximately $60 billion over ISTEA legislation.
A, lL.S% match is required.

Surface Transportation Program Fund (STP)
(Section 1108)
Federal
The Surface Transportation hogram is a block grant fund. Funds are
used for roads, bridges, transit capital and pedestrian and bicycle
proJects.

Cities, counties, transit operators, Caltrans and Metropolitan Planning
Organizations. Non-profit organizations and special discicts may also
apply with sponsorship from an eligible agency.
Approximately $535 million annually.
A local match of 2O?o is required for bicycle and pedestrian pro-iects,
I 1.5% is required for all other types of projects.

Transportation Enhancemenls Program
Federal
The TE Program is a 70Vo set aside of the Surface Transportation
Program. hojects must have a direct relationship to the intermodal
fansportation system though function, proximity, or irnpact.
Local, regional and state public agencies, special districts, non-profit
and private organizations. Cities, counties and Fansit operators must
sponsor and administer the proposed projects.
Approximatel y $630 million annually.
A ll.59o local match is required.

Congestion Mitigation and Air Quality Improvement Program
(CM.lq; (Sectton 1110)
Federal
Funds are available for projects that will help attain National Ambient
Air Quality Standards (NAAQS) identified in thc 1990 federal Clean
Air Act Amendments. Eligible projects includc bicycle and pedestrian
transportation facilities.
Cities, counties, transit operators, Caltrans and MPOs. Non-profit
organizations and Special districts may also apply with sponsorship
from an eligible agency.
Approximately $277 million annually.
A 2OVo local or state match is required.

National Hlghway System Fund (NHS)
Federal
NHS funds are to provide for an interconnected system of principal
arterial routes. The programs goal is to provide access to major
population centers, international border crossings, transportation
systems, meet national defense requirements and serve interstate and
intcrregional travel, which includes access for bicyclists and
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Eligible Applicants:
Typical Funding Amounts:
Required Matching Funds:

Key Changes in TEA-21:

Contact:

Name of Funding hogram:
Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounrsr

Required Matching Funds:

Name of Funding hogram:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Matching Funds:

Name of Funding hogram:
Funding Type:
Summary Description;

Eligible Applicants:

Typical Funding Amounrs:
Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:

Tlpical Funding Amounts:
Re4uired Matching Funds :

Name of Funding Program:
Funding Type:

pedestrians. Facilities must be localad and designed pursuant to an
overall plan developed by each MPO and State, and incorporated into
the RTIP.
State and local governments.
Approximatety $441 million annually.
A local or state match of 20% is required.

NHS funds can now be spent on nonmotorized projects within
Interstate corridors. (Section 1202)
IVAG (refer to Appendix A)

Federal Lands Highway Program Fund
Federal
This Discretionary Program provides funding for any kind of
transportation project (including p€desrian and bicycle facilities) that
are within, provide access to or are adjacent to public lands. Faciliries
must be incorporated into the RTIP.
Local jurisdictions, Caltrans, Bureau of Land Management (BLM), and
the National Trail System hogram.
Approximately $150 million per annum rising to $165 million in FY
2ffi3.
No match required.

Scenlc Byways Program Futrd
Federal
This program provides funding for the planning, design, and
development of a State Scenic Byways hograrn. Funds may be used
for the construction of facilities along the highway for the use of
pedestrians and bicyclist, including pedestrian/bicycle access, safety
improvements, and rest areas.
Local government agencies.
Approximately $10 million annually state-wide.
A 20Vo local match is required.

Bridge Repair and Replacenent Prcgram
Federal
Funds are available for bridge rehabilitation and replacement. All
bridges are eligible, and on-system bridges are eligible for discretionary
funding. Bridge projects must be incorporated into the RTIP.
City and county agencies, park and recreation districts. AII agencies
must have a city, county or transit operator as a sponsor.
Approximately $260 million annually.
No local match requirements specitically for bicycle accommodations.

National Recreational Trails Fund (Section 1ll2)
Federal

Funds are available for recreational trails for use by bicyclists,
pedestrians, and other non-motorized and motorized users. hojects
must be consistent with a Statewide Comprehensive Outdmr
Recreation Plan (SCORP). Annual funding begins at $30 million for
FY 1998, it rises to M0 million for FY 1999 and increases ro $50
million per annum for the remaining years.
Private individuals or organizations, counties, cities, and othef
govemment agencies.
Approximately $3 million annually.
The State is required to use a portion of its tax revenue from fuel for
off-highway recreation purposes.

National Highway Safety,A.ct (Section 402)
Federal
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Summary Description:

Eligible Applicants:
Typical Funding Amounts:

Required Matching Funds:

Name of Funding hogram:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:

Required Marching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:
Required Matching Funds:

Procedure for Project

Name of Funding Program:
Funding Type:

The Highway Safety Program is a non-capital safety project grant
progam under which states may apply for funds for certain approved
safety programs and activities. Eligible projects include pedestrian and
bicycle safety programs, pro$am implementation, and identification of
highway hazards.
State departments, cities, counties, school and special districs.
Approximately $150 million per annum rising to $165 million in FY
2003.
No match required.

Transit Enhancement Activity (Sectlon 3003)
Federal
This brand new program is created with a one percent set-aside of
Urban Area Formula transit grants (3007). The funding which could
amount to $50 million per year, can be used for among other things
bicycle and pedestrian access to mass transportation.
Pending.
Formula is pending.
A 5% match required.

Highway Safety, Research, and Development Fund
(Section 2ffi3)
Federal
hovides funding for research on all phases of highway safety and
traffic conditions. Uses, training and education of highway safety
personnel, research fellowships in highway safety, development of
lmproved accident investigation procedures, emergency service plan,
and demonstration projects. Projects include improving pedestrian
safety through education, police enforcement, and traffic engineering.
Projects must be incorporated into the RTIP.
Cities, counties, and state agencies. Programs are often run by local
community traffic safety programs.

Schools and Roads Grants to States
Federal

Funds are used public roads and schools that are located in the same
county as a National Forest.
Cities and counties containing National Forest Land.
Formula grants are 25% of the receipts collected from timber and land
use fees to the respective counties. Fifty percent of these funds are
used for roads.
No match required.

Section 3 Mass Transit Capital Grants
Federal
This discretionary funding program is used to finance mass transit
systems, especially rail systems in urbanized areas with populations
over 50,000 or more. hojects include station access, including bicyclc
and pedestrian access, and American with Disabilities Act projects,
implementation of shelters, bicycle parking facilities, racks, and other
equipment for transporting bicycles on transit vehicles.
States, regional and local governments, appropriate boards and
commissions, and transit operators.

A local match of l07o is required for bicycle projects, 5% for ADA
projects.
Projects must be included in the RTIP. Congress

Section 9 Mass Transit Formula Grants
Federal
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Summary Description:

Eligible Applicants:

Required Matching Funds:

Name of Funding Pro$am:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:

Required Matching Funds:

Name of Funding hogram:

Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounrs:
Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:

Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:
Required Matching Funds :

Eligible projects include construction, maintenance, improvement, and
acquisition of transit facilities and access projects for bicycles.
Urban areas with a population of 50,000 or more are cligiblo if a

comprehensive mass transportation planning process exists. State, and
local governments, and transit operators are eligible. Public and private
non-profit organizations are eligible for subgrants. Projects must be
consistent with the RTP and must be incorporated into the RTIP.
A local march of l0% is required for bicycle projects.

Local Transportation Fund (LTF), TDA Article 3
State

TDA funds transportation improvements. One quarter cent of retail
sales tax is returned to the county of origin. Up to two percent of funds
can be set aside for pedestrian and bicycle facilities, and five percent
can be spent for supplementing other funds to implement bicycle safety
education programs. ZVo TDA funds are lumped together with
TransNet (hoposition A) funds in the San Diego Arca.
Local jurisdictions.
Approximately $2.5 million annually, of which I million comes from
TransNet (Proposition A).
No matching funds are required.

California Bicycle Transportation Act; Bicycle Transportation
Account (BTA)
State
The purpose of the Bicycle Transportation Account is to improve the
safety and convenience of bicycling for utilitarian reasons. BTA funds
are available for jurisdictions with approved bicycle transportation
plans. No agency may rcceive more than 25% of the total funds
appropriated. hiority projects serve bicycle cornmuters, have activity
centers at each end point, are consistent with the bicycle plan/program,
and close missing links. Projects must be consistent with local
Bikeway Plans, the RTP and incorporated into the RTIP if projects are
regionally significant.

Cities and counties with approved bicycle plans.
$l2million for a 5 year period 2001-2006..
A local match of l07a is required.

Environmental Enhancement and Mitigation Frogram
State

Funds are allocated to projects that offset environmental impacts of
modified or new public transportation facilities and the acquisition or
development of roadside recreational facilities, such as tails.
Non-profit, local, state, and federal agencies.
The program is funded at $10 million for l0 years, a $500,000 cap on
individual projects is set.
No march required.

Flexible Congestion Relief (FCR) Program
Statc
This program is designed to reduce congestion on major transportation
corridors by adding capacity to either roadways or urban rail transit
systems. Projects must be consistent with the Regional Transportation
Plan and must be included in the RTIP, particularly, the county's
Congestion Management Program (CMP).
Cities, counties, transit operators, Caltrans, and other state and federal
agencies.
Approximately $300 million annually state-wide.
No match required.
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Name of Funding Program:
Funding Type:
Summarv Descriotion:

Habitat Conservation Fund Grant Program
Sute
This program originates from the California Wildlife hotection Act of
1990 (Prop I I7). Eligible projects include the acquisition of various
types of wildlife habitats, enhancement and restoration of various
hojects must be incorporated into the RTIP if they are regionally
significant.
Cities, counties, and special districts.
A local match of 50% is required. The local match can not be a state
source.

Land and Water Conservation Fund
State

This program provides grants to plan, acquire, and develop recreational
parks and facilities, especrally in urban areas. Funds are based on a
State Comprehensive Outdoor Recreation Plan, and limited to outdoor
recreational projects.. Projects must be incorporated into the RTIP if
they are regionally significant.
Cities, counties, park and recreation departments, special districts with
park and recreation areas, State Department of Parks and Recreation,
Wildlife Conservation Board, Department of Water Resources, and
Department of Boating and Waterways.:
507o is reimbursed to eligible agencies.

TransNet Local Sales Tax Program (Proposition A)
Local
Proposition A is a local sales tax to fund transportation improvements.
The tax generates $l million annually. The funds are used to augment
the available TDA funds. Proposition A funds are lumped with 2%
TDA funds.
Cities, County, and Transportation Agencies.
I million annually.
No match required.

Transportation Fund for Clean Air (TFCA)
Regional
Clean Air Funds are generated by a surcharge on automobile
registration. Approximately $3 million is available biannually. These
funds are competitive based on the projects cost effectiveness.
Cities, County, Transportation Authority, and Transportation Agencies.
Approximately $3 million region-wide for FY 2000-01.
No matching funds required.
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Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:
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Eligible Applicants:

Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounrs:
Required Matching Funds:

Name of Funding Program:
Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Matching Funds:
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CHAPTER 1OOO
BIKEWAY PLANNING AND

DESIGN

Topic 1001 - General
Information

Index 1001.1 - Definitions
"Bikeway" means all facilities that provide
primarily for bicycle ravel.

(1) Class I Bikeway (Bike Path). Provides a
completely separared right of way for the
exclusive use of bicycles and pedestrians
with crossflow minimized.

(2) Class II Bikeway (Bike Lane). Provides a
striped lane for one-way bike navel on a
street or highway.

(3) Class III Bikeway (Bike Route). Provides
for shared use with pedestian or motor
vehicle raffic.

1001.2 Streets and Highways Code
References - Chapter 8 - Nonmotorized
Transportation

(a) Section 887 Definition of
nonmotorized facility.

(b) Section 887.6 -- Agreemenrs with local
agencies to construct and maintain
nonmotorized facilities.

(c) Section 887.8 Payment for
construction and mainienance of
nonmotorized facilities approximately
paralleling state highways.

(d) Section 888 - Severance of existine
major nonmotorized route by freewa!
construction.

(e) Section 888.2 -- Incorporation of non-
motorized facilities in the desisn of
freeways.

(f) Section 888.4 -- Requires Calnans to
budget not less than $360,000 annually
for nonmotorized facilities used in
conjunction with the state highway
system.

(g) Section 890.4 -- Class I, II, and III
bike-way definitions.

(h) Section 890.6 - 890.8 -- Calnans and
local agencies to develop design criteria
and symbols for signs, markers, and
traffic control devices for bikeways and
roadways where bicycle travel is
permitted.

(i) Section 891 -- Local agencies must
comply with design criteria and uniform
symbols.

() Section 892 - Use ofabandoned right-
of-way as a nonmotorized facility.

1001.3 Vehicle Code References .
Bicycle Operation

(a) Section 2l2W -- Bicyclist's rights and
responsibilities for traveling on
highways.

(b) Section 21202 -- Bicyclist's position on
roadways when traveling slower than
the normal uaffic speed.

(c) Section 21206 -- Allows local agencies
to regulat€ operation of bicycles on
pedestrian or bicycle facilities.

(d) Section 21207 -- Allows local agencies
to establish bike lanes on non-state
highways,

(e) Section 21207.5 -- Prohibits motorized
bicycles on bike paths or bike lanes.

(f) Section 21208 -- Specifies permitted
movements by bicyclists from bike
lanes.

(g) Section 21209 -- Specifies permitted
movements by motorists in bike lanes.

(h) Section 21209 hohibits bicycle
parking on sidewalks unless pedestrians
have an adequate path.

(i) Section 2l2l0 -- Prohibits impeding or
obstruction ofbicyclists on bike paths.

O Section 21212 -- Requires a bicyclist
under 18 years of age to wear an
approved helmet.

(k) Section 21717 -- Requires a mororist ro
drive in a bike lane prior to making a
turn.

(l) Section 21960 -- Use of freeway
shoulders by bicyclists.
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Topic 1002 - General Planning
Criteria

1002.1 [ntroduction
Bicycle travel can be enhanced by improved
maintenance and by upgrading existing roads
used regularly by bicyclists, regardless of
whether or not bikeways are designated. This
effort requires increased attention to the right-
hand portion of roadways where bicyclists are
expected to ride. On new construction, and
major reconstruction projects, adequate width
should be provided to permit shared use by
motorists and bicyclists. On resurfacing
projects, the entire paved shoulder and
traveled way shall be resurfaced. When
adding lanes or turn pockets, a mini-
mum 1.2 m shoulder shall be provided
(see Topic 405 and Table 302.1). When
feasible, a wider shoulder should be considered.
When placing a roadway edge stripe, sufficient
room outside the stripe should be provided for
bicyclists. When considering the restriping of
roadways for more traffic lanes, the impact on
bicycle travel should be assessed. Bicycle and
pedestrian Eaffic through construction zones
should be addressed in the project development
process. These efforts, to preserve or improve
an area for bicyclists to ride, can benefit
motorists as well as bicyclists.

1002.2 The Role of Bikeways
Bikeways are one element of an effort to
improve bicycling safety and convenience -
either to help accommodate motor vehicle and
bicycle traffic on shared roadways, or to
complement the road system to meet needs not
adequalely met by roads.

Off-street bikeways in exclusive corridors can
be effective in providing new recreational
opportunities, or in some instances, desirable
commuter routes. They can also be used to
close gaps where barriers exist to bicycle travel
(e.g., river crossing). On-street bikeways can
sgrye tq enhance safety and convenience, espe-
cially if other commitnents are made in con-
junction with establishment of bikeways, such
as.: gfimination of parking or increasing roadway
width, elimination of surface inegularities and
roadway obstacles, frequent street sweeping,
establishing intersection priority on the bike

route street as compared with the majority of
cross streets, and installation of bicycle-
sensitive. loop detectors at signalized
rntersectlons.

1002.3 The Decision to Develop
Bikeways
The decision to develop bikeways should be
made with the knowledge that bikeways are not
the solution to all bicycle-related problems.
Many of the common problems are related to
improper bicyclist and motorist behavior and
can only be corrected through effective educa-
tion and enforcement programs. The develop-
ment of well conceived bikeways can have a
positive effect on bicyclist and motorist behav-
ior. Conversely, poorly conceived bikeways
can be counterproductive to education and en-
Iorcement programs.

1002.4 Selection of the Type of
Facility
The type of facility to select in meeting the
bicycle need is dependent on many factors, but
the following applications are the most corlmon
for each type.

(I) Shared Roadway (No Bikeway Desigrw-
tion). Most bicycle travel in the State now
occurs on streets and highways without
bikeway designations. This probably will
be ffue in the future as well. In some
instances, entire sheet systems may be fully
adequate for safe and eff,rcient bicycle travel,
and signing and sriping for bicycle use may
be unnecessary. In other cases, routes may
be unsuitable for bicycle travel, and it would
be inappropriate to encourage additional bi-
cycle fravel by designating the routes as
bikeways. Finally, routes may not be along
high bicycle demand corridors, and it would
be inappropriate to designate bikeways re-
gardless of roadway conditions (e.g., on
minor residential streets).

Many rural highways are used by touring
bicyclists for intercity and recreational
travel. In most cases, it would be
inappropriate to designate the highways as
bikeways because of the limited use and the
lack of continuity with other bike routes.
However, the development and maintenance
of 1.2 m paved roadway shoulders with a
standard 100 mm edge stripe can
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significantly improve the safety and
convenience for bicyclists and motorists
along such routes.

(2) Class I Bikeway (Bike Puh). Generally,
bike paths should be used to serve corridors
not served by sfteets and highways or where
widc right of way exists, permining such
facilities to be constructed away from the
influence of parallel sreets. Eike paths
should offer opportunities not provided by
the road system. They can either provide a
recreational opportunity, - or in some
lnstances, can serye as direct high-speed
commute routes if cross flow bv motor
vehicles can be minimized. The most
cornmoR applications are along rivers, ocean
fronts, canals, urility right of way,
abandoned railroad right of way, within
college campuses, or within and between
parks. There may also be situations where
such facilities can be provided as part of
planned developments. Another common
application of Class I facilities is to close
gaps to bicycle travel caused by construction
of freeways or because of the existence of
natural barriers (rivers, mountains, etc.).

(3) Class II Bikeway (Bike Lane). Bike lanes
are established along sheets in corridors
where there is significant bicycle demand,
and where there are distinct needs that can
be served by them. The purpose should be
to improve conditions for bicyclists in the
corridors. Bike lanes are intended to
delineate the right of way assigned to
bicyclists and rn-otorists and to pro-vide for
more predictable rnovements by each. But a
more important reason for constructing bike
lanes is to better accommodate bicvclists
through corridors where insufficient- room
exists for safe bicycling on existing streets.
This can be accomplished by reducing the
number of lanes. oi prohibiting parkiig on
given sreets in ordeito delineaie'bike lines.
In addition, other things can be done on bike
lane streets to improve the situation for
bicyclists, that might not be possible on all
streets (e.9., improvements to the surface,
aggmgn-ted sweeping programs, special
signal facilities, etc.). Generally, stripes
alone will not measurablv 

' 
enhairce

bicycling.

If bicycle tavel is to be contolled by
delineation, special efforts should be made
to assure that high levels of service are
provided with these lanes.

In selecting appropriate sreets for bike
lanes, location criteria discussed in the next
section should be considered.

(4) Class III Bikeway (Bike Route). Bike
routes are shared facilities which serve either
to:

(a) hovide continuity to other bicycle facili-
ties (usually Class tr bikeways); or

(b) Designate preferredroutes through high
demand corridors.

As with bike lanes, designation of bike
routes should indicate o bicyclists that there
are particular advanages to using these
routes as compared with alternative routes.
This means that responsible agencies have
taken actions to assure that these routes are
suitable as shared routes and will be
maintained in a manner consistent with the
needs of bicyclists. Normally, bike routes
are shared with motor vehicles. The use of
sidewalks as Class III bikeways is strongly
discouraged.

It is emphasized that the designation of
bikeways as Class I, II and III should not be
construed as a hierarchy ofbikeways; that
one is better than the other. Each class of
bikeway has its appropriate application.

In selecting the proper facility, an overriding
concem is to assue that the proposed
facility will not encourage or require bicy-
clists or motorists to operate in a manner that
is inconsistent with the rules of the road.

An important consideration in selecting the
type of facility is continuity. Alternating
segments of Class I and Class II (or Class
III) bikeways along a route are generally
incompatible, as sFeet crossings by
bicyclists are required when ttre route
changes character. Also, wrong-way
bicycle travel will occur on the street beyond
the ends of bike paths because of the
inconvenience of havins to caoss the street.
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Topic 1003 - Design Criteria

1003.1 Class I Bikeways
Class I bikeways (bike paths) are facilities with
exclusive right of way, with cross flows by
motorists minimized. Section 890.4 of the
Streets and Highways Code describes Class I
bikeways as serving "the exclusive use of bi-
cycles and pedestrians". However, experience
has shown that if significant pedestrian use is
anticipated, separate facilities for pedestrians are
necessary to minimize conflicts. Dual use by
pedesfians and bicycles is undesirable, and thi
two shouldbe separated wherever possible.

Sidewalk facilities are nor considered Class I
facilities because they are primarily intended to
serve pedestrians, generally cannot meet the
design standards for Class I bikeways, and do
not minimize motorist cross flows. See Index
1003.3 for discussion relative to sidewalk bike-
way s.

By State law, motorized bicycles ("mopeds")
are prohibited on bike paths unless authorized
by ordinance or approval of the agency having
jurisdiction over the path. Likewise, ill motoi
vehicles are prohibited from bike paths. These
prohibitions can be sfiengthened by signing.

(I) Widths. The minimum paved width
for a two.way bike path shall be
2.4 m. The minimum paved width
for a one-way bike path shall be 1.5
m. A minimum 0.6 m wide graded
area shall be provided adjacent to the
pavement (see Figure f 003.1A). A
I .0 m graded area is recommended to
provide clearance from poles, trees, walls,
fences, guardrails, or other lateral
obstructions. A wider graded area can also
se.ryg $ a jogging path. Where the paved
width is wider than the minimum required,
the graded area may be reduced accordingly;
however, the graded area is a desirabie
feature regardless of the paved width.
Development of a one-way bike path should
be undertaken only after careful considera-
tion due to the problems of enforcing one-
way operation and the difficulties in
maintaining a path of resticted width.

Where heavy bicycle volumes are anticipated
and./or significant pedestrian traffic is
expected, the paved width of a two-way
path should be greater than 2.4 m,
preferably 3.6 m or more. Another
important factor to consider in determining
the appropriate width is that bicyclists will
tend to ride side by side on bike paths,
necessitating more width for safe use.

Experience has shown that paved paths less
than 3.6 m wide sometimes break up along
the edge as a result of loads from main-
tenance vehicles.

Where equestrians are expected, a separate
facility should be provided.

(2) Clearance to Obstructions. A minimum
0.6 m horizontal clearance to
obstructions shall be provided adja-
cent to the pavement (see Figure
1003.14'). A 1.0 m clearance is
recommended. Where the paved width is
wider than the minimum required, the clear-
ance may be reduced accordingly; however,
an adequate clearance is desirable regardless
of the paved width. If a wide path is paved
contiguous with a continuous fixed object
(e.g., block wall), a 100 mm white edge
stripe, 0.3 m from rhe fixed object, is
recommended to minimize the likelihood of
abicyclisthittingit The clear width on
structures between railings shall be
not less than 2.4 m. It is desirable that
the clear width of structures be equal to the
minimum clear width of the fath (i.e.,
3.6 m).

The vertical clearance to obstruc.
tions across the clear width of the
path shall be a minimum of 2.5 m.
Where practical, a vertical clearance of 3 m
is desirable.

(3) Striping and Signing. A yellow centerline
stripe may be used to separate opposing
directions of travel. A centerline stripe ii
particularly beneficial in the followinj cir-
cumstances:

(a) Where there is heavy use;

(b) On curves with restricted sight distance;
and.
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Figure 1003.1A

Two-way Bike Path on Separate
Rlght of Way
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Figure 1003.18

Typical Gross Section of Bike
Path Along Highway
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(c) Where the path is unlighted and nighr
time riding is expected. (Refer to Topic
1004 for signing and striping details.)

(4) Intersections with Highways. Intersections
are a prime consideration in bike path de-
sign. If alternate locations for a bike path
are available, the one with the most
favorable intersection conditions should be
selected.

Where motor vehicle cross taffic and bi-
cycle 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 relarively 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 cross-
ing should either occur at the pedestrian
crossing, where motorists can be expected
to stopj or at a location completely out of the
influence of any inrersection to permit
adequale opportunity for bicyclists io 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 moiorists.
Ramps should be instaliid in the curbs, ro
preserve the utiliry of the bike path. Ramps
should be the same width as the bicvCle
paths. Curb cuts and ramps should provide
a smooth transition between the bicycle
paths and the roadway.

(5) Separation Between Bike Paths and
Highways. A wide separation is
recommended between bike paths and
adjacent highways (see Figure 1003.18).
Bike paths closer than 1.5 m 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 in-
clude chain link fences or dense shrubs.
Low barriers (e.g., dikes, raised fafftc
bars) next to a highway are not recom-
mended because bicyclists could fall over
them and into oncoming automobile fiaffic.
In instances where there is danger of mo-
torists 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 srreets
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 

- 
itreets,

panicularly for utility trips.

(6) Bike Paths in the Median of Highways. As
a general rule, 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) Bicyclist right turns from the center of
roadways are unnatural for bicyclists
and confusing to motorists.

(b) Proper bicyclist movements through
intersections with signals are unclear.

(c) kft-rurning motorisrs must cross one
direction of motor vehicle traffic and two
directions of bicycle traffic, which in-
creases conflicts.

(d) Where intersections are infrequent, bicy-
clists will enter or exit bike paths at mid-
block.

(e) Where medians are landscaped, visual
relationships between bicyclists and
motorists at intersections are impaired.
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For the above reasons, bike paths in the
median of highways should be considered
only when the above problems can be
avoided. Bike paths shall not be
designed in the medians of freeways
or expressways.

(7) Design Speed. The proper design speed for
a bike path is dependent on the expected
type of use and on the terrain. The
minimum design speed for bike
paths shall be 40 km/h except as
noted in Table 1003.1.

Table 1003.1

Bike Path Design Speeds

Type of Facility Design Speed
(km/h)

Bike Paths with Mopeds Prohibited

Bike Paths with Mopeds Permitted

Bike Paths on Long Downgrades
(steeper Ihan 47a, and longer than
150 m)

minimum superelevation rate of 2% will be
adequate for most conditions and will
simplify construction. Superelevation rates
steeper than 5 percent should be avoided on
bike paths expected to have adult ricycle
naffic.

The coefficient of friction depends upon
speed; surface typ€, roughness, and
condition; tire type and condition; and
whether the surface is wet or drv. Friction
factors used for design should 

-be 
selected

based upon the point at which cenrifugal
force causes the bicyclist to recognize a
feeling of discomfort ind instinctivel-y act to
avoid higher speed. Exftapolating from
values used in highway design, design
friction factors for paved bicycle paths can
be assumed to vary from 0.31 at 20 km/h to
0.21 at 50 km/h. Althoueh there is no data
available for unpaved 

- surfaces, it is
suggested that friction factors be reduced by
50 percent to allow a sufficient margin of
satety.

The minimum radius of curvature can be
selected from Figure 1003.IC. When curve
radii smaller than those shown in Fisure
l003.lc must be used on bicycle p-aths
becauseofright of way, topographical or
other considerations, standard curve
waming signs and supplemental pavenrent
markings should be installed. The negative
effects of nonstandard curves can also be
partially offset by widening the pavement
through the curves.

(9) Stopping Sight Dis:toue. To provide
bicyclists with an opportunity to see and
react to the unexpected, a bicycle path
should be designed with adequate stopping
sight distances, The distance required to
bring a bicycle to a full controlled stop is a
function of the bicyclist's perception and
brake reaction time, the initial speed of the
bicycle, the coefficient of friction between
the tires and the pavement, and the braking
ability of the birycle.

Figure 1003.1D indicates the minimum
stopping sight distances for various design
speeds and grades. For two-way bike
paths, the descending direction, that is,
where "G" is negative , will control the
design.

40

50

50

Installation of "speed bumps" or
other similar surface obstructions,
intended to cause bicvclists to slow
down in advance of iniersections or
other geometric constraints, shall
not be used. These devices cannot
compensate for improper design.

(8) Horizontal Alignment and Superelevation.
The minimum radius of curvature nesotiable
by a bicycle is a function 6f the
superelevation rate of the bicycle path
surface, the coefficient of friction between
the bicycle tires and the bicycle path sudace,
and the speed of the bicycle.

For most bicycle path applications the
superelevation rate will vary from a
minimum of 2 p€rcent (the minimum
necessary to encourage adequate drainage)
to a maximum of approximately 5 percent
(beyond which maneuvering difficulties by
slow bicyclists and adult nicyclists might be
expected). A straight ZVo cross slope is
recommended on tangent sections. The
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(l?)lzngth of Crest Venical Curves. Figure
1003.lE indicates the minimum lengths of
crest vertical curves for varying design
speeds.

( I I fl.oteral Clearance on Horizontal Cumes.
Figure 1003.1F indicates the minimum
clearances to line of sight obstructions for
horizontal curves. The required lateral
clearance is obtained by eniering Figure
l003.lF with the stopping sight distance
from Figure l003.lD and the proposed
horizontal curve radius.

Bicyclists frequently ride abreast of each
other on bicycle paths, and on narrow
bicycle paths, bicyclists have a tendency to
ride near the middle of the path. For these
reasons, and because of the serious
consequences of a head on bicycle accident,
lateral clearances on horizontal curves
should be calculated based on the sum of the
stopping sight distances for bicyclists
traveling in opposite directions around the
curve. Where this is not possible or
feasible, considerarion should be siven to
widening the path rhrough the- curve,
installing a yellow center stripe, installing a
curve ahead warning sign, or some
combination of ttrese altematives.

(l2)Grades. Bike paths generally attact less
skilled bicyclists, so it is important to avoid
steep grades in their design. Bicyclists not
physically conditioned will be unable to
negotiate long, steep uphill grades. Since
novice bicyclists often ride poorly
maintained bicycles, long downgraais cair
cause problems, For these reasons, bike
paths with long, steep grades will generally
receive very little use. The maximum grade
rate recommended for bike paths is 57o. lt
is desirable that sustained crades be limited
to 27o if a wide ranse oI riders is to be
accommodared. Ste;per grades can be
tolerated for short segmenrs (e.g., up to
about 150 m). Where steeper grades are
necessitated, the design speed should be
increased and additional width should be
provided for maneuverability.

( I3)Structural Section. The structural section of
a bike path should be designed in the

Eame manner as a highway, with consider-
ation given to the quality of the basement
soil and the anticipated loads the bikeway
will experience. It is important to conscrucl
and maintain a smooth ridine surface with
skid resistant qualities. Princ-ipal loads will
normally be from maintenance and
emergency vehicles. Expansive soil should
be given special consideration and will
probably require a special structural section.
A minimum pavement thickness of 50 mm
of asphalt concrete is recommended. Type
"A" or "8" asphalt concrete (as described in
Departrnent of Transportation Standard
Specifications), with 12.5 mm maximum
aggregate and medium grading is rec-
ommended. Consideration should be given
to increasing the asphalt content to provide
increased pavement life. Consideration
should also be given to sterilization of
basement soil to preclude possible weed
growth through the pavement.

At unpaved highway or driveway crossings
of bicycle paths, the highway or driveway
should be Daved a minimum of 3 m on each
side of the crossing to reduce the amount of
gravel being scattered along the path by
motor vehicles. The pavement stmcture at
the crossing should be adequate to sustain
the expected loading at that location.

(l4)Drailnge. For proper drainage, the surface
of a bike path should have a cross slope of
2Vo. Sloping in one direction usually
simplifies longitudinal drainage design and
surface construction, and accordingly is the
preferred practice. Ordinarily, surface
drainage from the path will be adequately
dissipated as it flows down the gently
sloping shoulder. However, when a bike
path is constructed on the side of a hill, a
drainage ditch of suitable dimensions may
be necessary on the uphill side to intercept
the hillside drainage. Where necessary,
catch basins with drains should be provided
to carry intercepted water across the path.
Such ditches should be desiened in such a
way that no undue obstacle i-s presented to
bicyclists.

Culverts or bridges are necessary where a
bike path crosses a drainage channel.
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Figure 1003.1C

Curve Radii & Superelevations

f,=
\F

rzz(fso. )
where,

R = Minimum radius of curvature (m),

V = Design Speed (km/h),

e = Rate ofbikeway superelevation, percent

f = Coefficientof friction
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Flgure 1003.1D

Stopping Slght Distance
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Figure 1003.1 E

Stopping Sight Distances for Crest
Vertical Gurves

L= 25 - 450
A

whenS>L

whenS<L

Double line represents S=I
L = Min. lengith of verti.J 

"u*" 
- meters

A = Algebraic gradedifference-%o
S = Stopping sight distance - meters
V = Design speed knr/h (Refer to Figure

l003.lD to determine "V". after "S" is
determined.)

L-

Height of cyclist eye - 1400 mm
Height of object - 100 mm
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Figure 1003.1E

Stopping Sight Distances for Crest
Vertical Curves

(continued)
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Figure 1003.1F
Lateral Clearances on Horlzontal

S - Sight ditto^c. In m.t!r!.
R - Rodiur of C of lonc in m.t.rt.
fn - Dirtonc: from t of loh. in mctct:.
v - D6si9n !p.!d tor s in km/h.

(Rcfor to figura 1003.10 to dcterminc
'f. oftcr '9 ir dctarmincd.)

Anglc i: !rp|'!!rad in dcarcar

* = n ll-."Jaa'=essll''t *1 R 
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Figure 1003.1 F

Lateral Clearances on Horizontal Curves
(continued)
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r49.73
160.05
t69.76
178.93

45.10
55.08
63.51
70.94
77.67
83.86
89.62
95.04

100.16
105.03
109.69
118.45
126.61
141.53
155.02
167.42
t78.97
189.81
200.07

69.9t
80.54
89.92
98.41

106.23
I 13.5 r
120.35
126.82
r32.98
138.86
r49.94
t60.26
r79.tr
196.16
2rt.85
226.45
240.16
253.r3

60.93
74.23
85.50
95.44

t0/.44
112.73
r24.45
127.70
134.56
141.09
r47.33
159.08
170.01
190.01
208.09
224.72
240.21
254.75
268.5r

49.49 53.55
60.40 65.32
69.63 75.27
77.77 84.06
85.13 92.OO

9r.91 99.32
98.22 106.13

104.15 112.53
109.76 l18.59
115.09 t2435
r20.t9 129.86
r29.79 140.22
138.73 1.49.87

155.06 167.52
169.83 t83.47
183.42 198.14
196.07 211.80
207.95 224.63
2r9.r8 236.76

&.35 67.61
78.34 82.26
90.20 94.68

100.67 105.66
110.15 115.60
118.88 124.75
t27.0t 133.27
134.66 141.28
141.89 148.86
r48;77 r56.08
155.34 16297
167;72 r75.9s
t79.25 188.04
20032 2t0.t3
219.38 230.12
236.91 248.50
253.23 265.62
26856 28r.69
283.06 296.90
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( I5)Banier Posts. It may be necessary to install
barrier posts at entrances to bike paths to
prevent motor vehicles from entering.
When locaring such installations, care
should be taken to assure that barriers are
well marked and visible to bicyclists, day or
night (i.e., install reflectors or reflectorized
tape).

Striping an envelope around the barriers is
recommended (see Figure l003.lc). If
sight. distance is limited,.special advance
waming signs or painted pavement
warnings should be provided. Where more
than one post is necessary, a 1.5 m spacing
should be used to permit passage of bicycle-
towed trailers, adult tricycles, and to assure
adequate room for safe bicycle passage
without dismounting. Barrier post
installations should be designed so they are
removable to permit entrance by emergency
and service vehicles.

Generally, barrier configuations that pre-
clude entry by motorcycles present safety
and convenience problems for bicyclists.
Such devices should be used onlv where
extreme problems are encountered. '

considered thrcugh underpasses or tunnels,
and when nighttime security could be a
problem.

Depending on the location, average main-
tained horizontal illumination levels of 5 lux
to 22 lux should be considered. Where
special security problems exist, higher
illumination levels mav be considered.
Light standards (polesj should meet the
recommended horizontal and vertical clea-
ances. Luminaires and standards should be
at a scale appropriate for a pedestrian or
bicycle path.

1003.2 Class II Bikeways

Class II bikeways (bike lanes) for preferential
use by bicycles are established within the paved
area of highways. Bike lane saipes are intended
to promote an orderly flow of traffic, by
establishing qpecific Iines of demarcation be-
tween areas reserved for bicycles and lanes to be
occupied by motor vehicles. This effect is
supported by bike lane signs and pavement
markings. Bike lane stripes can increase bicy-
clists' confidence that motorists will not strav
into their path of ravel if they remain within thl
bike lane. Likewise, with more certainty as to
where bicyclists will be, passing motorists are
less apt to swerve toward opposing traffic in
making certain they will not hit bicyclists.

Class II bike lanes shall be one-way
facilities. Two-way bike lanes (or bike paths
that are contiguous to the roadway) are not
permitted, as such facilities have proved
unsatisfactory and promote riding against the
flow of motor vehicle traffic.

(I) Widths. Typical Class II bikeway con-
figurations are illustrated in Figure 1003.2A
and are described below:

(a) Figure 1003.2A-(l) depicts bike lanes
on an urban type curbed street where
parking stalls (or continuous parking
stripes) are marked. Bike lanes are
located betweBn the parking area and the
fraff,rc lanes. As indicated, 1.5 m
shall be the minimum width of
bike lane where parking stalls are
marked. If parking volume is
substantial or turnover high, an
additional 0.3 m to 0.6 m of width is
desirable.

Figure 1003.1G

Barrier Post Striping

1 OO mm Yellow stripe

- -

(16) Lighting. Fixed-source lighting reduces
conflicts along paths and at intersections. In
addition, lighting allows the bicyclist to see
the bicycle path direction, surface
conditions, and obstacles. Lighting for
bicycle paths is important and should be
considered where riding at night is expected,
such as bicycle paiirs drving lollege
students or commuters, and at highway
intersections. Lighting should alio be

o.9m II l--"
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Bike lanes shall not be placed
between the parking area and the
curb. Such facilities increase the
conflict between bicyclists and opening
car doors and reduce visibilitv at
intersections. Also, they prevent bicy-
clists from leaving the bike lane to turn
left and cannot be effectively maintained.

(b) Figure 1003.2A-(2) depicts bike lanes
on an urban-type curbed street, where
parking is permitted, but without
parking stripe or stall marking. Bike
Ianes are established in conjunction with
the parking areas. As indicated, 3.3 m
or 3.6 m (depending on the type
of curb) shall be the minimum
width of the bike lane where
parking is permitted. This type of
lane is satisfacory where parking is not
extensive and where turnover of parked
cars is infrequent. However, if parking
is substantial, tumover of oarked cars is
high, truck taffic is substantial, or if
vehicle speeds exceed 55 km/h,
additional width is recommended.

(c) Figure 1003.2A-(3) depicts bike lanes
along the outer portions of an urban type
curbed street, where parking is prohib-
ited. This is generally the most desirable
configuration for bike lanes, as it elimi-
nates potential conflicts resulting from
auto parking (e.g., opening car doors).
As indicated, if no gutter exists,
the minimum bike lane width
shall be 1.2 m. With a normal
600 mm gutter, the minimum bike
lane width shall be 1.5 m. The
intent is to provide a minimum 1.2 m
wide bike lane, but with at least 0.9 m
between the traffic lane and the lonei-
tudinal joint at the concrete gutter, sin-ce
the gutter reduces the effective width of
the bike lane for two reasons. First. the
longitudinal joint may not always be
smooth, and may be difficult to ride
along. Secondly, the gutter does not
provide a suitable surface for bicycle
trqvel. Where gutters are wide (say,
1.2 m), an additional 0.9 m must be
providedbercause bicyclists should not
be expected to ride in the gutter.
Wherever possible, the width of bike
lanes should be increased to 1.8 m

to 2.4 m to provide forgreater safety.
2.4 m bike lanes can also serve as emer-
gency parking areas for disabled
vehicles.

Striping bike lanes next to curbs
where parking is prohibited only
during certain hours shall be
done only in conjunction with
special signing to designate the
hours bike lanes are to b€
effective. Since the Vehicle Code
requires bicyclists to ride in bike lanes
where provided (except under certain
conditions), proper signing is necessary
to inform bicyclists that they are required
to ride in bike lanes only during the
course ofthe parking prohibition. This
type ofbike lane should be considered
only if the vast majoriry of bicycle travel
would occur during the hours of the
parking prohibition, and only if there is
a firm cornmirnent to enforce the
parking prohibition. Because of the
obvious complications, this type of bike
lane is not encouraged for general
application.

Figure 1003.24(4) depicts bike lanes on
a highway without curbs and gutters.
This location is in an undeveloped area
where infrequent parking is handled off
the pavement. This can be accomplished
by supplementing the bike lane signing
with R25 (park off pavement) signs, or
R26 (no parking) signs. Minimum
widths shall be as shown. Addi-
tional width is desirable, particulady
where motor vehicle speeds exceed
55 kn/h.

The typical traffic lane width next to a
bike lane is 3.6 m. Lane widths nar-
rower than 3.6 m must receive approval
as discussed in Index 82.2. There are
situations where it may be necessary to .

reduce the width of the traffic lanes in
order to stripe bike lanes. In determin-
ing the appropriateness of narrower
traffic lanes, consideration should be
given to factors such as motor vehicle
speeds, truck volumes, alignment, and
sight distance, Where favorable condi-
tions exist, traffic lanes of 3.3 m may be
feasible.
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Bike lanes are not advisable on long,
steep downgrades, where bicycle speeds
greater than 50 km/h are expected. As
grades increase, downhill bicycle speeds
will increase, which increases the
problem ofriding near the edge of rhe
roadway. In such situations, bicycle
speeds can approach those of motor
vehicles, and experienced bicyclists will
generally move into the motor vehicle
lanes to increase sight distance and
maneuverability. If bike lanes are to be
striped, additional width should be
provided to accommodate higher bicycle
speeds.

If the bike lanes are to be located on one-
way streets, they should be placed on
the right side of the srreet. Bike lanes on
the left side would cause bicyclists and
motorists to undertake crossins
maneuvers in making left turns onto i
two-way street.

(2) Striping and Signing. Details for striping
and signing of bike lanes are included undei
Topic 1004.

Raised barriers (e.g., raised traffic
bars and asphalt concrete dikes) or
raised pavement markers shall not be
used to delineate bike lanes. Raised
lgrr"F prevent motorists from merging into
bike lanes before making right turni, as
required by the Vehicle Code, and restrict
the movement of bicyclists desiring to enter
or exit bike lanes. They also imped'e routine
maintenance. Raised pavement markers
increase the difhculty for bicyclists when
entering or exiting bike lanes, and dis-
courage motorists from merging into bike
lanes before making right turns. -

Bike lane stipes should be placed a constant
distance from the outside motor vehicle lane.
Bike lanes with parking permitted (3.3 m to
3.9 m between 

-the biki lane line'and the
curb) should not be directed toward the curb
at intersections or localized areas where
parking is prohibited. Such a pracrice
prevents bicyclists from following a straight
course. Where transitions from one type of
bike lane to another are necessarv. smooth
tapers should be provided.

(3) Intersection Design Most autcy'bicycle
accidents occur at intersections. For this
reason, bikeway design at intersections
should be accomplished in a manner that
will minimize confusion bv motorists and
bicyclists, and will permit bbth to operate in
accordance with the normal rules of the
road.

Figure 1003.28 illusnates a typical inter-
section of multilane streets. with bike lanes
on all approaches. Some co[lmon move-
ments of motor vehicles and bicycles are
shown. A prcvalent type of accident
involves straight-through bicycle taffic and
right-turning motorists. Left-nrming bicy-
clists also have problems, as the bike lane is
on the right side of the street, and bicyclists
have to cross the path of cars traveling in
both directions. Some bicyclists are profi-
cient enough to merge across one or more
lanes of naffic, to use the inside lane or left-
tum lane provided for motor vehicles.
However, there are many who do not feel
comfortable making this maneuver. They
have the option of making a trvo-legged left
turn by riding along a course similar to that
followed by pedestrians, as shown in the
diagram. Young children will often prefer
to dismount and change directions by
walking their bike in the crosswalk.

At intersections where there is a bike lane
and traffic-actuated signal, installation of
bicycle-sensitive det€ctors within the bike
lane is desirable. Push button detectors ar€
not as satisfactory as those located in the
pavement because the cyclist must stop to
actuate the push button. It is also desirable
that detectors in left-turn lanes be sensitive
enough to detect bicycles (see Chapter 9 of
the Traffic Manual and Standard Plans for
bicycle-sensitive detector designs).

At intersections (without bike lanes) with
significant bicycle use and a traffic-actuated
signal, it is desirable to install detectors that
arc sensitive enough to detect bicycles.

Figure lfi)3.2C illustrafes recommended
striping patterns for bike lanes crossing a
motorist right-turn-only lane. When
confronted with such intersections, bicy-
clists will have to merge with right+urning
motorists. Since bicyclists are typically
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Flgure 1003.2A

Typlcal Blke Lane Cross Sectlons
(On 2-lane or Multllane Hlghways)
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Flgure 1003.28

Typical Blcycle/Auto Movements at
Intersections of Multilane Streets
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Figure 1003.2C
Bike Lanes Approaching Motorist
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traveling at speeds less than motorists,they
should signal and merge where there is
sufficient gap in right-turning traffic, rather
than at any predetermined location. For
this reason, it is recommended that all
delineation be dropped at the approach of
the right-turn lane (or off-ramp). A pair
of parallel lines (delineating a bike lane
crossing) to channel the bike merge is not
recommended, as bicyclists will be en-
couraged to cross at a predetermined
Iocation, rather than when there is a safe gap
in right-tuming traffic. Also, some
bicyclists are apt to assume they have the
right of way, and may not check for right-
turning motor vehicle taffic.
A dashed line across the right-turn-only lane
is not recommended on extremely long
lanes, or where there are double rieht-turn-
only lanes. For these types ofinteriections,
all striping should be dropped to permit
judgment by the bicyclists to prevail. A
Bike Xing sign may be used to warn
motorists of the potential for bicyclists
crossing their path.

1003.3 Class III Bikeways
Class III bikeways (bike routes) are intended to
provide continuity to the bikeway system. Bike
routes are established along through routes not
served by Class I or II bikeways, or to connect
discontinuous segments of bikeway (normally
bike lanes). Class III facilities are shared
facilities, either with motor vehicles on the
street, or with pedestrians on sidewalks, and in
either case bicycle usage is secondary. Class III
facilities are established by placing Bike Route
signs along roadways.

Minimum widths for Class III bikewavs are not
presented, as the acceptable width is <iependent
on many factors, including the volume and
character of vehicular traffic on the road. tvpical
speeds, vertical and horizontal alignmenr, iighr
disunce, and parking conditions.

Since bicyclists are permitted on all highways
(except prohibited frceways), the decision to
sign the route should be based on the advis-
ability of encouraging bicycle travel on the route
and other factors listed below.

( I ) On-street Bike Route Citeria. To be of
benefit to bicyclists, bike routes should offer

a higher degree of service than altemative
streets. Routes should be signed only if
some of the following apply:

(a) They provide for through and direct
travel in bicycle-demand corridors.

(b) Connect discontinuous segments of bike
lanes.

(c) An effort has been made to adjust taffic
control devices (stop signs, signals) to
give greater pnority to bicyclists, as
compared with alternative streets. This
could include placement of bicycle-
sen$itive detectors on the risht-hand
portion of the road, where bicyilists are
expected to ride.

(d) Sreet parking has been removed or re-
stricted in areas of critical width to pro-
vide improved safery.

(e) Surface imperfections or irregularities
have been corrected (e.g., utility covers
adjusted to grade, potholes frlled etc.).

(0 Maintenance of the route will be at a
higher standard than that of other
comparable streets (e.g., more frequent
street sweeping).

(2) Sidewalk Bikeway Criteria. In general, the
designated use of sidewalks (as a Class III
bikeway) for bicycle travel is unsatisfactory.

It is important to recognize that the devel-
opment of extremely wide sidewalks does
not necessarily add to the safety of sidewalk
bicycle travel, as wide sidewalks will
encourage higher speed bicycle use and can
increase potential for conflicts with motor
vehicles at intersections. as well as with
pedestrians and fixed objects.

Sidewalk bikeways should be considered
only under special circumstances, such as:

(a) To provide bikeway continuity along
high speed or heavily traveled roadways
having inadequate space for bicyclists,
and unintemrpted by driveways and
intersections for long distances.

O) On long, narrow bridges. In such
cases, ramps should be installed at the
sidewalk approaches. If approach
bikeways are two-way, sidewalk
facilities should also be two-wav.
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Whenever sidewalk bikewavs are estab-
lished, a special effort should be made to re-
move unnecessary obstacles. Whenever
bicyclists are directed from bike lanes to
sidewalks, curb cuts should be flush with
the street to assure that bicyclists are not
subjected to problems associated with
crossing a vertical lip at a flat angle. Also
curb cuts at each intersection are necessary.
as well as bikeway yield or stop signs 

-at

uncontrolled intersections. Curb cuts
should be wide enough to accommodate
adult tricycles and two-wheel bicycle
trailers.

In residential areas, sidewalk riding by
young children too inexperienced to ride in
the street is common. With lower bicycle
speeds and lower auto speeds, potential con-
flicts are somewhat lessened, but still exist.
Nevertheless, this type of sidewalk bicycle
use is accepted. But it is inappropriate to
sign these facilities as bikeways. Bicyclists
should not be encouraged (through signing)
to ride facilities that are not designed to
accommodate bicycle tavel.

(3) Destination Signing of Bike Routes. For
Bike Route signs to be more functional,
supplemental plates may be placed beneath
them when located along routes leading to
high demand destinations (e.g., "To Down-
town"; "To State College"; etc.-- see Figure
1004.4 for typical signing).

There are instances where it is necessarv to
sign a route to direct bicyclists to a logical
destination, but where the route does not of-
fer any of the above listed bike route fea-
tures. In such cases, the route should not be
signed as a bike route; however, destination
signing may be advisable. A typical applica-
tion of destination signing would be *here
bicyclists are directed off a highway to by-
pass a section of freeway. Special signs
would be placed to guide bicyclists to the
next logical destination. The intent is to di-
rect bicyclists in the same way as motorists
would be directed if a highway detour was
necessitated.

1003.4 Bicycles on Freeways
In some instances, bicyclists are permitted on
freeways. Seldom would a freeway be signed
or striped as a bikeway, but it can be opened for

use if it meets certain criteria. Essentially, the
criteria involve assessing the safety and conve-
nience of the freeway as compared with avail-
able altemate routes. However, a freeway
should not be opened to bicycle use if it is
determined to be incompatible. The
Headquarters Traffic Reviewer and the OPPD
Coordinator must approve any proposals to
open freeways to bicyclists.

If a suitable alternate route exists, it would
normally be unnecessary to open the freeway.
However, if the alternate route is unsuitable for
bicycle ravel the freeway may be a better
alternative for bicyclists. In determining the
suitability of an alternate route, safety should be
the paramount consideration. The following
factors should be considered:

r Number of intersections

o Shoulder widths

o Traffic volumes

r Vehicle speeds

r Bus, truck and recreational vehicle
volumes

o Grades

r Travel time

When a suitable altemate route does not exist, a
freeway shoulder may be considered for bicycle
travel. Normally, freeways in urban areas will
have characteristics that make it unfeasible to
permit bicycle use. In determining if the
freeway shoulder is suitable for bicycle travel,
the following factors should be considered;

r Shoulder widths

o Bicycle hazards on shoulders (drainage
grates, expansion joints, etc.)

r Number and location of entancey'exit
ramps

r Trafhc volumes on entrance./exit ramps

When bicyclists are permitted on segments of
freeway, it will be necessary to modify and
supplement freeway regulatory signs,
particularly those at freeway ramp entrances and
exits (see Chapter 4 of the TrafFrc Manual).
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Where no reasonable altemate route exists
within a freeway conidor, the Deparftnent
should coordinate with local agencies to develop
or improve existing routes or provide parallel
bikeways within or adjacent to the freeway right
oI way.

The long term goal is to provide a safe and
convenient non-freeway route for bicycle travel.

1003.5 Multipurpose Trails
In some instances, it may be appropriate for
agencies to develop multipurpose trails - for
hikers, joggers, equesfians. bicyclists, etc.
Many of these trails will not be paved and will
not meet the standards for Class I bikeways. As
such, these facilities should not be sisned as
bikeways. Rather, they should be desig-nated as
multipurpose trails (or similar designation),
along with regulatory signing to restriit motor
vehicles, as appropriate.

If multipurpose trails are primarily to serve
bicycle travel, they should be developed in
accordance with standards for Class I bikewavs.
In general, multipurpose trails are iot
recommended as high speed ransportation
tacilities for bicyclists because of conflicts
between bicyclists and pedestrians. Wherever
possible, separar.e bicycle and pedestrian paths
should be provided. If this is not feasible,
additional width, signing and striping should be
used to minimize conflicts

It is undesirable to mix mopeds and bicycles on
the same facility. In general, mopeds should
not be allowed on multipurpose trails because of
conflicts with slower 

-moving 
bicycliss and

pedestrians. In some cases where an alternate
route for mopeds does not exist, additional
width, signing, and striping should be used to
minimize conflicts. Increased parolling by law
enforcement personnel is also iecommended to
enforce speed limia and other rules of the road.

It is usually not desimble to mix horses and
bicycle traffic on the same multipurpose trail.
Bicyclists are often not aware ofthe need for
slower speeds and additional operating space
near horses. Horses can be startled easilv and
may be unpredictable if they perceive
approaching bicyclists as a danger. In addition,
pavement requirements for safe bicycle travel
are not suitable for horses. For these reasons. a

bridle trail s€parate from the multipurpos€ trail is
recommended wherever possible.

1003.6 Miscellaneous Bikeway Criteria
The following are miscellaneous bikeway
criteria which should be followed to the extent
pertinent to Class I, II and III bikeways. Some,
by their very nature, will not apply to all classes
of bikeway. Many of the criteria are important
to consider on any highway where bicycle travel
is expected, without regard to whether or not
bikeways are established.

(1) Bridges. Bikeways on highway bridges
must be carefully coordinated with approach
bikeways to make sure that all elements are
compatible. For example, bicycle traffic
bound in opposite directions is best
accommodated by bike lanes on each side of
a highway. In such cases, a two-way bike
path on one side of a bridge would normally
be inappropriate, as one direction ofbicycle
taffic would be required to cross the
highway at grade twic€ to get to and from
the bridge bike path. Because of ttre in-
convenience, many biryclists will be
encouraged to ride on the wrong side of the
highway beyond the bridge termini.

The following criteria apply to a nilo-way
bike path on one side of a highway bridge:

(a) The bikeway approach to the bridge
should be by way of a separate two-way
facility for the reason explained above.

(b) A physical separation, such as a
chain link fence or railing, shall
be provided to offset the adverse
effects of having bicycles
traveling against motor vehicle
traffic. The physical separuion should
be designed to minimize fixed end
hazards to motor vehicles and if the
bridge is an interchange structure, to
minimize sight disance restrictions at
ramp lntersecbons.

It is recommended that bikeway bridge
railings or fences placed between traffic
lanes and bikeways be at least 1.4 m high to
minimize the likelihood of bicyclists falling
over the railings. Standard bridge railings
which are lower than 1.4 m can be
retof,rtted with lightweight upper railings or
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chain link fence suitable to restrain
bicyclists.

Separate highway overcrossing
structures for bikeway traffic shall
conform to Caltrans' standard pedes-
trian overcrossing design loading.
The minimum clear width shall be
the paved width of the approach
bikeway but not less than 2.4 m. lf
pedestrians .ue to use the structure,
additional width is recommended.

(2) Surface Quality. The surface to be used by
bicyclists should be smooth, free of
potholes, and the pavement edge uniform.
For rideability on new construction, the fin-
ished surface of bikewavs should not varv
more than 6 mm from the lower edge of i
2.4 m long straight edge when laid on the
surface in any direction.

Table 1003.6

BIKEWAY SURFACE
TOLERANCES

strips are not suiuble as a riding surface for
bicycles. See TrafFrc Manual Section 6-03.2
for additional information regarding rumble
strip design considerations for bicycles.

(3) Drainage Grates, Manhole Covers, and
Driveways. Drainage inlet grates, manhole
covers, etc., on bikeways should be
designed and installed in a manner that
provides an adequate surface for bicyclists.
They should be maintained flush with the
surface when resurfacing.

Drainage inlet grates on bikeways
shall have openings narrolr enough
and short enough to a$sure bicycle
tires will not drop into the grates
(e.g., reticuline type), regardless of
the direction of bicycle travel. Where
it is not immediately feasible to replace exist-
ing grates with standard grates designed for
bicycles, 25 mm x 6 mm steel cross straps
should be welded to the grates at a spacing
of 150 mm to 200 mm on centers to reduce
the size of the openings adequately.

Corrertive actions described above are
recommended on all highways where
bicycle travel is permitted, whether or not
bikeways are designated.

Future driveway construction should avoid
consEuction of a vertical lip from the drive-
way to the gutter, as the lip may create a
problem for bicyclists when entering from
the edge ofthe roadway at a flat angle. Ifa
lip is deemed necessary, the height should
be limited to 15 mm.

(4) Argrade Railroad Crossings and Cdtle
Guards, Whenever it is necessarv to cross
railroad tracks with a bikeway, sp'ecial care
must be taken to assure that the safetv of
bicyclists is protected. The bikeway
crossing should be at least as wide as the
approaches of the bikeway. Wherever
possible, the crossing should be straight and
at right angles to the rails. For on-street
bikeways where a skew is unavoidable, the
shoulder (or bike lane) should be widened,
if possible, to permit bicyclists to cross ar
right angles (see Figure 1003.64). If this is
not possible, special construction and
materials should be considered ro keep the
flangeway depth and width to a minimum.
Pavement should be maintained so ridqe
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(l)

Parallel to travel No more than
12 mm wide

Perpendicular to
travel

Direction of
Travel Groou". 

( I ) steps(2)

No more
than l0 mm

high

No more
than 20 mm

high

Groove--A narrow slot in the surface that could
catch a bicycle wheel, such as a gap b€tween two
concrete slabs.

Slep-A ridge in the pavement, such as thal which
might exist between the pavement and a concrete
gutter or manhole cover; or that might exist
between two pavement blanlets when lhe top level
does not extend to rhe edge of the roadway.

Table 1003.6 indicates the rccommended
bikeway surface tolerances for Class II and
III bikeways developed on existing sfreets to
minimize the potential for causing bicyclists
to lose control of their bicycle (Note: Stricter
tolerances should be achieved on new
bikeway construction.) Shoulder rumble
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Flgure 1003.64
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Figure 1003.68

Obstruction Marklngs
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buildup does not occur next to the rails. In
some cases, timber plank crossings can be
justified and can provide for a smoother
crossing. Where hazards to bicyclist cannot
be avoided, appropriate signs should be
installed to warn bicyclists of the danger,

AII railroad crossings are regulated by the
California Public Utilities Commission
(CPUC). All new bike path railroad
crossings must be approved by the CPUC.
Necessary railroad protection will be'determined based on a joint field review
involving the applicant, the railroad
company, and the CPUC.

The presence of cattle guards along any
roadway where bicyclists are expected
should be clearly marked with adequate
advance warning.

(5) Obstruction Markings. Vertical barriers and
obstructions, such as abutments, piers, and
other features causing bikeway constriction,
should be clearly marked to gain the at-
tention of approaching bicyclists. This treat-
ment should be used only where
unavoidable, and is by no means a substitute
for good bikeway design. An example of an
obstruction marking is shown in Figure
1003.68. Signs, reflectors, diagonal black
and yellow markings, or other feafrnents
will be appropriate in other instances to alert
bicyclists to potential obstructions.

Topic 1004 - Uniform Signs,
Markings and Traffic Gontrol

Devices

1004.1 Introduction
Per Section 891 of the Streets and
Highways Code, uniform signs,
markings, and traffic control devices
shall be used. As such this section is
mandatory, except where permissive language is
used. See the Traffic Manual for detailed
specifications.

1004.2 Bike Path (Class I)
An optional 100 mm yellow stripe may be
placed to separate opposing directions of tavel.
(See Index 1003.1(3) for additional
information.) A 0.9 m long sfipe with a 2.7 m

space is the recommended striping pattern, but
may be revised depending on the situation.

Standard regulatory, warning, and guide signs
used on highways may be used on bike paths,
as appropriate (and may be scaled down in
size). Special regulatory, warning, and guide
signs may also be used to neet specific needs.

White painted word (or symbol) warning
markings on the pavement may be used as an
effective means of alerting bicyclists to
approaching hazards, such as sharp curves,
barrier posts, erc.

1004.3 Bike Lanes (Class II)
Bike lanes require standard sigring and
pavement markings as shown on Figure
1004.3. This figure also depicts the proper
method of striping bike lanes through
intersections. Bike lane lines are not typically
extended through intersections. Where motor
vehicle right turns are not permitted, the solid
bike lane sripe strould extend to the edge of the
intersection, and begin again on the far side.
Where right tums e permiued, the solid stripe
should terminate 30 m to 60 m prior to the
intersection. A dashed line, as shown in
Figure 1004.3, may be carried to, or near, the
intersection. Where city blocks are short (less
than 120 m), the length of dashed sripe is
typically close to 30 m. Where blocks are
longer or motor vehicle speeds are high
(greater than 60 km/h), the length of dashed
stipe should be increased to 60 m.

T.he R81 bike lane sign shall be placed
at the beglnning of all bike lanes, on
the far side of every arterial street
intersection, at all major changes' in
direction, and at maximum I km
intervals.
Bike lane pavement markings shall be
placed on the far side of each
intersection, and may be placed at other
locations as desired.
Raised pavement markers or other
raised barriers shall not be used to
delineate bike lanes.

The G93 Bike Route sign may also be used
along bike lanes, but its primary purpose should
be to provide directional sigring and destination
signing where necessary. A proliferation of
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Bike Route signs along signed and striped bike
lanes serves no useful purpose.

Many signs on the roadway also will apply to
bicyclists in bike lanes. Standard regulatory,
warning, and guide signs used specifically in
conjunction with bike lanes are shown in
Chapter 4 of the Traffic Manual.

f 004.4 Bike Routes (Class III)
Bike routes are shared routes and do not require
pavement markings. In some instances, a
100 mm white edge stripe separating the traffic
lanes from the shoulder can be helpful in
providing for safer shared use. This practice is
particulady applicable on rural highways, and
on major arterials in urban areas where there is
no vehicle pmking.

Bike routes are established through placement of
the G93 Bike Route sign. Bike route signs are
to be placed periodically along the route. At
changes in direction, the bike route signs are
supplemented by G33 directional arrows.
Typical bike route signing is shown on Figure
1004.4. The figure shows how destination
signing, through application of a special plate,
can make the Bike Route sign more functional
for the bicyclist. This type of signing is
recommended when a bike route leads to a hish
demand destination (e.g., downtown, collefe,
etc. ).

Many signs on the roadway also will apply to
bicyclists.- Standard warning and guide signs
used specifically in conjunction wittrbike routes
are shown in Chapter 4 of the Traffrc Manual.
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Blke Lane Slgns and Marklngs
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Flgure 1004.3
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Flgure 1004.4

Blke Route Signing
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